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L'usine américaine de Nissan est l'une des plus

productives au monde
Héraud, Daniel
Le Devoir

15 novembre 1994   


Nissan Motor Manufacturing Corporation USA est la première et la seule unité de production en Amérique du Nord. Il s'agit en fait de la plus grande usine de production automobile sous un même toit.

D'une superficie de 474 000 m2 cette usine est installée sur un terrain couvrant plus de 400 hectares (782 acres) situé à Smyrna dans le Tennessee à 32 kilomètres au sud de Nashville. Inaugurée en 1983, elle a été agrandie en 1989 et 1992 et a nécessité un investissement global de près de 2 milliards de nos dollars. En 1983 la production commença avec celle des camionnettes Costaud dont la capacité annuelle était de 120 000 unités.

En 1985 Nissan y ajouta la fabrication de la Sentra avec la possibilité d'en produire 250 000 et en 1992 celle de l'Altima avec une capacité de 450 000 véhicules. En 1993 Nissan a produit à Smyrna 385 972 voitures et utilitaires soit 93 730 camionnettes, 136 619 Sentra et 155 653 Altima.

Véritable ville industrielle
Mais Nissan construit aussi dans cette usine des composants entrant dans la fabrication d'autres véhicules comme les deux modèles de moteur de la Sentra (158 400), celui des fourgonnettes Crest-Villager que Ford assemble en Ohio (142 400) et des essieux arrière de camionnettes (185 740). De 1736 en 1983, le nombre d'employés est passé à 6000 aujourd'hui avec une moyenne d'âge de 33 ans. Ce qui frappe le plus lorsqu'on visite cette usine ce sont tout d'abord ses dimensions, car il s'agit d'une véritable ville industrielle où il est facile d'imaginer que certains travailleurs ne se rencontreront jamais durant toute leur vie professionnelle.

En parcourant les différents stages du montage des trois véhicules produits à Smyrna, on peut juger de l'efficacité de l'organisation de cette usine où les travailleurs ne sont pas syndiqués. Au cours de réunions tenues le long des lignes d'assemblage, chaque groupe de production est responsabilisé en fonction des objectifs à atteindre. Pas d'uniformes à la japonaise et dans certains départements, de la musique country égaillait l'ambiance qui ne semblait pas aussi taciturne que dans d'autres usines, la plupart des travailleurs saluant amicalement les visiteurs que nous étions.

Pourtant, selon le Harbour Report, l'usine Nissan de Smyrna est l'une des plus efficaces au monde. Les tolérances des soudures n'excèdent pas 1/10 de millimètre et celle d'assemblage 1 millimètre, pour un taux de précision générale de 95 %.

En ce qui concerne le nombre d'employés par véhicule produit, il n'en faut que 2.2 chez Nissan dans le Tennessee contre 2.44 chez Toyota à Georgetown, 2.48 chez Ford à Kansas City, 2.7 chez Chrysler, 2.91 chez GM à Schreveport pour une moyenne de 2.32 dans l'industrie.

Maintenant en terme du nombre d'heures nécessaires pour produire un véhicule, il en faut 16 chez Nissan USA contre une moyenne de 16.2 au Japon, 17.8 dans les usines japonaises installées aux États-Unis et 22.9 en moyenne chez les constructeurs américains. Malgré la présence de 6000 employés, l'automatisation est intensive, particulièrement au niveau de la peinture des véhicules, et il est spectaculaire de voir les robots dernier cri ouvrir portes et capots pour appliquer les différentes couches protectrices à l'intérieur des véhicules, avant de les refermer pour passer au suivant.

Contrairement à ce que nous avons pu observer dans d'autres usines japonaises installées en Amérique du Nord la direction des opérations est sous le contrôle d'Américains. Le patron de l'usine, Gerry Benefield nous a assuré de l'indépendance de sa gestion et affirmé que les vingt Japonais travaillant à Smyrna n'avaient aucun pouvoir exécutif et que leur tâche consistait à faciliter les communications avec le Japon.

