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Map 6: regions considering the disposable income and the impact of the proposals towards zero emission road 

transport – expert judgement: weakly negative effect 

 

Source: Territorial impact assessment expert workshop, 6 and 7 December 2021 

The second map combines the expert judgement of a strongly negative effect with the given 

sensitivity of automotive regions. Almost a third of the regions (30%) would get a very highly 

negative impact. These regions are located in the countries of Eastern Europe and in Italy and Spain. 

27% of the regions are expected to have a highly negative impact. The majority of the regions (44%) 

would have a moderately positive impact. 
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Map 7: regions considering the disposable income and the impact of the proposals towards zero emission road 

transport – expert judgement: strongly negative effect 

 

  

Source: Territorial impact assessment expert workshop, 6 and 7 December 2021 
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4 Conclusions and recommendations 

4.1 Regional patterns of the shift in car manufacturing 

The focus on tailpipe emissions as the defining element of the concept of zero emission vehicles (as 

opposed to a focus on the overall environmental impact of the production of vehicles) will impact 

negatively first and foremost those regions that supply the car industry with the parts needed for 

combustion engine vehicles. These regions will continue to produce the materials needed while these 

vehicles are not entirely phased out, which could mitigate their economic decline, but also entrap them 

in technology with an expiration date.  

Among these regions, financial aid to overcome the damage caused by the transition might be severely 

limited by state aid rules. This is true especially for more affluent regions. Since the rules applicable to 

car manufacturing regions in, for example, southern Germany are different from those applicable in 

Poland or Hungary, this might also raise issues of competition fairness. 

Furthermore, inside each car manufacturing region, the transition will affect various economic sectors 

and social segments differently. Winners and losers can thus be different inside each region. Detailed 

impact analysis needs to be made at a more detailed level, since the gains in some areas might hide 

losses that potentially will not be taken into account.  

 

4.2 Regional patterns of the energy shift 

The shift to electric vehicles will impact cities most positively, and rural regions and regions of low 

demographic density more negatively. Given the technological limitations of batteries, the autonomy 

of electric vehicles poses challenges to users that need to do longer trips. This is also reflected in some 

economic sectors, such as distribution and logistics. While mobility in cities will not be significantly 

impacted, the air quality is set to improve, something that is more relevant for urban areas than for 

rural ones.  

Besides the challenges to mobility with electric vehicles, rural and depopulated areas are also at a 

disadvantage as concerns the installation of charging stations. This should be relatively straightforward 

in urban areas, since the scale effect makes it economically viable. Nevertheless, the initial costs are 

expected to be higher in cities.  

In regions with less intense traffic though, the costs of installation of charging points will be less quickly 

paid off. With less benefits and slower implementation, and with mobility challenges resulting from 

the technology itself, the inhabitants of these regions might be slower to shift to electric vehicles.  
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4.3 Decarbonisation of energy production 

Participants also raised the issue of decarbonisation of energy production. The focus on vehicles only 

hides the issue of production of electricity. Though there might be efficiency gains in shifting the use 

of fossil fuels in vehicles to electric power plants, it is not clear that this fully compensates for the 

investment needed to change the infrastructure and vehicles throughout the European Union. It also 

betrays the goal of reducing CO2 emissions.  

From a geopolitical point of view, this poses the question of stronger dependency of the European 

Union towards a more limited number of gas producers with different (if not opposed) interests to the 

EU. This can ultimately undermine citizens' trust, by the failure to address the climate challenge, the 

strengthening of geopolitical adversaries, the jobs lost and the costs imposed on consumers.  

The shift to electric vehicles needs then to be accompanied by a policy centred on the diversification 

of the sources of electric energy, monitoring its prices and guaranteeing that the production of 

electricity will be gradually decarbonised – not simply shifting the production of CO2 from combustion 

engine vehicles to electric power plants.  

 

4.4 Technological neutrality 

The absence of technological neutrality was deemed by some participants as putting challenges in 

place for European industry. Other major vehicle producing markets, such as the United States or 

China, have not limited the options available in terms of mobility. This risks putting Europe on a path 

of dependency in terms of technological development. While it may mean that Europe will develop 

faster in the production of electric vehicles and influence external markets via its regulatory influence, 

it can also result in more limited options and reduced competitiveness on a global scale.  

4.5 Further evidence gathering 

The widespread impacts in Europe, with very localised economic and labour effects in automotive 

regions calls for further gathering and analysis of data concerning this industrial sector. While there is 

data on original equipment manufacturers, the data on the several layers of suppliers is weak. Given 

that suppliers in general, and SMEs in particular, will be the most negatively affected sectors, it is 

important to understand who these are and where are they located.   

In this sense, involving industry interests, trade unions of the sector and regions with strong interests 

in the sector is fundamental not only to, further on, support the implementation of the policy, but also 

to start collecting the relevant data to assess its impacts.  

 

4.6 Support measures 

Participants shared the opinion that this policy bears resemblance to the coal regions, in that its 

widespread potentially positive environmental impact is counterbalanced by some very localised 



 
31 

negative impacts on the economic and labour fields of a certain number of regions. Specific support 

should thus be envisaged to proactively support the transition in these regions. This support should 

cover both companies and the re-skilling of the labour force.  

Also relevant is the fact that some of the most affected regions are comparatively rich and are thus 

excluded from significant support from European funds. This will also need to be tackled for two 

reasons. First, negatively affected companies and workers might be victims of the success of their 

regions. Recognising the prosperity of a region must not be made at the expenses of the least 

advantaged within those regions.  

Second, European funds should not be seen as a zero-sum game. Not supporting industry-leading 

regions in this transition will not leave poorer EU regions better off – it will weaken the EU's capacity 

to compete with other industrial powerhouses, such as the US, China or Japan. In this sense, European 

funds must be tweaked so that wealthy automotive regions do not have to wait for their 

impoverishment in order to receive European support.  
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