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Acronym

AFID- Alternative Fuels Infrastructure Directive
Al Z Artificial Intelligence

ANAC- National Anti-Corruption Authority

Bl z Business Intelligence

BRI- Belt and Road Initiative

BWD - Bathing Water Directive

CCUS Carbon Capture, Utilization and Storage
CDM- Clean Development Mechanism

CDP- Carbon Disclosure Program

Cll- Carbon Intensity Indicator

DEASF; Port System Environmental Energy Document
EEDI- Energy Efficiency Design Index

EEOQI- Energy Efficiency Operational Indicator
EEXI- Energy Efficiency Design Index for existing ships
ELCG Environmental Life Cycle Costing

ESG Environmental Social and Governance
ETD- Energy Taxation Diretive

ETS- Emission Trading Scheme

EUz European Union

FDI - Foreign direct investments

FTZz Free Trade Zone

GDPz Gross Domestic Product

GOz Guarantee of Origin

HBD- Habitat and Bird Directives

IMO Z International Maritime Organization
IRENA- International Renewable Energy Agency
JI- Joint Implementation

LCA- Life Cycle Assessment

LCC- Life Cycle Costing

LCSA: Life Cycle Sustainability Assessment
LNG- Liquefied Natural Gas

MARPOL- International Convention for the Prevention of Pollution from Ships
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MEPGC- Marine Environment Protection Committee
MOUz Memorandum of Understanding

MSP- Maritime Spatial Planning

NAP- Nitrates Plan

NGEU- European Conmission's Next Generation EU
NPG- New Public Governance

NPM- New Public Management

NRRPz Recovery and Resilience Plan

OECD Organization for Economic Capperation and Development
OPS Onshore Power Supply

P.A.l.- Hydrogeological Structure Plan

PCS Port Community System

PESTEIz Political, Environmental, Social, Technological, Ecological, Legal
PIAQOz Integrated Plan of Activities and Organization
PNAZz Port Newtork Authority

PPTR- Regional Territorial Landscape Plan

PRGz General Master Plan

PRPz Port Regulatory Plan

PTA- Water Protection Plan

RCCL- Royal Caribbean Cruise Ltd

RPFL- Regional Plan of Freights and Logistic

SDG- Sustainable Development Goal

SECA Sulphur Emission Control Area

SEZ% Special Economic Zone

SIN- Sites of National Interest

SLCA: Social Life Cycle Assessment

SRM- Stakeholder Relationship Management

SUA- Single Administrative Desk

SWOT/TOWE Strengths, Weaknesses, Opportunities, Threats
TEN-T - Trans-European Transport Network

TEU- twenty-foot equivalent unit

TOPz Three-year Operational Plan

UNFCCGEG United Nations Framework Convention on Climate Change
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UTIZ Unita di Trasporto Intermodale

WFD- Water Framework Directive
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02 %3) $ WTRADYCTION

With the adoption of the 2022025 ThreeYear
Operational Plan TOB, the PNAof the lonian Sea
intended to regenerate and give newoost to the
strategic approach that the Authority will carry out
over the next three years. This through careful and
far-sighted planning that, thanks to a lively action of
co-planning with the netwok of stakeholders, aims to
give the portcommunity of the lonian port the most
concrete and generative opportunity for sustainable
growth.

The path taken towards the neWwOPhas certainly
benefited from what the Authority had already
capitalised on in tke previous threeyear period,
during which the PNAcarried out its institutional mission by promoting initiatives and projects
that opened up the Port to different and renewed scenarios and new governance approaches. The
above also strengthened Taranto'sle as a sustainable and dynamic port city which, thanks to its
Port, has seen the completion and creation of numerous territorial actions based on the
enhancement of the culture of the sea as an identity value underlyingpibr -city link.

This strategic approach will be further strengthened over the next three years, both through
activities to support logistics by leveraging modern, interconnected and interoperable port, rail
and road infrastructure - and thanks to the continuation of thections that the Authority has
already launched to make the port the protagonist of the ecological and energy transition.

