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produced in Craiova starting with 2023-2024. For 
Dacia, things are a bit more uncertain. The 
Renault management explicitly mentioned that 
Dacia will make the transition to purely electric 
cars at the very last moment, given the fact that a 
faster transition would be di�cult for the price 
range dominated by Dacia.4 It is because of this 
reason that the prognosis concerning the purely 
electric cars production in Romania is still 
reticent: about 97000 fully-electric vehicles by 
2028 (or 16% of the total), all produced in the 
Craiova assembly plant; by then the industry 
would have made a nearly full transition to 
hybrid powertrains.

Nevertheless, it is expected for the transition in 
both Craiova and Mioveni to accelerate, as the 
two assembly plants have enough time by 2035 
to go through another cycle of renewal of their 
portfolios. For Dacia, there is hope that until then 
the new technologies will evolve enough in order 
to allow the production of electric vehicles at a 
low price, keeping the competitive advantage 
of the brand. Otherwise, or if, for any number of 
reasons, the demand for Dacia fully-electric cars 
proofs to be unsatisfactory, there is a possibility 
that Renault will choose to produce fewer electric 
Dacias and in di�erent countries, similar to the 
Dacia Spring production line at the moment. 
Dacia’s future in Romania depends on the 
ability of the automotive industry to reduce the 
cost of new electric propulsion technologies.

At the moment, in Europe the electric cars price is 
signi�cantly higher than the combustion engine 
cars. In 2021 the average price of all the cars was 
a little more than 30.000 USD, while the price 
of electric cars was more than 45000 USD. Even 
if it is understandable that new technologies 
are more expensive at the beginning and they 
become signi�cantly cheaper in time, there is still 
a big di�erence; the hope to reach an acquisition 
price for electric cars similar to the current price of 
combustion engine cars is based on the assumption 
of major technological progress in the near future.
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On June 29, 2022, EU governments agreed to 
discontinue the sale of new cars and vans with 
internal combustion engines across the EU territory 
by 2035.1 Alongside several other EU members, 
until the very last moment, Romania stood against 
the 100% reduction of the vehicle generated CO2 
emissions target by 2035, but eventually it will have 
to comply with the EU common goal. It refers to a 
central element of the Fit for 55 legislative package, 
by which the EU authorities aim to achieve a 55% 
reduction in net greenhouse gas emissions by 
2030 (compared to 1990 levels) and to achieve 
climate neutrality (zero CO2 emissions) by 2050. 
Aside from the car industry, the package includes 
major changes for all the manufacturing industries, 
as well as for agriculture, transportation or energy 
generation and consumption.

Although EU climate change policies generates 
structural change in various �elds, the car industry 
dominates the headlines in the public space, at the 
same time constituting the subject of numerous 
studies trying to establish the implications and 
to evaluate the social and economic impact of 
transitioning from internal combustion engines to 
electrical engines. The impact that the car industry 
has on the ecological transition is con�rmed by 
multiple sources:
 
the usage of cars and vans is responsible for 15-16% of 
the total greenhouse gas emissions in the EU (14% in 
Romania), one of the greatest sources of pollution.

technological changes in the car industry have a 
profaund e�ect on all the other economic sectors, 
especially on energy. It refers not only to transitioning 
from fossil fuels consumption to electricity, but also to 
the development of energy storage technologies that 
the green energy sector is dependent on and that are 
now mainly developed for the automobile industry.

introduction it is expected for the transition to electrical vehicles to 
have a considerable economic and social impact, 
proportional to the importance of the extended value 
chain of the industry. The automobile industry does 
not only entail car production as such, but also a vast 
chain of industrial suppliers. Deeply impacted by the 
transition to electrical vehicles, the sales and auto 
service industry are equally important from the labor 
point of view.

The transition to electrical cars is a challenge as 
big and urgent for Romania as for any other 
European country with a strong automobile 
industry. Until recently, it was sensible to believe 
that this transition will have a signi�cant delay in 
Romania because of the limited resources 
assigned to this �eld, the lack of interest of the 
companies and the ine�cient public policies. 
Even though a certain delay is still expected, we 
now have a hard deadline that will massively and 
directly impact the industry and will accelerate 
the transition on the local automobile market. 
Therefore the need for debate concerning the 
future of the Romanian automobile industry and 
market is much more urgent than ever before.

The objective of this study is to analyze the 
challenge raised by the transition to electrical cars, 
taking into account the speci�cs of the Romanian 
automobile industry and market. The �rst section 
elaborates upon the transition per se: What are 
the causes? What does it imply from a 
technological point of view? What are the 
potential obstacles? What is the current situation 
in Romania and what are the prospects by the 
end of this decade? The second section analyses 
the socio-economic impact of the transition in 
Romania: How important is the automotive 
industry for the economy and labor market? What 
would be the impact on employment, given the 
particularities of the Romanian industry pro�le? 
The third section evaluates the Romanian public 
policies in regard to the transition to electrical 

vehicles and the potential measures that could 
attenuate the impact of this transition on the 
industry employees, but also on the population of 
the country in general. 

 1 This report focuses on light vehicles (cars and vans). The transition to electric 
engines for heavy vehicles is a di�erent topic, with a di�erent calendar and 
di�erent implications.
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In 2020, 15% of the greenhouse gas emissions 
are generated by the usage of light vehicles, 
similar to the 15.5% EU value. In comparison to 
the EU values, in Romania the gas emissions 
generated by the light vehicles registered an 
accelerated increase from 6.5% in 2005, 8.6% in 
2010 and 11.7% in 2015. There are many 
explanations for the increase of the car 
generated gas emissions in Romania. Firstly, the 
motorization rate (the number of passenger cars 
per 1000 inhabitants) increased from 214 in 2010 
to 379 in 2020, still considerably below the EU 
average of 560. Nevertheless the motorization 
rate has increased in the EU as well, from 480 in 
2010 to 560 in 2020, without generating a 
proportional accession of gas emissions. 
Secondly, compared to other more developed 
countries in the EU, the Romanian automotive 
market has developed mainly due to the sale of 
more and more polluting cars. Thirdly, the rate of 
vehicle generated emissions has increased in 
Romania due to the decline of emissions from 
other sources, especially from other industries — 
not because the Romanian industry has evolved 
technologically, but particularly because it has 
been reduced and specialized in activities with a 
low energetical and technological intensity. 

The Fit for 55 package stipulates the complete 
elimination of light vehicle generated emissions 
by 2035. More accurately, starting to 2035 every 
new vehicle sold in the EU will have to produce 

zero emissions, and only be 
powered by electrical batteries, 
hybrid engines being banned as 
well.2 This applies only to new 
vehicles, not to the ones already 
registered, consequently all the 
internal combustion and hybrid 
vehicles already registered can be 
used and sold on the second-hand 
automobile market. With an 
average age of the EU vehicle �eet 
of 11.8 years, it is expected that the 
majority of the polluting vehicles 
should be eliminated from the 
roads by 2050.3 With a signi�cantly 
older vehicle �eet (average age: 16.9 
years), Romania will experience a 
certain delay, but the transition is 
unavoidable and, for technical and 
economic reasons, the lag cannot 
be too signi�cant compared to the 
other EU countries.

Ever since the beginning, public policy has been 
the main catalyst for the transition to electric 
vehicles. The European regulations concerning 
the environmental impact of vehicles have 
become increasingly strict. Anticipated for a 
few years and planned for the second half of 
this decade, the new Euro 7 emission standard 
is expected to have an impact on considerably 
raising the prices for internal combustion 
engines, indirectly accelerating electri�cation. 
For technological and economic viability 
reasons, until recently the hybrid engines were 
considered to be the most probable alternative 
to the combustion engines. However, both the 
technology and the environmental regulations 
are advancing more rapidly than it would have 
been expected a few years ago, which is why 
a relatively fast transition to electric vehicles 
is widely accepted as unavoidable, at least in 
Europe. The best proof are the commitments 
of the big automobile manufacturers, many of 
which aim for a signi�cantly faster transition in 
Europe than the 2035 deadline set by the EU. 
Hence it is no longer a process strictly propelled 

by the environmental public regulations, the 
strategies of the big manufacturers becoming an 
increasingly important catalyst for the transition to 
electric vehicles. Therefore, the recent data show 
a signi�cant increase in the European production 
of electric light vehicles, from less than one million 
in 2021 (7.5% of the total) to more than 8.6 million 
in 2028 (49% of the total). At the same time, the 
production of internal combustion powertrains 
would decrease from 68% to less than 4% in the 
same amount of time, and the peak of hybrid 
powertrain production would be reached in 2026.
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2 Electric batteries are not the only technological solution, in theory, hydrogen 
is also a viable option. Nevertheless, at the moment the idea that future light 
vehicles with zero emissions will be powered by batteries is widely accepted
3 Source: 
https://www.acea.auto/�gure/average-age-of-eu-vehicle-�eet-by-country/
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The commitments of the big automobile manufacturers 
concerning the transition to electrical vehicles

Toyota 3.5 millions electric cars sold annually by 2030. For Lexus the target is 100% electric cars by 2035

Volkswagen: over 70% of the European sales by 2030 will consist of electric cars, with a target of 

100% by 2040.

Ford 100% electric cars in Europe by 2030, 50% worldwide

Volvo 100% electric cars by 2030

BMW 50% electric cars by 2030

Mercedes All the models launched starting with 2025 will be electric

General Motors Increasing the manufacturing capabilities to 1 million electric vehicles in North 

America by 2025, zero emissions by 2040

Stellantis 100% electric cars in Europe and 50% in the United States by 2030

Renault 100% electric cars by 2030 (does not apply to Dacia)

Hyundai Ceasing all sales of internal combustion motorized cars in Europe by 2035 (announcement 

made in September 2021, long before �nalizing the new EU regulations)

Kia 1.2 million electric cars sold annually by 2030 (more than 40% of total sales in 2019, before the 

pandemic)

The big Chinese manufacturers (Geely, Dongfeng, BYD) are just as ambitious as the European on

Source: International Energy Agency, Global EV Outlook 2022, p. 32 Automotive News
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proofs to be unsatisfactory, there is a possibility 
that Renault will choose to produce fewer electric 
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4https://europe.autonews.com/automakers/renault-will-become-electric-onl
y-brand-europe-2030-ceo-says

Source: IHS Markit (2022)
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fully-electric powertrain for the van that will be 
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produced in Craiova starting with 2023-2024. For 
Dacia, things are a bit more uncertain. The 
Renault management explicitly mentioned that 
Dacia will make the transition to purely electric 
cars at the very last moment, given the fact that a 
faster transition would be di�cult for the price 
range dominated by Dacia.4 It is because of this 
reason that the prognosis concerning the purely 
electric cars production in Romania is still 
reticent: about 97000 fully-electric vehicles by 
2028 (or 16% of the total), all produced in the 
Craiova assembly plant; by then the industry 
would have made a nearly full transition to 
hybrid powertrains.

Nevertheless, it is expected for the transition in 
both Craiova and Mioveni to accelerate, as the 
two assembly plants have enough time by 2035 
to go through another cycle of renewal of their 
portfolios. For Dacia, there is hope that until then 
the new technologies will evolve enough in order 
to allow the production of electric vehicles at a 
low price, keeping the competitive advantage 
of the brand. Otherwise, or if, for any number of 
reasons, the demand for Dacia fully-electric cars 
proofs to be unsatisfactory, there is a possibility 
that Renault will choose to produce fewer electric 
Dacias and in di�erent countries, similar to the 
Dacia Spring production line at the moment. 
Dacia’s future in Romania depends on the 
ability of the automotive industry to reduce the 
cost of new electric propulsion technologies.

Source: International Energy Agency, Global EV Outlook 2022, p. 28. PHEV  = plug-in hybrid electric 
vehicle (hibrid încărcabil), BEV = battery electric vehicle

At the moment, in Europe the electric cars price is 
signi�cantly higher than the combustion engine 
cars. In 2021 the average price of all the cars was 
a little more than 30.000 USD, while the price 
of electric cars was more than 45000 USD. Even 
if it is understandable that new technologies 
are more expensive at the beginning and they 
become signi�cantly cheaper in time, there is still 
a big di�erence; the hope to reach an acquisition 
price for electric cars similar to the current price of 
combustion engine cars is based on the assumption 
of major technological progress in the near future.

Electric vehicles price distribution compared to the large 
automotive market (thousands USD)

the value chain of thermal engines. These are 
activities of high economic importance due to their 
complexity, including the quali�cation of the 
workforce. Hence, it does not entail only a 
signi�cant decrease of the employment, but a 
reduction of the complexity and productivity in the 
automotive industry. Without some public policies 
that directly approach these challenges, there is, on 
the one hand, the risk to reverse the historic growth 
of the auto industry and, on the other hand, the risk 
of shifting to specializing in activities with low 
value-add and a low impact on the economy as a 
whole. Until now the public policy concerning the 
auto industry anticipates these sorts of risks, but not 
to countervail them, but to contribute to their 
materialization.

Given the economic importance of the 
automobile industry for the EU economy (12.6 
million jobs are dependent, directly or indirectly, 
on the automobile industry, which exports 
products estimated at 134 billion EUR at EU 
level6, predictably there are concerns about the 
socio-economic impact of the transition to 
electric vehicles. An important part of the 
traditional car industry – the production of 
engines, gearboxes, fuel management systems, 
�ltration systems, exhaust systems and all other 
additional components – will disappear 
alongside electric vehicles, being replaced by the 

production of completely new components: 
batteries, electric engines, new electronic and 
cooling systems. This transition implies new 
quali�cations, new industrial capabilities, new 
jobs and new market players; of course, it also 
implies renouncing a whole series of 
quali�cations, industrial capabilities, jobs and 
even big companies.

The debate is mainly focused on battery 
production, for at least three reasons: 1) the value 
of the battery in the economy of an electric 
vehicle is a signi�cant one, and developing the 
battery production can compensate �nancially 
for the elimination of the value chain of thermal 
engines; 2) the battery production requires 
brand new technological abilities and the EU 
economy is risking to lose the race against other 
countries that have developed such expertise 
earlier on, especially against China; 3) the battery 
production is among the few (if not the only) 
ample activities created from scratch in the 
transition to electric vehicles and therefore 
among the few (if not the only) activities that can 
attenuate the impact of renouncing the 
production of thermal propulsion systems. 
Consequently, the governments of the EU states 
with strong automotive industries have recently 
made signi�cant e�orts to develop local battery 
production capacities and at the moment the 
concerns regarding the economic e�ects of 
insu�cient battery production on the EU 
territory have mainly evaporated. But, although it 
has a strong automotive industry, Romania is not 
among these states.

Even though concerns regarding the direct 
economic impact strictly regarding the transition 
have mostly evaporated when major 
investments at the European level were 
announced, the same cannot be said about the 
employment issue. There are still debates about 
potentially huge job losses and/or 
unprecedented transformation for the remaining 
ones. Prioritizing employment is understandable 
if we take into account the profound 
transformations that the transition to electric 
vehicles brings to the entire value chain of the 
automotive industry: 

1 upstream, renouncing thermal engines has a 
huge impact on the supplier chain. Until recently, 
many of the biggest automotive suppliers have 
invested massively in thermal engine 
technologies and now are forced to make plans 
to abandon those activities. Such is the case of 

the German group Continental, the biggest 
automotive employer in Romania, that in 2019 
created Vitesco Technologies, thus separating 
the manufacturing of the propulsion systems. 
Vitesco aims to become one of the major 
international suppliers of technology for electric 
vehicles. Creating Vitesco was necessary to limit 
the disturbance of other Continental activities 
and to facilitate the access to funding for the 
major investments necessary to develop new 
technologies. As a consequence of this change, 
2600 of the 20000 Romanian employees of 
Continental have been employed by Vitesco.
2 vehicle manufacturers need to renounce 
activities until recently considered high-tech and 
with high added value – the production of 
engines and gearboxes. Unprecedented 
measures are noticeable here as well, among 
them Ford and Renault splitting up that we 
discussed earlier on.
3 downstream, the transition to electric vehicles 
generates signi�cant turbulence for the retail 
and service activities as well. Electric vehicles are 
simpler and more reliable from a mechanical 
point of view, which is expected to lead to a 
signi�cant contraction of aftermarket and service 
activities. Moreover, the increasing �nancial 
pressure causes the automotive manufacturers 
to reconsider their relationship with the car 
dealers. Following Tesla distribution model, more 
and more car manufacturers announced shifting 
to an indirect sales model (independent dealer 
networks with commercial, �nancial and 
personnel autonomy) to a direct sales model 
(direct customer service, using online platforms 
and agencies controlled by the car 
manufacturers). We may be looking at a 
potentially historic change in car selling which is 
expected to have a negative impact on 
employment.7

Up until this moment, there is only one study 
that approaches the potential impact upon 
employment in the automotive industry in 

Romania. Published at the end of 2021, under the 
aegis of CLEPA, the analysis made by 
PricewaterhouseCoopers (PwC) shows a 
potentially major negative impact on 
employment in the car industry in Romania. Out 
of 56000 jobs determined by PwC in the 
production of internal combustion engines, only 
26800 jobs would remain active in 2035, 
considering the Fit for 55 package is 
implemented. Given the fact that at the time the 
study was published, this scenario was not 
unavoidable (as it appears to be now), the study 
compares it to other two outlines: the hybrid 
scenario, in which the production of hybrid 
engines will be still surpassing the production of 
fully-electric engines, meaning that the jobs will 
reach 70000, and the radical scenarios, in which 
the newly produced vehicles emissions will go 
down to zero starting with 2030. According to 
this analysis, the �ve year di�erence between the 
radical scenario and the scenario Fit for 55 allows 
a certain amount of time for preparations, but it 
only partially attenuates the impact the 
transition has on the automotive industry in 
Romania. We are not dealing with a short term 
impact, given that in 2040 there would be less 
than 30000 jobs left.
     
Such numbers must be looked at with caution. 
The PwC/ CLEPA study methodology is not fully 
transparent, which means that the initial 
numbers (56000 jobs directly linked to the 

production of thermal engines) are di�cult to 
reproduce and the assumptions cannot be 
questioned. Another reason for caution is the 
diversity of similar evaluations carried out at the 
European level. On the whole, these evaluations 
can be split in two categories: the ones that 
forecast a negative impact, with more or less 
devastating e�ects, and the ones that forecast a 
negligible or even positive impact. The 
PwC/CLEPA study is a more recent contribution 
to the �rst category, completing older studies 
that forecasted, for example, the loss of 600000 
jobs in Germany. Other studies estimate totally 
di�erent outlines, including the European 
Commission that published an analysis of impact 
that forecasted a minor job loss in the European 
auto industry balanced by the opportunities 
from di�erent sectors that would bene�t from 
the transition to electric vehicles.8 A Boston 
Consulting Group (BCG) study published in 
2021estimated a negative impact of less than 
100000 jobs for the European auto industry 
(under 2% of the 5.6 million jobs covered by the 
analysis), in a scenario in which 43% of the 
vehicles sold in 2030 would be fully-electric.9 The 
BCG study became known for shifting the 
dialogue towards the qualitative changes 

concerning labor in the auto industry:  beside the 
estimated demand of 25% of jobs (1.4 million out 
of 5.5-5.6) that should be taken over by new 
employees (to compensate for discharges and 
retirements), 29% of jobs in 2030 will be 
completely new (1.6 million of 5.5) in terms of 
pro�les and quali�cations, directly link to electric 
engines. Even though shadowed by the major 
issues that the automotive industry is facing ever 
since the outbreak of the pandemic, in the last 
two years, at the European level the debate 
concerning the socio-economic impact of 
transitioning to electric vehicles was mainly 
centered around the terms established by the 
BCG study, although some studies, like the 
PwC/CLEPA study, have brought into the 
spotlight the signi�cant loss of jobs.

Where does Romania stand on these issues? It is 
di�cult to say without any detailed and 
thoroughgoing analysis. The fact that the impact of 
transition on the auto industry is not a signi�cant 
topic in Romania, although it is one at the European 
level, is utterly bizarre, given that Romania has a 
relatively important auto industry. According to 
Eurostat data, before the pandemic Romania had 
the �fth largest automotive industry in terms of 
employment after Germany, France, Poland and the 
Czech Republic. Approximately 180000 people used 
to work in the auto industry in Romania before the 
pandemic, or 2.7% of the total workforce, 
considerably more than in Germany, which has the 

biggest automotive industry by far. If we take into 
consideration exclusively the employees and not the 
entire workforce, INS data show 3.3% rate in the 
automotive industry out of the total of employees in 
2019. In relation to the manufacturing industry, in 
2019, the workers in the auto industry represented 
15% of the total, the second biggest rate in Europe, 
after Slovakia. 

In a nutshell, the auto industry is extremely 
important for the labour market and, implicitly, for 
the Romanian economy overall. If we add the sales 
and service networks, we reach 283000 employees 
in 2019, or 5.5% of the total. Before the pandemic, 
these workers generated over 6.4 billions EUR in 
value-add (out of which 4.4 billion in industry and 1 
billion in sales and service), or 7.7% of the total 
value-add of the competitive economy. In other 
words, even a 10% decrease of those numbers 
would have a strong impact on the labour market 
and on the national economy. A 50% decrease, as 
estimated in the PwC/CLEPA study, would have 
dramatic consequences.

However vast the impact on the economy and jobs, 
it would a�ect di�erently some parts of the country 
compared to others, as the auto industry is 
coagulated in certain regions of the country 
(especially in the Center and West) and, with some 
exceptions, is completely lacking in other regions 
(East and South). In Argeș county, before the 
pandemic, almost 30000 people worked in the auto 
industry, 18.4% of the total employees of the county. 
Arad, Sibiu and Bistrița-Năsăud are the other 
counties where the rate of employees in the auto 
industry is above 10% of the total. Besides Argeș 
county, Timiș, Arad, Sibiu and Brașov counties each 
have over 10000 employees in the component 
manufacturing industry. The transition to electric 
vehicles raises questions especially for the 
economies of these counties.

Argeș county is a special case as this is where 
Automobile Dacia operates and a big part of the 
extended supplier chain of the two assembly plants 
of the Renault group (Automobile Plant and 

Mechanical and Chassis Plant, both on Mioveni 
Industrial Platform). The French company recently 
announced forming a new division for the 
development and manufacturing of fully-electric 
vehicles, leaving room for speculation about a 
possible sale of the Mechanical Plant, that 
manufactures thermal engines and gearboxes.10 

The sale of the Mechanical Plant is highly unlikely, 
but the separation of the two plants under the 

umbrella of di�erent companies certainly facilitates 
the elimination of jobs and, eventually, closing down 
the Mechanical Plant. At the moment approximately 
4000 people work in the engine and gearbox 
manufacturing plant, around 30% of Automobile 
Dacia employees and 36% of the employees of the 
Mioveni platform. The elimination of these relatively 
well paid and highly quali�ed jobs from the 
Mechanical Plant would have a major impact on 
Mioveni and Argeș county, and all this without 
taking into account the unavoidable decrease of 
activity in Dacia’s suppliers. 

The Ford plant in Craiova will be, of course, a�ected 
as well. Approximately 1000 out of 6000 employees 
work in the engine division, activity that will be 

completely eliminated in 2030, at the latest, if Craiova 
will be aligned to the For Europe policy – once again, 
Ford Otosan’s strategy on this issue is not clear. Ford 
already has a partnership with the Korean battery 
manufacturer SK Innovation, which has made major 
investments in Hungary and announced their 
intention to develop manufacturing capabilities in 
Turkey. If this is the case, it is possible that the battery 
cells needed in Craiova might be imported (most 
probably from Hungary), leaving the Craiova plant 

with the assemblage of the batteries at most, an 
activity with relatively low value-add that does not 
require much personnel.11

Another activity directly impacted by the transition 
to electric vehicles is the manufacturing of 
gearboxes and associated components in the two 
Daimler plants in Alba county (Star Assembly and 
Star Transmission, in Sebeș and Cugir). Daimler 
announced a very fast transition (before 2030) to a 
completely electric portfolio that would make 

gearbox manufacturing redundant. The conversion 
to electric engines manufacturing, along with all 
associated transmission components, is a possibility, 
in theory, but these components are large and 
heavy, which would signi�cantly increase the logistic 
costs for the two plants in Romania, which are 
relatively remote from all the other Daimler 
manufacturing divisions. Together, the two Daimler 
plants have approximately 2700 employees, which, 
in a pessimistic scenario would lead to the 
cumulated direct impact on the three big 
manufacturers operating in Romania (Dacia, Ford, 
Daimler) to a maximum of 8000 employees.

The economic impact would go way beyond the 
job loss. For Dacia and Ford, eliminating the engine 
and gearbox manufacturing and importing a 
considerable percentage of the components that 
will replace them in the new electric vehicles would 
mean a signi�cant reduction of the value-add of the 
Romanian vehicle exports, that, before the 
pandemic, used to generate close to 5 billion EUR 
annually. The export of gearboxes and associated 
components, in turn, generated close to 1.7 billion 
EUR and were manufactured by the two Daimler 
plants and the Mechanical plant in Mioveni. The 
manufacturing of internal combustion pumps, the 
components of starting systems, the exhaust 
systems and the clutch system will also be severely 
impacted – exports of 600 million EUR. 
Consequently, this entails the potential loss of jobs 
associated with these activities that would add to 
the 8000 mentioned above. Nevertheless, for a more 
precise evaluation of the impact on the supplier 
chain, we would need a more detailed analysis that 
takes into consideration the facts from the �eld, 
including the strategies and opportunities of each 
company. To the numbers associated with the 
manufacturing industry we need to add those for 
sales and service, which also risk a signi�cant impact: 
a 7% decrease in sales and service jobs as a result of 
transitioning to the indirect sales model would 
translate to 7000 jobs less, plus the gradual reduction 
of aftermarket and service activities.

The data regarding exports convey a more realistic 
image of the socio-economic impact of eliminating 
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produced in Craiova starting with 2023-2024. For 
Dacia, things are a bit more uncertain. The 
Renault management explicitly mentioned that 
Dacia will make the transition to purely electric 
cars at the very last moment, given the fact that a 
faster transition would be di�cult for the price 
range dominated by Dacia.4 It is because of this 
reason that the prognosis concerning the purely 
electric cars production in Romania is still 
reticent: about 97000 fully-electric vehicles by 
2028 (or 16% of the total), all produced in the 
Craiova assembly plant; by then the industry 
would have made a nearly full transition to 
hybrid powertrains.

Nevertheless, it is expected for the transition in 
both Craiova and Mioveni to accelerate, as the 
two assembly plants have enough time by 2035 
to go through another cycle of renewal of their 
portfolios. For Dacia, there is hope that until then 
the new technologies will evolve enough in order 
to allow the production of electric vehicles at a 
low price, keeping the competitive advantage 
of the brand. Otherwise, or if, for any number of 
reasons, the demand for Dacia fully-electric cars 
proofs to be unsatisfactory, there is a possibility 
that Renault will choose to produce fewer electric 
Dacias and in di�erent countries, similar to the 
Dacia Spring production line at the moment. 
Dacia’s future in Romania depends on the 
ability of the automotive industry to reduce the 
cost of new electric propulsion technologies.

At the moment, in Europe the electric cars price is 
signi�cantly higher than the combustion engine 
cars. In 2021 the average price of all the cars was 
a little more than 30.000 USD, while the price 
of electric cars was more than 45000 USD. Even 
if it is understandable that new technologies 
are more expensive at the beginning and they 
become signi�cantly cheaper in time, there is still 
a big di�erence; the hope to reach an acquisition 
price for electric cars similar to the current price of 
combustion engine cars is based on the assumption 
of major technological progress in the near future.

EU Electric Vehicle Charging Infrastructure, 2021

Sursa: ACEA

Not only the future of one of the two car 
assembly plants in Romania depends on the 
decrease of production costs and sale prices, but 
also the trajectory of the domestic market. As the 
great majority of the local car production is due 
for export, the two dimensions of the transition – 
the industry and the market – can evolve very 
di�erently. The market share of new fully-electric 
vehicles in Romania increased from 0.5% in 2018 
to 5.2% in 2021, an impressive, but still modest 
accession compared to the European values, 
which went from 1.3% to 10.3% in the same 
period of time. If we include plug-in hybrid 
vehicles, the market share reaches 7.6% in 
Romania, compared to 19.2% in Europe 
(UE+UK+EFTA). The fact that higher prices 
constitute a signi�cant obstacle for increasing 
the market share of electric vehicles becomes 
evident when analyzing the steep contrast 
between high income countries and low income 
countries. Portugal is the only country with GDP 
per capita below the EU average and a market 
share of electric automobiles (plug-in hybrid and 
battery) of over 10%. As expected, the market 
share of electric cars is smaller in the South than 
it is in the North, and even smaller in the East, 
compared to the South. Romania’s market share 
is a little over the other Eastern European 
countries because of the extremely generous 
�nancial stimuli that can lower the price of 
acquisition for a new electric car with 10000 
Euros.

A second major obstacle for the transition to 
electric vehicles is the charging infrastructure. At 
the moment, almost half of the charging points 
in the EU are concentrated in just two countries: 
Netherlands and Germany. If we take into 
consideration the road infrastructure, the 
scenery is more heterogeneous, as there are 
predictable di�erences between the North, the 
South and the East. In 2021, Romania had only 
0.4% of the total charging points in the EU with 
5.8% of the EU total surface, and, if we take into 
account the charging points per 100 km of roads, 
in Romania there are only 1.3% of the total 
charging points in the EU, almost 50 times fewer 

than in Netherlands. According to ACEA, the 
necessary investments for the charging 
infrastructure in the EU by 2030 would reach 280 
billion of Euro, including the modernization of 
the distribution networks  and additional 
renewable energy sources.5 If all these 
investments would derive from public funding 
(which most probably constitutes a necessity 
and not an alternative hypothesis), it would 
amount to a sum equivalent to 42% of the 
budget assigned by the EU through the 
Recovery and Resilience Facility which at the 
moment �nances the National Recovery and 
Resilience Plans. In other words, a massive 
investment e�ort is much needed, mostly 
originating from public funding. As the EU 
countries tend to avoid taking on such 
investment e�orts, the charging infrastructure 
remains an unknown variable, much more 
signi�cant than the cost of electric vehicles, 
where we have the precedent of overall 
technological evolution. The �nancial instability 
of the Romanian state and the lack of a clear 
strategy for the transition of the automotive 
industry and market make things even more 
complicated in a country that embarks on this 
transition with a series of major disadvantages. 

the value chain of thermal engines. These are 
activities of high economic importance due to their 
complexity, including the quali�cation of the 
workforce. Hence, it does not entail only a 
signi�cant decrease of the employment, but a 
reduction of the complexity and productivity in the 
automotive industry. Without some public policies 
that directly approach these challenges, there is, on 
the one hand, the risk to reverse the historic growth 
of the auto industry and, on the other hand, the risk 
of shifting to specializing in activities with low 
value-add and a low impact on the economy as a 
whole. Until now the public policy concerning the 
auto industry anticipates these sorts of risks, but not 
to countervail them, but to contribute to their 
materialization.

Given the economic importance of the 
automobile industry for the EU economy (12.6 
million jobs are dependent, directly or indirectly, 
on the automobile industry, which exports 
products estimated at 134 billion EUR at EU 
level6, predictably there are concerns about the 
socio-economic impact of the transition to 
electric vehicles. An important part of the 
traditional car industry – the production of 
engines, gearboxes, fuel management systems, 
�ltration systems, exhaust systems and all other 
additional components – will disappear 
alongside electric vehicles, being replaced by the 

production of completely new components: 
batteries, electric engines, new electronic and 
cooling systems. This transition implies new 
quali�cations, new industrial capabilities, new 
jobs and new market players; of course, it also 
implies renouncing a whole series of 
quali�cations, industrial capabilities, jobs and 
even big companies.

The debate is mainly focused on battery 
production, for at least three reasons: 1) the value 
of the battery in the economy of an electric 
vehicle is a signi�cant one, and developing the 
battery production can compensate �nancially 
for the elimination of the value chain of thermal 
engines; 2) the battery production requires 
brand new technological abilities and the EU 
economy is risking to lose the race against other 
countries that have developed such expertise 
earlier on, especially against China; 3) the battery 
production is among the few (if not the only) 
ample activities created from scratch in the 
transition to electric vehicles and therefore 
among the few (if not the only) activities that can 
attenuate the impact of renouncing the 
production of thermal propulsion systems. 
Consequently, the governments of the EU states 
with strong automotive industries have recently 
made signi�cant e�orts to develop local battery 
production capacities and at the moment the 
concerns regarding the economic e�ects of 
insu�cient battery production on the EU 
territory have mainly evaporated. But, although it 
has a strong automotive industry, Romania is not 
among these states.

