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Political Stability and Transportation
within Euro-Mediterranean
Countries: A Foreword to the
Thematic Issue

METIN GANCI
Okan University, Turkey

Political stability is the main issue in transportation geography to en-
able a liberal goods flow in cross border trade. Nowadays a new tran-
sition is being witnessed in the Mediterranean basin, starting from
Tunisia and expanding through Egypt, Libya and surrounding coun-
tries. In the case of political equivocacy situations three main sub-
jects come Into prominence: energy, communication and transporta-
tion. These three subjects are vital not only for regional economies,
but also for wider geographies.

Because of these conditions some risks occur both for countries’
internal policies and for international stabilities in a 600 billion dol-
lar market. Until gaining political stability and regenerating regional
economies, it is inevitable for Mediterranean countries not to be af-
fected by existing conditions.

From the transportation aspect, fluctuations in political conditions
result in economical crisis. These crises cause dwindling of business
volumes in the transportation sector as well as the economy sector in
the short term. Decrease in freight volume negatively affects shipping
industry, ports, all transportation operators, relevant business areas
and their employees. Some activity subjects in the sector are observed
to be irrevocably affected by the crisis.

On the other hand, as in all other crisis types, the existing cri-
sis conditions create some new challenges for surrounding countries.
Especially for the new governance in these countries, there is an im-
portant need for a new roadmap of the transportation sector to obtain
integration with the global economy.
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At this stage, the main obstacle to cross-border trade is the har-
monization and the standardization subject of the customs system to
simplify the goods flow. The reciprocal harmonization of the cus-
toms work processes of the Mediterranean basin with the European
region is a part of accelerating the goods flow. In the harmonization
process, developing standard work procedures for all processes related
with transportation system infrastructure, vehicles, freight and drivers
is required. Although some countries do cover some ground in simpli-
fying, harmonizing and standardizing work procedures, unfortunately
this is still not enough in full.

A huge amount of transportation is carried out by sea transporta-
tion in the Mediterranean basin. Because of this, to regularize goods
flow with minimum waiting times, improvement is needed in all pro-
cesses from ports’ physical land usage to information technologies.
Container shipping and Ro-Ro transportation issues also stand out
in front of regular sea transportation. The entire process of freight
from origin to destination needs to be handled together in sea trans-
portation. One of the main transition factors in accelerating goods
movement is the transformation of container and Ro-Ro transporta-
tion to a transport chain by integrating with other transport systems.
Generating of combined transportation depends on developing main
relations in logistics and transportation related with technology, qual-
ified man power, port infrastructure, etc.

This situation obliges one to have an environment that functions
propertly, regularly and continuously for the transportation sector, with
internal and external dynamics in a wide geographic area, starting from
the Mediterranean basin and spreading to Europe, Asia, Africa and the
Middle East.

The main aim of shippers and receivers is to have freight on time
and non-damaged, while logistics service providers” aim is to have a
high standard service quality. Realizing these aims will have an impor-
tant role in the economic development of countries. For the Iogistics
service providers, it is not enough to have an appropriate freight trans-
portation system; perpetuity must also be ensured in order to solve
local and international problems quickly and permanently.

The competitive structure of the sector necessitates high perfor-
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Political Stability and Transportation within Euro-Mediterranean Countries

mance work plans to perform long term collaborations in customer
relations, instead of one-time transportation agreements. In order to
achieve this, the development of business structures with a qualified
labour force, quality based solution approaches, information technol-
ogy based processes and innovative business analysis are all significant.

Lastly, one of the main obstacles to the improvement of cross bor-
der trade and harmonisation and standardisation of subjects is that
of illegal migration. Especially the migration to the Euro region is a
considerable issue facing the liberalising of transportation and trade
in the region. To prevent the illegal migration from the Mediterranean
basin to the developed countries, instead of one side studies, mutual
and multi dimensional efforts should be undrtaken.
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Introduction to the Thematic Issue:
What Is the Future Scenario for
Transport in the Mediterranean
Region?

VITTORIO TORBIANELLI
University of Trieste, Italy

KEY ISSUES CONCERNING THE FUTURE OF TRANSPORT

IN THE MEDITERRANEAN REGION: FROM

AN OVERVIEW TO DETAILED ANALYSIS
In a year like 2011, characterized by important events that concern the
southern and eastern part of the Mediterranean region, It is NOt easy
to imagine what the future has in store for this area even in terms of
commercial relations and consequently transport.

Yet, this is precisely what has urged us to investigate this topic in
this thematic issue of the International Journal of Euro-Mediterranean Studies,
which endeavours to answer the question “What does the future have in
store for freight transport and logistics in the Mediterranean region?’

The current global geoeconomic situation is bringing about new
perspectives for the Mediterranean region in terms of trade flows and
transport and logistics networks, especially with reference to maritime
transport — but not exclusively.