Accès direct
Le second personnage en charge de cette monstrueuse unité de production est Emil Hassan, vice-président en charge de la production et de la qualité. Ce dernier nous a affirmé que le fait de ne pas avoir de syndicat, imposait des relations suivies et attentives avec les différents employés qui bénéficient de nombreux avantages sociaux et surtout d'un accès rapide et direct auprès des membres de la direction.

En guise de conclusion Gerry Benefield a indiqué que Nissan n'avait pas l'intention d'ouvrir d'autres usines ailleurs aux États-Unis ou au Canada et que toute future expansion se ferait dans le Tennessee, non loin de Smyrna où Nissan a acquis de nombreux terrains et que la prochaine sera sans doute une usine de moteurs et de transmissions.
QUESTIONS

1. Dans l’article, comment mesure-t-on la productivité moyenne de la main-d’œuvre ?  Cette mesure correspond-elle à celle vue en classe ?

2. En supposant que les coûts unitaires en main-d’œuvre sont les mêmes chez Nissan, Toyota, Ford, Chrysler et GM, comparez les coûts variables moyens des cinq usines. 

Why American Steel Is Big Again
Today's Technology Cuts Staff and Costs

Holusha, John
July 21, 1994


The blast furnaces, rolling mills and slab carriers at U.S. Steel's six-mile-long lakefront plant here are running flat out these days, producing coil after coil of sheet steel for the automotive, appliance and container industries.

The plan, despite having the latest technology, is struggling to keep up with demand — which is precisely the way U.S. Steel and the nation's other big steelmakers have planned things.  After a decade of collapsing markets and bankruptcies by the dozens, mill closings and layoffs by the hundreds of thousands, prosperity has returned to the American steel industry.  But this time, having learned the hard way how easily booms can go bust, the industry is prepared to let some business slip away rather than gear up to meet a peak demand that may be fleeting.

Although the social costs have been staggering in the last two decades in terms of lost jobs and economically ravaged mill towns, Big Steel's makeover is now reaping big payoffs.  The industry is expected to earn $1 billion this year, compared with losses of about $350 million in 1993.  [...]

With Demand Comes Leverage
Moreover, the big steel companies, after years of winning only grudging price increases, now find themselves in a position to demand significantly more.  Thanks in part to the weak dollar, which makes importing foreign steel more expensive than it used to be, domestic mills are being flooded with orders from revived manufacturers in the American industrial heartland.

Analysts estimate that the nation's integrated steel mills — those that convert raw material like iron ore, coal and limestone into finished steel — operated at 96 percent of capacity last year.  Forecasts are that demand will stay high, and that the industry will operate at 97 percent of capacity this year and 98 percent in 1995.

«The steel industry is in pretty good shape for at least the next 5 to 10 years,» said Harry W. Paxton, a former steel executive and now a professor at Carnegie Mellon University.  «They cut back on manpower, put in new equipment and did a whole bunch of things to improve on quality.»

Steel has even started to reclaim some of the market share lost to plastics and other materials in automobiles and appliances.  And a shortage of suitable timber may provide a long-sought opportunity for steel to replace wood in some residential construction.  «Steel demand has gone from 90 million tons in 1991 to 106 million this year,» said Peter F. Marcus, an analyst with Paine Webber.  [...]

Students of the industry say that the American companies are now as good or better than European and Japanese steelmakers in quality and cost.  Some steel will continue to be imported, industry officials say, largely because the domestic industry has cut back to the point that it cannot meet all the demands of a vigorous economy.

«The American steel industry is, on average, the most productive in the world in terms of man-hours per finished ton of steel,» said Christopher Plummer, a steel analyst with Resource Strategies, a consulting company in Exton, Pa.  For every ton of steel produced, American steelmakers spend 5.3 man-hours, compared with 5.6 for the Japanese and Canadian industries, and 5.7 for the British, French and Germans, Mr. Plummer said.

The Human Toll Is High
But all this progress for the industry has come at a vast cost to many individuals.  According to the American Iron and Steel Institute, the principal trade group, domestic steel employment peaked at 650,000 workers in 1953.  Four decades later, the total is close to 175,000.  Some companies including U.S. Steel, have five retired workers for every active employee.