Even though concerns regarding the direct 
economic impact strictly regarding the transition 
have mostly evaporated when major 
investments at the European level were 
announced, the same cannot be said about the 
employment issue. There are still debates about 
potentially huge job losses and/or 
unprecedented transformation for the remaining 
ones. Prioritizing employment is understandable 
if we take into account the profound 
transformations that the transition to electric 
vehicles brings to the entire value chain of the 
automotive industry: 

1 upstream, renouncing thermal engines has a 
huge impact on the supplier chain. Until recently, 
many of the biggest automotive suppliers have 
invested massively in thermal engine 
technologies and now are forced to make plans 
to abandon those activities. Such is the case of 

the German group Continental, the biggest 
automotive employer in Romania, that in 2019 
created Vitesco Technologies, thus separating 
the manufacturing of the propulsion systems. 
Vitesco aims to become one of the major 
international suppliers of technology for electric 
vehicles. Creating Vitesco was necessary to limit 
the disturbance of other Continental activities 
and to facilitate the access to funding for the 
major investments necessary to develop new 
technologies. As a consequence of this change, 
2600 of the 20000 Romanian employees of 
Continental have been employed by Vitesco.
2 vehicle manufacturers need to renounce 
activities until recently considered high-tech and 
with high added value – the production of 
engines and gearboxes. Unprecedented 
measures are noticeable here as well, among 
them Ford and Renault splitting up that we 
discussed earlier on.
3 downstream, the transition to electric vehicles 
generates signi�cant turbulence for the retail 
and service activities as well. Electric vehicles are 
simpler and more reliable from a mechanical 
point of view, which is expected to lead to a 
signi�cant contraction of aftermarket and service 
activities. Moreover, the increasing �nancial 
pressure causes the automotive manufacturers 
to reconsider their relationship with the car 
dealers. Following Tesla distribution model, more 
and more car manufacturers announced shifting 
to an indirect sales model (independent dealer 
networks with commercial, �nancial and 
personnel autonomy) to a direct sales model 
(direct customer service, using online platforms 
and agencies controlled by the car 
manufacturers). We may be looking at a 
potentially historic change in car selling which is 
expected to have a negative impact on 
employment.7

Up until this moment, there is only one study 
that approaches the potential impact upon 
employment in the automotive industry in 

Romania. Published at the end of 2021, under the 
aegis of CLEPA, the analysis made by 
PricewaterhouseCoopers (PwC) shows a 
potentially major negative impact on 
employment in the car industry in Romania. Out 
of 56000 jobs determined by PwC in the 
production of internal combustion engines, only 
26800 jobs would remain active in 2035, 
considering the Fit for 55 package is 
implemented. Given the fact that at the time the 
study was published, this scenario was not 
unavoidable (as it appears to be now), the study 
compares it to other two outlines: the hybrid 
scenario, in which the production of hybrid 
engines will be still surpassing the production of 
fully-electric engines, meaning that the jobs will 
reach 70000, and the radical scenarios, in which 
the newly produced vehicles emissions will go 
down to zero starting with 2030. According to 
this analysis, the �ve year di�erence between the 
radical scenario and the scenario Fit for 55 allows 
a certain amount of time for preparations, but it 
only partially attenuates the impact the 
transition has on the automotive industry in 
Romania. We are not dealing with a short term 
impact, given that in 2040 there would be less 
than 30000 jobs left.
     
Such numbers must be looked at with caution. 
The PwC/ CLEPA study methodology is not fully 
transparent, which means that the initial 
numbers (56000 jobs directly linked to the 

production of thermal engines) are di�cult to 
reproduce and the assumptions cannot be 
questioned. Another reason for caution is the 
diversity of similar evaluations carried out at the 
European level. On the whole, these evaluations 
can be split in two categories: the ones that 
forecast a negative impact, with more or less 
devastating e�ects, and the ones that forecast a 
negligible or even positive impact. The 
PwC/CLEPA study is a more recent contribution 
to the �rst category, completing older studies 
that forecasted, for example, the loss of 600000 
jobs in Germany. Other studies estimate totally 
di�erent outlines, including the European 
Commission that published an analysis of impact 
that forecasted a minor job loss in the European 
auto industry balanced by the opportunities 
from di�erent sectors that would bene�t from 
the transition to electric vehicles.8 A Boston 
Consulting Group (BCG) study published in 
2021estimated a negative impact of less than 
100000 jobs for the European auto industry 
(under 2% of the 5.6 million jobs covered by the 
analysis), in a scenario in which 43% of the 
vehicles sold in 2030 would be fully-electric.9 The 
BCG study became known for shifting the 
dialogue towards the qualitative changes 

concerning labor in the auto industry:  beside the 
estimated demand of 25% of jobs (1.4 million out 
of 5.5-5.6) that should be taken over by new 
employees (to compensate for discharges and 
retirements), 29% of jobs in 2030 will be 
completely new (1.6 million of 5.5) in terms of 
pro�les and quali�cations, directly link to electric 
engines. Even though shadowed by the major 
issues that the automotive industry is facing ever 
since the outbreak of the pandemic, in the last 
two years, at the European level the debate 
concerning the socio-economic impact of 
transitioning to electric vehicles was mainly 
centered around the terms established by the 
BCG study, although some studies, like the 
PwC/CLEPA study, have brought into the 
spotlight the signi�cant loss of jobs.

Where does Romania stand on these issues? It is 
di�cult to say without any detailed and 
thoroughgoing analysis. The fact that the impact of 
transition on the auto industry is not a signi�cant 
topic in Romania, although it is one at the European 
level, is utterly bizarre, given that Romania has a 
relatively important auto industry. According to 
Eurostat data, before the pandemic Romania had 
the �fth largest automotive industry in terms of 
employment after Germany, France, Poland and the 
Czech Republic. Approximately 180000 people used 
to work in the auto industry in Romania before the 
pandemic, or 2.7% of the total workforce, 
considerably more than in Germany, which has the 

biggest automotive industry by far. If we take into 
consideration exclusively the employees and not the 
entire workforce, INS data show 3.3% rate in the 
automotive industry out of the total of employees in 
2019. In relation to the manufacturing industry, in 
2019, the workers in the auto industry represented 
15% of the total, the second biggest rate in Europe, 
after Slovakia. 

In a nutshell, the auto industry is extremely 
important for the labour market and, implicitly, for 
the Romanian economy overall. If we add the sales 
and service networks, we reach 283000 employees 
in 2019, or 5.5% of the total. Before the pandemic, 
these workers generated over 6.4 billions EUR in 
value-add (out of which 4.4 billion in industry and 1 
billion in sales and service), or 7.7% of the total 
value-add of the competitive economy. In other 
words, even a 10% decrease of those numbers 
would have a strong impact on the labour market 
and on the national economy. A 50% decrease, as 
estimated in the PwC/CLEPA study, would have 
dramatic consequences.

However vast the impact on the economy and jobs, 
it would a�ect di�erently some parts of the country 
compared to others, as the auto industry is 
coagulated in certain regions of the country 
(especially in the Center and West) and, with some 
exceptions, is completely lacking in other regions 
(East and South). In Argeș county, before the 
pandemic, almost 30000 people worked in the auto 
industry, 18.4% of the total employees of the county. 
Arad, Sibiu and Bistrița-Năsăud are the other 
counties where the rate of employees in the auto 
industry is above 10% of the total. Besides Argeș 
county, Timiș, Arad, Sibiu and Brașov counties each 
have over 10000 employees in the component 
manufacturing industry. The transition to electric 
vehicles raises questions especially for the 
economies of these counties.

Argeș county is a special case as this is where 
Automobile Dacia operates and a big part of the 
extended supplier chain of the two assembly plants 
of the Renault group (Automobile Plant and 

Mechanical and Chassis Plant, both on Mioveni 
Industrial Platform). The French company recently 
announced forming a new division for the 
development and manufacturing of fully-electric 
vehicles, leaving room for speculation about a 
possible sale of the Mechanical Plant, that 
manufactures thermal engines and gearboxes.10 

The sale of the Mechanical Plant is highly unlikely, 
but the separation of the two plants under the 

umbrella of di�erent companies certainly facilitates 
the elimination of jobs and, eventually, closing down 
the Mechanical Plant. At the moment approximately 
4000 people work in the engine and gearbox 
manufacturing plant, around 30% of Automobile 
Dacia employees and 36% of the employees of the 
Mioveni platform. The elimination of these relatively 
well paid and highly quali�ed jobs from the 
Mechanical Plant would have a major impact on 
Mioveni and Argeș county, and all this without 
taking into account the unavoidable decrease of 
activity in Dacia’s suppliers. 

The Ford plant in Craiova will be, of course, a�ected 
as well. Approximately 1000 out of 6000 employees 
work in the engine division, activity that will be 

completely eliminated in 2030, at the latest, if Craiova 
will be aligned to the For Europe policy – once again, 
Ford Otosan’s strategy on this issue is not clear. Ford 
already has a partnership with the Korean battery 
manufacturer SK Innovation, which has made major 
investments in Hungary and announced their 
intention to develop manufacturing capabilities in 
Turkey. If this is the case, it is possible that the battery 
cells needed in Craiova might be imported (most 
probably from Hungary), leaving the Craiova plant 

with the assemblage of the batteries at most, an 
activity with relatively low value-add that does not 
require much personnel.11

Another activity directly impacted by the transition 
to electric vehicles is the manufacturing of 
gearboxes and associated components in the two 
Daimler plants in Alba county (Star Assembly and 
Star Transmission, in Sebeș and Cugir). Daimler 
announced a very fast transition (before 2030) to a 
completely electric portfolio that would make 

gearbox manufacturing redundant. The conversion 
to electric engines manufacturing, along with all 
associated transmission components, is a possibility, 
in theory, but these components are large and 
heavy, which would signi�cantly increase the logistic 
costs for the two plants in Romania, which are 
relatively remote from all the other Daimler 
manufacturing divisions. Together, the two Daimler 
plants have approximately 2700 employees, which, 
in a pessimistic scenario would lead to the 
cumulated direct impact on the three big 
manufacturers operating in Romania (Dacia, Ford, 
Daimler) to a maximum of 8000 employees.

The economic impact would go way beyond the 
job loss. For Dacia and Ford, eliminating the engine 
and gearbox manufacturing and importing a 
considerable percentage of the components that 
will replace them in the new electric vehicles would 
mean a signi�cant reduction of the value-add of the 
Romanian vehicle exports, that, before the 
pandemic, used to generate close to 5 billion EUR 
annually. The export of gearboxes and associated 
components, in turn, generated close to 1.7 billion 
EUR and were manufactured by the two Daimler 
plants and the Mechanical plant in Mioveni. The 
manufacturing of internal combustion pumps, the 
components of starting systems, the exhaust 
systems and the clutch system will also be severely 
impacted – exports of 600 million EUR. 
Consequently, this entails the potential loss of jobs 
associated with these activities that would add to 
the 8000 mentioned above. Nevertheless, for a more 
precise evaluation of the impact on the supplier 
chain, we would need a more detailed analysis that 
takes into consideration the facts from the �eld, 
including the strategies and opportunities of each 
company. To the numbers associated with the 
manufacturing industry we need to add those for 
sales and service, which also risk a signi�cant impact: 
a 7% decrease in sales and service jobs as a result of 
transitioning to the indirect sales model would 
translate to 7000 jobs less, plus the gradual reduction 
of aftermarket and service activities.

The data regarding exports convey a more realistic 
image of the socio-economic impact of eliminating 

Plug-in electric cars market share (plug-in 
hybrid + battery), 2021
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produced in Craiova starting with 2023-2024. For 
Dacia, things are a bit more uncertain. The 
Renault management explicitly mentioned that 
Dacia will make the transition to purely electric 
cars at the very last moment, given the fact that a 
faster transition would be di�cult for the price 
range dominated by Dacia.4 It is because of this 
reason that the prognosis concerning the purely 
electric cars production in Romania is still 
reticent: about 97000 fully-electric vehicles by 
2028 (or 16% of the total), all produced in the 
Craiova assembly plant; by then the industry 
would have made a nearly full transition to 
hybrid powertrains.

Nevertheless, it is expected for the transition in 
both Craiova and Mioveni to accelerate, as the 
two assembly plants have enough time by 2035 
to go through another cycle of renewal of their 
portfolios. For Dacia, there is hope that until then 
the new technologies will evolve enough in order 
to allow the production of electric vehicles at a 
low price, keeping the competitive advantage 
of the brand. Otherwise, or if, for any number of 
reasons, the demand for Dacia fully-electric cars 
proofs to be unsatisfactory, there is a possibility 
that Renault will choose to produce fewer electric 
Dacias and in di�erent countries, similar to the 
Dacia Spring production line at the moment. 
Dacia’s future in Romania depends on the 
ability of the automotive industry to reduce the 
cost of new electric propulsion technologies.

At the moment, in Europe the electric cars price is 
signi�cantly higher than the combustion engine 
cars. In 2021 the average price of all the cars was 
a little more than 30.000 USD, while the price 
of electric cars was more than 45000 USD. Even 
if it is understandable that new technologies 
are more expensive at the beginning and they 
become signi�cantly cheaper in time, there is still 
a big di�erence; the hope to reach an acquisition 
price for electric cars similar to the current price of 
combustion engine cars is based on the assumption 
of major technological progress in the near future.

Not only the future of one of the two car 
assembly plants in Romania depends on the 
decrease of production costs and sale prices, but 
also the trajectory of the domestic market. As the 
great majority of the local car production is due 
for export, the two dimensions of the transition – 
the industry and the market – can evolve very 
di�erently. The market share of new fully-electric 
vehicles in Romania increased from 0.5% in 2018 
to 5.2% in 2021, an impressive, but still modest 
accession compared to the European values, 
which went from 1.3% to 10.3% in the same 
period of time. If we include plug-in hybrid 
vehicles, the market share reaches 7.6% in 
Romania, compared to 19.2% in Europe 
(UE+UK+EFTA). The fact that higher prices 
constitute a signi�cant obstacle for increasing 
the market share of electric vehicles becomes 
evident when analyzing the steep contrast 
between high income countries and low income 
countries. Portugal is the only country with GDP 
per capita below the EU average and a market 
share of electric automobiles (plug-in hybrid and 
battery) of over 10%. As expected, the market 
share of electric cars is smaller in the South than 
it is in the North, and even smaller in the East, 
compared to the South. Romania’s market share 
is a little over the other Eastern European 
countries because of the extremely generous 
�nancial stimuli that can lower the price of 
acquisition for a new electric car with 10000 
Euros.

A second major obstacle for the transition to 
electric vehicles is the charging infrastructure. At 
the moment, almost half of the charging points 
in the EU are concentrated in just two countries: 
Netherlands and Germany. If we take into 
consideration the road infrastructure, the 
scenery is more heterogeneous, as there are 
predictable di�erences between the North, the 
South and the East. In 2021, Romania had only 
0.4% of the total charging points in the EU with 
5.8% of the EU total surface, and, if we take into 
account the charging points per 100 km of roads, 
in Romania there are only 1.3% of the total 
charging points in the EU, almost 50 times fewer 

than in Netherlands. According to ACEA, the 
necessary investments for the charging 
infrastructure in the EU by 2030 would reach 280 
billion of Euro, including the modernization of 
the distribution networks  and additional 
renewable energy sources.5 If all these 
investments would derive from public funding 
(which most probably constitutes a necessity 
and not an alternative hypothesis), it would 
amount to a sum equivalent to 42% of the 
budget assigned by the EU through the 
Recovery and Resilience Facility which at the 
moment �nances the National Recovery and 
Resilience Plans. In other words, a massive 
investment e�ort is much needed, mostly 
originating from public funding. As the EU 
countries tend to avoid taking on such 
investment e�orts, the charging infrastructure 
remains an unknown variable, much more 
signi�cant than the cost of electric vehicles, 
where we have the precedent of overall 
technological evolution. The �nancial instability 
of the Romanian state and the lack of a clear 
strategy for the transition of the automotive 
industry and market make things even more 
complicated in a country that embarks on this 
transition with a series of major disadvantages. 

the value chain of thermal engines. These are 
activities of high economic importance due to their 
complexity, including the quali�cation of the 
workforce. Hence, it does not entail only a 
signi�cant decrease of the employment, but a 
reduction of the complexity and productivity in the 
automotive industry. Without some public policies 
that directly approach these challenges, there is, on 
the one hand, the risk to reverse the historic growth 
of the auto industry and, on the other hand, the risk 
of shifting to specializing in activities with low 
value-add and a low impact on the economy as a 
whole. Until now the public policy concerning the 
auto industry anticipates these sorts of risks, but not 
to countervail them, but to contribute to their 
materialization.

Given the economic importance of the 
automobile industry for the EU economy (12.6 
million jobs are dependent, directly or indirectly, 
on the automobile industry, which exports 
products estimated at 134 billion EUR at EU 
level6, predictably there are concerns about the 
socio-economic impact of the transition to 
electric vehicles. An important part of the 
traditional car industry – the production of 
engines, gearboxes, fuel management systems, 
�ltration systems, exhaust systems and all other 
additional components – will disappear 
alongside electric vehicles, being replaced by the 

production of completely new components: 
batteries, electric engines, new electronic and 
cooling systems. This transition implies new 
quali�cations, new industrial capabilities, new 
jobs and new market players; of course, it also 
implies renouncing a whole series of 
quali�cations, industrial capabilities, jobs and 
even big companies.

The debate is mainly focused on battery 
production, for at least three reasons: 1) the value 
of the battery in the economy of an electric 
vehicle is a signi�cant one, and developing the 
battery production can compensate �nancially 
for the elimination of the value chain of thermal 
engines; 2) the battery production requires 
brand new technological abilities and the EU 
economy is risking to lose the race against other 
countries that have developed such expertise 
earlier on, especially against China; 3) the battery 
production is among the few (if not the only) 
ample activities created from scratch in the 
transition to electric vehicles and therefore 
among the few (if not the only) activities that can 
attenuate the impact of renouncing the 
production of thermal propulsion systems. 
Consequently, the governments of the EU states 
with strong automotive industries have recently 
made signi�cant e�orts to develop local battery 
production capacities and at the moment the 
concerns regarding the economic e�ects of 
insu�cient battery production on the EU 
territory have mainly evaporated. But, although it 
has a strong automotive industry, Romania is not 
among these states.

Even though concerns regarding the direct 
economic impact strictly regarding the transition 
have mostly evaporated when major 
investments at the European level were 
announced, the same cannot be said about the 
employment issue. There are still debates about 
potentially huge job losses and/or 
unprecedented transformation for the remaining 
ones. Prioritizing employment is understandable 
if we take into account the profound 
transformations that the transition to electric 
vehicles brings to the entire value chain of the 
automotive industry: 

1 upstream, renouncing thermal engines has a 
huge impact on the supplier chain. Until recently, 
many of the biggest automotive suppliers have 
invested massively in thermal engine 
technologies and now are forced to make plans 
to abandon those activities. Such is the case of 

the German group Continental, the biggest 
automotive employer in Romania, that in 2019 
created Vitesco Technologies, thus separating 
the manufacturing of the propulsion systems. 
Vitesco aims to become one of the major 
international suppliers of technology for electric 
vehicles. Creating Vitesco was necessary to limit 
the disturbance of other Continental activities 
and to facilitate the access to funding for the 
major investments necessary to develop new 
technologies. As a consequence of this change, 
2600 of the 20000 Romanian employees of 
Continental have been employed by Vitesco.
2 vehicle manufacturers need to renounce 
activities until recently considered high-tech and 
with high added value – the production of 
engines and gearboxes. Unprecedented 
measures are noticeable here as well, among 
them Ford and Renault splitting up that we 
discussed earlier on.
3 downstream, the transition to electric vehicles 
generates signi�cant turbulence for the retail 
and service activities as well. Electric vehicles are 
simpler and more reliable from a mechanical 
point of view, which is expected to lead to a 
signi�cant contraction of aftermarket and service 
activities. Moreover, the increasing �nancial 
pressure causes the automotive manufacturers 
to reconsider their relationship with the car 
dealers. Following Tesla distribution model, more 
and more car manufacturers announced shifting 
to an indirect sales model (independent dealer 
networks with commercial, �nancial and 
personnel autonomy) to a direct sales model 
(direct customer service, using online platforms 
and agencies controlled by the car 
manufacturers). We may be looking at a 
potentially historic change in car selling which is 
expected to have a negative impact on 
employment.7

Up until this moment, there is only one study 
that approaches the potential impact upon 
employment in the automotive industry in 

Romania. Published at the end of 2021, under the 
aegis of CLEPA, the analysis made by 
PricewaterhouseCoopers (PwC) shows a 
potentially major negative impact on 
employment in the car industry in Romania. Out 
of 56000 jobs determined by PwC in the 
production of internal combustion engines, only 
26800 jobs would remain active in 2035, 
considering the Fit for 55 package is 
implemented. Given the fact that at the time the 
study was published, this scenario was not 
unavoidable (as it appears to be now), the study 
compares it to other two outlines: the hybrid 
scenario, in which the production of hybrid 
engines will be still surpassing the production of 
fully-electric engines, meaning that the jobs will 
reach 70000, and the radical scenarios, in which 
the newly produced vehicles emissions will go 
down to zero starting with 2030. According to 
this analysis, the �ve year di�erence between the 
radical scenario and the scenario Fit for 55 allows 
a certain amount of time for preparations, but it 
only partially attenuates the impact the 
transition has on the automotive industry in 
Romania. We are not dealing with a short term 
impact, given that in 2040 there would be less 
than 30000 jobs left.
     
Such numbers must be looked at with caution. 
The PwC/ CLEPA study methodology is not fully 
transparent, which means that the initial 
numbers (56000 jobs directly linked to the 

production of thermal engines) are di�cult to 
reproduce and the assumptions cannot be 
questioned. Another reason for caution is the 
diversity of similar evaluations carried out at the 
European level. On the whole, these evaluations 
can be split in two categories: the ones that 
forecast a negative impact, with more or less 
devastating e�ects, and the ones that forecast a 
negligible or even positive impact. The 
PwC/CLEPA study is a more recent contribution 
to the �rst category, completing older studies 
that forecasted, for example, the loss of 600000 
jobs in Germany. Other studies estimate totally 
di�erent outlines, including the European 
Commission that published an analysis of impact 
that forecasted a minor job loss in the European 
auto industry balanced by the opportunities 
from di�erent sectors that would bene�t from 
the transition to electric vehicles.8 A Boston 
Consulting Group (BCG) study published in 
2021estimated a negative impact of less than 
100000 jobs for the European auto industry 
(under 2% of the 5.6 million jobs covered by the 
analysis), in a scenario in which 43% of the 
vehicles sold in 2030 would be fully-electric.9 The 
BCG study became known for shifting the 
dialogue towards the qualitative changes 

concerning labor in the auto industry:  beside the 
estimated demand of 25% of jobs (1.4 million out 
of 5.5-5.6) that should be taken over by new 
employees (to compensate for discharges and 
retirements), 29% of jobs in 2030 will be 
completely new (1.6 million of 5.5) in terms of 
pro�les and quali�cations, directly link to electric 
engines. Even though shadowed by the major 
issues that the automotive industry is facing ever 
since the outbreak of the pandemic, in the last 
two years, at the European level the debate 
concerning the socio-economic impact of 
transitioning to electric vehicles was mainly 
centered around the terms established by the 
BCG study, although some studies, like the 
PwC/CLEPA study, have brought into the 
spotlight the signi�cant loss of jobs.

Where does Romania stand on these issues? It is 
di�cult to say without any detailed and 
thoroughgoing analysis. The fact that the impact of 
transition on the auto industry is not a signi�cant 
topic in Romania, although it is one at the European 
level, is utterly bizarre, given that Romania has a 
relatively important auto industry. According to 
Eurostat data, before the pandemic Romania had 
the �fth largest automotive industry in terms of 
employment after Germany, France, Poland and the 
Czech Republic. Approximately 180000 people used 
to work in the auto industry in Romania before the 
pandemic, or 2.7% of the total workforce, 
considerably more than in Germany, which has the 

biggest automotive industry by far. If we take into 
consideration exclusively the employees and not the 
entire workforce, INS data show 3.3% rate in the 
automotive industry out of the total of employees in 
2019. In relation to the manufacturing industry, in 
2019, the workers in the auto industry represented 
15% of the total, the second biggest rate in Europe, 
after Slovakia. 

In a nutshell, the auto industry is extremely 
important for the labour market and, implicitly, for 
the Romanian economy overall. If we add the sales 
and service networks, we reach 283000 employees 
in 2019, or 5.5% of the total. Before the pandemic, 
these workers generated over 6.4 billions EUR in 
value-add (out of which 4.4 billion in industry and 1 
billion in sales and service), or 7.7% of the total 
value-add of the competitive economy. In other 
words, even a 10% decrease of those numbers 
would have a strong impact on the labour market 
and on the national economy. A 50% decrease, as 
estimated in the PwC/CLEPA study, would have 
dramatic consequences.

However vast the impact on the economy and jobs, 
it would a�ect di�erently some parts of the country 
compared to others, as the auto industry is 
coagulated in certain regions of the country 
(especially in the Center and West) and, with some 
exceptions, is completely lacking in other regions 
(East and South). In Argeș county, before the 
pandemic, almost 30000 people worked in the auto 
industry, 18.4% of the total employees of the county. 
Arad, Sibiu and Bistrița-Năsăud are the other 
counties where the rate of employees in the auto 
industry is above 10% of the total. Besides Argeș 
county, Timiș, Arad, Sibiu and Brașov counties each 
have over 10000 employees in the component 
manufacturing industry. The transition to electric 
vehicles raises questions especially for the 
economies of these counties.

Argeș county is a special case as this is where 
Automobile Dacia operates and a big part of the 
extended supplier chain of the two assembly plants 
of the Renault group (Automobile Plant and 

Mechanical and Chassis Plant, both on Mioveni 
Industrial Platform). The French company recently 
announced forming a new division for the 
development and manufacturing of fully-electric 
vehicles, leaving room for speculation about a 
possible sale of the Mechanical Plant, that 
manufactures thermal engines and gearboxes.10 

The sale of the Mechanical Plant is highly unlikely, 
but the separation of the two plants under the 

umbrella of di�erent companies certainly facilitates 
the elimination of jobs and, eventually, closing down 
the Mechanical Plant. At the moment approximately 
4000 people work in the engine and gearbox 
manufacturing plant, around 30% of Automobile 
Dacia employees and 36% of the employees of the 
Mioveni platform. The elimination of these relatively 
well paid and highly quali�ed jobs from the 
Mechanical Plant would have a major impact on 
Mioveni and Argeș county, and all this without 
taking into account the unavoidable decrease of 
activity in Dacia’s suppliers. 

The Ford plant in Craiova will be, of course, a�ected 
as well. Approximately 1000 out of 6000 employees 
work in the engine division, activity that will be 

completely eliminated in 2030, at the latest, if Craiova 
will be aligned to the For Europe policy – once again, 
Ford Otosan’s strategy on this issue is not clear. Ford 
already has a partnership with the Korean battery 
manufacturer SK Innovation, which has made major 
investments in Hungary and announced their 
intention to develop manufacturing capabilities in 
Turkey. If this is the case, it is possible that the battery 
cells needed in Craiova might be imported (most 
probably from Hungary), leaving the Craiova plant 

with the assemblage of the batteries at most, an 
activity with relatively low value-add that does not 
require much personnel.11

Another activity directly impacted by the transition 
to electric vehicles is the manufacturing of 
gearboxes and associated components in the two 
Daimler plants in Alba county (Star Assembly and 
Star Transmission, in Sebeș and Cugir). Daimler 
announced a very fast transition (before 2030) to a 
completely electric portfolio that would make 

gearbox manufacturing redundant. The conversion 
to electric engines manufacturing, along with all 
associated transmission components, is a possibility, 
in theory, but these components are large and 
heavy, which would signi�cantly increase the logistic 
costs for the two plants in Romania, which are 
relatively remote from all the other Daimler 
manufacturing divisions. Together, the two Daimler 
plants have approximately 2700 employees, which, 
in a pessimistic scenario would lead to the 
cumulated direct impact on the three big 
manufacturers operating in Romania (Dacia, Ford, 
Daimler) to a maximum of 8000 employees.

The economic impact would go way beyond the 
job loss. For Dacia and Ford, eliminating the engine 
and gearbox manufacturing and importing a 
considerable percentage of the components that 
will replace them in the new electric vehicles would 
mean a signi�cant reduction of the value-add of the 
Romanian vehicle exports, that, before the 
pandemic, used to generate close to 5 billion EUR 
annually. The export of gearboxes and associated 
components, in turn, generated close to 1.7 billion 
EUR and were manufactured by the two Daimler 
plants and the Mechanical plant in Mioveni. The 
manufacturing of internal combustion pumps, the 
components of starting systems, the exhaust 
systems and the clutch system will also be severely 
impacted – exports of 600 million EUR. 
Consequently, this entails the potential loss of jobs 
associated with these activities that would add to 
the 8000 mentioned above. Nevertheless, for a more 
precise evaluation of the impact on the supplier 
chain, we would need a more detailed analysis that 
takes into consideration the facts from the �eld, 
including the strategies and opportunities of each 
company. To the numbers associated with the 
manufacturing industry we need to add those for 
sales and service, which also risk a signi�cant impact: 
a 7% decrease in sales and service jobs as a result of 
transitioning to the indirect sales model would 
translate to 7000 jobs less, plus the gradual reduction 
of aftermarket and service activities.

The data regarding exports convey a more realistic 
image of the socio-economic impact of eliminating 
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produced in Craiova starting with 2023-2024. For 
Dacia, things are a bit more uncertain. The 
Renault management explicitly mentioned that 
Dacia will make the transition to purely electric 
cars at the very last moment, given the fact that a 
faster transition would be di�cult for the price 
range dominated by Dacia.4 It is because of this 
reason that the prognosis concerning the purely 
electric cars production in Romania is still 
reticent: about 97000 fully-electric vehicles by 
2028 (or 16% of the total), all produced in the 
Craiova assembly plant; by then the industry 
would have made a nearly full transition to 
hybrid powertrains.

Nevertheless, it is expected for the transition in 
both Craiova and Mioveni to accelerate, as the 
two assembly plants have enough time by 2035 
to go through another cycle of renewal of their 
portfolios. For Dacia, there is hope that until then 
the new technologies will evolve enough in order 
to allow the production of electric vehicles at a 
low price, keeping the competitive advantage 
of the brand. Otherwise, or if, for any number of 
reasons, the demand for Dacia fully-electric cars 
proofs to be unsatisfactory, there is a possibility 
that Renault will choose to produce fewer electric 
Dacias and in di�erent countries, similar to the 
Dacia Spring production line at the moment. 
Dacia’s future in Romania depends on the 
ability of the automotive industry to reduce the 
cost of new electric propulsion technologies.

At the moment, in Europe the electric cars price is 
signi�cantly higher than the combustion engine 
cars. In 2021 the average price of all the cars was 
a little more than 30.000 USD, while the price 
of electric cars was more than 45000 USD. Even 
if it is understandable that new technologies 
are more expensive at the beginning and they 
become signi�cantly cheaper in time, there is still 
a big di�erence; the hope to reach an acquisition 
price for electric cars similar to the current price of 
combustion engine cars is based on the assumption 
of major technological progress in the near future.

Announced production capacities for electric cars batteries 

Source: IPCEI, Accompanying Research, Market analysis Q4 2021, p.4

the socio-economic 
impact of the transition 
to electric vehicles in 
Romania

the value chain of thermal engines. These are 
activities of high economic importance due to their 
complexity, including the quali�cation of the 
workforce. Hence, it does not entail only a 
signi�cant decrease of the employment, but a 
reduction of the complexity and productivity in the 
automotive industry. Without some public policies 
that directly approach these challenges, there is, on 
the one hand, the risk to reverse the historic growth 
of the auto industry and, on the other hand, the risk 
of shifting to specializing in activities with low 
value-add and a low impact on the economy as a 
whole. Until now the public policy concerning the 
auto industry anticipates these sorts of risks, but not 
to countervail them, but to contribute to their 
materialization.

Given the economic importance of the 
automobile industry for the EU economy (12.6 
million jobs are dependent, directly or indirectly, 
on the automobile industry, which exports 
products estimated at 134 billion EUR at EU 
level6, predictably there are concerns about the 
socio-economic impact of the transition to 
electric vehicles. An important part of the 
traditional car industry – the production of 
engines, gearboxes, fuel management systems, 
�ltration systems, exhaust systems and all other 
additional components – will disappear 
alongside electric vehicles, being replaced by the 

production of completely new components: 
batteries, electric engines, new electronic and 
cooling systems. This transition implies new 
quali�cations, new industrial capabilities, new 
jobs and new market players; of course, it also 
implies renouncing a whole series of 
quali�cations, industrial capabilities, jobs and 
even big companies.