From an evolutionary perspective, it is worth investigating the
trends that are most likely to influence transport and logistics in the
Mediterranean area in many different ways over the next few years.

We asked ourselves a few questions, which were to be tackled not
only from a strictly technical perspective focused on transport, but
rather keeping the wider picture in mind, which meant considering
the future of transport in the Mediterranean region as an opportu-
nity to analyse and anticipate a wider scenario. To be specific, these
are the questions behind this edition: Which role will logistics and
trans-Mediterranean transport play in supporting trade and sustain-
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able development in emerging countries (and in particular in North-
ern Africa and the Middle East)? How will economic geography and
the related traflic routes change? Which will be the new drivers in the
logistics competition between Mediterranean regions and what will
the regional specialisations be? What will ports, cargoes, transport
technologies, costs, human resources, logistics networks and supply
chains be like> What prospects will there be for investors? What fi-
nance and governance frameworks will there be for infrastructures and
services? What regulation and governance frameworks will there be for
transport security, safety and sustainability in this area? What chances
will there be for the development of trans-Mediterranean land-bridges
(e. g. the Adriatic—Baltic corridor)?

THE REFERENCE FRAMEWORK: FROM BARCELONA

(1995) TO THE PARLIAMENTARY CONFERENCE

OF THE UNION FOR THE MEDITERRANEAN (UfM)

ON TRANSPORT (ROME 2011)
Before presenting the contents of this thematic issue, it is important
to define a reference framework to which the papers’ research contents
have to be ascribed.

Mediterranean transport is obviously an extremely wide topic and
it is directly linked to the issue — that we do not wish to discuss here —
of the Euro-Mediterranean policy concerning the Barcelona process,
of the cooperation policies among the Mediterranean countries of the
Maghreb and the eastern Mediterranean area, and of the idea of creat-
ing a free trade area, not to mention the future geopolitical scenarios,
which are uncertain at present.

It is clear that much of what will happen in transport depends on
the evolution of the originating process, which seems to have slowed
down in the last few years.

Yet, it must be pointed out that the 1995 Barcelona Declaration
stresses ‘the importance of developing and improving infrastructures
by establishing an efficient transport system’ and that ‘eflicient inter-
operable transport links between the Eu and its Mediterranean Part-
ners and among the Partners themselves, as well as free access to the

market for services in international maritime transport, are essential
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to the development of trade patterns and the smooth operation of the
Euro-Mediterranean Partnership!

In order to understand the scenario created by the challenges posed
by a ‘Mediterranean transport policy’ it is worth looking at the recom-
mendations made by the latest Parliamentary Asssembly of the Union
for the Mediterranean (ufm), which took place in Rome on 4 March
2011, that is at a time of geopolitical turmoil for that area (Parliamen-
tary Assembly of the Union for the Mediterranean 2o11).

The starting point of the recommendations is ‘the risk of a deteri-
oration in the economic and financial situation in the entire Mediter-
ranean region, given the impact of the social and political events
in various countries of the region on prices of raw materials and
food’ and the disapproval of the ‘lack of progress in establishing the
Euro-Mediterranean Transport Networks, despite the commitment
expressed by the Euro-Mediterranean Partners in this respect!

In general, the recommendations made by the parliamentary as-
sembly concern the need to ‘put at the centre of the future transport
policy of the region the correlation between the Trans-European net-
work policy and the envisaged Trans-Mediterranean Transport Net-
work! In particular, ‘a Euro-Mediterranean integrated and multimodal
transport helping to strengthen trade between the Eu and Mediter-
ranean partners and between partners themselves’ is envisaged, as well
as the ‘enhancement of the integration and cohesion of infrastructure
networks by providing a transportation network well connected and
interoperable between Southern Mediterranean countries and between
those countries and the Eu.

From a political point of view, it is recommended that a trans-
port policy in the Euro-Mediterranean region should be supported
through ‘not only financial criteria, but also economic, social and ter-
ritorial cohesion and in particular the needs of territorial planning
and sustainable development criteria, while paying ‘special attention
to cross-border connections, and the need for better connections be-
tween inland regions and coastal areas/

A closer connection between the European Union policies and
those of other Mediterranean countries is encouraged and this goal
can be achieved also through ‘the connection of the Trans-European
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Transport Networks (TEN-T) with the Trans-Mediterranean (MRT-T)
and for the development of innovative and flexible financing instru-
ments. Making reference to the Eu policy based on financing corri-
dors, the conclusions of the assembly state ‘the need for a higher al-
location of funds, including through public-private partnerships, for
priority infrastructure projects and the development of maritime, land
and rail corridors in the Euro-Mediterranean region!

The role of human resources is considered fundamental and thus
‘particular attention to ensure equitable training of human resources
for transportation and for harmonizing technical and operations rules
between countries’ is required.

