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Automotive industry: expected future 

development amid Sars-CoV-2 and long-

term trends. Cu2 Consulting discusses 

tendencies and main issues with Henner 

Lehne, VP Automotive, Global Vehicle 

Forecasting at IHS Markit 

The automotive industry plays a central role in the 

demand for copper products and is also one of the 

pillars for the copper use's future development. 

At the same time, it has been one of the industries 

most affected by the Covid-19 pandemic. 

To understand something more, for the benefit of 

all CFCM's subscribers, Cu2 Consulting asked 

Henner Lehne, VP Automotive, Global Vehicle 

Forecasting at IHS Markit, one of the most 

authoritative sources in this field. 

IHS Markit is a world leader in critical information, 

analytics and solutions for key industries and 

markets. At the end of November, they announced 

a merger agreement to combine with S&P Global 

and "provide customers the intelligence they need to 

make decisions with conviction." A specific box on 

page 6 summarises services and solutions offered 

by IHS Markit in the Automotive industry domain. 

The interview, carried out in December, turned to be 

very interesting, with Henner Lehne not only 

guiding us through numbers and forecasts, but also 

going beyond data and discussing some of the most 

crucial issues influencing the development of the 

automotive industry, in some cases also unveiling a 

stimulating "out of the crowd" vision. 

The automotive industry was one of the hardest 

hit by the Covid-19 emergency. Especially at the 

beginning of the outbreak, its response to the 

pandemic has been massive and fairly uniform 

across the globe, with many temporary plants' 

shutdowns. Can you give us some figures that 

help us "visualise" and quantify the negative 

impact of the emergency on the automotive 

industry? 

The industry got caught by surprise by the 

coronavirus. In the beginning, it was just the "China 

virus." Everybody was still smiling; then we saw the 
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cases in Northern Italy coming up and later 

spreading to Germany, and everything became 

more and more serious. Not only the industry, but 

also every Western government was also caught by 

surprise at the beginning. Then, the first lockdowns 

started. The impact was quite significant because we 

had unplanned shutdowns and, of course, supply 

chain disruptions.   

The virus moved from East to West, parallel to a 

staggering flow of global shutdowns: China was in a 

full shutdown in January; Europe came into 

shutdown in March/April, and the US in April/May. 

Though, it is very interesting to note that while we 

in Europe were just going to shut down, China was 

already out of the crisis and production was 

ramping up again. 

However, the impact was massive at the global level, 

and you can see it in the numbers.  

In 2019, about 89 million light vehicles were 

produced worldwide. In January 2020, our plans 

foresaw a global production of roundabout 88 

million vehicles in 2020, of which about 20.7 million 

in Europe.  

Now, in December [when the interview took place, 

ed.], we forecast 74 million light vehicles produced 

in the world this year, 16% less than originally 

anticipated, of which 16.5 million in Europe, 20% 

less than initially foreseen. And when I say Europe, I 

mean all of Europe, including Russia and Turkey. We 

were even more conservative at a certain point of 

time and only expected 14.5 million light vehicles to 

be produced in Europe in 2020. 

What are the main geographical differences in 

this regard, especially with reference to Europe, 

America and Asia? 

This year, despite all the bad news, it is not going as 

bad as initially thought. China is recovering much 

faster than anticipated and will be only about 5% 

down over last year, which is not bad. The virus in 

China is no longer a topic, which is definitely a good 

sign in this bad situation. Europe and North America 

are both quite affected: they are expected to decline 

by more than 20% each this year [2020, ed.], but, in 

the end, not that hard as had been anticipated. 

Do your forecasts already factor the second wave 

of infections in? 

Yes, they do. However, this is no longer what we saw 

in spring when there was actually no activity in the 

market. Now, the industry is much better prepared 

to go through it. We are not aware of any major 

production facility shutdown from what we have 

seen at the moment.  

Yet, the pressure on the automotive industry is 

really significant, especially considering the high 

level of investments carried out in recent years. 

Exactly. In recent years, investments have been at 

their high point ever. A lot of money has been 

invested in new technologies for battery electric 

driving, connectivity, and autonomy, not to mention 

the investments to get a green production footprint, 

Henner Lehne 
HIS Markit’s VP Automotive, Global Vehicle Forecasting   

Region CY 2019 CY 2020E % var.

Greater China 24.665.242 23.442.726 -5,0%

Europe 21.155.123 16.478.597 -22,1%

North America 16.314.403 12.977.341 -20,5%

Japan/Korea 13.106.892 11.219.815 -14,4%

South Asia 8.426.581 6.003.704 -28,8%

South America 3.281.234 2.252.980 -31,3%

Middle East/Africa 2.009.636 1.707.899 -15,0%

Grand Total 88.959.111 74.083.062 -16,7%

© 2021 IHS Markit Inc. All rights reserved

Light vehicle production by region: 2019 and est. 2020
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digitalisation, industry 4.0, and so on.   