The debate is mainly focused on battery 
production, for at least three reasons: 1) the value 
of the battery in the economy of an electric 
vehicle is a signi�cant one, and developing the 
battery production can compensate �nancially 
for the elimination of the value chain of thermal 
engines; 2) the battery production requires 
brand new technological abilities and the EU 
economy is risking to lose the race against other 
countries that have developed such expertise 
earlier on, especially against China; 3) the battery 
production is among the few (if not the only) 
ample activities created from scratch in the 
transition to electric vehicles and therefore 
among the few (if not the only) activities that can 
attenuate the impact of renouncing the 
production of thermal propulsion systems. 
Consequently, the governments of the EU states 
with strong automotive industries have recently 
made signi�cant e�orts to develop local battery 
production capacities and at the moment the 
concerns regarding the economic e�ects of 
insu�cient battery production on the EU 
territory have mainly evaporated. But, although it 
has a strong automotive industry, Romania is not 
among these states.

Even though concerns regarding the direct 
economic impact strictly regarding the transition 
have mostly evaporated when major 
investments at the European level were 
announced, the same cannot be said about the 
employment issue. There are still debates about 
potentially huge job losses and/or 
unprecedented transformation for the remaining 
ones. Prioritizing employment is understandable 
if we take into account the profound 
transformations that the transition to electric 
vehicles brings to the entire value chain of the 
automotive industry: 

1 upstream, renouncing thermal engines has a 
huge impact on the supplier chain. Until recently, 
many of the biggest automotive suppliers have 
invested massively in thermal engine 
technologies and now are forced to make plans 
to abandon those activities. Such is the case of 

the German group Continental, the biggest 
automotive employer in Romania, that in 2019 
created Vitesco Technologies, thus separating 
the manufacturing of the propulsion systems. 
Vitesco aims to become one of the major 
international suppliers of technology for electric 
vehicles. Creating Vitesco was necessary to limit 
the disturbance of other Continental activities 
and to facilitate the access to funding for the 
major investments necessary to develop new 
technologies. As a consequence of this change, 
2600 of the 20000 Romanian employees of 
Continental have been employed by Vitesco.
2 vehicle manufacturers need to renounce 
activities until recently considered high-tech and 
with high added value – the production of 
engines and gearboxes. Unprecedented 
measures are noticeable here as well, among 
them Ford and Renault splitting up that we 
discussed earlier on.
3 downstream, the transition to electric vehicles 
generates signi�cant turbulence for the retail 
and service activities as well. Electric vehicles are 
simpler and more reliable from a mechanical 
point of view, which is expected to lead to a 
signi�cant contraction of aftermarket and service 
activities. Moreover, the increasing �nancial 
pressure causes the automotive manufacturers 
to reconsider their relationship with the car 
dealers. Following Tesla distribution model, more 
and more car manufacturers announced shifting 
to an indirect sales model (independent dealer 
networks with commercial, �nancial and 
personnel autonomy) to a direct sales model 
(direct customer service, using online platforms 
and agencies controlled by the car 
manufacturers). We may be looking at a 
potentially historic change in car selling which is 
expected to have a negative impact on 
employment.7

Up until this moment, there is only one study 
that approaches the potential impact upon 
employment in the automotive industry in 

Romania. Published at the end of 2021, under the 
aegis of CLEPA, the analysis made by 
PricewaterhouseCoopers (PwC) shows a 
potentially major negative impact on 
employment in the car industry in Romania. Out 
of 56000 jobs determined by PwC in the 
production of internal combustion engines, only 
26800 jobs would remain active in 2035, 
considering the Fit for 55 package is 
implemented. Given the fact that at the time the 
study was published, this scenario was not 
unavoidable (as it appears to be now), the study 
compares it to other two outlines: the hybrid 
scenario, in which the production of hybrid 
engines will be still surpassing the production of 
fully-electric engines, meaning that the jobs will 
reach 70000, and the radical scenarios, in which 
the newly produced vehicles emissions will go 
down to zero starting with 2030. According to 
this analysis, the �ve year di�erence between the 
radical scenario and the scenario Fit for 55 allows 
a certain amount of time for preparations, but it 
only partially attenuates the impact the 
transition has on the automotive industry in 
Romania. We are not dealing with a short term 
impact, given that in 2040 there would be less 
than 30000 jobs left.
     
Such numbers must be looked at with caution. 
The PwC/ CLEPA study methodology is not fully 
transparent, which means that the initial 
numbers (56000 jobs directly linked to the 

production of thermal engines) are di�cult to 
reproduce and the assumptions cannot be 
questioned. Another reason for caution is the 
diversity of similar evaluations carried out at the 
European level. On the whole, these evaluations 
can be split in two categories: the ones that 
forecast a negative impact, with more or less 
devastating e�ects, and the ones that forecast a 
negligible or even positive impact. The 
PwC/CLEPA study is a more recent contribution 
to the �rst category, completing older studies 
that forecasted, for example, the loss of 600000 
jobs in Germany. Other studies estimate totally 
di�erent outlines, including the European 
Commission that published an analysis of impact 
that forecasted a minor job loss in the European 
auto industry balanced by the opportunities 
from di�erent sectors that would bene�t from 
the transition to electric vehicles.8 A Boston 
Consulting Group (BCG) study published in 
2021estimated a negative impact of less than 
100000 jobs for the European auto industry 
(under 2% of the 5.6 million jobs covered by the 
analysis), in a scenario in which 43% of the 
vehicles sold in 2030 would be fully-electric.9 The 
BCG study became known for shifting the 
dialogue towards the qualitative changes 

concerning labor in the auto industry:  beside the 
estimated demand of 25% of jobs (1.4 million out 
of 5.5-5.6) that should be taken over by new 
employees (to compensate for discharges and 
retirements), 29% of jobs in 2030 will be 
completely new (1.6 million of 5.5) in terms of 
pro�les and quali�cations, directly link to electric 
engines. Even though shadowed by the major 
issues that the automotive industry is facing ever 
since the outbreak of the pandemic, in the last 
two years, at the European level the debate 
concerning the socio-economic impact of 
transitioning to electric vehicles was mainly 
centered around the terms established by the 
BCG study, although some studies, like the 
PwC/CLEPA study, have brought into the 
spotlight the signi�cant loss of jobs.

Where does Romania stand on these issues? It is 
di�cult to say without any detailed and 
thoroughgoing analysis. The fact that the impact of 
transition on the auto industry is not a signi�cant 
topic in Romania, although it is one at the European 
level, is utterly bizarre, given that Romania has a 
relatively important auto industry. According to 
Eurostat data, before the pandemic Romania had 
the �fth largest automotive industry in terms of 
employment after Germany, France, Poland and the 
Czech Republic. Approximately 180000 people used 
to work in the auto industry in Romania before the 
pandemic, or 2.7% of the total workforce, 
considerably more than in Germany, which has the 

biggest automotive industry by far. If we take into 
consideration exclusively the employees and not the 
entire workforce, INS data show 3.3% rate in the 
automotive industry out of the total of employees in 
2019. In relation to the manufacturing industry, in 
2019, the workers in the auto industry represented 
15% of the total, the second biggest rate in Europe, 
after Slovakia. 

In a nutshell, the auto industry is extremely 
important for the labour market and, implicitly, for 
the Romanian economy overall. If we add the sales 
and service networks, we reach 283000 employees 
in 2019, or 5.5% of the total. Before the pandemic, 
these workers generated over 6.4 billions EUR in 
value-add (out of which 4.4 billion in industry and 1 
billion in sales and service), or 7.7% of the total 
value-add of the competitive economy. In other 
words, even a 10% decrease of those numbers 
would have a strong impact on the labour market 
and on the national economy. A 50% decrease, as 
estimated in the PwC/CLEPA study, would have 
dramatic consequences.

However vast the impact on the economy and jobs, 
it would a�ect di�erently some parts of the country 
compared to others, as the auto industry is 
coagulated in certain regions of the country 
(especially in the Center and West) and, with some 
exceptions, is completely lacking in other regions 
(East and South). In Argeș county, before the 
pandemic, almost 30000 people worked in the auto 
industry, 18.4% of the total employees of the county. 
Arad, Sibiu and Bistrița-Năsăud are the other 
counties where the rate of employees in the auto 
industry is above 10% of the total. Besides Argeș 
county, Timiș, Arad, Sibiu and Brașov counties each 
have over 10000 employees in the component 
manufacturing industry. The transition to electric 
vehicles raises questions especially for the 
economies of these counties.

Argeș county is a special case as this is where 
Automobile Dacia operates and a big part of the 
extended supplier chain of the two assembly plants 
of the Renault group (Automobile Plant and 

Mechanical and Chassis Plant, both on Mioveni 
Industrial Platform). The French company recently 
announced forming a new division for the 
development and manufacturing of fully-electric 
vehicles, leaving room for speculation about a 
possible sale of the Mechanical Plant, that 
manufactures thermal engines and gearboxes.10 

The sale of the Mechanical Plant is highly unlikely, 
but the separation of the two plants under the 

umbrella of di�erent companies certainly facilitates 
the elimination of jobs and, eventually, closing down 
the Mechanical Plant. At the moment approximately 
4000 people work in the engine and gearbox 
manufacturing plant, around 30% of Automobile 
Dacia employees and 36% of the employees of the 
Mioveni platform. The elimination of these relatively 
well paid and highly quali�ed jobs from the 
Mechanical Plant would have a major impact on 
Mioveni and Argeș county, and all this without 
taking into account the unavoidable decrease of 
activity in Dacia’s suppliers. 

The Ford plant in Craiova will be, of course, a�ected 
as well. Approximately 1000 out of 6000 employees 
work in the engine division, activity that will be 

completely eliminated in 2030, at the latest, if Craiova 
will be aligned to the For Europe policy – once again, 
Ford Otosan’s strategy on this issue is not clear. Ford 
already has a partnership with the Korean battery 
manufacturer SK Innovation, which has made major 
investments in Hungary and announced their 
intention to develop manufacturing capabilities in 
Turkey. If this is the case, it is possible that the battery 
cells needed in Craiova might be imported (most 
probably from Hungary), leaving the Craiova plant 

with the assemblage of the batteries at most, an 
activity with relatively low value-add that does not 
require much personnel.11

Another activity directly impacted by the transition 
to electric vehicles is the manufacturing of 
gearboxes and associated components in the two 
Daimler plants in Alba county (Star Assembly and 
Star Transmission, in Sebeș and Cugir). Daimler 
announced a very fast transition (before 2030) to a 
completely electric portfolio that would make 

gearbox manufacturing redundant. The conversion 
to electric engines manufacturing, along with all 
associated transmission components, is a possibility, 
in theory, but these components are large and 
heavy, which would signi�cantly increase the logistic 
costs for the two plants in Romania, which are 
relatively remote from all the other Daimler 
manufacturing divisions. Together, the two Daimler 
plants have approximately 2700 employees, which, 
in a pessimistic scenario would lead to the 
cumulated direct impact on the three big 
manufacturers operating in Romania (Dacia, Ford, 
Daimler) to a maximum of 8000 employees.

The economic impact would go way beyond the 
job loss. For Dacia and Ford, eliminating the engine 
and gearbox manufacturing and importing a 
considerable percentage of the components that 
will replace them in the new electric vehicles would 
mean a signi�cant reduction of the value-add of the 
Romanian vehicle exports, that, before the 
pandemic, used to generate close to 5 billion EUR 
annually. The export of gearboxes and associated 
components, in turn, generated close to 1.7 billion 
EUR and were manufactured by the two Daimler 
plants and the Mechanical plant in Mioveni. The 
manufacturing of internal combustion pumps, the 
components of starting systems, the exhaust 
systems and the clutch system will also be severely 
impacted – exports of 600 million EUR. 
Consequently, this entails the potential loss of jobs 
associated with these activities that would add to 
the 8000 mentioned above. Nevertheless, for a more 
precise evaluation of the impact on the supplier 
chain, we would need a more detailed analysis that 
takes into consideration the facts from the �eld, 
including the strategies and opportunities of each 
company. To the numbers associated with the 
manufacturing industry we need to add those for 
sales and service, which also risk a signi�cant impact: 
a 7% decrease in sales and service jobs as a result of 
transitioning to the indirect sales model would 
translate to 7000 jobs less, plus the gradual reduction 
of aftermarket and service activities.

The data regarding exports convey a more realistic 
image of the socio-economic impact of eliminating 
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7 An Accenture study estimates that shifting to an indirect sales model could 
reduce employment in sales up to 7%. Accenture, „Direct. A New Way for 
OEMs and Dealers to Thrive in Times of Disruption”, 2019, p. 35.

produced in Craiova starting with 2023-2024. For 
Dacia, things are a bit more uncertain. The 
Renault management explicitly mentioned that 
Dacia will make the transition to purely electric 
cars at the very last moment, given the fact that a 
faster transition would be di�cult for the price 
range dominated by Dacia.4 It is because of this 
reason that the prognosis concerning the purely 
electric cars production in Romania is still 
reticent: about 97000 fully-electric vehicles by 
2028 (or 16% of the total), all produced in the 
Craiova assembly plant; by then the industry 
would have made a nearly full transition to 
hybrid powertrains.

Nevertheless, it is expected for the transition in 
both Craiova and Mioveni to accelerate, as the 
two assembly plants have enough time by 2035 
to go through another cycle of renewal of their 
portfolios. For Dacia, there is hope that until then 
the new technologies will evolve enough in order 
to allow the production of electric vehicles at a 
low price, keeping the competitive advantage 
of the brand. Otherwise, or if, for any number of 
reasons, the demand for Dacia fully-electric cars 
proofs to be unsatisfactory, there is a possibility 
that Renault will choose to produce fewer electric 
Dacias and in di�erent countries, similar to the 
Dacia Spring production line at the moment. 
Dacia’s future in Romania depends on the 
ability of the automotive industry to reduce the 
cost of new electric propulsion technologies.

At the moment, in Europe the electric cars price is 
signi�cantly higher than the combustion engine 
cars. In 2021 the average price of all the cars was 
a little more than 30.000 USD, while the price 
of electric cars was more than 45000 USD. Even 
if it is understandable that new technologies 
are more expensive at the beginning and they 
become signi�cantly cheaper in time, there is still 
a big di�erence; the hope to reach an acquisition 
price for electric cars similar to the current price of 
combustion engine cars is based on the assumption 
of major technological progress in the near future.

the value chain of thermal engines. These are 
activities of high economic importance due to their 
complexity, including the quali�cation of the 
workforce. Hence, it does not entail only a 
signi�cant decrease of the employment, but a 
reduction of the complexity and productivity in the 
automotive industry. Without some public policies 
that directly approach these challenges, there is, on 
the one hand, the risk to reverse the historic growth 
of the auto industry and, on the other hand, the risk 
of shifting to specializing in activities with low 
value-add and a low impact on the economy as a 
whole. Until now the public policy concerning the 
auto industry anticipates these sorts of risks, but not 
to countervail them, but to contribute to their 
materialization.

Given the economic importance of the 
automobile industry for the EU economy (12.6 
million jobs are dependent, directly or indirectly, 
on the automobile industry, which exports 
products estimated at 134 billion EUR at EU 
level6, predictably there are concerns about the 
socio-economic impact of the transition to 
electric vehicles. An important part of the 
traditional car industry – the production of 
engines, gearboxes, fuel management systems, 
�ltration systems, exhaust systems and all other 
additional components – will disappear 
alongside electric vehicles, being replaced by the 

production of completely new components: 
batteries, electric engines, new electronic and 
cooling systems. This transition implies new 
quali�cations, new industrial capabilities, new 
jobs and new market players; of course, it also 
implies renouncing a whole series of 
quali�cations, industrial capabilities, jobs and 
even big companies.

The debate is mainly focused on battery 
production, for at least three reasons: 1) the value 
of the battery in the economy of an electric 
vehicle is a signi�cant one, and developing the 
battery production can compensate �nancially 
for the elimination of the value chain of thermal 
engines; 2) the battery production requires 
brand new technological abilities and the EU 
economy is risking to lose the race against other 
countries that have developed such expertise 
earlier on, especially against China; 3) the battery 
production is among the few (if not the only) 
ample activities created from scratch in the 
transition to electric vehicles and therefore 
among the few (if not the only) activities that can 
attenuate the impact of renouncing the 
production of thermal propulsion systems. 
Consequently, the governments of the EU states 
with strong automotive industries have recently 
made signi�cant e�orts to develop local battery 
production capacities and at the moment the 
concerns regarding the economic e�ects of 
insu�cient battery production on the EU 
territory have mainly evaporated. But, although it 
has a strong automotive industry, Romania is not 
among these states.

Even though concerns regarding the direct 
economic impact strictly regarding the transition 
have mostly evaporated when major 
investments at the European level were 
announced, the same cannot be said about the 
employment issue. There are still debates about 
potentially huge job losses and/or 
unprecedented transformation for the remaining 
ones. Prioritizing employment is understandable 
if we take into account the profound 
transformations that the transition to electric 
vehicles brings to the entire value chain of the 
automotive industry: 

1 upstream, renouncing thermal engines has a 
huge impact on the supplier chain. Until recently, 
many of the biggest automotive suppliers have 
invested massively in thermal engine 
technologies and now are forced to make plans 
to abandon those activities. Such is the case of 

the German group Continental, the biggest 
automotive employer in Romania, that in 2019 
created Vitesco Technologies, thus separating 
the manufacturing of the propulsion systems. 
Vitesco aims to become one of the major 
international suppliers of technology for electric 
vehicles. Creating Vitesco was necessary to limit 
the disturbance of other Continental activities 
and to facilitate the access to funding for the 
major investments necessary to develop new 
technologies. As a consequence of this change, 
2600 of the 20000 Romanian employees of 
Continental have been employed by Vitesco.
2 vehicle manufacturers need to renounce 
activities until recently considered high-tech and 
with high added value – the production of 
engines and gearboxes. Unprecedented 
measures are noticeable here as well, among 
them Ford and Renault splitting up that we 
discussed earlier on.
3 downstream, the transition to electric vehicles 
generates signi�cant turbulence for the retail 
and service activities as well. Electric vehicles are 
simpler and more reliable from a mechanical 
point of view, which is expected to lead to a 
signi�cant contraction of aftermarket and service 
activities. Moreover, the increasing �nancial 
pressure causes the automotive manufacturers 
to reconsider their relationship with the car 
dealers. Following Tesla distribution model, more 
and more car manufacturers announced shifting 
to an indirect sales model (independent dealer 
networks with commercial, �nancial and 
personnel autonomy) to a direct sales model 
(direct customer service, using online platforms 
and agencies controlled by the car 
manufacturers). We may be looking at a 
potentially historic change in car selling which is 
expected to have a negative impact on 
employment.7

Up until this moment, there is only one study 
that approaches the potential impact upon 
employment in the automotive industry in 

Romania. Published at the end of 2021, under the 
aegis of CLEPA, the analysis made by 
PricewaterhouseCoopers (PwC) shows a 
potentially major negative impact on 
employment in the car industry in Romania. Out 
of 56000 jobs determined by PwC in the 
production of internal combustion engines, only 
26800 jobs would remain active in 2035, 
considering the Fit for 55 package is 
implemented. Given the fact that at the time the 
study was published, this scenario was not 
unavoidable (as it appears to be now), the study 
compares it to other two outlines: the hybrid 
scenario, in which the production of hybrid 
engines will be still surpassing the production of 
fully-electric engines, meaning that the jobs will 
reach 70000, and the radical scenarios, in which 
the newly produced vehicles emissions will go 
down to zero starting with 2030. According to 
this analysis, the �ve year di�erence between the 
radical scenario and the scenario Fit for 55 allows 
a certain amount of time for preparations, but it 
only partially attenuates the impact the 
transition has on the automotive industry in 
Romania. We are not dealing with a short term 
impact, given that in 2040 there would be less 
than 30000 jobs left.
     
Such numbers must be looked at with caution. 
The PwC/ CLEPA study methodology is not fully 
transparent, which means that the initial 
numbers (56000 jobs directly linked to the 

production of thermal engines) are di�cult to 
reproduce and the assumptions cannot be 
questioned. Another reason for caution is the 
diversity of similar evaluations carried out at the 
European level. On the whole, these evaluations 
can be split in two categories: the ones that 
forecast a negative impact, with more or less 
devastating e�ects, and the ones that forecast a 
negligible or even positive impact. The 
PwC/CLEPA study is a more recent contribution 
to the �rst category, completing older studies 
that forecasted, for example, the loss of 600000 
jobs in Germany. Other studies estimate totally 
di�erent outlines, including the European 
Commission that published an analysis of impact 
that forecasted a minor job loss in the European 
auto industry balanced by the opportunities 
from di�erent sectors that would bene�t from 
the transition to electric vehicles.8 A Boston 
Consulting Group (BCG) study published in 
2021estimated a negative impact of less than 
100000 jobs for the European auto industry 
(under 2% of the 5.6 million jobs covered by the 
analysis), in a scenario in which 43% of the 
vehicles sold in 2030 would be fully-electric.9 The 
BCG study became known for shifting the 
dialogue towards the qualitative changes 

concerning labor in the auto industry:  beside the 
estimated demand of 25% of jobs (1.4 million out 
of 5.5-5.6) that should be taken over by new 
employees (to compensate for discharges and 
retirements), 29% of jobs in 2030 will be 
completely new (1.6 million of 5.5) in terms of 
pro�les and quali�cations, directly link to electric 
engines. Even though shadowed by the major 
issues that the automotive industry is facing ever 
since the outbreak of the pandemic, in the last 
two years, at the European level the debate 
concerning the socio-economic impact of 
transitioning to electric vehicles was mainly 
centered around the terms established by the 
BCG study, although some studies, like the 
PwC/CLEPA study, have brought into the 
spotlight the signi�cant loss of jobs.

Where does Romania stand on these issues? It is 
di�cult to say without any detailed and 
thoroughgoing analysis. The fact that the impact of 
transition on the auto industry is not a signi�cant 
topic in Romania, although it is one at the European 
level, is utterly bizarre, given that Romania has a 
relatively important auto industry. According to 
Eurostat data, before the pandemic Romania had 
the �fth largest automotive industry in terms of 
employment after Germany, France, Poland and the 
Czech Republic. Approximately 180000 people used 
to work in the auto industry in Romania before the 
pandemic, or 2.7% of the total workforce, 
considerably more than in Germany, which has the 

biggest automotive industry by far. If we take into 
consideration exclusively the employees and not the 
entire workforce, INS data show 3.3% rate in the 
automotive industry out of the total of employees in 
2019. In relation to the manufacturing industry, in 
2019, the workers in the auto industry represented 
15% of the total, the second biggest rate in Europe, 
after Slovakia. 

In a nutshell, the auto industry is extremely 
important for the labour market and, implicitly, for 
the Romanian economy overall. If we add the sales 
and service networks, we reach 283000 employees 
in 2019, or 5.5% of the total. Before the pandemic, 
these workers generated over 6.4 billions EUR in 
value-add (out of which 4.4 billion in industry and 1 
billion in sales and service), or 7.7% of the total 
value-add of the competitive economy. In other 
words, even a 10% decrease of those numbers 
would have a strong impact on the labour market 
and on the national economy. A 50% decrease, as 
estimated in the PwC/CLEPA study, would have 
dramatic consequences.

However vast the impact on the economy and jobs, 
it would a�ect di�erently some parts of the country 
compared to others, as the auto industry is 
coagulated in certain regions of the country 
(especially in the Center and West) and, with some 
exceptions, is completely lacking in other regions 
(East and South). In Argeș county, before the 
pandemic, almost 30000 people worked in the auto 
industry, 18.4% of the total employees of the county. 
Arad, Sibiu and Bistrița-Năsăud are the other 
counties where the rate of employees in the auto 
industry is above 10% of the total. Besides Argeș 
county, Timiș, Arad, Sibiu and Brașov counties each 
have over 10000 employees in the component 
manufacturing industry. The transition to electric 
vehicles raises questions especially for the 
economies of these counties.

Argeș county is a special case as this is where 
Automobile Dacia operates and a big part of the 
extended supplier chain of the two assembly plants 
of the Renault group (Automobile Plant and 

Mechanical and Chassis Plant, both on Mioveni 
Industrial Platform). The French company recently 
announced forming a new division for the 
development and manufacturing of fully-electric 
vehicles, leaving room for speculation about a 
possible sale of the Mechanical Plant, that 
manufactures thermal engines and gearboxes.10 

The sale of the Mechanical Plant is highly unlikely, 
but the separation of the two plants under the 

umbrella of di�erent companies certainly facilitates 
the elimination of jobs and, eventually, closing down 
the Mechanical Plant. At the moment approximately 
4000 people work in the engine and gearbox 
manufacturing plant, around 30% of Automobile 
Dacia employees and 36% of the employees of the 
Mioveni platform. The elimination of these relatively 
well paid and highly quali�ed jobs from the 
Mechanical Plant would have a major impact on 
Mioveni and Argeș county, and all this without 
taking into account the unavoidable decrease of 
activity in Dacia’s suppliers. 

The Ford plant in Craiova will be, of course, a�ected 
as well. Approximately 1000 out of 6000 employees 
work in the engine division, activity that will be 

completely eliminated in 2030, at the latest, if Craiova 
will be aligned to the For Europe policy – once again, 
Ford Otosan’s strategy on this issue is not clear. Ford 
already has a partnership with the Korean battery 
manufacturer SK Innovation, which has made major 
investments in Hungary and announced their 
intention to develop manufacturing capabilities in 
Turkey. If this is the case, it is possible that the battery 
cells needed in Craiova might be imported (most 
probably from Hungary), leaving the Craiova plant 

with the assemblage of the batteries at most, an 
activity with relatively low value-add that does not 
require much personnel.11

Another activity directly impacted by the transition 
to electric vehicles is the manufacturing of 
gearboxes and associated components in the two 
Daimler plants in Alba county (Star Assembly and 
Star Transmission, in Sebeș and Cugir). Daimler 
announced a very fast transition (before 2030) to a 
completely electric portfolio that would make 

gearbox manufacturing redundant. The conversion 
to electric engines manufacturing, along with all 
associated transmission components, is a possibility, 
in theory, but these components are large and 
heavy, which would signi�cantly increase the logistic 
costs for the two plants in Romania, which are 
relatively remote from all the other Daimler 
manufacturing divisions. Together, the two Daimler 
plants have approximately 2700 employees, which, 
in a pessimistic scenario would lead to the 
cumulated direct impact on the three big 
manufacturers operating in Romania (Dacia, Ford, 
Daimler) to a maximum of 8000 employees.

The economic impact would go way beyond the 
job loss. For Dacia and Ford, eliminating the engine 
and gearbox manufacturing and importing a 
considerable percentage of the components that 
will replace them in the new electric vehicles would 
mean a signi�cant reduction of the value-add of the 
Romanian vehicle exports, that, before the 
pandemic, used to generate close to 5 billion EUR 
annually. The export of gearboxes and associated 
components, in turn, generated close to 1.7 billion 
EUR and were manufactured by the two Daimler 
plants and the Mechanical plant in Mioveni. The 
manufacturing of internal combustion pumps, the 
components of starting systems, the exhaust 
systems and the clutch system will also be severely 
impacted – exports of 600 million EUR. 
Consequently, this entails the potential loss of jobs 
associated with these activities that would add to 
the 8000 mentioned above. Nevertheless, for a more 
precise evaluation of the impact on the supplier 
chain, we would need a more detailed analysis that 
takes into consideration the facts from the �eld, 
including the strategies and opportunities of each 
company. To the numbers associated with the 
manufacturing industry we need to add those for 
sales and service, which also risk a signi�cant impact: 
a 7% decrease in sales and service jobs as a result of 
transitioning to the indirect sales model would 
translate to 7000 jobs less, plus the gradual reduction 
of aftermarket and service activities.

The data regarding exports convey a more realistic 
image of the socio-economic impact of eliminating 



10
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9 Boston Consulting Group, „Rising e-mobility & automotive jobs — 
Opportunity or risk for Europe?”, aprilie 2021

Source: PWC strategy&. CLEPA, Electric Vehicle Transition Impact Assessment Report 2020-2040

the value chain of thermal engines. These are 
activities of high economic importance due to their 
complexity, including the quali�cation of the 
workforce. Hence, it does not entail only a 
signi�cant decrease of the employment, but a 
reduction of the complexity and productivity in the 
automotive industry. Without some public policies 
that directly approach these challenges, there is, on 
the one hand, the risk to reverse the historic growth 
of the auto industry and, on the other hand, the risk 
of shifting to specializing in activities with low 
value-add and a low impact on the economy as a 
whole. Until now the public policy concerning the 
auto industry anticipates these sorts of risks, but not 
to countervail them, but to contribute to their 
materialization.

Given the economic importance of the 
automobile industry for the EU economy (12.6 
million jobs are dependent, directly or indirectly, 
on the automobile industry, which exports 
products estimated at 134 billion EUR at EU 
level6, predictably there are concerns about the 
socio-economic impact of the transition to 
electric vehicles. An important part of the 
traditional car industry – the production of 
engines, gearboxes, fuel management systems, 
�ltration systems, exhaust systems and all other 
additional components – will disappear 
alongside electric vehicles, being replaced by the 

production of completely new components: 
batteries, electric engines, new electronic and 
cooling systems. This transition implies new 
quali�cations, new industrial capabilities, new 
jobs and new market players; of course, it also 
implies renouncing a whole series of 
quali�cations, industrial capabilities, jobs and 
even big companies.

The debate is mainly focused on battery 
production, for at least three reasons: 1) the value 
of the battery in the economy of an electric 
vehicle is a signi�cant one, and developing the 
battery production can compensate �nancially 
for the elimination of the value chain of thermal 
engines; 2) the battery production requires 
brand new technological abilities and the EU 
economy is risking to lose the race against other 
countries that have developed such expertise 
earlier on, especially against China; 3) the battery 
production is among the few (if not the only) 
ample activities created from scratch in the 
transition to electric vehicles and therefore 
among the few (if not the only) activities that can 
attenuate the impact of renouncing the 
production of thermal propulsion systems. 
Consequently, the governments of the EU states 
with strong automotive industries have recently 
made signi�cant e�orts to develop local battery 
production capacities and at the moment the 
concerns regarding the economic e�ects of 
insu�cient battery production on the EU 
territory have mainly evaporated. But, although it 
has a strong automotive industry, Romania is not 
among these states.

Even though concerns regarding the direct 
economic impact strictly regarding the transition 
have mostly evaporated when major 
investments at the European level were 
announced, the same cannot be said about the 
employment issue. There are still debates about 
potentially huge job losses and/or 
unprecedented transformation for the remaining 
ones. Prioritizing employment is understandable 
if we take into account the profound 
transformations that the transition to electric 
vehicles brings to the entire value chain of the 
automotive industry: 

1 upstream, renouncing thermal engines has a 
huge impact on the supplier chain. Until recently, 
many of the biggest automotive suppliers have 
invested massively in thermal engine 
technologies and now are forced to make plans 
to abandon those activities. Such is the case of 

the German group Continental, the biggest 
automotive employer in Romania, that in 2019 
created Vitesco Technologies, thus separating 
the manufacturing of the propulsion systems. 
Vitesco aims to become one of the major 
international suppliers of technology for electric 
vehicles. Creating Vitesco was necessary to limit 
the disturbance of other Continental activities 
and to facilitate the access to funding for the 
major investments necessary to develop new 
technologies. As a consequence of this change, 
2600 of the 20000 Romanian employees of 
Continental have been employed by Vitesco.
2 vehicle manufacturers need to renounce 
activities until recently considered high-tech and 
with high added value – the production of 
engines and gearboxes. Unprecedented 
measures are noticeable here as well, among 
them Ford and Renault splitting up that we 
discussed earlier on.
3 downstream, the transition to electric vehicles 
generates signi�cant turbulence for the retail 
and service activities as well. Electric vehicles are 
simpler and more reliable from a mechanical 
point of view, which is expected to lead to a 
signi�cant contraction of aftermarket and service 
activities. Moreover, the increasing �nancial 
pressure causes the automotive manufacturers 
to reconsider their relationship with the car 
dealers. Following Tesla distribution model, more 
and more car manufacturers announced shifting 
to an indirect sales model (independent dealer 
networks with commercial, �nancial and 
personnel autonomy) to a direct sales model 
(direct customer service, using online platforms 
and agencies controlled by the car 
manufacturers). We may be looking at a 
potentially historic change in car selling which is 
expected to have a negative impact on 
employment.7

Up until this moment, there is only one study 
that approaches the potential impact upon 
employment in the automotive industry in 

Romania. Published at the end of 2021, under the 
aegis of CLEPA, the analysis made by 
PricewaterhouseCoopers (PwC) shows a 
potentially major negative impact on 
employment in the car industry in Romania. Out 
of 56000 jobs determined by PwC in the 
production of internal combustion engines, only 
26800 jobs would remain active in 2035, 
considering the Fit for 55 package is 
implemented. Given the fact that at the time the 
study was published, this scenario was not 
unavoidable (as it appears to be now), the study 
compares it to other two outlines: the hybrid 
scenario, in which the production of hybrid 
engines will be still surpassing the production of 
fully-electric engines, meaning that the jobs will 
reach 70000, and the radical scenarios, in which 
the newly produced vehicles emissions will go 
down to zero starting with 2030. According to 
this analysis, the �ve year di�erence between the 
radical scenario and the scenario Fit for 55 allows 
a certain amount of time for preparations, but it 
only partially attenuates the impact the 
transition has on the automotive industry in 
Romania. We are not dealing with a short term 
impact, given that in 2040 there would be less 
than 30000 jobs left.
     