The articles published in this thematic issue are to be ascribed to
this general framework. If placed within a wider picture, the answers
that emerge from the submitted research papers provide a scenario that,
although somewhat fragmented, is evenly distributed in geographical
terms and capable of bringing to the fore some key issues.

IMPORTANCE OF ISSUES CONCERNING MARITIME

TRANSPORT

Spetial Attention to Maritime Transport
Maritime transport clearly is the most important topic, also because
of the number of papers covering this sector. We cannot forget that
the Mediterranean basin is a strategic world transport area, and in
particular the Suez Canal, which represents the shortest route between
East and West; it accounted for 8% of the world seaborne trade in
2009. The maritime theme, besides being linked to the economic as-
pects concerning the development of commercial opportunities, is also
closely linked to environmental issues. By way of example, consider
what the conclusions of the assembly held in Rome state: ‘the objective
is to avoid the transport by sea of hydrocarbons in the Mediterranean
resulting in a new “Erika” or “Prestige” in a closed and ecologically
fragile sea and, in this context, a new regional project should bring
together the main prevention measures. The issue of greenhouse gas
emissions is also considered relevant.

A research topic discussed by various authors is the role played

by the legal and institutional systems in the development of maritime
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transport. Consider how many articles focus on the need to reform
the port systems of the Mediterranean countries of Northern Africa
and on the opportunities provided by importing port policies models
(for example from the Far East countries) — see the article on port-
devolution in Libya. The topic of port reform appears to be a core
issue also for countries located in the northern part of the Mediter-
ranean Sea: for example, according to the paper on the Spanish port
reform, Spain has only recently adopted a port reform framework that
is in line with a full exploitation of the logistics potential of the coun-
try. A specific focus on port management models is put forward also
for the cruising sector, which is very dynamic in the Mediterranean
Sea. This article points out the fact that legal frameworks that al-
low private management of cruise terminals favour efficiency increase.
However, legal frameworks cannot work at national levels only. Some
issues, like the regulation of greenhouse gas emissions made by ships
must be considered from a wider, trans-Mediterranean perspective, as
is clearly explained in the paper on this topic.

Other articles deal with the transport evolution scenario in the
Mediterranean region in more general terms and bring to the fore
some geographical and organizational aspects of the international lo-
gistics business, while pointing out — through a model applied to a case
study — the fundamental issue of choosing between Mediterranean
ports and northern European ports.

An Overview of Maritime Transport in the Mediterranean Region:

Recent Trends
It goes without saying that the maritime transport framework of the
Mediterranean region is certainly undergoing a deep transition phase
(Laroche 2010). It is worth taking a look at some events that took place
in 2010 to understand which phenomena are taking place, regardless of
what will happen in the southern Mediterranean countries in the next
few years.

There seem to be three main aspects:

* ‘Motorways of the Sea’ (M0s) development;
» the ‘battle’ for transshipment in the container sector and in par-
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ticular the role that the southern side of the Mediterranean Sea
Is acquiring;

* the issue of gates to Europe and the reduction of environmental
costs after the crisis, with new prospects for some areas (i.e.

upper Adriatic Sea).

Motorways of the Sea
The growth of maritime integration between eastern and southern
Mediterranean countries and the northern side depends basically on
the development of the ‘Motorways of the Sea’ (MOS), as is well
known.

An 1PEMED report issued last year stated that between 2005 and
2020 there is likely to be a growth that could amount from twice to
four times the present flow levels, depending on future scenarios, but
in order to support such a potential the integrated policy of Euro-
Mediterranean maritime transport should be strengthened, whereas at
present it is left up to regional projects (Abeille and Weiger 2010).

In 2010 some results were achieved in this sector through the pilot
projects launched within the framework of the Euro-Mediterranean
transport program MedaMos of the Eu, which aims at creating a ba-
sic network of north-south relations (connected by a combined rail
transport network) through an international partnership of various
stakeholders (operators, ports, customs, ministries) involved in the lo-
gistics chain.

The Development of Hub Ports

As for international container traffic and the role of the Mediterranean
region as world hub, the situation is evolving and the role played by
the African side in transshipment is becoming greater. According to a
study carried out by Eurispes (Eurispes 2010), container transshipment
traffic in the Mediterranean region is estimated to increase by about 5
million TEU (+25.2%).

Speaking of transshipment, this was the situation in 2009 in terms
of relations between the Mediterranean Sea and northern Africa: Port
Said ranked first with 3 million and 258,000 TEU (+1.7% compared to
2008), Algeciras (Spain) ranked second with 3 million and 42,000 TEU

A X A X AKX A A K AN, uEms



What Is the Future Scenario for Transport in the Mediterranean Region?

(—8.4% compared to 2008), Gioia Tauro ranked third with 2 million
and 857,000 TEU (—17.6% compared to 2008), Malta ranked fourth
with 2 million and 330,000 TEU (—0.1% compared to 2008), and then
there was Tangier with 1 million and 240,000 TEU, but with an out-
standing increase of 35.6% in comparison with 2008, which is likely to
grow further in view of the huge volume of investments planned for
this port of call.