The money the industry invested between 2017 and 

2019 was an all-time high. Yet, now the production 

volume to get a return on investment is missing. 

On the other hand, OEMs and their suppliers still 

have to invest a lot, not least because of the 

upcoming stricter regulations. In 2021, in Europe, we 

have the 95-gram CO2/km regulation; in China, the 

implementation of China 6 emission standards for 

light vehicles; in India they switch from BS4 to BS6 

directly, skipping a whole emission class, which is 

also a major problem especially for cheap local 

manufacturers.  

Lots of investment, and now the market is not 

keeping up.  

It should also be recalled that the global production 

volume was already declining from 2018 onwards. 

The year 2017 was the high market point, while in 

the second half of 2018 and 2019, we saw growing 

weakness in China, the largest market in the world, 

affecting the global production volumes. In 2020, 

with Covid-19, volumes fell even further, putting 

more pressure on the automotive industry.   

How much has the automotive industry supply 

chain been impacted? Have there been any 

significant changes in this regard?  

Of course, the supply chain has been impacted by 

Covid-19, also because, as I said before, while there 

has been a lot of investment in new technologies, 

volumes are now missing.  

Also, we believe that the pandemic is accelerating 

the decline of combustion engines. So, companies 

delivering parts for diesel engines now might be 

more troubled than suppliers of battery electrical 

components.  

In Europe, we see another specific problem, 

especially for those suppliers who "sit on the 

borders" and have a lot of cross-border issues. For 

example, suppliers who may be based in the Czech 

Republic, Poland, Hungary, or maybe in German 

borders have been badly affected because of the 

crisis, as the freedom to move across borders has 

definitely become a problem. 

Also, in general, planning is now much more difficult 

for suppliers, because Tier2 or Tier3 vendors are 

dependent on what is being passed to them 

regarding the demand for their components, but 

have really no visibility on what's happening at the 

top. 

And do you think there might be future changes 

in the supply chain? 

The automotive supply industry has to change, 

invest, and become more digital.  

There are some specific issues that will affect 

combustion engines suppliers, as, although of 

course there will be still enough combustion 

engines to build, this segment is no longer a 

growing market. They must therefore localise in 

India or elsewhere to meet the demand for ICEs, as 

Europe will focus more and more on electrification 

and hybridisation.  

Consolidation is another important issue. Some 

smaller or mid-size suppliers have suffered from the 

crisis, and consolidation could occur. 

Yet, suppliers also have a lot of opportunities in this 

phase, especially those who will be able to offer a 

unique solution in the areas of technology 

integration, advanced industry 4.0 manufacturing, 

or in terms of transparency on CO2 footprint, or who 

can support in recycling. We just saw the EU wants 

to have recycling quotas for batteries. Thus, 

suppliers who already own or are developing 

technologies in this field might be the winners. 

It is not all bad: smart suppliers must embrace the 

change and be fast in supporting the evolution of 

the automotive industry.  

Regarding the outlook, in terms of short- and 

medium-term trends in automotive production, 

how do you see the situation for 2021 and 2022? 

I think we should see a recovery next year. But 2021 

is also the year of the 95-gram legislation in Europe, 

and that will be eating fully next year. Carmakers 

must reduce the average emissions of their fleet to 

95g of CO2 per kilometre or face significant fines, in 

the order of several hundred million euros.  

But many OEMs are struggling with this. A few 

weeks ago, Volkswagen's CEO Herbert Diess 

announced they would miss the target by "a gram 

or so" in 2020, while they should not have problems 
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achieving the target in 2022. To meet the goal, 

carmakers must massively increase their sales of 

electric and hybrid cars. A few weeks earlier, Daimler 

said it was within "striking distance" of the EU 

emission targets, while BMW said they expected to 

meet them.  

Do you think that, in this time of Covid and to 

support the automotive industry, governments 

could postpone the targets?  

I doubt it, because this is EU law, and also because 

all governments are spending a lot of money on EV 

incentives. At the moment we have no indication 

that they would do it. 

However, the environmental challenge will become 

a major issue.  

Let's assume some local players are not making the 

target, and for years they cannot make it because 

they didn't invest enough, and then come to the 

point they could no longer pay the penalties. The 

extreme question is: would governments allow them 

to go out of business because they are not meeting 

CO2 targets?  

At the moment there are a lot of good words and a 

lot of activism, but when really “push comes to 

shove”, when thousands and thousands of jobs 

would be in danger of being lost, how hard they will 

be able to push that through? This is still the crucial 

question. 

