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This publication stems from the work of the
CORELOG project (Coordinated Regional Lo-
gistics), financed within the EU Initiative IN-
TERREG IIIB CADSES NP (Central, Adriatic,
Danubian and South-Eastern European
Space) and coordinated by Regione Emilia-
Romagna in cooperation with the Institute
for Transport and Logistics (ITL).

The project work is focussed on the devel-
opment of coordinated regional policies in
transport and logistics which can grant com-
panies’ competitiveness and the territorial
sustainability of transport and logistics ac-
tivities. 

The “coordination” concept refers to different
levels. 

First of all it concerns the shortening of the
gaps between the business world’s expecta-
tions and needs and the public authorities’
actions in transport and logistics. The goal is
to stimulate a cooperation in policy making
between institutional bodies, responsible for
policy making, financing and investment de-
cisions and manufacturing companies, logis-
tics providers, transport operators, transport
& logistics nodes, whose decisions and sup-
ply chain strategies strongly affect the spatial
pattern and the modal split of freight trans-
port. 

On a second level coordination means having
in mind that different public policies in trans-
port and logistics at different territorial lev-
els (EU, State, Regional Authorities, Local Au-
thorities) must always have common targets,
which are companies’ competitiveness and
the reduction of transport and logistics ter-
ritorial impacts. In this sense a cooperation
among policy makers at different territorial
and institutional levels is needed in the pol-
icy making process.

Finally the coordination concerns the coop-
eration among companies in logistics man-
agement. Companies usually manage logis-
tics in individual terms, in the view of max-
imising the value of their own logistics activ-
ities. The project wants to show how coop-
eration among companies, in terms of verti-
cal integration of the supply chain activities
and horizontal cooperation among compa-
nies in specific clusters and industrial areas,
can bring higher profits and environmental
gains in terms of reduction of transport ex-
ternalities. This the trigger from which inno-
vative public policies can target companies
in a win-win perspective.

The project addresses the above mentioned
targets in a two-years working path articu-
lated in five main phases:

I As-is review and analysis of the “key
driving forces” of supply chain man-
agement strategies of companies, in
the view that these drivers and the
companies’ industrial and distribu-
tion strategies at European level are
the base of transport and logistics
territorial impacts.

II Collection of companies needs in
transport and logistics by means of
the set up of Regional Forums on Lo-
gistics, as condensing points of pri-
vate logistics needs compared to
public actions. 

III Analysis of the present and of the
needed public policies in transport
and logistics by means of a gap analy-
sis which involves policy makers.

IV Proposal of regional policy guide-
lines promoting logistics coopera-
tion and coordinating different types
of policies impacting on transport
and logistics in regions (spatial plan-
ning, industrial, transport, techno-
logic and logistics policies).

V Implementation phase, addressing
the effectiveness of the proposed
policies by pilot test (pilot projects)
involving manufacturing, transport
and logistics companies, with a bot-
tom-up approach.
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IInnttrroodduuccttiioonn

In this stream of activities this book is related
to phase IV and it presents the results of a
survey carried out at EU level to rank the fu-
ture needed public actions in transport and
logistics. The book presents proposals of re-
gional policies in transport and logistics on
the base of the understanding of companies
supply chain management strategies and of
the state of the art of public policies. It post-
pones to a future publication the presentation
of the pilot project implementation results.

The main objectives of the survey are:

• Get a clear definition of policies and ac-
tion priorities in the logistic and freight
transport fields, at a regional, national
and international level.

• Get access to the opinion of an interna-
tional panel of high level experts about
the validity of both already implemented
and not applied yet logistics measures.

• Enlarge the scope of the EU debate on
the role of public authorities in logistics
development, also by making specific
proposals.

• Gain a better knowledge about the over-
all perception of the “state of the art” of
the logistics coordination measures at
the EU level. 

The publication is the result of the coopera-
tion of all the CORELOG project partners
which worked under the coordination of Re-
gione Emilia-Romagna, the Institute of Trans-
port and Logistics and of the University of
Maribor.

The following chapters present the survey
methodology (Chapter 1), the executive sum-
mary of the survey results (Chapter 2), the
detailed survey results (Chapter 3). Annex 1
presents the survey questionnaire.

The hope for this publication is that it can be
an useful instrument to plan logistics poli-
cies in EU regions.
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The methodology 
of the transnational survey

for coordinated 
regional logistics policies

Chapter 1





1 For Greece the survey was carried out in two regions: Crete (G1) and Central Macedonia (G2). Therefore, though the
experts present a national and EU profile, some specific considerations on the regional traits are reported.

The strengthening of transport and logistics
polices and the definition of relevant policy
measures have become an increasingly diffi-
cult tasks due to the fast changes in the trans-
port and logistics markets and to their inter-
national dimension. In order to be able to
represent these changes into the definition of
policy priorities the CORELOG survey struc-
ture was based on the following pillars:

• IInntteerrnnaattiioonnaall  ddiimmeennssiioonn. The survey was
carried out in six different countries (Aus-
tria, Greece1, Hungary, Italy, Poland and
Slovenia) in order to represent different
logistics situations and merge them into
a EU policy strategy document.

• WWiiddee  ppaanneell  ooff  hhiigghh  lleevveell  eexxppeerrttss. The
questionnaire has been submitted to a
wide panel of high level experts in trans-
port and logistics (ninety-six experts),
from all the six countries involved.

• PPaanneell  ddiivveerrssiiffiiccaattiioonn. The ninety-six con-
tacted experts had different core occu-
pations, in particular: 
- Public governments and authorities 

(22 respondents)
- Business environment 

(23 respondents)
- Consultancy and research

(28 respondents)

- Education (23 respondents)
That allowed to bring together and com-
pare different points of view and different
perspectives on logistics policies priori-
ties.

• BBoottttoomm--uupp  aapppprrooaacchh. The policy meas-
ures which underwent the experts’ opin-
ion were selected by the project partners
on the base of an analysis of companies’
supply chain management strategies and
of public policies in transport and logis-
tics in the project partners’ regions, which
are diversified in terms of logistics sta-
tus and trends.

• OOppeenn  aattttiittuuddee. The experts had the
chance to propose in an open way fur-
ther public policies in order not to limit
the policy proposals to the ones identi-
fied by the project partners. 

The following table reports the experts who
participated to the survey, according to the
4 different expert categories and to the proj-
ect partners that involved them. The belong-
ing to the categories was chosen by the ex-
perts’ themselves on the base of their core
occupation.
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EEmmiilliiaa--RRoommaaggnnaa  RReeggiioonn
((IIttaallyy))

IInnssttiittuuttee  ooff  LLooggiissttiiccss  aanndd  WWaarreehhoouussiinngg
((PPoollaanndd))

AArriissttoottllee  UUnniivveerrssiittyy  ooff  TThheessssaalloonniikkii
((GGrreeeeccee))

HHeerraakklliioonn  PPoorrtt  AAuutthhoorriittyy  
((GGrreeeeccee))

SSzzéécchheennyyii  IIssttvváánn  UUnniivveerrssiittyy
((HHuunnggaarryy))

FFGGMM  ––  AAMMOORR  
((AAuussttrriiaa))

UUnniivveerrssiittyy  ooff  MMaarriibboorr  
((SSlloovveenniiaa))  

PPUUBBLLIICC

DD’’AAggoossttiinnoo  ZZeennoo  (Logica)
PPooggggiiaallii  AAddrriiaannoo (Regione Toscana)
RRoossiinnii  RRiinnoo (Regione Emilia Romagna)

NNoovvaakk  ŞŞiimmoonn  (Ministry of transport of Republic of Slovenia)
HHeerreennddaa DDeeaann (Ministry of transport of Republic of Slovenia) 
SSeevveerr RRoobbeerrtt (Transport and communications association)

PPaappaaddooppoouullooss  CChhrriissttooss  KK..  (Thessaloniki Port Authority S.A.)
MMaakkrriiss  DDiimmiittrriiss (Thessaloniki Port Authority S.A.)
SSaaoouunnaattssooss  HHaarriiddiimmooss  (GAIAOSE SA)
SSaarriiggiiaannnniiss  IIaakkoovvooss  //    SSaammaakkoovvllii  KKaatteerriinnaa  (Development agency of
eastern Thessaloniki - ANATOLIKI S.A.)

PPssaarraakkiiss  EEmmaammnnuuiill (Heraklion port authority)
KKaarrkkaannaakkiiss  VVaassiilllleeiiooss  (General secretary of Heraklion chamber of in-
dustry and commerce)
AAmmaarrggiiaanniiaattkkhhss  IIooaannnniiss  (Crete region – Directorate of planning and
development)

BBeerrnnhhaarrdd FFrriittzz (Amt der Steiermärkischen Landesregierung, FA 18A)
BBuurriiaann GGeerrhhaarrdd  (Bundesminsiterium für Wirtschaft und Arbeit)
AAzzooddaannlloooo  RReezzaa MMiicchhaaeell  (Land Steiermark)

CCiivviill  sseerrvvaanntt  II
CCiivviill  sseerrvvaanntt  IIII  
CCiivviill  sseerrvvaanntt  IIIIII  

MMłłyynń́cczzaakk  MMaałłggoorrzzaattaa  (Marshal Office of Wielkopolska Voiwodschip,
Department of Regional Development)
PPiioottrroowwsskkii  GGrrzzeeggoorrzz  (Municipal Roads Network Authority)
ZZaakkrrzzeewwsskkii  AArrttuurr (Marshal Office of Wielkopolska Voiwodschip, De-
partment of Infrastructure)

BBUUSSIINNEESSSS

GGaalllloonnii  GGiillbbeerrttoo (Interporto Bologna and Europlatform)
GGiiuuddiiccii  GGiillbbeerrttoo (Geodis - Zust Ambrosetti)
LLeeoonniiddaa  GGiioovvaannnnii (Assologistica)
RRiivvii  AAnnttoonniioo (Sacmi Forni S.p.a.)
RRoossssii  LLuuccaa (Confindustria Emilia-Romagna)

RReejjeecc VVaalltteerr (Iskra avtoelektrika d.d.) 
HHooffaabbuueerr EErriikk (Skupina Viator&Vektor j.s.c.) 
SSvveetteekk RRookk (Schenker d.d.)

TTaassssoovvaallii  AAnnggeelliikkii (SINDOS S.A.)
VVllaacchhooggiiaannnniiss  EEmmmmaannuuiill  MM..  (Thessaloniki chamber of commerce and
industry)
KKiirriiaakkoorreeiizziiss  CChhrriissttooss  (PHILKERAM-JOHNSON S.A.)

AAppoossttoollaakkiiss  KKoonnssttaannttiioonnooss  (Agricultural union of Heraklion)
SSaappaalliiddiiss  VVaassiilleeiiooss  (transport operator)
DDeettoorraakkhhss  GG..  (manufacturing company)

PPsscchheeiiddll KKllaauuss  (RISO Regionale Impulsgesellschaft m.b.H.)
BBaarrttmmaannnn MMaarrttiinn (RHI AG)
SSeevveerr KKuurrtt (Graz- Köflacher Bahn und Busbetrieb GmbH)

MMaarreekk  JJóózzsseeff  (Penny Market Hu)
FFáárryy  JJáánnooss  (HUNGAROKOMBI  Ltd)
BBuussiinneessssmmaann  II

KKoowwaalleewwsskkii  TToommaasszz
(Wielkopolskia Logistic Centre Konin – Stare Miasto S.A.) 
KKuubbiiaakk  PPaawweełł  (Cargosped sp. z o.o.) 
JJeelleenń́ RRaaffaałł  (PCC Rokita SA) 



Table 1
The contacted high level experts in the
CORELOG survey
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RREESSEEAARRCCHH//CCOONNSSUULLTTIINNGG

CCaammeerriinneellllii  EEnnrriiccoo (European Supply Chain Council)
CCaassiinnii  GGiiuusseeppppee (Italcontainer S.p.a.)
CCeessttaarrii  RRaaffffaaeellee (PricewaterhouseCoopers S.r.l.)
GGuuiigglliieellmmiinneettttii  PPaaoolloo (PricewaterhouseCoopers S.r.l.)
MMoonnaarrii  PPaaoollaa (SATA S.r.l.)
GGeennttiillii PPaaoolloo (PricewaterhouseCoopers S.r.l.)
SSeennnn  LLaannffrraannccoo (Università Commerciale L. Bocconi) 
TTooss  RRiiccccaarrddoo (PricewaterhouseCoopers S.r.l.)

VViilljjeennkkaa  GGooddiinnaa (Economic Institute Maribor) 
MMoojjccaa  TToommššiičč (Institute of traffic and transport Ljubljana d.o.o.)
BBoojjaann  RRoossii  (University of Maribor)

BBiikkooss  AAtthhaannaassiiooss  (TREDIT S.A.)
AAyyffaannttooppooyyllooyy  GGeeoorrggiiaa  (Hellenic Institute of Transport)
GGeeoorrggee  HHaarraallaammppoouuss  (Center of Research and Technology-Hellenic In-
stitute of Transport)
TTyyrriinnooppoouullooss  YYaannnniiss  (Centre for Research and Technology Hellas /
Hellenic Institute of Transport)

GGeeoorrggiiaaddiiss  KKoossttaass  (Consultant)
PPaappaaddooppoouullooss  YYiiaannnniiss (Consultant)
AArroonniiss  CCoonnssttaannttiinnooss (Consultant)

WWiittzzmmaannnn UUrrssuullaa (Vianova Verkehrsconsulting GmbH)
CCeebbrraatt GGeerrffrriieedd  (FGM)
EErrbbeerr JJüürrggeenn (KWI)
SSmmeekkaall GGeerraalldd (ZLU)

DDuummaa  LLáásszzllóó  (ADVERSUM Ltd).
NNaaggyy  ZZoollttáánn  (Universitas Gyor kht.)
CCoonnssuullttaanntt  II    

GGuubbaałłaa  MMaarreekk  CEL Sp. z o.o. 
HHaajjdduull  MMaarrcciinn  (ILIM) 
FFoollttyynnsskkii  MMaarrcciinn  (ILIM)

EEDDUUCCAATTIIOONN

BBoonnffaattttii  FFllaavviioo (Università di Modena Reggio-Emilia)
CCiicciioottttii  EEnnrriiccoo (Univeristà Cattolica di Piacenza)
MMaarrccuuccccii  EEddooaarrddoo (Università degli Studi di Urbino)
PPiiaacceennttiinnii  GGiiaann  FFrraannccoo (Univeristà Cattolica di Piacenza)
RRuullllaannii  EEnnzzoo (Università Ca’ Foscari, Venice)

BBoožžiiččnniikk SSttaannee (University of Maribor) 
LLeepp MMaarrjjaann (University of Maribor)
RRooddooššeekk  VVllaassttaa (University of Maribor)

NNaanniiooppoouullooss  AArriissttootteelliiss  (AUTh /Transport system research gorup)
DDiimmaarreellooss  VVaassiilliiss  (Aristotele’s University of Thessaloniki)
NNaatthhaannaaiill  TTeettii  (University of Thessaly / Transportation Engineering
Sector)

TTssiittaammiiss  DDiimmiittrriiss  SS..  (Thessaloniki port authority)
KKoouukkoouulloouuddii  EEllssaa (Consultant/ external lecturer of City college Thessa-
loniki)

KKuummmmeerr  SSeebbaassttiiaann  (Institut für Transportwissenschaften und Logistik,
WU Wien)
BBuurriiaann  RReennaattee  (Logoplan)
SScchhrraammppff JJüürrggeenn  (Econsult)
HHüübbnneerr  RReennaattee  (Universität Klagenfurt, IFF-Fakultät für Interdiszipli-
näre Forschung)

FFööllddeessii  PPéétteerr  (Széchenyi István University)
EEdduuccaattiioonn  II  
EEdduuccaattiioonn  IIII

AAddaamm  RReeddmmeerr  (Poznań University of Technology) 
FFeecchhnneerr  IIrreenneeuusszz  (Higher School of Logistics – Poznań) 
MMiinndduurr  LLeesszzeekk  (Warsaw School of Economics)

Comment: If the expert have not authorised the publishing of his/her name only the category is reported.
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B.1 Implementing public private part-
nership (PPP) schemes in the field of lo-
gistics

B.2 Establishment of a logistics agency

B.3 Development of databases on logi-
stics

B.4 Logistics criteria as part of spatial
planning procedures

B.5 Actions for logistics improvements

TTaabbllee  22
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The experts were asked to judge a set of
transport and logistics measures. In order to
set the final list of the measures to be evalu-
ated by the experts, the measures were first
proposed by the project partners. On a sec-
ond step the University of Maribor and Emilia-
Romagna Region have modelled the survey
around ten internationally comparable meas-
ures, grouped into three types of interven-
tions and merging the partners’ contribu-
tions, as reported in the following table.

AA..  IINNCCEENNTTIIVVEESS

CC.. HHAARRMMOONNIISSAATTIIOONNSS

A.1 Incentives/subsidies for intermodal
transport

A.2 Incentives for the development of
short sea shipping and of motorways of
the sea

A.3 Incentives for logistics training

C.1 Harmonising logistics professional
knowledge

C.2 Road carrier regulations

11th transversal measure: Need for har-
monisation at the EU level for each of the
above mentioned logistics measures.

BB..  IIMMPPLLEEMMEENNTTAATTIIOONNSS

14



The survey asked to the experts to express
their opinion (both with closed and open
questions) on the following main issues for
each of the different measures:

• Target bodies of the measure (who
should the measure address).

• Specific thematic fields to which apply-
ing the measures.

• Experience on existing practices and on
the measure implementation stage (was
the measure implemented and what is
the success level, which gaps in the meas-
ure implementation).

• Constraints in the measure implementa-
tion (such as technical, organisational,
normative, financial, economic).

• Most suitable sources of finance for the
measure.

• Role of the public bodies (which specific
actions should be activated by public au-
thorities).

• Significance/importance of the individual
measure (ranking of the measures in each
of the 3 categories on a five levels scale
from null to top).

It must be pinpointed that for each measure
partially different questions were asked on
the base of the single measures characteris-
tics. For a detailed view of the survey struc-
ture please see Annex 1, which is the ques-
tionnaire sent to each of the above reported
experts.

In order to interpret the survey results, as re-
ported in the following pages, some consid-
erations on the methodological approach
must be pinpointed. Many of the answers do
not present a high level of discrepancy. This
can be due to the fact that the evaluators
were often allowed to choose the priority’s
level without expressing a ranking order.
Moreover this survey on logistics measures
dealt with a wide array of different topics (in
order to give to the readers a wide array of
policy proposals) and the level of experience
of the experts on the different measures and
topics may vary. In case of a lower expert’s
knowledge on some of the specific technical
questions, we may expect that the average
value prevails and that homogenous answers
are given. Therefore on some of the answers
we expect that this issue influenced the pres-
ence of low discrepancies among the answers
given by each expert.

Taking into account these considerations, in
some cases the analysis of the answers drove
to technical priorities and conclusions even
on the base of small value discrepancies
among priorities and related answers. That
was also possible thanks to the interpreting
of the open replies given by the experts. The
analysis has been drafted in a mainly de-
scriptive form, focussing on the aggregated
results and identifying any possible occur-
ring trend in the answers, both according to
the different categories of experts contacted
and to the different countries taken into con-

sideration. This approach was developed on
the base of a specific sum up of all the ex-
perts answers which were analysed at na-
tional level for each of the respondents cat-
egories, then merged into a transnational
structure and analysed at transnational level.
The follow figure indicate the analysis
methodological process.

15

TThhee  mmeetthhooddoollooggyy  ooff  tthhee  ttrraannssnnaattiioonnaall  ssuurrvveeyy
ffoorr  ccoooorrddiinnaatteedd  rreeggiioonnaall  llooggiissttiiccss  ppoolliicciieess



Figure 1
The process of merging the national answers

into a transnational structure

Chapter 1 The methodology of the transanational survey
for coordinated regional logistics policies
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Chapter 2

Executive summary: 
the survey results





This chapter presents the survey results
grouped on the base of the three categories
of interventions: iinncceennttiivveess, iimmpplleemmeennttaattiioonnss,
hhaarrmmoonniissaattiioonnss.

The first part of this chapter concerns IINN--
CCEENNTTIIVVEESS, which were referred to iinntteerrmmooddaall
ttrraannssppoorrtt (measure A.1), sshhoorrtt  sseeaa  sshhiippppiinngg
&&  mmoottoorrwwaayyss  ooff  tthhee  sseeaa (measure A.2) and
llooggiissttiiccss  ttrraaiinniinngg (measure A.3).

Concerning iinncceennttiivveess  ffoorr  iinntteerrmmooddaall  ttrraannss--
ppoorrtt, to be distributed to the bodies involved
in the development and managing of inter-
modal logistics operations and nodes, they
were given the first priority among the in-

centive measures (followed by short sea ship-
ping & motorways of the sea and by logis-
tics training, which ranked as 3rd).

Intermodal transport seems to be the hot topic
for the public interventions and incentives.
This is due to the fact that there is a high need
to shift freight transport from highly saturated
road networks to railways networks and sea
transport, in order to lessen transport nega-
tive effects. Yet reaching this goal appears to
be an hard task especially in consideration to
the fact that there is a the lack of experiences
and in particular of success stories in this type
of measure. 53% of the answers of the ex-
perts indicate that no measures in incen-

tives/subsidies to intermodal transport have
been implemented yet. However there is a sur-
vey evidence that the world of the public au-
thorities considers that an improvement in the
diffusion of incentives for intermodal trans-
port is necessary. Successful examples of im-
plementation are not pinpointed by the ex-
perts, with very few exceptions in the busi-
ness and education categories.

Incentives should be mainly directed to nodes
and infrastructures, but also to the promo-
tion of innovation in logistics operations and
equipments. Incentives for transport users
and provides do not have on average high
priority. 
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Figure 2
Targets of public subsidies/incentives 

for intermodal transport
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Figure 3
Specific targets of public subsidies/incentives

for intermodal transport

With respect to the specific targets of incen-
tives (which were evaluated separately for
each type: nodes, infrastructures links, trans-
port providers, transport users), priority is
given to constructing nodes, carrying out fea-
sibility studies for nodes and to interventions
for nodes-networks connections. The follow-
ing figure reports on the specific targets of in-
termodal incentives.