The competition of African ports, for example for Spanish ports
specialized in transshipment, became a fact in 2010, when the Tangier-
Med terminal (Sastre Sebastidn 2010, 7) began to take some ship ser-
vices away from the port of Valencia that had previously carried out
transshipment (with an estimated yearly loss of 50,000 TEU). This sit-
uation is a major challenge for ports located on the northern side of
the Mediterranean Sea that carry out transshipment — and for unions
too — in terms of productivity and terminal operation costs, which
in Spain are estimated to be 65% of the overall costs of the navigation
line for a port of call, whereas in Tangier-Med such costs are estimated
to be 40% lower than in Valencia.

In order to understand the full competitive potential of the south-
ern side of the Mediterranean Sea, it is worth mentioning some com-
parative data on costs that concern Italy and other southern Mediter-
ranean ports with reference to 2010. Data have been supplied by ter-
minal operators that work in both markets. The new southern ports
offer much more competitive performances in many respects: in terms
of productivity per hour (Gioia Tauro moves 21—23 containers per
hour, Port Said 30), of average labour cost per hour (workers: € 22.1 in
Gioia Tauro, € 1.9 in Port Said and € 3.1 in Tangier; employees: € 22.9
in Italy, € 10.1 in Egypt and € 7.1 in Morocco) and of the total cost
for moving a ship of 2,000/7,000 TEU (piloting, towing, mooring and
taxes ), which in Gioia Tauro would be 25% higher than in Port Said
and 500% higher than in Malta (Eurispes 2010).

Finally, the ‘development areas’ policy and the ‘added value’ cre-
ation policy in ports have continued to be pursued in Africa, for ex-
ample in Morocco and Tunisia; by way of example, in 2010 in the port
of Rades a procedure was started for the concession of a plot where a
logistics area of about 35 hectares could be created and managed.
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Interest in New Port Gates on the Mediterranean

Northern Coast
The Mediterranean Sea is obviously not only a transshipment sea.
Among the phenomena that emerged in 2010 in the port container
sector there was a growing interest in the opportunity to use southern
European gates to serve central and eastern Europe — to replace part
of the northern European gates — and in particular gates closer to the
eastern part of the Mediterranean Sea and therefore to Suez.

The reason for this is the growing sensitivity that carriers operating
in the container sector are showing towards reducing route lengths,
navigation time and fuel use.

This explains the interest in the southern gates, which are more
convenient than northern European gates: navigation time is 5—6 days
shorter (in all directions) and this would make up for speed reduc-
tion. Lastly, in terms of environmental sustainability, a container that
starts off in Suez and reaches Munich through the upper Adriatic Sea
rather than through Rotterdam reduces co, emissions between Suez
and Munich by 135 kg/ TEU if transported through ship/ rail (Venice
Port Authority 2010).

Because of this, the region where the northernmost part of the
Mediterranean Sea wedges into the European hinterland, that is the
upper Adriatic Sea, is a maritime traffic gate with a huge potential not
only for the whole of central Europe, but also for northern Europe. In
Monfalcone, which is located close to Trieste, the northernmost port
of the Mediterranean Sea, an important banking group (UniCredit)
along with a world class container terminal operator (APM), has put
forward the idea of creating a new big container terminal with a 2.5
million TEU capacity to host large dimension ships and serve eastern
and central Europe (including Bavaria) mainly by rail (Drewry Ship-
ping Consultant 2010). Such a proposal is extremely innovative also be-
cause it is made by private operators and with investments that would
include only a partial State contribution.

With reference to the ‘upper Adriatic gate, in 2010 the works that
should enable a series of infrastructures of the TEN priority project,
known as the ‘Baltic—Adriatic axis, to be acknowledged as part of the
core network of the ‘Extended Trans-European Network” have reached
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an advanced level. This would also be a recognition of the role of
the Adriatic port gate as a fundamental system for relations between
southern and northern Europe.

THE FUTURE OF OTHER TRANSPORT SYSTEMS:

AIR, ROAD AND RAIL
Although the articles of this thematic issue concentrate on maritime
transport, which is perceived as the Mediterranean transport mode par
excellence, the other transport modes cannot be neglected because of the
extremely important role they are playing and could play in this region.

In order to make up for this, the following paragraph will shortly

outline some topics concerning air, road and rail transport systems
within the transport policy of the Mediterranean region.

