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TERRITORIAL AND INDUSTRY CASE STUDIES



This chapter contains a summary of the case studies carried out on the logistics system. The full case studies are available in the Italian version of the paper at www.srm-maritimeconomy.com. 
The abstracts below allow a closer look at the sector in a dual perspective: 

· Territorial:

1. The logistics system of Lombardy, with an analysis of the main context factors and of the regional policies adopted to support the sector;
2. An analysis of the new growth strategies for Southern Italy, with an eye to inter-Mediterranean relations, and specific focus on the Short Sea Shipping and value-added logistics levers;
3. A survey of Italy’s logistics nodes, with the finings of the survey of freight forwarders.

· Industry:

4. An analysis of logistics competitiveness through the findings of sample-based survey of the manufacturing sector;
5. An analysis of process logistics innovation and integration for the exporting of Italian agri-food supply chains.



CASE STUDY 1
ANALYSIS OF FACTORS AND REGIONAL POLICIES 
FOR THE DEVELOPMENT OF THE INDUSTRY IN LOMBARDY

The action taken to support the growth and strengthening of the logistics sector in the past 15 years, to face changing needs and dynamics in the reference territories, have allowed Lombardy to stand out compared to the rest of Italy, although the gap separating it from the levels of efficiency and competitiveness achieved by the main logistics areas in Europe is still a wide one. 
The presence on its territory of the largest share in Italy of logistics operators and services, innovation on the front of governance and public-private partnerships for the financing and construction of infrastructures at the service of goods, the regional programmes and plans dedicated to the development of logistics and intermodal transport, the tonnes of goods handled in intermodal poles and airports, or transiting through border crossings, are all elements which testify to how much attention and interest has been devoted to the sector over the years, compared to other regions of the country. However, much remains do be done, especially when considering the centrality of Lombardy for East-West and North-South traffic routes, proven for instance by the fact that it is crossed by three of the ten priority TEN-T rail corridors (the Genoa-Rotterdam and Brenner North-South corridors, the Lyon-Torino Venice Mediterranean East-West corridor). 
Its privileged position with regards to the other European macro regions must be leveraged over the next few years, through the implementation of transport policies geared to allowing a qualitative leap in the performance of the logistics sector, both in terms of the reduction of operating costs for enterprises, and of the mitigation of the social and environmental effects for the community at large. Infrastructural planning in Lombardy will have to strive towards full coordination with cross-border infrastructures, in the name of both planning compatibility, for instance both through the realisation of works aimed at making the best use of the existing network, and by supporting long-term infrastructure building, that advances in “phases” and based on “priorities” within the framework of complex projects, such as those for the TEN networks.
More in general, all sector policies should be geared to: 

· Initiating a modal rebalancing process, with focus on contexts marred by high congestion and a great variety of goods flows, typical of metropolitan areas;
· Creating economies of scale and network economies in rail services, that are necessary to compete with the European logistics regions, also in terms of the localisation of high-added-value logistics companies (large scale distribution centres, or Southern European headquarters for international forwarders)
· Fostering the modernisation of technical means (intermodal terminals, locomotives, rail carriages, modal interchange vehicles) in order to cut operating costs by improving efficiency
· encouraging the involvement of private investors as potential co-financers (terminal management companies, specialised funds, pension funds etc.) in order to reduce the financial costs of operations, and mitigate the risk of delays in the construction of strategic works or of higher tariff burdens in the future for end users. 



CASE STUDY 2  
NEW GROWTH STRATEGIES FOR SOUTHERN ITALY 
IN INTER-MEDITERRANEAN RELATIONS: 
THE LEVERS OF SSS AND VALUE-ADDED LOGISTICS

