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Minister, ladies and gentlemen, good morning. Thank you for inviting me. 

It’s a great honour to be invited to speak at this summit, a hugely important event in the automotive calendar. I can’t think of a better time to be here: Ford is 100 years old in the UK this year. 

It’s hard to believe, isn’t it, that it's been a century since we opened our first manufacturing plant in Europe. That was at Trafford Park, in Manchester, at a time when Dagenham and Bridgend were not even distant dreams.

One hundred years in the UK and, let me tell you, as the old song goes, "it don’t seem a day too long!" 

But I won't spend time just looking back today, not for more than a few moments, anyway. That's because we meet in momentous times, with the world’s economies facing huge challenges. There's uncertainty about the fragile recovery from the worst recession since the 1930s – especially here in Europe – with the ongoing sovereign debt crisis faced by many countries, and nations around the world urgently seeking economic growth.

So the focus of what I want to talk to you about today is how we recover. 



That is why I want to discuss the vital contribution that we in automotive manufacturing can make to the economies of the UK and Europe, and the growth we can offer, the skills we can foster, the jobs we can bring, and the difference we can make. Also,  crucially, the things we need from decision-makers if we are to play our proper part in restoring stability and leading growth. 

I’ll come back to those in a moment. First, let me describe to you the footprint of Ford in the UK today.

Dagenham is still key to our operations here in Britain: our diesel engine plants there form part of Ford’s largest manufacturing centre in Britain, and build some of the most advanced diesel engines in the world. We also remain London's largest industrial employer. 
Our Dunton Technical Centre in Essex is the biggest of its kind in the UK. We have 3,500 engineers creating the Ford vehicles and technologies of tomorrow; clever people in highly-skilled jobs.

At Southampton, we build our stalwart Ford Transit, while at Bridgend, in South Wales, we make advanced technology petrol engines for Ford and premium automotive brands.      

So while we may not have been born here, we’re about as deeply-rooted as a company can be in Britain. I don’t mean to boast – or only a little! – when I say that we have been the UK new car sales leader for 35 years, and the commercial vehicle sales leader for 45 years.

Look how Britain benefits from that. Every year we spend $3.5 billion with our supplier base in the UK, and export some $2 billion worth of vehicles, engines and services to markets around the world. We directly employ more than 15,000 people – many in highly skilled roles, and altogether around 100,000 who work in our supplier base and dealerships. 

We have provided a combination of investment, recruitment, employment, engineering, innovation, manufacturing and sales that is unmatched in its support of the UK economy.

One hundred years of manufacturing in Britain. One hundred years of investment and employment in this country. One hundred years of contribution to the British economy, its society, and to its skills base.

Back in 2000, we announced that we were ending vehicle production in Dagenham after 70 years. For some commentators, this was the death knell for Ford in Britain. We didn't see it that way. 

We knew we could maintain a globally-competitive Ford presence in Britain, but only if we played to our strengths. So we focussed on higher margin product manufacturing and engine production.

I mentioned those 3,500 engineers at our Dunton Engineering Centre. Many of them are dedicated to developing the very latest low CO2 engine technologies. Dagenham has become our global centre of excellence for diesel engine manufacturing, while Bridgend is one of our most important global petrol engine plants.

Between them, our Dagenham and Bridgend plants build about two million engines a year. Enough to power almost one-third of all the Ford vehicles sold globally each year.

Today, I’m proud to say, we’ve put the UK at the forefront of high-tech powertrain development, with engines that are smaller, lighter, more fuel efficient and cleaner. We build a diesel engine at Dagenham that can take a family car more than 76 miles on a single gallon. That's from here to Northampton. And we'll soon be able to lower carbon emissions to under 95g/km without the help of a complex hybrid system.

It's the engine research and manufacturing that we have in Britain that has largely contributed to the significant reduction in CO2 emissions in recent years. Today, around 35 per cent of Ford's total vehicle sales in Europe are for vehicles emitting less than 120 g/km of CO2, and there's been a close to six-fold increase in sales of Ford vehicles emitting less than 110 g/km of CO2 compared to the start of 2010.