The synergy with the operators of the lonian port cluster will also make it possible to further
enhance the role of intermodal huthat the Taranto port boasts in the Mediterranean scenario by
continuing the internationalisation processes, with the aim of stimulating the vocation of local
businesses and strengthening a single vision of the port as a strategic driver enabling
import/export activities.

Looking ahead to the new thregear period, thePNA while waiting for a definitive solution to the
complex issue related to thexIlva steel plant, will proceed in its action by following the long wave
of value creation, contributing to the generation of new opportunities and initiatives and
intercepting everydriver capable of supporting growth opportunities, not only for the local
territory, both in terms of economigrowth as well associal, cultural and tourism development.

Taranto, 8" April 2023

The Resident

Prof. Avv. Sergio Prete
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CHAPTER1. THE CONTEXTECONOMIC SITUATIONPOSITIONING AND PLANNING
FRAMEWORK OF THIPORT NETWORKAUTHORITY OF THHONIAN SEA- PORT OF TARANTO

This Chapterprovides an overview of the "asis" situation of the Port of Taranto setting the framework

of referencefor developingthe Three-Year Operational Plaf{TOP) 20232025. It assessekey elements
such asthe available resources, the potential strengths and weaknessed the port compared to

competitors, and the development strategyand mission that guidedpast activities. In conjunction with

Chapter2 (PESTEL Analysis)it allows the formulation of a SWOT Analysis and theesulting TOWS
matrix.

The Chapterbriefly discussesthe main planning documents of thePNA of thelonian Sea Port Master
Plan- PRP and Port System Environmental Energy DocumdDEASP. It alsooutlin esthe strategicand

infrastructural context of the various programmatictype interventions, andthe braod array ofaspects
discussed inprevious planningdocuments (Three-Year Operational Plan 202@022 and Integrated Plan
of Activities and Organization 2022025), providing information on the pastactions and interventions
of the PNA This analysissupports the formulation of the mission of the PortNetwork Authority andthe

individual interventions to be implemented (Chapter5) in the new Plan horizon (20232025).

1.1. THE PLANNINGFRAMEWORK OF THEPNAOF THEIONIAN SEAZ PORT OFTARANTO
1.1.1. The Port Regulator Plan (PRP)

The PortRegulator Plan(PRP) of thePNA of thelonian Seaz Taranto Port (November 2021) plars the
strategic actions related to the infrastructural functional, and operational development of theport, with
a view to the economic development of the territory and the sustainable growth of the communityhe
PRP is articulated in eight chaptersrelated to the territorial and socioeconomic context and,
subsequently,proceeds with the identification ofthe infrastructural interventions necessary to achieve
the operational and development goals of the territory.

Figure 1. Structure of the Port regulatory Plary November 2021
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1.1.1.1.Territorial context and the port-city relationship

The PNAof the lonian Seg Port of Tarantois an administrative entity mostly coinciding with a single
port structure. Therefore, the PRP benefited from concentrating the resources of thePNA and,
conseqLently, the strategies on a single port of historical importance in Southern Italy.

The PRRlefined goalsfor the subsequentactions and interventionsconsidering the exogenous factors
related to the territorial and geographicalcontext. The goalsthat the PNApursued in the predetermined
10-15 yearstime frame had been defined in the Guidelineslaborated by the Port Network Authority
(approved at theport Committee meeting on 10.07.2002).
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In line with these, the goal of thePRPwas: Go plan the infrastructural, functional and operational
development of the port by playing a role in driving economic growth of the territory and improving the
environmental and social livability of the citizesn

This primary objective was further detailed in specific objectivescovering two categories, one focusing
on the GDperational Porand one onthe (Tity-Port Interactiond (Figure 2). These goals consider the
operational developmentof the port by targeting both increase intraffic and optimal use ofavailable
space The historical evolution of the port of Tarantashowshow the port has facilitatedindustrial traffic,
closely inked to the hinterland and the areas immediately adjacent tat, and historically important
location decisions related toheavy industries such as Ex ILVA, ENI, CEMENTER, The port of Taranto
used to be considered &Tompany Pord which, since 2001, has extended itportfolio of activities
towards container traffic with a focus onseaseatranshipment activities.