At the Gary Works, during the plant's peak employment in 1953, as many as 30,000 workers toiled there, earning some of the highest wages and best benefits in blue-collar America.  The wages and benefits were still good at $29.57 an hour in 1992, but far fewer people were receiving them.

The cavernous buildings here seem almost devoid of human beings.  Employment at the 4,000-acre complex still totals close to 8,000, but few workers are to be found on the plant floors where solid steel is processed.  Today's steelworkers typically run plants from computerized, air-conditioned control rooms high above the production floor.  Only in the blast furnace, which looks like a first approximation of hell as streams of liquid iron spew sparks and flame, do a few hundred workers in protective clothing work close to the dangerous metal that flows from the furnace at nearly 3,000 degrees Fahrenheit.  [...]

Ease of Great Lakes Shipment
Today, the American steel industry's center of gravity is in northern Indiana.  In addition to U.S. Steel's Gary Works, which has operated at this site since 1909, there are big, integrated mills along the southern shore of Lake Michigan operated by Inland Steel Industries, LTV and Bethlehem Steel.  A flat lakefront location allows the mills to be laid out more efficiently and lets producers bring in bulk material cheaply, by freighter across the Great Lakes.

Companies that once boasted of making every steel product from «nails to rails» have conceded low-value items like concrete reinforcement bars to foreign steelmakers and the mini-mills operated by smaller American companies like the Nucor Corporation and the Chaparral Steel Corporation, which produce steel from scrap, rather than ore.

One of the key technological changes for American steelmakers has been the installation of continuous casters, machines that turn molten metal into solid slabs that can be handled and processed while still red hot.  The previous method, in use since the earliest days of steelmaking, was to pour molten metal into individual molds, wait for it to cool, strip off the mold and reheat the steel so it could be processed.

Continuous casting greatly reduces manpower and energy requirements. Today, 86 percent of American steel is continuously cast, compared with about 20 percent in 1980.  [...]

Costs Are Sharply Lowered
Together, continuous casting and greater labor flexibility have produced sizable reductions in costs.  The Economic Strategy Institute, a Washington-based research organization, said in a recent report that the labor portion of steel costs declined from $262 a ton in 1982 to $161 a ton in 1992. Over all, the cost of producing a ton of steel in the United States declined from more than $650 a ton in 1982 to about $525 a ton in 1992.  «Consequently, U.S. companies went from being among the world's lowest-cost producers,» the study concluded.

Until last year, steel prices had been steady or declining, which has helped other industries that are large steel users.  Analysts say one of the factors in the comeback of the American automobile industry is that it has been building 1990's cars out of steel at 1980's prices.  But with demand now nearly surpassing supply, American steelmakers are in a position to raise prices.  Last year, they rose about 15 percent in spot markets and have gone up 5 to 8 percent more so far this year.

The steel industry says it has other problems, including a big one with «legacy costs» — obligations to pay pensions and health benefits to the tens of thousands of involuntary retirees and their spouses.  Of the 50 most underfinanced pension plans, the Pension Benefit Guaranty Corporation says, five are in steel:  National, LTV, Inland, Bethlehem and AK Steel.  [...]

«Pensions and health are the biggest millstones» the older companies have to bear, said Mr. Plummer, who estimated that they added $4 to $8 a ton in costs.  «That's a lot in a when you are competing in a market with mini-mills, which do not have them at all.»

QUESTIONS

1.   Représentez graphiquement un choix de production optimale entre les facteurs de production K (capital) et L (main-d’œuvre).  Expliquez.

2.  Quel est l’impact d’une amélioration technologique sur la productivité du facteur K ?  Comment la courbe d’isoquante est-elle modifiée pour un même niveau de production ?

3.  « Today’s technology cuts staff and costs. »  En supposant que le prix relatif des facteurs de production capital et main-d’œuvre n’a pas changé, expliquez l’affirmation selon laquelle l’amélioration technologique permet de produire la même quantité d’acier à un coût moindre et avec moins de main-d’œuvre.  Représentez graphiquement à l’aide d’une droite d’isocoûts et des isoquantes. 