That is the genius of the automotive industry. That is what skilled manufacturing, innovative research and targeted investment can do. 

Happily, British policy makers are once again also beginning to see it. I believe they increasingly understand the importance of a strong manufacturing base. I detect a renewed sense of urgency to re-establish a stronger manufacturing base in this country. Otherwise, the UK would be left behind by those nations around the world that have continued to value manufacturing as an important and essential part of economic well-being and growth. 

We know manufacturing drives the economic growth of emerging markets, particularly the so-called BRIC nations – Brazil, Russia, India and China. For example, I was in Moscow just a few weeks ago to sign a new joint venture deal with our Russian partners, Sollers, the country's second-largest producer of vehicles, to increase the presence of the Ford brand in Russia. 

This was made possible by the Russian government's new Industrial Assembly Regime, which has established a policy framework within which the Russian authorities expect to create a strong and dynamic domestic vehicle industry.

We and any other auto manufacturers are also investing heavily in China, India, Indonesia and Thailand, all of which are taking strong steps to establish viable auto industries with export potential.    


And closer to home, the German economy has come out of recession far quicker than most other Western nations, with economic growth at 1.5 per cent in the first quarter of the year – primarily spurred on by its strong manufacturing industry and exports, led by the country’s automotive producers. Germany also is a country where the title "engineer" is still held in very high esteem.

So what about the UK? Well, it was a mistake in the 1980s to believe the West was entering a post-industrial age, just as it was a mistake to believe this country could focus its economy on financial services. The important thing now is to learn from those mistakes.

So we fully support the UK government’s goal of rebalancing its economy, putting a greater focus on low-carbon technologies, manufacturing and exports, and we recognise that we have a big role to play in helping to achieve that objective.

The automotive industry is doing more than just talk about all this. BMW, Nissan and Jaguar Land Rover have announced significant investments. At Ford we’re investing a further £1.5 billion in UK operations to support future low carbon and high value R&D and manufacturing. This will be concentrated over the next five years.
This investment was made possible by a European Investment Bank loan of £450 million, plus a UK government loan guarantee of a further £360 million. That’s a great example of government and the private sector working together to stimulate economic recovery, and we appreciate the UK government’s continued support. I believe that such co-operation provides a template for further manufacturing-led growth to lead the UK towards stable economic growth.

This country is home to seven volume car manufacturers and eight commercial vehicle makers: they produce one million vehicles and several million engines a year. In value terms, they account for about 10 per cent of the UK’s annual manufacturing turnover, with exports valued at over $25 billion, or 10 per cent, of the nation’s total export value.

The auto industry also supports 700,000 jobs across vehicle and component supply and contributes £8.5 billion added value to the economy.

But it’s so much more than manufacturing and sales.  The UK can be a centre of excellence for the new low-carbon and high value technologies that offer the most growth potential for higher cost European economies.

Within these shores, we have more specialist and sports car manufacturers than anywhere else in Europe. Eight Formula One teams are based in Britain. So is Ford's global World Rally Team, run from M-Sport's high tech base in Cumbria.

We are beginning to see how auto manufacturers and the government can work together for the betterment of UK PLC. 

Look at the Technology Strategy Board, for example. It dispenses relatively small amounts of public money, but it’s acted as a catalyst for vehicle manufacturers and the supply base to undertake research and engineering in Britain.

We have here the potential to build upon world-class design, engineering and manufacturing expertise, but I worry that we will not achieve that potential unless there is a greater commitment to help deliver a stronger British auto industry. 

The industry is prepared to make big investments. Do our politicians believe in that future as much as we do?

I'm not talking here just about grants or financial assistance. Rather, I'm talking about ensuring we have the right skills base and the right pro-industry policies in place to make investing in Britain of benefit to all stakeholders concerned.