Figure 2. Macro categories of the PRP goals.

Operational port
City-port interaction
1) Maritime traffic

development; 1) Development and

adjustment of
connecting
infrastructure;

2) Portinfrastructure
adjustment;

3) Definition and
extension of port
functions.

2) Internal organization
and stakeholder
engagement
optimization.
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The port area is not limited to a place for the transit of goods, bt locationfocused on theintegration
of commercial,logistical, and industrial functions, that increase the attractiveness of the entire port and
dry port area and generate progressive ammunity development. The involvement of the community
and the relationship between the port and the territory requiresthe balancingof sometimes conflicting

legitimate interests. The portnetwork authority is challenged to consider the potential tensioretween
various objectiveswhen defining its plans and strategies

In this regard, it is essential to consider the benefits produced by the development of the Port of Taranto
for the entire port community and neighbouring areas.The economic effects of tle Port of Tarantodo
not end exclusively within the port areasasa port of great socioeconomi@nd historical value exerts a
significant impact on the development of the local communityThis demandsa systemic vision of the
port as a hybrid actor with strong links with private stakeholders,developing an innovative port
ecosystemand targeting sustainable growthserving local industries and the socioeconomic welfare of
local communities This important consideration, which is included in the 2020-2022 Three-Year
Operational Plan should also form a cornerstone inthe formulation of the 2023-2025 Three-Year
Operational Plan.

The relationship between the city of Taranto and the Port isvider than the gereration of employment
and the economic benefits associated withport activities. The port-city interface can benefit from
synergies associated wittthe integration of the activities and infrastructure located onstate property
with all those indirectly related to port activities. In this regard, the port reform Law! prescribes that
the latter must, in any casebe identified by thePRPand the intended use planned by that planning tool.
From this perspective, the use of these areas and theleged implementation rules are the competence
and responsibility of otheradministrations (such as themunicipal administration) ,with which the work
of the port network authority must be perfectly synchronized, to have a complete pictureof the
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constraints and development opportunities of theport. In the case of thePNA of the lonian Seathe
municipal administration has actively contributed to identifying the port/city interfacing areas,
integrating all the restrictions and development opportunities dictated by otherspatial planning tools
into the interventions provided by the Port Master PlanThe areas affected by the collaboration between
the port network authority and the Municipal Administration are mainly those adjacent to the port
(Tablel & Figure 3).

Following the approval - Regional Council Resolution N.1384 of 23/07/2019 by thd’uglia Region- of

the Variant to the PRG ex art. 16 of LR 56/1980, concerning the new Master Plan of the Port of Taranto,
the Port and the Municipality, at the close of 2019 signed an agreement aimed at the elaboration of the
Executive Urban Plan preparatory tdhe start of tenders for works on the waterfront area, whose final
drafts were completed in 2021.

The Urban Executive Plan of the INT area was subsequently adopted by Resolution of the City Council
no. 9 of 29 June 2022.

15



Figure 3. Spatial Planof the port-city connections and general areas.
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Table 1. Port-City Connections per Zone

Short decriptions

Destination of use

30AO0ET 1T O O The area, having a total size of about 30 hectares, has great
zone potential, with particular regard to both location (it constitutes the

end point of a series of infrastructures such as railwaygort, and
highways) and scenic importance (it overlooks the MaPiccolo and
overlooks the Old Town).

/Function

Craft, manufacturing,

P

shipbuilding and
residential

roductivity, industrial,
place of worship

Urban

O6 Hela# O1T AA6 (4EA UITA T Z£#OCODBEAK ABADET ¢ A (& Residential, productivity
hectares, is located bhind the railway station and is composed of
settlement types heterogeneous of which it retains distinctive
features and problems, with particular reference to the fact that it
is an area of tke industrial periphery.
The industrial zone of The area comprises two norcontiguous and very different areas
6 & Metaponto e via S. the industrial zone of Metaponto Street and S. Brunorehich it is
"O00T i 1TAbd deemed appropriate to systematize into a singlearea, especially
because of economic and financial sustainability.
Darsena Taranto and This is a port area (the@arsena Tarant®) consisting of theINT-1

neighbouring city areas area and the PAS area (outside the customs belt). The comm

element of the constituent parts of this area is its urban function.