Air Transport

The assembly of the ufm that met in Rome in 2011 stressed once again
the aim of developing ‘air travel potential’ in Mediterranean relations.
However, air transport poses some problems in terms of integration in
view of the ‘Euro-Mediterranean Aviation Area. According to the rec-
ommendations of the parliamentary assembly that met in Rome, ‘air
transport plays a very important role, owing in particular to the de-
velopment of tourism and the mobility of immigrant populations; the
objective is to improve airport capacity and integrate air traffic man-
agement systems with a view to creating of the Single European Sky.
These measures will be supplemented by the possible conclusion of
“Open Sky” agreements between the Eu and the Mediterranean part-
ners concerned and by participation in the European Aviation Safety
Agency!

In general, as various authors have been pointing out for some time,
a decisive drive for the development of aviation must come from the
national policies of the non-eu Mediterranean countries too. These
are the mentioned goals: restructuring and privatising flag carriers,
liberalization of air traffic rights and market access, modernization
and privatization of major airports, introducing competition in air-
port ground-handling and modernization of air traffic control and
safety/security.
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Domestic reforms are essential to prepare for regional integration,
while regional integration is to be used as an ‘anchor’ for domestic
reforms.

As for the creation and implementation of new scenarios for ‘air
transport relations’ between the EU and the non-Eu Mediterranean
countries, there are models that have worked, starting from the Eu—
Morocco Agreement. As is well known, this comprehensive aviation
agreement, that became effective in December 2005, set down the appli-
cation of the 3rd and 4th ‘freedom’ with unlimited frequency in both
directions in phase 1 and the application of the basic acquis package,
extended to the sth freedom, on the part of Morocco in phase 2. The
package included safety, passenger rights, ground-handling, competi-
tion policy, ATM/ Single European Sky and the environment (noise)
(Miiller-Jentsch 2006).

Anyway, in spite of the progress made especially in regional inte-
gration and in bilateral agreements between the EU and non-EU coun-
tries (i. e. the agreement with Jordan in 2010), there is still a long way
to go to create a Euro-Mediterranean ‘open sky framework!

Road and Rail Transport
In general, the topic of road and rail transport is far-reaching and
it concerns various operational levels (infrastructures, administration,
safety, etc.) and various geographical levels (from the macro-regional
to the urban level).

As far as the main priorities in infrastructures are concerned —
an aspect we would like to bring to the fore — it is self-evident that
they are basically found in areas located on the southern side of the
Mediterranean Sea.

As for road transport, we would like to draw attention to the
project concerning the motorway interchange of the southern side
(which will have to be integrated with the interchange for the pro-
duction of photovoltaic electricity); it has been slowed down because
of financial and political reasons, but it remains an ideal background
for numerous partial works meant to connect the motorway along the
coast. A case in point is the 1,700-km-long motorway that should con-
nect Egypt to Tunisia across Libya along the via Balbo. According

to the press, the estimated cost (certainly rounded down) is 3 billion
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Euro. However, there is some pressure (and it is becoming all the more
relevant in political terms) for the development of trans-saharan con-
nections that should make it possible to connect the coast and its ports
with the resource basins in the sub-Saharan belt.

It is worth remembering some complex infrastructural projects that
aim at creating a land (rail and road) connection between Europe and
Africa.

The first is the tunnel between Spain and Morocco, which has
recently been seriously brought to the attention of politicians again
(after the first project proposals made in the 1980s) also thanks to
the progress made in tunnel technologies. The second, which is still
wishful thinking, is the project for a tunnel between Sicily and Africa
(about 150 km).

Railway is considered as a real option for internal connections on
the southern side: for example, the parliamentary conference held in
Rome hopes that there will be the opportunity to ‘relieve the congested
waterway of the Mediterranean through the rapid implementation of
a powerful railroad from Rabat to Cairo for environmentally friendly
transport of goods and passengers, as well as to review the ENP to the
effect of eradicating any barriers here while improving the investment
security and rule of law!

If you analyse the priority investment programme 2009—2013 put
forward for the Mediterranean region (ufm), you will see that besides
tunding for various ports, there are various rail projects that are rel-
evant for the Mediterranean region: for example, the fast speed train
link Casablanca — Tangier (Morocco) and the doubling and electrifica-
tion of the Tunis Ghardimaou railway line (Tunisia), besides a railway
link between the Syrian border and the borders with Iraq and Saudi
Arabia (Jordan).

Within a modern action plan for the creation of an advanced and
open transport system in the Mediterranean area, trains should not be
disregarded, not even in the countries on the southern side.
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A Look at Euro-Mediterranean
Countries from a Trade Logistics
Point of View

SINAN FIKRET ERK
Cukurova University, Turkey

THE PROCESS OF GLOBALIZATION and the importance of the ge-
ographical areas have shifted focus towards the Mediterranean coun-
tries. This focus, without concentrating solely on Europe, has allowed
other sea sharing nations to be collaborating. In terms of the Euro-
Mediterranean (EuroMed) process we see this on multiple levels
(cultural, trade, academic, etc.). In terms of international trade logis-
tics, similar actions are in dire need for development. Looking at the
countries that share the Mediterranean and their logistics capacities,
the research at hand aims to review individual country performances
in terms of logistics income in the Mediterranean region with regard
to recent trends and opportunities. The countries concerned in this
study are Albania, Croatia, Cyprus, Egypt, France, Greece, Israel,
Italy, Malta, Morocco, Slovenia, Spain and Turkey.