CChhaapptteerr  22 EExxeeccuuttiivvee  ssuummmmaarryy::
tthhee  ssuurrvveeyy  rreessuullttss
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Figure 4
Priority beneficiaries of incentive 

to SSS and MoS

Geographical breakdown shows that coun-
tries characterized by high economic devel-
opment feel a deeper need to increase nodes
and infrastructure availability. Another im-
portant issue emerging from the analysis of
the answers is represented by the need for in-
centives to the start-up of intermodal initia-
tives, supported by public authorities.

Constraints in the implementation of the in-
centives are mostly normative (lack of regu-
lations and procedures) and financial (lack of
funds), with homogenous answers among the
different categories of experts.

Concerning iinncceennttiivveess  ffoorr  SShhoorrtt  SSeeaa  SShhiippppiinngg
((SSSSSS))  aanndd  MMoottoorrwwaayyss  ooff  tthhee  SSeeaa  ((MMooSS)) the
survey answers present a strong consistency
with those concerning intermodal transport.
In particular the consistency concerns: 

- An almost complete lack of experi-
ence in the measure implementation
(83% of the respondents confirmed
it). There is still a strong need of best
cases and models on financing and
developing SSS and MoS.

- The presence of normative and fi-
nancial constraints; SSS and MoS are
relatively new concepts and in gen-
eral they are not included in funding
programs by national governments
(due also to lack of culture on these
topics). Economic constraints are not
considered important as potential
market demand is seen as growing.

- A strong priority on nodes-infra-
structural links connections and on
ports equipment (also in terms of in-
formation systems). 

One of the most critical success factors seems
nevertheless to be represented by the choice
of the target groups of the future financing
and promotional initiatives. In this case, and
differently from the previous measure on in-
termodal incentives, logistics providers are
considered as priority beneficiaries, because
they are operational integrators which can
grant an effective development of SSS and
MoS with a co-ordination role among the lo-
cal sector operators to manage in an effective
way the supply chain. On the other hand a
low importance is assigned to incentives to
road hauliers. 

EExxeeccuuttiivvee  ssuummmmaarryy::
tthhee  ssuurrvveeyy  rreessuullttss
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Figure 5
Priority Topics for Training Programmes

The third measure concerns iinncceennttiivveess  ffoorr  lloo--
ggiissttiiccss  ttrraaiinniinngg. About half of the experts pin-
point that incentives for logistics training
have been experimented, nevertheless with
few success examples.

Concerning the most relevant topics for train-
ing incentives all the topics proposed to the
experts present a good ranking, as shown in
the following figure.

The first three priority topics are represented
by transport optimisation, best practice trans-
fer and logistics activities planning. ICT, in-
ventory management and warehousing fol-
low in the priority ranking. ICT is in particular
targeted in the answers of the educational
and business categories. The survey results
prove that there is a consciousness among
the experts on the presence of margins of im-
provements which can be gained through the

building of logistics professionals which can
better plan logistics resources, adopt logistics
innovations and better control the logistics
processes: that means a shift from a daily
management of logistics emergencies and lo-
gistics unexpected events to a pro-active and
structured approach in logistics management.
That also means there is a need of enrich-
ment of the logistics function and of the va-
riety of its jobs.
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Figure 6
Priority target groups for training

According to the interviewed experts, the first
selected target group for training should be
white collars, though training in logistics
seams to be needed for all the proposed cat-
egories. Training courses for public servants
seam to be a strong priority which is ex-
pressed by public servants themselves, as re-
ported in Figure 6. 

The funding for training should primarily stem
from the European Union and from the na-
tional governments, and minimally from direct
users (trainees). This issue seams to confirm
the priority of promoting training in logistics.
Registered constraints concern, further than
financial resources availability, the lack of train-
ing models and the economic risks due to pos-
sible market demand reductions.

The second part of this chapter concerns the
IIMMPPLLEEMMEENNTTAATTIIOONN  OOFF  AACCTTIIOONNSS  FFOORR  LLOOGGIISS--
TTIICCSS  RREEGGIIOONNAALL  PPOOLLIICCYY  DDEEVVEELLOOPPMMEENNTT..  Dif-
ferent measures were presented to the panel
of experts, who were asked to rank them. The
implementation measures, ranked by priority
order on the base of the experts results, are:

ii.. BB..11  --  IImmpplleemmeennttiinngg  ppuubblliicc  pprriivvaattee
ppaarrttnneerrsshhiipp  sscchheemmeess  iinn  tthhee  ffiieelldd  ooff
llooggiissttiiccss..
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Figure 7
Priority target groups for training

iiii.. BB..55  --  AAccttiioonnss  ffoorr  llooggiissttiiccss  iimmpprroovvee--
mmeennttss..

iiiiii.. BB..44  --  SSppaattiiaall  ppllaannnniinngg  ffoorr  iinndduussttrriiaall
aarreeaass  sseettttlleemmeenntt..

iivv.. BB..22  --  EEssttaabblliisshhmmeenntt  ooff  aa  llooggiissttiiccss
aaggeennccyy..  

vv.. BB..33  --  DDeevveellooppmmeenntt  ooff  ddaattaabbaasseess  oonn
llooggiissttiiccss..

PPuubblliicc  pprriivvaattee  ppaarrttnneerrsshhiipp  ((PPPPPP))  sscchheemmeess
(measure B.1) in logistics have been imple-
mented only up to 44% of experts’ answers,

but it is ranked as the first priority among im-
plementations measures, thus confirming the
high need for public incentives to infrastruc-
tural developments. Of this percentage of
past experiences, the greatest part is cov-
ered by consolidated economic conditions
countries (e.g. Austria and Italy). The main
target of PPP is infrastructural development
and investments (79% of respondents) more
than logistics and intermodal services de-
velopment (21%). This reply is homogeneous
in all the survey countries. In particular the

priority is set for logistics centres (in order
to afford high area acquisition costs), fol-
lowed by transport multimodal terminal. This
view is agreed by the public and private/busi-
ness spheres, thus pinpointing a significant
track for future public private co-operations
in nodes development within the regional
and national/EU transport and logistic back-
bone. The following figures reports the pri-
orities within the infrastructures investments
through PPPs.
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Concerning the services development, train-
ing, the management of existing logistics fa-
cilities and research are seen as three prior-
ities of PPP. Concerning logistics education
this conclusion confirms the public role in fi-
nancing training which was previously stated. 

Constraints to PPPs are generally technical
(lack of experience and models) and norma-
tive. Normative constraints are identified in
particular in Greece and Slovenia.

CCoonncceerrnniinngg  aaccttiioonnss  ffoorr  llooggiissttiicc  iimmpprroovveemmeennttss
(measure B.5), the experts were asked to
judge a sub-set of measures concerning pos-
sible improvements in logistics management
in manufacturing and logistics companies.
Very high priority is assigned to all actions
included in the analysis, thus proving the
need of operational improvement in logistics
management (please see the next chapter for
the detail on the single sub-measures). 

The maximum priority is given to the coop-
eration among companies in order to share
and exchange best practices. This answers
pinpoints the need for new logistics organi-
sational solutions in companies and it pin-
points that best practices transfer can gen-
erate imitation process among companies
and represent a valuable instrument to gen-
erate innovation. Other important actions are
represented by the improvement of ICT for
logistics activities rationalisation, especially
in terms of supply chain optimisation and in

terms of the relevant better integration of the
supply chain (improvement of logistics ac-
tivities in manufacturing/trading companies
by means of better coordination of their sup-
pliers and customers).

The main constraints in the measures devel-
opment are organisational, more than finan-
cial or technical. In particular all the measures
for which a horizontal cooperation among
companies is envisaged (such as the cooper-
ation among transport providing SMEs for
strengthening their market position and op-
timizing transport services, the rationalisation
of logistics activities by means of networking
of manufacturing companies in the field of lo-
gistics procurement and sales) present a
higher level of organisational constraints. The
highest feasibility rate is on the other hand
assigned to solutions helping manufacturing
companies in finding optimal logistics
providers and services. It is also worthwhile to
say that answers vary in a significant way de-
pending on the respondents’ country.

In order to implement the identified actions,
a public-private promoter and supporter is
generally reputed as optimal (maybe due to
the more formalised way of operating of the
public sector and to the dynamic approach
typical of private promoters). Public subjects
should be a fundamental part in financing
and supporting the initial feasibility studies
and tests, while private subjects should be
involved in the large scale implementation of

the actions. This answer is shared in all the re-
spondents categories and in all the survey
countries.

Further than the above mentioned measures
and actions, experts were also asked to as-
sess specific interventions. Joint transport or-
dering systems and the cooperation among
companies in managing joint shipments for
outbound logistic optimisation are consid-
ered the most important actions. Neverthe-
less generally, technical and organisational
constraints are widely perceived and confirm
the constraints in fostering horizontal coop-
eration among companies.

LLooggiissttiiccss  ccrriitteerriiaa  ffoorr  llaanndd  aanndd  tteerrrriittoorriiaall  ppllaann--
nniinngg  (measure B.4), for example in terms of
putting logistics requirements within the
start-up documentation that a company must
supply for its location in industrial areas, is
quite diffused (52% of the experts answers).
In particular the survey emphasises that in
order to achieve sustainable logistics solu-
tions at regional and national level, logistics
criteria should be adopted in spatial plan-
ning, in the planning and set up of industrial
areas and in the choice of the companies to
be located in production areas. This conclu-
sion pinpoints that there is a general con-
sensus on the need to address the generators
of freight traffics in order to optimize logis-
tics activities and on the need to ensure a ra-
tionale and effective connection between the
industrial areas and the regional transport
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Figure 8
The logistics agency level: Regional, 

National or International.

and logistics infrastructural backbone. 

If logistics criteria represent driving factors
in order to choose the companies to be lo-
cated in industrial areas and in order to re-
duce traffics, the analytical choice of these
criteria represents a major challenge.
Amongst the various criteria to be taken into
account to locate companies in industrial ar-
eas, great priority is assigned to the willing-
ness of companies to share logistics facili-
ties, more than to criteria concerning the be-
longing to the same industries or the sharing

of common procurement and destination ge-
ographic areas. We think this issue pinpoints
how business relations of companies cannot
be a criteria for their settlements, as they
quickly change. Therefore an attitude to co-
operation with other companies in logistics
should be the priority criterion.

TThhee  eessttaabblliisshhmmeenntt  ooff  llooggiissttiiccss  aaggeenncciieess (mea-
sure B.2) is quoted as existing measure only
in 20% of the answers. Successful events of
start-up of a logistics agency are in Italy and
Poland. The main functions of the agency

should be the promotion of best practices
transfer, the logistics policy framework defi-
nition and the training standards definitions.
The agency ownership should be assigned
to public-private subjects, while on the or-
ganisational sphere there are no real priori-
ties for a national or regional horizon. Inter-
national structures are mostly excluded. A
specific proposal is an organisational struc-
ture with a national central unit and some re-
gional branches. The following figure reports
the agency level according to answers at
country level.
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The agency stakeholders should be mainly
associations of enterprises and business clus-
ters, logistics service providers and logistics
nodes. National and regional governments
are judged less important, though among
these two the priority is on the latter. This
answer seams to pinpoint an agency’s role
related to the transport and logistics indus-
try at regional and national level. We can in-
terpret this results as a need for logistics mar-
keting and industrial strengthening felt by
the business world who is willing to take part
to the agency.

Constraints in establishing an agency are
mostly normative: the logistics agency con-
cept is not common and consequently guide-
lines are not clear and often incoherent, as
also the models suggested for their estab-
lishment. Normative constraints are especially
felt in Greece and Slovenia. Also technical
and financial obstacles are perceived within
the whole experts panel, maybe due to the
absence of a real planning for their develop-
ment.

DDeevveellooppmmeenntt  ooff  llooggiissttiiccss  ddaattaabbaasseess (mea-
sure B.3) is the last measure of the imple-
mentation category and it is infrequent and
almost without successful implementation
cases. In general, respondents affirm that lo-
gistics data have been collected, but data or-
ganisation and classification is poor and the
availability of information on specific topics
is partial. The users’ needs are not satisfied

by the present performance showed by Eu-
rostat, and nor regional and national data-
bases can guarantee satisfying results (per-
formances are even worse if the territorial
level detail is increasing to the national and
regional levels). Some incoherence is pres-
ent between Eurostat and national/regional
data. In particular, lacks in data availability
for analysis and logistics planning are found
by users. Database users require information
on logistics capacities (warehouses, container
terminals, logistics centres), transport
providers characteristics (capacities and char-
acteristics of rolling stock, transport capaci-
ties per mode, destinations, transport fre-
quencies), but also about studies and re-
searches, logistics training and education (in
terms of courses and related contents, avail-
able financing). The need for formalised data
and information is mainly underlined by the
research and education sectors. The con-
straints in this area are both technical (data
collection and mining tools), normative (in-
formation harmonisation, communication
transparency and visibility) and financial (data
collection and classification costs).

The third part of this chapter concerns HHAARR--
MMOONNIISSAATTIIOONN needs at European level for lo-
gistics measures, interventions and regula-
tions. 

Due to the presence of different logistics en-
vironments and of particular logistics condi-
tions in the various involved countries, ttrraaiinn--

iinngg,,  eedduuccaattiioonn  aanndd  llooggiissttiiccss  pprrooffeessssiioonnaall
kknnoowwlleeddggee (measure C.1) are not formalised
and structured. Therefore it is necessary to
find some common definitions at EU level on
jobs in logistics and on the relevant needed
skills. In particular the diffusion of logistics
professionals certifications is quite absent
and needed; only in Austria and Poland suc-
cessful results can be found. At the moment
in Europe, some harmonisations according
to ELA standards are being carried out even
if the level of completion is presently low. 

The public sector has witnessed the greatest
part of implementations of such a measure,
but results have been modest. The profes-
sional knowledge harmonisation need is felt
in particular for managers, logistics execu-
tives and logistics ICT experts. The involved
subjects are all high level specialists, with
specific responsibility in logistics develop-
ment, management and performance. The
operative jobs are considered less relevant. 
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Figure 9
Priority jobs in transport and logistics 

to be harmonised at EU level

The differences in the answers given by the
various countries can be considered as an in-
dex of different logistics development, up-
grade and harmonisation needs. For example
Greece requires a complete har mo nisation
for all levels, including operative ones, in or-
der to develop the whole logistics area in a
coherent way. 

The constraints are mainly normative (lack of

procedures) and technical (e.g. CVs are not
defined in a single way), while the experts
believe that financial constraints are not sig-
nificant.

The second measure evaluated by the experts
with reference to harmonisation need con-
cerns rrooaadd  ccaarrrriieerrss  rreegguullaattiioonn (measure C.2).
The measure has been deeply analysed, due
to road transport diffusion in Europe. The
regulations harmonisation has been rarely

implemented (less than 50% of answers) and
with poor results. However, the answers show
that in some countries in the Eastern part of
Europe this measure has been carried out in
several cases. The issues to be harmonised
should concern fiscal measures for environ-
mentally friendly vehicles and working days
and hours. Secondly, attention is given to
fees on fuel and insurance. Among the re-
spondents, the public and education sectors
underline the need for environment friendly
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policies. Constraints in harmonising road
transport are mainly normative (lack of eval-
uation procedures, shared norms, common
standards), technical (control on vehicle cir-
culation compliance under restricted stan-
dard regulation) but also economic (side ef-
fects on labour market and competitiveness).
All of these constraints are perceived as high
and that confirms that measures in this di-
rection have been implemented in rare cases. 

Finally the experts were asked to judge the
overall need for harmonisation (11th trans-
versal measure) for all the listed measures of
the three groups. The experts assign the max-
imum harmonisation priority to incentives for
intermodal transport and to logistics profes-
sionals standards and knowledge. Secondly
attention is given to actions for improving lo-
gistics activities and for implementing and
regulating PPP schemes. It is suitable to say
that the EU harmonisation of procedures for
establishing logistics agencies is not seen as
a priority and that the potential agencies
seam to have a national and regional focus
more than a EU one.

As general conclusion, after having analysed
the answers given by the experts and having
evaluated the results, it should be underlined
that, mostly concerning the constraints, the
public sector shows very different perspec-
tives compared to business sector. While the
public sector offers a positive idea of policy
actions, the business seems to highlight a

low effectiveness on practical implementa-
tions of these actions and a slight presence
of the public policy itself. This can be con-
sidered as a crucial element, showing how
the lack of communication between different
sectors can bring to different points of view
and consequently a sort of stillness in the in-
teractions between them to increase logis-
tics efficiency at all levels. In this sense the
CORELOG project seams to have addressed
a hot topic in logistics development: coop-
eration among public and private bodies in
logistics.
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Chapter 3

Full report: 
the detailed analysis

of the policies





Figure 10
Experiences in subsidies/incentives for 

Intermodal Transport: breakdown by countries

This chapter presents more in detail the sur-
vey results in the three categories of meas-
ures. A specific paragraph on each measure
is presented.

33..  AA IINNCCEENNTTIIVVEESS

Incentives include 3 types of measures: 

Progetto
A.1 Incentives/subsidies for intermodal

transport
A.2 Incentives for the development of

short sea shipping and of motorways
of the sea

A.3 Incentives for logistics training

MMEEAASSUURREE AA..11
IINNCCEENNTTIIVVEESS//SSUUBBSSIIDDIIEESS  
FFOORR  IINNTTEERRMMOODDAALL  TTRRAANNSSPPOORRTT  

In general intermodal transport may be
funded and/or publicly subsidised in the
fields of infrastructures and/or services. Con-
cerning incentives to services, governments’
position in the liberalisation of the railway
market may be very important in the way in-
centives and subsidies are provided. Con-
cerning infrastructure nodes, like inland ter-
minals, incentives and subsidies may be dif-
ferent if the management is public or private.
As a general message, before entering the
specific experts’ answers, ttoo  eennffoorrccee  ccoommppee--
ttiittiioonn  ccaann  bbee  ccoonnssiiddeerreedd aa  mmaajjoorr  iinncceennttiivvee  ffoorr

iinntteerrmmooddaall  ttrraannssppoorrtt,,  bbootthh  aatt  tthhee  iinnffrraassttrruucc--
ttuurreess  aanndd  sseerrvviicceess  lleevveellss. 
First of all the respondents indicated their
country experience with the implementation
of incentives and/or subsidies for intermodal
transport. OOvveerr  hhaallff  ooff  tthhee  rreessppoonnddeennttss  ((5533%%))
hhaavvee  iinnddiiccaatteedd  tthhaatt  tthheerree  wweerree  nnoo  aaccttiioonnss
ttaakkeenn  iinn  tthhee  ffiieelldd  ooff  iinncceennttiivveess  oorr  ssuubbssiiddiieess
ffoorr  iinntteerrmmooddaall  ttrraannssppoorrtt  iinn  tthheeiirr  ccoouunnttrriieess. In
Poland and in the Crete Region in Greece (G1)
such measures have not been reported by the
interviewed experts. On the other hand in
Austria, Hungary and Italy, over 50% of re-
spondents reported on implemented meas-
ures, also with the presence of successful
cases. 

3. AINCENTIVES
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Representatives from the public sector re-
ported on the existence of implemented
measures in significantly higher proportion
than the other groups. The highest propor-
tion of non-implemented measures is re-
ported by representatives from the research
sector. Concerning the success of the imple-
mented measures, representatives from the
business sector, surprisingly, reported a
higher proportion of successfully imple-
mented measures than the public and re-
search sector.

TThhee  iimmpplleemmeennttaattiioonn  lleevveell  iiss  hhiigghheerr  iinn  ccoouunn--
ttrriieess  wwiitthh  hhiigghh  ddeevveellooppeedd  iinnffrraassttrruuccttuurree  nneett--
wwoorrkkss; where basic infrastructure needs a
modernisation or are still under construction,
actions supporting intermodal transport have
lower priority.

The questions made to the experts listed sev-
eral potential targets for public support, in
particular: logistics nodes, infrastructure
(roads, tracks, links), development and con-
struction of innovative logistics equipment,
transport providers and transport users, ask-
ing the respondents to assess their impor-
tance ranking on the scale null, low, medium,
high and top.

LLooggiissttiiccss  nnooddeess  wweerree  rraannkkeedd  aass  tthhee  mmoosstt  iimm--
ppoorrttaanntt  ttaarrggeett, bbeeiinngg  cclloosseellyy  ffoolllloowweedd  bbyy  lliinn--
eeaarr  iinnffrraassttrruuccttuurreess  ddeevveellooppmmeenntt. Develop-
ment of innovative equipment was ranked
third, not lagging much behind the most im-

portant targets. TTrraannssppoorrtt  uusseerrss  aanndd
pprroovviiddeerrss  sseeeemm  ttoo  bbee  lleessss  iimmppoorrttaanntt  ttaarrggeettss;
however, once the basic conditions in infra-
structures development are fulfilled, the im-
portance of subsidies and incentives for
providers and users should grow.

Construction of new infrastructures, like gate-
ways for intermodal services, and new regu-
lations for the existing facilities, improving
the homogenisation of quality standards, of
pricing, of administrative and communication
procedures at a whole network level, are
measures of equally high importance for the
development of intermodal transport.

However there were differences in the gen-
eral assessment by different countries. Hun-
gary, for example, ranked incentives/subsi-
dies for transport providers third, before the
development of innovative equipment.
Poland ranked targets on nodes and infra-
structure links the highest, and Slovenia as-
signed the highest priority to the develop-
ment of innovative solutions. Apparently,
these high priorities were assigned to the tar-
gets which are not sufficiently developed and
they pinpoint specific national and regional
situations.

RReepprreesseennttaattiivveess  ooff  tthhee  ppuubblliicc  sseeccttoorr  aarree  aapp--
ppaarreennttllyy  mmoosstt  iinn  ffaavvoouurr  ooff  tthhee  ccoonnssttrruuccttiioonn
ooff  nnooddeess  aanndd  lliinneeaarr  iinnffrraassttrruuccttuurreess  aanndd  tthheeyy
aasssseesssseedd  tthhee  rraannkkiinngg  ooff  iinncceennttiivveess  ffoorr  ttrraannss--
ppoorrtt  uusseerrss  aanndd  pprroovviiddeerrss  mmuucchh  lloowweerr. Sur-

prisingly, rreepprreesseennttaattiivveess  ffrroomm  bbuussiinneessss  sseecc--
ttoorr  rraannkkeedd  iinncceennttiivveess  ttoo  ttrraannssppoorrtt  pprroovviiddeerrss
aanndd  uusseerrss  ((oobbvviioouussllyy  bbeeiinngg  bbuussiinneesssseess  tthheemm--
sseellvveess))  lloowweerr  tthhaann  aallll  ootthheerr  ggrroouuppss and are in
lines with the public sector’s answers.