0001 6A 21 1 AE Itis an area that falls under the criteria defined in Article 3.1%

archaeological zones of the current territorial urban plan for the
landscape of the Region of Puglia, as (PUTT/P), since it is
reported Gultural asse® of recognized relevant scientiic interest,
in accordance with Title | of Legislative Decree 490/1999as
amended and supplemented.

The coastline of the old This is a stretch of coastline subservient to the city.
city
Tara river area The Tara River area is located at the western end of the port are

(defined as INF4), straddling the railway line, bordered by the the
Polysector Pier, the Ae-2 area, the territory outside, and the Tara
River, which is intended to be restored and redeveloped as a resu
of environmental problems that have manifestedhemselvessince
OEA Ai1 OOOOAOGEIT i &£ OEA O-1T11
of the mouth of the Tara River.

Distripark These areas are not included in the port area at the moment (a

indicated by the act of Municipal agreement n. 166/06), reserving
full responsibility for functional, urban, and infrastructural
planning for the city administration.

Eco Industrial Par k These areas were handed over to théNA with minutes of 4

(@]}
O;
p21

31

November 2022, signed by theHarbour Master's Office the
(\genzia del Demanio (State Property Agency) and thePNAitself,
pending completion of the procedure to extend the territorial
jurisdiction of the PNA

Within the framework of the NRRP, in order to favour the
development and competitiveness of the areas, the priman
infrastructure and road and rail accessibility intervention was
financed.

Aq ! OOET 00
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November 2021.
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Archaeological zone

1

1

1
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1.1.1.2.The intended use of the maritime Stat®roperty areasof the Port of Taranto.
The intendeduse of Taranto Por§ StateProperty, includes (Figure 4):

< <K<

Terminals for industrial use (dry and liquid bulk);
Container terminals;

Areas for commercial use;

arsena serviced
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Figure 4. Intended use of port areas.
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Source: Port of Taranto profilg Port of Taranto, 2021.

Concerningthe areas for industrial use, the Port of Taranto benefits from the presence of two operators:
(a) ENI S.p.A. andb) Acciaierie ditalia, which are active respectively in the refining of petroleum
products and theproduction and trading of steel products figure 5).

V  ENI S.p.A. has under concession a 1,100 m jetty with 2,220 m berths for loading distharging
crude oil, refined products and byproducts, the transshipment of which is done through a
pipeline system that connects the jetty to the refinery;

V Acciaierie ditalia has fourpiers (No 2, 3, 4 and 5) and ongetty (No 3) with a total length of 4,589
m and a maximum draft of 25 m. The operational areas at its disposal cover a total area of
931,000 m2.

Figure 5. Location ofindustrial areas.

= "‘x\

Source: Port of Taranto profilg Port of Taranto, 2021.

The container terminal was concessionedin 2019 to SCCT San Cataldo Container Terming.p.A.a
subsidiary of the multinational company Yildrim Holding S.A2. This concession has a duration of 49
years. The terminal size isabout 1 million m2. The berths offer a draftwhich, on completion of the
dredging work, will be of 16.5 mallowing the largest container ships with a unit capacity of about 24,000
TEU to visit the terminal(Figure6). 4 E A O A GénBlihgichpéctlyamounts to2-2.5 million TEU, and
the terminal is equipped with about 900electrical outlets (plug-in) for possible future development of
the container reefer sectorThe port has equippedthe area with modern facilities for loading/unloading

2 The YILDIRIM Group, which currently operates mainly in Asia, Europe, and America, has developed a dense
network of companies active in 11 sectors, providing onstop-shop solutions such as: metal production, fertilizer
and chemical production, port terminal management, energy, coal and coke production, logistics services, shipping
services, shipbuilding, industrial corstruction, real estate development, and private equity funds.
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container trains, including a five-track bundle connected directly to the national rail network m the
west side. The equipment features two raimounted gantry cranes The estimated transit time3 for
containerson rail from the Port of Taranto to Central Europe (MuniciRiem terminal) amounts toabout
30 hours.Furthermore, the area iswell connectedto the national road network, thanks to its proximity
to the first freeway route, which is only 15 km away and does not generate afyottlenecksorisks.