4.  Dans l’article, comment mesure-t-on la productivité moyenne du facteur main-d’œuvre ? Comparez avec la mesure vue en classe.  

5.   D’après votre démonstration en 3), montrez l’incidence de l’amélioration technologique sur la productivité moyenne du facteur main-d’œuvre telle que définie en classe.  

6.  En vous basant sur votre réponse en 5), quel est l’impact sur les coûts unitaires en main-d’œuvre (coûts variables moyens).  Comparez avec les données fournies dans l’article pour 1982 et 1992.

Clinton Job Plan in Manufacturing Meets

Skepticism

Efficient Processes Reduce the Need to Hire More Workers, Many 

Economists Say

Nasar, Sylvia
The New York Times
December 27, 1992


Over and over, President-elect Bill Clinton has said that creating more manufacturing jobs was at the top of his agenda.  But even staunch supporters in the economics profession say he is doomed to frustration on that score.

For example, Mr. Clinton told a small group of economists last August that he was concerned about creating more factory jobs, and he asked what his Administration could do about it.  Paul Krugman, an expert on international competitiveness at M.I.T., replied, «Basically, nothing.»  And «that's still the correct answer,» Professor Krugman said recently. Richard Freeman, a labor economist at Harvard University who has studied blue-collar employment, added, «The best you can do is maintain the absolute number of manufacturing jobs.»

Hiring Focused in Services
To be sure, factories are apt to recall some furloughed workers, and a few growth industries will surely add to their head counts.  But beyond a cyclical uptick, economists say, it is the sprawling services — everything from auto-repair shops to brokerage firms to schools — not manufacturing, that will be hiring.

That view is shared by forecasters at the Bureau of Labor Statistics and Data Resources/McGraw-Hill, who see no net additions to the 18 million or so total manufacturing jobs before the end of the century despite more than 20 million new jobs in the economy as a whole.  If these projections pan out, manufacturers will employ less than 15 percent of the work force by 2005, compared with slightly less than 20 percent now.

The reason is not that American manufacturers are not competitive enough to get the business.  In fact, it is pretty much the opposite.  The forecasters expect industrial production to grow at a healthy pace, but enormous strides in efficiency — new products, new processes, better organization and growing automation — are allowing manufacturers to produce more goods with the same or fewer hands and a shrinking share of total employment.

Last year, output per hour in manufacturing grew faster in the United States than in Germany and even in Japan.  And for the past six quarters, factory output has grown at nearly a 4 percent annual rate, twice as fast as productivity elsewhere in the economy.

There is nothing new about this pattern — and that is one reason to think it will persist.  Productivity growth in factories has outpaced services for virtually the entire stretch since World II, probably because it is inherently easier to automate the production of steel than the performance of a symphony.

Today, American factories produce five times as much as they did in 1946.  Yet, the number of workers on the assembly line — 12,3 million — remains virtually the same.

«The long-term trend in manufacturing is recapitulating the long-term trend in farming,» Professor Krugman said.  «During the past century, we've had rapid productivity growth in farming, and the result is fewer farmers.  Over the past 40 years, the end result of rapid productivity growth in manufacturing is relatively few manufacturing workers.»

Some Clinton policy proposals intended to lift productivity, like an investiment tax credit to spur equipment investment or certain kinds of infrastructure spending, are more apt to reinforce the trend than to turn it around.  And others, like proposals to promote specific high-wage industries, would likely have no effect on the mix of jobs just because high-wage industries buy lots of goods and services from low-wage industries.  So unless productivity gains in manufacturing's share of total jobs is likely to keep shrinking.  [...]

QUESTION

Dans l’industrie manufacturière américaine, des procédés de production et des équipements plus efficaces permettent de conserver le même niveau de production  en utilisant moins de main-d’œuvre, de sorte que l’on embauche de moins en moins de travailleurs.  En supposant que le capital (équipement) et la main-d’œuvre sont des facteurs de productions substituables, expliquez l’affirmation suivante : «Some Clinton policy proposals intented to lift productivity, like an investment tax credit to spur equipment investment or certain kinds of infrastucture spending, are more apt to reinforce the trend than to turn it around. »  Représentez graphiquement. 