Among pprrooppoossaallss made by the experts, we
would point out the following ones:

• IIttaallyy: Subsidies should be provided
only to start up activities (e.g., new rail
line, introduction of new services, etc.)
and for a limited time period.

• PPoollaanndd: The development of infra-
structure (especially road and rail) is
currently the most important task for
Wielkopolska Region. Also logistic
nodes is an important target. How-
ever, it has to be noted that the pub-
lic authorities representatives estimate
incentives in the field of logistic nodes
as not so very important. Since the
public administration will decide about
the way of usage of regional structural
founds, it seems that these targets will
not be financed from these source. Fi-
nancing of logistic nodes and equip-
ment will be possible for national
structural founds especially from Op-
erational Programme “Transport”. 

• CCeennttrraall  MMaacceeddoonniiaa  ((GG22)):: Special em-
phasis should be given to funding of
the rail infrastructure; the road infra-
structure should obtain lower priority. 
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Table 3
Specific fields of subsidies/incentives 

to intermodal transport

Intermodal transport can also be supported
by a range of other measures affecting indi-
rectly the shift from road to rail, like a more
ssttrriicctt  ccoonnttrrooll  oovveerr  tthhee  rrooaadd  hhaauulliieerrss (driving
times and driving behaviours, maintenance
of the vehicle, security standard), the ttrraacckk
pprriicciinngg, the ccoommppeettiittiioonn  iinn  tthhee  ttrraaccttiioonn  mmaarr--
kkeett, the iimmpprroovveemmeenntt  ooff  tthhee  ““llaasstt  mmiillee””  sseerrvv--
iicceess, the ppuunnccttuuaalliittyy  ooff  ttrraaiinnss, the tteecchhnniiccaall
iinntteerrooppeerraabbiilliittyy  ooff  eennggiinneess, the ooppttiimmiisseettiioonn
ooff  ccuussttoomm’’ss  ooppeerraattiioonnss. These topics seems
to be further subjects for public support.

SSppeecciiffiicc  ttaarrggeettss  ooff  ppuubblliicc  
ssuubbssiiddiieess//iinncceennttiivveess  

ffoorr  iinntteerrmmooddaall  ttrraannssppoorrtt

Under this question, respondents were asked
to assign priorities to four groups of poten-

tial targets of subsidies/incentives to inter-
modal transport: nnooddeess,,  iinnffrraassttrruuccttuurree  lliinnkkss,,
ttrraannssppoorrtt  pprroovviiddeerrss  aanndd  ttrraannssppoorrtt  uusseerrss.
These groups were further divided into spe-
cific fields for incentives/subsidies, as re-
ported in the following table.
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TTRRAANNSSPPOORRTT  PPRROOVVIIDDEERRSS TTRRAANNSSPPOORRTT  UUSSEERRSS

SSuubbssiiddiieess  ppeerr  ttkkmm PPeerr  ttkkmm

SSuubbssiiddiieess  ppeerr  ddrriivveenn  kkmm PPeerr  ttoonnnnee

TTaaxx  iinncceennttiivveess TTaaxx  iinncceennttiivveess

NNOODDEESS LLIINNKKSS

FFeeaassiibbiilliittyy  aanndd  ffiinnaall  ssttuuddiieess MMaaiinn  nneettwwoorrkk  iinnffrraassttrruuccttuurree

LLaanndd NNooddeess--nneettwwoorrkk  ccoonnnneeccttiioonnss

CCoonnssttrruuccttiioonn  ooff  llooggiissttiiccss  nnooddeess IInndduussttrriiaall  ssiiddiinnggss  
((rraaiillttrraacckkss  ttoo  ccoommppaanniieess))

IInnffoorrmmaattiioonn  ssyysstteemmss  aanndd  eeqquuiippmmeenntt

LLooccaattiioonn  ooff  llooggiissttiiccss  ccoommppaanniieess  aanndd  
rreellaatteedd  llooggiissttiiccss  sseerrvviicceess  wwiitthhiinn  nnooddeess
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The respondents were asked to assign them
priorities by ranking them from null to top.
The answers have revealed the following is-
sues.

It is generally assessed that: 
• CCoonnssttrruuccttiioonn  ooff  nnooddeess  aanndd  ooff  tthheeiirr  ccoonn--

nneeccttiioonnss  ttoo  tthhee  lliinneeaarr  iinnffrraassttrruuccttuurree  ((ffooss--
tteerriinngg  tthhee  nneettwwoorrkkiinngg  ooff  nnooddeess))  sshhoouulldd
bbee  pprroommootteedd  aanndd  ssuuppppoorrtteedd..  As nodes
enable territorial concentration of the
transport and logistic companies within
“equipped” areas, they contribute to re-
ducing the transport fragmentation. 

• UUnnddeerr  ssuucchh  ssuuppppoorrtt,,  ssppeecciiffiicc  eemmpphhaassiiss
sshhoouulldd  bbee  ggiivveenn  ttoo  ffuunnddiinngg  ooff  tthhee  ffeeaa--
ssiibbiilliittyy  aanndd  ffiinnaall  ssttuuddiieess,,  aiming at eas-
ing the development of nodes and at
evaluating their expected impacts, com-
plying at the same time with the request
for publicly justified and sustainable in-
vestments.

• Specific support should be also pro-
vided for ddeevveellooppmmeenntt  ooff  rreelleevvaanntt  iinn--
ffoorrmmaattiioonn  ssyysstteemm and provision of ad-
equate equipment.

• RReegguullaattiioonn  ooff  tthhee  mmaannaaggeemmeenntt  ooff
nnooddeess,,  aaiimmiinngg  aatt  eennssuurriinngg  ffrreeee  aacccceessss
aanndd  eeqquuaall  ccoonnddiittiioonnss  ttoo  aallll  uusseerrss,, is of
utmost importance.

• HHoommooggeenniizzaattiioonn  ooff  rruulleess,,  pprroocceedduurreess

aanndd  tteecchhnniiccaall  ssttaannddaarrddss  bbeettwweeeenn  ddiiff--
ffeerreenntt  ccoouunnttrriieess and regional coopera-
tion (integrated system of regional
nodes) have a fundamental role.

Subsidies/incentives for transport providers
and users should be provided based on their
volume of activity, but ssppeecciiaall  pprroojjeeccttss  ffoorr
sshhoorrtt  ddiissttaannccee  hhiigghh  ffrreeqquueennccyy  sseerrvviicceess  iinn  ccoonn--
ggeesstteedd  ssuubbuurrbbaann  aarreeaass  mmaayy  bbee  uusseeffuullllyy  ssuupp--
ppoorrtteedd (e.g. Shuttles from maritime ports to
near located logistic centres and distriparks).

Among the pprrooppoossaallss of the experts, we
would point out the following ones:

• IIttaallyy:: Development of nodes should
preferably focus on a few high per-
formance and automated nodes (i.e.,
packing list, transport documents, etc.)
instead of a more extensive construc-
tion of low-equipped nodes. Specific
attention should be paid to the de-
velopment of ICT and Internet tech-
nologies. Additional solutions for
freight should include development of
bypasses for freight and marshalling
yards. In order to achieve viable re-
sults, tax incentives should be avail-
able also to transport providers and
users, based on a selective approach,
e.g., for joint projects of transport
providers concerning new solutions
(new intermodal services, new serv-
ices to intermodal connections), or

more efficient solutions (e.g., out-
sourcing of logistics activities, incen-
tives for “non-driven km”) taking care
also of encouraging specific modali-
ties or/and intermodality (subsidies
for tonne shifted or for train-km). The
favourable conditions existing in
Northern Italy for the international in-
termodal transport crossing the Alps
(more than 50% of the European rail-
road combined transport) are not the
same in the national network and in
the domestic services, due to the frag-
mentation of the points of origin (ex.
maritime ports); incentives and subsi-
dies must take on account regional
differences and the gaps between
South and North.

• PPoollaanndd has highlighted the need to
provide for adequate equipment (e.g.
purchase of special intermodal vehi-
cles).

• SSlloovveenniiaa’s proposal is focused on (tax)
incentives, which should promote and
support environmentally sustainable
modes and vehicles (e.g. through dis-
counts) and selected specific fields
(such as, investment in IM-related
technology, education and training,
transfer of good practice). In general,
incentives should be also available for
a limited period and selective.

The respondents were asked to assess the
existence and the significance of constraints
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to foster the development of intermodal
transport. The possible answers listed three
options: no constraints, financial constraints
and normative constraints.

According to the respondents, generally, the
shift to more efficient solutions in intermodal
transport is facing sseevveerree  ccoonnssttrraaiinnttss,,  eessppee--
cciiaallllyy  nnoorrmmaattiivvee  aanndd  ffiinnaanncciiaall. 

Two countries, Italy and Slovenia, have specif-
ically indicated constraints in regulatory en-
vironment concerning the introduction & im-
plementation of incentives (i.e. Slovenia has
no national strategy or development policy
adopted in the field of promotion of inter-
modal transport and it also lacks in financial
analysis and feasibility studies regarding the
financial aspects of the implementation, while
Italy lacks regulations and funds for incen-
tives other than those on train/km). 

Among other constraints, it is worth to men-
tion the aabbsseennccee  ooff  tthhee  ccuullttuurree  ooff  iinntteerr--
mmooddaalliittyy (reported by Italy) and llaacckk  ooff  eexx--
ppeerrtt  kknnoowwlleeddggee (observed in Poland). Con-
cerning the infrastructure constraints, Cen-
tral Macedonia (G2) mentioned inferior con-
nectivity infrastructure and Italy pointed out
the ttiimmee  ggaapp  bbeettwweeeenn  ppllaannnniinngg  aanndd  ccoonn--
ssttrruuccttiioonn  ooff  nneeww  tteerrmmiinnaallss.

The business sector reported the highest pro-
portion of financial constrains. The business
sector also sees the presence of consider-

able normative constrains whereby the high-
est proportion of these constrains was re-
ported by the research and consulting sec-
tor. WWhhaatt  tthhee  bbuussiinneessss  sseeccttoorr  mmeeaannss  aass  nnoorr--
mmaattiivvee  ccoonnssttrraaiinnttss  iiss  oofftteenn  tthhee  aaddmmiinniissttrraattiivvee
aanndd  bbuurreeaauuccrraattiicc  bbuurrddeenn  ooff  tthhee  rreegguullaattiioonn,,
nnoott  tthhee  llaacckk  ooff  rreegguullaattiioonn. OOnn  tthhee  ootthheerr  hhaanndd
tthhee  eedduuccaattiioonn  aanndd  tthhee  ppuubblliicc  sseeccttoorrss  ccoonnssiiddeerr
tthhee  ffiinnaanncciiaall  ccoonnssttrraaiinnss  aass  mmoorree  iimmppoorrttaanntt
tthhaann  nnoorrmmaattiivvee. The framework pinpoints
huge constraints in the measure implemen-
tation.

MMEEAASSUURREE  AA..22 IINNCCEENNTTIIVVEESS  FFOORR  TTHHEE  DDEE--
VVEELLOOPPMMEENNTT  OOFF  SSHHOORRTT
SSEEAA    SSHHIIPPPPIINNGG  ((SSSSSS))  AANNDD
OOFF  MMOOTTOORRWWAAYYSS  OOFF  TTHHEE
SSEEAA  ((MMooSS))

Short Sea Shipping is important as domes-
tic transport in countries where a part of pop-
ulation is settled in islands or with a costal
vocation, like Greece, Italy, Spain; in this cases
the abolition or limitation of monopoly of the
state-owned shipping companies has been
the greatest contribution to the development
of SSS and to the enlargement of SSS serv-
ices. As international transport, SSS is im-
portant in countries where maritime distances
from other countries are shorter than dis-
tances covered by road, like the countries
overlooking the Adriatic Sea or the North Sea;
huge transport streams by sea has been orig-
inated also by extraordinary events, like the
war in the Balkan area. In this case SSS re-
vealed as a compulsory alternative to land-
based transport systems in international traf-
fic; an example is the SSS services between
Turkey and Europe through the Italian ports. 

Incentives and subsidies should be analysed
in the global context created by new market
conditions. The single measure, especially in
case of direct subsidising of users or service
providers, might have a limited effect com-
pared with measures or events changing the
market framework. Similar to the intermodal
rail-road traffic, SSS was indirectly affected
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by the restrictions imposed to the road traf-
fic crossing the Alps. The tremendous growth
experienced by SSS in the Scandinavian/ Bal -
tic area is also a consequence of political
changes (the fall of communist regimes in
countries like Poland and Baltic states and
their entry in the E.U.) much more than an ef-
fect of ad hoc measures. RReeggiioonnaall  ccooooppeerraa--
ttiioonn  bbyy  iimmpplleemmeennttaattiioonn  ooff  ppoorrtt  ttoo  ppoorrtt  sseerrvv--
iicceess  aallssoo  ppllaayy  aa  ffuunnddaammeennttaall  rroollee  iinn  SSSSSS..

In the European transport market, Motorways
of the Sea (MoS) represent a quite new con-
cept, which may be used to shift the freight
from roads to the sea. Therefore it is very im-
portant to identify the needs for improve-
ment in this field compared to the other fields
of interventions.

The respondents to the questionnaire were
asked to indicate whether the concept on in-
centives for SSS and MoS has been already
implemented in their countries, and in case
they have, whether the implementation was
successful. AAbboouutt  8855%%  ooff  tthhee  aannsswweerrss  qquuaall--
iiffiieedd  tthhee  mmeeaassuurree  aass  nnoott  iimmpplleemmeenntteedd. A lit-
tle proportion of successfully implemented
actions is only shown in Italy. It might result
from the incentives for road hauliers, which
have been promoted by the Italian Govern-
ment since June 2006. In Greece, generally,
the measure has not been implemented.
However, the MMiinniissttrryy  ooff  MMeerrccaannttiillee  MMaarriinnee
iiss  llaauunncchhiinngg  aa  ssppeecciiaall  pprrooggrraammmmee  ffoorr  tthhee
ppoorrttss  iinn  oorrddeerr  ttoo  hheellpp  tthheemm  wwiitthh  eessttaabblliisshh--

mmeenntt  ooff  aa  ssiiggnniiffiiccaanntt  rroollee  iinn  tthhee  SSSSSS  aanndd  MMooSS
iinn  tthhee  MMeeddiitteerrrraanneeaann  aarreeaa  aanndd  iinn  TTrraannss--EEuu--
rrooppeeaann  NNeettwwoorrkkss. The programme covers
various topics, from infrastructure to value-
added services and, depending on the needs
of individual ports, also justification and ma-
turity for investments to be subsidised.

The question of incentives for SSS and MoS
listed several potential fields for public sup-
port, in particular: ppoorrttss,,  iinnffrraassttrruuccttuurree  lliinnkkss,,
ppoorrtt’’ss  eeqquuiippmmeenntt,,  iinnffoorrmmaattiioonn  ssyysstteemmss  aanndd
IITTSS,,  sshhiippss  aanndd  sseerrvviicceess, asking the respon-
dents to assess their priorities ranking them
from null to top.

As shown in Figure 11, respondents have
awarded the hhiigghheesstt  pprriioorriittyy  ttoo  tthhee  iinnffrraa--
ssttrruuccttuurree  lliinnkkss  ooff  tthhee  sseeaappoorrttss, showing thus
that they are aware of the nneeeedd  ttoo  ssttrreennggtthheenn
tthhee  sseeaa--llaanndd  ccoonnnneeccttiioonnss  aass  aa  ccoonnddiittiioonn  ffoorr
((ffuurrtthheerr))  ddeevveellooppmmeenntt  ooff  tthhee  MMooSS  aanndd  SSSSSS
sseerrvviicceess. This answer presents a strong con-
sistency with the one concerning incen-
tives/subsidies to intermodal transport which
pinpointed the importance of nodes-links
connections. Similarly, hhiigghh  pprriioorriittiieess  wweerree
ggiivveenn  ttoo  tthhee  ppoorrtt’’ss  eeqquuiippmmeenntt  aanndd  IITTSS. These
high priorities indicate, however, that the in-
frastructure links (connections with mainland)
and ports equipment are not sufficiently de-
veloped, while the IITTSS  wwaass  rraannkkeedd  hhiigghh  pprroobb--
aabbllyy  dduuee  ttoo  aa  ppoooorr  iinntteerrooppeerraabbiilliittyy  ooff  tthheessee
ssyysstteemmss.

Services and ships were assessed as less im-
portant priorities, with the ships technology,
concerning the ships of the new generation,
assessed as advanced.
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There are however some differences in rank-
ing the priority fields by individual countries.
Central Macedonia (G2), for example, has as-
signed the highest priority to the seaports.
The opinion of the evaluators from Central
Macedonia is that it is iimmppoorrttaanntt  ttoo  ssyynncchhrroo--
nniizzee  tthhee  ppoorrttss’’  aaccttiioonnss  iinn  GGrreeeeccee,,  ssiinnccee  GGrreeeeccee
iiss  aa  MMeeddiitteerrrraanneeaann  ccoouunnttrryy  aanndd  iittss  ggeeooggrraapphh--
iiccaall  ppoossiittiioonn  aaccttss  aass  aa  ggaattee  ttoo  EEuurrooppee  aanndd  ccoonn--
sseeqquueennttllyy  eennaabblleess  tthhee  ddeevveellooppmmeenntt  ooff  iinntteerr--
mmooddaalliittyy. Slovenia awarded the highest pri-
ority to the information systems & ITS and it
also emphasised the infrastructure links issue,

and Hungary has ranked port’s equipment
substantially higher than other countries.
DDuuee  ttoo  SSSSSS  sseerrvviicceess  aa  ggrreeaatt  nnuummbbeerr  ooff  hheeaavvyy
ttrruucckkss  iimmppaacctt  oonn  uurrbbaann  ttrraaffffiicc  wwhheerree  sseeaappoorrttss
aarree  llooccaatteedd  iinn  tthhee  cceennttrree  ooff  tthhee  cciittiieess,,  aass  mmaannyy
EEuurrooppeeaann  sseeaappoorrttss  aarree; the lack of infra-
structure links is mostly related to the llaacckk
ooff  ssppeecciiaall  bbyy--ppaasssseess  ppeerrmmiittttiinngg  aa  rreelleennttlleessss
iinn--  aanndd  oouuttffllooww  ooff  hheeaavvyy  ttrruucckkss  tthhrroouugghh  uurrbbaann
aagggglloommeerraattiioonnss. 

SSS needs no special port equipment for
loading and unloading of Ro-Ro ships, ex-

cept tractors for unaccompanied transport;
modern ships equipped with ramps at two
levels allow an easier and faster loading and
unloading process; pprroobblleemmss  aarree  nneevveerrtthhee--
lleessss  aarriissiinngg  ffrroomm  lliimmiitteedd  ppaarrkkiinngg  aarreeaass. CCoomm--
ppaarreedd  wwiitthh  tthhee  ssiittuuaattiioonn  iinn  mmaarriittiimmee  ppoorrttss,,
iinnffrraassttrruuccttuurreess  aanndd  eeqquuiippmmeenntt  ffoorr  SSSSSS  aarree
uunnddeerrddeevveellooppeedd  iinn  tthhee  ppoorrttss  ooff  iinnllaanndd  wwaa--
tteerrwwaayyss.
The questionnaire listed some potential ben-
eficiaries for incentives, in particular llooggiissttiiccss
pprroovviiddeerrss,,  ppoorrtt  ooppeerraattoorrss,,  sshhiippppiinngg  ccoommppaa--
nniieess,,  rrooaadd  hhaauulliieerrss  aanndd  ttrraannssppoorrtt  uusseerrss, ask-

Figure 11
Priority fields of incentives to SSS and MoS.
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Figure 12
Priority Beneficiaries to Incentives for SSS 

and MoS Development

ing the respondents to rank their priorities
from null (zero) to top. TThhee  hhiigghheesstt  pprriioorriittyy
iiss  aassssiiggnneedd  ttoo  llooggiissttiiccss  pprroovviiddeerrss,,  wwhhiicchh  iiss
ffoolllloowweedd  bbyy  ppoorrtt  ooppeerraattoorrss. These two stake-
holders, if supported by local public author-
ities, may take a ccoo--oorrddiinnaattiioonn  rroollee  aammoonngg
tthhee  llooccaall  sseeccttoorr  ooppeerraattoorrss  mmaannaaggiinngg  aavvaaiill--
aabbllee  rreessoouurrcceess  iinn  aann  eeffffeeccttiivvee  mmaannnneerr. Ranked
third, the shipping companies should also
benefit from the measure. Typically, an in-
centive should be available to shipping com-
panies in order to facilitate investments in a
new route, which might not be viable at the
beginning. TTrraannssppoorrtt  uusseerrss  hhaavvee  bbeeeenn  rraannkkeedd
llaasstt,,  aass  tthhee  lleeaasstt  pprriioorriittyy  bbeenneeffiicciiaarriieess. MMaayybbee

iitt  iiss  ssuurrpprriissiinngg  tthhaatt  rrooaadd  hhaauulliieerrss  aarree  tthhee  lleeaasstt
bbeenneeffiicciiaarriieess  ooff  tthhee  mmeeaassuurreess,,  wwhhiillee  tthhee  lloo--
ggiissttiicc  sseerrvviiccee  pprroovviiddeerrss  aarree  tthhee  ffiirrsstt..  MMaarrkkeett
oovveerrvviieewwss  rreeppoorrtt  tthhaatt  SSSSSS  iinnccoorrppoorraatteedd  iinn
ssppeecciiaalliizzeedd  ssuuppppllyy  cchhaaiinnss,,  ffoorr  eexxaammppllee  iinn  tthhee
aauuttoommoottiivvee  llooggiissttiiccss  oorr  iinn  ffoorreesstt  pprroodduuccttss  lloo--
ggiissttiiccss,,  sshhoowwss  aa  ffaasstteerr  ggrroowwtthh  ccoommppaarreedd  wwiitthh
tthhee  ssiimmppllee  ffeerrrryy  ttrraaffffiicc. SSSSSS  mmeeeettss  mmoorree  ssoo--
pphhiissttiiccaatteedd  ddeemmaannddss  aanndd  llooggiissttiicc  sseerrvviiccee
pprroovviiddeerrss  aarree  tthhee  ffiirrsstt  bbeenneeffiicciiaarriieess  ooff  aadd--
vvaanncceedd  ssoolluuttiioonnss. Incentives should be given
to innovation-related industry wide pro-
grams. Nevertheless if road hauliers are the
beneficiaries, cost-related subsidies and/or
incentives should be preferred. 
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Supports to the development of SSS also
come from a ffiissccaall  ppoolliiccyy  iinn  ffaavvoouurr  ooff  tthhee  sshhiipp--
ppiinngg  ccoommppaanniieess, from the eexxeemmppttiioonn  ffrroomm
ccoommppuullssoorryy  tteecchhnniiccaall--nnaauuttiiccaall  sseerrvviicceess  iinn
ppoorrttss, from the ““fflleexxiibbiilliizzaattiioonn””  ooff  tthhee  mmaann--
ppoowweerr  llooaaddiinngg  aanndd  uunnllooaaddiinngg  ttrruucckkss  ffrroomm  RRoo--
RRoo  sshhiippss, and from several other measures
permitting to a shipping company to enter
the market without particular barriers. 