Figure 6. Location of thecontainer terminal

Quay length
1,800 m.
Area
1 MILLION sq.m
Rail links
6 TRACKS directly connected to the national railway network
Depth of the sea
Today: (-) 15m./ (-) 12.5m. @
/ From 2022: (-) 16.5 m. / (-) 15.5m
Capacity2 (g}
| MILLION TEUS ;

900
Reefer plugs for refrigerated containers
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\ A\
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Source: Port offaranto profile z Port of Taranto, 2021.

In April 2021, the PNA of thelonian Sea concessiogd the cruise terminalto Taranto CruisePort (TCB,

a companycontrolled 100% bythe leading international cruise terminal operatorGlobal Ports Holding)
The aimis to develop the facility into a leading cruise terminal in thelonion/ Adriatic area. The port
infrastructure dedicated to cruise berthsincludesthe O - | Sari Cataldg O imo Sporgente Ponenté
and Levante, Calatd, and Calata AFigure 7). Featuring 5 berths of different sizes, Taranto Cruise Port
cansafely host even the worlds largest cruise ships for transit andurnaround operations. The eastern
guay has a length of approximately 360 m and a draught of 8 m and 6.5 m, while the western quay has
a length of 339 m and a draught of 10 m. Extraordinary maintenance work will be carried out shortly to
restore the depthsto 9.50 m on the eastern side of the San Cataldo Pier, as per the approved PRP.

Figure 7. Location of the cruise terminal.

CEC N VAW 7S

Source: Port of Taranto profilg Port of Taranto, 2021.

3 The transit time identifies the transport time, from loading of the departing vehicle to delivery to the final
receiver.
19



Finally, the port areaalso includesseveral Gree commercial dock$l The total area ofthese dodks is
200,000m2andthe length of thequayis 1,610 m (Figure 8). The followingauthorized port undertakings
operate on these quays Calata 1, 1° Sporgente levante, 1° Sporgente ponente, 1° Sporgente testata,
Calata 2 e 4° Sporgente ponenye

Castiglia S.r.l.
De.Tra.Sud S.r.l.
Ecologica S.p.a.
Italcave S.p.a.
Marraffa S.r.l.
Peyrani 3JD S.p.a.
Taras Terminal S.r.l.
Triton S.r.l.

<LK LKLKLKLKLK KL

These enterprises use theareas mentioned aboveto handle multiple types of goods,including
aluminium, coilsof aluminium, frozen fish, cement, metal carpentry, machinery, plant engineering, wind
turbines and blades, iron ore, clinker, fertilizer, and various goods.

Figure 8. Location of theaccessiblequays.

Source: Port of Taranto profilg Port of Taranto, 2021.

1.1.1.3.Infrastructural intervention and implementation.

The strategic objectives identified by the PRP (November 2021) prioritise adjusting the port&
infrastructure to ensure efficient and effective operational management of thexpectedincrease in
demand, especially in the cruise and bulk sements. The PRP has foreseen a considerable number of
concrete interventions that are already underway These interventions are seen asundamental
preconditions for achievingthe objectivesalso predeterminedat the operational level within the TOP
2020-2022 (including the 2021 and 2022 revisions).

The infrastructural works underway, already included in the 2020-2022 TOP, and those to be
implemented will enable the improvement of competitiveness in the transport of liquid bulk, general
cargo, containersRo-Ro,and cruises.

The PNAwas also the beneficiary, within the framework of the National Recovery and Resilience Rla
(NRRB, of funding for various infrastructure works in the Port of Taranto on different assets. These
interventions are aimed at the'Development of maritime accessibility and resilience of port infrastructure
to climate changéand the Electrification of quays!