Such numbers must be looked at with caution. 
The PwC/ CLEPA study methodology is not fully 
transparent, which means that the initial 
numbers (56000 jobs directly linked to the 

production of thermal engines) are di�cult to 
reproduce and the assumptions cannot be 
questioned. Another reason for caution is the 
diversity of similar evaluations carried out at the 
European level. On the whole, these evaluations 
can be split in two categories: the ones that 
forecast a negative impact, with more or less 
devastating e�ects, and the ones that forecast a 
negligible or even positive impact. The 
PwC/CLEPA study is a more recent contribution 
to the �rst category, completing older studies 
that forecasted, for example, the loss of 600000 
jobs in Germany. Other studies estimate totally 
di�erent outlines, including the European 
Commission that published an analysis of impact 
that forecasted a minor job loss in the European 
auto industry balanced by the opportunities 
from di�erent sectors that would bene�t from 
the transition to electric vehicles.8 A Boston 
Consulting Group (BCG) study published in 
2021estimated a negative impact of less than 
100000 jobs for the European auto industry 
(under 2% of the 5.6 million jobs covered by the 
analysis), in a scenario in which 43% of the 
vehicles sold in 2030 would be fully-electric.9 The 
BCG study became known for shifting the 
dialogue towards the qualitative changes 

concerning labor in the auto industry:  beside the 
estimated demand of 25% of jobs (1.4 million out 
of 5.5-5.6) that should be taken over by new 
employees (to compensate for discharges and 
retirements), 29% of jobs in 2030 will be 
completely new (1.6 million of 5.5) in terms of 
pro�les and quali�cations, directly link to electric 
engines. Even though shadowed by the major 
issues that the automotive industry is facing ever 
since the outbreak of the pandemic, in the last 
two years, at the European level the debate 
concerning the socio-economic impact of 
transitioning to electric vehicles was mainly 
centered around the terms established by the 
BCG study, although some studies, like the 
PwC/CLEPA study, have brought into the 
spotlight the signi�cant loss of jobs.

Where does Romania stand on these issues? It is 
di�cult to say without any detailed and 
thoroughgoing analysis. The fact that the impact of 
transition on the auto industry is not a signi�cant 
topic in Romania, although it is one at the European 
level, is utterly bizarre, given that Romania has a 
relatively important auto industry. According to 
Eurostat data, before the pandemic Romania had 
the �fth largest automotive industry in terms of 
employment after Germany, France, Poland and the 
Czech Republic. Approximately 180000 people used 
to work in the auto industry in Romania before the 
pandemic, or 2.7% of the total workforce, 
considerably more than in Germany, which has the 

biggest automotive industry by far. If we take into 
consideration exclusively the employees and not the 
entire workforce, INS data show 3.3% rate in the 
automotive industry out of the total of employees in 
2019. In relation to the manufacturing industry, in 
2019, the workers in the auto industry represented 
15% of the total, the second biggest rate in Europe, 
after Slovakia. 

In a nutshell, the auto industry is extremely 
important for the labour market and, implicitly, for 
the Romanian economy overall. If we add the sales 
and service networks, we reach 283000 employees 
in 2019, or 5.5% of the total. Before the pandemic, 
these workers generated over 6.4 billions EUR in 
value-add (out of which 4.4 billion in industry and 1 
billion in sales and service), or 7.7% of the total 
value-add of the competitive economy. In other 
words, even a 10% decrease of those numbers 
would have a strong impact on the labour market 
and on the national economy. A 50% decrease, as 
estimated in the PwC/CLEPA study, would have 
dramatic consequences.

However vast the impact on the economy and jobs, 
it would a�ect di�erently some parts of the country 
compared to others, as the auto industry is 
coagulated in certain regions of the country 
(especially in the Center and West) and, with some 
exceptions, is completely lacking in other regions 
(East and South). In Argeș county, before the 
pandemic, almost 30000 people worked in the auto 
industry, 18.4% of the total employees of the county. 
Arad, Sibiu and Bistrița-Năsăud are the other 
counties where the rate of employees in the auto 
industry is above 10% of the total. Besides Argeș 
county, Timiș, Arad, Sibiu and Brașov counties each 
have over 10000 employees in the component 
manufacturing industry. The transition to electric 
vehicles raises questions especially for the 
economies of these counties.

Argeș county is a special case as this is where 
Automobile Dacia operates and a big part of the 
extended supplier chain of the two assembly plants 
of the Renault group (Automobile Plant and 

Mechanical and Chassis Plant, both on Mioveni 
Industrial Platform). The French company recently 
announced forming a new division for the 
development and manufacturing of fully-electric 
vehicles, leaving room for speculation about a 
possible sale of the Mechanical Plant, that 
manufactures thermal engines and gearboxes.10 

The sale of the Mechanical Plant is highly unlikely, 
but the separation of the two plants under the 

umbrella of di�erent companies certainly facilitates 
the elimination of jobs and, eventually, closing down 
the Mechanical Plant. At the moment approximately 
4000 people work in the engine and gearbox 
manufacturing plant, around 30% of Automobile 
Dacia employees and 36% of the employees of the 
Mioveni platform. The elimination of these relatively 
well paid and highly quali�ed jobs from the 
Mechanical Plant would have a major impact on 
Mioveni and Argeș county, and all this without 
taking into account the unavoidable decrease of 
activity in Dacia’s suppliers. 

The Ford plant in Craiova will be, of course, a�ected 
as well. Approximately 1000 out of 6000 employees 
work in the engine division, activity that will be 

completely eliminated in 2030, at the latest, if Craiova 
will be aligned to the For Europe policy – once again, 
Ford Otosan’s strategy on this issue is not clear. Ford 
already has a partnership with the Korean battery 
manufacturer SK Innovation, which has made major 
investments in Hungary and announced their 
intention to develop manufacturing capabilities in 
Turkey. If this is the case, it is possible that the battery 
cells needed in Craiova might be imported (most 
probably from Hungary), leaving the Craiova plant 

with the assemblage of the batteries at most, an 
activity with relatively low value-add that does not 
require much personnel.11

Another activity directly impacted by the transition 
to electric vehicles is the manufacturing of 
gearboxes and associated components in the two 
Daimler plants in Alba county (Star Assembly and 
Star Transmission, in Sebeș and Cugir). Daimler 
announced a very fast transition (before 2030) to a 
completely electric portfolio that would make 

gearbox manufacturing redundant. The conversion 
to electric engines manufacturing, along with all 
associated transmission components, is a possibility, 
in theory, but these components are large and 
heavy, which would signi�cantly increase the logistic 
costs for the two plants in Romania, which are 
relatively remote from all the other Daimler 
manufacturing divisions. Together, the two Daimler 
plants have approximately 2700 employees, which, 
in a pessimistic scenario would lead to the 
cumulated direct impact on the three big 
manufacturers operating in Romania (Dacia, Ford, 
Daimler) to a maximum of 8000 employees.

The economic impact would go way beyond the 
job loss. For Dacia and Ford, eliminating the engine 
and gearbox manufacturing and importing a 
considerable percentage of the components that 
will replace them in the new electric vehicles would 
mean a signi�cant reduction of the value-add of the 
Romanian vehicle exports, that, before the 
pandemic, used to generate close to 5 billion EUR 
annually. The export of gearboxes and associated 
components, in turn, generated close to 1.7 billion 
EUR and were manufactured by the two Daimler 
plants and the Mechanical plant in Mioveni. The 
manufacturing of internal combustion pumps, the 
components of starting systems, the exhaust 
systems and the clutch system will also be severely 
impacted – exports of 600 million EUR. 
Consequently, this entails the potential loss of jobs 
associated with these activities that would add to 
the 8000 mentioned above. Nevertheless, for a more 
precise evaluation of the impact on the supplier 
chain, we would need a more detailed analysis that 
takes into consideration the facts from the �eld, 
including the strategies and opportunities of each 
company. To the numbers associated with the 
manufacturing industry we need to add those for 
sales and service, which also risk a signi�cant impact: 
a 7% decrease in sales and service jobs as a result of 
transitioning to the indirect sales model would 
translate to 7000 jobs less, plus the gradual reduction 
of aftermarket and service activities.

The data regarding exports convey a more realistic 
image of the socio-economic impact of eliminating 

The Romanian authorities' policies concerning the 
automotive industry have been up until this 
moment as e�cient as they have been rudimentary: 
state aid to subsidize the investments in new 
manufacturing capabilities, based on simple 
quantitative criteria, di�erently put, based on the 
number of new jobs created.12 This approach 
contributed to the rapid growth of the supplier 
industries in the 2010s, the state funded a 
considerable percentage of the necessary 
investments, predominantly for intensive activities in 
the workforce. Romania rapidly became the main 
European manufacturer of vehicle wiring, hiring tens 
of thousands of people in multiple counties. Strictly 
quantitatively, this can be seen as some sort of 
achievement, but these new investments only 
assure poorly paid jobs with low productivity.

Therefore, even though they had a decisive 
contribution to the growth of the automotive 
industry, the Romanian authorities did not pursue 
stimulating technological accession and the 
development of complex activities. The limits of their 
approach were already evident before the 
pandemic, when the employment in the 
automotive industry started to decline in a context 
of rapid increase of costs and of new opportunities 
of manufacturing at lower prices (in Moldova, Serbia 
and Ukraine). In the new context of vast 
technological changes and the competitiveness 
between states to attract investments in new 
technologies, government aid lacking a vision of 
medium and long term development would be a 
failure. This lack of vision and reaction when facing 
the transformation a�ecting the most important 
industrial sector in the country is evident above, on 
the map of announced investments for the battery 
manufacturing, where Romania is not on the lists, 
although it has two big car assembly plants. The 
Romanian scenario is most contrasting with the 
Hungarian one where various investments in battery 
plants are already being implemented with decisive 
support from the government.

The fact that in 2022 Romania there is no 
announcement of any intention to invest in battery 
production capabilities is a clear sign that Romania 
has lost the race against the other European 
countries, amongst which Hungary and Poland. The 
recent announcement of Rock Tech Lithium 
investing in a new plant in Brașov does not 
contradict the previous statement.13 Rock Tech 
produces lithium hydroxide, a raw material for the 
manufacturing of battery cells, that would take place 
in a di�erent location. Rock Tech’s strategy is to �nd 
near-shore locations for the European battery 
industry, di�erently put, to make investments in 
countries with low costs in order to export raw 
material where needed.14 Therefore, Romania 

continues to attract investments mainly because of 
low costs and with the perspective of export for 
complex processing. The future Rock Tech plant will 
probably supply the battery plants in Hungary that 
will supply cells and even complete batteries for the 
auto industry in Romania. On this chain, Romania 
loses a consistent percentage of the value-add and 
of the new created jobs. The most recent investment 
in battery manufacturing announced in Hungary 
will create 1900 jobs, while the Rock Tech investment 
in Romania is estimated to only require 500 
employees.15

In the context of harsher environment regulations 
and of a signi�cant acceleration of the transition to 
electric vehicles, we should expect Romanian public 
policies to rapidly shift towards palpable objectives 
of technological development. But it is not the case. 
Although it was �nalized in 2021, when the 
environment targets at the European level were 
already clearly de�ned, Romania’s National Recovery 
and Resilience Plan is extremely defective from the 
auto industry point of view. The NRRP chapter on 
energy includes the investment “Industrial chain of 
manufacturing and/or assemblage and/or battery, 
cells and photovoltaic panels (including auxiliary 
equipment) recycling  and new capabilities of 
storing electric energy”, that assigns 150 million EUR 
for the manufacturing, the assemblage and the 
recycling of battery. By comparison, the most recent 
state aid o�ered by the Hungarian government for 
battery cell manufacturing (a single operation, 
without assemblage and recycling) is considerably 
bigger: 209 million EUR.16 In terms of capacity, the 
objective stated in NRRP is 2GW by the end of 2025, 
similar to the lowest investments in individual plants 
already announced in other European countries (see 
the map above). But in Romania we don’t have 
any �rm commitment, only the authorities' 
announcement of the intention to attract by 
comparison small investments in the next three 

years. By this deadline, we c an expect 
an even bigger growth of investment 
in the countries that are already more 
advanced. Once again, Hungary is a 
very good example, the government 
announced the intention to triple the 
capacity of battery manufacturing by 
2025.17 The Hungary investments are 
largely oriented towards the auto 
industry, while the NRRP objective is not 
explicit in this respect.

Not even the Operational Programme 
Just Transition includes any intention 
towards the development of new 
auto technologies, even if the over 2 
billion EUR  funds available for 
Romania could theoretically �nance 
ample investments. The Regional Plans 
for the six counties included in the 
programme refer to the need of ample 
investments to replace the jobs 
eliminated as a result of renouncing polluting 
activities. Nevertheless these plans do not include 
big speci�c projects, emphasizing that they have not 
been identi�ed or outlined. Instead, the plans 
include generic measures: stimulating SMEs, 
increasing the energy e�ciency of buildings, 
investments in public transport, etc. As in the case of 
NRRP and the industrial policies in the last decade, 
we are facing a lack of vision on part of the 
government and most probably a lack of ability to 
manage large and complex projects.

Aside from the industrial policies, a just transition to 
electric vehicles also requires public policies to 
ensure all necessary conditions for the mobility of 
the population. As we already mentioned, from this 
perspective the transition to electric vehicles is 
facing two major obstacles: the high cost of vehicles 
and the scarcity of a charging infrastructure. 
Concerning the �rst, Romania has already 
implemented a relatively generous policy, the Rabla 
Plus programme o�ers a signi�cant subsidy for the 
acquisition of electric vehicles. But in spite of this 
subsidy, the market share of electric cars is still low, 
one of the main reasons being that they are still 

una�ordable for the majority of the population. In 
other words, the income di�erences between 
Romania and the Western countries cannot be 
compensated by the Rabla Plus programme and if 
failing to reach a convergence between the Western 
and the Eastern incomes, most probably the auto 
market in Romania will be left behind by the markets 
of the other EU members.

This asymmetry between the East and the West has 
signi�cant e�ects on the car markets in the countries 
with low incomes, such as Romania. On the one 
hand, new cars in general are too expensive for the 
Romanian population: the fact that 70% of the 
registered cars are second-hand cars proves it. On 
the other hand, Romania is a solid market for 
polluting cars that the Western population is trying 
to get rid of as quickly as possible and at lower and 
lower prices. In such a context it is no wonder that in 
Romania the number of diesel cars has constantly 
increased in parallel with the multiple scandals that 
highlighted their real impact on the environment, 

while in the Western countries the percentage of 
diesel cars has collapsed.  

These are old and systemic problems. The authorities 
acknowledge them as such, public policy proposals 
are based on mainly accurate evaluations of the 
current situation.18 But the same proposals do not 
include speci�c objectives and solutions, instead 
they come down to generic statements about the 
need to remedy the already determined issues. The 
necessary measures  – among which the enforced 
limitation of registering pollutant vehicles – would 
require a considerable strategic and administrative 
capacity as well as considerable electoral risks. On 
average, the only long term viable solution is raising 
the income of the population, so that electric cars 
become a viable alternative to the pollutant ones 
that nowadays represent the norm. 

The debate over the price of electric cars and 
thermal engine cars is focused less and less on the 
price of acquisition, it also takes into account total 
cost of ownership that also includes the costs of 
using the car (fuel, service, etc.). Most of the analyses 
conclude that these costs are already lower for 
electric vehicles in comparison to thermal 
combustion vehicles.19 But for the Romanian 
population such analyses are not highly relevant, 
because the costs associated with the acquisition 
and the use of vehicles have a di�erent impact in the 
lower income countries compared to the higher 
income countries. By comparison, the amount of 
electricity that can be paid for with the minimum 
wage in the EU states position Romania on the last 
place of the list (the di�erence between Romania 
and Bulgaria would be even more signi�cant if we 

take into account the net wages). Hence, stating that 
the Romanian automotive market cannot make the 
transition to zero emissions without a signi�cant 
raise of the incomes is even more accurate if we take 
into consideration the total cost of a car usage.

The charging infrastructure is also a weak point in 
Romania. The target established by NRRP is of 30000 
functional charging points by the second trimester 
of 2026, 1836 of which are already in use. Out of the 
30000, only 13200 bene�t from �nancing from NRRP 
(165 million EUR), the rest are included in the 
investments in road infrastructure and energetic 
rehabilitation of buildings. There are several ways to 
evaluate whether this objective is enough to achieve 
the target:

1  the comparison with other countries. Germany, for 
instance, announces investments of billions of Euro 
in the next few years and an initial target of one 
million charging points (tens of times more than 
Romania, for a population four or �ve times larger), a 
target that will most probably be upgraded in the 
next master plan for electric cars charging 
infrastructure.

2 it is based on obsolete assumptions about the 
transition pace to electric vehicles. The NRRP 
arguments are based on public policy 
documents from 2018 that could not have 
anticipated the most recent developments. The 
problem is broader: The 2021-2030 Integrated 
National Energy and Climate Plan, elaborated by 
the authorities alongside the consulting services 
company Deloitte, uses prognosis from 2018, 
stating that by 2030 only 700000 electric vehicles 

Prognosis for the employment in the production of engines and 
components, Romania, PwC/CLEPA study (December 2021)
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the value chain of thermal engines. These are 
activities of high economic importance due to their 
complexity, including the quali�cation of the 
workforce. Hence, it does not entail only a 
signi�cant decrease of the employment, but a 
reduction of the complexity and productivity in the 
automotive industry. Without some public policies 
that directly approach these challenges, there is, on 
the one hand, the risk to reverse the historic growth 
of the auto industry and, on the other hand, the risk 
of shifting to specializing in activities with low 
value-add and a low impact on the economy as a 
whole. Until now the public policy concerning the 
auto industry anticipates these sorts of risks, but not 
to countervail them, but to contribute to their 
materialization.

Given the economic importance of the 
automobile industry for the EU economy (12.6 
million jobs are dependent, directly or indirectly, 
on the automobile industry, which exports 
products estimated at 134 billion EUR at EU 
level6, predictably there are concerns about the 
socio-economic impact of the transition to 
electric vehicles. An important part of the 
traditional car industry – the production of 
engines, gearboxes, fuel management systems, 
�ltration systems, exhaust systems and all other 
additional components – will disappear 
alongside electric vehicles, being replaced by the 

production of completely new components: 
batteries, electric engines, new electronic and 
cooling systems. This transition implies new 
quali�cations, new industrial capabilities, new 
jobs and new market players; of course, it also 
implies renouncing a whole series of 
quali�cations, industrial capabilities, jobs and 
even big companies.

The debate is mainly focused on battery 
production, for at least three reasons: 1) the value 
of the battery in the economy of an electric 
vehicle is a signi�cant one, and developing the 
battery production can compensate �nancially 
for the elimination of the value chain of thermal 
engines; 2) the battery production requires 
brand new technological abilities and the EU 
economy is risking to lose the race against other 
countries that have developed such expertise 
earlier on, especially against China; 3) the battery 
production is among the few (if not the only) 
ample activities created from scratch in the 
transition to electric vehicles and therefore 
among the few (if not the only) activities that can 
attenuate the impact of renouncing the 
production of thermal propulsion systems. 
Consequently, the governments of the EU states 
with strong automotive industries have recently 
made signi�cant e�orts to develop local battery 
production capacities and at the moment the 
concerns regarding the economic e�ects of 
insu�cient battery production on the EU 
territory have mainly evaporated. But, although it 
has a strong automotive industry, Romania is not 
among these states.

Even though concerns regarding the direct 
economic impact strictly regarding the transition 
have mostly evaporated when major 
investments at the European level were 
announced, the same cannot be said about the 
employment issue. There are still debates about 
potentially huge job losses and/or 
unprecedented transformation for the remaining 
ones. Prioritizing employment is understandable 
if we take into account the profound 
transformations that the transition to electric 
vehicles brings to the entire value chain of the 
automotive industry: 

1 upstream, renouncing thermal engines has a 
huge impact on the supplier chain. Until recently, 
many of the biggest automotive suppliers have 
invested massively in thermal engine 
technologies and now are forced to make plans 
to abandon those activities. Such is the case of 

the German group Continental, the biggest 
automotive employer in Romania, that in 2019 
created Vitesco Technologies, thus separating 
the manufacturing of the propulsion systems. 
Vitesco aims to become one of the major 
international suppliers of technology for electric 
vehicles. Creating Vitesco was necessary to limit 
the disturbance of other Continental activities 
and to facilitate the access to funding for the 
major investments necessary to develop new 
technologies. As a consequence of this change, 
2600 of the 20000 Romanian employees of 
Continental have been employed by Vitesco.
2 vehicle manufacturers need to renounce 
activities until recently considered high-tech and 
with high added value – the production of 
engines and gearboxes. Unprecedented 
measures are noticeable here as well, among 
them Ford and Renault splitting up that we 
discussed earlier on.
3 downstream, the transition to electric vehicles 
generates signi�cant turbulence for the retail 
and service activities as well. Electric vehicles are 
simpler and more reliable from a mechanical 
point of view, which is expected to lead to a 
signi�cant contraction of aftermarket and service 
activities. Moreover, the increasing �nancial 
pressure causes the automotive manufacturers 
to reconsider their relationship with the car 
dealers. Following Tesla distribution model, more 
and more car manufacturers announced shifting 
to an indirect sales model (independent dealer 
networks with commercial, �nancial and 
personnel autonomy) to a direct sales model 
(direct customer service, using online platforms 
and agencies controlled by the car 
manufacturers). We may be looking at a 
potentially historic change in car selling which is 
expected to have a negative impact on 
employment.7

Up until this moment, there is only one study 
that approaches the potential impact upon 
employment in the automotive industry in 

Romania. Published at the end of 2021, under the 
aegis of CLEPA, the analysis made by 
PricewaterhouseCoopers (PwC) shows a 
potentially major negative impact on 
employment in the car industry in Romania. Out 
of 56000 jobs determined by PwC in the 
production of internal combustion engines, only 
26800 jobs would remain active in 2035, 
considering the Fit for 55 package is 
implemented. Given the fact that at the time the 
study was published, this scenario was not 
unavoidable (as it appears to be now), the study 
compares it to other two outlines: the hybrid 
scenario, in which the production of hybrid 
engines will be still surpassing the production of 
fully-electric engines, meaning that the jobs will 
reach 70000, and the radical scenarios, in which 
the newly produced vehicles emissions will go 
down to zero starting with 2030. According to 
this analysis, the �ve year di�erence between the 
radical scenario and the scenario Fit for 55 allows 
a certain amount of time for preparations, but it 
only partially attenuates the impact the 
transition has on the automotive industry in 
Romania. We are not dealing with a short term 
impact, given that in 2040 there would be less 
than 30000 jobs left.
     
Such numbers must be looked at with caution. 
The PwC/ CLEPA study methodology is not fully 
transparent, which means that the initial 
numbers (56000 jobs directly linked to the 

production of thermal engines) are di�cult to 
reproduce and the assumptions cannot be 
questioned. Another reason for caution is the 
diversity of similar evaluations carried out at the 
European level. On the whole, these evaluations 
can be split in two categories: the ones that 
forecast a negative impact, with more or less 
devastating e�ects, and the ones that forecast a 
negligible or even positive impact. The 
PwC/CLEPA study is a more recent contribution 
to the �rst category, completing older studies 
that forecasted, for example, the loss of 600000 
jobs in Germany. Other studies estimate totally 
di�erent outlines, including the European 
Commission that published an analysis of impact 
that forecasted a minor job loss in the European 
auto industry balanced by the opportunities 
from di�erent sectors that would bene�t from 
the transition to electric vehicles.8 A Boston 
Consulting Group (BCG) study published in 
2021estimated a negative impact of less than 
100000 jobs for the European auto industry 
(under 2% of the 5.6 million jobs covered by the 
analysis), in a scenario in which 43% of the 
vehicles sold in 2030 would be fully-electric.9 The 
BCG study became known for shifting the 
dialogue towards the qualitative changes 

concerning labor in the auto industry:  beside the 
estimated demand of 25% of jobs (1.4 million out 
of 5.5-5.6) that should be taken over by new 
employees (to compensate for discharges and 
retirements), 29% of jobs in 2030 will be 
completely new (1.6 million of 5.5) in terms of 
pro�les and quali�cations, directly link to electric 
engines. Even though shadowed by the major 
issues that the automotive industry is facing ever 
since the outbreak of the pandemic, in the last 
two years, at the European level the debate 
concerning the socio-economic impact of 
transitioning to electric vehicles was mainly 
centered around the terms established by the 
BCG study, although some studies, like the 
PwC/CLEPA study, have brought into the 
spotlight the signi�cant loss of jobs.

Where does Romania stand on these issues? It is 
di�cult to say without any detailed and 
thoroughgoing analysis. The fact that the impact of 
transition on the auto industry is not a signi�cant 
topic in Romania, although it is one at the European 
level, is utterly bizarre, given that Romania has a 
relatively important auto industry. According to 
Eurostat data, before the pandemic Romania had 
the �fth largest automotive industry in terms of 
employment after Germany, France, Poland and the 
Czech Republic. Approximately 180000 people used 
to work in the auto industry in Romania before the 
pandemic, or 2.7% of the total workforce, 
considerably more than in Germany, which has the 

biggest automotive industry by far. If we take into 
consideration exclusively the employees and not the 
entire workforce, INS data show 3.3% rate in the 
automotive industry out of the total of employees in 
2019. In relation to the manufacturing industry, in 
2019, the workers in the auto industry represented 
15% of the total, the second biggest rate in Europe, 
after Slovakia. 

In a nutshell, the auto industry is extremely 
important for the labour market and, implicitly, for 
the Romanian economy overall. If we add the sales 
and service networks, we reach 283000 employees 
in 2019, or 5.5% of the total. Before the pandemic, 
these workers generated over 6.4 billions EUR in 
value-add (out of which 4.4 billion in industry and 1 
billion in sales and service), or 7.7% of the total 
value-add of the competitive economy. In other 
words, even a 10% decrease of those numbers 
would have a strong impact on the labour market 
and on the national economy. A 50% decrease, as 
estimated in the PwC/CLEPA study, would have 
dramatic consequences.

However vast the impact on the economy and jobs, 
it would a�ect di�erently some parts of the country 
compared to others, as the auto industry is 
coagulated in certain regions of the country 
(especially in the Center and West) and, with some 
exceptions, is completely lacking in other regions 
(East and South). In Argeș county, before the 
pandemic, almost 30000 people worked in the auto 
industry, 18.4% of the total employees of the county. 
Arad, Sibiu and Bistrița-Năsăud are the other 
counties where the rate of employees in the auto 
industry is above 10% of the total. Besides Argeș 
county, Timiș, Arad, Sibiu and Brașov counties each 
have over 10000 employees in the component 
manufacturing industry. The transition to electric 
vehicles raises questions especially for the 
economies of these counties.

Argeș county is a special case as this is where 
Automobile Dacia operates and a big part of the 
extended supplier chain of the two assembly plants 
of the Renault group (Automobile Plant and 

Mechanical and Chassis Plant, both on Mioveni 
Industrial Platform). The French company recently 
announced forming a new division for the 
development and manufacturing of fully-electric 
vehicles, leaving room for speculation about a 
possible sale of the Mechanical Plant, that 
manufactures thermal engines and gearboxes.10 

The sale of the Mechanical Plant is highly unlikely, 
but the separation of the two plants under the 

umbrella of di�erent companies certainly facilitates 
the elimination of jobs and, eventually, closing down 
the Mechanical Plant. At the moment approximately 
4000 people work in the engine and gearbox 
manufacturing plant, around 30% of Automobile 
Dacia employees and 36% of the employees of the 
Mioveni platform. The elimination of these relatively 
well paid and highly quali�ed jobs from the 
Mechanical Plant would have a major impact on 
Mioveni and Argeș county, and all this without 
taking into account the unavoidable decrease of 
activity in Dacia’s suppliers. 

The Ford plant in Craiova will be, of course, a�ected 
as well. Approximately 1000 out of 6000 employees 
work in the engine division, activity that will be 

completely eliminated in 2030, at the latest, if Craiova 
will be aligned to the For Europe policy – once again, 
Ford Otosan’s strategy on this issue is not clear. Ford 
already has a partnership with the Korean battery 
manufacturer SK Innovation, which has made major 
investments in Hungary and announced their 
intention to develop manufacturing capabilities in 
Turkey. If this is the case, it is possible that the battery 
cells needed in Craiova might be imported (most 
probably from Hungary), leaving the Craiova plant 

with the assemblage of the batteries at most, an 
activity with relatively low value-add that does not 
require much personnel.11

Another activity directly impacted by the transition 
to electric vehicles is the manufacturing of 
gearboxes and associated components in the two 
Daimler plants in Alba county (Star Assembly and 
Star Transmission, in Sebeș and Cugir). Daimler 
announced a very fast transition (before 2030) to a 
completely electric portfolio that would make 

gearbox manufacturing redundant. The conversion 
to electric engines manufacturing, along with all 
associated transmission components, is a possibility, 
in theory, but these components are large and 
heavy, which would signi�cantly increase the logistic 
costs for the two plants in Romania, which are 
relatively remote from all the other Daimler 
manufacturing divisions. Together, the two Daimler 
plants have approximately 2700 employees, which, 
in a pessimistic scenario would lead to the 
cumulated direct impact on the three big 
manufacturers operating in Romania (Dacia, Ford, 
Daimler) to a maximum of 8000 employees.

The economic impact would go way beyond the 
job loss. For Dacia and Ford, eliminating the engine 
and gearbox manufacturing and importing a 
considerable percentage of the components that 
will replace them in the new electric vehicles would 
mean a signi�cant reduction of the value-add of the 
Romanian vehicle exports, that, before the 
pandemic, used to generate close to 5 billion EUR 
annually. The export of gearboxes and associated 
components, in turn, generated close to 1.7 billion 
EUR and were manufactured by the two Daimler 
plants and the Mechanical plant in Mioveni. The 
manufacturing of internal combustion pumps, the 
components of starting systems, the exhaust 
systems and the clutch system will also be severely 
impacted – exports of 600 million EUR. 
Consequently, this entails the potential loss of jobs 
associated with these activities that would add to 
the 8000 mentioned above. Nevertheless, for a more 
precise evaluation of the impact on the supplier 
chain, we would need a more detailed analysis that 
takes into consideration the facts from the �eld, 
including the strategies and opportunities of each 
company. To the numbers associated with the 
manufacturing industry we need to add those for 
sales and service, which also risk a signi�cant impact: 
a 7% decrease in sales and service jobs as a result of 
transitioning to the indirect sales model would 
translate to 7000 jobs less, plus the gradual reduction 
of aftermarket and service activities.

The data regarding exports convey a more realistic 
image of the socio-economic impact of eliminating 

The Romanian authorities' policies concerning the 
automotive industry have been up until this 
moment as e�cient as they have been rudimentary: 
state aid to subsidize the investments in new 
manufacturing capabilities, based on simple 
quantitative criteria, di�erently put, based on the 
number of new jobs created.12 This approach 
contributed to the rapid growth of the supplier 
industries in the 2010s, the state funded a 
considerable percentage of the necessary 
investments, predominantly for intensive activities in 
the workforce. Romania rapidly became the main 
European manufacturer of vehicle wiring, hiring tens 
of thousands of people in multiple counties. Strictly 
quantitatively, this can be seen as some sort of 
achievement, but these new investments only 
assure poorly paid jobs with low productivity.

Therefore, even though they had a decisive 
contribution to the growth of the automotive 
industry, the Romanian authorities did not pursue 
stimulating technological accession and the 
development of complex activities. The limits of their 
approach were already evident before the 
pandemic, when the employment in the 
automotive industry started to decline in a context 
of rapid increase of costs and of new opportunities 
of manufacturing at lower prices (in Moldova, Serbia 
and Ukraine). In the new context of vast 
technological changes and the competitiveness 
between states to attract investments in new 
technologies, government aid lacking a vision of 
medium and long term development would be a 
failure. This lack of vision and reaction when facing 
the transformation a�ecting the most important 
industrial sector in the country is evident above, on 
the map of announced investments for the battery 
manufacturing, where Romania is not on the lists, 
although it has two big car assembly plants. The 
Romanian scenario is most contrasting with the 
Hungarian one where various investments in battery 
plants are already being implemented with decisive 
support from the government.