RReepprreesseennttaattiivveess  ooff  aallll  ggrroouuppss  hhaavvee  ggeenneerraallllyy
aaggrreeeedd  tthhaatt  tthhee  ffiirrsstt  pprriioorriittyy  bbeenneeffiicciiaarryy
sshhoouulldd  bbee  llooggiissttiicc  pprroovviiddeerrss. They are fol-
lowed by port operators (with an exception of
the public sector ranking them third, follow-
ing the shipping companies), shipping com-
panies, transport users and road hauliers.
Representatives of business sector, however,
assigned substantially lower priorities to
shipping companies and transport users than
the public representatives.

Concerning the difference among the coun-
tries’ answers only the Greek Crete region
(G1) and Poland put the highest priority to
port operators. Concerning Crete this answer
seams to be consistent with the one of Cen-
tral Macedonia, which identified Greece as
natural intermodal platform relying on ports’
role. All the other countries have pointed out
logistics providers as priority, though as-
cribing them a slight different priority.

Over 50% respondents assessed the mmoosstt
iimmppoorrttaanntt  ccoonnssttrraaiinnss  iinn  tthhee  ddeevveellooppmmeenntt  ooff

iinncceennttiivveess  ttoo  SSSSSS  aanndd  MMooSS  aarree  ffiinnaanncciiaall,
namely, llaacckk  ooff  ffiinnaanncciiaall  rreessoouurrcceess  ffoorr  ppoorrttss’’
eeqquuiippmmeenntt. Normative constraints present a
slightly lower importance. Namely, the SSS
and MoS concepts are quite new; therefore
they are not on average sufficiently included
in the planning of the action lines of Min-
istries, which results in a poor implementa-
tion-related regulation. EEccoonnoommiicc  ccoonnssttrraaiinnss
wweerree  ccoonnssiiddeerreedd  lleessss  iimmppoorrttaanntt,,  aappppaarreennttllyy
bbeeccaauussee  mmaarrkkeett  ddeemmaanndd  eexxiissttss. Finally,
slightly a significant share of respondents as-
sessed there were no constraints in the im-
plementation of the measure of incen-
tive/subsidies to SSS and Mos. The smallest
proportion of no constraints was reported
for Italy, which is followed by Slovenia and
Austria.

Among constraints, the financial ones are the
highest in all countries except Austria that,
in turn, reported on high economic con-
strains. Economic constraints are very high
also in Slovenia, and the lowest in Poland.
Normative constraints are the highest in
Greece (both areas, Crete and Central Mace-
donia) and the lowest in Italy.

Financial constrains are considered the main
obstacle in a framework dominated by pub-
lic financing schemes. IItt  sshhoouulldd  bbee  ccoonnssiidd--
eerreedd  tthhee  ooppppoorrttuunniittyy  ooff  ppuubblliicc--pprriivvaattee  ffii--
nnaanncciinngg  sscchheemmeess  aaddooppttiinngg  tthhee  mmeetthhooddoollooggyy
ooff  tthhee  pprroojjeecctt  ffiinnaanncciinngg. TThhiiss  aapppprrooaacchh  ccoouulldd
pprroobbaabbllyy  ddiissccoovveerr  tthhee  eeccoonnoommiicc  ccoonnssttrraaiinntt

aass  tthhee  mmoosstt  iimmppoorrttaanntt  bbyy  aa  ggeenneerraall  ffeerrrryy  sseerrvv--
iiccee  iinn  aann  ooppeenn  mmaarrkkeett.. Nevertheless, as part
of a project concerning the reengineering of
a specific supply chain in a specialized mar-
ket, SSS/MoS could be profitable..

41

33..  AA
IINNCCEENNTTIIVVEESS



MMEEAASSUURREE  AA..33 IINNCCEENNTTIIVVEESS  FFOORR  
LLOOGGIISSTTIICCSS  TTRRAAIINNIINNGG

The growing importance of logistics activi-
ties has triggered an iinnccrreeaassiinngg  nneeeedd  ffoorr  ttrraaiinn--
iinngg  iinn  llooggiissttiiccss. It is widely acknowledged that
an adequate training is crucial to strengthen
competencies for professionals and allow an
increased diffusion of best practices and a
general efficiency improve in logistics man-
agement. However some problems in the dif-
fusion of training programmes on logistics
can be found, mainly due to the lack of suffi-
cient and available financial resources to be
spent on these programmes. There is a wide
range of critical problems spread in the world
of education in logistics. Lack of financial re-
sources tends to cut off courses, training pro-
grammes and investments in education. In
order to promote the development and the
diffusion of education, it is appropriate to
fund or subsidize training programmes on lo-
gistics topics with public sources. IInn  oorrddeerr  ttoo
bbuuiilldd  aa  ccoohheerreenntt  ffrraammeewwoorrkk  ffoorr  tthhee  aallllooccaattiioonn
ooff  ffuunnddss  aanndd  ssuubbssiiddiieess,,  iitt  iiss  nneevveerrtthheelleessss  nneecc--
eessssaarryy  ttoo  ddeeffiinnee  ssppeecciiffiicc  ttaarrggeettss  ffoorr  ttrraaiinniinngg
and to highlight the priority topics for edu-
cation programmes, depending on the actual
needs of the particular local, regional and na-
tional contexts. Besides, it is also appropriate
to identify the diverse subjects responsible
for the education, in order to ccrreeaattee  aa  ssoorrtt  ooff
cceerrttiiffiiccaattiioonn  ffoorr  eennaabblleedd  ttrraaiinniinngg  iinnssttiittuutteess.
This behaviour is already in force in many EU
regions and it needs to spread.

EExxppeerriieennccee  wwiitthh  tthhee  iimmpplleemmeennttaattiioonn

The respondents to the questionnaire were
asked to indicate whether incentives for train-
ing programmes have been already imple-
mented in their countries, and in case they
have, whether the implementation was suc-
cessful. AAbboouutt  aa  hhaallff  ooff  aannsswweerrss  ((4499%%))  iinnddii--
ccaatteedd  tthhaatt  iinncceennttiivveess  ffoorr  ttrraaiinniinngg  pprrooggrraammmmeess
hhaavvee  bbeeeenn  iimmpplleemmeenntteedd,,  eevveenn  iiff  oonnllyy  aa  ssmmaallll
ppaarrtt  ((66%%))  iinnddiiccaatteess  tthhaatt  iimmpplleemmeennttaattiioonn  lleedd
ttoo  ssuucccceessssffuull  rreessuullttss, in particular in Austria,
Hungary and Italy. This is maybe due to the
intervention of governments which regulated
the allocation of some subsidies on the basis
of respective country specific features. For ex-
ample, it can be due to the allocation of Eu-
ropean Social Funds in Italy to universities and
training institutes for the education of stu-
dents and professionals. Some non-compul-
sory training programs, conferences and work-
shops for transfer of best practices in logis-
tics have been offered in Crete (Greece) and
Slovenia, but usually covering only one logis-
tics aspect, and this cannot be considered as
an example of a structured training system.

In particular it should be discussed about
wwhhaatt  iiss  ““llooggiissttiiccss  ttrraaiinniinngg””: if it can be in-
tended only as ccoommppaannyy  ttrraaiinniinngg ffoorr  eemm--
ppllooyyeeeess or if it concerns hhiigghh  ssppeecciiaalliissaattiioonn
ccoouurrsseess (MBAs, university courses, MSc). The
survey results do not emphasise enough this
aspect. In fact, iinncceennttiivveess  sshhaallll  bbee  iimmppllee--
mmeenntteedd  aallssoo  oonn  tthhee  bbaassee  ooff  tthhee  ttyyppee  ooff  ttrraaiinn--

iinngg  oorr  eedduuccaattiioonn  pprrooggrraammmmee  ttoo  bbee  pprroovviiddeedd,
according to the specific needs of each coun-
try. For example, in Italy in 2005 there has
been a proposal for a new training and edu-
cation system, in order to train students from
secondary school and university on logistics
subjects. This proposal, not yet implemented
(to be still discussed at the government level),
tended to be an answer to the “hunger” of
logistics professionals coming from the busi-
ness sector and in particular from companies
operating in logistics (confirmed also by the
relevance assigned to training by the busi-
ness sector in the breakdown of respondents
about the topics). In this sense incentives for
training of new professionals should be con-
sidered.

The answers presented by the different
groups of respondents show substantial dif-
ferences: representatives of the public sec-
tor have indicated the highest proportion of
implemented incentives for training pro-
grammes, and this is maybe due to the pres-
ence of structured training centres for edu-
cation of public personnel, included in pro-
motion plans for upgrading their competen-
cies, and to the financing of public training
bodies. Apparently, the representatives from
business sector are not aware of them or ex-
pects different types of incentives, since they
showed the highest proportion of lack of ex-
periences of all groups. This is the ppuubblliicc--
pprriivvaattee  dduuaall  pprroobblleemm  aallrreeaaddyy  ppiinnppooiinntteedd  iinn
ootthheerr  mmeeaassuurreess.
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It is evident that experienced implementa-
tion cases were included in structured and
certified subsidiary programmes. They should
be kept as reference model for increasing the
diffusion of such measure in business sector.
In fact, the business sector finds difficult to
obtain incentives, maybe due to their lack of
relevant programmes to be shown. Cooper-
ation between business, education, research
and public sectors appears to be significant,
in order to promote training courses at var-
ious levels (from company operative person-
nel to high level specialists), according to the
needs of each country considered.

PPrriioorriittyy  TTooppiiccss  
ffoorr  TTrraaiinniinngg  PPrrooggrraammmmeess::

In order to analyse training priorities and de-
fine practical methods for structuring a fund
allocation framework, the questionnaire of-
fered several potential topics for training pro-
grammes, such as: ttrraannssppoorrtt  ooppttiimmiissaattiioonn,,
wwaarreehhoouussiinngg,,  iinnvveennttoorryy  mmaannaaggeemmeenntt,,  llooggiiss--
ttiiccss  ppllaannnniinngg,,  llooggiissttiiccss  iinnffoorrmmaattiiccss,,  iinntteelllliiggeenntt
ttrraannssppoorrtt  ssyysstteemmss,,  aanndd  ttrraannssffeerr  ooff  bbeesstt  pprraacc--
ttiiccee  iinn  llooggiissttiiccss,, asking the respondents to
assign priorities by ranking them from null
(zero) to top.

As shown in Figure 13, the ranking of the
topics reflect the reality: aa  cclleeaarr  eemmpphhaassiiss  iiss
ppuutt  oonn  iimmpprroovveemmeennttss  ooff  ttrraannssppoorrtt//llooggiissttiiccss
ooppeerraattiioonnss. Apparently, pprraaccttiiccaall  eexxppeerriieennccee
iiss  vveerryy  iimmppoorrttaanntt. Current market situations
(just in time, outsourcing, etc.) forces com-
panies into high flexibility, which in turn, de-
mands transport optimisation and logistics
planning. 

Figure 13
Priority Topics for Training Programmes



TTrraannssppoorrtt  ooppttiimmiissaattiioonn  aappppeeaarrss  aass  tthhee  mmoosstt
ssiiggnniiffiiccaanntt  ttooppiicc  ffoorr  ttrraaiinniinngg, together with
logistics best practices transfer. Without any
doubt, these topics are significant (even if
best practices transfer could represent a de-
bated element, in fact it is not always possi-
ble to transfer best practices, being part of
specific company know how to be preserved),
but some eemmpphhaassiiss  sshhoouulldd  bbee  ggiivveenn  ttoo  ssuupp--
ppllyy  cchhaaiinn  mmaannaaggeemmeenntt  oorr  iinntteeggrraatteedd  llooggiiss--
ttiiccss. In fact, these topics represent the most
comprehensive ones, including sub-systems
as transport optimisation, ITS and ware-
housing. Besides, topics should be consis-
tent with target groups. Moreover in order
to build a well based logistics system, IT
should be considered as decisive, mostly for
communicating and delivering logistics in-
formation.

Different countries involved in the investiga-
tion have indicated different priorities in the
topics for training. Slovenia and Hungary as-
signed the highest priority of all countries to
the transport optimisation. The need for
transfer of best practice is rather high in all
participating countries; again, it is the high-
est in Slovenia and Hungary. Logistics infor-
matics and intelligent transport systems (ITS)
were ranked high in Italy, in both Greek areas
and in Slovenia. In Poland and Hungary, ITS
are ranked quite high, while logistics infor-
matics are ranked substantially lower, the
lowest of all countries in Hungary. It can be
said that Eastern EU countries feel the need

for improving training for logistics best prac-
tices transfer and to educate quite all the tar-
gets group, in order to build a logistics sys-
tem based on trained professionals. Logis-
tics informatics and ITS are considered im-
portant in countries with a good logistics de-
velopment condition.

In all topics, bbuussiinneessss  rreessppoonnddeennttss  hhaavvee  aass--
ssiiggnneedd  vveerryy  hhiigghh  pprriioorriittiieess  ttoo  ttrraaiinniinngg. The
high rates assigned by the business sector
show how much important it considers edu-
cation for the improvement of its activities.
Transport optimization is marked crucial also
by the research category: it seems to be a
partial view of the entire logistics problem.
Maybe this answer can be read as a clear sig-
nal of need for solving the transportation
problems.

PPrriioorriittyy  TTaarrggeett  GGrroouuppss  ffoorr  TTrraaiinniinngg::

The questionnaire pointed out several po-
tential target groups for training, in particu-
lar wwhhiittee  ccoollllaarrss  iinn  llooggiissttiiccss,,  bblluuee  ccoollllaarrss  iinn
llooggiissttiiccss,,  ppuubblliicc  sseerrvvaannttss,,  ssttuuddeennttss  &&  rree--
sseeaarrcchheerrss aanndd  ccoonnssuullttaannttss, asking respon-
dents to assign priorities by ranking them
from null (zero) to top. 

The respondents assigned the hhiigghheesstt  pprriioorr--
iittyy  ttoo  tthhee  wwhhiittee  ccoollllaarrss  iinn  llooggiissttiiccss  aanndd  ttoo  ttoopp
mmaannaaggeemmeenntt. These groups are involved in
logistics issues in companies by taking cru-

cial decisions and responsibility for logistics
development, and they could be the iinniittiiaa--
ttoorrss  ooff  aa  ttoopp--ttoo--ddoowwnn  aapppprrooaacchh  iinn  tthhee  ddiiss--
sseemmiinnaattiioonn  ooff  aa  llooggiissttiiccss  ccuullttuurree, both in com-
panies and at the national level. Blue collars,
which are responsible for the execution of
daily logistics operations, were ranked third.
It must be underlined that tthhee  hhiigghheesstt  pprriioorr--
iittyy  sshhoouulldd  aallssoo  bbee  aassssiiggnneedd  ttoo  tthhee  iinntteerrmmee--
ddiiaattee  lliinnee  ooff  mmaannaaggeerrss,,  ddeeffiinneedd  aass  ““mmiiddddllee
mmaannaaggeerrss””: sometimes they coincide with
white collars, but the attention is anyway to
be kept on the people responsible of the lo-
gistics processes. 

Besides, trying to find a coherent link be-
tween topics and target groups, it can be said
that transport optimization could be signifi-
cant for white collars, but not really for top
management. The latter should be involved
in supply chain management and in general
logistics  management training areas.

AA  ssiiggnniiffiiccaanntt  rreessuulltt  iiss  rreepprreesseenntteedd  bbyy  tthhee  llooww
iimmppoorrttaannccee  aassssiiggnneedd  ttoo  ssttuuddeennttss  &&  rree--
sseeaarrcchheerrss  aass  ttaarrggeett  ggrroouuppss  ffoorr  ttrraaiinniinngg. TThhiiss
iiss  aa  sshhoorrtt  tteerrmm  vviieeww: eedduuccaattiioonn  sshhoouulldd  bbee  pprroo--
vviiddeedd  nnoott  oonnllyy  ttoo  pprrooffeessssiioonnaallss,,  bbuutt  iitt  sshhoouulldd
bbee  ttaarrggeetteedd  ttoo  ffuuttuurree  pprrooffeessssiioonnaallss (i.e. stu-
dents). It is in fact widely acknowledged that
university and secondary school play a sig-
nificant role in training the future workforce
(e.g. for the diffusion of informatics in logis-
tics).
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The breakdown of target groups by countries
shows a certain uniformity in assigning the
highest ranking to white collars. IIttaallyy  hhaass
sshhoowwnn  aa  ssiiggnniiffiiccaanntt  nneeeedd  ttoo  ttrraaiinn  ppuubblliicc  sseerr--
vvaannttss, higher than any other country (though
this priority is present in all the survey in-
volved countries): evidently, if companies in
Italy employ a more trained workforce, the
public sector needs to upgrade its employ-
ees’ competencies in logistics, also in order
to interface in a proper way with companies.
Poland, among all countries, assigned the
highest priority to training of blue collars and
consultants.

Concerning the pprrooppoossaallss  of the experts:

• IIttaallyy: Regione Emilia-Romagna and the
Institute for Transport and Logistics
have carried out a survey on jobs in
logistics and on the relevant skills
(within the EU ENLoCC project - Inter-
reg IIIC West). It is of utmost impor-
tance to make explicit the variety of
jobs in logistics on the base of a struc-
tured approach which investigates
companies’ needs in logistics training
at regional level and bring these needs
to training bodies. This approach can
help in over passing economic con-
straints (lack of market demand or lack
of a tuned supply) and in matching de-
mand and supply of training courses.
Concerning the target groups of train-
ing and the relevant topics, a special-

isation of training, especially for pro-
fessional training, is needed.

FFuunnddiinngg  SSoouurrcceess  ffoorr  TTrraaiinniinngg  PPrrooggrraammmmeess::

The respondents were asked to award prior-
ities to different potential funding sources
listed in the questionnaire (namely interna-
tional/EU, national, regional and users) rank-
ing them from null (zero) to top.

OOvveerr  8800%%  ooff  rreessppoonnddeennttss  iiddeennttiiffiieedd  iinntteerr--
nnaattiioonnaall  //  EEUU  ffiinnaanncciiaall  ssoouurrcceess  aass  tthhee  mmaaiinn
ssoouurrcceess  ffoorr  ffuunnddiinngg  ttrraaiinniinngg  pprrooggrraammmmeess.
This high priority may be driven by the ex-
perience with the current system of funding;
consequently, recipients expect financing of
training programs from the EU sources to
give continuity to the past experience. Na-
tional sources have been ranked second and
the regional ones third, substantially lagging
behind. TThhee  ffuunnddiinngg  ooff  tthhee  ttrraaiinniinngg  pprroo--
ggrraammmmee  ccoossttss  bbyy  tthheeiirr  uusseerrss  iiss  aasssseesssseedd  aass
tthhee  lleeaasstt  iimmppoorrttaanntt.. Evidently, experts as-
sume that national and regional funds should
be assigned to other measures for logistics
development (as infrastructure). This answer
can also show that uusseerrss  ((ccoommppaanniieess,,  ppuubblliicc
ssuubbjjeeccttss,,  ssttuuddeennttss))  aarree  nnoott  wwiilllliinngg  ttoo  iinnvveesstt
iinn  ttrraaiinniinngg,,  mmoossttllyy  iiff  wwee  ccoonnssiiddeerr  aass  uusseerrss  tthhee
ccoommppaannyy  eemmppllooyyeeeess  ((ccoommppaanniieess  rreellyy  mmoorree
oonn  aa  lleeaarrnniinngg  bbyy  ddooiinngg  ttrraaiinniinngg)). This is con-
firmed by the breakdown by experts cate-
gories: the business sector gives one of the

lowest rate to users. However, lack of re-
sources and country specific economic con-
ditions can influence the willingness to di-
rectly invest in training. Also the education
sector gives low priority to users’ financing of
training, but this can be considered as a claim
for free of charge or subsided schooling.

Poland assigned the highest priority of all
countries to international / EU sources. It is
followed closely by Slovenia, Hungary, both
Greek areas and Austria. Italy, apparently, ex-
pects less finance from the EU sources, and
has given approximately the same priority to
its national sources. Regional sources are the
highest of all sources in Italy (where regional
funding for training exists), and also quite
high in Poland. 

AAllll  tthhee  ggrroouuppss  ooff  rreessppoonnddeennttss  hhaavvee  aassssiiggnneedd
tthhee  hhiigghheesstt  pprriioorriittyy  ttoo  tthhee  EEUU  ssoouurrcceess. Na-
tional sources are the most appreciated by
the research sector, and this can be read as
a signal of the nneeeedd  ffoorr  ddeevveellooppiinngg  aa  nnaattiioonnaall
eedduuccaattiioonn  ssyysstteemmss  iinn  llooggiissttiiccss. Finally, the
public sector apparently expects the users to
participate in financing of training pro-
grammes much more that the other groups.
It seems that there is a structural difference
among expectations of different target
groups concerning the funding of training
programmes at national, regional and private
level.
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Concerning the pprrooppoossaallss, we may highlight
that:

• According to SSlloovveenniiaa, different train-
ing programmes and different target
groups should be provided by differ-
ent sources of finance, e.g., interna-
tional and national sources for public
authorities, students and researchers,
and national sources to co-fund the
private sector providers and users.