Putting Porsche in the Pink
German Craftsmanship Gets Japanese Fine-Tuning

Nash, Nathaniel C.
The New York Times
January 20, 1996


Not too long ago, the production floor of Porsche's factory was not a pretty sight.  Workers would storm off in a huff.  Managers would fume.  Voices would rise above the hum and bang of the line.

And Japanese engineers — mostly Toyota alumni — would wave their fingers, demand explanations, scold, lecture and browbeat, essentially telling some of Germany's finest automobile craftsmen how poorly they were doing their jobs.

Had the pride of German auto makers bowed under the dominance of the efficient Japanese?  Sort of.  What was in process was the salvation of Porsche A.G., Germany's ultimate symbol of racing car performance and autobahn freedom.

From the dizzying heights of the mid-1980's when American yuppies, not to mention staid German executives, had to have one, Porsche went to brink of bankruptcy in 1992.  Recession had crippled sales, and costs were out of control.  Turning to the Japanese, with their «lean» manufacturing techniques, was considered its only hope of making a profitable car and avoiding the ever-rumored takeover by BMW, Mercedes-Benz or Volkswagen.

«It was the biggest shock for the company to accept that Japanese were walking around, not able to speak either the Schwabian dialect or German, and telling people what to do,» said Wendelin Wiedeking.  Porsche's 43-year-old chief executive.  «They were tough guys.  They were absolutely aggressive to the people.  And we wanted it that way.»

The remaking of Porsche using Japanese manufacturing techniques has a significance beyond the company.  For years, German auto makers, feeling the pinch of more efficient Japanese producers, have tried to adopt elements of just-in-time lean manufacturing and to get high-paid German workers to be more flexible.  But changes have been modest at best, leading many auto executives to vow they will never open a new car plant in Germany again.

«Germany looked at Japan and said, 'Yes, but we can't do it here; we won't do it here,'» said Daniel T. Jones, a professor at the Cardiff Business School in Wales.  «Porsche had no choice.  And having done it, the argument that other auto makers ought to be following their lead becomes irresistible.»

Feelings may have been hurt, but Porsche survived — not only as a cachet name in German automobiles, but as the last remaining independent European manufacturer of sports cars.  The company recently reported its first profit in four years, after $300 million in losses.

«That profit guaranteed our independence,» said Michael Macht, head of Porsche Consulting, which the car maker formed to spread the Japanese manufacturing concepts it learned.  «This is not a turnaround.  It is a new company.»

Today peace prevails on the Porsche line.  The production changes imposed by the Shin-Gijutsu group, the cadre of former Toyota engineers to whom Porsche turned for advice three years ago, mean that more cars are produced faster by fewer people without losing technical sophistication and road performance.

And having put the losses behind it, the company can concentrate on developing new models and new markets.  Porsche already has orders for 10,000 units of its new roadster, the Boxster, which it plans to introduce later this year as its least-expensive model.  In 1997 it will roll out a new version of the famed 911.  And the company is in discussions with other auto makers about possibly producing a high-performance off-road vehicle, a minivan and a small low-priced sports car.

The team of Japanese consultants now returns only about four times a year — «to scold us,» Mr. Macht said.  But the innovations the Japanese initiated are being continued by the German engineers.  Workers on the line submit 2,500 suggestions a month.

The factory is clean and quiet, its huge six-cylinder motors built with remarkable efficiency.  Nobody stands around.  No half-built engines sit to the side of the assembly line.  And there are no bins of spare parts through which workers have to dig.  The parts needed for assembly hang on carts that are pulled down the line with the engines, so that workers do not have to leave their work space.

Porsche management says the efficiency improvements are measured in more than just the company's return to profitability.  It has reduced the assembly time for one of its speedsters from 120 hours to 72.  The number of errors per car has fallen 50 percent, to an average of three.  The work force has shrunk 19 percent, to about 6,800 employees from more than 8,400 in 1992.  The line itself has been shortened and inventories have been cut back so much that factory space has been reduced by 30 percent.  All this means Porsche is making more cars at lower cost.  [...]