 

Remember in France,  when  the  yellow  vests came 

down on the streets and shut down the whole 

country to counter the seven cents surcharge on 

diesel prices for supporting eco-shift, seven cents! 

Sure, something needs to be done, but the question 

is how far can you push and how much of all this will 

be accepted by society? That will be the difficulty.  

So, it will be very tricky to see the extent of how to 

implement them. 

May we go back to the numbers in terms of 

automotive production levels in 2021 and 2022? 

Next year the production will go up: we expect by 

about 14% globally, slightly exceeding 84 million. 

So, it will recover, but it will take time.  

For Europe, after the -22% drop estimated in 2020, 

production is expected to bounce back by +15% in 

2021; thus, it will not fully recover, because, as we all 

know, the crisis is still with us. And in 2022, the 

growth will continue but at a much slower pace.  

Still, in 2022, the total light vehicle output in Europe, 

Japan/Korea, and South Asia will still be lower than 

in 2019. 

In North America, South America, and Middle 

East/Africa the output will be barely above the 2019 

levels (+1 to 2%), while, in China, production in 2022 

will be 5% above that of 2019. 

  

 

   

Region CY 2019 CY 2020E CY 2021F CY 2022F 2021 vs 2020 2022vs 2021

Greater China 24.665.242 23.442.726 24.753.202 25.837.683 5,6% 4,4%

Europe 21.155.123 16.478.597 18.973.239 20.081.713 15,1% 5,8%

North America 16.314.403 12.977.341 16.166.835 16.699.375 24,6% 3,3%

Japan/Korea 13.106.892 11.219.815 12.008.420 12.089.175 7,0% 0,7%

South Asia 8.426.581 6.003.704 7.374.670 8.181.133 22,8% 10,9%

South America 3.281.234 2.252.980 3.043.997 3.305.404 35,1% 8,6%

Middle East/Africa 2.009.636 1.707.899 1.932.732 2.052.348 13,2% 6,2%

Grand Total 88.959.111 74.083.062 84.253.095 88.246.831 13,7% 4,7%

© 2021 IHS Markit Inc. All rights reserved

% var. 

Light vehicle production by region: 2021 and 2022 forecasts
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When do you expect the automotive industry to 

return to the production levels of 2017-2018?  

China, South Asia (including India), and South 

America aside, never.  

I don't think that the 2017-2018 peaks will ever 

come back in Europe, North America, and 

Japan/Korea. 

There is a lot of potential in South Asia, including 

high-population countries such as India and the 

ASEAN region. However, China will clearly remain 

number one. In China, we expect that it will take 

until 2024 to be back to normal levels where they 

used to be before the crisis.  

South America has potential as well, with Brazil and 

Argentina having hit very low levels, therefore 

needing to recover. 

Conversely, Europe, North America and Japan/Korea 

hit the ceiling: they will continue to grow but will not 

come back to 2017.  

It is not just the impact of the Covid-19 emergency; 

Covid is just accelerating longer-term structural 

changes in mature markets. There are various 

factors, such as demographics, older society, less 

driving population, total cost of ownership, which 

will slow down the demand for vehicles.  

As for Japan and Korea - the former very focused on 

high technology in hybrid and, BEV vehicles -, they 

are also on a declining path in terms of country 

production, as they have pretty much localised in 

other markets. 

The industry will change. Maybe not as dramatic as 

some might want to see, but the change would be 

very visible and relatively strong. 

Switching now to eMobility, its take-off has been 

gradually moved forward over time. What do 

you think are the most reliable forecasts today in 

this regard? 

I think eMobility goes hand in hand with what I 

described before as the big industry challenge. 

There is a big push behind eMobility. But there are 

a lot of question marks as well.  

For example, at the moment, investments in 

infrastructure are lagging behind the increase in 

electric vehicles. So, what will happen in markets 

where the infrastructure will not allow people to run 

electric cars in large quantities because there are not 

enough charge stations? 

Another limit is the cost factor, as purchasing and 

running an electric car is quite expensive. 

Also, as a paradox, the fast technological 

development might pose some limits to the growth. 

The technology for these vehicles is accelerating so 

fast that, if you buy a new car today, in two years’ 

time it is already outdated again from a EV 

technology point of view.  

Another tricky point relates to the current level of 

penetration of EVs. Let's take the EU27: in 2020, EVs 

represented about 5% of total cars, next year they 

will account for 7.5%. So, they will grow, but the 

ambitious penetration levels announced of about 20 

million electric cars on the road by 2030 require 

considerable extra effort and extra push. We are not 

going to make that shift just by letting it run like it 

does now with only a little bit of electric car 

incentives.  