CCoonnssttrraaiinnss  iinn  tthhee  IImmpplleemmeennttaattiioonn  
ooff  tthhee  MMeeaassuurree  ooff  iinncceennttiivveess  

ttoo  llooggiissttiiccss  ttrraaiinniinngg::

The questionnaire outlined several types of
constraints, such as financial, economic, tech-
nical, and normative, asking the respondents
to assess their significance for their coun-
tries.

Only 20% of all respondents replied there
were no constraints in the implementation of
incentives for training programmes. FFiinnaann--
cciiaall  ccoonnssttrraaiinnttss  ffoorr  ttrraaiinniinngg  aarree  sseeeenn  aass  tthhee
mmoosstt  ssiiggnniiffiiccaanntt  oonneess (43% of respondents),
due to ddiiffffiiccuullttiieess  iinn  aattttrraaccttiinngg  ffuunnddss. They
might be related to rather long administrative
procedures necessary to attract public fund-
ing, and/or to a poor knowledge on other fi-
nancial sources. Technical and normative con-
straints can be seen as linked to the previ-
ous issue: in fact, respondents find difficult

to obtain funds because of a lack of well de-
fined procedures or pipelines to obtain them,
and consequently, it’s hard to design a com-
mon or sound training model to be submit-
ted. 

The various respondents show the different
“sides” of training: the business and public
sectors feel the need for more financial re-
sources, while the education sector fears the
economic aspects, i.e. the lack of the demand
for training (maybe due to financial con-
straints of its potential “users”).

Analysing specific countries, over 80% of
Polish respondents have reported no con-
straints, and a very small proportion of their
respondents have reported financial and nor-
mative constraints. This is a very particular
answer, even if coherent with the high per-
centage of implemented measures in Poland:
it is evident that this country has experienced
a good policy of subsidies, maybe due to in-
centives for general development.

The Greek Crete region (G1) has reported the
highest economic constraints among all
countries. Central Macedonia (G2) and Aus-
tria have reported high normative constraints;
Austria has reported also the highest finan-
cial constraints (nearly 80% of respondents)
among all countries. IInn  IIttaallyy  aanndd  iinn  bbootthh  tthhee
aarreeaass  ooff  GGrreeeeccee,,  tteecchhnniiccaall  ccoonnssttrraaiinnttss  eexxcceeeedd
ffiinnaanncciiaall  oonneess,,  wwhhiillee  ffoorr  AAuussttrriiaa,,  HHuunnggaarryy  aanndd
SSlloovveenniiaa,,  tthhee  ooppppoossiittee  aapppplliieess. 

According to answers provided by the dif-
ferent groups of respondents, ffiinnaanncciiaall  ccoonn--
ssttrraaiinnss  aarree  sseeeenn  aass  vveerryy  iimmppoorrttaanntt  bbyy  tthhee  ppuubb--
lliicc  aanndd  bbuussiinneessss  rreessppoonnddeennttss. The business
sector also sees a high presence of normative
constrains whereby the public sector con-
siders these constrains as the least impor-
tant. Normative constrains, in fact, are less
crucial for a sector where a normative struc-
ture for bidding in public affairs is a consol-
idated rule. It can be said that procedures
and normative aspects represent a particu-
lar constraint for business, while the public
“lives” in a world characterised by the pres-
ence of these elements.



33..  BB IIMMPPLLEEMMEENNTTAATTIIOONNSS

The implementation cateogry includes 5 mea-
sures (please see the executive summary,
chapter n. 2, for the ranking among the five
measures):

B.1 Implementing public private part-
nership (PPP) schemes in the field
of logistics

B.2 Establishment of a logistics agency
B.3 Development of databases on logi-

stics
B.4 Logistics criteria as part of spatial

planning procedures
B.5 Actions for logistics improvements

MMEEAASSUURREE  BB..11
IIMMPPLLEEMMEENNTTIINNGG  PPUUBBLLIICC  PPRRIIVVAATTEE
PPAARRTTNNEERRSSHHIIPP  ((PPPPPP))  SSCCHHEEMMEESS  IINN
TTHHEE  FFIIEELLDD  OOFF  LLOOGGIISSTTIICCSS

Public Private Partnership schemes are a cor-
nerstone to enable and promote the coop-
eration between the public and private sec-
tors. The PPP schemes have shown some
good results in several sectors. It is therefore
important to implement them also in the field
of logistics. 

The respondents to the questionnaire were
asked to indicate whether the concept of PPP
in logistics has been already implemented in
their country, and in case it has, whether the
implementation was successful. 5566%%  ooff  aallll
rreessppoonnddeennttss  hhaavvee  rreeppoorrtteedd  tthhaatt  tthhee  PPPPPP
sscchheemmeess  hhaavvee  nnoott  bbeeeenn  iimmpplleemmeenntteedd  iinn  tthheeiirr
ccoouunnttrriieess  aanndd  tthhee  ssuucccceessss  lleevveell  iiss  ccoonnssiisstteennttllyy
vveerryy  llooww..

Country’s specific environment and their mar-
ket conditions should be considered con-
cerning the PPP for logistic centres, as well
the role of the regulations applied by the cen-
tral and regional planning authorities and the
strategy and the market share of the big real
estate multinational companies, specialised in
building and leasing of logistic parks. New
EU countries with low level of outsourcing in
logistics, where high growth rates are ex-
pected, knew in the last years a huge green-
field investment activity of real estate com-

panies. Not only warehouse spaces and truck
gates but 24 hours security systems, park-
ing areas, on site property management and
maintenance services, water and used fuel
treatment stations, telecommunication sys-
tems are included in an integrated package
offered to customers.

Following these trends, PPPPPP  sscchheemmeess  aarree
cchhaannggiinngg  rraaddiiccaallllyy. TThhee  pprroobblleemm  iiss  nnoott  iiff  PPPPPP
iiss  ddeessiirraabbllee  oorr  nnoott  bbuutt  wwhhaatt  kkiinndd  ooff  ppaarrttnneerr--
sshhiipp  iiss  tthhee  mmoosstt  aapppprroopprriiaattee  iinn  tthhee  nneeww  mmaarr--
kkeett  ccoonnddiittiioonnss. Negative answers concerning
the implementation of the measure perhaps
testify the uunnaacchhiieevveedd  ttrraannssiittiioonn  ffrroomm  ttrraaddii--
ttiioonnaall  PPPPPP  sscchheemmeess  ttoo  nneeww  ffoorrmmss  ooff  PPPPPP. The
rroollee  ooff  ppuubblliicc  iinnssttiittuuttiioonnss ccoonnssiissttss  mmuucchh  lleessss
iinn  ffiinnaanncciinngg  aanndd  bbuuiillddiinngg  llooggiissttiicc  cceennttrreess  lliikkee
ffrreeiigghhtt  vviillllaaggeess,,  bbuutt  iinn  tthhee  rreeggiioonnaall  ppllaannnniinngg,,
iinn  tthhee  pprroommoottiioonn  ooff  rreeggiioonn’’ss  aappppeeaall  aanndd  iinn
tthhee  rreegguullaattiioonn  ooff  tthhee  bbuussiinneessss  rreellaatteedd  aaccttiivv--
iittiieess. The public-private partnership are shift-
ing from a public oriented market to a pri-
vate oriented one. RReeggiioonnaall  ppllaannnniinngg  mmeeaannss
llaanndd  uussee  ddeessttiinnaattiioonn  aanndd  bbuuiillddiinngg  ooff  iinnffrraa--
ssttrruuccttuurree  lliinnkkss. 

Moreover the division of competencies be-
tween authorities and regulatory boards may
bring to conflicts and paralyse the business
activity. Environmental regulations may be
as important as a fiscal policy. TToo  pprroovviiddee  aa
cclleeaarr  ffrraammeewwoorrkk  ooff  ccoommppeetteenncciieess  aammoonngg  tthhee
ddiiffffeerreenntt  aauutthhoorriittiieess  ppeerrmmiittttiinngg  ttoo  tthhee  iinn--
vveessttoorrss  ttoo  ttaakkee  aann  eeaassyy  ccoonnttrrooll  ooff  tthhee  rruulleess

3. BIMPLEMENTATIONS
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LLOOGGIISSTTIICCSS  IINNFFRRAASSTTRRUUCCTTUURREE  LLOOGGIISSTTIICCSS  SSEERRVVIICCEESS
IINNVVEESSTTMMEENNTTSS

Logistic centres Management of logistic operations

Warehouses Management of logistics capacities / 
facilities

Transport terminals Management of logistic services

Infrastructure links (to logistic nodes) Logistic research

Roads, railway tracks Logistic consulting

Logistics education

48

CChhaapptteerr  33 FFuullll  rreeppoorrtt::
tthhee  ddeettaaiilleedd  aannaallyyssiiss  ooff  tthhee  ppoolliicciieess

Table 4
Priority fields of PPP schemes

ooff  tthhee  ggaammee  iiss  oofftteenn  tthhee  bbeesstt  iinncceennttiivvee  ffoorr  aa
ssuucccceessssffuull  aaccttiioonn  ooff  iimmpplleemmeennttaattiioonn. 

BBiigg  llooggiissttiicc  ppaarrkkss  ggeenneerraatteess  llaarrggee  rrooaadd  ttrraannss--
ppoorrtt  ssttrreeaammss. TThhee  rroollee  ooff  PPPPPP  iiss  aallssoo  ttoo  ffaacciill--
iittaattee  tthhee  aavvaaiillaabbiilliittyy  ooff  ootthheerr  ttrraannssppoorrtt  mmooddeess
aanndd  ssuussttaaiinnaabbllee  ttrraannssppoorrtt  ffaacciilliittiieess. Land use
destination should be integrated in the na-
tional road and rail network, avoiding frag-
mentation of the O/D points in the transport
flow.

The countries have shown different propor-
tions of implemented PPP schemes. Appar-

ently, the highest proportion is shown in Aus-
tria, which is followed by Italy and Hungary.
The proportion of successfully implemented
schemes is the highest in Italy and only
slightly lower in Austria. 

The respondents were also asked to indicate
the ooppttiimmaall  ffiieellddss  ooff  tthhee  PPPPPP  sscchheemmeess im-
plementation. The questionnaire offered two
fields, which were additionally divided into
several groups, as reported in the following
table.
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Figure 14
Priority Fields in PPP Schemes

The respondents were asked to assess their
importance by ranking them from null (zero)
to top. In addition, the respondents were
asked to assess the priority of the two gen-
eral fields:

• PPP in the field of logistics infrastructure
investments.
• PPP in the field of logistics services. 

As shown in the following figure, the mes-
sage by the respondents was clear: aallmmoosstt
8800%%  ooff  aallll  rreessppoonnddeennttss  aasssseesssseedd  tthhee  PPPPPP  iinn
tthhee  ffiieelldd  ooff  llooggiissttiiccss  iinnffrraassttrruuccttuurree  iinnvveesstt--
mmeennttss  aass  aa  pprriioorriittyy.

Under the priority “logistics infrastructure in-

vestments”, the respondents have ranked the
targets as shown in the following graph. The
first priority is given to the logistic centres. At
present, based on market demand, logistics
centres have been gaining importance. The
PPP schemes may play an important role in
sseettttiinngg--uupp  ooff  llooggiissttiiccss  cceennttrreess. In such in-
vestments, especially land acquisition may
have substantial costs. Under the PPP
schemes, the land may be provided by the
state (e.g. as in Werendorf in Austria) or by lo-
cal authorities. 

The ttrraannssppoorrtt  tteerrmmiinnaallss were ranked second,
being closely followed by the iinnffrraassttrruuccttuurree
lliinnkkss. 



PPPPPP  iinnvveessttmmeennttss  iinn  llooggiissttiicc  sseerrvviicceess  wweerree  ccoonn--
ssiiddeerreedd  lleessss  iimmppoorrttaanntt. Respondents by in-
dividual countries have shown quite a diverse
structure of the PPP priority investments in
the logistic services category. The highest
priority, at all, was given by Italy to logistics
education. Management of logistics services
is ranked quite high in Poland and Central
Macedonia (G2), Hungary and Slovenia, and
substantially lower in the remaining coun-
tries. Slovenia has indicated the first priority
of PPP investments in the implementation of
logistics services. 

Figure 15
Specific targets of PPP schemes in logistics 
infrastructure investments

FFuullll  rreeppoorrtt::
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Figure 16
PPP in investment in Logistic Services: 

Priority Fields

The respondents were asked to provide re-
sponses concerning the presence of con-
straints in the implementation of PPP in their
countries, also by indicating the type of con-
straints. As 56% of all respondents reported
that there were no PPP schemes imple-
mented in their countries, it is understand-
able that over 50% of them have reported
constraints in the implementation of PPP con-

cepts in their countries. TTeecchhnniiccaall  ccoonnssttrraaiinnttss
pprreevvaaiill, but normative constraints are ranked
not much lower. The respondents specifically
mentioned llaacckk  ooff  rreelleevvaanntt  lleeggiissllaattiioonn  aalloonngg
wwiitthh  aabbsseennccee  ooff  iinntteerreesstteedd  bbooddiieess. In addi-
tion, according to respondents, it is also nec-
essary to provide huge investments for the
implementation of PPP schemes.
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Figure 17
Experiences in developing a Logistics Agency 

MMEEAASSUURREE  BB..22  
EESSTTAABBLLIISSHHMMEENNTT  OOFF  AA  LLOOGGIISSTTIICCSS
AAGGEENNCCYY

A great variety and volume of logistics activ-
ities require a reference body, which should
be responsible for their appropriate devel-
opment and for their execution support. Pub-
lic authorities and institutional bodies com-
mitted to regulation, planning and manag-
ing transportation have existed for quite
some time at every level (local, regional, na-
tional and international) for all transport
modes. Nevertheless the need to manage the
complexity of logistic processes and their ef-
fects on social, urban and spatial environ-

ments suggested in many countries the con-
stitution of bbooddiieess  ssppeecciiaalliizzeedd  oonn  mmaarrkkeettiinngg,,
oonn  rreegguullaattiioonn  aanndd  ccoooorrddiinnaattiioonn  ooff  tthhee  llooggiiss--
ttiicc  aaccttiivviittiieess. Marketing committed to attract
foreign logistics investments in regions with
large availability of land, regulation and co-
ordination in order to prevent conflicts be-
tween stakeholders or between different in-
frastructure managing authorities in regions
with high density of public and private lo-
gistic centres are fundamental tasks.  These
tasks can be fulfilled by a logistics agency.

The respondents were asked whether an
agency for logistics development is already
existing in their countries / regions, and if it

is, whether it has been successfully imple-
mented. Over 80% of total respondents have
reported that such an agency has not been
implemented in their countries. The remain-
ing 20% of respondents have reported the
agency development as an implemented ac-
tion, out of which, about 4 % of experiences
were successful. Italy, Poland, Central Mace-
donia (G2) and Austria have reported the ex-
istence of such an agency or something sim-
ilar to it (e.g. in Central Macedonia some lo-
gistics associations have been established,
but not a logistics agency). In Italy, there are
experiences known in setting-up such an
agency – some of them also successful. The
same applies to Poland.
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The respondents were asked to identify tthhee
mmaaiinn  ffuunnccttiioonnss  ssuucchh  aaggeennccyy  sshhoouulldd  ppeerrffoorrmm.
The questionnaire provided a set of functions,
in particular: llooggiissttiiccss  ppoolliiccyy  ffrraammeewwoorrkk  ddeeffii--
nniittiioonn, llooggiissttiiccss  ppllaannnniinngg, bbeeiinngg  aa  rreeffeerreennccee
ppooiinntt  ttoo  ccoolllleecctt  tthhee  ssttaakkeehhoollddeerrss’’  llooggiissttiiccss
nneeeeddss, ssuuppppoorrttiinngg  aanndd  ccoooorrddiinnaattiinngg  tthhee  lloo--
ggiissttiiccss  sseerrvviicceess  aatt  nnaattiioonnaall//rreeggiioonnaall  lleevveellss, iinnii--
ttiiaattiinngg  ooff  RR&&DD  aanndd  ssttuuddiieess  iinn  tthhee  ffiieelldd  ooff  lloo--
ggiissttiiccss, ddeeffiinniinngg  ooff  llooggiissttiicc  ttrraaiinniinngg  ssttaannddaarrddss,
pprroommoottiinngg    ssuussttaaiinnaabbllee  llooggiissttiiccss  ssoolluuttiioonnss  and
pprroommoottiinngg  tthhee  ttrraannssffeerr  ooff  bbeesstt  pprraaccttiicceess, ask-
ing the respondents to define their priorities
by ranking the from null (zero) to top. 

According to responses, there is a cclleeaarr  nneeeedd
ttoo  eessttaabblliisshh  ssuucchh  aaggeenncciieess,,  aass  aallmmoosstt  aallll  pprroo--
ppoosseedd  ffuunnccttiioonnss  hhaavvee  ggaaiinneedd  aa  hhiigghh  pprriioorriittyy.
Such multifunctional body requires people
with field experience and multiple compe-
tencies, coming both from the business and
from the public administration sectors. The
lack of logistic knowledge by employees of
the public administration and the unwilling-
ness of business people to the involvement
in a public (semi-public) body may be the
main reasons for the lack of implemented
cases. 

There are, however, some differences ob-
served in the functions of a (potential) agency.
Hungary and Austria consider most of the
proposed functions less important than re-
spondents from other countries. For instance,
tthhee  ddeeffiinniittiioonn  ooff  llooggiissttiiccss  ppoolliiccyy  ffrraammeewwoorrkk

hhaass  bbeeeenn  rraannkkeedd  hhiigghh  bbyy  aallll  ccoouunnttrriieess, except
Austria and Hungary. Instead, Austria as-
signed the highest priority to transfer of best
practice (the function is ranked high also by
other countries, the highest by Poland), while
Hungary has prioritised definition of logis-
tics training standards and placed transfer of
best practice as the last function. 

There are also substantial differences in pri-
orities on the base of the different respon-
dents’ categories. The respondents form ed-
ucational and public sectors have given the
highest priority to definition of logistics pol-
icy framework, thus aasskkiinngg  tthhee  aaggeennccyy  ttoo  bbee
aa  ssuuppppoorrtt  ttoo  ppuubblliicc  bbooddiieess. The business sec-
tor has set quite clear priorities to transfer of
best practices, promotion of sustainable lo-
gistics solutions, assessing quite high also
initiating of research and studies, logistics
training standards and policy framework def-
inition. 

Additional pprrooppoossaallss of the experts:

• SSlloovveenniiaa::
- A logistics agency should provide for
planning and coordinating of public in-
frastructure investment at the national
level. 
- Practices and methodology from the in-
ternational network of the »Distribution
Councils« could be very useful for model-
ling an efficient form of logistic agency.

Concerning the agency’s ownership, the re-

spondents were invited to choose among
three options: ppuubblliiccllyy  oowwnneedd,,  pprriivvaatteellyy
oowwnneedd  oorr  ppuubblliicc--pprriivvaatteellyy  oowwnneedd. The re-
spondents have provided a clear message:
almost nine out of ten respondents (87%)
suggested that the agency should be ppuubblliicc--
pprriivvaatteellyy  oowwnneedd. A successful example of re-
gional agency in Italy shows that a consor-
tium of public infrastructure managing bod-
ies the with participation of representatives
of the users of the logistic services should be
an efficient form of public-private organisa-
tion. Nevertheless aann  eeffffiicciieenntt  aaggeennccyy  rreeqquuiirreess
aa  ssttrroonngg  ppoolliittiiccaall  ccoommmmiittmmeenntt  ffrroomm  tthhee  rree--
ggiioonnaall  ggoovveerrnnmmeenntt.

All the experts categories suggested a pub-
lic-privately owned agency. As expected, re-
spondents from business sector have sug-
gested having a privately owned agency on
the largest proportion. The public sector sug-
gested the smallest proportion of either only
publicly or only privately owned agency, thus
proposing a public-private cooperation.

Participants in the investigation have been
asked to define the ggeeooggrraapphhiiccaall  aarreeaa  ooff  tthhee
aaggeennccyy operations, having options to choose
among the regional, national and interna-
tional levels.

Based on assumptions that agency should
provide functions & solutions to specific and
rooted logistics situations, the respondents
assigned it, rather equally, eeiitthheerr  aa  rreeggiioonnaall
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Figure 18
Priority Logistics Agency Stakeholders

((4422%%))  oorr  nnaattiioonnaall  lleevveell  ((4400%%)), while about
18% respondents assigned it international
role.

The differences concerning the agency oper-
ational level expressed by individual coun-
tries may be understood in the context of the
general characteristics of each countries.
Slovenia, the smallest among the participat-
ing countries, with no regions established at
present, is the only one with no indication of
an agency at regional level. Austria and Hun-
gary suggested having only regional and na-
tional agencies, with over 80% of sugges-
tions for a national agency in Hungary. By
marketing approach, where the main func-
tions of an agency are to promote local lo-
gistic services and to attract foreign invest-
ment in logistic facilities, the geographical
area of its operation is obviously international
even if the commitment comes from a re-
gional or national governments.

There were two additional pprrooppoossaallss pre-
sented:

• The logistics agency should be na-
tionally oriented, but also closely
linked to an international network of
similar national bodies.

• The logistics agency could be consti-
tuted of several regional agencies be-
ing subordinated and linked to the na-
tional agency.

The participants in this investigation were
also asked to define the ppootteennttiiaall  llooggiissttiiccss
aaggeennccyy  ssttaakkeehhoollddeerrss, ranking  each of the
listed options (national government, regional
government, research institutions / universi-
ties, chambers of commerce and crafts, en-
terprise associations / business clusters, man-
ufacturing companies, logistic nodes & in-
frastructure managing bodies, and logistics

service providers) from null (zero) to top.

The highest priorities were given to eenntteerr--
pprriissee  aassssoocciiaattiioonnss  //  bbuussiinneessss  cclluusstteerrss,,  llooggiiss--
ttiiccss  sseerrvviiccee  pprroovviiddeerrss  aanndd  llooggiissttiicc  nnooddeess  aanndd
iinnffrraassttrruuccttuurree  mmaannaaggiinngg  bbooddiieess. Conse-
quently, the agency seems to be interpreted
as a llooccaall  nneettwwoorrkk  ooff  ooppeerraattiivvee  llooggiissttiiccss  kkeeyy
ppllaayyeerrss  aanndd  ooff  tthhee  rreelleevvaanntt  aassssoocciiaattiioonnss.
Based on the expressed opinion that the
agency should be organized at regional level,
the regional government has been included
as an important stakeholder as well. Research
institutions and manufacturing companies
share almost the same priority. The national
government was given the lowest priority.
The priority stakeholders are presented in
the following figure.