Let’s look at skills. The UK has fallen behind its rivals in educational qualifications. We see a poor take up of science, technology, engineering and mathematics. Too many British students shun rigorous, demanding subjects. Our rivals, meanwhile, provide the kind of educational infrastructure that develops a skilled workforce.

Then, when it comes to policy, we need a real sense of direction in driving public and private sector investment. 

If we succeed in developing an effective framework for an industrial economy, we will not only retain skilled jobs, but also encourage companies to develop more of them. At Ford we are beginning to recruit again after several years of belt-tightening. We are looking for skilled engineers in our universities, and last month announced a £1 million programme to sponsor 100 scientific, technical and innovation scholars to encourage that process.

Of course, what we do to strengthen the British auto industry also ultimately depends on what happens at the European level. The European Union – and notably, the European Commission – has a big role to play in not only the future of the British auto industry, but also of the auto industry across Europe. Do they wish to enhance it? Or undermine it?
It’s a big question for the European Union, given the significance of our industry. Across the EU, this is an industry that accounts for 10 per cent of all manufacturing by output, and 35 per cent by employment. It provides direct employment for 2.3 million people, and a further 10.4 million indirect jobs. 

So, you see why decisions that are taken at the European level are crucial for us all. If those decisions are wrong, then I'm not certain if volume automotive manufacturing has a long-term future in Europe.

Let me state briefly that I'm firing a warning shot for the established European industry as a whole, not specifically for Ford. We're the No.2 automotive brand in Europe in terms of sales.  We're continuing to invest heavily in the UK and other European Union countries.  We have come through the recession in Europe as a profitable company unlike many of our competitors, though I would welcome a little more profitability. We're here to stay.


Let me be clear.  If we don't have a policy framework that supports the industry as a whole, then we as Ford will, of course, be hurt.  Others, though, might face a far worse situation, including key suppliers. 

Sadly, we are seeing an increasingly industry-skeptical political environment at the European level, with rising costs of what is often marginal and unnecessary regulation, unbalanced trade agreements, and anti-car European Commission strategy papers on the future of transportation. 
We urgently need an effective EU-wide industrial policy: not just for the auto industry, but for manufacturing industry as a whole. That is something I hope the UK government will fully support.  

If the auto industry in Britain and Europe is to prosper, we need to see a more proactive and long-term strategic vision for research and development, engineering and manufacturing industry at the pan-European level. In the case of the auto industry, that means improved efficiencies and more competitive business practices, to ensure that the European industry can compete in the global arena and play to its strengths.  

Yet, even as we have come through the worst recession since the 1930s, there has been almost no change to the structure of the European auto industry. Overcapacity was a major problem before 2008, and has only been exacerbated since the onset of recession. By some estimates, we have as much as 35 per cent overcapacity in Europe. 

In the United States, the industry has undergone a brutal reckoning in recent years, and has come through leaner, more efficient and stronger. In Europe, nations went their own way.


Here, we have not truly reformed the industry. Instead, we have seen some governments act to protect their national automotive champions. As a result, we have more overcapacity in per centage terms today in the European industry than before the recession. This is leading to huge pressures in the industry, as some manufacturers reduce their vehicle prices to unrealistic levels to attract customers and try to keep their production facilities operating. 

This is unsustainable. It is damaging the entire industry. That is why it is vital that any industrial policy towards the auto industry is truly pan-European in scope, and geared towards helping the industry become leaner and more globally competitive.

Such an industrial policy also needs to provide us with a stable legislative basis so that we can work towards significant, realistic targets in areas such as CO2 reduction. The automotive industry is already one of the most regulated sectors, and we have made enormous strides in recent decades in areas such as CO2 and emissions reduction.  Far more, I would argue, than have been achieved by any other industrial sector.

Legislation and the competitive nature of our business will keep us moving forward, but it is crucial that future legislation does not demand of us measures that place us at a disadvantage globally.

