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A Volkswagen factory in Pune, India. Automakers will spend over $400 billion during the next five years developing electric cars equipped with technology that automates driving.
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Video meant to exonerate
e-commerce mogul has led
to a-Vil‘al debate on consent

BY LI YUAN

Richard Liu, the Chinese e-commerce
billionaire, walked into an apartment
building around 10 p.m., a young woman
on his arm and his assistant in tow.
Leaving the assistant behind, the young
woman took Mr. Liuto an elevator. Then,
she showed him into her apartment.
His entrance was captured by the
apartment building’s surveillance cam-
eras and wound up on the Chinese inter-
.net. Titled “Proof of a Gold Digger

Trap?;” the heavily edited video aimed
to show that the young woman was in-
viting him up for sex — and that he was
therefore innocent of her rape allega-
tions against him.

For many people in China, it worked.
Online public opinion quickly dismissed
her allegations. In a country where dis-
cussion of rape has been muted and the
#MeToo movement has been held back
by cultural mores and government cen-
sorship, that could have been the end of
the story.

But some in China have pushed back.
Using hashtags like #NoPerfectVictim,
they are questioning widely held ideas
about rape culture and consent.

The video has become part of that de-
bate, which some feminism scholars be-
lieve is a first for the country. The gov-
ernment has clamped down on discus-
sion of gender issues like the #MeToo

‘movement because of its distrust of in-
dependent social movements. Officials
banned the #MeToo hashtag last year.
In 2015, they seized gender rights activ-
ists known as the Feminist Five. Some
online petitions supporting Mr. Liu's ac-
cuser were deleted.

But on Weibo, the popular Chinese so-
cial media service, the #NoPerfectVic-
tim hashtag has drawn more than 17 mil-
lion page views, with more than 22,000
posts and comments. Dozens have
shared their stories of sexual assault.

“Nobody should ask an individual to
be perfect,” wrote Zhou Xiaoxuan, who
has become the face of China’s # MeToo
movement after she sued a famous TV
anchor on allegations that he sexually
assaulted her in 2014 when she was an
intern. “But the public is asking this of
the victims of sexual assault, who hap-
pen to be in the least favorable position

Fighting Chinas rape culture

to prove their tragedles o Her lawsmt is
pending. .

The allegations agamst Mr. Liu; the
founder and chairman of the online re-
tailer JD.com, has riveted China. He was
arrested last year in Minneapolis after
the young woman accused him of raping
her after a business dinner. The pros-
ecutors in Minnesota declined to charge
Mr. Liu. The woman, Liu Jingyao, a 21-
year-old student at the University of
Minnesota, sued Mr. Liu and is seeking
damages of more than $50,000. (Liuisa
common surname in China.)

Debate about the incident has raged
onlinein China. When the “Gold Digger”
video emerged, it shifted sentimeént to-
ward Mr. Liu.

Mr. Liu’s attorney in Beijing, who
shared the video on Weibo under her
verified account, said that according to
CHINA, PAGE 3
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Global sales are slipping
amid trade war, climate
concerns and ride-hailing

BY JACK EWING

It’s ascary time tobein the car business.

The internal combustion engine is un-
der attack from electric challengers. Car
ownership is becoming optional in the
age of Uber. Regulators around the
world are fining companies that don't do
enough to cut carbon dioxide emissions,
even as buyers demand gas-guzzling
S.U.V.s. Global auto sales are slipping
for the first time in a decade, disrupted
by President Trump’s escalating trade
war. -

With so much bearing down on them
simultaneously, it’s litfle wonder that
companies like Fiat Chrysler and Re-
nault were considering joining forces to
survive. Fiat Chrysler’s decision during
the week to withdraw its offer to merge
with Renault, citing government de-
mands in France, was another reminder
that change is complicated for tradi-
tional carmakers.

The aborted proposal to create the
world’s third-largest automaker was a
response to the disruption threatening
an industry that accounts for many of
the world’s factory jobs and is crucial to
the economic fortunes of the United
States, Japan and Europe.