The fact that in 2022 Romania there is no 
announcement of any intention to invest in battery 
production capabilities is a clear sign that Romania 
has lost the race against the other European 
countries, amongst which Hungary and Poland. The 
recent announcement of Rock Tech Lithium 
investing in a new plant in Brașov does not 
contradict the previous statement.13 Rock Tech 
produces lithium hydroxide, a raw material for the 
manufacturing of battery cells, that would take place 
in a di�erent location. Rock Tech’s strategy is to �nd 
near-shore locations for the European battery 
industry, di�erently put, to make investments in 
countries with low costs in order to export raw 
material where needed.14 Therefore, Romania 

continues to attract investments mainly because of 
low costs and with the perspective of export for 
complex processing. The future Rock Tech plant will 
probably supply the battery plants in Hungary that 
will supply cells and even complete batteries for the 
auto industry in Romania. On this chain, Romania 
loses a consistent percentage of the value-add and 
of the new created jobs. The most recent investment 
in battery manufacturing announced in Hungary 
will create 1900 jobs, while the Rock Tech investment 
in Romania is estimated to only require 500 
employees.15

In the context of harsher environment regulations 
and of a signi�cant acceleration of the transition to 
electric vehicles, we should expect Romanian public 
policies to rapidly shift towards palpable objectives 
of technological development. But it is not the case. 
Although it was �nalized in 2021, when the 
environment targets at the European level were 
already clearly de�ned, Romania’s National Recovery 
and Resilience Plan is extremely defective from the 
auto industry point of view. The NRRP chapter on 
energy includes the investment “Industrial chain of 
manufacturing and/or assemblage and/or battery, 
cells and photovoltaic panels (including auxiliary 
equipment) recycling  and new capabilities of 
storing electric energy”, that assigns 150 million EUR 
for the manufacturing, the assemblage and the 
recycling of battery. By comparison, the most recent 
state aid o�ered by the Hungarian government for 
battery cell manufacturing (a single operation, 
without assemblage and recycling) is considerably 
bigger: 209 million EUR.16 In terms of capacity, the 
objective stated in NRRP is 2GW by the end of 2025, 
similar to the lowest investments in individual plants 
already announced in other European countries (see 
the map above). But in Romania we don’t have 
any �rm commitment, only the authorities' 
announcement of the intention to attract by 
comparison small investments in the next three 

years. By this deadline, we c an expect 
an even bigger growth of investment 
in the countries that are already more 
advanced. Once again, Hungary is a 
very good example, the government 
announced the intention to triple the 
capacity of battery manufacturing by 
2025.17 The Hungary investments are 
largely oriented towards the auto 
industry, while the NRRP objective is not 
explicit in this respect.

Not even the Operational Programme 
Just Transition includes any intention 
towards the development of new 
auto technologies, even if the over 2 
billion EUR  funds available for 
Romania could theoretically �nance 
ample investments. The Regional Plans 
for the six counties included in the 
programme refer to the need of ample 
investments to replace the jobs 
eliminated as a result of renouncing polluting 
activities. Nevertheless these plans do not include 
big speci�c projects, emphasizing that they have not 
been identi�ed or outlined. Instead, the plans 
include generic measures: stimulating SMEs, 
increasing the energy e�ciency of buildings, 
investments in public transport, etc. As in the case of 
NRRP and the industrial policies in the last decade, 
we are facing a lack of vision on part of the 
government and most probably a lack of ability to 
manage large and complex projects.

Aside from the industrial policies, a just transition to 
electric vehicles also requires public policies to 
ensure all necessary conditions for the mobility of 
the population. As we already mentioned, from this 
perspective the transition to electric vehicles is 
facing two major obstacles: the high cost of vehicles 
and the scarcity of a charging infrastructure. 
Concerning the �rst, Romania has already 
implemented a relatively generous policy, the Rabla 
Plus programme o�ers a signi�cant subsidy for the 
acquisition of electric vehicles. But in spite of this 
subsidy, the market share of electric cars is still low, 
one of the main reasons being that they are still 

una�ordable for the majority of the population. In 
other words, the income di�erences between 
Romania and the Western countries cannot be 
compensated by the Rabla Plus programme and if 
failing to reach a convergence between the Western 
and the Eastern incomes, most probably the auto 
market in Romania will be left behind by the markets 
of the other EU members.

This asymmetry between the East and the West has 
signi�cant e�ects on the car markets in the countries 
with low incomes, such as Romania. On the one 
hand, new cars in general are too expensive for the 
Romanian population: the fact that 70% of the 
registered cars are second-hand cars proves it. On 
the other hand, Romania is a solid market for 
polluting cars that the Western population is trying 
to get rid of as quickly as possible and at lower and 
lower prices. In such a context it is no wonder that in 
Romania the number of diesel cars has constantly 
increased in parallel with the multiple scandals that 
highlighted their real impact on the environment, 

while in the Western countries the percentage of 
diesel cars has collapsed.  

These are old and systemic problems. The authorities 
acknowledge them as such, public policy proposals 
are based on mainly accurate evaluations of the 
current situation.18 But the same proposals do not 
include speci�c objectives and solutions, instead 
they come down to generic statements about the 
need to remedy the already determined issues. The 
necessary measures  – among which the enforced 
limitation of registering pollutant vehicles – would 
require a considerable strategic and administrative 
capacity as well as considerable electoral risks. On 
average, the only long term viable solution is raising 
the income of the population, so that electric cars 
become a viable alternative to the pollutant ones 
that nowadays represent the norm. 

The debate over the price of electric cars and 
thermal engine cars is focused less and less on the 
price of acquisition, it also takes into account total 
cost of ownership that also includes the costs of 
using the car (fuel, service, etc.). Most of the analyses 
conclude that these costs are already lower for 
electric vehicles in comparison to thermal 
combustion vehicles.19 But for the Romanian 
population such analyses are not highly relevant, 
because the costs associated with the acquisition 
and the use of vehicles have a di�erent impact in the 
lower income countries compared to the higher 
income countries. By comparison, the amount of 
electricity that can be paid for with the minimum 
wage in the EU states position Romania on the last 
place of the list (the di�erence between Romania 
and Bulgaria would be even more signi�cant if we 

take into account the net wages). Hence, stating that 
the Romanian automotive market cannot make the 
transition to zero emissions without a signi�cant 
raise of the incomes is even more accurate if we take 
into consideration the total cost of a car usage.

The charging infrastructure is also a weak point in 
Romania. The target established by NRRP is of 30000 
functional charging points by the second trimester 
of 2026, 1836 of which are already in use. Out of the 
30000, only 13200 bene�t from �nancing from NRRP 
(165 million EUR), the rest are included in the 
investments in road infrastructure and energetic 
rehabilitation of buildings. There are several ways to 
evaluate whether this objective is enough to achieve 
the target:

1  the comparison with other countries. Germany, for 
instance, announces investments of billions of Euro 
in the next few years and an initial target of one 
million charging points (tens of times more than 
Romania, for a population four or �ve times larger), a 
target that will most probably be upgraded in the 
next master plan for electric cars charging 
infrastructure.

2 it is based on obsolete assumptions about the 
transition pace to electric vehicles. The NRRP 
arguments are based on public policy 
documents from 2018 that could not have 
anticipated the most recent developments. The 
problem is broader: The 2021-2030 Integrated 
National Energy and Climate Plan, elaborated by 
the authorities alongside the consulting services 
company Deloitte, uses prognosis from 2018, 
stating that by 2030 only 700000 electric vehicles 
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the value chain of thermal engines. These are 
activities of high economic importance due to their 
complexity, including the quali�cation of the 
workforce. Hence, it does not entail only a 
signi�cant decrease of the employment, but a 
reduction of the complexity and productivity in the 
automotive industry. Without some public policies 
that directly approach these challenges, there is, on 
the one hand, the risk to reverse the historic growth 
of the auto industry and, on the other hand, the risk 
of shifting to specializing in activities with low 
value-add and a low impact on the economy as a 
whole. Until now the public policy concerning the 
auto industry anticipates these sorts of risks, but not 
to countervail them, but to contribute to their 
materialization.

Given the economic importance of the 
automobile industry for the EU economy (12.6 
million jobs are dependent, directly or indirectly, 
on the automobile industry, which exports 
products estimated at 134 billion EUR at EU 
level6, predictably there are concerns about the 
socio-economic impact of the transition to 
electric vehicles. An important part of the 
traditional car industry – the production of 
engines, gearboxes, fuel management systems, 
�ltration systems, exhaust systems and all other 
additional components – will disappear 
alongside electric vehicles, being replaced by the 

production of completely new components: 
batteries, electric engines, new electronic and 
cooling systems. This transition implies new 
quali�cations, new industrial capabilities, new 
jobs and new market players; of course, it also 
implies renouncing a whole series of 
quali�cations, industrial capabilities, jobs and 
even big companies.

The debate is mainly focused on battery 
production, for at least three reasons: 1) the value 
of the battery in the economy of an electric 
vehicle is a signi�cant one, and developing the 
battery production can compensate �nancially 
for the elimination of the value chain of thermal 
engines; 2) the battery production requires 
brand new technological abilities and the EU 
economy is risking to lose the race against other 
countries that have developed such expertise 
earlier on, especially against China; 3) the battery 
production is among the few (if not the only) 
ample activities created from scratch in the 
transition to electric vehicles and therefore 
among the few (if not the only) activities that can 
attenuate the impact of renouncing the 
production of thermal propulsion systems. 
Consequently, the governments of the EU states 
with strong automotive industries have recently 
made signi�cant e�orts to develop local battery 
production capacities and at the moment the 
concerns regarding the economic e�ects of 
insu�cient battery production on the EU 
territory have mainly evaporated. But, although it 
has a strong automotive industry, Romania is not 
among these states.

Even though concerns regarding the direct 
economic impact strictly regarding the transition 
have mostly evaporated when major 
investments at the European level were 
announced, the same cannot be said about the 
employment issue. There are still debates about 
potentially huge job losses and/or 
unprecedented transformation for the remaining 
ones. Prioritizing employment is understandable 
if we take into account the profound 
transformations that the transition to electric 
vehicles brings to the entire value chain of the 
automotive industry: 

1 upstream, renouncing thermal engines has a 
huge impact on the supplier chain. Until recently, 
many of the biggest automotive suppliers have 
invested massively in thermal engine 
technologies and now are forced to make plans 
to abandon those activities. Such is the case of 

the German group Continental, the biggest 
automotive employer in Romania, that in 2019 
created Vitesco Technologies, thus separating 
the manufacturing of the propulsion systems. 
Vitesco aims to become one of the major 
international suppliers of technology for electric 
vehicles. Creating Vitesco was necessary to limit 
the disturbance of other Continental activities 
and to facilitate the access to funding for the 
major investments necessary to develop new 
technologies. As a consequence of this change, 
2600 of the 20000 Romanian employees of 
Continental have been employed by Vitesco.
2 vehicle manufacturers need to renounce 
activities until recently considered high-tech and 
with high added value – the production of 
engines and gearboxes. Unprecedented 
measures are noticeable here as well, among 
them Ford and Renault splitting up that we 
discussed earlier on.
3 downstream, the transition to electric vehicles 
generates signi�cant turbulence for the retail 
and service activities as well. Electric vehicles are 
simpler and more reliable from a mechanical 
point of view, which is expected to lead to a 
signi�cant contraction of aftermarket and service 
activities. Moreover, the increasing �nancial 
pressure causes the automotive manufacturers 
to reconsider their relationship with the car 
dealers. Following Tesla distribution model, more 
and more car manufacturers announced shifting 
to an indirect sales model (independent dealer 
networks with commercial, �nancial and 
personnel autonomy) to a direct sales model 
(direct customer service, using online platforms 
and agencies controlled by the car 
manufacturers). We may be looking at a 
potentially historic change in car selling which is 
expected to have a negative impact on 
employment.7

Up until this moment, there is only one study 
that approaches the potential impact upon 
employment in the automotive industry in 

Romania. Published at the end of 2021, under the 
aegis of CLEPA, the analysis made by 
PricewaterhouseCoopers (PwC) shows a 
potentially major negative impact on 
employment in the car industry in Romania. Out 
of 56000 jobs determined by PwC in the 
production of internal combustion engines, only 
26800 jobs would remain active in 2035, 
considering the Fit for 55 package is 
implemented. Given the fact that at the time the 
study was published, this scenario was not 
unavoidable (as it appears to be now), the study 
compares it to other two outlines: the hybrid 
scenario, in which the production of hybrid 
engines will be still surpassing the production of 
fully-electric engines, meaning that the jobs will 
reach 70000, and the radical scenarios, in which 
the newly produced vehicles emissions will go 
down to zero starting with 2030. According to 
this analysis, the �ve year di�erence between the 
radical scenario and the scenario Fit for 55 allows 
a certain amount of time for preparations, but it 
only partially attenuates the impact the 
transition has on the automotive industry in 
Romania. We are not dealing with a short term 
impact, given that in 2040 there would be less 
than 30000 jobs left.
     
Such numbers must be looked at with caution. 
The PwC/ CLEPA study methodology is not fully 
transparent, which means that the initial 
numbers (56000 jobs directly linked to the 

production of thermal engines) are di�cult to 
reproduce and the assumptions cannot be 
questioned. Another reason for caution is the 
diversity of similar evaluations carried out at the 
European level. On the whole, these evaluations 
can be split in two categories: the ones that 
forecast a negative impact, with more or less 
devastating e�ects, and the ones that forecast a 
negligible or even positive impact. The 
PwC/CLEPA study is a more recent contribution 
to the �rst category, completing older studies 
that forecasted, for example, the loss of 600000 
jobs in Germany. Other studies estimate totally 
di�erent outlines, including the European 
Commission that published an analysis of impact 
that forecasted a minor job loss in the European 
auto industry balanced by the opportunities 
from di�erent sectors that would bene�t from 
the transition to electric vehicles.8 A Boston 
Consulting Group (BCG) study published in 
2021estimated a negative impact of less than 
100000 jobs for the European auto industry 
(under 2% of the 5.6 million jobs covered by the 
analysis), in a scenario in which 43% of the 
vehicles sold in 2030 would be fully-electric.9 The 
BCG study became known for shifting the 
dialogue towards the qualitative changes 

concerning labor in the auto industry:  beside the 
estimated demand of 25% of jobs (1.4 million out 
of 5.5-5.6) that should be taken over by new 
employees (to compensate for discharges and 
retirements), 29% of jobs in 2030 will be 
completely new (1.6 million of 5.5) in terms of 
pro�les and quali�cations, directly link to electric 
engines. Even though shadowed by the major 
issues that the automotive industry is facing ever 
since the outbreak of the pandemic, in the last 
two years, at the European level the debate 
concerning the socio-economic impact of 
transitioning to electric vehicles was mainly 
centered around the terms established by the 
BCG study, although some studies, like the 
PwC/CLEPA study, have brought into the 
spotlight the signi�cant loss of jobs.

Where does Romania stand on these issues? It is 
di�cult to say without any detailed and 
thoroughgoing analysis. The fact that the impact of 
transition on the auto industry is not a signi�cant 
topic in Romania, although it is one at the European 
level, is utterly bizarre, given that Romania has a 
relatively important auto industry. According to 
Eurostat data, before the pandemic Romania had 
the �fth largest automotive industry in terms of 
employment after Germany, France, Poland and the 
Czech Republic. Approximately 180000 people used 
to work in the auto industry in Romania before the 
pandemic, or 2.7% of the total workforce, 
considerably more than in Germany, which has the 

biggest automotive industry by far. If we take into 
consideration exclusively the employees and not the 
entire workforce, INS data show 3.3% rate in the 
automotive industry out of the total of employees in 
2019. In relation to the manufacturing industry, in 
2019, the workers in the auto industry represented 
15% of the total, the second biggest rate in Europe, 
after Slovakia. 

In a nutshell, the auto industry is extremely 
important for the labour market and, implicitly, for 
the Romanian economy overall. If we add the sales 
and service networks, we reach 283000 employees 
in 2019, or 5.5% of the total. Before the pandemic, 
these workers generated over 6.4 billions EUR in 
value-add (out of which 4.4 billion in industry and 1 
billion in sales and service), or 7.7% of the total 
value-add of the competitive economy. In other 
words, even a 10% decrease of those numbers 
would have a strong impact on the labour market 
and on the national economy. A 50% decrease, as 
estimated in the PwC/CLEPA study, would have 
dramatic consequences.

However vast the impact on the economy and jobs, 
it would a�ect di�erently some parts of the country 
compared to others, as the auto industry is 
coagulated in certain regions of the country 
(especially in the Center and West) and, with some 
exceptions, is completely lacking in other regions 
(East and South). In Argeș county, before the 
pandemic, almost 30000 people worked in the auto 
industry, 18.4% of the total employees of the county. 
Arad, Sibiu and Bistrița-Năsăud are the other 
counties where the rate of employees in the auto 
industry is above 10% of the total. Besides Argeș 
county, Timiș, Arad, Sibiu and Brașov counties each 
have over 10000 employees in the component 
manufacturing industry. The transition to electric 
vehicles raises questions especially for the 
economies of these counties.

Argeș county is a special case as this is where 
Automobile Dacia operates and a big part of the 
extended supplier chain of the two assembly plants 
of the Renault group (Automobile Plant and 

Mechanical and Chassis Plant, both on Mioveni 
Industrial Platform). The French company recently 
announced forming a new division for the 
development and manufacturing of fully-electric 
vehicles, leaving room for speculation about a 
possible sale of the Mechanical Plant, that 
manufactures thermal engines and gearboxes.10 

The sale of the Mechanical Plant is highly unlikely, 
but the separation of the two plants under the 

umbrella of di�erent companies certainly facilitates 
the elimination of jobs and, eventually, closing down 
the Mechanical Plant. At the moment approximately 
4000 people work in the engine and gearbox 
manufacturing plant, around 30% of Automobile 
Dacia employees and 36% of the employees of the 
Mioveni platform. The elimination of these relatively 
well paid and highly quali�ed jobs from the 
Mechanical Plant would have a major impact on 
Mioveni and Argeș county, and all this without 
taking into account the unavoidable decrease of 
activity in Dacia’s suppliers. 

The Ford plant in Craiova will be, of course, a�ected 
as well. Approximately 1000 out of 6000 employees 
work in the engine division, activity that will be 

completely eliminated in 2030, at the latest, if Craiova 
will be aligned to the For Europe policy – once again, 
Ford Otosan’s strategy on this issue is not clear. Ford 
already has a partnership with the Korean battery 
manufacturer SK Innovation, which has made major 
investments in Hungary and announced their 
intention to develop manufacturing capabilities in 
Turkey. If this is the case, it is possible that the battery 
cells needed in Craiova might be imported (most 
probably from Hungary), leaving the Craiova plant 

with the assemblage of the batteries at most, an 
activity with relatively low value-add that does not 
require much personnel.11

Another activity directly impacted by the transition 
to electric vehicles is the manufacturing of 
gearboxes and associated components in the two 
Daimler plants in Alba county (Star Assembly and 
Star Transmission, in Sebeș and Cugir). Daimler 
announced a very fast transition (before 2030) to a 
completely electric portfolio that would make 

gearbox manufacturing redundant. The conversion 
to electric engines manufacturing, along with all 
associated transmission components, is a possibility, 
in theory, but these components are large and 
heavy, which would signi�cantly increase the logistic 
costs for the two plants in Romania, which are 
relatively remote from all the other Daimler 
manufacturing divisions. Together, the two Daimler 
plants have approximately 2700 employees, which, 
in a pessimistic scenario would lead to the 
cumulated direct impact on the three big 
manufacturers operating in Romania (Dacia, Ford, 
Daimler) to a maximum of 8000 employees.

The economic impact would go way beyond the 
job loss. For Dacia and Ford, eliminating the engine 
and gearbox manufacturing and importing a 
considerable percentage of the components that 
will replace them in the new electric vehicles would 
mean a signi�cant reduction of the value-add of the 
Romanian vehicle exports, that, before the 
pandemic, used to generate close to 5 billion EUR 
annually. The export of gearboxes and associated 
components, in turn, generated close to 1.7 billion 
EUR and were manufactured by the two Daimler 
plants and the Mechanical plant in Mioveni. The 
manufacturing of internal combustion pumps, the 
components of starting systems, the exhaust 
systems and the clutch system will also be severely 
impacted – exports of 600 million EUR. 
Consequently, this entails the potential loss of jobs 
associated with these activities that would add to 
the 8000 mentioned above. Nevertheless, for a more 
precise evaluation of the impact on the supplier 
chain, we would need a more detailed analysis that 
takes into consideration the facts from the �eld, 
including the strategies and opportunities of each 
company. To the numbers associated with the 
manufacturing industry we need to add those for 
sales and service, which also risk a signi�cant impact: 
a 7% decrease in sales and service jobs as a result of 
transitioning to the indirect sales model would 
translate to 7000 jobs less, plus the gradual reduction 
of aftermarket and service activities.

The data regarding exports convey a more realistic 
image of the socio-economic impact of eliminating 

The Romanian authorities' policies concerning the 
automotive industry have been up until this 
moment as e�cient as they have been rudimentary: 
state aid to subsidize the investments in new 
manufacturing capabilities, based on simple 
quantitative criteria, di�erently put, based on the 
number of new jobs created.12 This approach 
contributed to the rapid growth of the supplier 
industries in the 2010s, the state funded a 
considerable percentage of the necessary 
investments, predominantly for intensive activities in 
the workforce. Romania rapidly became the main 
European manufacturer of vehicle wiring, hiring tens 
of thousands of people in multiple counties. Strictly 
quantitatively, this can be seen as some sort of 
achievement, but these new investments only 
assure poorly paid jobs with low productivity.

Therefore, even though they had a decisive 
contribution to the growth of the automotive 
industry, the Romanian authorities did not pursue 
stimulating technological accession and the 
development of complex activities. The limits of their 
approach were already evident before the 
pandemic, when the employment in the 
automotive industry started to decline in a context 
of rapid increase of costs and of new opportunities 
of manufacturing at lower prices (in Moldova, Serbia 
and Ukraine). In the new context of vast 
technological changes and the competitiveness 
between states to attract investments in new 
technologies, government aid lacking a vision of 
medium and long term development would be a 
failure. This lack of vision and reaction when facing 
the transformation a�ecting the most important 
industrial sector in the country is evident above, on 
the map of announced investments for the battery 
manufacturing, where Romania is not on the lists, 
although it has two big car assembly plants. The 
Romanian scenario is most contrasting with the 
Hungarian one where various investments in battery 
plants are already being implemented with decisive 
support from the government.

The fact that in 2022 Romania there is no 
announcement of any intention to invest in battery 
production capabilities is a clear sign that Romania 
has lost the race against the other European 
countries, amongst which Hungary and Poland. The 
recent announcement of Rock Tech Lithium 
investing in a new plant in Brașov does not 
contradict the previous statement.13 Rock Tech 
produces lithium hydroxide, a raw material for the 
manufacturing of battery cells, that would take place 
in a di�erent location. Rock Tech’s strategy is to �nd 
near-shore locations for the European battery 
industry, di�erently put, to make investments in 
countries with low costs in order to export raw 
material where needed.14 Therefore, Romania 

continues to attract investments mainly because of 
low costs and with the perspective of export for 
complex processing. The future Rock Tech plant will 
probably supply the battery plants in Hungary that 
will supply cells and even complete batteries for the 
auto industry in Romania. On this chain, Romania 
loses a consistent percentage of the value-add and 
of the new created jobs. The most recent investment 
in battery manufacturing announced in Hungary 
will create 1900 jobs, while the Rock Tech investment 
in Romania is estimated to only require 500 
employees.15

In the context of harsher environment regulations 
and of a signi�cant acceleration of the transition to 
electric vehicles, we should expect Romanian public 
policies to rapidly shift towards palpable objectives 
of technological development. But it is not the case. 
Although it was �nalized in 2021, when the 
environment targets at the European level were 
already clearly de�ned, Romania’s National Recovery 
and Resilience Plan is extremely defective from the 
auto industry point of view. The NRRP chapter on 
energy includes the investment “Industrial chain of 
manufacturing and/or assemblage and/or battery, 
cells and photovoltaic panels (including auxiliary 
equipment) recycling  and new capabilities of 
storing electric energy”, that assigns 150 million EUR 
for the manufacturing, the assemblage and the 
recycling of battery. By comparison, the most recent 
state aid o�ered by the Hungarian government for 
battery cell manufacturing (a single operation, 
without assemblage and recycling) is considerably 
bigger: 209 million EUR.16 In terms of capacity, the 
objective stated in NRRP is 2GW by the end of 2025, 
similar to the lowest investments in individual plants 
already announced in other European countries (see 
the map above). But in Romania we don’t have 
any �rm commitment, only the authorities' 
announcement of the intention to attract by 
comparison small investments in the next three 

years. By this deadline, we c an expect 
an even bigger growth of investment 
in the countries that are already more 
advanced. Once again, Hungary is a 
very good example, the government 
announced the intention to triple the 
capacity of battery manufacturing by 
2025.17 The Hungary investments are 
largely oriented towards the auto 
industry, while the NRRP objective is not 
explicit in this respect.

Not even the Operational Programme 
Just Transition includes any intention 
towards the development of new 
auto technologies, even if the over 2 
billion EUR  funds available for 
Romania could theoretically �nance 
ample investments. The Regional Plans 
for the six counties included in the 
programme refer to the need of ample 
investments to replace the jobs 
eliminated as a result of renouncing polluting 
activities. Nevertheless these plans do not include 
big speci�c projects, emphasizing that they have not 
been identi�ed or outlined. Instead, the plans 
include generic measures: stimulating SMEs, 
increasing the energy e�ciency of buildings, 
investments in public transport, etc. As in the case of 
NRRP and the industrial policies in the last decade, 
we are facing a lack of vision on part of the 
government and most probably a lack of ability to 
manage large and complex projects.

Aside from the industrial policies, a just transition to 
electric vehicles also requires public policies to 
ensure all necessary conditions for the mobility of 
the population. As we already mentioned, from this 
perspective the transition to electric vehicles is 
facing two major obstacles: the high cost of vehicles 
and the scarcity of a charging infrastructure. 
Concerning the �rst, Romania has already 
implemented a relatively generous policy, the Rabla 
Plus programme o�ers a signi�cant subsidy for the 
acquisition of electric vehicles. But in spite of this 
subsidy, the market share of electric cars is still low, 
one of the main reasons being that they are still 

una�ordable for the majority of the population. In 
other words, the income di�erences between 
Romania and the Western countries cannot be 
compensated by the Rabla Plus programme and if 
failing to reach a convergence between the Western 
and the Eastern incomes, most probably the auto 
market in Romania will be left behind by the markets 
of the other EU members.

This asymmetry between the East and the West has 
signi�cant e�ects on the car markets in the countries 
with low incomes, such as Romania. On the one 
hand, new cars in general are too expensive for the 
Romanian population: the fact that 70% of the 
registered cars are second-hand cars proves it. On 
the other hand, Romania is a solid market for 
polluting cars that the Western population is trying 
to get rid of as quickly as possible and at lower and 
lower prices. In such a context it is no wonder that in 
Romania the number of diesel cars has constantly 
increased in parallel with the multiple scandals that 
highlighted their real impact on the environment, 

while in the Western countries the percentage of 
diesel cars has collapsed.  

These are old and systemic problems. The authorities 
acknowledge them as such, public policy proposals 
are based on mainly accurate evaluations of the 
current situation.18 But the same proposals do not 
include speci�c objectives and solutions, instead 
they come down to generic statements about the 
need to remedy the already determined issues. The 
necessary measures  – among which the enforced 
limitation of registering pollutant vehicles – would 
require a considerable strategic and administrative 
capacity as well as considerable electoral risks. On 
average, the only long term viable solution is raising 
the income of the population, so that electric cars 
become a viable alternative to the pollutant ones 
that nowadays represent the norm. 

The debate over the price of electric cars and 
thermal engine cars is focused less and less on the 
price of acquisition, it also takes into account total 
cost of ownership that also includes the costs of 
using the car (fuel, service, etc.). Most of the analyses 
conclude that these costs are already lower for 
electric vehicles in comparison to thermal 
combustion vehicles.19 But for the Romanian 
population such analyses are not highly relevant, 
because the costs associated with the acquisition 
and the use of vehicles have a di�erent impact in the 
lower income countries compared to the higher 
income countries. By comparison, the amount of 
electricity that can be paid for with the minimum 
wage in the EU states position Romania on the last 
place of the list (the di�erence between Romania 
and Bulgaria would be even more signi�cant if we 

take into account the net wages). Hence, stating that 
the Romanian automotive market cannot make the 
transition to zero emissions without a signi�cant 
raise of the incomes is even more accurate if we take 
into consideration the total cost of a car usage.

The charging infrastructure is also a weak point in 
Romania. The target established by NRRP is of 30000 
functional charging points by the second trimester 
of 2026, 1836 of which are already in use. Out of the 
30000, only 13200 bene�t from �nancing from NRRP 
(165 million EUR), the rest are included in the 
investments in road infrastructure and energetic 
rehabilitation of buildings. There are several ways to 
evaluate whether this objective is enough to achieve 
the target:

1  the comparison with other countries. Germany, for 
instance, announces investments of billions of Euro 
in the next few years and an initial target of one 
million charging points (tens of times more than 
Romania, for a population four or �ve times larger), a 
target that will most probably be upgraded in the 
next master plan for electric cars charging 
infrastructure.

2 it is based on obsolete assumptions about the 
transition pace to electric vehicles. The NRRP 
arguments are based on public policy 
documents from 2018 that could not have 
anticipated the most recent developments. The 
problem is broader: The 2021-2030 Integrated 
National Energy and Climate Plan, elaborated by 
the authorities alongside the consulting services 
company Deloitte, uses prognosis from 2018, 
stating that by 2030 only 700000 electric vehicles 

Value-add in the auto industry, vehicle sales and service (EUR billion)
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the value chain of thermal engines. These are 
activities of high economic importance due to their 
complexity, including the quali�cation of the 
workforce. Hence, it does not entail only a 
signi�cant decrease of the employment, but a 
reduction of the complexity and productivity in the 
automotive industry. Without some public policies 
that directly approach these challenges, there is, on 
the one hand, the risk to reverse the historic growth 
of the auto industry and, on the other hand, the risk 
of shifting to specializing in activities with low 
value-add and a low impact on the economy as a 
whole. Until now the public policy concerning the 
auto industry anticipates these sorts of risks, but not 
to countervail them, but to contribute to their 
materialization.

Given the economic importance of the 
automobile industry for the EU economy (12.6 
million jobs are dependent, directly or indirectly, 
on the automobile industry, which exports 
products estimated at 134 billion EUR at EU 
level6, predictably there are concerns about the 
socio-economic impact of the transition to 
electric vehicles. An important part of the 
traditional car industry – the production of 
engines, gearboxes, fuel management systems, 
�ltration systems, exhaust systems and all other 
additional components – will disappear 
alongside electric vehicles, being replaced by the 

production of completely new components: 
batteries, electric engines, new electronic and 
cooling systems. This transition implies new 
quali�cations, new industrial capabilities, new 
jobs and new market players; of course, it also 
implies renouncing a whole series of 
quali�cations, industrial capabilities, jobs and 
even big companies.

6    ACEA, „The Automobile Industry. Pocket Guide 2021/2022”, p. 5-7

The debate is mainly focused on battery 
production, for at least three reasons: 1) the value 
of the battery in the economy of an electric 
vehicle is a signi�cant one, and developing the 
battery production can compensate �nancially 
for the elimination of the value chain of thermal 
engines; 2) the battery production requires 
brand new technological abilities and the EU 
economy is risking to lose the race against other 
countries that have developed such expertise 
earlier on, especially against China; 3) the battery 
production is among the few (if not the only) 
ample activities created from scratch in the 
transition to electric vehicles and therefore 
among the few (if not the only) activities that can 
attenuate the impact of renouncing the 
production of thermal propulsion systems. 
Consequently, the governments of the EU states 
with strong automotive industries have recently 
made signi�cant e�orts to develop local battery 
production capacities and at the moment the 
concerns regarding the economic e�ects of 
insu�cient battery production on the EU 
territory have mainly evaporated. But, although it 
has a strong automotive industry, Romania is not 
among these states.