The different countries representatives, how-
ever, expressed different priority stakehold-
ers to be involved with the logistics agency.
The importance of the regional government
was assessed with the highest priority in Italy,
and high in Poland, Central Macedonia (G2)
and Austria, but much lower in Hungary.
Slovenia assigned a high priority, higher than
the other countries, to business associations.
Logistics service providers are assessed sur-
prisingly highly in Central Macedonia and
Hungary and not in other countries. Logis-
tics nodes and infrastructure management
bodies are assessed quite high in all coun-
tries.

AAllll  tthhee  ffoouurr  rreessppoonnddeennttss  ggrroouuppss  aassssiiggnneedd  aa
hhiigghh  pprriioorriittyy  ttoo  LLooggiissttiiccss  nnooddeess  aanndd  iinnffrraa--
ssttrruuccttuurree  mmaannaaggiinngg  bbooddiieess,,  LLooggiissttiiccss  sseerrvv--
iicceess  pprroovviiddeerrss,,  AAssssoocciiaattiioonnss  ooff  eenntteerr--
pprriisseess//bbuussiinneessss  cclluusstteerrss  aanndd  RReeggiioonnaall  ggoovv--
eerrnnmmeenntt. This answer characterizes the
agency as a public-private body dealing both
with the supply (and partially) demand side of
logistics with a regional scope.

The questionnaire also asked the respon-
dents to assess the presence of constraints
related to the implementation of logistics
agencies and define their type (technical, fi-
nancial, normative). As there are no logistic
agencies in most of the participating coun-
tries, it is not surprising that many respon-
dents have reported sseevveerraall  ccoonnssttrraaiinnttss  wwiitthh
tthhee  iimmpplleemmeennttaattiioonn. Over 50% of them con-

sidered the nnoorrmmaattiivvee  iissssuueess (such as, ab-
sence of adequate legislation) and over 40%
of answers reported technical and financial
constraints related to the resources neces-
sary for the establishment and operations of
such an agency. As pointed out before, lack
of well trained human resources and scarcity
of advanced logistic knowledge would rep-
resent important barriers to setting-up an ef-
ficient and authoritative agency.

There are somehow different views on con-
straints in the implementation of logistic
agencies among different groups of respon-
dents. The highest proportion of normative
and technical constraints has been reported
by the public sector along with the smallest
financial constraints. Business and research
sectors are apparently more sceptical about
financial constraints, where the business sec-
tor representatives also reported the high-
est proportion of “no constraints”. Finally,
the educational sector reported moderate
normative, technical and financial constraints,
but it indicated at the same time the smallest
proportion of “no constraints” answers. 
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MMEEAASSUURREE  BB..33  
DDEEVVEELLOOPPMMEENNTT  OOFF  DDAATTAABBAASSEESS  
OONN  LLOOGGIISSTTIICCSS

Nowadays information technology acts as a
fundamental player in the economy and also
in some fields of logistics. Sharing and com-
municating information is essential to guar-
antee an efficient flow of goods and a cor-
rect logistics planning and management. The
need for reliable and wide spread data on lo-
gistics is really common among companies,
public subjects and governments. Informa-
tion can support companies, but also all the
other players in extended supply chains, in
the effective performance of logistic activi-
ties and enable public bodies to develop vi-
able plans for future logistic development. In
particular it is necessary to provide for up-
dated logistics databases developed in such
a way that they can be quickly and simply be
accessible for all the interested users. Lack
of appropriate data represents a major prob-
lem for the preparation of logistics studies
which are an input for the planning of logis-
tics activities. Collecting, updating and shar-
ing data is essential to develop a consistent
planning also at EU level. In fact, assuming
that incentives and other measures should
be allocated depending on the actual needs
and actual performance of specific countries’
logistics systems, ddaattaa  rreepprreesseenntt  tthhee  ccrruucciiaall
eelleemmeennttss  ffoorr  eevvaalluuaattiioonnss  aanndd  ddeecciissiioonnss. Be-
sides, studies, researches and businesses
need reliable and updated information in or-

der to be aligned with the current market sit-
uation.

EExxppeerriieenncceess  wwiitthh  DDeevveellooppmmeenntt  
ooff  LLooggiissttiiccss  DDaattaabbaasseess::

The participants in the investigation were
asked to indicate whether logistics databases
were developed and provided in their na-
tional/regional contexts and, if they were de-
veloped, the level of success of the initiatives
was asked to be judged. 

A large proportion of respondents (65%)
have reported that such databases were not
implemented in their countries/regions. Out
of the 35% of positive responses, only 1%
reported on successfully implemented ac-
tions. There is no doubt, however, that data
on logistic is collected in most of the EU coun-
tries. TThhee  pprroobblleemm  iiss  tthhaatt  ddaattaa  ccoonncceerrnniinngg
ssppeecciiffiicc  llooggiissttiiccss  iissssuueess  aarree  mmiissssiinngg  oorr  oouutt--
ddaatteedd. Moreover data about logistics are col-
lected in every country, but the sources of
such data are not publicly certified (for ex-
ample by the chambers of commerce and by
the regional governments).

There is also a different level of implementa-
tion experiences in the individual countries.
Apparently, Poland is assessed as providing
the largest proportion of experiences. It is
followed by Austria and Hungary. The situa-
tion in Slovenia seems to be slightly better

that Central Macedonia (G2), while the Greek
Crete region (G1) has reported no imple-
mentation experiences of the measure. Fi-
nally, only Italy has reported a small propor-
tion of successfully implemented logistics-
related databases.

TThhee  ppuubblliicc  sseeccttoorr  sseeeemmss  ttoo  bbee  tthhee  mmoosstt  ssaatt--
iissffiieedd  wwiitthh  tthhee  llooggiissttiiccss--rreellaatteedd  ddaattaabbaasseess.
Namely, they have reported the highest pro-
portion of experiences and of positive results.
It seems that in its institutional task, the pub-
lic sector finds a natural tendency in provid-
ing data for consultation. The business sec-
tor is a bit more sceptical; despite of that, it
has reported a small proportion of success-
fully implemented experiences. EEdduuccaattoorrss  aanndd
rreesseeaarrcchheerrss  eevviiddeennttllyy  hhaavvee  ddiiffffiiccuulltt  aacccceessss  ttoo
ddaattaa, or have to employ many resources in
order to collect and classify data, in a condi-
tion of evident limitations. TThhee  rroollee  ooff  tthhee
ppuubblliicc  sseeccttoorr concerning logistics data and
information may be considered as bbii--ffoolldd: 
• on one hand it should be the pprroovviiddeerr  ooff

ddaattaa, in collaboration with the research
sector, while the business sector and
mostly the education and applied re-
search one should be the users of data. 

• On the other hand the ppuubblliicc  bbooddiieess
ssttrroonnggllyy  nneeeedd  ffrreesshh  llooggiissttiiccss  ddaattaa  aass  iinnppuutt
ttoo  tthheeiirr  ppoolliiccyy  mmaakkiinngg  ddeecciissiioonnss.

This consideration brings the need to
strengthen data collection and systematisa-
tion in logistics.
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Figure 19
Satisfaction with logistics databases. 
Positive (yes) and negative (no) answers.

DDooeess  llooggiissttiiccss  ddaattaa  ssaattiissffyy  yyoouurr  nneeeeddss??

The respondents were asked to assess the
quality of the Eurostat, national and regional
logistics-related databases.

According to the answers presented in the
following figure, the respondents were not
satisfied with any of the listed sources. Ac-
tually, the lower the level (international – na-
tional – regional), the lower the satisfaction
with logistics data. The Eurostat data are as-
sessed as satisfactory only by some 30% of
respondents from Central Macedonia (G2),

and 22% from Hungary, and by smaller pro-
portions of respondents from Slovenia, Italy
and Austria. Poland and Crete have reported
no satisfactory assessment. National logis-
tics-related statistics is appreciated in Hun-
gary (by almost 50% of respondents) and by
a small proportion of respondents from Italy
and Austria. Regional databases are satis-
factory (for less than 20% of respondents)
only in Italy. 

The need for homogeneous data is perceived
comparing the performance of Eurostat with
national or regional databases. BBeessiiddeess,,  ddaattaa

vviissiibbiilliittyy  aalloonngg  tthhee  iinnffoorrmmaattiioonn  cchhaaiinn,,  uupp  ttoo
EEuurrooppeeaann  lleevveell,,  sshhoouulldd  bbee  gguuaarraanntteeeedd  bbyy
eeaacchh  ccoouunnttrryy. It can result in a resource con-
suming task, but it can give some objectivity
to the comparisons between countries and
within each country. Before succeeding in
making homogeneous data at European level,
national and regional data should be har-
monized in every specific country. First of all,
however, a ranking of relevant data classes to
be collected and harmonized at European
level should be carried out, in order to give
to each country some priorities in making lo-
gistics database more efficient. 
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The lack of satisfaction is evidently tied up
with the poor successful implementation ex-
amples. The detail of available data shows
how the difficulties of collecting and classi-
fying information at regional level may com-
promise their usefulness. The public sector
should deepen and coordinate data gather-
ing at regional level. Eurostat should be more
flexible and be more active in updating na-
tional data, in order to keep congruous the
various levels. It can be a stimulus for making
regional and national governments be
aligned on provided data. National databases
don’t contain specific information: it can de-
pend on the detail level they can reach in har-
monizing regional information and on the
number of areas they can cover with regional
and proprietary data. Difficulties are finally
found in integrating cross-national informa-
tion.

In addition, the respondents submitted the
following ccoommmmeennttss concerning the eexxiissttiinngg
ddaattaabbaasseess:

• The Eurostat database is not complete
for all countries.

• National databases usually contain
only general data; relevant areas for
analysis of logistics planning are miss-
ing.

• It is difficult to obtain node-to-node O-
D matrices for national and interna-
tional traffics.

• In intermodal traffic data, there is lack

of data on goods and related infor-
mation on values carried in loading
units.

• The Eurostat data often does not cor-
respond to the data provided by the
national statistics and by transport
and infrastructure companies.

IIss  tthheerree  aa  NNeeeedd  ffoorr  AAddddiittiioonnaall  DDaattaa  
iinn  IInntteerrnnaattiioonnaall//NNaattiioonnaall//RReeggiioonnaall

DDaattaabbaasseess??

The participants were asked to assess the
pprriioorriittyy  nneeeeddss  ooff  aaddddiittiioonnaall  ddaattaa  nneecceessssaarryy
aatt  tthhee  iinntteerrnnaattiioonnaall,,  nnaattiioonnaall  aanndd  rreeggiioonnaall  lleevv--
eellss. The questionnaire provided several op-
tions (such as logistics capacities, character-
istics on transport providers, education in
transport and logistics, research and consul-
tancy), asking respondents to rank their pri-
ority from null (zero) to top.

Respondents have expressed the need to col-
lect & process additional logistics data at all
levels. TThhee  mmoosstt  uurrggeenntt  nneeeedd  aappppeeaarreedd  ttoo  bbee
iinn  ccoolllleeccttiinngg  ddaattaa  oonn  llooggiissttiiccss  ccaappaacciittiieess
(warehouses, container terminals, logistics
centres, etc.) and oonn  tthhee  cchhaarraacctteerriissttiiccss  oonn
ttrraannssppoorrtt  pprroovviiddeerrss (capacities and charac-
teristics of rolling stock, transport capacities
per mode, destinations, transport frequen-
cies) aanndd  rreesseeaarrcchh  aanndd  ccoonnssuullttaannccyy (e.g. best
practices, consulting services/companies,
studies and projects). The least important

seems to be education in transport and lo-
gistics.

Results show the need of information about
the general conditions of logistics and trans-
port in the various countries and also at Eu-
ropean level. It can be useful in order to ob-
tain benchmarking at EU level. It must be said
that this issue can face some opposition be-
cause comparison between countries are not
always accepted and there are some infor-
mation areas to be protected. This represents
a trade-off problem for information visibility. 

There are no substantial differences in the
specific countries’ answers: the importance
of data on logistics and transportation ca-
pacities is widely recognized. However, it
should be underlined that tthhee  nneeeedd  ffoorr  iinn--
ffoorrmmaattiioonn  oonn  ttrraannssppoorrtt  pprroovviiddeerrss  eexxpprreesssseedd
bbyy  SSlloovveenniiaa  aanndd  IIttaallyy  mmaayy  rreepprreesseenntt  aann  iissssuuee
ttoo  rreegguullaattee  ttrraannssppoorrttaattiioonn  aanndd  ttoo  mmaakkee  iitt
mmoorree  eeffffiicciieenntt  aanndd  mmoonniittoorreedd.

Not surprisingly, the highest priorities in all
the data fields (except in data on education
in transport and logistics) was provided by
the research sector. Similarly the educational
sector has expressed a strong need for lo-
gistics data. The public sector is most inter-
ested in additional data on transport
providers and logistics capacities. Neverthe-
less, iitt  ccaann  bbee  eexxppeecctteedd  tthhaatt  tthhee  bbuussiinneessss  sseecc--
ttoorr  wwiillll  iinnccrreeaassee  iittss  iinntteerreesstt  iinn  ddaattaa..  IInnccrreeaasseedd
oouuttssoouurrcciinngg  ooff  llooggiissttiiccss  sseerrvviicceess  ((eessppeecciiaallllyy
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ttrraannssppoorrtt)),,  ddeemmaannddss  rreelliiaabbllee  iinnffoorrmmaattiioonn  oonn
llooggiissttiiccss  ccaappaacciittiieess  aanndd  ttrraannssppoorrtt  pprroovviiddeerrss..
This category of information, however, can
be useful not only for companies, but also for
research and public sector, having the need
to monitor and evaluate specific countries
situations.

CCoonnssttrraaiinnss  wwiitthh  IImmpplleemmeennttaattiioonn  
ooff  LLooggiissttiiccss  ddaattaabbaasseess::

The respondents were asked to report the
constraints related to the development of lo-
gistics-related databases and to indicate their
type, choosing among the following options:
normative constraints, technical constraints,
financial constraints, or “no constraints”.

The largest proportion of all answers reported
tteecchhnniiccaall  ccoonnssttrraaiinnttss. Normative constraints
were ranked second and financial constraints
fell on the third place. The most important
technical constrains include problems with
ddaattaa  ccoolllleeccttiioonn,,  llaacckk  ooff  ccoommppuutteerriisseedd  ssyysstteemmss,,
nnoonn--ccoonnssiisstteenntt  ssttaattiissttiiccaall  ssyysstteemmss. Normative
constrains are related to data harmonisation
and lack of legal provisions for data collec-
tion (usually, collection of logistics data is not
prioritised). Financial constrains are related
to expensive updating of data and data col-
lecting. Some constraints seems to be tied
up one with another. In fact, technical con-
straints are connected with the financial ca-
pability: advanced tools for collecting data

require significant investments, also in hu-
man resources and in contacts with many
sources. In fact the need for more than one
data source is due to guarantee reliable and
objective data. As underlined before, this is-
sue is resource intensive and financial con-
straints play a significant role. The lack of nor-
mative should be solved at European level,
even if each country should collect data in a
coherent way. Countries stressing normative
constraints affirm that their information sys-
tem is very fragmented and hard to harmo-
nize.

As underlined before, the public sector seems
to be most satisfied with the present cir-
cumstances, having reported the lowest vol-
ume of all the three types of constraints and
the highest proportion of “no constraints”
answers. Not surprisingly, the highest prob-
lems have been reported by research and ed-
ucational sectors, both highlighting particu-
larly technical problems, mainly due to lack of
adequate resources. The business sector, in
a coherent way, assign high priority to all
constraints, showing the need for solving the
problems in data diffusion and sharing.

MMEEAASSUURREE  BB..44
LLOOGGIISSTTIICCSS  CCRRIITTEERRIIAA  AASS  PPAARRTT  OOFF
SSPPAATTIIAALL  PPLLAANNNNIINNGG  PPRROOCCEEDDUURREESS

If logistics criteria were a part of the official
start-up documentation for the construction
of industrial zones, for the development of
clusters and for the establishment of manu-
facturing (trading) companies in industrial ar-
eas, the companies and the relevant territo-
ries would achieve their sustainable logistics
aims more easily.

The survey emphasises that in order to
achieve sustainable logistics solutions at re-
gional and national level, llooggiissttiiccss  ccrriitteerriiaa
sshhoouulldd  bbee  aaddoopptteedd  iinn  ssppaattiiaall  ppllaannnniinngg,,  iinn  tthhee
ppllaannnniinngg  aanndd  sseett  uupp  ooff  iinndduussttrriiaall  aarreeaass  aanndd  iinn
tthhee  cchhooiiccee  ooff  tthhee  llooccaattiioonn  ooff  ccoommppaanniieess  iinn
pprroodduuccttiioonn  aarreeaass.. This conclusion pinpoints
that there is a general consensus on the nneeeedd
ttoo  aaddddrreessss  tthhee  ggeenneerraattoorrss  ooff  ffrreeiigghhtt  ttrraaffffiiccss  iinn
oorrddeerr  ttoo  ooppttiimmiizzee  llooggiissttiiccss  aaccttiivviittiieess and on
the need to ensure a rraattiioonnaallee  aanndd  eeffffeeccttiivvee
ccoonnnneeccttiioonn  bbeettwweeeenn  tthhee  iinndduussttrriiaall  aarreeaass  aanndd
tthhee  rreeggiioonnaall  ttrraannssppoorrtt  aanndd  llooggiissttiiccss  iinnffrraa--
ssttrruuccttuurraall  bbaacckkbboonnee. 

In particular the participants in the investi-
gation were asked to provide their opinion
on whether logistic criteria should be in-
cluded in the official documentation neces-
sary for settling a manufacturing (trading)
company in an industrial zone or more in gen-
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eral to set up an industrial zone. Almost all re-
spondents (96%) have provided positive an-
swer.

Nevertheless land planning in high density
industrialized areas needs different require-
ments than planning in regions where large
territories are available for commercial pur-
poses. Priorities are different, to avoid con-
gestion in one case, to attract green field in-
vestments in the other case, though a ra-
tionale planning is anyway needed. Slightly
over half of respondents (52%) have re-
ported their experience with the implemen-
tation of the measure, but only 4% of the ex-
periences were successfully implemented
when subsidies were provided for the es-
tablishment of the companies in dedicated
locations. The public sector has reported a
very high proportion of implemented expe-
riences (almost 70%). The opposite situation
(although not so intensive) applies to all the
other categories. 

AAddddiittiioonnaall  ccoommmmeennttss  aanndd  pprrooppoossaallss:

• The respondents have emphasised that
logistics criteria should be considered
a driving factor to admit the compa-
nies to industrial zones. Such criteria
should also be integral parts of the
planning and construction procedures
in establishing of new industrial areas.

• Obviously, there is a need to optimize
logistics activities and ensure a ra-

tionale and effective connection be-
tween industrial areas and regional
transport and logistics infrastructures
by means of spatial planning activi-
ties.

• The respondents pointed out that in
spite of the prevailing opinion that lo-
gistics issues should be taken into ac-
count in spatial planning, at present,
this measure is not applied.

• Regione Emilia-Romagna promoted a
regional laws concerning APEA (Aree
Produttive Ecologicamente Attrezzate
/ ESIA Environmentally Sustainable In-
dustrial Areas) which defines that lo-
gistics and mobility criteria should be
considered in the set up and devel-
opment of industrial areas.

Settlement of companies in high density in-
dustrialized areas should require a compul-
sory documentation of logistic criteria as part
of the planned investments. The impact of lo-
gistics related activities on congestion often
depends from the level of outsourcing
achieved by a company. Therefore iinnddiiccaattoorrss
oonn  tthhee  mmaaxxiimmuumm  lleevveell  ooff  ccoonnggeessttiioonn  aacccceepptt--
aabbllee  bbyy  aa  rreeggiioonn,,  aallssoo  oonn  tthhee  bbaassee  ooff  oouutt--
ssoouurrcciinngg  ddaattaa,,  sshhoouulldd  bbee  iimmpplleemmeenntteedd  bbyy  lloo--
ccaall  aauutthhoorriittiieess..  Additional settlements of com-
panies in the region may be evaluated in
terms of additional transport activities. TThhee  iinn--
ddiiccaattoorrss  ccaann  pprroovviiddee  aann  iimmppoorrttaanntt  ddeecciissiioonn
ttooooll  ffoorr  tthhee  aauutthhoorriizzaattiioonn  ooff  nneeww  sseettttlleemmeennttss.

PPrreeffeerreennttiiaall  CCrriitteerriiaa  ffoorr  AAddmmiissssiioonn  
ooff  CCoommppaanniieess  ttoo  IInndduussttrriiaall  AArreeaass::

If logistics criteria represent driving factors
in order to choose the companies to be lo-
cated in industrial areas and in order to re-
duce traffics, the analytical choice of these
criteria represents a major challenge. The par-
ticipants in the investigation were asked to
assign priorities to a set of criteria (the com-
pany should belong to the same indus-
try/supply chain, it should agree or seek to
share logistics facilities, it should have cus-
tomers and/or suppliers located in the same
geographic area) to be respected in locating
companies in industrial sites, by ranking them
from null (zero) to top.

The respondents have given the first prior-
ity to the wwiilllliinnggnneessss  //  nneecceessssiittyy  ooff  aa  ccoomm--
ppaannyy  ttoo  sshhaarree  llooggiissttiicc  ffaacciilliittiieess. It is followed
by the criterion on having customers / sup-
pliers in the same areas, while the issue of
the related industry / supply chain was
ranked third, although not lagging much be-
hind the first two criteria. The assessment is
shown in the following figure.
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Figure 20
Preferential Criteria for the admission 

of companies to industrial zones

Land planning should take into account both
the existing resources of “logistic parks” and
the level of outsourcing realized or foreseen
by the companies. Public authorities re-
sponsible for land planning should promote
the ccoouupplliinngg  ooff  ““iinndduussttrriiaall  ppaarrkkss””  wwiitthh  ““lloo--
ggiissttiicc  ppaarrkkss” or ““iinndduussttrriiaall  cclluusstteerrss””  wwiitthh  ““lloo--
ggiissttiicc  cclluusstteerrss””. Indeed, the countries, in most
cases (and this is anyway a good results), con-
sider the willingness or need to share logis-
tic facilities the most important criteria. 