On the other hand, in the US, we have to see what 

happens with the new President, if he gives the 

Region CY 2017 CY 2018 CY 2019 CY 2020E CY 2022F CY 2025F CY 2027F

Greater China 28.012.850 26.852.726 24.665.242 23.442.726 25.837.683 29.431.962 31.169.123

Europe 22.209.656 21.979.090 21.155.123 16.478.597 20.081.713 20.750.591 21.026.037

North America 17.065.185 16.962.756 16.314.403 12.977.341 16.699.375 16.433.551 16.512.811

Japan/Korea 13.245.088 13.204.386 13.106.892 11.219.815 12.089.175 12.448.259 12.174.733

South Asia 8.691.556   9.185.774   8.426.581 6.003.704 8.181.133 10.125.981 11.043.031

South America 3.293.602   3.429.725   3.281.234 2.252.980 3.305.404 3.913.126 4.280.723

Middle East/Africa 2.606.283   2.555.779   2.009.636 1.707.899 2.052.348 2.361.703 2.389.897

Grand Total 95.124.220 94.170.236 88.959.111 74.083.062 88.246.831 95.465.173 98.596.355

© 2021 IHS Markit Inc. All rights reserved

Light vehicle production by region: forecasts up to 2027
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California rights to do their own emissions targeting 

again. Section 177 mandate will be a big open 

question in the US. 

And even in China, the world largest electric market, 

there is still no natural pull for electric vehicles, 

which is why we call it a push-market. As soon as the 

subsidies went off, the number of EVs declined. 

And still speaking about China, the Chinese 

government said they would not reduce CO2 until 

2030. They will continue to grow CO2 emissions until 

2030, and then they will go down to zero in 30 years, 

by 2060, with technologies that have not even been 

invented yet.  

How can a giant country like China increase its CO2 

emission by 2030 and go down to zero emissions by 

2060? 

Have you incorporated the question marks you 

raised into your forecast? 

Yes, of course, but not all of them. We have a 

baseline scenario, which we deem realistic, based on 

the assumptions that there will be more electric 

vehicles available, that the charging infrastructure 

will develop, and there will still be subsidies and 

incentives for quite a while.  

Still, we do not have city or ICEs bans in our forecasts 

yet, and not even a tighter Euro 7 approach in 

Europe.  

Also, to be honest, at the moment our forecast does 

not foresee that the Paris climate agreement will be 

reached and are not made to show zero emission by 

2050. We are far away from that. We try to provide 

a realistic base case. 

So, we look in detail country by country, as some 

markets are moving faster than others. This is the 

case, in Europe, e.g., in the Netherlands, Sweden, 

and Norway, where they might put an ICE ban in 

first, and as of 2030, no more combustion pure 

engine vehicles can be sold. In these cases, we 

analyse whether what can be sold are mild hybrid, 

or only full hybrid, or fully-hybrid with plug-in or 

BEVs. 

These are things that we take a very close look at 

and see how each market might evolver and what 

the plans are.

 

 

Automotive Solutions from IHS Markit 

With a rich foundation of developed and acquired 

capabilities (R.L. Polk) and partnerships (Datalogix/Oracle 

Data Cloud), IHS Markit is unique in that it leverages a 

comprehensive view of the automotive ecosystem—past, 

present and future—to drive a powerful suite of insight-

based products and solutions. Examples of our 

capabilities include: 

 Comprehensive coverage of global and regional 

vehicle markets 

 Historic and current vehicle registrations and vehicles-

in-operation (VIO) 

 Up to 12-year forecasts of light, medium and heavy 

commercial vehicle production, sales and powertrain; 

25 year long-term scenarios 

 Vehicles in operation (parc) information and forecasts 

 Supplier insights and component volumes and 

forecasts 

 Detailed OEM & supplier analysis 

 Daily news and analysis 

 Connected car and future-of-mobility analysis 

Over 180 in-country, senior analysts covering every 

major automotive market on the planet. 

About IHS Markit (www.ihsmarkit.com) 
IHS Markit (Nasdaq: INFO) is the automotive industry’s leading 

source for market-wide insight, expertise and advanced planning 

solutions. With a reputation of enabling better decisions and 

better results for nearly a century, the world’s leading OEMs, 

suppliers and their transportation partners rely on IHS Markit to 

power growth, improve efficiency and drive a sustainable 

competitive advantage. 

Automotive offerings and expertise at IHS Markit span every 

major market and the entire automotive value chain—from 

product planning to marketing, sales and the aftermarket. 