The company's family owners spent much of the 1980's warring with their appointed chief executives, eventually dismissing several.  The family was often in the news and in gossip columns over their personal lives.  But no matter.  The boom times early in the decade fueled sales, which soared to more than 50,000 a year.  Then the recession of the early 1990's hit.  Porsche sales plummeted to 14,000 units in 1993, including a paltry 3,000 in the United States, its largest market.  The family paused in its feuding to call in Mr. Wiedeking for help.

From the beginning, he says, his idea was to bring in the Japanese.  First, he eliminated one-third of his managers and gave those remaining new assignments, so they would be struggling to learn new jobs — «rather than waiting for me to make a mistake.»

Next he took his management team on extensive tours of Japanese auto plants.  They timed precisely how long it took Porsche to assemble body parts and engines and install carpeting and dashboards, then studied the comparable times in Japan.  On most tasks, Porsche was taking almost twice as long.  [...]

First off, the shelves were cut in half and inventory reduced to seven days.  Eventually the parts bins were eliminated entirely; Porsche engineers created a remarkably lowtech, but highly efficient parts supermarket in the basement of the factory.  There, workers hook only the parts needed for each stage of assembly onto carts.  The carts are then sent up to the line and accompany the car until they are used up, when they return to the basement to be refilled.  «Even the Japanese are interested in this system,» Mr. Wiedeking said.

What is ultimately revolutionary for Porsche's auto makers is the redefinition of craftsmanship.  «The traditional craftsmanship for which Germany became famous was filing and fitting parts so that they fit perfectly,» Professor Jones said.  «But that was wasted time.  The parts should have been made right the first time.  So the new craftsmanship is the craftsmanship of thinking up clever ways of making things simpler and easier to assemble.  It is the craft of creating an uninterrupted flow of manufacturing.»

The company now has been able to turn its focus to product development.  The 2-seat Boxster — a roadster with Porsche's traditional flat, six-cylinder with opposing, or boxing, cylinders — will cost about $50,000, compared with about $64,500 for a 911 coupe.  Porsche hopes the Boxster will add younger professionals to its customer base of wealthy professionals and business people over 40.

Porsche still hopes to strip another 10 hours off car-assembly time, according to Mr. Wiedeking, a goal that would make the company comparable to the best Japanese auto makers.  And Porsche is working with its suppliers to cut costs and improve quality and deliveries.

But the Boxster will be the true test of Porsche's campaign of self-renewal.  BMW, Mercedes-Benz, Audi, Fiat and Rover have all introduced new two-seaters in recent months, or plan to soon.  «It is entering a very crowded market segment,» said Steven Reltman, auto analyst for Union Bank of Switzerland in London.  «The whole roadster market will be very crowded by the time Boxster hits the scene.»

Mr. Wiedeking says simply:  «For the others, a sports car is a marketing strategy.  For us, a sports car is our life. If the customer feels he wants to real one, wait for the best.»

QUESTIONS

PRIVE 

1.  À quels problèmes était confronté le fabricant Porche avant 1992 ?

2. Quelles modifications les gestionnaires et ingénieurs de Porche avaient tenté d'introduire dans l'entreprise avant 1992?

3.  Quels sont les nouveaux éléments apportés chez Porche par les Japonais depuis 1992?

4. Quelle est la situation actuelle de Porche au niveau économique, financier et technique?

ITT Will Split Into 3 Units to Be Spun Off to

Shareholders
Strom, Stéphanie
The New York Times 

June 14, 1995


The ITT Corporation said yesterday that it planned to split into three companies that would be spun off to its shareholders, ending one of the most storied conglomerates in corporate America.  The move appears to be the largest uncobbling of corporate assets since the Government forced the breakup of American Telephone and Telegraph in 1984.

The proposed spinoff, which is subject to the approval of regulators and shareholders, would slice ITT's $25 billion sprawl into an insurance company, an industrial products manufacturing business and a casino, hotel and sports company.

«We just think that having these three companies acting and operating and being evaluated in their own business environments will provide investors, analysts and those who deploy debt a simpler, more clear, way to evaluate us,» the chairman, president and chief executive of ITT, Rand V. Araskog, said in a telephone interview yesterday.