New technology has unraveled indus-
tries like entertainment, media, tele-
communications and retailing, weak-
ening the job security of millions of '
workers and helping to fuel popuhsm
Carmakers, clearly, are next.

“It’s going to be the biggest change
we’ve seen in the last 100 years, and it's
going to be really expensive, even for
the biggest companies,” said Erik Gor-
don, a professor at the University of
Michigan Ross School of Business.

The major auto companies will spend
well over $400 billion during the next
five years developing electric cars
equipped with technology that auto-
mates much of the task of driving, ac-
cording to AlixPartners, a consulting
firm. They must retool factories, retrain
workers, reorganize their supplier net-
works and rethink the whole idea of car
ownership.

For the auto manufacturers, this up-
front investment is a matter of survival.
If they don’t adapt, they could become
AUTOMAKERS, PAGE 8
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obsolete. Yet no one is even sure
whether customers are willing to pay for
the technology and whether it will ever
earn a profit.

Investors have already 51gna1ed who
they think will come out ahead of this
transformation. The electric carmaker
Tesla, despite all its problems, is still
_worth more on the stock market than ei-
ther Fiat Chrysler or Renault. Uber is
worth much more than the two com-
bined, even after reporting a $1 billion
quarterly loss.

The stakes for society from this indus-
trial realignment are high. Car compa-
nies like Volkswagen, General Motors
and Toyota are among the last employ-
ers that operate vast factories where
thousands of workers pour in and out of
the gates at shift changes.

Worldwide, eight million people work
directly for auto manufacturers, and
many times more work for companies
that supply brakes, tires, sensors and
other components.

Those jobs are threatened. Last year
global car sales declined for the first
time since 2009. Though small, the de-
crease may signal the onset of a global
recession because the auto industry is
such an important economic catalyst,
analysts at Fitch Ratings said inarecent
report.

The immediate cause of the dip in
sales was Mr. Trump’s tariffs on Chinese
goods last year, which hurt the Chinese
economy and brought sales growth
there, the world’s largest car market, to
a standstill. American carmakers suf-
fered, too. Ford’s sales in China plunged
36 percent in the first three months of
2019, to 136,000 vehicles, because of the
tariffs, the company said. But there are
also ominous long-term trends at work.

China increasingly rules the global
auto market and determines its course.
In recent years, China’s voracious appe-
tite for vehicles has accounted for al-
most all of the growth in global sales.
Chinese consumers bought 24 million
.cars last year, far more than any other
hation. Americans were a distant sec-
ond with 17 million cars. General Motors
sells far more cars in Asia — 947,000 in
the first three months of this year —
than it does in the United States.

. Auto sales in America and Europe are
stagnant, and the growth in potential
drivers is not encouraging. The number
of young Americans acquiring driver’s
licenses has been falling since the 1980s,
according to research by Michael Sivak,
a former professor at the University of
Michigan.

Increasingly, car ownersmp is a lux-
ury rather than a necessity. In urban ar-
eas, where more and more of the popula-
tion lives, people can avoid parking
costs and the expense of insurance hv

has been weakened since emissions
cheating scandals were uncovered at
Volkswagen and other carmakers, in-
cluding Fiat Chrysler.

In the European Union, carmakers
must achieve average fuel economy
equivalent to about 57 miles per gallon
by 2021 or pay substantial fines. But Eu-
ropean carmakers are behind on achiev-
ing the goals, in part because European
consumers, like people in the United
States and Asia, have developed a taste
for thirsty ennrt ntilitvy vehirlae Ac a ra

even in the United States, carmakers
are under pressure because California
and other states are requiring manufac-
turers to meet quotas for zero-emission
car sales. On Thursday, in a letter to Mr.
Trump signed by 17 companies, the au-
tomakers said a divided market in the
United States, where some states apply
the rolled-back federal rules and others
have a stricter standard, would be “un-
tenable.”

Regulators and a growing segment of
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BMW and Volkswagen responded to the
decline in car ownership with their own
ride-sharing services, albeit with mixed
success.