Headquartered in London, our automotive team is part of IHS 

Markit’s information and analytics powerhouse that includes 

more than 15,000 colleagues in 150 countries, covering energy, 

chemical, aerospace and defense, maritime, financial, technology, 

media and telecommunications. For additional information, 

please visit www.ihs.com/automotive or write us an email at 

automotive@ihsmarkit.com* 

For commercial information, contact: 

Andrea Giuliano  

Sr. Sales Executive/Business Development | Automotive 

andrea.giuliano@ihsmarkit.com  
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So, you seem rather sceptical about the 

development of eMobility … 

I'm not sceptic; I think everybody needs to be 

realistic about the timing and the targets that are 

really possible to achieve. I think the industry is 

moving into the right direction, and tighter 

legislation is needed to support that move, so some 

of the loopholes should definitively be closed. Yet, 

the target must be realistic and measurable. I 

believe people underestimate the complexity 

behind this issue, especially on the environmental 

side. 

And I take the chance to add to the discussion a 

somewhat “unusual” opinion: "The electric car has 

nothing to do with protecting the environment." It is 

ecologically clean in its drive, but to evaluate the 

lowest CO2 footprint, we must look at the entire life 

cycle from start to end. And I am convinced that 

electric cars only displace the emissions in other 

areas. If you think about how much CO2 is needed 

to produce a battery cell and where the earth 

materials are coming from, you find this is not an 

environmentally clean process. And even if we just 

look at the drive cycle of an EV, there are large 

differences. In France, it would be CO2 neutral 

because they have only nuclear energy, but in other 

markets, where electricity come from fossil fuel, coal 

or gas power plants, electric cars can have 20 to 30 

grammes of CO2 when driving. 

If we are serious about protecting the environment, 

we have to do something completely different. 

So, what? 

We should take all leasing cars and extend the lease 

by two years. We would need to be overdriving 

bicycles and sharing cars; having our own big SUV 

in the city is not the right thing to do. Ultimately, the 

best way would be running a "golf-sized" vehicle 

with a mild hybrid 48V approach and carbon-free 

fuel, maybe e-fuels generated with green energy. 

Then, you would probably have the lowest CO2 

footprint over the whole lifecycle, from start to end. 

But there are so many lobbies and interest groups 

out there right now, that it's very difficult to really 

see what the best way could be. 

Do hydrogen fuel cell cars have a future? How do 

you see their development trend? And do you 

think that hydrogen-powered cars can replace 

EVs, or rather complement them? 

No, I do not think that hydrogen-powered cars will 

replace EVs. This technology can be used mainly for 

heavy trucks, where carrying large batteries does 

not make much sense and long ranges are needed. 

Hydrogen definitely plays an important role to 

develop carbon free economies. But as a power to 

electric passenger vehicles, we do not see it as an 

important topic.  

Besides the cost for the fuel cells itself, there are also 

still large investments needed to produce hydrogen. 

A problem with hydrogen is that it is losing a lot of 

energy in its creation process. Therefore, it doesn't 

make much sense to produce it in large quantities 

here in Europe. There are regions where it can be 

generated much more efficiently with natural 

resources like sun and wind in mass. This becomes 

even more important when we talk about E-fuels, 

where Hydrogen is a basis for. 

eMobility aside, how do you see the 

development of new mobility business models 

(*) still includes Forecast -actuals up to October 

Region Vehicle Segment CY 2019 CY 2020E* CY 2021F CY 2022F CY 2025F CY 2027F

USA Light Vehicles 250.627       293.569       440.245       695.753       1.386.299 1.648.290

y-o-y 17% 50% 58% 24% 8%

EU30 Passenger Cars 332.643       596.084       1.007.068    1.341.628    2.705.139 3.379.465

y-o-y 79% 69% 33% 19% 11%

China Light Vehicles 939.706       794.763       1.288.829    1.888.083    3.865.560 5.295.127

y-o-y -15% 62% 46% 22% 16%

© 2021 IHS Markit Inc. All rights reserved

EV Forecast by region
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such as ride hailing, ride sharing, and ride 

pooling? And what impact will they have on 

automotive production?  

For the moment, the impact of this segment is still 

quite small.  

Moreover, today, in Corona’s times, who wants to be 

with unknown people in the car for hours, even if 

wearing very good masks? For the moment, this 

topic is more or less dead. Companies offering car 

sharing like here in Germany Daimler and BMW, do 

not see it as a profitable business. People are even 

avoiding public transports; everyone wants to have 

a car. And I believe this attitude will last for at least 

the next couple of years. 

I think that, once Covid is over, there will be a 

reconfiguration, a reassessment of what the future 

of car sharing and car hailing would really look like. 

Thank you Henner, we look forward to hosting 

another interview with IHS Markit in one of the 

forthcoming issues of the CFCM.  