Intermodal transport services and combined maritime services have distinctive market-related as well as technical features, that prompt researchers to analyse specific factors with the aim of defining the differentiation between services, and therefore the segmentation line of the intermodal transport market as a whole. In the case of maritime transport, the differentiation of modal interchange services requires the existence of systemic, infrastructural, and operational factors, which go beyond the strategic drive of industry companies competing in what is essentially and oligopolistic market, given the high overheads involved.
The services offered by ports, and the role they play within the international context of global production and distribution networks, are one of the strategic factors in allowing specialised navigation enterprises to broaden the range of services offered, and to operate as logistics global players. The localisation of logistics activities in relation to maritime and port activities, with particular reference to the importing and exporting of finished and semi-finished goods, represents a factor of strong attraction for international traffic, tied to the presence of distribution services and the supply of other value-added logistics services within a port or in the immediate dry port area, in the sense of an appropriately equipped logistics area in proximity of the port. The effectiveness of these services in representing a competitive advantage for the ports that can offer them depends on the structure and operating configuration of the supply chains and production-distribution networks, with particular emphasis on the need to import and export goods, and on the frequent, regular, and predictable presence of such goods. 
Among the various potential intermodal logistics functions present in ports, a closer look has been given to some aspects of the combined maritime transport of rolling stock in relation to the construction of European co-modal itineraries alternative to road transport, also given the European Union’s recent review of its TEN-T network policy, with the definition of priority corridors that are part of a core network within a broader “comprehensive” network. Within this context, the intermodal road-maritime-rail transport of rolling stock (Roll-on/Roll-off Rail: Ro-Ro-Ra) could also be developed and encouraged in Italy. In our country, the distinction and segmentation of the intermodal rail, land, and maritime transport market is more clearly defined at the operating level than it is in terms of government actions and transport policies, on which fronts considerable confusion seems to persist in considering a homogenous category of intermodal road-rail services, rooted in the planning and public financing of interports, initiated in the 1990s.
As regards the potential new offer of innovative logistics services in support of the maritime and intermodal transport of rolling stock, a comparative analysis has been carried out of the Italian ports that currently handle Roll on/Roll off cargo traffic on the Motorways of the Sea lines, and on other routes connecting European and Mediterranean ports. The aim is to identify, among the Italian ports most capable of attracting Ro-Ro traffic, those with the best competitive potential to become part of the trans-European corridors of the “core” network. 
Some problems with the current organisation of Short Sea Shipping at the national level have emerged and prompt a number of considerations: 

a) Increased use of trailers and semitrailers (“unaccompanied” combined maritime traffic) in Ro-Ro traffic. A solution to the problem has been defined for the reluctance of road hauliers to immobilise their capital for longer trips compared to the full-road alternative;
b) Strengthening of the Motorways of the Sea and of support structures and infrastructures for combined maritime transport (Ro-Ro) in particular, with the creation of specifically equipped terminals and dry port areas (also by redeveloping industrial areas in disuse), for the establishment of logistics areas for the handling and parking of rolling stock, trailers and semitrailers, and value logistics productive activities; 
c) Creation of an integrated backbone national network of maritime and land intermodal nodes, with the aim of attracting large volumes of consolidated traffic from the, in order to cut unit costs in general, and tied to negative externalities in particular;
d) Confirmation, refinancing and structural consolidation of the “eco-bonus” tariff incentives for combined maritime  transport;
e) Fostering high logistics intensity “territorial supply chain” projects for use on medium-long distances in combined maritime and land transport, and related financial, fiscal, and contribution incentives (modelled on the EU’s Marco Polo programmes) with the involvement of private entrepreneurs;
f) Separation of preliminary rolling stock operations upon boarding in equipped dry port areas (gateways), and facilitated forwarding thanks to exclusive handling via dedicated infrastructures for boarding (for instance the project for the port of Salerno, that includes the construction of two tunnels to connect the port with a large area obtained from a disused quarry). 
g) Recourse to partnerships with private entities, in particular, is increasingly desirable and necessary in a context such as the present one, in which the scarcity of funds, in the absence of structural reforms allowing Port Authorities to count on greater financial resources, is slowing if not preventing most strategic investments in the developments of ports and, therefore in the growth of the locale and national economies of which ports are key nodes. A fundamental driver of European port development, in other international contexts, is the collaboration between the public and private sectors, through the project financing mechanism, which has yielded important results: one example is the Antwerp, where Italian ship-owners such as Grimaldi and MSC manage dedicated terminals.

The issue of the creation and extension of dry port areas equipped for logistics activities is common to all Italy’s ports, most of which are built on ancient sites inside urban centres. Room is a fundamental asset both for handling and value logistics services involving containers, and for the handling of rolling stock, trailers, and semitrailers, which are a feature of Ro-Ro traffic. 
The port of Naples, for instance, an important facility for Ro-Ro traffic, holds considerable growth potential, but is unable to expand further due to the limited number of docks dedicated to Ro-Ro services, but also, and most importantly, to the congestion of the on-shore areas, which has a negative fallout on the entire road system within and outside the port, due to the lack of sufficient equipped areas dedicated to the parking, handling, outflow, transit, etc. of rolling stock. What’s more, heavy, light, and tourist traffic flows are not functionally separated, and are concentrated in the same areas. This has significant repercussion on the performance and competitiveness of ports and on the quality of the services offered.