But despite their size, automakers
like Fiat Chrysler, Ford and Volkswagen
are at a disadvantage to newcomers like
Uber or Dyson, the vacuum cleaner
maker, which is developing an electric
car. The old-line carmakers still ‘get al-
most all of their revenue from cars with
mternal combustxon engmes and must

iIsruptions

from Ford in 2010. Geely also owns the
British sports car maker Lotus and the
company that makes London taxicabs,
whileits chairman, Li Shufu, owns about
10 percent of Daimler, the maker of Mer-
cedes-Benz cars.

The shifting balance of power in the
auto industry is already squeezing the
lives of thousands of workers. General
Motors, girding for a possible downturn,
shut down its plant in Lordstown, Ohio,
in March, one of four factories in the
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The Fiat Chrysler headquarters in Turin, Italy. Fiat Chrysler s decision in the past week to withdraw its offer to merge with Renault was a remmder that change is complicated for traditional carmakers.

car, the battery cells, usually comes
from Asia.

Mergers as big as Fiat Chrysler and
Renault may prove too difficult to pull
off, but carmakers are already forming
dozens of smaller alliances. This year,
Ford and Volkswagen agreed to develop
new commercial vans and pickups to-
gether to go to market by 2022 and co-
operate on technologies.

These partnerships can be difficult to
manage, as Renault’s recent experience



The immediate cause of the dip in
sales was Mr. Trump’s tariffs on Chinese
goods last year, which hurt the Chinese
€conomy and brought sales growth
there, the world’s largest car market, to
a standstill. American carmakers suf-
fered, too. Ford’s sales in China plunged
36 percent in the first three months of
2019, t0 136,000 vehicles, because of the
tariffs, the company said. But there are
also ominous long-term trends at work.

China increasingly rules the global
auto market and determines its course.
Inrecent years, China’s Vvoracious appe-
tite for vehicles has accounted for al-
most all of the growth in global sales,
Chinese consumers bought 24 million
cars last year, far more than any other
nation. Americans were a distant sec-
ond with 17 million cars, General Motors
sells far more cars in Asia — 947,000 in
the first three months of this year —
than it does in the United States,

Auto salesin America and Europe are
stagnant, and the growth in potential
drivers is not encouraging. The number
of young Americans acquiring driver’s
licenses has been falling since the 1980s,
according to research by Michael Sivak,
a former professor at the University of
Michigan. . ;

Increasingly, car ownership is a lux-
ury rather than a necessity. In urban ar-
eas, where more and more of the popula-
tion lives, people can avoid parking
costs and the expense of insurance by
relying on ride services like Uber or Lyft
or hourly rentals with services like Zip-
car.

The wavering relationship between
consumers and cars has been hastened
by the emergence of climate changeasa
potent political issue, as well as Wwors-
ening air quality in major cities. Trans-
portation accounts for about one-fifth of
carbon dioxide emissions worldwide,
according to the World Barnk. Policy-
makers, responding to public opinion,
have been forcing auto companies to im-
prove fuel efficiency and reduce emis-

The Fiat Chrysler headquarters in Turin, Italy. Fiat Chrysler

has been weakened since emissions
cheating scandals were uncovered at
Volkswagen and other carmakers, in-
cluding Fiat Chrysler. f

In the European Union, carmakers
must achieve average fuel economy
equivalent to about 57 miles per gallon
by 2021 or pay substantiaj fines. But Eu-
ropean carmakers are behind on achiev-
ing the goals, in part because European
consumers, like people in the United
States and Asia, have developed a taste
for thirsty sport utility vehicles. As a re-
sult, the car companies face penalties of
34 billion €uros, or about $38 billion, the
research firm JATO Dynamics esti-
mates.

The potential fines were one of the
reasons that Fiat Chrysler sought a
merger with Renault, which already has

a longtime (if lately troubled) alliance .

with the Japanese carmaker Nissan,
The French company offers battery-
powered cars, like the subcompact Zoe,
that would have made it easier for Fiat
to hit the emissions targets.