The next interview will discuss a technical 

subject related to EVs’ components 

incorporating copper products. See page 41. 

Automotive Industry and IHS Markit\Development 

 

Trade issues: Although several events have 

taken place in the last month in terms of 

trade issues, the two major changes are 

undoubtedly Brexit and the signing of an 

important agreement on investment 

between the EU and China  

As has been happening for a few months now, the 

CFCM also reserves some space for a brief 

discussion of events related to international trade, 

which, directly or, more often, indirectly, can impact 

copper products and the connected supply chain. 

Undeniably, the two major events in the past month 

have been Brexit and CAI, the EU-China 

Comprehensive Agreement on Investment, 

although also other minor events took place. 

A brief review follows. 

BREXIT: Unexpectedly, considering as things had 

turned out, an agreement to avoid the dreaded “No 

deal” or a hard Brexit was reached down to the wire 

between the UK and the EU. On Christmas eve, the 

two parties agreed on a trade deal, the Trade and 

Cooperation Agreement (TCA), which sets out the 

terms under which post-Brexit trade relationships 

between the European Union and the United 

Kingdom will be ruled from January 1, 2021.  

Although the TCA is a “zero tariff-zero quota deal” 

for goods “originating” in the UK or EU, certain 

burdens or restrictions will likely change trade 

across the English Channel.  

First, the “rules of origin” impose that goods 

manufactured using components from countries 

outside the EU or the UK must meet product specific 

origin requirements, which are assigned according 

to the customs tariff code under the TCA. The proof 

of origin can indeed be self-declared; however, 

there will be customs controls and, to benefit from 

the zero-tariff regime, exporters and importers will 

need to carefully examine their supply chains to 

make sure that the complex “rules of origin” 

requirements are met. 

In general, paperwork will be necessary, and many 

new regulations will have to be observed for imports 

and exports, all resulting in additional economic 

burdens. Things can become complicated for small 

shipments, as, to simplify the forms to fill, some 

shippers may refuse to transport loads containing 

different products from different companies. In 

short, the cost of moving goods across the English 

Channel will soar. 

Also, the TCA does not provide for cross-recognition 

of conformity standards. So, products will have to 

undergo two separate conformity assessment 

processes, albeit with the possibility of using self-

declaration of conformity for “low-risk products”.  

One copper-intensive industry that will 

undoubtedly be affected is the automotive 

industry, with approx. 30,000 parts used for every 

single car, according to the evaluation of the 

European Automobile Manufacturers’ Association 

(ACEA).  

The UE and UK automotive industries are closely 

interconnected, and carmakers and their suppliers 
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depend strictly on cross-Channel trade.  

According to data provided by ACEA, 8 out of 10 

vehicles produced in the UK are exported, more 

than half of which to the EU. Moreover, more than 

80% of vehicles imported by the UK come from the 

EU. In reverse, only 3 out of 10 vehicles produced in 

the EU are exported, one third of which to the UK.  

The British market is particularly strategic for French 

car manufacturers, which account for 15 to 20% of 

its registrations, and even more for commercial 

vehicles. French carmakers also have production 

sites in Great Britain, through the Nissan factory for 

the Renault Group and the Vauxhall (formerly Opel) 

factory for PSA, in addition to the main French 

component manufacturers such as Valeo and Plastic 

Omnium. 

So, ACEA welcomed the achievement of the TCA 

which avoided a no-deal Brexit, whose 

consequences, they said, would be “devastating” for 

the automotive industry. However, they also noted 

that “nonetheless, major challenges still lie ahead, as 

trade in goods will be heavily impacted by barriers to 

trade in the form of new customs procedures that will 

be introduced on 1 January 2021”, the magnitude 

and complexity of which have not yet been 

assessed.  

The UK auto industry will also need to focus on 

restoring investors’ and parent companies’ 

confidence. According to Forbes, the three main 

cars manufacturers in the UK, namely Toyota, Nissan 

and Honda, have stopped several projects due to 

the uncertainty that has reigned for three years, and 

Honda even decided to close its British factory in 

2021. 

It would be interesting to understand the opinion of 

car components manufacturers and third-tier 

automotive suppliers on this issue. We have tried to 

reach some of them, without getting back any 

comment. Of course, their observations will be 

welcome also in the future. 

However, in general, it is worth recalling that the 

TCA is not a permanent system because either side 

may terminate it on 12 months’ notice, which would 

bring us back to what would be, simply said, a “no 

deal Brexit”. 

At the same time, the UK goes ahead signing 

separate free trade bilateral agreements with 

other non-EU partners. More than 60 bilateral 

agreements (in most cases, “continuity” agreements) 

have already been signed, the most relevant, based 

on the value of the UK trade concerned, being those 

with Iceland & Norway, Switzerland, Canada, 

Singapore, and South Korea, as we mentioned in the 

CFCM n. 72.  