INTRODUCTION
Opver time, local markets, international markets and between country
relations have become an area of vital importance. Hence, one can
observe the basic importance of international marketing through the
hot world of international markets a being global economy and ‘glob-
alization. Internationalization, or what has shifted through the term
globalization, has also been integrated and well established into the
field of marketing itself. To better define a standpoint of looking at
marketing from this point of view, a definition of global and inter-
national marketing is needed. Briefly when we consider the term of
global marketing we see that global marketing is: ‘marketing by a firm
on a worldwide scale! On the other hand, when we look at the defi-
nition of international marketing we see that: ‘Marketing is concerned
with developing and managing trade across international boundaries.
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The clearest point lying between the difference stands within the elab-
oration of the terms. A global marketing approach sometimes conveys
the view that the firm’s marketing is performed in essentially the same
way globally. A company’s global marketing strategy and practice can
be far more complex, and adaptations can be based on global differ-
ences that are clearly within the broad scope of global marketing. On
the other hand, international marketing may involve efforts that span
multiple countries, but where countries do not differ significantly on
a cultural dimension as much as on other characteristics (Dacko 2008,
231, 278). In terms of international marketing and in terms of inter-
national trade logistics, historically the importance of the European
continent and the Mediterranean bordering countries has been vast.
To elaborate on this matter, it can be said that the interdependency of
countries bordering on the Mediterranean Sea and their place in terms
of trade has been of great importance.

Marketing by definition deals with the performance of activities
that seek to accomplish an organization’s objectives by anticipating
customer or client needs and directing a flow of need-satisfying goods
and services from producer to customer or client (Perrault, Cannon,
and McCarthy 2009, 6). From a consumer oriented point of view, the
directing of need-satisfying goods according to consumers is a vital
element of marketing. Apart from being customer oriented, it is a vi-
tal point to focus on the distribution of products and services. In this
sense the vital importance of logistics arises. By definition we can de-
scribe logistics as: the transporting, storing, and handling of goods
in ways that match target customers’ needs with firms’ marketing mix
within individual firms and along a channel of client distribution (Per-
rault, Cannon, and McCarthy 2009, 316). For the Euro-Mediterranean
region distribution of products has also become vitally important. But
one should look at the area/countries at hand within the world in
terms of logistics and in terms of its gains. In this sense, the present
research aims to look at individual country performances in terms of
logistics income in the Mediterranean region, regarding recent trends
and opportunities.

Globalization of international business has contributed to the in-
bound supply movements from domestic markets towards interna-
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tional markets. This observation should be evaluated as an oppor-
tunity to penetrate into alternative market segments in international
markets, while this could be a threat because of the actions taken not
only in domestic markets but also by international sources. Given the
technology 1t 1s possible to increase the efﬁciency of international com-
modity movements which can create an additional profit margin or can
increase market dominance in international markets. This should be
understood as a fact that firm level competitiveness should be com-
plemented by logistics, in order to improve firm level competitiveness
towards a core level competitiveness which could not be easily imi-
tated by rival entities (firm, nation, multinational union). The Euro-
Mediterranean region neighboring European Union markets is facing
rigorous competition from the single market. As Phillip Kotler de-
picts: “The European market, increasing competitive pressures and the
continuing drive for greater efficiency have forced distribution service
providers, in the first instance, to focus more heavily on service qual-
ity improvement, or else risk losing out on invitations to bid for new
business. Manufacturers and distribution operators alike have sought
to set up pan-European distribution networks, although with mixed
results’ (Kotler 1999, 932). The current solution seems to depend on
the amount of joint action that could be implemented by member
Euro-Mediterranean countries.

ANALYSIS
The Euro-Mediterranean (EuroMed) countries concerned in this
study are Albania, Croatia, Cyprus, Egypt, France, Greece, Israel, Italy,
Malta, Morocco, Slovenia, Spain and Turkey. All data in the anal-
ysis used are sourced from the International Monetary Fund's (see
www.imf.org)