Even though concerns regarding the direct 
economic impact strictly regarding the transition 
have mostly evaporated when major 
investments at the European level were 
announced, the same cannot be said about the 
employment issue. There are still debates about 
potentially huge job losses and/or 
unprecedented transformation for the remaining 
ones. Prioritizing employment is understandable 
if we take into account the profound 
transformations that the transition to electric 
vehicles brings to the entire value chain of the 
automotive industry: 

1 upstream, renouncing thermal engines has a 
huge impact on the supplier chain. Until recently, 
many of the biggest automotive suppliers have 
invested massively in thermal engine 
technologies and now are forced to make plans 
to abandon those activities. Such is the case of 

the German group Continental, the biggest 
automotive employer in Romania, that in 2019 
created Vitesco Technologies, thus separating 
the manufacturing of the propulsion systems. 
Vitesco aims to become one of the major 
international suppliers of technology for electric 
vehicles. Creating Vitesco was necessary to limit 
the disturbance of other Continental activities 
and to facilitate the access to funding for the 
major investments necessary to develop new 
technologies. As a consequence of this change, 
2600 of the 20000 Romanian employees of 
Continental have been employed by Vitesco.
2 vehicle manufacturers need to renounce 
activities until recently considered high-tech and 
with high added value – the production of 
engines and gearboxes. Unprecedented 
measures are noticeable here as well, among 
them Ford and Renault splitting up that we 
discussed earlier on.
3 downstream, the transition to electric vehicles 
generates signi�cant turbulence for the retail 
and service activities as well. Electric vehicles are 
simpler and more reliable from a mechanical 
point of view, which is expected to lead to a 
signi�cant contraction of aftermarket and service 
activities. Moreover, the increasing �nancial 
pressure causes the automotive manufacturers 
to reconsider their relationship with the car 
dealers. Following Tesla distribution model, more 
and more car manufacturers announced shifting 
to an indirect sales model (independent dealer 
networks with commercial, �nancial and 
personnel autonomy) to a direct sales model 
(direct customer service, using online platforms 
and agencies controlled by the car 
manufacturers). We may be looking at a 
potentially historic change in car selling which is 
expected to have a negative impact on 
employment.7

Up until this moment, there is only one study 
that approaches the potential impact upon 
employment in the automotive industry in 

Romania. Published at the end of 2021, under the 
aegis of CLEPA, the analysis made by 
PricewaterhouseCoopers (PwC) shows a 
potentially major negative impact on 
employment in the car industry in Romania. Out 
of 56000 jobs determined by PwC in the 
production of internal combustion engines, only 
26800 jobs would remain active in 2035, 
considering the Fit for 55 package is 
implemented. Given the fact that at the time the 
study was published, this scenario was not 
unavoidable (as it appears to be now), the study 
compares it to other two outlines: the hybrid 
scenario, in which the production of hybrid 
engines will be still surpassing the production of 
fully-electric engines, meaning that the jobs will 
reach 70000, and the radical scenarios, in which 
the newly produced vehicles emissions will go 
down to zero starting with 2030. According to 
this analysis, the �ve year di�erence between the 
radical scenario and the scenario Fit for 55 allows 
a certain amount of time for preparations, but it 
only partially attenuates the impact the 
transition has on the automotive industry in 
Romania. We are not dealing with a short term 
impact, given that in 2040 there would be less 
than 30000 jobs left.
     
Such numbers must be looked at with caution. 
The PwC/ CLEPA study methodology is not fully 
transparent, which means that the initial 
numbers (56000 jobs directly linked to the 

production of thermal engines) are di�cult to 
reproduce and the assumptions cannot be 
questioned. Another reason for caution is the 
diversity of similar evaluations carried out at the 
European level. On the whole, these evaluations 
can be split in two categories: the ones that 
forecast a negative impact, with more or less 
devastating e�ects, and the ones that forecast a 
negligible or even positive impact. The 
PwC/CLEPA study is a more recent contribution 
to the �rst category, completing older studies 
that forecasted, for example, the loss of 600000 
jobs in Germany. Other studies estimate totally 
di�erent outlines, including the European 
Commission that published an analysis of impact 
that forecasted a minor job loss in the European 
auto industry balanced by the opportunities 
from di�erent sectors that would bene�t from 
the transition to electric vehicles.8 A Boston 
Consulting Group (BCG) study published in 
2021estimated a negative impact of less than 
100000 jobs for the European auto industry 
(under 2% of the 5.6 million jobs covered by the 
analysis), in a scenario in which 43% of the 
vehicles sold in 2030 would be fully-electric.9 The 
BCG study became known for shifting the 
dialogue towards the qualitative changes 

concerning labor in the auto industry:  beside the 
estimated demand of 25% of jobs (1.4 million out 
of 5.5-5.6) that should be taken over by new 
employees (to compensate for discharges and 
retirements), 29% of jobs in 2030 will be 
completely new (1.6 million of 5.5) in terms of 
pro�les and quali�cations, directly link to electric 
engines. Even though shadowed by the major 
issues that the automotive industry is facing ever 
since the outbreak of the pandemic, in the last 
two years, at the European level the debate 
concerning the socio-economic impact of 
transitioning to electric vehicles was mainly 
centered around the terms established by the 
BCG study, although some studies, like the 
PwC/CLEPA study, have brought into the 
spotlight the signi�cant loss of jobs.

Where does Romania stand on these issues? It is 
di�cult to say without any detailed and 
thoroughgoing analysis. The fact that the impact of 
transition on the auto industry is not a signi�cant 
topic in Romania, although it is one at the European 
level, is utterly bizarre, given that Romania has a 
relatively important auto industry. According to 
Eurostat data, before the pandemic Romania had 
the �fth largest automotive industry in terms of 
employment after Germany, France, Poland and the 
Czech Republic. Approximately 180000 people used 
to work in the auto industry in Romania before the 
pandemic, or 2.7% of the total workforce, 
considerably more than in Germany, which has the 

biggest automotive industry by far. If we take into 
consideration exclusively the employees and not the 
entire workforce, INS data show 3.3% rate in the 
automotive industry out of the total of employees in 
2019. In relation to the manufacturing industry, in 
2019, the workers in the auto industry represented 
15% of the total, the second biggest rate in Europe, 
after Slovakia. 

In a nutshell, the auto industry is extremely 
important for the labour market and, implicitly, for 
the Romanian economy overall. If we add the sales 
and service networks, we reach 283000 employees 
in 2019, or 5.5% of the total. Before the pandemic, 
these workers generated over 6.4 billions EUR in 
value-add (out of which 4.4 billion in industry and 1 
billion in sales and service), or 7.7% of the total 
value-add of the competitive economy. In other 
words, even a 10% decrease of those numbers 
would have a strong impact on the labour market 
and on the national economy. A 50% decrease, as 
estimated in the PwC/CLEPA study, would have 
dramatic consequences.

However vast the impact on the economy and jobs, 
it would a�ect di�erently some parts of the country 
compared to others, as the auto industry is 
coagulated in certain regions of the country 
(especially in the Center and West) and, with some 
exceptions, is completely lacking in other regions 
(East and South). In Argeș county, before the 
pandemic, almost 30000 people worked in the auto 
industry, 18.4% of the total employees of the county. 
Arad, Sibiu and Bistrița-Năsăud are the other 
counties where the rate of employees in the auto 
industry is above 10% of the total. Besides Argeș 
county, Timiș, Arad, Sibiu and Brașov counties each 
have over 10000 employees in the component 
manufacturing industry. The transition to electric 
vehicles raises questions especially for the 
economies of these counties.

Argeș county is a special case as this is where 
Automobile Dacia operates and a big part of the 
extended supplier chain of the two assembly plants 
of the Renault group (Automobile Plant and 

Mechanical and Chassis Plant, both on Mioveni 
Industrial Platform). The French company recently 
announced forming a new division for the 
development and manufacturing of fully-electric 
vehicles, leaving room for speculation about a 
possible sale of the Mechanical Plant, that 
manufactures thermal engines and gearboxes.10 

The sale of the Mechanical Plant is highly unlikely, 
but the separation of the two plants under the 

umbrella of di�erent companies certainly facilitates 
the elimination of jobs and, eventually, closing down 
the Mechanical Plant. At the moment approximately 
4000 people work in the engine and gearbox 
manufacturing plant, around 30% of Automobile 
Dacia employees and 36% of the employees of the 
Mioveni platform. The elimination of these relatively 
well paid and highly quali�ed jobs from the 
Mechanical Plant would have a major impact on 
Mioveni and Argeș county, and all this without 
taking into account the unavoidable decrease of 
activity in Dacia’s suppliers. 

The Ford plant in Craiova will be, of course, a�ected 
as well. Approximately 1000 out of 6000 employees 
work in the engine division, activity that will be 

completely eliminated in 2030, at the latest, if Craiova 
will be aligned to the For Europe policy – once again, 
Ford Otosan’s strategy on this issue is not clear. Ford 
already has a partnership with the Korean battery 
manufacturer SK Innovation, which has made major 
investments in Hungary and announced their 
intention to develop manufacturing capabilities in 
Turkey. If this is the case, it is possible that the battery 
cells needed in Craiova might be imported (most 
probably from Hungary), leaving the Craiova plant 

with the assemblage of the batteries at most, an 
activity with relatively low value-add that does not 
require much personnel.11

Another activity directly impacted by the transition 
to electric vehicles is the manufacturing of 
gearboxes and associated components in the two 
Daimler plants in Alba county (Star Assembly and 
Star Transmission, in Sebeș and Cugir). Daimler 
announced a very fast transition (before 2030) to a 
completely electric portfolio that would make 

gearbox manufacturing redundant. The conversion 
to electric engines manufacturing, along with all 
associated transmission components, is a possibility, 
in theory, but these components are large and 
heavy, which would signi�cantly increase the logistic 
costs for the two plants in Romania, which are 
relatively remote from all the other Daimler 
manufacturing divisions. Together, the two Daimler 
plants have approximately 2700 employees, which, 
in a pessimistic scenario would lead to the 
cumulated direct impact on the three big 
manufacturers operating in Romania (Dacia, Ford, 
Daimler) to a maximum of 8000 employees.

The economic impact would go way beyond the 
job loss. For Dacia and Ford, eliminating the engine 
and gearbox manufacturing and importing a 
considerable percentage of the components that 
will replace them in the new electric vehicles would 
mean a signi�cant reduction of the value-add of the 
Romanian vehicle exports, that, before the 
pandemic, used to generate close to 5 billion EUR 
annually. The export of gearboxes and associated 
components, in turn, generated close to 1.7 billion 
EUR and were manufactured by the two Daimler 
plants and the Mechanical plant in Mioveni. The 
manufacturing of internal combustion pumps, the 
components of starting systems, the exhaust 
systems and the clutch system will also be severely 
impacted – exports of 600 million EUR. 
Consequently, this entails the potential loss of jobs 
associated with these activities that would add to 
the 8000 mentioned above. Nevertheless, for a more 
precise evaluation of the impact on the supplier 
chain, we would need a more detailed analysis that 
takes into consideration the facts from the �eld, 
including the strategies and opportunities of each 
company. To the numbers associated with the 
manufacturing industry we need to add those for 
sales and service, which also risk a signi�cant impact: 
a 7% decrease in sales and service jobs as a result of 
transitioning to the indirect sales model would 
translate to 7000 jobs less, plus the gradual reduction 
of aftermarket and service activities.

The data regarding exports convey a more realistic 
image of the socio-economic impact of eliminating 

The Romanian authorities' policies concerning the 
automotive industry have been up until this 
moment as e�cient as they have been rudimentary: 
state aid to subsidize the investments in new 
manufacturing capabilities, based on simple 
quantitative criteria, di�erently put, based on the 
number of new jobs created.12 This approach 
contributed to the rapid growth of the supplier 
industries in the 2010s, the state funded a 
considerable percentage of the necessary 
investments, predominantly for intensive activities in 
the workforce. Romania rapidly became the main 
European manufacturer of vehicle wiring, hiring tens 
of thousands of people in multiple counties. Strictly 
quantitatively, this can be seen as some sort of 
achievement, but these new investments only 
assure poorly paid jobs with low productivity.

Therefore, even though they had a decisive 
contribution to the growth of the automotive 
industry, the Romanian authorities did not pursue 
stimulating technological accession and the 
development of complex activities. The limits of their 
approach were already evident before the 
pandemic, when the employment in the 
automotive industry started to decline in a context 
of rapid increase of costs and of new opportunities 
of manufacturing at lower prices (in Moldova, Serbia 
and Ukraine). In the new context of vast 
technological changes and the competitiveness 
between states to attract investments in new 
technologies, government aid lacking a vision of 
medium and long term development would be a 
failure. This lack of vision and reaction when facing 
the transformation a�ecting the most important 
industrial sector in the country is evident above, on 
the map of announced investments for the battery 
manufacturing, where Romania is not on the lists, 
although it has two big car assembly plants. The 
Romanian scenario is most contrasting with the 
Hungarian one where various investments in battery 
plants are already being implemented with decisive 
support from the government.

The fact that in 2022 Romania there is no 
announcement of any intention to invest in battery 
production capabilities is a clear sign that Romania 
has lost the race against the other European 
countries, amongst which Hungary and Poland. The 
recent announcement of Rock Tech Lithium 
investing in a new plant in Brașov does not 
contradict the previous statement.13 Rock Tech 
produces lithium hydroxide, a raw material for the 
manufacturing of battery cells, that would take place 
in a di�erent location. Rock Tech’s strategy is to �nd 
near-shore locations for the European battery 
industry, di�erently put, to make investments in 
countries with low costs in order to export raw 
material where needed.14 Therefore, Romania 

continues to attract investments mainly because of 
low costs and with the perspective of export for 
complex processing. The future Rock Tech plant will 
probably supply the battery plants in Hungary that 
will supply cells and even complete batteries for the 
auto industry in Romania. On this chain, Romania 
loses a consistent percentage of the value-add and 
of the new created jobs. The most recent investment 
in battery manufacturing announced in Hungary 
will create 1900 jobs, while the Rock Tech investment 
in Romania is estimated to only require 500 
employees.15

In the context of harsher environment regulations 
and of a signi�cant acceleration of the transition to 
electric vehicles, we should expect Romanian public 
policies to rapidly shift towards palpable objectives 
of technological development. But it is not the case. 
Although it was �nalized in 2021, when the 
environment targets at the European level were 
already clearly de�ned, Romania’s National Recovery 
and Resilience Plan is extremely defective from the 
auto industry point of view. The NRRP chapter on 
energy includes the investment “Industrial chain of 
manufacturing and/or assemblage and/or battery, 
cells and photovoltaic panels (including auxiliary 
equipment) recycling  and new capabilities of 
storing electric energy”, that assigns 150 million EUR 
for the manufacturing, the assemblage and the 
recycling of battery. By comparison, the most recent 
state aid o�ered by the Hungarian government for 
battery cell manufacturing (a single operation, 
without assemblage and recycling) is considerably 
bigger: 209 million EUR.16 In terms of capacity, the 
objective stated in NRRP is 2GW by the end of 2025, 
similar to the lowest investments in individual plants 
already announced in other European countries (see 
the map above). But in Romania we don’t have 
any �rm commitment, only the authorities' 
announcement of the intention to attract by 
comparison small investments in the next three 

years. By this deadline, we c an expect 
an even bigger growth of investment 
in the countries that are already more 
advanced. Once again, Hungary is a 
very good example, the government 
announced the intention to triple the 
capacity of battery manufacturing by 
2025.17 The Hungary investments are 
largely oriented towards the auto 
industry, while the NRRP objective is not 
explicit in this respect.

Not even the Operational Programme 
Just Transition includes any intention 
towards the development of new 
auto technologies, even if the over 2 
billion EUR  funds available for 
Romania could theoretically �nance 
ample investments. The Regional Plans 
for the six counties included in the 
programme refer to the need of ample 
investments to replace the jobs 
eliminated as a result of renouncing polluting 
activities. Nevertheless these plans do not include 
big speci�c projects, emphasizing that they have not 
been identi�ed or outlined. Instead, the plans 
include generic measures: stimulating SMEs, 
increasing the energy e�ciency of buildings, 
investments in public transport, etc. As in the case of 
NRRP and the industrial policies in the last decade, 
we are facing a lack of vision on part of the 
government and most probably a lack of ability to 
manage large and complex projects.

Aside from the industrial policies, a just transition to 
electric vehicles also requires public policies to 
ensure all necessary conditions for the mobility of 
the population. As we already mentioned, from this 
perspective the transition to electric vehicles is 
facing two major obstacles: the high cost of vehicles 
and the scarcity of a charging infrastructure. 
Concerning the �rst, Romania has already 
implemented a relatively generous policy, the Rabla 
Plus programme o�ers a signi�cant subsidy for the 
acquisition of electric vehicles. But in spite of this 
subsidy, the market share of electric cars is still low, 
one of the main reasons being that they are still 

una�ordable for the majority of the population. In 
other words, the income di�erences between 
Romania and the Western countries cannot be 
compensated by the Rabla Plus programme and if 
failing to reach a convergence between the Western 
and the Eastern incomes, most probably the auto 
market in Romania will be left behind by the markets 
of the other EU members.

This asymmetry between the East and the West has 
signi�cant e�ects on the car markets in the countries 
with low incomes, such as Romania. On the one 
hand, new cars in general are too expensive for the 
Romanian population: the fact that 70% of the 
registered cars are second-hand cars proves it. On 
the other hand, Romania is a solid market for 
polluting cars that the Western population is trying 
to get rid of as quickly as possible and at lower and 
lower prices. In such a context it is no wonder that in 
Romania the number of diesel cars has constantly 
increased in parallel with the multiple scandals that 
highlighted their real impact on the environment, 

while in the Western countries the percentage of 
diesel cars has collapsed.  

These are old and systemic problems. The authorities 
acknowledge them as such, public policy proposals 
are based on mainly accurate evaluations of the 
current situation.18 But the same proposals do not 
include speci�c objectives and solutions, instead 
they come down to generic statements about the 
need to remedy the already determined issues. The 
necessary measures  – among which the enforced 
limitation of registering pollutant vehicles – would 
require a considerable strategic and administrative 
capacity as well as considerable electoral risks. On 
average, the only long term viable solution is raising 
the income of the population, so that electric cars 
become a viable alternative to the pollutant ones 
that nowadays represent the norm. 

The debate over the price of electric cars and 
thermal engine cars is focused less and less on the 
price of acquisition, it also takes into account total 
cost of ownership that also includes the costs of 
using the car (fuel, service, etc.). Most of the analyses 
conclude that these costs are already lower for 
electric vehicles in comparison to thermal 
combustion vehicles.19 But for the Romanian 
population such analyses are not highly relevant, 
because the costs associated with the acquisition 
and the use of vehicles have a di�erent impact in the 
lower income countries compared to the higher 
income countries. By comparison, the amount of 
electricity that can be paid for with the minimum 
wage in the EU states position Romania on the last 
place of the list (the di�erence between Romania 
and Bulgaria would be even more signi�cant if we 

take into account the net wages). Hence, stating that 
the Romanian automotive market cannot make the 
transition to zero emissions without a signi�cant 
raise of the incomes is even more accurate if we take 
into consideration the total cost of a car usage.

The charging infrastructure is also a weak point in 
Romania. The target established by NRRP is of 30000 
functional charging points by the second trimester 
of 2026, 1836 of which are already in use. Out of the 
30000, only 13200 bene�t from �nancing from NRRP 
(165 million EUR), the rest are included in the 
investments in road infrastructure and energetic 
rehabilitation of buildings. There are several ways to 
evaluate whether this objective is enough to achieve 
the target:

1  the comparison with other countries. Germany, for 
instance, announces investments of billions of Euro 
in the next few years and an initial target of one 
million charging points (tens of times more than 
Romania, for a population four or �ve times larger), a 
target that will most probably be upgraded in the 
next master plan for electric cars charging 
infrastructure.

2 it is based on obsolete assumptions about the 
transition pace to electric vehicles. The NRRP 
arguments are based on public policy 
documents from 2018 that could not have 
anticipated the most recent developments. The 
problem is broader: The 2021-2030 Integrated 
National Energy and Climate Plan, elaborated by 
the authorities alongside the consulting services 
company Deloitte, uses prognosis from 2018, 
stating that by 2030 only 700000 electric vehicles 
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the value chain of thermal engines. These are 
activities of high economic importance due to their 
complexity, including the quali�cation of the 
workforce. Hence, it does not entail only a 
signi�cant decrease of the employment, but a 
reduction of the complexity and productivity in the 
automotive industry. Without some public policies 
that directly approach these challenges, there is, on 
the one hand, the risk to reverse the historic growth 
of the auto industry and, on the other hand, the risk 
of shifting to specializing in activities with low 
value-add and a low impact on the economy as a 
whole. Until now the public policy concerning the 
auto industry anticipates these sorts of risks, but not 
to countervail them, but to contribute to their 
materialization.

Given the economic importance of the 
automobile industry for the EU economy (12.6 
million jobs are dependent, directly or indirectly, 
on the automobile industry, which exports 
products estimated at 134 billion EUR at EU 
level6, predictably there are concerns about the 
socio-economic impact of the transition to 
electric vehicles. An important part of the 
traditional car industry – the production of 
engines, gearboxes, fuel management systems, 
�ltration systems, exhaust systems and all other 
additional components – will disappear 
alongside electric vehicles, being replaced by the 

production of completely new components: 
batteries, electric engines, new electronic and 
cooling systems. This transition implies new 
quali�cations, new industrial capabilities, new 
jobs and new market players; of course, it also 
implies renouncing a whole series of 
quali�cations, industrial capabilities, jobs and 
even big companies.

The debate is mainly focused on battery 
production, for at least three reasons: 1) the value 
of the battery in the economy of an electric 
vehicle is a signi�cant one, and developing the 
battery production can compensate �nancially 
for the elimination of the value chain of thermal 
engines; 2) the battery production requires 
brand new technological abilities and the EU 
economy is risking to lose the race against other 
countries that have developed such expertise 
earlier on, especially against China; 3) the battery 
production is among the few (if not the only) 
ample activities created from scratch in the 
transition to electric vehicles and therefore 
among the few (if not the only) activities that can 
attenuate the impact of renouncing the 
production of thermal propulsion systems. 
Consequently, the governments of the EU states 
with strong automotive industries have recently 
made signi�cant e�orts to develop local battery 
production capacities and at the moment the 
concerns regarding the economic e�ects of 
insu�cient battery production on the EU 
territory have mainly evaporated. But, although it 
has a strong automotive industry, Romania is not 
among these states.

Even though concerns regarding the direct 
economic impact strictly regarding the transition 
have mostly evaporated when major 
investments at the European level were 
announced, the same cannot be said about the 
employment issue. There are still debates about 
potentially huge job losses and/or 
unprecedented transformation for the remaining 
ones. Prioritizing employment is understandable 
if we take into account the profound 
transformations that the transition to electric 
vehicles brings to the entire value chain of the 
automotive industry: 

1 upstream, renouncing thermal engines has a 
huge impact on the supplier chain. Until recently, 
many of the biggest automotive suppliers have 
invested massively in thermal engine 
technologies and now are forced to make plans 
to abandon those activities. Such is the case of 

the German group Continental, the biggest 
automotive employer in Romania, that in 2019 
created Vitesco Technologies, thus separating 
the manufacturing of the propulsion systems. 
Vitesco aims to become one of the major 
international suppliers of technology for electric 
vehicles. Creating Vitesco was necessary to limit 
the disturbance of other Continental activities 
and to facilitate the access to funding for the 
major investments necessary to develop new 
technologies. As a consequence of this change, 
2600 of the 20000 Romanian employees of 
Continental have been employed by Vitesco.
2 vehicle manufacturers need to renounce 
activities until recently considered high-tech and 
with high added value – the production of 
engines and gearboxes. Unprecedented 
measures are noticeable here as well, among 
them Ford and Renault splitting up that we 
discussed earlier on.
3 downstream, the transition to electric vehicles 
generates signi�cant turbulence for the retail 
and service activities as well. Electric vehicles are 
simpler and more reliable from a mechanical 
point of view, which is expected to lead to a 
signi�cant contraction of aftermarket and service 
activities. Moreover, the increasing �nancial 
pressure causes the automotive manufacturers 
to reconsider their relationship with the car 
dealers. Following Tesla distribution model, more 
and more car manufacturers announced shifting 
to an indirect sales model (independent dealer 
networks with commercial, �nancial and 
personnel autonomy) to a direct sales model 
(direct customer service, using online platforms 
and agencies controlled by the car 
manufacturers). We may be looking at a 
potentially historic change in car selling which is 
expected to have a negative impact on 
employment.7

Up until this moment, there is only one study 
that approaches the potential impact upon 
employment in the automotive industry in 

Romania. Published at the end of 2021, under the 
aegis of CLEPA, the analysis made by 
PricewaterhouseCoopers (PwC) shows a 
potentially major negative impact on 
employment in the car industry in Romania. Out 
of 56000 jobs determined by PwC in the 
production of internal combustion engines, only 
26800 jobs would remain active in 2035, 
considering the Fit for 55 package is 
implemented. Given the fact that at the time the 
study was published, this scenario was not 
unavoidable (as it appears to be now), the study 
compares it to other two outlines: the hybrid 
scenario, in which the production of hybrid 
engines will be still surpassing the production of 
fully-electric engines, meaning that the jobs will 
reach 70000, and the radical scenarios, in which 
the newly produced vehicles emissions will go 
down to zero starting with 2030. According to 
this analysis, the �ve year di�erence between the 
radical scenario and the scenario Fit for 55 allows 
a certain amount of time for preparations, but it 
only partially attenuates the impact the 
transition has on the automotive industry in 
Romania. We are not dealing with a short term 
impact, given that in 2040 there would be less 
than 30000 jobs left.
     
Such numbers must be looked at with caution. 
The PwC/ CLEPA study methodology is not fully 
transparent, which means that the initial 
numbers (56000 jobs directly linked to the 

production of thermal engines) are di�cult to 
reproduce and the assumptions cannot be 
questioned. Another reason for caution is the 
diversity of similar evaluations carried out at the 
European level. On the whole, these evaluations 
can be split in two categories: the ones that 
forecast a negative impact, with more or less 
devastating e�ects, and the ones that forecast a 
negligible or even positive impact. The 
PwC/CLEPA study is a more recent contribution 
to the �rst category, completing older studies 
that forecasted, for example, the loss of 600000 
jobs in Germany. Other studies estimate totally 
di�erent outlines, including the European 
Commission that published an analysis of impact 
that forecasted a minor job loss in the European 
auto industry balanced by the opportunities 
from di�erent sectors that would bene�t from 
the transition to electric vehicles.8 A Boston 
Consulting Group (BCG) study published in 
2021estimated a negative impact of less than 
100000 jobs for the European auto industry 
(under 2% of the 5.6 million jobs covered by the 
analysis), in a scenario in which 43% of the 
vehicles sold in 2030 would be fully-electric.9 The 
BCG study became known for shifting the 
dialogue towards the qualitative changes 

concerning labor in the auto industry:  beside the 
estimated demand of 25% of jobs (1.4 million out 
of 5.5-5.6) that should be taken over by new 
employees (to compensate for discharges and 
retirements), 29% of jobs in 2030 will be 
completely new (1.6 million of 5.5) in terms of 
pro�les and quali�cations, directly link to electric 
engines. Even though shadowed by the major 
issues that the automotive industry is facing ever 
since the outbreak of the pandemic, in the last 
two years, at the European level the debate 
concerning the socio-economic impact of 
transitioning to electric vehicles was mainly 
centered around the terms established by the 
BCG study, although some studies, like the 
PwC/CLEPA study, have brought into the 
spotlight the signi�cant loss of jobs.

Where does Romania stand on these issues? It is 
di�cult to say without any detailed and 
thoroughgoing analysis. The fact that the impact of 
transition on the auto industry is not a signi�cant 
topic in Romania, although it is one at the European 
level, is utterly bizarre, given that Romania has a 
relatively important auto industry. According to 
Eurostat data, before the pandemic Romania had 
the �fth largest automotive industry in terms of 
employment after Germany, France, Poland and the 
Czech Republic. Approximately 180000 people used 
to work in the auto industry in Romania before the 
pandemic, or 2.7% of the total workforce, 
considerably more than in Germany, which has the 

biggest automotive industry by far. If we take into 
consideration exclusively the employees and not the 
entire workforce, INS data show 3.3% rate in the 
automotive industry out of the total of employees in 
2019. In relation to the manufacturing industry, in 
2019, the workers in the auto industry represented 
15% of the total, the second biggest rate in Europe, 
after Slovakia. 

In a nutshell, the auto industry is extremely 
important for the labour market and, implicitly, for 
the Romanian economy overall. If we add the sales 
and service networks, we reach 283000 employees 
in 2019, or 5.5% of the total. Before the pandemic, 
these workers generated over 6.4 billions EUR in 
value-add (out of which 4.4 billion in industry and 1 
billion in sales and service), or 7.7% of the total 
value-add of the competitive economy. In other 
words, even a 10% decrease of those numbers 
would have a strong impact on the labour market 
and on the national economy. A 50% decrease, as 
estimated in the PwC/CLEPA study, would have 
dramatic consequences.

However vast the impact on the economy and jobs, 
it would a�ect di�erently some parts of the country 
compared to others, as the auto industry is 
coagulated in certain regions of the country 
(especially in the Center and West) and, with some 
exceptions, is completely lacking in other regions 
(East and South). In Argeș county, before the 
pandemic, almost 30000 people worked in the auto 
industry, 18.4% of the total employees of the county. 
Arad, Sibiu and Bistrița-Năsăud are the other 
counties where the rate of employees in the auto 
industry is above 10% of the total. Besides Argeș 
county, Timiș, Arad, Sibiu and Brașov counties each 
have over 10000 employees in the component 
manufacturing industry. The transition to electric 
vehicles raises questions especially for the 
economies of these counties.

Argeș county is a special case as this is where 
Automobile Dacia operates and a big part of the 
extended supplier chain of the two assembly plants 
of the Renault group (Automobile Plant and 

Mechanical and Chassis Plant, both on Mioveni 
Industrial Platform). The French company recently 
announced forming a new division for the 
development and manufacturing of fully-electric 
vehicles, leaving room for speculation about a 
possible sale of the Mechanical Plant, that 
manufactures thermal engines and gearboxes.10 

The sale of the Mechanical Plant is highly unlikely, 
but the separation of the two plants under the 

umbrella of di�erent companies certainly facilitates 
the elimination of jobs and, eventually, closing down 
the Mechanical Plant. At the moment approximately 
4000 people work in the engine and gearbox 
manufacturing plant, around 30% of Automobile 
Dacia employees and 36% of the employees of the 
Mioveni platform. The elimination of these relatively 
well paid and highly quali�ed jobs from the 
Mechanical Plant would have a major impact on 
Mioveni and Argeș county, and all this without 
taking into account the unavoidable decrease of 
activity in Dacia’s suppliers. 

The Ford plant in Craiova will be, of course, a�ected 
as well. Approximately 1000 out of 6000 employees 
work in the engine division, activity that will be 

completely eliminated in 2030, at the latest, if Craiova 
will be aligned to the For Europe policy – once again, 
Ford Otosan’s strategy on this issue is not clear. Ford 
already has a partnership with the Korean battery 
manufacturer SK Innovation, which has made major 
investments in Hungary and announced their 
intention to develop manufacturing capabilities in 
Turkey. If this is the case, it is possible that the battery 
cells needed in Craiova might be imported (most 
probably from Hungary), leaving the Craiova plant 

with the assemblage of the batteries at most, an 
activity with relatively low value-add that does not 
require much personnel.11

Another activity directly impacted by the transition 
to electric vehicles is the manufacturing of 
gearboxes and associated components in the two 
Daimler plants in Alba county (Star Assembly and 
Star Transmission, in Sebeș and Cugir). Daimler 
announced a very fast transition (before 2030) to a 
completely electric portfolio that would make 

gearbox manufacturing redundant. The conversion 
to electric engines manufacturing, along with all 
associated transmission components, is a possibility, 
in theory, but these components are large and 
heavy, which would signi�cantly increase the logistic 
costs for the two plants in Romania, which are 
relatively remote from all the other Daimler 
manufacturing divisions. Together, the two Daimler 
plants have approximately 2700 employees, which, 
in a pessimistic scenario would lead to the 
cumulated direct impact on the three big 
manufacturers operating in Romania (Dacia, Ford, 
Daimler) to a maximum of 8000 employees.

The economic impact would go way beyond the 
job loss. For Dacia and Ford, eliminating the engine 
and gearbox manufacturing and importing a 
considerable percentage of the components that 
will replace them in the new electric vehicles would 
mean a signi�cant reduction of the value-add of the 
Romanian vehicle exports, that, before the 
pandemic, used to generate close to 5 billion EUR 
annually. The export of gearboxes and associated 
components, in turn, generated close to 1.7 billion 
EUR and were manufactured by the two Daimler 
plants and the Mechanical plant in Mioveni. The 
manufacturing of internal combustion pumps, the 
components of starting systems, the exhaust 
systems and the clutch system will also be severely 
impacted – exports of 600 million EUR. 
Consequently, this entails the potential loss of jobs 
associated with these activities that would add to 
the 8000 mentioned above. Nevertheless, for a more 
precise evaluation of the impact on the supplier 
chain, we would need a more detailed analysis that 
takes into consideration the facts from the �eld, 
including the strategies and opportunities of each 
company. To the numbers associated with the 
manufacturing industry we need to add those for 
sales and service, which also risk a signi�cant impact: 
a 7% decrease in sales and service jobs as a result of 
transitioning to the indirect sales model would 
translate to 7000 jobs less, plus the gradual reduction 
of aftermarket and service activities.