[bookmark: _GoBack]CASE STUDY 3  
COMPETITIVENESS AND EFFICIENCY OF THE SUPPLY CHAIN: 
A SURVEY OF LOGISTICS NODES IN ITALY 


Moving from the acknowledgement of the overall weakness of the national logistics industry, which represents a drag on the competitiveness of Italy as a system, this paper has tackled the different aspects at the core of the problem, in the wake of the survey carried out with a selected sample of forwarders. The main findings of the survey are described below.
As regards infrastructures, the forwarders believe it would be very useful to complete the rail links connecting the country with the main European traffic routes, and to ensure effective connections between the North and South of the country, as well as strengthening local switchover links with over transport modes, with sea shipping at the fore. The other modes of transport face several criticalities (in particular, for what concerns road transport, congestion of the Milan, Bologna, and Genoa nodes), which however – in addition to being in themselves less serious and more manageable – are often a widespread issue also abroad. The problems most commonly reported lie in the connection of port areas with the ordinary road system, and the dissatisfactory functioning of intermodal switchovers between different forms of transport. Logistics centres are generally considered as sufficiently satisfactory, although there are issues tied to their excessive fragmentation and distribution on the territory.
Transport tariffs, duration, predictability of timing, operator efficiency and trustworthiness, are considered sufficiently satisfactory on the whole, with the exception of the rail segment. Problems on the latter front often make the use of rail freight unappealing, forcing more intense use of road transport than would be desirable.
Another problem reported by almost all the respondents pertains to customs procedures, considered as slow, expensive and diversified on the territory, with negative repercussions on the international competitiveness of the logistics sector.
Complaints, albeit not as serious, are also prompted by the organisation of the logistics chain (shortcomings in the planning of activities, limited recourse to outsourcing, insufficient integration between operators and excessive fragmentation). This is penalising compared to experiences abroad, characterised by the presence of large, totally integrated groups, which manage the entire cycle of the goods.
The IT endowment of operators, and recourse to ICT, are considered sufficiently good on the whole. However, integration among the systems of the different operators is considered insufficient, with resulting negative consequences on the overall management of the goods cycle, and on the traceability of shipments.
The survey also highlighted a number of policy indications. Competence over some falls in the public realm, and concern regulatory aspects (deregulation and liberalisation; simplification of bureaucracy and greater flexibility in the operating management of customs offices and logistics centres), and economic policy choices (optimal destination of the funds available for investments; system of incentives). In other cases, the potential role of the operators themselves is underlined (possibility of concentrating and rationalising the offer of services, wider recourse to logistics outsourcing). Lastly, issues were pointed out in relation to which industry organisations could take on an active role (such as the harmonisation of IT systems, and the drafting of shared “services charters”). 
Despite the fact that some time has gone by since the survey, the issues described above are still open and seem to be of a structural nature. What’s more, those that have been taken on to date, have only been solved in part. One consideration prompted by the full body of interviews with sector operators is the following: the logistics and transport sector is complex and articulated, which can and must be analysed in detail, focusing separately on each of the different means of transport and their respective peculiarities and criticalities. The overall efficiency of the system, however, hinges decisively on the interconnections between the different transport modes (i.e. on the ability to develop a truly intermodal system), and on the country’s ability to consider, plan, and manage this system as a “whole unit”, as is the case in the more efficient countries. From this standpoint, this paper shows that Italy still has a lot of ground to cover.



CASE STUDY 4  
ENTERPRISES AND LOGISTICS COMPETITIVENESS: 
FINDINGS OF A SAMPLE-BASED  SURVEY OF 
THE MANUFACTURING SECTOR


This case study moves from the survey carried out by SRM with a panel of manufacturing sector companies on the topic of transport and logistics, aimed at analysing two points in particular. 
On the one hand, the relation between the enterprise and the distribution of its products is analysed, to understand whether distribution is an integral part of the business process, outsourced to third parties, or if a mix of these two options is used. 
On the other, the choice of distribution channel is examined, and therefore the type of infrastructures used (roads, rail, ports, and airports), and the motivations which prompted the decision, or which, alternatively, hindered the use of the other available options.
Both these elements are analysed mostly in relation to the geographical location of the enterprises interviewed; however, to better represent the situation photographed by the survey, two in-depth analyses have also been carried out which, although referred to the sample in its entirety, divide it based on the revenues and size of the workforce of the enterprises covered. With regards to this latter point, enterprises are considered small when they have a headcount of 10-49 workers, medium when they have 50-250, and large when they employ more than 250 people.
The sample analysed includes around 2,600 enterprises, located throughout the national territory; in terms of sectors, on the other hand, the main economic categories covered are producers of metal products, and electric machinery and equipment, accounting for respectively 16.5% and 14% of the total.
The interviews with the companies included in the sample on the business choices for what concerns distribution logistics and infrastructures, allow a couple of considerations that sum up the situation quite well:

· The distribution of goods is mostly managed internally, to optimise not only operating costs tied to the process, but also the level of service provided to the client;
· The main transport infrastructure the enterprises use is the road network. This choice is mostly tied to three factors: ease of access, economic convenience, and the speed at which goods can be delivered by road.