When we look at these Euro-Mediterranean countries focused on
this study in terms of imports, we can say that there is a volume of
812494.331 million us dollars in year 1999 and 1647387.62 million Us
dollars on 2009 in terms of imports. In the period of 1999—2009, Al-
bania raised its imports from 1154.290 million Us dollars to 4548.28
million us dollars. Croatia within the same period raised its total im-
ports from 1626.29 million Us dollars to 7980.82 million us dollars.
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Cyprus raised its imports from 3617.980 million us dollars to 7855.13
million us dollars. Egypt raised its import performance from 16022.1
million us dollars to 44946.1 million us dollars. France, as one of the
big performing countries for the Euro-Mediterranean area, raised its
imports from 294178 million us dollars to 554432 million us dollars.
Greece developed its imports from 28719.5 to 59293.4 million uUs dol-
lars in the same period. Israel, with its 33165.5 million Us dollars in the
year 1999, had imports amounting to 49278 million Us dollars. Italy
raised its imports from 220323 million Us dollars to 413811 million U
dollars. Malta raised its import from 2845.920 million Us dollars to
3797.91 million Us dollars. Morocco also had a raise in its importing
from 9924.801 million us dollars in the year 1999 to 32776.8 million
Us dollars in 2009. Slovenia had a rise in imports from 10082.6 to
23781.4 million Us dollars. Spain raised its imports from 144436 to
290774 million Us dollars. Lastly, also Turkey had a raise in imports,
its total imports in 1999 being 40226, rising to 140921 million Us dol-
lars in 2009.

Looking at the Euro-Mediterranean countries in terms of exports
we can say that there was a volume of 744751491 million Us dol-
lars in year 1999 and 1551598.970 million Us dollars in 2009 in terms
of exports. During the period 1999—2009, Albania raised its exports
from 351.118 million Us dollars to 10473.8 million us dollars. Croa-
tia within the same period raised its total exports from 4302.5 mil-
lion us dollars to 10473.8 million Us dollars. Cyprus raised its ex-
ports from 995.038 million Us dollars to 1338.110 million Us dollars.
Egypt has raised its export performance from 3559.360 to 23061.900
million Us dollars. France is one of the big performing countries for
the Euro-Mediterranean area that raised its exports from 229652 mil-
lion us dollars to 479261 million Us dollars. Greece developed its
exports from 10474.1 million us dollars to 19868 million Us dollars
between the years 1999—2009. Israel with its 25794.3 million Us dol-
lars in the year 1999 raised its exports to 47935 million us dollars in
the year 2009. Italy raised its exports from 2351752 to 406228 million
Us dollars. Malta raised its exports from 1983.250 to 2183.810 million
Us dollars. Morocco also had a raise in its exporting from 7366.850
million Us dollars in the year 1999 to 13680.600 million us dollars in
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2009. Slovenia has a raise in exports from 8545.93 million Us dollars
to 13680.600 million Us dollars during the 1999—2009 period. Spain
raised its exports from 109964 to 223345.2 million Us dollars. Lastly,
also Turkey had a raise in imports, its total exports in 1999 being 26587
had risen to 220848 million us dollars in 2009.

Services sector gains can be defined at hands as the total difference
in terms of credits of services and debits of services of the countries.
Looking at the Euro-Mediterranean countries in terms of these service
gains, we can say that service gains amount to 47350.106 million Us
dollars in year 1999 and 9o515.678 million Us dollars in 2009. During
the 1999—2009 period Albania raised its net service gains from 106.3 to
98.81 million Us dollars. Croatia within the same period raised its ser-
vice gains from 1626.29 million Us dollars to 7980.82 million us dol-
lars. Cyprus raised its service gains from 2387.34 million us dollars to
8513.785 million us dollars. Egypt raised its service performance from
30422.360 million Us dollars to 5813.75 million us dollars. France had
a fall in its service performance from 18.477 million us dollars to
16.058 million Us dollars. Greece had developed its service perfor-
mance impressively from 72551 million us dollars to 17781.7 million
Us dollars between the years 1999—2009. Israel with its 2053.1 million
Us dollars in the year 1999 raised its services to 4436.7 million Us dol-
lars in the year 2009. Italy drastically reduced its service performance
from 1080.5 million us dollars to —14026 million us dollars. Malta
raised its services from 456.039 million Us dollars to 1266.51 million
Us dollars. Morocco also had a raise in its services performance from
111236 million Us dollars in the year 1999 to 5685.11 million us dollars
in 2009. Slovenia also experienced a raise in services from 354.4 million
Us dollars to 141968 million Us dollars during the 1999—2009 period.
Spain raised its services from 20356 million Us dollars to 36o111.9 mil-
lion us dollars. Lastly, also Turkey experienced a raise in services from
the 1999’s, rising from 7502 to 220848 million us dollars in 2009.