The data regarding exports convey a more realistic 
image of the socio-economic impact of eliminating 

The Romanian authorities' policies concerning the 
automotive industry have been up until this 
moment as e�cient as they have been rudimentary: 
state aid to subsidize the investments in new 
manufacturing capabilities, based on simple 
quantitative criteria, di�erently put, based on the 
number of new jobs created.12 This approach 
contributed to the rapid growth of the supplier 
industries in the 2010s, the state funded a 
considerable percentage of the necessary 
investments, predominantly for intensive activities in 
the workforce. Romania rapidly became the main 
European manufacturer of vehicle wiring, hiring tens 
of thousands of people in multiple counties. Strictly 
quantitatively, this can be seen as some sort of 
achievement, but these new investments only 
assure poorly paid jobs with low productivity.

Therefore, even though they had a decisive 
contribution to the growth of the automotive 
industry, the Romanian authorities did not pursue 
stimulating technological accession and the 
development of complex activities. The limits of their 
approach were already evident before the 
pandemic, when the employment in the 
automotive industry started to decline in a context 
of rapid increase of costs and of new opportunities 
of manufacturing at lower prices (in Moldova, Serbia 
and Ukraine). In the new context of vast 
technological changes and the competitiveness 
between states to attract investments in new 
technologies, government aid lacking a vision of 
medium and long term development would be a 
failure. This lack of vision and reaction when facing 
the transformation a�ecting the most important 
industrial sector in the country is evident above, on 
the map of announced investments for the battery 
manufacturing, where Romania is not on the lists, 
although it has two big car assembly plants. The 
Romanian scenario is most contrasting with the 
Hungarian one where various investments in battery 
plants are already being implemented with decisive 
support from the government.

The fact that in 2022 Romania there is no 
announcement of any intention to invest in battery 
production capabilities is a clear sign that Romania 
has lost the race against the other European 
countries, amongst which Hungary and Poland. The 
recent announcement of Rock Tech Lithium 
investing in a new plant in Brașov does not 
contradict the previous statement.13 Rock Tech 
produces lithium hydroxide, a raw material for the 
manufacturing of battery cells, that would take place 
in a di�erent location. Rock Tech’s strategy is to �nd 
near-shore locations for the European battery 
industry, di�erently put, to make investments in 
countries with low costs in order to export raw 
material where needed.14 Therefore, Romania 

continues to attract investments mainly because of 
low costs and with the perspective of export for 
complex processing. The future Rock Tech plant will 
probably supply the battery plants in Hungary that 
will supply cells and even complete batteries for the 
auto industry in Romania. On this chain, Romania 
loses a consistent percentage of the value-add and 
of the new created jobs. The most recent investment 
in battery manufacturing announced in Hungary 
will create 1900 jobs, while the Rock Tech investment 
in Romania is estimated to only require 500 
employees.15

In the context of harsher environment regulations 
and of a signi�cant acceleration of the transition to 
electric vehicles, we should expect Romanian public 
policies to rapidly shift towards palpable objectives 
of technological development. But it is not the case. 
Although it was �nalized in 2021, when the 
environment targets at the European level were 
already clearly de�ned, Romania’s National Recovery 
and Resilience Plan is extremely defective from the 
auto industry point of view. The NRRP chapter on 
energy includes the investment “Industrial chain of 
manufacturing and/or assemblage and/or battery, 
cells and photovoltaic panels (including auxiliary 
equipment) recycling  and new capabilities of 
storing electric energy”, that assigns 150 million EUR 
for the manufacturing, the assemblage and the 
recycling of battery. By comparison, the most recent 
state aid o�ered by the Hungarian government for 
battery cell manufacturing (a single operation, 
without assemblage and recycling) is considerably 
bigger: 209 million EUR.16 In terms of capacity, the 
objective stated in NRRP is 2GW by the end of 2025, 
similar to the lowest investments in individual plants 
already announced in other European countries (see 
the map above). But in Romania we don’t have 
any �rm commitment, only the authorities' 
announcement of the intention to attract by 
comparison small investments in the next three 

years. By this deadline, we c an expect 
an even bigger growth of investment 
in the countries that are already more 
advanced. Once again, Hungary is a 
very good example, the government 
announced the intention to triple the 
capacity of battery manufacturing by 
2025.17 The Hungary investments are 
largely oriented towards the auto 
industry, while the NRRP objective is not 
explicit in this respect.

Not even the Operational Programme 
Just Transition includes any intention 
towards the development of new 
auto technologies, even if the over 2 
billion EUR  funds available for 
Romania could theoretically �nance 
ample investments. The Regional Plans 
for the six counties included in the 
programme refer to the need of ample 
investments to replace the jobs 
eliminated as a result of renouncing polluting 
activities. Nevertheless these plans do not include 
big speci�c projects, emphasizing that they have not 
been identi�ed or outlined. Instead, the plans 
include generic measures: stimulating SMEs, 
increasing the energy e�ciency of buildings, 
investments in public transport, etc. As in the case of 
NRRP and the industrial policies in the last decade, 
we are facing a lack of vision on part of the 
government and most probably a lack of ability to 
manage large and complex projects.

Aside from the industrial policies, a just transition to 
electric vehicles also requires public policies to 
ensure all necessary conditions for the mobility of 
the population. As we already mentioned, from this 
perspective the transition to electric vehicles is 
facing two major obstacles: the high cost of vehicles 
and the scarcity of a charging infrastructure. 
Concerning the �rst, Romania has already 
implemented a relatively generous policy, the Rabla 
Plus programme o�ers a signi�cant subsidy for the 
acquisition of electric vehicles. But in spite of this 
subsidy, the market share of electric cars is still low, 
one of the main reasons being that they are still 

una�ordable for the majority of the population. In 
other words, the income di�erences between 
Romania and the Western countries cannot be 
compensated by the Rabla Plus programme and if 
failing to reach a convergence between the Western 
and the Eastern incomes, most probably the auto 
market in Romania will be left behind by the markets 
of the other EU members.

This asymmetry between the East and the West has 
signi�cant e�ects on the car markets in the countries 
with low incomes, such as Romania. On the one 
hand, new cars in general are too expensive for the 
Romanian population: the fact that 70% of the 
registered cars are second-hand cars proves it. On 
the other hand, Romania is a solid market for 
polluting cars that the Western population is trying 
to get rid of as quickly as possible and at lower and 
lower prices. In such a context it is no wonder that in 
Romania the number of diesel cars has constantly 
increased in parallel with the multiple scandals that 
highlighted their real impact on the environment, 

while in the Western countries the percentage of 
diesel cars has collapsed.  

These are old and systemic problems. The authorities 
acknowledge them as such, public policy proposals 
are based on mainly accurate evaluations of the 
current situation.18 But the same proposals do not 
include speci�c objectives and solutions, instead 
they come down to generic statements about the 
need to remedy the already determined issues. The 
necessary measures  – among which the enforced 
limitation of registering pollutant vehicles – would 
require a considerable strategic and administrative 
capacity as well as considerable electoral risks. On 
average, the only long term viable solution is raising 
the income of the population, so that electric cars 
become a viable alternative to the pollutant ones 
that nowadays represent the norm. 

The debate over the price of electric cars and 
thermal engine cars is focused less and less on the 
price of acquisition, it also takes into account total 
cost of ownership that also includes the costs of 
using the car (fuel, service, etc.). Most of the analyses 
conclude that these costs are already lower for 
electric vehicles in comparison to thermal 
combustion vehicles.19 But for the Romanian 
population such analyses are not highly relevant, 
because the costs associated with the acquisition 
and the use of vehicles have a di�erent impact in the 
lower income countries compared to the higher 
income countries. By comparison, the amount of 
electricity that can be paid for with the minimum 
wage in the EU states position Romania on the last 
place of the list (the di�erence between Romania 
and Bulgaria would be even more signi�cant if we 

take into account the net wages). Hence, stating that 
the Romanian automotive market cannot make the 
transition to zero emissions without a signi�cant 
raise of the incomes is even more accurate if we take 
into consideration the total cost of a car usage.

The charging infrastructure is also a weak point in 
Romania. The target established by NRRP is of 30000 
functional charging points by the second trimester 
of 2026, 1836 of which are already in use. Out of the 
30000, only 13200 bene�t from �nancing from NRRP 
(165 million EUR), the rest are included in the 
investments in road infrastructure and energetic 
rehabilitation of buildings. There are several ways to 
evaluate whether this objective is enough to achieve 
the target:

1  the comparison with other countries. Germany, for 
instance, announces investments of billions of Euro 
in the next few years and an initial target of one 
million charging points (tens of times more than 
Romania, for a population four or �ve times larger), a 
target that will most probably be upgraded in the 
next master plan for electric cars charging 
infrastructure.

2 it is based on obsolete assumptions about the 
transition pace to electric vehicles. The NRRP 
arguments are based on public policy 
documents from 2018 that could not have 
anticipated the most recent developments. The 
problem is broader: The 2021-2030 Integrated 
National Energy and Climate Plan, elaborated by 
the authorities alongside the consulting services 
company Deloitte, uses prognosis from 2018, 
stating that by 2030 only 700000 electric vehicles 

the evaluation of 
public policies in 

Romania
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The Romanian authorities' policies concerning the 
automotive industry have been up until this 
moment as e�cient as they have been rudimentary: 
state aid to subsidize the investments in new 
manufacturing capabilities, based on simple 
quantitative criteria, di�erently put, based on the 
number of new jobs created.12 This approach 
contributed to the rapid growth of the supplier 
industries in the 2010s, the state funded a 
considerable percentage of the necessary 
investments, predominantly for intensive activities in 
the workforce. Romania rapidly became the main 
European manufacturer of vehicle wiring, hiring tens 
of thousands of people in multiple counties. Strictly 
quantitatively, this can be seen as some sort of 
achievement, but these new investments only 
assure poorly paid jobs with low productivity.

Therefore, even though they had a decisive 
contribution to the growth of the automotive 
industry, the Romanian authorities did not pursue 
stimulating technological accession and the 
development of complex activities. The limits of their 
approach were already evident before the 
pandemic, when the employment in the 
automotive industry started to decline in a context 
of rapid increase of costs and of new opportunities 
of manufacturing at lower prices (in Moldova, Serbia 
and Ukraine). In the new context of vast 
technological changes and the competitiveness 
between states to attract investments in new 
technologies, government aid lacking a vision of 
medium and long term development would be a 
failure. This lack of vision and reaction when facing 
the transformation a�ecting the most important 
industrial sector in the country is evident above, on 
the map of announced investments for the battery 
manufacturing, where Romania is not on the lists, 
although it has two big car assembly plants. The 
Romanian scenario is most contrasting with the 
Hungarian one where various investments in battery 
plants are already being implemented with decisive 
support from the government.

The fact that in 2022 Romania there is no 
announcement of any intention to invest in battery 
production capabilities is a clear sign that Romania 
has lost the race against the other European 
countries, amongst which Hungary and Poland. The 
recent announcement of Rock Tech Lithium 
investing in a new plant in Brașov does not 
contradict the previous statement.13 Rock Tech 
produces lithium hydroxide, a raw material for the 
manufacturing of battery cells, that would take place 
in a di�erent location. Rock Tech’s strategy is to �nd 
near-shore locations for the European battery 
industry, di�erently put, to make investments in 
countries with low costs in order to export raw 
material where needed.14 Therefore, Romania 

continues to attract investments mainly because of 
low costs and with the perspective of export for 
complex processing. The future Rock Tech plant will 
probably supply the battery plants in Hungary that 
will supply cells and even complete batteries for the 
auto industry in Romania. On this chain, Romania 
loses a consistent percentage of the value-add and 
of the new created jobs. The most recent investment 
in battery manufacturing announced in Hungary 
will create 1900 jobs, while the Rock Tech investment 
in Romania is estimated to only require 500 
employees.15

In the context of harsher environment regulations 
and of a signi�cant acceleration of the transition to 
electric vehicles, we should expect Romanian public 
policies to rapidly shift towards palpable objectives 
of technological development. But it is not the case. 
Although it was �nalized in 2021, when the 
environment targets at the European level were 
already clearly de�ned, Romania’s National Recovery 
and Resilience Plan is extremely defective from the 
auto industry point of view. The NRRP chapter on 
energy includes the investment “Industrial chain of 
manufacturing and/or assemblage and/or battery, 
cells and photovoltaic panels (including auxiliary 
equipment) recycling  and new capabilities of 
storing electric energy”, that assigns 150 million EUR 
for the manufacturing, the assemblage and the 
recycling of battery. By comparison, the most recent 
state aid o�ered by the Hungarian government for 
battery cell manufacturing (a single operation, 
without assemblage and recycling) is considerably 
bigger: 209 million EUR.16 In terms of capacity, the 
objective stated in NRRP is 2GW by the end of 2025, 
similar to the lowest investments in individual plants 
already announced in other European countries (see 
the map above). But in Romania we don’t have 
any �rm commitment, only the authorities' 
announcement of the intention to attract by 
comparison small investments in the next three 

years. By this deadline, we c an expect 
an even bigger growth of investment 
in the countries that are already more 
advanced. Once again, Hungary is a 
very good example, the government 
announced the intention to triple the 
capacity of battery manufacturing by 
2025.17 The Hungary investments are 
largely oriented towards the auto 
industry, while the NRRP objective is not 
explicit in this respect.

Not even the Operational Programme 
Just Transition includes any intention 
towards the development of new 
auto technologies, even if the over 2 
billion EUR  funds available for 
Romania could theoretically �nance 
ample investments. The Regional Plans 
for the six counties included in the 
programme refer to the need of ample 
investments to replace the jobs 
eliminated as a result of renouncing polluting 
activities. Nevertheless these plans do not include 
big speci�c projects, emphasizing that they have not 
been identi�ed or outlined. Instead, the plans 
include generic measures: stimulating SMEs, 
increasing the energy e�ciency of buildings, 
investments in public transport, etc. As in the case of 
NRRP and the industrial policies in the last decade, 
we are facing a lack of vision on part of the 
government and most probably a lack of ability to 
manage large and complex projects.

Aside from the industrial policies, a just transition to 
electric vehicles also requires public policies to 
ensure all necessary conditions for the mobility of 
the population. As we already mentioned, from this 
perspective the transition to electric vehicles is 
facing two major obstacles: the high cost of vehicles 
and the scarcity of a charging infrastructure. 
Concerning the �rst, Romania has already 
implemented a relatively generous policy, the Rabla 
Plus programme o�ers a signi�cant subsidy for the 
acquisition of electric vehicles. But in spite of this 
subsidy, the market share of electric cars is still low, 
one of the main reasons being that they are still 

una�ordable for the majority of the population. In 
other words, the income di�erences between 
Romania and the Western countries cannot be 
compensated by the Rabla Plus programme and if 
failing to reach a convergence between the Western 
and the Eastern incomes, most probably the auto 
market in Romania will be left behind by the markets 
of the other EU members.

This asymmetry between the East and the West has 
signi�cant e�ects on the car markets in the countries 
with low incomes, such as Romania. On the one 
hand, new cars in general are too expensive for the 
Romanian population: the fact that 70% of the 
registered cars are second-hand cars proves it. On 
the other hand, Romania is a solid market for 
polluting cars that the Western population is trying 
to get rid of as quickly as possible and at lower and 
lower prices. In such a context it is no wonder that in 
Romania the number of diesel cars has constantly 
increased in parallel with the multiple scandals that 
highlighted their real impact on the environment, 

while in the Western countries the percentage of 
diesel cars has collapsed.  

These are old and systemic problems. The authorities 
acknowledge them as such, public policy proposals 
are based on mainly accurate evaluations of the 
current situation.18 But the same proposals do not 
include speci�c objectives and solutions, instead 
they come down to generic statements about the 
need to remedy the already determined issues. The 
necessary measures  – among which the enforced 
limitation of registering pollutant vehicles – would 
require a considerable strategic and administrative 
capacity as well as considerable electoral risks. On 
average, the only long term viable solution is raising 
the income of the population, so that electric cars 
become a viable alternative to the pollutant ones 
that nowadays represent the norm. 

The debate over the price of electric cars and 
thermal engine cars is focused less and less on the 
price of acquisition, it also takes into account total 
cost of ownership that also includes the costs of 
using the car (fuel, service, etc.). Most of the analyses 
conclude that these costs are already lower for 
electric vehicles in comparison to thermal 
combustion vehicles.19 But for the Romanian 
population such analyses are not highly relevant, 
because the costs associated with the acquisition 
and the use of vehicles have a di�erent impact in the 
lower income countries compared to the higher 
income countries. By comparison, the amount of 
electricity that can be paid for with the minimum 
wage in the EU states position Romania on the last 
place of the list (the di�erence between Romania 
and Bulgaria would be even more signi�cant if we 

take into account the net wages). Hence, stating that 
the Romanian automotive market cannot make the 
transition to zero emissions without a signi�cant 
raise of the incomes is even more accurate if we take 
into consideration the total cost of a car usage.

The charging infrastructure is also a weak point in 
Romania. The target established by NRRP is of 30000 
functional charging points by the second trimester 
of 2026, 1836 of which are already in use. Out of the 
30000, only 13200 bene�t from �nancing from NRRP 
(165 million EUR), the rest are included in the 
investments in road infrastructure and energetic 
rehabilitation of buildings. There are several ways to 
evaluate whether this objective is enough to achieve 
the target:

1  the comparison with other countries. Germany, for 
instance, announces investments of billions of Euro 
in the next few years and an initial target of one 
million charging points (tens of times more than 
Romania, for a population four or �ve times larger), a 
target that will most probably be upgraded in the 
next master plan for electric cars charging 
infrastructure.

2 it is based on obsolete assumptions about the 
transition pace to electric vehicles. The NRRP 
arguments are based on public policy 
documents from 2018 that could not have 
anticipated the most recent developments. The 
problem is broader: The 2021-2030 Integrated 
National Energy and Climate Plan, elaborated by 
the authorities alongside the consulting services 
company Deloitte, uses prognosis from 2018, 
stating that by 2030 only 700000 electric vehicles 
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The Romanian authorities' policies concerning the 
automotive industry have been up until this 
moment as e�cient as they have been rudimentary: 
state aid to subsidize the investments in new 
manufacturing capabilities, based on simple 
quantitative criteria, di�erently put, based on the 
number of new jobs created.12 This approach 
contributed to the rapid growth of the supplier 
industries in the 2010s, the state funded a 
considerable percentage of the necessary 
investments, predominantly for intensive activities in 
the workforce. Romania rapidly became the main 
European manufacturer of vehicle wiring, hiring tens 
of thousands of people in multiple counties. Strictly 
quantitatively, this can be seen as some sort of 
achievement, but these new investments only 
assure poorly paid jobs with low productivity.

Therefore, even though they had a decisive 
contribution to the growth of the automotive 
industry, the Romanian authorities did not pursue 
stimulating technological accession and the 
development of complex activities. The limits of their 
approach were already evident before the 
pandemic, when the employment in the 
automotive industry started to decline in a context 
of rapid increase of costs and of new opportunities 
of manufacturing at lower prices (in Moldova, Serbia 
and Ukraine). In the new context of vast 
technological changes and the competitiveness 
between states to attract investments in new 
technologies, government aid lacking a vision of 
medium and long term development would be a 
failure. This lack of vision and reaction when facing 
the transformation a�ecting the most important 
industrial sector in the country is evident above, on 
the map of announced investments for the battery 
manufacturing, where Romania is not on the lists, 
although it has two big car assembly plants. The 
Romanian scenario is most contrasting with the 
Hungarian one where various investments in battery 
plants are already being implemented with decisive 
support from the government.

The fact that in 2022 Romania there is no 
announcement of any intention to invest in battery 
production capabilities is a clear sign that Romania 
has lost the race against the other European 
countries, amongst which Hungary and Poland. The 
recent announcement of Rock Tech Lithium 
investing in a new plant in Brașov does not 
contradict the previous statement.13 Rock Tech 
produces lithium hydroxide, a raw material for the 
manufacturing of battery cells, that would take place 
in a di�erent location. Rock Tech’s strategy is to �nd 
near-shore locations for the European battery 
industry, di�erently put, to make investments in 
countries with low costs in order to export raw 
material where needed.14 Therefore, Romania 

continues to attract investments mainly because of 
low costs and with the perspective of export for 
complex processing. The future Rock Tech plant will 
probably supply the battery plants in Hungary that 
will supply cells and even complete batteries for the 
auto industry in Romania. On this chain, Romania 
loses a consistent percentage of the value-add and 
of the new created jobs. The most recent investment 
in battery manufacturing announced in Hungary 
will create 1900 jobs, while the Rock Tech investment 
in Romania is estimated to only require 500 
employees.15

In the context of harsher environment regulations 
and of a signi�cant acceleration of the transition to 
electric vehicles, we should expect Romanian public 
policies to rapidly shift towards palpable objectives 
of technological development. But it is not the case. 
Although it was �nalized in 2021, when the 
environment targets at the European level were 
already clearly de�ned, Romania’s National Recovery 
and Resilience Plan is extremely defective from the 
auto industry point of view. The NRRP chapter on 
energy includes the investment “Industrial chain of 
manufacturing and/or assemblage and/or battery, 
cells and photovoltaic panels (including auxiliary 
equipment) recycling  and new capabilities of 
storing electric energy”, that assigns 150 million EUR 
for the manufacturing, the assemblage and the 
recycling of battery. By comparison, the most recent 
state aid o�ered by the Hungarian government for 
battery cell manufacturing (a single operation, 
without assemblage and recycling) is considerably 
bigger: 209 million EUR.16 In terms of capacity, the 
objective stated in NRRP is 2GW by the end of 2025, 
similar to the lowest investments in individual plants 
already announced in other European countries (see 
the map above). But in Romania we don’t have 
any �rm commitment, only the authorities' 
announcement of the intention to attract by 
comparison small investments in the next three 

years. By this deadline, we c an expect 
an even bigger growth of investment 
in the countries that are already more 
advanced. Once again, Hungary is a 
very good example, the government 
announced the intention to triple the 
capacity of battery manufacturing by 
2025.17 The Hungary investments are 
largely oriented towards the auto 
industry, while the NRRP objective is not 
explicit in this respect.

Not even the Operational Programme 
Just Transition includes any intention 
towards the development of new 
auto technologies, even if the over 2 
billion EUR  funds available for 
Romania could theoretically �nance 
ample investments. The Regional Plans 
for the six counties included in the 
programme refer to the need of ample 
investments to replace the jobs 
eliminated as a result of renouncing polluting 
activities. Nevertheless these plans do not include 
big speci�c projects, emphasizing that they have not 
been identi�ed or outlined. Instead, the plans 
include generic measures: stimulating SMEs, 
increasing the energy e�ciency of buildings, 
investments in public transport, etc. As in the case of 
NRRP and the industrial policies in the last decade, 
we are facing a lack of vision on part of the 
government and most probably a lack of ability to 
manage large and complex projects.

Aside from the industrial policies, a just transition to 
electric vehicles also requires public policies to 
ensure all necessary conditions for the mobility of 
the population. As we already mentioned, from this 
perspective the transition to electric vehicles is 
facing two major obstacles: the high cost of vehicles 
and the scarcity of a charging infrastructure. 
Concerning the �rst, Romania has already 
implemented a relatively generous policy, the Rabla 
Plus programme o�ers a signi�cant subsidy for the 
acquisition of electric vehicles. But in spite of this 
subsidy, the market share of electric cars is still low, 
one of the main reasons being that they are still 

una�ordable for the majority of the population. In 
other words, the income di�erences between 
Romania and the Western countries cannot be 
compensated by the Rabla Plus programme and if 
failing to reach a convergence between the Western 
and the Eastern incomes, most probably the auto 
market in Romania will be left behind by the markets 
of the other EU members.

This asymmetry between the East and the West has 
signi�cant e�ects on the car markets in the countries 
with low incomes, such as Romania. On the one 
hand, new cars in general are too expensive for the 
Romanian population: the fact that 70% of the 
registered cars are second-hand cars proves it. On 
the other hand, Romania is a solid market for 
polluting cars that the Western population is trying 
to get rid of as quickly as possible and at lower and 
lower prices. In such a context it is no wonder that in 
Romania the number of diesel cars has constantly 
increased in parallel with the multiple scandals that 
highlighted their real impact on the environment, 

while in the Western countries the percentage of 
diesel cars has collapsed.  

These are old and systemic problems. The authorities 
acknowledge them as such, public policy proposals 
are based on mainly accurate evaluations of the 
current situation.18 But the same proposals do not 
include speci�c objectives and solutions, instead 
they come down to generic statements about the 
need to remedy the already determined issues. The 
necessary measures  – among which the enforced 
limitation of registering pollutant vehicles – would 
require a considerable strategic and administrative 
capacity as well as considerable electoral risks. On 
average, the only long term viable solution is raising 
the income of the population, so that electric cars 
become a viable alternative to the pollutant ones 
that nowadays represent the norm. 

The debate over the price of electric cars and 
thermal engine cars is focused less and less on the 
price of acquisition, it also takes into account total 
cost of ownership that also includes the costs of 
using the car (fuel, service, etc.). Most of the analyses 
conclude that these costs are already lower for 
electric vehicles in comparison to thermal 
combustion vehicles.19 But for the Romanian 
population such analyses are not highly relevant, 
because the costs associated with the acquisition 
and the use of vehicles have a di�erent impact in the 
lower income countries compared to the higher 
income countries. By comparison, the amount of 
electricity that can be paid for with the minimum 
wage in the EU states position Romania on the last 
place of the list (the di�erence between Romania 
and Bulgaria would be even more signi�cant if we 

take into account the net wages). Hence, stating that 
the Romanian automotive market cannot make the 
transition to zero emissions without a signi�cant 
raise of the incomes is even more accurate if we take 
into consideration the total cost of a car usage.

The charging infrastructure is also a weak point in 
Romania. The target established by NRRP is of 30000 
functional charging points by the second trimester 
of 2026, 1836 of which are already in use. Out of the 
30000, only 13200 bene�t from �nancing from NRRP 
(165 million EUR), the rest are included in the 
investments in road infrastructure and energetic 
rehabilitation of buildings. There are several ways to 
evaluate whether this objective is enough to achieve 
the target:

1  the comparison with other countries. Germany, for 
instance, announces investments of billions of Euro 
in the next few years and an initial target of one 
million charging points (tens of times more than 
Romania, for a population four or �ve times larger), a 
target that will most probably be upgraded in the 
next master plan for electric cars charging 
infrastructure.

2 it is based on obsolete assumptions about the 
transition pace to electric vehicles. The NRRP 
arguments are based on public policy 
documents from 2018 that could not have 
anticipated the most recent developments. The 
problem is broader: The 2021-2030 Integrated 
National Energy and Climate Plan, elaborated by 
the authorities alongside the consulting services 
company Deloitte, uses prognosis from 2018, 
stating that by 2030 only 700000 electric vehicles 
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18 E.g., Ministerul Energiei, „Cadrul național de politică 
pentru dezvoltarea pieței în ceea ce privește 
combustibilii alternativi în sectorul transporturilor și 
pentru instalarea infrastructurii relevante în România”, 
2017
19 E.g.: https://electriccarsreport.com/2020/03/the-big-
cost-comparison-electric-car-vs-ice/

The Romanian authorities' policies concerning the 
automotive industry have been up until this 
moment as e�cient as they have been rudimentary: 
state aid to subsidize the investments in new 
manufacturing capabilities, based on simple 
quantitative criteria, di�erently put, based on the 
number of new jobs created.12 This approach 
contributed to the rapid growth of the supplier 
industries in the 2010s, the state funded a 
considerable percentage of the necessary 
investments, predominantly for intensive activities in 
the workforce. Romania rapidly became the main 
European manufacturer of vehicle wiring, hiring tens 
of thousands of people in multiple counties. Strictly 
quantitatively, this can be seen as some sort of 
achievement, but these new investments only 
assure poorly paid jobs with low productivity.

Therefore, even though they had a decisive 
contribution to the growth of the automotive 
industry, the Romanian authorities did not pursue 
stimulating technological accession and the 
development of complex activities. The limits of their 
approach were already evident before the 
pandemic, when the employment in the 
automotive industry started to decline in a context 
of rapid increase of costs and of new opportunities 
of manufacturing at lower prices (in Moldova, Serbia 
and Ukraine). In the new context of vast 
technological changes and the competitiveness 
between states to attract investments in new 
technologies, government aid lacking a vision of 
medium and long term development would be a 
failure. This lack of vision and reaction when facing 
the transformation a�ecting the most important 
industrial sector in the country is evident above, on 
the map of announced investments for the battery 
manufacturing, where Romania is not on the lists, 
although it has two big car assembly plants. The 
Romanian scenario is most contrasting with the 
Hungarian one where various investments in battery 
plants are already being implemented with decisive 
support from the government.

The fact that in 2022 Romania there is no 
announcement of any intention to invest in battery 
production capabilities is a clear sign that Romania 
has lost the race against the other European 
countries, amongst which Hungary and Poland. The 
recent announcement of Rock Tech Lithium 
investing in a new plant in Brașov does not 
contradict the previous statement.13 Rock Tech 
produces lithium hydroxide, a raw material for the 
manufacturing of battery cells, that would take place 
in a di�erent location. Rock Tech’s strategy is to �nd 
near-shore locations for the European battery 
industry, di�erently put, to make investments in 
countries with low costs in order to export raw 
material where needed.14 Therefore, Romania 

continues to attract investments mainly because of 
low costs and with the perspective of export for 
complex processing. The future Rock Tech plant will 
probably supply the battery plants in Hungary that 
will supply cells and even complete batteries for the 
auto industry in Romania. On this chain, Romania 
loses a consistent percentage of the value-add and 
of the new created jobs. The most recent investment 
in battery manufacturing announced in Hungary 
will create 1900 jobs, while the Rock Tech investment 
in Romania is estimated to only require 500 
employees.15

In the context of harsher environment regulations 
and of a signi�cant acceleration of the transition to 
electric vehicles, we should expect Romanian public 
policies to rapidly shift towards palpable objectives 
of technological development. But it is not the case. 
Although it was �nalized in 2021, when the 
environment targets at the European level were 
already clearly de�ned, Romania’s National Recovery 
and Resilience Plan is extremely defective from the 
auto industry point of view. The NRRP chapter on 
energy includes the investment “Industrial chain of 
manufacturing and/or assemblage and/or battery, 
cells and photovoltaic panels (including auxiliary 
equipment) recycling  and new capabilities of 
storing electric energy”, that assigns 150 million EUR 
for the manufacturing, the assemblage and the 
recycling of battery. By comparison, the most recent 
state aid o�ered by the Hungarian government for 
battery cell manufacturing (a single operation, 
without assemblage and recycling) is considerably 
bigger: 209 million EUR.16 In terms of capacity, the 
objective stated in NRRP is 2GW by the end of 2025, 
similar to the lowest investments in individual plants 
already announced in other European countries (see 
the map above). But in Romania we don’t have 
any �rm commitment, only the authorities' 
announcement of the intention to attract by 
comparison small investments in the next three 

years. By this deadline, we c an expect 
an even bigger growth of investment 
in the countries that are already more 
advanced. Once again, Hungary is a 
very good example, the government 
announced the intention to triple the 
capacity of battery manufacturing by 
2025.17 The Hungary investments are 
largely oriented towards the auto 
industry, while the NRRP objective is not 
explicit in this respect.

Not even the Operational Programme 
Just Transition includes any intention 
towards the development of new 
auto technologies, even if the over 2 
billion EUR  funds available for 
Romania could theoretically �nance 
ample investments. The Regional Plans 
for the six counties included in the 
programme refer to the need of ample 
investments to replace the jobs 
eliminated as a result of renouncing polluting 
activities. Nevertheless these plans do not include 
big speci�c projects, emphasizing that they have not 
been identi�ed or outlined. Instead, the plans 
include generic measures: stimulating SMEs, 
increasing the energy e�ciency of buildings, 
investments in public transport, etc. As in the case of 
NRRP and the industrial policies in the last decade, 
we are facing a lack of vision on part of the 
government and most probably a lack of ability to 
manage large and complex projects.