CASE STUDY 5 
PROCESS LOGISTICS INNOVATION AND INTEGRATION 
FOR THE EXPORT OF ITALIAN AGRI-FOOD CHAINS


The importance of logistics for agricultural and food products is even greater than for other sectors of production. This is because the agri-food sector is, by nature, structured and organised according to a supply chain model, a feature that clearly distinguishes the entire industry, as confirmed by the analysis. The supply-chain approach calls for significantly different analysis and study paths when focusing on growth possibilities, on the foreign market especially, where Italian agri-food products truly represent an aspirational model, not only tied to simple food consumption, but also and especially to a lifestyle and to a correct and healthy diet, also in terms of the prevention of pathologies and food safety. The Mediterranean diet, scientifically acknowledged worldwide as guaranteeing a healthy and correct diet, is the most evident example of the quality of standout “Made in Italy” agri-food sector products. Safety in agri-food production has become equally important, i.e. certified assurance that production takes place in respect of the regulatory standards in force, allowing consumers to access safe and healthy food. Economic and environmental sustainability is therefore intrinsic to this balance, which must be guaranteed throughout all the phases of the complex agri-food farming/growing, production, and distribution processes. 
The geographical specialisation of Italian exports, almost 60% of which are directed to European countries, which in the past decades have experienced slowing growth, works against Italy. Italian goods struggle to reach the most dynamic regions of the world economy, such as South and East Asia, and Latin America, due both to the small size of Italian companies, and to shortcomings on the front of advanced logistics services, distribution, financial services, technological innovation, etc., that are essential in promoting internationalisation on a vast scale. 
The organisational and territorial structure of Italian enterprises has gradually strayed from industrial district model, taking on the characteristics of a system rooted in the local community, but increasingly structured as a hierarchical system with new forms of inter-industrial relations, more in synch with the “supply chain” approach than the a district-based one. 
In this picture, actions aimed at promoting the functional supply-chain integration by means of logistics services in turn organised as full-fledged logistics supply chains, may be geared to establishing service centres for export companies, strategic infrastructures that aid competitiveness and sustainable growth, structures for research and innovation, as well as the creation of training organisations and initiatives to improve the quality of human capital. These elements may also contribute to improving the “atmosphere” of agri-food supply chains, helping create an attitude of mutual trust in economic exchanges, the consolidation of the rules, codes of conduct, and agreements that regulate relations among supply chain operators, and promote the identity and sense of belonging of economic operators with regards to their territories and supply chains.
Of these actions, a strategic and by all means preeminent role may be played by enterprise network nodes, both in the physical sense (platforms, intermodal transport centres, distribution poles, etc.), and in the intangible sense (food hubs, technological service centres, web platforms for document management, etc.), in which process innovations are realised and applied, that are an increasingly important feature of the implementation on a large scale and of broad geographical scope of projects aimed at penetrating foreign markets. 
The management of “supply chain” logistics platforms, i.e. areas dedicated not only to the transit of goods in function of the organisation of their arrival/destination, but also to activities that add to the value of the goods transported and aid their exporting, strategically positioned on the territory and integrated with intermodal transport nodes,  so as to act as specialised logistics poles for exports, would facilitate the transformation of Italian agri-food “districts” into “supply chain systems” in areas with a strong vocation for global distribution and strong concentration of supply, as well as a vocation for production. In particular, through appropriate forms of support, the creation of territorial networks could be created, that guarantee an adequate offer of advanced logistics services (value chain management, ICT, etc.) allowing Italian agri-food products greater and improved access to the international markets, including non-traditional and emerging markets. Also, the importance emerges of raising the awareness of sector enterprises of the advantages tied to implementing integrated supply-chain projects, aimed at increasing the diffusion of quality certifications for production, distribution, and environmental processes, and of technologies with a smaller environmental impact, thanks to a more efficient use of energy.
To be extremely brief, the goal is to reconcile small local productions and semi-industrial productions with the well-tested marketing and distribution techniques adopted by large scale retail chains. The two are at opposite ends of the agri-food sector: on the one hand the traditions of local Italian communities and territories in terms of food and food products, and on the other the innovations introduced by modern logistics. There is almost no point of contact at all between the two: quality production and mass distribution seem incompatible. Some success stories, as mentioned, were built on the attempt to adapt logistics and the organisation of modern distribution processes to the pace and dynamics of more traditional and local productions, while at the same time transforming traditional productions, to make them compatible with the large-scale retail format. For instance, producers are prompted to modernise the packaging of their products, adding elements such as bar codes, trademarks, quality certifications, traceability information, and food safety certifications, therefore carrying out value-added product logistics activities that would probably not be undertaken otherwise. The end objective of the supply chain must be to fine-tune a competitive logistics and commercial organisation in the mass distribution market, especially on the foreign markets. Such cases of typical Italian-branded supply chain production and distribution, involving products of controlled excellence, guaranteed and certified, based on winning and innovative projects for the penetration of foreign markets, also thanks to the strong support of an efficient logistics organisation, testify to the validity of the approach analysed. 
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