The respondents have contributed the fol-
lowing aaddddiittiioonnaall  ccoommmmeennttss  aanndd  pprrooppoossaallss:

• IIttaallyy:: In the long-term, the considera-
tion of logistics criteria in settling a
company in an industrial areas and/or
in the setting up industrial zones will
lead to numerous positive effects (less
tkm, less congestion, lower logistics
costs, etc.).

• IIttaallyy::  It is suggested the developing of
framework agreements in industrial
areas, where companies would volun-
tarily commit to share logistics serv-
ices.

• IIttaallyy::  Cooperation among municipali-
ties in industrial areas planning is an

important rationalising factor for lo-
gistics, in terms of chance to develop
inter-municipal industrial areas. Each
inter-municipal industrial area may be
located on the base of a joint decision
of the involved municipalities, inde-
pendently of the single municipality’s
geographic boundaries. The areas may
be managed by public or public-pri-
vate bodies which work on behalf of
the different involved municipalities.
This process ensures that Municipali-
ties develop jointly spatial planning
processes avoiding the industrial ar-
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eas fragmentation and competition.
Moreover, municipalities share costs
(e.g. urbanization of the areas) and
revenues (taxes/incomes for the pub-
lic bodies) related to companies’ lo-
calization and settlement choices. An
example is the sharing of the revenues
that come from the Italian local tax on
real estates (ICI tax), which is one of
the main financial sources for Munici-
palities. For example the Municipali-
ties A, B and C develop an inter-mu-
nicipal industrial area in the adminis-
trative territory of Municipality C, but
the costs and revenues are shared by
the 3 Municipalities.

Land planning authorities on their side
should offer alternatives to the companies
unable to conciliate production’s require-
ments with sustainable logistics in a high
density industrialized area. “Local sourcing”
is often considered a measure that compa-
nies should adopt in order to reduce the
“length” of the supply chains. 

The respondents were also asked to report
the constraints related to the inclusion of lo-
gistics criteria into official start-up documen-
tation of industrial areas and to indicate their
type, choosing among the following options:
economic constraints, technical constraints,
financial constraints, or “no constraints”.

The largest proportion of all answers has

highlighted tteecchhnniiccaall  ccoonnssttrraaiinnttss, including
llaacckk  ooff  eexxppeerriieennccee in this field in most of the
countries. By setting up a commercial or in-
dustrial activity many aspects concerning the
structure of the supply chain, its extension
and characteristics, in terms of service stan-
dards, are in general ignored by the public
management. Public authorities, supported
by research and education centres (and hope-
fully by a logistics agency or competence cen-
tre), may help in assessing the logistics im-
pacts of a new industrial area. 

As mentioned above, the most serious con-
straints are technical, which is also assessed
in individual countries. The highest technical
constraints have been reported by Poland,
Hungary and Central Macedonia (G2). Crete
(G1) sees no constrains for the implementa-
tion of the measure in its territory, based on
the good experience gained by the esta-
blishment and successful operations of the
industrial zone in the Prefecture of Heraklion.
In addition to medium technical constraints,
Italy has reported also rather high financial
constraints, if logistic activities are submit-
ted to tight environmental regulation.

Figures reported by the public and business
sectors seem to be quite similar, with a hig-
her proportion of “no constraints” reported
by the business sector. 

MMEEAASSUURREE  BB..55
AACCTTIIOONNSS  FFOORR  LLOOGGIISSTTIICCSS  
IIMMPPRROOVVEEMMEENNTTSS

The actions hereafter analysed should aim at
the promotion and development of new op-
timal (sustainable) logistics solutions. The ac-
tions present a target on manufacturing and
logistics companies. First of all the experts
were asked to judge general actions lines.
On a second step they were asked to judge
specific measures.

BB..55..11  GGEENNEERRAALL  AACCTTIIOONNSS

The respondents were provided with a list of
general actions aiming at improvement of lo-
gistics and thy were asked to assess their im-
plementation priority, feasibility, financial
constrains and  organisational / technical con-
strains in their respective countries / areas.
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Table 5
General actions for logistics improvement

According to the reported answers, aallll  pprroo--
ppoosseedd  ggeenneerraall  aaccttiioonnss  hhaavvee  bbeeeenn  ccoonnssiiddeerreedd
hhiigghhllyy  iimmppoorrttaanntt  ffoorr  tthhee  iimmpplleemmeennttaattiioonn. The
respondents have ranked all priorities almost
equally. 

The most important actions concern the field
of ccooooppeerraattiioonn,,  ccoooorrddiinnaattiioonn  aanndd  nneettwwoorrkk--

iinngg  aammoonngg  ccoommppaanniieess. Cooperation, coordi-
nation and networking among companies in
a high competitive business world may have
good chance of feasibility with reference to
vertical integration within the supply chain. It
seems mmoorree  ddiiffffiiccuulltt  tthhee  ccooooppeerraattiioonn  bbeettwweeeenn
ccoommppaanniieess  ccoommppeettiinngg  eeaacchh  ootthheerr  aass  uusseerrss  oorr
ccuussttoommeerrss  iinn  aa  llooggiissttiicc  mmaarrkkeett. Respondents

assigns highest priority to the cooperation
and networking among companies aiming to
achieve economies of scale and the rational-
ization of resources in a market situation,
where demand of logistic services is often
generated by SMEs. SMEs have experienced
a supply chain complexity as never before
due to the widening of their market through

63

33..  BB
IIMMPPLLEEMMEENNTTAATTIIOONNSS

1) Improvement of logistics activities in manufacturing/trading companies by means of better coordination of their suppliers 
and customers; 

2) Improvement of inbound logistics/manufacturing activities in the companies; 

3) Rationalisation of logistics activities by means of networking of manufacturing companies in the field of procurement and sales;

4) Solutions helping manufacturing/trading companies in finding optimal logistics providers and services;

5) Adoption of information and communication technologies (ICT) for managing of logistics activities in manufacturing and logistics 
services companies;

6) Promoting and developing interoperability of logistics information systems (at least among cooperating manufacturing and logistics
services companies); 

7) Cooperation among transport providing SMEs for strengthening their market position and optimizing transport services;

8) Promoting cooperation among companies/regions in order to disseminate best practice solutions;

9) Supporting development (and usage) of open pool palette systems (4PL management of empty palettes, containers, packaging, etc.)
in order to improve sustainability in the field of reverse logistics flows. 
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globalization and diffusion of e-business.
PPuubblliicc  ssuuppppoorrtt  ttoo  ffaaccee  tthhee  ggrroowwiinngg  ccoommpplleexx--
iittyy  ooff  tthhee  ssuuppppllyy  cchhaaiinnss  iiss  nneecceessssaarryy  iinn  oorrddeerr
ttoo  ssttrreennggtthheenn  tthhee  ccoommppeettiittiivveenneessss  ooff  SSMMEEss
iinn  tthhee  ffoorreeiiggnn  mmaarrkkeettss. Cooperation and co-
ordination among public institutions and
agencies for the internationalisation, at re-
gional and national level, good information
about their services, a strong specialization
of these agencies on logistics activities, can
be the necessary condition for a coordina-
tion of different supply chains involving com-
panies in reciprocal competition.
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Figure 21
General Actions for the improvement of logistics:
Priority of Implementation, Feasibility 
and Constraints



It can be acknowledged that the general
measures provided to the respondents in-
clude a high variety of measures to be un-
dertaken. TThhee  ““lleeiitt  mmoottiiff””  sseeeemmss  ttoo  bbee  tthhee
nneeeedd  ffoorr  nneettwwoorrkkiinngg  aanndd  ffoorr  eexxppaannddiinngg  ttrraa--
ddiittiioonnaall  ccoommppaannyy  aanndd  llooggiissttiiccss  ssyysstteemmss
bboouunnddaarriieess. This element could be consid-
ered compliant with the necessity to include
integrated logistics and supply chain man-
agement in the priority topics of logistics
training. In addition to this measure, the issue
of networking and cooperation among com-
panies is covered also by Action 3 (rational-
isation of logistics activities through net-
working among companies) and Action 7 (co-
operation among SMEs transport providers
with a purpose of strengthening their mar-
ket position and optimizing transport serv-
ices). The problem arising with cooperation
among companies is that they fear to lose
their competitive advantages through such
cooperation. Nevertheless non-competing
companies can have huge gains from logis-
tics cooperation. One example is the ddeevveell--
ooppiinngg  ooff  jjooiinntt  llooggiissttiiccss  sseerrvviicceess  iinn  iinndduussttrriiaall
aarreeaass.

Considering actions designed for single com-
panies, the most important one is aaddooppttiioonn
ooff  IICCTT  ffoorr  mmaannaaggiinngg  ooff  llooggiissttiiccss  aaccttiivviittiieess  iinn
mmaannuuffaaccttuurriinngg  aanndd  llooggiissttiiccss  ccoommppaanniieess  (Ac-
tion 5). The supply of ICT systems and ICT-
based services by top logistics providers al-
lows SMEs to enjoy the opportunities of
state-of-the-art information technology.

Therefore the diffusion of advanced solutions
often depends from the level of outsourcing
achieved in the different manufacturing sys-
tems. FFiissccaall  mmeeaassuurreess  pprroommoottiinngg  oouuttssoouurrcciinngg
ooff  llooggiissttiiccss  ooppeerraattiioonnss  bbyy  SSMMEE  mmaayy  hhaavvee  aa
ppoossiittiivvee  eeffffeecctt  oonn  tthhee  aaddooppttiioonn  ooff  aaddvvaanncceedd
IICCTT  ssoolluuttiioonnss. However, in-house implemen-
tation of ICT systems allows companies to
adopt tailored solutions for specific purposes
and avoid standard solutions. An in-house
ICT strategy of improvement anyway testifies
the willingness to innovation. SSuussttaaiinniinngg
SSMMEEss’’  eeffffoorrtt  ttoo  iinnnnoovvaattiivvee  iinn  hhoouussee  ddeevveell--
ooppeedd  IICCTT  ssoolluuttiioonnss  mmaayy  aallssoo  bbee  aann  iimmppoorrttaanntt
ccoonnttrriibbuuttiioonn  ttoo  aann  ooppeenn  mmaarrkkeett,,  wwhhiicchh  oonn  tthhee
ootthheerr  hhaanndd  tteennddss  ttoo  wwiittnneessss  tthhee  ccoonncceennttrraa--
ttiioonn  iinnttoo  IICCTT  bbiigg  vveennddoorrss.. Public support to
ccooooppeerraattiioonn  ooff  rreesseeaarrcchh  cceennttrreess  aanndd  SSMMEEss  iinn
tthhee  ffiieelldd  ooff  IICCTT--bbaasseedd  llooggiissttiiccss (order man-
agement, procurement, tracking and tracing,
etc.) can overcome barriers to the adoption
of ICT.

Despite high organizational & technical con-
strains in almost all actions (slightly lower in
the actions 2, 4, 8) and particularly in the ac-
tions 6 and 7, and high financial constraints
(assessed particularly for Action 5), tthhee  ffeeaa--
ssiibbiilliittyy  iiss  ssttiillll  qquuiittee  hhiigghh.

Concerning the differences among the coun-
tries, Action 8 (promotion of cooperation
among companies for the transfer of best
practice) was particularly highly prioritised
by Slovenia and Hungary; Slovenia and Italy

assigned the highest priority, at all, to the
Action 5 (adoption of the ICT). Italy consis-
tently assigned high priority to Action 6 (in-
teroperability); in Central Macedonia experts
stress, that although ICT systems are very im-
portant for facilitating logistics planning,
many companies still use traditional infor-
mation systems and an improvement is
needed, consistently with the Italian point of
view. Action 3 (networking of SMEs in pro-
curement and sales) was assigned high pri-
orities by Austria and Hungary; Poland seems
to fall with its priorities slightly under the av-
erage of the other countries, with the excep-
tion in Action 8  (cooperation among com-
panies for transfer of best practice). It seems
that Hungary has assigned higher priorities
than other countries practically in all listed
actions, which holds particularly for Action 8
(promotion of cooperation for transfer of best
practices) and Action 6 (promotion & devel-
opment of interoperability). 

Coordination and networking among com-
panies may be implemented by the adoption
of special products of information technolo-
gies, as the “ccoollllaabboorraattiivvee  ppllaattffoorrmmss”. The
mission of the supply chain management
(SCM) is the networking of different enter-
prises. The best way to achieve an efficient
coordination is a strong and flexible ICT net-
work, where enterprises accept common rules
and common procedures. The adoption of
common rules in the supply chain manage-
ment is not the same as sharing physical as-
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sets (ex. warehouses) and physical operations
(ex. transport). High developed industrial re-
gions where congestion is a critical item
stress the cooperation in terms of sharing
physical assets (further than ICT), while low
density industrialized regions assigns prior-
ity to the upgrading of technical equipment
and of logistic knowledge by companies. The
constraints in implementing cooperation and
networking are manly represented by the risk
of losing know how and competitive advan-
tage: this can be in opposition with the need
for transfer of logistics best practices, previ-
ously analyzed. This element can be seen as
a ““cchhaannggiinngg  mmaannaaggeemmeenntt””  pprroobblleemm.

Concerning the differences among the re-
spondents core occupation, the public sec-
tor assigned the highest priorities to Action
3 (improvement of logistics activities in com-
panies) and 7 (strengthening market posi-
tion of the SME transport providers). The
business sector, in contrast, assessed these
actions the lowest of all respondents. The
same apply for Action 1 (improvement of lo-
gistics activities in companies) and Action 6
(interoperability). The business sector,
namely, assigned the highest priorities to Ac-
tion 8 (cooperation among companies for
transfer of best practice) and Action 5 (ICT). 

The respondents were also invited to sug-
gestions for the organisation of the sug-
gested measures, in terms of nature of the
promoting bodies (public, private or public-

private). The first choice expressed by re-
spondents was oonnccee  mmoorree  ppuubblliicc--pprriivvaattee  ccoo--
ooppeerraattiioonn. On one hand the public participa-
tion can ensure funding and the transparency
of the procedures. On the other hand, the
participation of the private sector shall eval-
uate and express the actual needs of logistics
operational improvement and bring into the
operative testing the proposed solutions.

More in detail the questionnaire has listed
several possible roles of public bodies,
namely financing the feasibility studies, test-
ing and full-scale implementation of the ac-
tions, development and implementation of
measures for the listed actions and promo-
tion of the transfer of best practice and edu-
cation, asking the participants to assign pri-
orities.

According to answers,,  tthhee  ppuubblliicc  rroollee  iiss  sseeeenn
aass  aa  pprroommootteerr  aanndd  ffaacciilliittaattoorr,,  iinn  ppaarrttiiccuullaarr  iinn
tteerrmmss  ooff  ffuunnddiinngg  tthhee  ssttuuddiieess  ffoorr  tthhee  aaccttiioonnss
aanndd  tthheeiirr  tteessttss. The fact that the public bod-
ies are not primarily requested to finance the
full-scale implementation of the actions (this
role is assigned lower priority) indicates that
there is also private investment and commit-
ment required. Such investment may also pre-
vent failures in public support as it can en-
sure real companies’ commitment to innova-
tions in logistics and their sustainability af-
ter the test and start up phases. The answers
comply with a general methodology for ap-
plication of new services and measures. The

first step is the feasibility, which is followed
by a pilot operation and completed by eval-
uation. If the later is positive, a full-scale im-
plementation follows. This is also the ap-
proach adopted within the CORELOG pilot
projects.

Public and private cooperation seems to be
the ideal promoter for general actions, with
no particular exceptions for countries and re-
spondents. It is obvious that public promot-
ers and supporters are intended to take part
for those actions that might have a wider
range of consequences. For instance, im-
proving inbound logistics might not imply an
intervention from public sector if related to
specific company cases. Nevertheless the iimm--
pprroovveemmeenntt  ooff  iinnbboouunndd  llooggiissttiiccss  mmaannaaggeemmeenntt
ccaann  bbee  sseeeenn  aass  aa  ggeenneerraall  pprriioorriittyy  iinn  ccoonntteexxttss
wwhheerree  ssuuppppllyy  cchhaaiinnss  aarree  bbaassee  oonn  ssttrroonngg  ssuubb--
ccoonnttrraaccttiinngg  rreellaattiioonnss (such as in Italy). In this
sense ppuubblliicc  mmeeaassuurreess  ttoo  rreedduuccee  ttrraannssppoorrtt
oonn  oowwnn  aaccccoouunntt  aanndd  ffrreeee  oonn  ddeelliivveerryy  bbuuyyiinngg
ssttrraatteeggiieess  ccaann  ppllaayy  aa  ffuunnddaammeennttaall  rroollee  aass  tthheeyy
pprroommoottee  llooggiissttiiccss  oouuttssoouurrcciinngg  aanndd  iinntteeggrraattee
tthhee  vvaalluuee  cchhaaiinn.

CChhaapptteerr  33 FFuullll  rreeppoorrtt::
tthhee  ddeettaaiilleedd  aannaallyyssiiss  ooff  tthhee  ppoolliicciieess
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BB..55..22 SSPPEECCIIFFIICC  AACCTTIIOONNSS

The respondents were provided with a list of
specific actions aiming at improvement of lo-
gistics, as reported in the following table. 

Experts were asked to assess their imple-
mentation priority, feasibility, financial con-
strains and organisational / technical con-
strains in their respective countries / areas.

Compared to the general actions, ssppeecciiffiicc  aacc--
ttiioonnss  aarree  ggeenneerraallllyy  eevvaalluuaatteedd  aass  lleessss  iimmppoorr--
ttaanntt. All actions have been assigned moder-
ately high and practically equal priorities con-
cerning the need for their implementation.
Only the joint transport ordering system was
assessed slightly more important as the re-
maining five actions. Although there are sig-
nificant constraints assessed – in particular,
there are high organisational / technical con-
straints, the feasibility is assessed as medium,
the highest in common warehousing and the
lowest (although not much lower from the
highest feasibility) in joint tenders for pur-
chasing of logistics services. TTeecchhnniiccaall  ccoonn--
ssttrraaiinnttss  aarree  iinn  aavveerraaggee  hhiigghheerr  tthhaann  ffiinnaanncciiaall
oonneess,,  aanndd  iinnddiiccaattee  llaacckk  ooff  eexxppeerriieennccee  aanndd
ggoooodd  pprraaccttiicceess..

Transportation and warehousing represents
more than 50% of the logistics costs. Glob-
alization of the economy and fuel price in-
creases makes transportation of goods wider
and more expensive. Company’s efficiency by
SCM is not the same as the social efficiency
of transport related phenomena such as con-
gestion and pollution. Networking of com-
panies in the form of sharing of physical as-
sets and physical operations presents tech-
nical and economic constraints but it can im-
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1) Joint transport ordering system

2) Joint shipments – integrated outbound logistics optimisation

3) Common warehousing

4) Sub-supply centralisation

5) Joint tenders for buying logistics services

6) Optimised milk-run system

Table 6
Specific actions for logistics improvement



prove both the companies’ economic per-
formance and transport environmental im-
pacts. The specific actions considered by the
questionnaire shifts from a virtual networking
among companies to a physical coordination
of operations. Obstacles are therefore more
evident. 

Concerning the ssuuggggeessttiioonnss  ooff  tthhee  eexxppeerrttss:

• IIttaallyy:: RReeggiioonnee  EEmmiilliiaa--RRoommaaggnnaa and the
IInnssttiittuuttee  ffoorr  TTrraannssppoorrtt  aanndd  LLooggiissttiiccss  ((IITTLL))
bring the example of the mmiillkk  rruunn. The
mmiillkk  rruunn is considered as a primary tool
for the improvement of inbound flows
management in manufacturing compa-
nies. The following figure reports the milk
run concept.
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The milk run application in one company in Emilia-Romagna 
(within the EU project I-Log – Interreg IIIB CADSES NP) brought the following results.

LOCAL-METROPOLITAN AREA BOUNDARIES

BBeeffoorree  tthhee  MMiillkk--RRuunn AAfftteerr  tthhee  MMiillkk--RRuunn

Incoming trucks 14 daily 2 every two days

Waiting time Queque Na waiting time

Trasport cost reduction -37%

Stock turn over +13% (consumption on stock)

On time deliveries 50% 92%

Staff reduction 9 (from 10-12 to 4-5) 6

Extra work 2 hours per day 0 hours per day

Lead time 5 days 2 days



TThhee  aaccttiioonn  jjooiinntt  ttrraannssppoorrtt  oorrddeerriinngg  iinnffoorrmmaa--
ttiioonn  ssyysstteemm  hhaass  aattttrraacctteedd  tthhee  hhiigghheesstt  pprriioorr--
iittyy  ooff  aallll  eexxppeerrttss..  It shall help in:

• Reducing empty runs.
• Better utilisation of transport capacities.
• Reducing costs.
• Backhaul optimization..

The brokering system proposed by Regione
Emilia-Romagna and ITL is a joint transport
ordering information system and it gives so-
lutions to common problems: 

• managing the distributed production ca-
pacity of companies networks and of the
relevant logistics needs.

• creating critical masses of transport and
logistics orders to be interfaced to the
supply side.

• developing economies of scale in the joint
buying of services.

• helping transport providers to improve
vehicles load factor and vehicles routing.

OOuuttssoouurrcciinngg  ooff  llooggiissttiicc  ooppeerraattiioonnss may actu-
ally offer the fastest way to achieve
economies of scale by warehousing and
transportation activities, reducing empty runs
and fragmented routing.
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• IIttaallyy:: RReeggiioonnee  EEmmiilliiaa--RRoommaaggnnaa and the IInnssttiittuuttee  ffoorr  TTrraannssppoorrtt  aanndd  LLooggiissttiiccss  ((IITTLL)) bring
the example of a study they made within the MATAARI project (EU Interreg IIIB MEDOCC)
on a panel of 11 manufacturing companies of an industrial area managed by Con-
sorzio Attività Produttive e Servizi in Modena. The savings that can be gained though
jjooiinntt  ttrraannssppoo  rrtt  aaccttiivviittiieess  aammoonngg  tthhee  ccoommppaanniieess is hereafter reported.

The savings concern both economic savings for the involved companies and transport en-
vironmental impacts reductions (wwiinn--wwiinn  rreessuulltt). On the base of this study, a llooggiissttiiccss  bbrroo--
kkeerriinngg  ssyysstteemm is being developed within the CORELG project, also with a co-financing of the
involved companies.