Aside from the industrial policies, a just transition to 
electric vehicles also requires public policies to 
ensure all necessary conditions for the mobility of 
the population. As we already mentioned, from this 
perspective the transition to electric vehicles is 
facing two major obstacles: the high cost of vehicles 
and the scarcity of a charging infrastructure. 
Concerning the �rst, Romania has already 
implemented a relatively generous policy, the Rabla 
Plus programme o�ers a signi�cant subsidy for the 
acquisition of electric vehicles. But in spite of this 
subsidy, the market share of electric cars is still low, 
one of the main reasons being that they are still 

una�ordable for the majority of the population. In 
other words, the income di�erences between 
Romania and the Western countries cannot be 
compensated by the Rabla Plus programme and if 
failing to reach a convergence between the Western 
and the Eastern incomes, most probably the auto 
market in Romania will be left behind by the markets 
of the other EU members.

This asymmetry between the East and the West has 
signi�cant e�ects on the car markets in the countries 
with low incomes, such as Romania. On the one 
hand, new cars in general are too expensive for the 
Romanian population: the fact that 70% of the 
registered cars are second-hand cars proves it. On 
the other hand, Romania is a solid market for 
polluting cars that the Western population is trying 
to get rid of as quickly as possible and at lower and 
lower prices. In such a context it is no wonder that in 
Romania the number of diesel cars has constantly 
increased in parallel with the multiple scandals that 
highlighted their real impact on the environment, 

while in the Western countries the percentage of 
diesel cars has collapsed.  

These are old and systemic problems. The authorities 
acknowledge them as such, public policy proposals 
are based on mainly accurate evaluations of the 
current situation.18 But the same proposals do not 
include speci�c objectives and solutions, instead 
they come down to generic statements about the 
need to remedy the already determined issues. The 
necessary measures  – among which the enforced 
limitation of registering pollutant vehicles – would 
require a considerable strategic and administrative 
capacity as well as considerable electoral risks. On 
average, the only long term viable solution is raising 
the income of the population, so that electric cars 
become a viable alternative to the pollutant ones 
that nowadays represent the norm. 

The debate over the price of electric cars and 
thermal engine cars is focused less and less on the 
price of acquisition, it also takes into account total 
cost of ownership that also includes the costs of 
using the car (fuel, service, etc.). Most of the analyses 
conclude that these costs are already lower for 
electric vehicles in comparison to thermal 
combustion vehicles.19 But for the Romanian 
population such analyses are not highly relevant, 
because the costs associated with the acquisition 
and the use of vehicles have a di�erent impact in the 
lower income countries compared to the higher 
income countries. By comparison, the amount of 
electricity that can be paid for with the minimum 
wage in the EU states position Romania on the last 
place of the list (the di�erence between Romania 
and Bulgaria would be even more signi�cant if we 

take into account the net wages). Hence, stating that 
the Romanian automotive market cannot make the 
transition to zero emissions without a signi�cant 
raise of the incomes is even more accurate if we take 
into consideration the total cost of a car usage.

The charging infrastructure is also a weak point in 
Romania. The target established by NRRP is of 30000 
functional charging points by the second trimester 
of 2026, 1836 of which are already in use. Out of the 
30000, only 13200 bene�t from �nancing from NRRP 
(165 million EUR), the rest are included in the 
investments in road infrastructure and energetic 
rehabilitation of buildings. There are several ways to 
evaluate whether this objective is enough to achieve 
the target:

1  the comparison with other countries. Germany, for 
instance, announces investments of billions of Euro 
in the next few years and an initial target of one 
million charging points (tens of times more than 
Romania, for a population four or �ve times larger), a 
target that will most probably be upgraded in the 
next master plan for electric cars charging 
infrastructure.

2 it is based on obsolete assumptions about the 
transition pace to electric vehicles. The NRRP 
arguments are based on public policy 
documents from 2018 that could not have 
anticipated the most recent developments. The 
problem is broader: The 2021-2030 Integrated 
National Energy and Climate Plan, elaborated by 
the authorities alongside the consulting services 
company Deloitte, uses prognosis from 2018, 
stating that by 2030 only 700000 electric vehicles 
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20https://ec.europa.eu/energy/sites/ener/�les/documents/ro_�nal_necp_ma
in_ro.pdf p. 51
21Transport & Environment, „Recharge Eu: how many charge points will 
Europe and its Member States ened in the 2020s”, 2020, p. 34. ACEA, 
„European EV Charging Infrastructure Masterplan”, 2022, p. 19

The Romanian authorities' policies concerning the 
automotive industry have been up until this 
moment as e�cient as they have been rudimentary: 
state aid to subsidize the investments in new 
manufacturing capabilities, based on simple 
quantitative criteria, di�erently put, based on the 
number of new jobs created.12 This approach 
contributed to the rapid growth of the supplier 
industries in the 2010s, the state funded a 
considerable percentage of the necessary 
investments, predominantly for intensive activities in 
the workforce. Romania rapidly became the main 
European manufacturer of vehicle wiring, hiring tens 
of thousands of people in multiple counties. Strictly 
quantitatively, this can be seen as some sort of 
achievement, but these new investments only 
assure poorly paid jobs with low productivity.

Therefore, even though they had a decisive 
contribution to the growth of the automotive 
industry, the Romanian authorities did not pursue 
stimulating technological accession and the 
development of complex activities. The limits of their 
approach were already evident before the 
pandemic, when the employment in the 
automotive industry started to decline in a context 
of rapid increase of costs and of new opportunities 
of manufacturing at lower prices (in Moldova, Serbia 
and Ukraine). In the new context of vast 
technological changes and the competitiveness 
between states to attract investments in new 
technologies, government aid lacking a vision of 
medium and long term development would be a 
failure. This lack of vision and reaction when facing 
the transformation a�ecting the most important 
industrial sector in the country is evident above, on 
the map of announced investments for the battery 
manufacturing, where Romania is not on the lists, 
although it has two big car assembly plants. The 
Romanian scenario is most contrasting with the 
Hungarian one where various investments in battery 
plants are already being implemented with decisive 
support from the government.

The fact that in 2022 Romania there is no 
announcement of any intention to invest in battery 
production capabilities is a clear sign that Romania 
has lost the race against the other European 
countries, amongst which Hungary and Poland. The 
recent announcement of Rock Tech Lithium 
investing in a new plant in Brașov does not 
contradict the previous statement.13 Rock Tech 
produces lithium hydroxide, a raw material for the 
manufacturing of battery cells, that would take place 
in a di�erent location. Rock Tech’s strategy is to �nd 
near-shore locations for the European battery 
industry, di�erently put, to make investments in 
countries with low costs in order to export raw 
material where needed.14 Therefore, Romania 

continues to attract investments mainly because of 
low costs and with the perspective of export for 
complex processing. The future Rock Tech plant will 
probably supply the battery plants in Hungary that 
will supply cells and even complete batteries for the 
auto industry in Romania. On this chain, Romania 
loses a consistent percentage of the value-add and 
of the new created jobs. The most recent investment 
in battery manufacturing announced in Hungary 
will create 1900 jobs, while the Rock Tech investment 
in Romania is estimated to only require 500 
employees.15

In the context of harsher environment regulations 
and of a signi�cant acceleration of the transition to 
electric vehicles, we should expect Romanian public 
policies to rapidly shift towards palpable objectives 
of technological development. But it is not the case. 
Although it was �nalized in 2021, when the 
environment targets at the European level were 
already clearly de�ned, Romania’s National Recovery 
and Resilience Plan is extremely defective from the 
auto industry point of view. The NRRP chapter on 
energy includes the investment “Industrial chain of 
manufacturing and/or assemblage and/or battery, 
cells and photovoltaic panels (including auxiliary 
equipment) recycling  and new capabilities of 
storing electric energy”, that assigns 150 million EUR 
for the manufacturing, the assemblage and the 
recycling of battery. By comparison, the most recent 
state aid o�ered by the Hungarian government for 
battery cell manufacturing (a single operation, 
without assemblage and recycling) is considerably 
bigger: 209 million EUR.16 In terms of capacity, the 
objective stated in NRRP is 2GW by the end of 2025, 
similar to the lowest investments in individual plants 
already announced in other European countries (see 
the map above). But in Romania we don’t have 
any �rm commitment, only the authorities' 
announcement of the intention to attract by 
comparison small investments in the next three 

years. By this deadline, we c an expect 
an even bigger growth of investment 
in the countries that are already more 
advanced. Once again, Hungary is a 
very good example, the government 
announced the intention to triple the 
capacity of battery manufacturing by 
2025.17 The Hungary investments are 
largely oriented towards the auto 
industry, while the NRRP objective is not 
explicit in this respect.

Not even the Operational Programme 
Just Transition includes any intention 
towards the development of new 
auto technologies, even if the over 2 
billion EUR  funds available for 
Romania could theoretically �nance 
ample investments. The Regional Plans 
for the six counties included in the 
programme refer to the need of ample 
investments to replace the jobs 
eliminated as a result of renouncing polluting 
activities. Nevertheless these plans do not include 
big speci�c projects, emphasizing that they have not 
been identi�ed or outlined. Instead, the plans 
include generic measures: stimulating SMEs, 
increasing the energy e�ciency of buildings, 
investments in public transport, etc. As in the case of 
NRRP and the industrial policies in the last decade, 
we are facing a lack of vision on part of the 
government and most probably a lack of ability to 
manage large and complex projects.

Aside from the industrial policies, a just transition to 
electric vehicles also requires public policies to 
ensure all necessary conditions for the mobility of 
the population. As we already mentioned, from this 
perspective the transition to electric vehicles is 
facing two major obstacles: the high cost of vehicles 
and the scarcity of a charging infrastructure. 
Concerning the �rst, Romania has already 
implemented a relatively generous policy, the Rabla 
Plus programme o�ers a signi�cant subsidy for the 
acquisition of electric vehicles. But in spite of this 
subsidy, the market share of electric cars is still low, 
one of the main reasons being that they are still 

una�ordable for the majority of the population. In 
other words, the income di�erences between 
Romania and the Western countries cannot be 
compensated by the Rabla Plus programme and if 
failing to reach a convergence between the Western 
and the Eastern incomes, most probably the auto 
market in Romania will be left behind by the markets 
of the other EU members.

This asymmetry between the East and the West has 
signi�cant e�ects on the car markets in the countries 
with low incomes, such as Romania. On the one 
hand, new cars in general are too expensive for the 
Romanian population: the fact that 70% of the 
registered cars are second-hand cars proves it. On 
the other hand, Romania is a solid market for 
polluting cars that the Western population is trying 
to get rid of as quickly as possible and at lower and 
lower prices. In such a context it is no wonder that in 
Romania the number of diesel cars has constantly 
increased in parallel with the multiple scandals that 
highlighted their real impact on the environment, 

while in the Western countries the percentage of 
diesel cars has collapsed.  

These are old and systemic problems. The authorities 
acknowledge them as such, public policy proposals 
are based on mainly accurate evaluations of the 
current situation.18 But the same proposals do not 
include speci�c objectives and solutions, instead 
they come down to generic statements about the 
need to remedy the already determined issues. The 
necessary measures  – among which the enforced 
limitation of registering pollutant vehicles – would 
require a considerable strategic and administrative 
capacity as well as considerable electoral risks. On 
average, the only long term viable solution is raising 
the income of the population, so that electric cars 
become a viable alternative to the pollutant ones 
that nowadays represent the norm. 

The debate over the price of electric cars and 
thermal engine cars is focused less and less on the 
price of acquisition, it also takes into account total 
cost of ownership that also includes the costs of 
using the car (fuel, service, etc.). Most of the analyses 
conclude that these costs are already lower for 
electric vehicles in comparison to thermal 
combustion vehicles.19 But for the Romanian 
population such analyses are not highly relevant, 
because the costs associated with the acquisition 
and the use of vehicles have a di�erent impact in the 
lower income countries compared to the higher 
income countries. By comparison, the amount of 
electricity that can be paid for with the minimum 
wage in the EU states position Romania on the last 
place of the list (the di�erence between Romania 
and Bulgaria would be even more signi�cant if we 

take into account the net wages). Hence, stating that 
the Romanian automotive market cannot make the 
transition to zero emissions without a signi�cant 
raise of the incomes is even more accurate if we take 
into consideration the total cost of a car usage.

The charging infrastructure is also a weak point in 
Romania. The target established by NRRP is of 30000 
functional charging points by the second trimester 
of 2026, 1836 of which are already in use. Out of the 
30000, only 13200 bene�t from �nancing from NRRP 
(165 million EUR), the rest are included in the 
investments in road infrastructure and energetic 
rehabilitation of buildings. There are several ways to 
evaluate whether this objective is enough to achieve 
the target:

1  the comparison with other countries. Germany, for 
instance, announces investments of billions of Euro 
in the next few years and an initial target of one 
million charging points (tens of times more than 
Romania, for a population four or �ve times larger), a 
target that will most probably be upgraded in the 
next master plan for electric cars charging 
infrastructure.

2 it is based on obsolete assumptions about the 
transition pace to electric vehicles. The NRRP 
arguments are based on public policy 
documents from 2018 that could not have 
anticipated the most recent developments. The 
problem is broader: The 2021-2030 Integrated 
National Energy and Climate Plan, elaborated by 
the authorities alongside the consulting services 
company Deloitte, uses prognosis from 2018, 
stating that by 2030 only 700000 electric vehicles 

will be registered in Europe, including hybrid cars.20 
These numbers have long become obsolete.

3 despite the latest developments, the implicit 
assumption is that in Romania the transition to 
electric vehicles will be much delayed, which 
explains the lack of urgency in having a charging 
infrastructure in place. A study published by 
Transport & Environment in 2020 suggests a 
necessary of only 25400 charging points in Romania 
by 2030, while a recent ACEA analysis shows that 
Romania would need 130 new charging points 
weekly by 2030. At the same time, Belgium, a much 
smaller country, would need six times more 
charging points.21 If this is the case the only sensible 
option to reach the deadline in 2035 with an 
adequate infrastructure would be massive 
investments in the 2031-2035 period or a dramatic 
decrease of the necessary per se (meaning a 
signi�cant decrease of car usage in Romania).

As already explained, most probably the transition 
on the automotive market will have a considerable 
impact on the activities and the jobs in sales and 
service. In Romania, the debates and public policies 
concerning this topic are nonexistent. Without the 
charging infrastructure and a raise of incomes signi�-
cant enough to make electric mobility accessible, it is 
possible to witness an indirect socio-economic 
impact much vaster than expected, as the transpor-
tation costs are going up and certain regions of the 
country are being left behind, while in richer regions 
the population and authorities can a�ord the 
supplementary costs. Given the amplitude of the 
necessary investments, creating a charging 
infrastructure can be the catalyst of reducing job loss 
in fueling the thermal vehicles (in 2020 14000 
people were working in the automotive fuel retail 
industry) and even a source of demand to increase 
the work force and the economy overall.
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4 recommendations

The Romanian authorities' policies concerning the 
automotive industry have been up until this 
moment as e�cient as they have been rudimentary: 
state aid to subsidize the investments in new 
manufacturing capabilities, based on simple 
quantitative criteria, di�erently put, based on the 
number of new jobs created.12 This approach 
contributed to the rapid growth of the supplier 
industries in the 2010s, the state funded a 
considerable percentage of the necessary 
investments, predominantly for intensive activities in 
the workforce. Romania rapidly became the main 
European manufacturer of vehicle wiring, hiring tens 
of thousands of people in multiple counties. Strictly 
quantitatively, this can be seen as some sort of 
achievement, but these new investments only 
assure poorly paid jobs with low productivity.

Therefore, even though they had a decisive 
contribution to the growth of the automotive 
industry, the Romanian authorities did not pursue 
stimulating technological accession and the 
development of complex activities. The limits of their 
approach were already evident before the 
pandemic, when the employment in the 
automotive industry started to decline in a context 
of rapid increase of costs and of new opportunities 
of manufacturing at lower prices (in Moldova, Serbia 
and Ukraine). In the new context of vast 
technological changes and the competitiveness 
between states to attract investments in new 
technologies, government aid lacking a vision of 
medium and long term development would be a 
failure. This lack of vision and reaction when facing 
the transformation a�ecting the most important 
industrial sector in the country is evident above, on 
the map of announced investments for the battery 
manufacturing, where Romania is not on the lists, 
although it has two big car assembly plants. The 
Romanian scenario is most contrasting with the 
Hungarian one where various investments in battery 
plants are already being implemented with decisive 
support from the government.

The fact that in 2022 Romania there is no 
announcement of any intention to invest in battery 
production capabilities is a clear sign that Romania 
has lost the race against the other European 
countries, amongst which Hungary and Poland. The 
recent announcement of Rock Tech Lithium 
investing in a new plant in Brașov does not 
contradict the previous statement.13 Rock Tech 
produces lithium hydroxide, a raw material for the 
manufacturing of battery cells, that would take place 
in a di�erent location. Rock Tech’s strategy is to �nd 
near-shore locations for the European battery 
industry, di�erently put, to make investments in 
countries with low costs in order to export raw 
material where needed.14 Therefore, Romania 

continues to attract investments mainly because of 
low costs and with the perspective of export for 
complex processing. The future Rock Tech plant will 
probably supply the battery plants in Hungary that 
will supply cells and even complete batteries for the 
auto industry in Romania. On this chain, Romania 
loses a consistent percentage of the value-add and 
of the new created jobs. The most recent investment 
in battery manufacturing announced in Hungary 
will create 1900 jobs, while the Rock Tech investment 
in Romania is estimated to only require 500 
employees.15

In the context of harsher environment regulations 
and of a signi�cant acceleration of the transition to 
electric vehicles, we should expect Romanian public 
policies to rapidly shift towards palpable objectives 
of technological development. But it is not the case. 
Although it was �nalized in 2021, when the 
environment targets at the European level were 
already clearly de�ned, Romania’s National Recovery 
and Resilience Plan is extremely defective from the 
auto industry point of view. The NRRP chapter on 
energy includes the investment “Industrial chain of 
manufacturing and/or assemblage and/or battery, 
cells and photovoltaic panels (including auxiliary 
equipment) recycling  and new capabilities of 
storing electric energy”, that assigns 150 million EUR 
for the manufacturing, the assemblage and the 
recycling of battery. By comparison, the most recent 
state aid o�ered by the Hungarian government for 
battery cell manufacturing (a single operation, 
without assemblage and recycling) is considerably 
bigger: 209 million EUR.16 In terms of capacity, the 
objective stated in NRRP is 2GW by the end of 2025, 
similar to the lowest investments in individual plants 
already announced in other European countries (see 
the map above). But in Romania we don’t have 
any �rm commitment, only the authorities' 
announcement of the intention to attract by 
comparison small investments in the next three 

years. By this deadline, we c an expect 
an even bigger growth of investment 
in the countries that are already more 
advanced. Once again, Hungary is a 
very good example, the government 
announced the intention to triple the 
capacity of battery manufacturing by 
2025.17 The Hungary investments are 
largely oriented towards the auto 
industry, while the NRRP objective is not 
explicit in this respect.

Not even the Operational Programme 
Just Transition includes any intention 
towards the development of new 
auto technologies, even if the over 2 
billion EUR  funds available for 
Romania could theoretically �nance 
ample investments. The Regional Plans 
for the six counties included in the 
programme refer to the need of ample 
investments to replace the jobs 
eliminated as a result of renouncing polluting 
activities. Nevertheless these plans do not include 
big speci�c projects, emphasizing that they have not 
been identi�ed or outlined. Instead, the plans 
include generic measures: stimulating SMEs, 
increasing the energy e�ciency of buildings, 
investments in public transport, etc. As in the case of 
NRRP and the industrial policies in the last decade, 
we are facing a lack of vision on part of the 
government and most probably a lack of ability to 
manage large and complex projects.

Aside from the industrial policies, a just transition to 
electric vehicles also requires public policies to 
ensure all necessary conditions for the mobility of 
the population. As we already mentioned, from this 
perspective the transition to electric vehicles is 
facing two major obstacles: the high cost of vehicles 
and the scarcity of a charging infrastructure. 
Concerning the �rst, Romania has already 
implemented a relatively generous policy, the Rabla 
Plus programme o�ers a signi�cant subsidy for the 
acquisition of electric vehicles. But in spite of this 
subsidy, the market share of electric cars is still low, 
one of the main reasons being that they are still 

una�ordable for the majority of the population. In 
other words, the income di�erences between 
Romania and the Western countries cannot be 
compensated by the Rabla Plus programme and if 
failing to reach a convergence between the Western 
and the Eastern incomes, most probably the auto 
market in Romania will be left behind by the markets 
of the other EU members.

This asymmetry between the East and the West has 
signi�cant e�ects on the car markets in the countries 
with low incomes, such as Romania. On the one 
hand, new cars in general are too expensive for the 
Romanian population: the fact that 70% of the 
registered cars are second-hand cars proves it. On 
the other hand, Romania is a solid market for 
polluting cars that the Western population is trying 
to get rid of as quickly as possible and at lower and 
lower prices. In such a context it is no wonder that in 
Romania the number of diesel cars has constantly 
increased in parallel with the multiple scandals that 
highlighted their real impact on the environment, 

while in the Western countries the percentage of 
diesel cars has collapsed.  

These are old and systemic problems. The authorities 
acknowledge them as such, public policy proposals 
are based on mainly accurate evaluations of the 
current situation.18 But the same proposals do not 
include speci�c objectives and solutions, instead 
they come down to generic statements about the 
need to remedy the already determined issues. The 
necessary measures  – among which the enforced 
limitation of registering pollutant vehicles – would 
require a considerable strategic and administrative 
capacity as well as considerable electoral risks. On 
average, the only long term viable solution is raising 
the income of the population, so that electric cars 
become a viable alternative to the pollutant ones 
that nowadays represent the norm. 

The debate over the price of electric cars and 
thermal engine cars is focused less and less on the 
price of acquisition, it also takes into account total 
cost of ownership that also includes the costs of 
using the car (fuel, service, etc.). Most of the analyses 
conclude that these costs are already lower for 
electric vehicles in comparison to thermal 
combustion vehicles.19 But for the Romanian 
population such analyses are not highly relevant, 
because the costs associated with the acquisition 
and the use of vehicles have a di�erent impact in the 
lower income countries compared to the higher 
income countries. By comparison, the amount of 
electricity that can be paid for with the minimum 
wage in the EU states position Romania on the last 
place of the list (the di�erence between Romania 
and Bulgaria would be even more signi�cant if we 

take into account the net wages). Hence, stating that 
the Romanian automotive market cannot make the 
transition to zero emissions without a signi�cant 
raise of the incomes is even more accurate if we take 
into consideration the total cost of a car usage.

The charging infrastructure is also a weak point in 
Romania. The target established by NRRP is of 30000 
functional charging points by the second trimester 
of 2026, 1836 of which are already in use. Out of the 
30000, only 13200 bene�t from �nancing from NRRP 
(165 million EUR), the rest are included in the 
investments in road infrastructure and energetic 
rehabilitation of buildings. There are several ways to 
evaluate whether this objective is enough to achieve 
the target:

1  the comparison with other countries. Germany, for 
instance, announces investments of billions of Euro 
in the next few years and an initial target of one 
million charging points (tens of times more than 
Romania, for a population four or �ve times larger), a 
target that will most probably be upgraded in the 
next master plan for electric cars charging 
infrastructure.

2 it is based on obsolete assumptions about the 
transition pace to electric vehicles. The NRRP 
arguments are based on public policy 
documents from 2018 that could not have 
anticipated the most recent developments. The 
problem is broader: The 2021-2030 Integrated 
National Energy and Climate Plan, elaborated by 
the authorities alongside the consulting services 
company Deloitte, uses prognosis from 2018, 
stating that by 2030 only 700000 electric vehicles 

The �rst recommendation refers to raising 
the level of transparency of the socio-economic 
impact of the transition to electric vehicles in the 
speci�c context of Romania. Transparency is 
necessary both for the citizens, who need to 
understand the direction of one of the most 
important economic activities in the country, 
and for the decision makers who, without it, 
cannot have a strategic vision and cannot frame 
public policies beyond the abstract and general 
form of today’s documents. It is clear that certain 
economic activities will be directly a�ected: The 
Mechanical Plant in Mioveni, the two Daimler 
gearbox plants and the engine manufacturing in 
Craiova. Even if their economic importance is 
huge, especially in terms of employment, they 
constitute a relatively small part of the 
automotive industry in Romania. The biggest 
part of the industry employment is coagulated in 
the supplier chain, and estimating the impact of 
transition on the suppliers requires a detailed 
evaluation that cannot be conducted exclusively 
from the o�ce. Therefore a detailed and 
dedicated analysis of the impact of the 
transition to electric vehicles on the 
supplier chain in Romania is much needed. 
This analysis should be accomplished in 
collaboration with the companies and, for the 
authorities, should be the starting point for an 
industrial policy regarding not only maintaining 
the quantitative employment rate, but also 
seizing the opportunities of technological 
advancement and raising the productivity of the 
local automotive industry. 

The second recommendation is to plan 
ample investments in new capabilities of 
production for electric vehicle components 
(batteries, engines and electric transmission). 
From this point of view, Romania is way behind 
compared to the majority of countries with 
strong auto industries, including the ones from 

the East. These investments can be localized in 
the areas where there is a risk of great job loss (at 
least in Alba, Argeș and Dolj counties), and also in 
the areas that would not bene�t from the 
energetic transition. The Operational Programme 
Just Transition should take into account such 
investments. For example, the Oltenia region will 
face important job loss,  although it is perfectly 
situated to provide components to the two 
assembly plants (Craiova and Pitești), but also to 
the West.

The third recommendation is to directly 
correlate the vocational training e�orts 
with ample investments. Both NRRP and the 
Operational Programme Just Transition pay 
particular attention to vocational training in the 
wider context of the energy transition. 
Nevertheless, without investments that require 
and guide professional reconversion, there is a 
risk that the new quali�cations will not meet the 
labor market requirements because they are not 
�tting as such or because they are �tting in 
another geographical area. In this last case, we 
have to bear in mind that, for objective reasons, 
the internal geographical mobility of the labor 
force is very low, while the mobility in other 
country represents a viable option for a 
considerable part of the population, that is why 
there is a risk that the new quali�cations remain 
either not put to use or put to use abroad. In any 
case, as we are referring to industrial 
quali�cations, the vocational training should be 
as practical as possible; and, since the 
technologies are brand new, their applicability 
depends most probably on a pro�ciency that can 
be gained exclusively by way of practical work. 
Not taking this into account might waste all the 
resources channeled towards vocational training, 
as it happened with the professional 
reconversion programmes of the 1990s and the 
2000s, as well as with POSDRU.

The fourth recommendation addresses the 
reassessment of the strategy for the 
development of the charging infrastructure 
and for the stimulation of the necessary 

investments for national coverage. The 
present objectives are very modest in the new 
context of eliminating new polluting cars by 
2035 and are based either on highly dated 
evaluation or on the assumption of a 
considerable delay of the transition on the 
Romanian auto market. The underdevelopment 
of the charging infrastructure will keep the 
polluting cars on the Romanian roads out of 
necessity, in spite of all environmental and public 
health risks. Given the amplitude of the 
necessary investments, the development of the 
charging infrastructure can represent an 
important stimulus for the economy and for the 
labor market.  
 
The �fth recommendation regards assuring 
access to green mobility for the entire 
population, by means of two complementary 
measures. Firstly, the transition to electric 
vehicles (as well as the energy transition overall) 
cannot be sustainable without a signi�cant 
increase in incomes. Similarly to Poland, 
Romania needs to abandon the idea of 
economic growth based on low workforce costs. 
This approach was already proving to be limited 
at the end of the 2010s, the pandemic and the 
acceleration of the energy transition make the 
need to reevaluate the economy development 
model of the last two decades even more urgent. 
Secondly, the need to develop an integrated 
both intra  and inter-urban public transport 
system, unpolluting, performant and 
accessible is compulsory. Although it may seem 
counterintuitive, the transition to electric 
vehicles makes this  objective even more urgent, 
as it is highly improbable that the major issues 
noted above (the signi�cant income di�erences 
compared to the West and the signi�cant 
increase of the polluting mobility) can be fully 
solved in the near future. Without massive 
investments in public transport, it is highly 
probable that unpolluting mobility will become 
a privilege for the citizens with relatively high 
incomes in relatively rich regions of the country, 
and the more and more strict environment 
regulations will generate increasingly bigger 

socio-economic problems for the low income 
citizens in destitute regions.
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The �rst recommendation refers to raising 
the level of transparency of the socio-economic 
impact of the transition to electric vehicles in the 
speci�c context of Romania. Transparency is 
necessary both for the citizens, who need to 
understand the direction of one of the most 
important economic activities in the country, 
and for the decision makers who, without it, 
cannot have a strategic vision and cannot frame 
public policies beyond the abstract and general 
form of today’s documents. It is clear that certain 
economic activities will be directly a�ected: The 
Mechanical Plant in Mioveni, the two Daimler 
gearbox plants and the engine manufacturing in 
Craiova. Even if their economic importance is 
huge, especially in terms of employment, they 
constitute a relatively small part of the 
automotive industry in Romania. The biggest 
part of the industry employment is coagulated in 
the supplier chain, and estimating the impact of 
transition on the suppliers requires a detailed 
evaluation that cannot be conducted exclusively 
from the o�ce. Therefore a detailed and 
dedicated analysis of the impact of the 
transition to electric vehicles on the 
supplier chain in Romania is much needed. 
This analysis should be accomplished in 
collaboration with the companies and, for the 
authorities, should be the starting point for an 
industrial policy regarding not only maintaining 
the quantitative employment rate, but also 
seizing the opportunities of technological 
advancement and raising the productivity of the 
local automotive industry. 

The second recommendation is to plan 
ample investments in new capabilities of 
production for electric vehicle components 
(batteries, engines and electric transmission). 
From this point of view, Romania is way behind 
compared to the majority of countries with 
strong auto industries, including the ones from 

the East. These investments can be localized in 
the areas where there is a risk of great job loss (at 
least in Alba, Argeș and Dolj counties), and also in 
the areas that would not bene�t from the 
energetic transition. The Operational Programme 
Just Transition should take into account such 
investments. For example, the Oltenia region will 
face important job loss,  although it is perfectly 
situated to provide components to the two 
assembly plants (Craiova and Pitești), but also to 
the West.

The third recommendation is to directly 
correlate the vocational training e�orts 
with ample investments. Both NRRP and the 
Operational Programme Just Transition pay 
particular attention to vocational training in the 
wider context of the energy transition. 
Nevertheless, without investments that require 
and guide professional reconversion, there is a 
risk that the new quali�cations will not meet the 
labor market requirements because they are not 
�tting as such or because they are �tting in 
another geographical area. In this last case, we 
have to bear in mind that, for objective reasons, 
the internal geographical mobility of the labor 
force is very low, while the mobility in other 
country represents a viable option for a 
considerable part of the population, that is why 
there is a risk that the new quali�cations remain 
either not put to use or put to use abroad. In any 
case, as we are referring to industrial 
quali�cations, the vocational training should be 
as practical as possible; and, since the 
technologies are brand new, their applicability 
depends most probably on a pro�ciency that can 
be gained exclusively by way of practical work. 
Not taking this into account might waste all the 
resources channeled towards vocational training, 
as it happened with the professional 
reconversion programmes of the 1990s and the 
2000s, as well as with POSDRU.

The fourth recommendation addresses the 
reassessment of the strategy for the 
development of the charging infrastructure 
and for the stimulation of the necessary 

investments for national coverage. The 
present objectives are very modest in the new 
context of eliminating new polluting cars by 
2035 and are based either on highly dated 
evaluation or on the assumption of a 
considerable delay of the transition on the 
Romanian auto market. The underdevelopment 
of the charging infrastructure will keep the 
polluting cars on the Romanian roads out of 
necessity, in spite of all environmental and public 
health risks. Given the amplitude of the 
necessary investments, the development of the 
charging infrastructure can represent an 
important stimulus for the economy and for the 
labor market.  
 
The �fth recommendation regards assuring 
access to green mobility for the entire 
population, by means of two complementary 
measures. Firstly, the transition to electric 
vehicles (as well as the energy transition overall) 
cannot be sustainable without a signi�cant 
increase in incomes. Similarly to Poland, 
Romania needs to abandon the idea of 
economic growth based on low workforce costs. 
This approach was already proving to be limited 
at the end of the 2010s, the pandemic and the 
acceleration of the energy transition make the 
need to reevaluate the economy development 
model of the last two decades even more urgent. 
Secondly, the need to develop an integrated 
both intra  and inter-urban public transport 
system, unpolluting, performant and 
accessible is compulsory. Although it may seem 
counterintuitive, the transition to electric 
vehicles makes this  objective even more urgent, 
as it is highly improbable that the major issues 
noted above (the signi�cant income di�erences 
compared to the West and the signi�cant 
increase of the polluting mobility) can be fully 
solved in the near future. Without massive 
investments in public transport, it is highly 
probable that unpolluting mobility will become 
a privilege for the citizens with relatively high 
incomes in relatively rich regions of the country, 
and the more and more strict environment 
regulations will generate increasingly bigger 

socio-economic problems for the low income 
citizens in destitute regions.
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