The Trump administration has been

even in the United States, carmakers
are under pressure because California
and other states are requiring manufac-
turers to meet quotas for Zero-emission
car sales. On Thursday, in a letter to Mr.
Trump signed by 17 companies, the ay-
tomakers said a divided market in the
United States, where some states apply
the rolled-back federal rules and others
have a stricter standard, would be “un-
tenable.”

Regulators and a growing segment of
environmentally conscious car buyers
are pushing the internal combustion en-
gine toward obsolescence, China, Brit-
ain and France lead a list of countries
aiming to phase out cars that burn gaso-
line or diesel by 2040, Norway is trying
to convert entirely to electric vehicles
by 2025.

Auto executives in Detroit, Stuttgart,
Yokohama and other carmaking capi-
tals foresaw these seismic shifts years
ago and have been preparing.

BMW has been selling an electric car,
the i3, since 2013, Nissan introduced the
battery-powered Leaf in 2010. Tradi-

BMW and Volkswagen responded to the
decline in car ownership with their own
ride-sharing services, albeit with mixed
success,

But despite theijr size, automakers
like Fiat Chrysler, Ford and Volkswagen
are at a disadyvantage to newcomers like
Uber or Dyson, the vacuum cleaner
maker, which is developing an electric
car. The old-line carmakers stil] ‘get al-
most all of their revenue from cars with
internal combustion engines and must
maintain factory networks that quickly
become a financial drain when not run-
ning at capacity.

China is emerging as a new competi-
tor — anditis battling saturation evenin
its domestic market. China is absorbing
only half the cars that Chinese plants
churn out each year, Big producers like
Guangzhou Auto had been preparing to
enter the United States until Mr. Trump
imposed 25 percent tariffs on Chinese
cars.

Chinese automakers have made some
inroads in European markets. Zhejiang
Geely Holding Group has a foothold af-
ter buying the Swedish carmaker Volvo

sions. Carmakers’ ability to push back rolling back air quality regulations, but tional carmakers like G.M., Daimler,

‘ - .

from Ford in 2010, Geely also owns the
British sports car maker Lotus and the
company that makes London taxicabs,
whileits chairman, Li Shufu, owns about
10 percent of Daimler, the maker of Mer-
cedes-Benz cars.

The shifting balance of power in the
auto industry is already squeezing the
lives of thousands of workers, General
Motors, girding for a possible downturn,
shut down its plant in Lordstown, Ohio,
in March, one of four factories in the
United States that it plans to mothball
by the end of this year, eliminating more
than 10,000 factory and white-collar
Jobs. Volkswagen said Wednesday that
it would create 2,000 new jobs in digital
technologies while gradually cutting
4,000 jobs that would no longer be nec-
essary because of automation,

By some estimates, half of all auto in-
dustry jobs in Germany are at risk. Bat-
tery-powered cars have far fewer parts
than cars that rely on gasoline or diesel,
endangering suppliers of valves, pis-
tons and other parts in conventional en-
gines,

The mostimportant part of an electric

car, the battery
from Asia,

Mergers as big as Fiat Chrysler and
Renault may prove too difficult to pull
off, but carmakers are already forming
dozens of smaller alliances. This year,
Ford and Volkswagen agreed to develop
New commercial vans and pickups to-
gether to go to market by 2022 and co-
operate on technologies.

These partnerships can be difficult to
manage, as Renault’s recent experience
with Nissan shows, The alliance of those
carmakers survived for nearly two dec-
ades butis wobbly after the arrestin No-
vember of Carlos Ghosn, its chairman,
on charges of financial wrongdoing. Mr.
Ghosn denies the accusations.

Large-scale alliances are essential “to
have a path for success in this transfor-
mative era;” said Jim Press, former dep-
uty chief executive of Chrysler.

“The companies aren’t going to do it
alone.”

cells, usually comes

Keith Bradsher contributed reporting
from Shanghai, Ben Dooley from Tokyo,
and Liz Alderman from Paris,