A brief mention now of the last three significant 

agreements signed, with Mexico, Turkey, and 

Vietnam. According to the UK Department for 

International Trade (DIT), the new agreement with 

Turkey will also protect automotive and 

manufacturing supply chains. As for Vietnam, the 

UK-Vietnam Free Trade Agreement (UKVFTA) 

basically replicates the European Union-Vietnam 

Free Trade Agreement (EVFTA), on which we have 

reported you extensively in the CFCM n. 68, as it also 

impacts on copper products’ trade, with the 

elimination of almost all tariffs in place.  

Meanwhile, the long-awaited UK-US trade deal is 

still to be reached, having been delayed by the US 

presidential election. It should now follow soon. 

EU - China Comprehensive Agreement on 

Investment (CAI): At the end of December, after 

seven years of negotiations, another significant 

agreement was signed, namely the CAI 

(Comprehensive Agreement on Investment) 

between the EU and China. CAI improves the access 

conditions to the European and Chinese markets for 

both parties. 

Chinese President Xi Jinping noted that the bilateral 

investment treaty between the EU and China would 

significantly contribute to building an open world 

economy.   

On its side, the EU affirmed that the agreement “will 

help to rebalance trade relations between the EU and 

China,” adding that Beijing “is committed to granting 

an unprecedented level of market access to European 

investors, giving them certainty and predictability for 

their operations.” Furthermore, the agreement “will 

significantly improve the level playing field for the EU, 

clarifying the obligations for Chinese state-owned 

enterprises, prohibiting forced transfers of technology 
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and other distorting practices, and increasing 

transparency on subsidies”.  

European Commission President von der Leyen and 

EU Trade Commissioners Valdis Dombrovskis 

pointed out that the agreement will create a level 

playing field for European companies, providing 

unprecedented access to the Chinese market for 

European investors, access that China “has never 

given to any country.” 

Indeed, foreign investors' access in various sectors 

is severely limited or even prohibited in China, and 

European companies operating there do not benefit 

from the same levels of transparency and fair 

competition as those enjoyed by Chinese 

companies in the European market. 

Regarding the level playing field, the CAI 

establishes several principles. 

First, the agreement aims to regulate the conduct of 

state-owned enterprises (SOEs) by requiring them 

to act on commercial criteria and not discriminate 

against European companies in their operations of 

buying and selling goods or services. The 

agreement also establishes transparency 

obligations in the event of disputes. 

Second, the agreement improves the transparency 

of subsidies. 

Finally, the agreement introduces several 

prohibitions on the mandatory transfer of 

technologies as well as on the interference with the 

contractual freedom relating to the granting of 

technology licenses, strengthening the protection 

against the unauthorized disclosure of sensitive 

information and trade secrets collected by 

administrative authorities in the certification 

processes of a good or service. 

Significant commitments have been done in the 

manufacturing sector, which, as the European 

Commission has pointed out, “makes up more than 

half of total EU investment, including 28% for the 

automotive sector and 22% for basic materials.” 

The agreement also includes important 

commitments on labour standards and the climate 

and environment, including the implementation of 

the Paris Agreement.  

The conclusion of the negotiations is only the first 

step, as the necessary deliberations for the adoption 

and ratification of the agreement have not yet taken 

place. In the coming months, the two parties will 

work to finalize the agreement's text, which will have 

to be revised and translated before it can be 

submitted to the Council and the European 

Parliament for approval, which would take until 

2022.  

Other events: Four other minor, yet worth-

mentioning, events have taken place over the past 

few weeks relating to trade issues which may be of 

direct or indirect interest for the copper industry. 

They are: 

 New UK approach on US tariffs. In December, 

the UK Government announced its 

independent approach to the longstanding 

trade disputes between the US and the EU. On 

the one hand, they decided to roll over tariffs 

“in response to the unjustified ‘Section 232’ 

tariffs imposed by the US on aluminium and 

steel imports.” 

On the other hand, the UK Government 

decided to suspend all retaliatory tariffs related 

to the 16-year Boeing-Airbus dispute, hoping 

that the US administration could remove its 

counter-tariffs against the UK, although 

affirming that the UK Government “reserves the 

right to reimpose the tariffs at any point if 

progress toward an agreeable settlement is not 

made.” 