Competitiveness of nations can be described with the ratio between
imports and exports. (Simsek, Seymen, and Utkulu 2007, 11). Dur-
ing the 1999—2009 period Albania lost its competitiveness value from
0.30 to 0.23. Croatia within the same period lost its competitiveness

from o.55 to 0.49. Cyprus also experienced loss in its competitiveness
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value from o0.27 to o.17. Egypt raised its competitiveness from o.22 to
o.51. France had a fall in its competitiveness from r.o1 to 0.86. Greece
slightly lost its competitiveness from 0.36 to 0.33 between the years
1999—2009. Israel with its 0.77 in the year 1999 raised its competitive-
ness value to 0.97 in the year 2009. Italy has lost its competitiveness in
terms of exports/imports from 1.06741 to 0.98. Malta experienced a
loss in its competitiveness from 0.69 to o0.57. Morocco also experienced
a loss in its competitiveness from 0.74 to o.41 during the 1999—2009
year period. Slovenia experienced a raise in its competitiveness value
from 0.84 to 0.93 during the 1999—2009 periods. Spain experienced a
slight loss in its competitiveness value during the 1999—2009 period
from 0.76 to o.75. Lastly, also Turkey experienced a raise in its com-
petitiveness from 0.66 at 1999 to 0.74 on 2009.

Tourism is known to be one of the biggest industries for all nations
around the world and a big income source for the Euro-Mediterranean
countries. It is attractive not only due to its structure of being a green
industry, but also by being a great contributor to the nation’s wealth.
Opver the years, the Mediterranean bordering countries have been a
great attraction and a great area of focus. The most suitable and
clear data on tourist visitors can be found during the 2000—2007 pe-
riod. These numbers reflect impressive results in terms of this study’s
countries of focus which are: Albania, Croatia, Cyprus, Egypt, France,
Greece, Israel, Italy, Malta, Morocco, Slovenia, Spain and Turkey. Dur-
ing the 2000—2007 year period, Albania raised its tourism gains from
108 million Us dollars to 159. Croatia within the same period raised
its tourism gains from 1,993 to 9,252 million us dollars. Cyprus also
experienced an increase in its tourism earnings from 1,555 to 1,660 mil-
lion us dollars. Egypt raised its tourism earnings from 1594 to 1555.
France raised its tourism earnings from 15148 to 19065. Greece raised
tourism earnings from 4698 to 12257 million Us dollars between the
years 2000—2007. Israel with its 878 million Us dollars in the year 2000
dramatically lost its net tourism earnings to —538 million Us dollars in
the year 2007. Italy earned net tourism earnings of 10537 to 13390 mil-
lion us dollars. Malta experienced a good raise in its tourism earnings
of 507 to 722 million Us dollars during the 2000—2007 year periods.
Morocco experienced gains in its tourism from 1773 to 2337 million
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Us dollars during the 2000—2007 year period. Slovenia experienced a
raise in its tourism numbers from 472 to 181 million us dollars dur-
ing the 2000—2007 period. Spain experienced a grand raise in its net
tourism earnings value during the 2000—2007 period from 24946 to
40654 million us dollars.

The core reason why this study is interested in tourism is that the
balance on services minus the tourism income will provide us with the
net logistic performance of countries, which covers freight, insurance
and other handling costs. Due to this reason a look at the tourism fac-
tor of Euro-Mediterranean nations is a must for this study. The rest of
the analysis explores the logistic performance of Euro-Mediterranean
countries in terms of recent growth performance, comparisons with
export and import performance and in terms of world and region
comparisons.

Initially, we shall be Iooking at whether the development level of
member countries has a positive correlation with international trade
logistics expenditure data. Findings shown in table 1 reflect the corre-
lation data which are only positive for the majority of the countries at
hand between international trade logistics and per capita income. We
can look at these results as a formal way of being allowed access to
look more in depth at international trade logistics of the countries at
hand.

When we look at these countries we see that the Gross Domestic
Products (GpP) per capita of Euro-Mediterranean countries vary from
each other (table 2). Although the sizes of the nations difter from each
other, based on their economic and population structure these nations
are different from each other with regard to different factors, which is
natural to expect. One can clearly state that there is a relevant increase
in performance for all Euro-Mediterranean countries (figure 1).

We can conclude that GpP level reflects the level of development,
which also coincides with high trade performance, these creating an
opportunity for international trade development.

The following set of data about to be discussed looks at export
growth from 2000—2009 for the selected Euro-Mediterranean coun-
tries (table 3). As expected, export growth is one of the strongest fac-
tors contributing to the international trade logistic growth. The rank-
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FIGURE 2 Change in exports by Euro-Mediterranean countries, 2000—2009,
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ing process simply provides results that Albania’s exports rank at the
top, growing by three times for the given time period, while Malta
shows the slowest growth rate which in fact reflects a decline of o.02
percent.

Figure 2 reflects how exports have increased among Euro-Mediter-
ranean countries. As seen from the relevant data, high per capita in-
come countries like France, Italy and Spain did not witness high export
growth between 2000 to 2009.

Another source for international trade logistics would be the im-
port data. Examining the table 4 we see that, in the case of imports,
Albania ranks at the top while Malta ranks at the bottom. But we see
that the ranking in between is relatively different, mainly with regard to
Morocco and Croatia. Dominance in international trade logistics does
not hinder countries from arranging transport, insurance and other in-
termediary activities even in the case of imports (figure 3).
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