Mr. Araskog said the split would give each company better access to capital at a lower cost.  Also, the three concerns could adopt strategies and policies based on their own particular business characteristics and devise employee incentives that were tied more directly to the specific performance of each unit.

Analysts said each of the companies was strong and well-positioned to compete within its industry.  The Hartford insurance group was the country's fastest-growing life, health and casualty insurer last year.  The ITT automotive unit is the largest global supplier of four-wheel, antilock brake systemps, and the entertainment group includes the New York Knicks basketball team, half of Madison Square Garden, the Sheraton hotel chain and Caesar's World casinos.  [...]

The split had been widely anticipated, propelling the company's stock up by 25 percent from the first of the year and generating a spate of news reports during the last six months speculating about an ITT breakup.

During the last two years, the company, which is based in New York and once comprised more than 250 concerns, has pursued a radical makeover.  It has shed assets that did not complement its three lines of business and bought companies that did.

Still, the news yesterday lifted shares of ITT by $5.625, to $114,875, on the New York Stock Exchange.  Some analysts predicted that ITT's stock would continue to rise as investors pulled apart the three pieces and valued them on a stand-alone basis.

Conglomerates have fallen out of favor as Investors increasingly have placed their bets on focused companies, which has resulted in the dismemberment of Sears, Roebuck & Company, Kodak and Tenneco, to name a few.  Analysts say that a socalled market basket of companies is hard to assess because valuation methods differ from industry to industry.  Hotels and casinos, for instance, are measured by cash flow, while insurance companies are valued as a multiple of their cash flow.

«You're not creating value here, you're unhiding it,» said R. Jackson Blackstock, an analyst at Donaldson, Lufkin & Jenrette Inc.  Many analysts said they saw few obstacles to the spinoff, though it needed the approval of shareholders, Federal regulators and state insurance and gaming authorities.

Mr. Cohen of Salomon Brothers said the credit rating agencies might place the company on credit watch while they assessed the impact of the spinoff on the insurance business in particular.  In March the Standard & Poor's Corporation downgraded the ratings of the Hartford group, which generates roughly half the ITT profits.  [...]

QUESTIONS

1.  Quelles sont les raisons invoquées qui ont mené au démantèlement du conglomérat ITT ?  

2.  Ces raisons sont-elles liées à des économies (ou déséconomies) d’échelle ou de gamme ?

Kleenex et Scott, même combat

La fusion de Kimberly-Clark et de Scott créera un très sérieux concurrent  pour 

le leader de l'industrie, Procter and Gamble

AP
Le Devoir
18 juillet 1995 


Kimberly-Clark a annoncé hier la conclusion d'une entente de principe en vue de l'acquisition au coût de 6,8 milliards $ US de Scott Paper.  Cette combinaison des marques Kleenex et Scott créera un entreprise de 11 milliards $ US de ventes annuelles qui deviendra un très sérieux concurrent pour le leader de l'industrie, Procter and Gamble.

Les deux conseils d'administration de Kimberley-Clark et Scott Paper ont approuvé la transaction à l'unanimité. Elle devrait être finalisée avant la fin de l'année. En vertu de l'entente, les actionnaires de Scott recevront 0,765 action ordinaire de Kimberley-Clark pour chaque action ordinaire qu'ils détiennent dans la compagnie acquise. Ils contrôleraient ainsi 42 % du capital-actions de la nouvelle entreprise alors que les actionnaires actuels de Kimberley-Clark en contrôleraient 58 %.

M. Wayne Sanders qui occupe actuellement les postes de président du conseil d'administration et de chef de la direction de Kimberley-Clark conservera les mêmes fonctions au sein de la nouvelle entreprise.

M. Albert Dunlap, président du conseil d'administration et chef de la direction de Scott Paper agira comme conseiller auprès du conseil d'administration de la nouvelle entreprise qui sera élargi à 15 membres avec l'ajout de trois administrateurs provenant de Scott.