 With reference to the Airbus-Boeing dispute, 

another escalation took place in the “tit-for-

tat tariff battle” between the US and the EU. On 

December 30, the US Trade Representatives 

(USTR) announced the US would increase tariffs 

imposed on France and Germany to retaliate 

against the imposition of tariffs on $ 4 billion 

worth of US goods (see previous issues of the 

CFCM), accusing the EU of unfairly calculating 

its tariffs. As a result, the US added other EU 

products to its retaliation list, including aircraft 

manufacturing parts and some wines and 

liquors from France and Germany. Not copper 

products, indeed. The overall value of affected 

goods remains at $ 7.5 billion. The new tariffs 

came into effect on January 12, 2021. 
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 Section 301 tariffs on Vietnamese products 

could be around the corner. In October 2020, 

the USTR initiated an investigation into 

Vietnam’s currency practices, which could lead 

to impose tariffs on Vietnamese products, 

similar to the case of China tariffs. A large 

number of associations and companies have 

opposed the possible imposition of Section 

301 tariffs on Vietnamese goods. While the 

USTR final determination is yet to come, in 

December 2020, a US Treasury Department 

report concluded that “Vietnam is a currency 

manipulator”. This may provide significant 

support to the USTR for its determination on 

this matter. The decision is expected by January 

20, 2021.  

 India will extend its import monitoring 

system also to copper. The Import Monitoring 

System (IMS), already in place for steel and 

coal, will soon be extended to other products, 

including aluminum and copper. We recall that 

India is increasingly active in anti-dumping and 

countervailing duties investigations (more than 

40 probes were launched between April and 

December 2020), some of them including 

copper-based products.  

As for copper products, we recall two recently 

started investigations: the first for alleged 

dumping on rolled products against six Asian 

countries (China, Korea, Malaysia, Nepal, Sri 

Lanka, Thailand) began in July (see CFCM n. 67); 

and the second on copper tubes imported from 

Malaysia, Thailand and Vietnam launched in 

October 2020 (see CFCM n. 70). In addition, at 

the end of 2019, India imposed anti-subsidy 

duties on imports of copper wire-rod and 

copper wires (including enamelled wires) from 

Thailand, Indonesia, Malaysia, and Vietnam, 

following a complaint from Hindalco Industries 

and Vedanta Industries (Sterlite Copper). 

Trade issues 
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DOWA METALTECH receives a patent for a 
copper alloy material used for connectors  

Dowa Metaltech has recently received a patent for a 

copper alloy to be used for electric current-carrying 

components, such as connectors. 

The patent application was filed in August 2014, and 

the patent (USPTO 10844468) was published online 

on December 7, 2020. 

The object of the invention was to provide a copper 

alloy material with excellent electrical conductivity, 

stress relaxation resistance, and pressing and 

bending workability. 

The problem arises in the 

case of tuning-fork 

terminals or similar 

components, as the 

direction of deflection 

displacement is usually 

imparted in both the 

rolling direction (LD) and 

the direction perpendicular to the thickness 

direction (TD). In fact, the stress relaxation ratio has 

been found to be the worst when the direction is TD. 

Therefore, the inventors' target was to improve the 

stress relaxation resistance when the direction of 

deflection displacement is TD. 

The patented material refers to a high strength 

CuFePMg alloy when Mg is dissolved in the matrix, 

and a FeP compound is functional to solve the 

problem. 

According to the invention, the FeP based 

compound is produced at a high-temperature (600 

to 850°C) to prevent P from binding to Mg (thereby 

reducing the bending workability).  

The alloy chemical composition includes: Fe (0.05 to 

2.5%), MG (0.03 to 1%), P (0.01 to 0.2%). Other 

components (like Sn, Ni, Zn, Si, Co, Cr, B, Zr, Ti, Mn, 

V) may be included in a range from 0 to 0.1% or 

0.3%. The balance is Cu with inevitable impurities. 

Main production steps are: casting and solidifying 

the copper alloy in a mold, followed by a cooling 

process to produce a slab (with a cooling rate of 

30°C/minute or more from 700 to 300°C)  slab 

heating at 850 to 950°C  hot rolling at a final 

temperature of 400 to 700°C, followed by rapid 

cooling (cooling rate 5°C/sec or more from 400°C to 

300 °C  cold rolling with a rolling ratio of 30% or 

more  intermediate annealing followed by 

cooling at given parameters  second intermediate 

annealing at 400 to 600 °C for half an hour or more, 

followed by cooling at given parameters  finish 

rolling mill to a rolling ratio of 5 to 95%  low-

temperature annealing at 200 to 400°C. 

The resulting rolled material has high electrical 

conductivity (65% IACS or more), strength, bending 

workability, and stress relaxation resistance, with 

high durability in electric current-carrying 

components when the load stress is applied in the 

direction (TD) perpendicular to both the rolling 

direction and the thickness direction.  

All details are available in the patent application 

document. 

Dowa Metaltech\Patents 
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