Of course, the European Union has a critical role to play in developing transport strategy and in setting future policy frameworks. As part of this process the European Commission recently published the EU White Paper on the Future Transport Policy. 

I have to say I found it to be a hugely disappointing document.

The proposals outlined in the White Paper – which call for a 50 per cent reduction in internal combustion-engined cars in urban areas by 2030, and a complete ban by 2050 – do not effectively address the issues of congestion and environmental improvement in urban areas. 
It also effectively proposes to ban cars from out-of-city traffic altogether, by suggesting that such travel should mainly be made by train.
I find the proposals to make a general shift from road to rail and shipping in the same timeframe to be unrealistic and completely one-sided. Such radical proposals require further discussion and reflection, and they need to respect the principles of technical neutrality and freedom of consumer choice. 

The Transport White Paper is a prime example of policy proposal developed with little regard to the collateral damage it can cause. It could discourage essential R&D in Europe, and significantly reduce employment. We have to consider transport policy not only as part of a wider industrial policy, but also in its effects on energy policy. 

Any effective EU industrial policy should also ensure we are not put at a competitive disadvantage with non-EU based foreign competitors. For example, we fully support the principles of free trade. But free trade also must be fair trade. If we eliminate auto tariffs into the EU for aggressive exporting nations, with little or no export potential for the EU in return, then we will seriously undermine auto manufacturing in the EU. 
This is not just an auto industry issue, but one that affects many other areas of the European economy as well.

The EU-South Korea Free Trade Agreement signed last October, for example, is damaging for the EU automotive industry. It gives improved market access for Korean manufacturers in Europe while export opportunities for European-based manufacturers are likely to remain strictly limited in South Korea. 
Yes, improvements were made earlier this year in the oversight of the EU-Korea FTA, and we will be closely watching the implementation of the FTA. Yet, I remain worried that it will not allow us adequate access to the South Korean market, and will lock-in the one-sided flow of trade in vehicles between the European Union and Korea.
In fact, we're already hearing some disconcerting rumours from Korea concerning the strengthening rather than the weakening on non-tariff trade barriers. This at a time when one of the country's leading manufacturers is stating it expects its sales to increase by 40 per cent in Europe over the next few years.

Against that background, I believe the opening of EU-Japan FTA discussions should not go ahead until the issue of non-tariff barriers to trade is fully addressed by the Japanese.  

It’s also important for the Eurozone countries to deal effectively with the current sovereign debt crisis: a concern that we should all be at least a little restless about, even outside the Eurozone. This really does have the potential to derail the fragile improvements we are seeing across the wider European economy.  

Whatever the outcome over the next year or so, Europe needs to remain focused on supporting its industrial base. That base is vital for our continued economic well-being. If we throw away this opportunity to create a more holistic and encompassing industrial policy now, we will regret it for generations to come. 

If we can get a policy framework in place in Britain and at the European level that encourages a strong and competitive industry – and if we can get some parts of the industry to make the tough decisions to become more competitive – a then I believe that there is a real future for the volume auto industry in Britain and Europe.  

For let’s remember that the auto industry is one of the world's great growth industries. By 2020, it's estimated the annual global vehicle market will be around 90 million vehicles. That's 90 million vehicles that have to be designed, engineered and built somewhere in the world. Why not here in Britain and Europe as whole?

Globalisation of the car industry is a great opportunity for the British and European industries – and for competitors around the world. We have a lot to win, but also a lot to lose. That’s why we need the support of government to approach this challenge with the tenacity of our competitors elsewhere in the world. 

Let me be clear. We are not looking for favours, or for special treatment. We are asking for policies that give our great industries the opportunity to do what they do best.

Given that support, the British and European vehicle industry has a viable future. We have the experience, the skills and the determination to succeed on our continent. We can match – indeed, I believe we can better – anything in the world.

Let's make sure we come out as winners.

Minister, ladies and gentlemen, thank you for your time this morning.
# # #
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