«Ensemble, les deux entreprises seront en mesure d'obtenir une croissance soutenue de leurs ventes et de leurs revenus, d'améliorer leurs structures de coûts et de livrer une concurrence plus efficace sur une base globale», a déclaré M. Sanders.

Selon des dirigeants des deux entreprises, cette fusion devrait permettre de réaliser des économies de coûts de l'ordre de 400 millions $ US

QUESTIONS

1.  À quel type de considérations associez-vous la fusion de Scott et Kleenex en 1995?

2.  Quelle est selon vous la forme de la courbe de coûts moyens à long terme de l'entreprise?

McGill et Concordia serrent les rangs
Les deux universités préparent une grande alliance pour faire face 

au sous-financement et mieux servir la communauté anglophone
Cauchon, Paul
Le Devoir

30 mars 1996     


L'heure du grand rapprochement a sonné entre McGill et Concordia: les deux universités ont entrepris des discussions au sommet afin de partager un ensemble de services dans le but de freiner la baisse de leurs clientèles et pour faire face à leur sous-financement.

«Notre objectif ultime est d'en arriver à deux institutions plus petites, mais plus fortes, où les fonds publics seront mieux utilisés», confirme au Devoir Frederick H. Lowy, recteur de l'Université Concordia.

«Les deux recteurs se sont rencontrés souvent ces dernières semaines, ajoute François Tavenas, vice-recteur à la planification et aux ressources à McGill. Il s'agit de joindre nos forces et de partager des responsabilités. Nous étudions particulièrement ce qui peut être mis en commun du côté de l'administration. Nous voulons créer un contexte favorable au rapprochement et nous regarderons les choses de façon pragmatique pour voir ce qui peut mieux servir la communauté anglophone et la communauté montréalaise.»

Confrontées à une baisse démographique de la communauté anglophone et à des compressions budgétaires sans précédent dans le monde universitaire, les deux universités, toutes deux logées au centre-ville de Montréal, se sont donc engagées dans un processus de rapprochement tout à fait unique dans leurs histoires respectives.

Personne n'ose parler de fusion, et M. Lowy exprime sa «conviction qu'il faut garder les deux institutions autonomes».  Mais il est clair que la discussion porte actuellement sur un nombre plutôt élevé de projets communs.  «Bernard Shapiro [le recteur de McGill] et moi sommes amis, et nous sommes convaincus que les universités doivent planifier ensemble, affirme Frederick Lowy. Dans le climat financier actuel, il est impossible de tout offrir avec la même qualité. Les universités doivent repréciser leur mission.»

Selon M. Lowy, les discussions portent actuellement, entre autres, sur des projets communs de bibliothèques, sur des achats groupés et sur l'entretien de bâtiments, sans exclure d'ailleurs la possibilité de partager des locaux.  Les discussions portent aussi sur le partage de programmes académiques («C'est plus difficile, il y a des mentalités à changer» confie M. Lowy), ce qui impliquerait, entre autres, que chaque université doive abandonner des programmes moins «performants» au profit de l'autre institution, chez laquelle ces mêmes programmes le seraient davantage. On pourrait même offrir des programmes conjoints.

En fait, tout a été mis sur la table cet hiver par McGill. Dans un document signé par le recteur Shapiro et diffusé dans l'université, Towards a New McGill, le recteur de McGill lançait une série d'hypothèses de réflexion, dont «un partenariat stratégique et une alliance dynamique avec Concordia pour que les deux institutions servent pleinement les intérêts de la communauté anglophone du Québec».

Ce document a donné lieu à la mise en place d'un groupe de travail interne qui poursuivait la réflexion en évoquant la possibilité de partager avec Concordia les services suivants: librairies, bibliothèques, installations sportives, laboratoires, salles de concert.

Le groupe de travail ajoutait qu'on pourrait aussi parvenir à des économies en joignant «en une seule opération administrative» le service des admissions, le service du registraire, certains aspects des services de santé et des systèmes informatiques.

Question
1. Relevez les différentes sources d’économies que comptent réaliser les deux universités en fusionnant certains services.  

2.  Ces économies sont-elles liées aux concepts d’économies d’échelle et d’économies de gamme ? 
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