SSiinnggllee  ccoommppaanniieess AAggggrreeggaatteedd  ddeemmaanndd AAbbssoolluuttee  SSaavviinngg %%  SSaavviinngg

Cost per year 7.548.171 5.748.788 1.799.383 23,8

Kilometers per year 8.071.272 5.533.795 2.537.477 31,4

Time spent per year 131.885h 24 99.636h 54 32.348h 18 24,5

N. of routes per yaer 19.316 11.990 7.326 37,9



33..CC  HHAARRMMOONNIIZZAATTIIOONNSS

This chapter reports on the need for har-
monisation at different levels. First of all it
assesses the harmonisation needs of two
specific measures:

C.1 Harmonising logistics professional knowl-
edge
C.2 Harmonising road carrier regulations

Secondly it assesses the harmonisation needs
for all the measures presented in the
CORELOG survey (11th transversal measure).

MMEEAASSUURREE  CC..11
HHAARRMMOONNIISSIINNGG  LLOOGGIISSTTIICCSS  
PPRROOFFEESSSSIIOONNAALL  KKNNOOWWLLEEDDGGEE

Training, education and the certification of
skills and competences must be provided
through a well-established framework pro-
gramme promoting educational entities, pro-
fessional associations and relevant ministries.
At present, logistics professions are not well-
established, and vary in a significant way from
a country to another one, and also among
single countries. Consequently, some har-
monisation should be taken into account in
order to bbuuiilldd  aa  ccoommmmoonn  rreeffeerreennccee  mmooddeell  ffoorr
llooggiissttiiccss  jjoobbss, sshhaarreedd  aatt  EEUU  lleevveell. Measures
aiming at the promotion of harmonized clas-
sifications for logistics jobs will improve the
overall transport and logistics environment
and the quality of services, giving a more
structured establishment of logistics jobs. 

The survey experts were asked to assess
whether the measure of harmonising logis-
tics professional knowledge has been already
implemented in their countries, and if it was,
whether its implementation was successful.

According to answers provided by respon-
dents to the questionnaire, tthhee  mmeeaassuurree  hhaass
mmaaiinnllyy  nnoott  bbeeeenn  iimmpplleemmeenntteedd  (64% of all an-
swers). Out of the remaining 34% indicating
the presence of implemented cases, there
were about a 6% of successfully imple-
mented cases. This is a significant informa-

tion, giving the perspective of the local de-
velopment of logistics professions in each
country. In fact, national contexts are differ-
ent, and specific labour markets and dynam-
ics have determined the definition of specific
features of the national jobs in logistics. WWiitthh
tthhee  ddiiffffuussiioonn  ooff  oouuttssoouurrcciinngg  ooff  llooggiissttiiccss  aacc--
ttiivviittiieess,,  iinntteerrnnaattiioonnaall  ccoommppaanniieess  iinnccrreeaasseedd
tthheeiirr  pprreesseennccee  iinn  ccoouunnttrriieess  ddiiffffeerreenntt  ffrroomm  tthheeiirr
hheeaadd  qquuaarrtteerr’’ss  oonneess,,  mmeeeettiinngg  ddiiffffeerreenntt  nneeeeddss
aanndd  ssppeecciiffiicc  ddeemmaannddss. HHaarrmmoonniizzeedd  pprrooffiilleess
wwoouulldd  hhaavvee  ffaacciilliittaatteedd  tthhee  iinntteeggrraattiioonn  aanndd  ddiiff--
ffuussiioonn  ooff  eeffffiicciieenncciieess. For this reason, it seems
necessary to promote a shared model for
classifying professions, based on the idea of
eexxcchhaannggeeaabbllee  rroolleess  aatt  EEUU  lleevveell, as for uni-
versity courses with ECTS (European Credits
Transfer System). This system allows students
to attend courses in various universities
abroad and to get recognized at EU scale the
exams and the qualifications awarded, in or-
der to obtain an international profile, based
on the sum of “credits”, a study driver shared
in Europe (equivalent to 25 hours of study).
In the analyzed case, logistics professionals
should meet some shared and formalized re-
quirements, evaluated on common docu-
ments.

Individual countries involved in the survey
have reported significant differences. The
measure has been experimented in all coun-
tries (with the exception of the Greek Crete re-
gion – G1), but in most of them, there are no
successful cases of implementation, except

HARMONIZATIONS
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in Austria and Poland. In some other coun-
tries, the process of harmonisation is in
progress (promotion and implementation of
the ELA standards in certification of logistics
professions), but either in a very early stage,
or implemented only in specific cases. This
issue can be read as an attempt to start the
harmonization process. NNaattiioonnaall  ggoovveerrnn--
mmeennttss  sshhoouulldd  ttaakkee  aaccttiioonnss  ttoo  ffaacciilliittaattee  tthhiiss
pprroocceessss..

Different groups of respondents involved in
assessing the stage of implementation of the
measure, have provided significantly different
answers. The highest proportion of imple-
mented cases has been reported by the rep-
resentatives of public sector (over 60%), but
with no evidence of successfully implemented
actions. Maybe the presence of public com-
petitions for employing workforce helped the
formalization of professional figures, even if
only at local level. Nevertheless this consid-
eration should also be faced to the stated
need for more training in logistics for public
servants. On the other hand, the research
sector has reported a very high proportion
of non-implemented cases, and this can be
considered as a lack of specific roles and of
the low diffusion of logistics research cen-
tres, often derived from economic institutes.
PPrreecciissee  rroolleess  aanndd  ffiigguurreess  ddeeffiinniittiioonn  aallssoo  iinn  rree--
sseeaarrcchh  oonn  llooggiissttiiccss  sseeeemmss  ttoo  bbee  aa  vvaalliidd  aatt--
tteemmpptt  iinn  oorrddeerr  ttoo  ccoonnttrriibbuuttee  ttoo  hhaarrmmoonniizziinngg
pprrooffeessssiioonnaallss..  The low level of successful im-
plementation examples witnesses the need

of further attempts for classifying jobs, to be
carried out in each specific country. The busi-
ness sector has reported on a high propor-
tion of non-implemented cases. The educa-
tional sector shows an answer which can be
compared to the ones given by public sec-
tor. The reason of this behaviour may lie in
the similarities that sometimes recruiting of
professionals in public sector shows if com-
pared in the education sector (e.g. academic
career and similar profiles).

PPrriioorriittyy  AArreeaass  ffoorr  HHaarrmmoonniissaattiioonn  
ooff  LLiicceenncceess  ffoorr  LLooggiissttiiccss  JJoobbss::

The participants in the research were asked
to assign priorities of harmonisation to dif-
ferent jobs in logistics as listed in the ques-
tionnaire (logistics information technology
experts, warehouse operators, truck drivers,
train drivers, production planners and fork-lift
drivers), by ranking them from null (zero) to
top.

The answers show a hhiigghh  pprriioorriittyy  aassssiiggnneedd
ttoo  llooggiissttiiccss  mmaannaaggeerrss  aanndd  llooggiissttiiccss  iinnffoorrmmaa--
ttiioonn  tteecchhnnoollooggyy  eexxppeerrttss. This represent a sig-
nificant piece of information, consistent with
the need for incentives for training of white
collars and middle managers in logistics.
DDeeffiinniinngg  sshhaarreedd  pprrooffiilleess  ccoouulldd  bbee  aa  ffaacciilliittaatt--
iinngg  aanndd  eennaabblliinngg  eelleemmeenntt  ttoo  bbuuiilldd  aa  ffrraammee--
wwoorrkk  ffoorr  llooggiissttiiccss  ttrraaiinniinngg  aanndd  ffoorr  tthhee  aallllooccaa--
ttiioonn  ooff  iinncceennttiivveess  ttoo  llooggiissttiiccss  eedduuccaattiioonn. Mod-

erate priorities have been assigned also to
production planners, warehouse operators
and train and truck drivers. Also this answer
is consistent to the expressed need of logis-
tics training for specific targets. Besides, op-
erative profiles need less formalization of
their profession to get evaluated and hired,
due to the lower complexity of their figure.
However, it is important to underline that for
train and truck drivers it should be necessary
a sort of certification or habilitating license
at EU level: it can be considered as a first el-
ement to harmonize the conditions of such
profiles. In fact, some countries, like Italy, Cen-
tral Macedonia, Hungary and Slovenia have
assigned rather high priorities to truck driv-
ers. On the other hand, Poland apparently
considers low level logistics jobs (truck-,
train- and fork-lift drivers) as less important
to be harmonized.
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Figure 22
Priority Target Groups 
for the harmonisation of logistics jobs 

The highest average priorities in all jobs were
assigned by the Greek Crete region (G1): the
logistics scene in Crete requires a moderni-
sation/harmonisation of the logistics jobs. All
countries have assigned top priorities to lo-
gistics managers and (with the exception of
Hungary) to logistics information technology
experts. Information technology experts play
a key role in creating efficiencies in supply

chains: defining precise profiles could help
in diffusing “best practices” for information
systems diffusion. 

Production planners are ranked rather high in
all countries. There is a rather high priority
assigned to warehouse operators in Austria,
Slovenia and Central Macedonia, maybe due
to the need for regulating operative profiles

to be hired also for temporary jobs in the na-
tional and international labour market.

In assessing the differences among priority
target groups as defined by four groups of re-
spondents to the questionnaire, it should be
underlined that just slight differences were
expressed by groups of respondents. 
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Additional ccoommmmeennttss  related to priority tar-
get groups:

• Answers on this question show that in
the majority of countries there is still de-
mand on knowledge for hhiigghh  lleevveell  ssppee--
cciiaalliissttss  iinn  llooggiissttiiccss and for mmaannaaggeerriiaall  lleevv--
eellss.

• The existing llooggiissttiiccss  IITT  eexxppeerrttss originally
do not have logistics education (it is a
general IT experts). Therefore it is impor-
tant to implement and harmonize a train-
ing programme that will set the criteria,
which a logistics IT expert has to satisfy.

• Surprisingly, pprroodduuccttiioonn  ppllaannnneerrss are a
priority target group too. This issue de-
notes a high level of consciousness of the
importance of logistics issues in produc-
tion planning.

CCoonnssttrraaiinnss  iinn  hhaarrmmoonniissiinngg  
llooggiissttiiccss  jjoobbss::

The respondents were asked to report the
constraints related to the harmonisation of
logistics knowledge and jobs and to indicate
the constraints type, choosing among the fol-
lowing options: normative constraints, tech-
nical constraints, financial constraints, or “no
constraints”.

NNoorrmmaattiivvee  ccoonnssttrraaiinnss  aappppeeaarreedd  ttoo  bbee  rreeaallllyy  aa
sseerriioouuss  pprroobblleemm. They may include lack of
well defined pprroocceedduurreess  ffoorr  lliicceennssiinngg, ccoomm--

pplliiccaatteedd  ssttrruuccttuurreess  aanndd  pprroocceedduurreess  ffoorr  iinnttrroo--
dduuccttiioonn  ooff  nneeww  ssttaannddaarrddss and programmes in
educational sector, llaacckk  ooff  rreegguullaattiioonnss  iinn  tthhee
ffiieelldd  ooff  llooggiissttiiccss  jjoobbss. 

Technical constraints are ranked second, and
they may include ddiiffffiiccuullttiieess  iinn  tthhee  ddeeffiinniittiioonn
ooff  ccuurrrriiccuullaa. In fact harmonisation of logistics
jobs at EU level may suffer from ddiiffffeerreenntt  tteecchh--
nniiccaall  ssttaannddaarrddss  aanndd  llaanngguuaaggeess  iinn  tthhee  EEUU
ccoouunnttrriieess. Financial constraints do not seem
to represent significant problem, even if it is
required an investment in coordinating the
harmonization process. 

Circumstances related to the harmonisation
of logistics jobs substantially differ among
countries, thus identifying on average the
presence of all the types of constraints.
Greece, for example, has reported 100% of
normative constraints in Crete (G1) and al-
most 80% in Central Macedonia. This infor-
mation confirms the un-structured situation
of this country in logistics training and shows
the difficulties in building a formalized lo-
gistics training system. 

Normative constraints appear as the critical
element for the diffusion of the harmonizing
process. It is evident that regulation proce-
dures or guidelines should be given by EU
specific committees, in order to facilitate the
tasks of the single countries. The public sec-
tor reported the smallest proportion of nor-
mative and technical constraints, as for other

measures which were previously described.
This indication can be included in the gen-
eral observations about the presence of some
“formalism” in the public sector. The busi-
ness sector’s opinion is, however, completely
different, and this is a confirmation of radi-
cally different points of view. It reports a very
high level normative (over 70% of all an-
swers) and technical constraints. Financial
constraints, assigned as important by other
sectors, represent no significant problem to
business sector, due to the willingness and
the need for this process to be carried out.
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Figure 23
Experience with the harmonisation 
of Road Carrier Regulations: 
breakdown by countries

MMEEAASSUURREE  CC..22  
RROOAADD  CCAARRRRIIEERR  RREEGGUULLAATTIIOONNSS

In Europe, most of the freight is carried by
road. National legislations concerning road
carriers has to be harmonised with European
laws providing the operators with better and
safer working conditions. 90% of supply chain
related transport operations are outsourced
to logistic providers or forwarders. Generally
speaking, the service providers hire inde-
pendent road hauliers for carrying and deliv-
ering operations. On average, 50% of the lo-
gistic costs are allocated to transport opera-
tions. Due to the increasing fuel prices, trans-
portation’s share on the total logistic costs
are rising. TThhee  qquuaalliittyy  ooff  tthhee  ttrraannssppoorrtt  sseegg--
mmeenntt  iiss  vveerryy  iimmppoorrttaanntt  ffoorr  tthhee  ccuussttoommeerr’’ss  ssaatt--

iissffaaccttiioonn. HHiigghheerr  ccuussttoommeerr’’ss  rreeqquuiirreemmeennttss  ffoorr
ffaasstteerr  aanndd  mmoorree  rreelliiaabbllee  ttrraannssppoorrtt  sseerrvviicceess  eexx--
eerrtt  aa  ssttrroonngg  pprreessssuurree  oonn  ccoossttss  aalloonngg  tthhee  wwhhoollee
ssuuppppllyy  cchhaaiinn  bbuutt  iinn  ppaarrttiiccuullaarr  oonn  ssmmaallll  rrooaadd
ttrraannssppoorrtt  eenntteerrpprriisseess  aanndd  iinnddeeppeennddeenntt  rrooaadd
hhaauulliieerrss.. The danger of deterioration of the
quality and safety of road transport is high,
in particular in the international freight car-
rier market. Long driving hours, inaccurate
vehicle maintenance, unsatisfactory technical
standards by carrying dangerous goods are
among the most diffused bad practices. UUnnffaaiirr
ccoommppeettiittiioonn  bbeettwweeeenn  rrooaadd  hhaauulliieerrss  ooff  ddiiffffeerr--
eenntt  ccoouunnttrriieess  wwiitthh  ddiiffffeerreenntt  rreegguullaattiioonnss  iiss  aa
bbiigg  iissssuuee.. In order to avoid the deterioration
of quality and safety of the road transport and
stop unfair competition, a hhaarrmmoonniizzaattiioonn  ooff
tthhee  ddiiffffeerreenntt  nnaattiioonnaall  lleeggiissllaattiioonnss  sseeeemmss  ttoo  bbee
aann  uurrggeenntt  ttaasskk  ffoorr  tthhee  ggoovveerrnnmmeennttss, if the Eu-

ropean based companies aim to enforce the
competitiveness of their supply chains.  

The participants in the investigation were
asked to indicate, whether the measure has
been already implemented, and if it was,
whether its implementation was successful.
57% of negative answers provided by re-
spondents, and a very low proportion of suc-
cessfully implemented experiences (only 1%),
indicate that tthhee  mmeeaassuurree  hhaass  nnoott  bbeeeenn  iimm--
pplleemmeenntteedd.

As shown in the following figure, only Slove-
nia has reported some successfully imple-
mented actions. The remaining six countries
have reported substantial proportions of
“non-implemented” answers, which particu-
larly applies to Crete (G1) and Italy.
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Figure 24
Priority issues to be harmonised 
at EU level in road carriers’ regulations

The business sector representatives submit-
ted the highest number of negative answers
(measure non-implemented), with no indica-
tion of successful implementations. The pub-
lic sector representatives reported the high-
est proportion of implemented measures and
the lowest proportion of non-implemented
measures. The gap between the answers of
those groups of respondents could indicate
that the implemented measures has been
perceived by the business sector as unsatis-
factory or with very low effect on usual prac-
tices.

The participants in the investigation were also
asked to assign priorities to the issues to be
harmonised. These issues were working days
and hours, fuel taxation for the hauliers, taxes
for environmentally friendly vehicles and in-
surance (risk coverage). 

As shown in the following figure, the re-
spondents have assigned ttoopp  pprriioorriittyy  ttoo  tthhee
eennvviirroonnmmeennttaall  iissssuueess,,  nnaammeellyy  ffiissccaall  mmeeaassuurreess
rreedduucciinngg  ttaaxxeess  ffoorr  eennvviirroonnmmeennttaallllyy  ffrriieennddllyy
vveehhiicclleess. Working time (hours and days) was
ranked second, still with a high priority, be-

ing followed by fuel tax reduction for hauliers.
Insurance (risk coverage) is ranked last, with
moderate priority. Strikingly the respondents
seem to give priority to uurrbbaann  rreellaatteedd  ttrraannss--
ppoorrtt  ooppeerraattiioonnss  aanndd  ttoo  ppoolllluuttiioonn  pprroobblleemmss
ccaauusseedd  mmaaiinnllyy  iinn  tthhee  uurrbbaann  aanndd  mmeettrrooppoolliittaann
aagggglloommeerraattiioonnss. Working time issues are typ-
ical for long distance transport operations
but for fast delivery short distance operations
too. Respondents have recognised to this is-
sue a high priority. 
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The countries involved in the investigation,
however, have assigned priorities according
to their specific issues and needs. Hungary,
Austria and Slovenia assigned high priority
to working time. The highest priority on en-
vironmental issues was assigned by Poland,
which is closely followed by Slovenia and Aus-
tria. Central Macedonia assigned the highest
priority to insurance (risk coverage). The issue
is highly prioritised also in Italy and Crete. 

In analyzing the answers submitted by the
groups of respondents, it should be outlined
that the business sector assigned almost
equally high priorities to taxes for environ-
mentally friendly vehicles, fuel taxation and
working time. In case of fuel taxation and in-
surance, their priority is higher than in any of
the other groups. 

Environmental issues (tax on environmentally
friendly vehicles) are most promoted by the
public sector and by the representatives of
the educational sector. Research sector, in
contrast, assigned the highest priority to
working time. 

The environmental priority is highly marked
by both individual countries and experts cat-
egories, which indicates a high awareness of
the negative impact of transport. But meas-
ures on taxation should have important con-
sequences on fleet renewal by small compa-
nies, supporting their investments in lower
emission vehicles.

Concerning the working time (days and
hours), there are several issues to be harmo-
nized

• Road transport contracts which do not
comply with the CRM Convention

• There are differences in overall taxes
among countries and in charges for en-
vironmentally friendly vehicles

The respondents were finally asked to report
the constraints related to the harmonisation
of road carrier regulation, and to indicate their
type, choosing among the following options:
economic constraints, technical constraints,
financial constraints, or “no constraints”.

NNoorrmmaattiivvee  aanndd  tteecchhnniiccaall  ccoonnssttrraaiinnttss  ppllaayy  aann
iimmppoorrttaanntt  rroollee. The presence of “No con-
straints” was reported by less than 10% of all
answers. A matter of concern may be the llaacckk
ooff  ttrruusstt  iinn  tthhee  ccaappaacciittyy  ooff  ccoonnttrrooll  oonn  tthhee  rreegg--
uullaattiioonn’’ss  ccoommpplliiaannccee.

Similarly as in all other measures, the public
sector reports rather lower constraints (with
the exception of normative constraints) and
rather higher proportion of answers “no con-
straints” than the other sectors do. 

It should be pointed out that the considera-
tion of the constraints depends on the knowl-
edge on the implementation of the regula-
tions. Normative and financial constraints are
high and the measure has generally not been

implemented yet. 
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33..DD FFIINNAALL  EEVVAALLUUAATTIIOONN::  
NNEEEEDD  FFOORR  HHAARRMMOONNIISSAATTIIOONN  
OOFF  LLOOGGIISSTTIICCSS  MMEEAASSUURREESS
AATT  TTHHEE  EEUU  LLEEVVEELL

The respondents have chosen iinntteerrmmooddaall
ttrraannssppoorrtt  iinncceennttiivveess  aass  tthhee  mmoosstt  iimmppoorrttaanntt
ffiieelldd  ttoo  bbee  hhaarrmmoonniizzeedd (they also assigned
the top priority to it as they did when asked
to judge the importance of the single meas-
ure). Regulations in the field of SSS and MoS,
Logistics criteria as part of spatial planning
procedures and Regulations for establishing
logistics agencies were assigned medium pri-
ority. 
It could seem that disparity of intermodal in-
centives in the EU countries has been per-
ceived as the most significant constraint in
the logistics driven freight transport market.
Nevertheless, looking at the respondents’ an-
swers concerning subsidies to intermodal
transport in the first chapter of this book, they
clearly assigned to the infrastructural issues,

as the implementation of network and nodes,
the highest priority. 53% of respondents did
not find any implementation concerning in-
termodal subsidies in their countries. So it
seems reasonable to understand the priority
assigned to intermodal transport incentives
as a pressure to completion of the European
railway infrastructure, with seamless techni-
cal interoperability and harmonization of rules
and procedures. The second highest ranked
harmonization measure is the llooggiissttiicc  pprroo--
ffeessssiioonnaall  kknnoowwlleeddggee. There is a clear per-
ception of the huge disparities between coun-
tries as the diffusion of best practices and
training standards  regards. Paneuropean lo-
gistics require the same quality and efficiency
standards along the entire supply chain.
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Figure 25
Need for harmonisation 
of logistics measures at the EU level
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DDiissccllaaiimmeerr
Neither the project partners nor any of their officers, employees, agents, contractors shall be responsible or liable in negligence
or otherwise howsoever in respect of any inaccuracy or omission herein. Without derogating from the generality of the informa-
tion of this publication, the project partners, their officers, employees, agents and contractors shall not be liable for any direct or
indirect or consequential loss or damage caused by or arising from any information or inaccuracy or omission herein.