The first categories of interventions include the construction of the New breakwater protecting the
harbour outside the Taranto roadstead western stretchi and the 'New breakwater protecting the
harbour outside the Taranto roadsteaedeasternstretch’.
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With regard to cold ironing, on the other hand, thd®NAwas the beneficiary of funding sources for the
construction of a cold ironing plant at the public quays of the Port of Taranto, at the Molo Polisettoriale
and finally at the oil wharf.

In addition, the PNA again in theNRRPframework and specifically under Measure M5C3investment
4 'Infrastructural interventions for Special Economic Zones (SEBaps obtained financing for the
construction of the Primary infrastructure and road and rail acessibility Eco Industrial Park area’

For the abovementioned interventions, planning and authorisation activities are underway.

With Decree no. 117 of 17.10.2022, theNAadopted the threeyear programme 20232025 and the
annual list of publicworks 2023, drawn up in compliance with the provisions of Ministerial Decree no.
14 of 16.01.2018.

The interventions under execution are as follows:

1. Interventions for the dredging of 2.3 mmc of sediments in the Molo Polisettorialarea and for
the construction of a first lot for the reclaimed land for the®¥ Sporgent&extension;

2. Multi-purpose service centre for port uses at the San Cataldo wharf (Falanto Building);

3. Collection and collection network for rainwater in the common area of the port and water and
sewage network.

With regard to improving the efficiency and optimisation of existing infrastructures, in 2022 the Global
service for the management of artefacts and services of general interest in thert of Taranto continued,

in order to optimise the time and cost of maintenance work on roads and yards, buildings and artefacts,
green areas, electrical systems, lighting systems, and the maintenance and management of water and
sewage networks, the industrial water network and thestormwater network.

By Decree No. 117 of 17.10.2022, thENA adopted the threeyear programme 20232025 and the
annual list of public works 2023, drawn up in accordance with the provisions of Ministerial Decree No.
14 of 16.01.2018.

There are several inteventions that the PNAintends to carry out and which are aimed at upgrading the
existing infrastructure structure. These include:

\V  Completion of the works for the redevelopment of the mooring quay i® # A V& n@h& harbour
of Taranto, the start of whichis imminent;

VvV Demolition and reconstruction of the open deck in C.A.P. of the San Cataldo Pier on the western
side;

V  Refurbishment of the wave protection works in the Port of Taranto and Taranto Roadstead.

In addition, the following interventions were completed:

1. Taranto harbour plate. The project includes the construction of five works: the road to the Piers,
the Logistic Platform, the extension of thedV Sporgentd, the dock to the west of theQV
Sporgentedand the dredging mud containment tank;

2. Rectification, widening and structural adjustment of the eastern quay of the San Cataldo Pier

and (Calata Hof the Port of Taranto;

Reconstruction of the reinforced concrete deck of the uninhabitable head of the San Cataldo Pier;

4. Buildings for logistic accommodation of technicainautical services in the area behind the
service dock of the Port of Taranto

5. Redevelopment of the quay and yards at the root of the Molo Polisettorialeadaptation of the
bulk terminal area.

w

For the interventions to be carried at in the period 2023-2025, it is appropriate to refer to the three
year planning of public works (Table 2).
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Table 2. Interventions to be implemented in the next three years.

NEW OUTER DAM TO PROTECT THE PORT OUTSIDE TAF

_WESTERN SECTION 2023 1 35.000.000,00
CONSTRUCTION OF THE NEW EASTERN CORRIDOR 2023 2 3.500.000,00
COMPLETION OF THE REDEVELOPMENT OF THE MOORI
QUAY IN TARANTO PORT 2023 1 2.100.000,00
NEW OUTER DAM TO PROTECT THE PORT OUTSIDE TAF
_EAST SECTION 2023 3 20.000.000,00
CONSTRUCTION OF THE SURFACE CAR PARKS ADJACE
THE EAST PASSAGE AND ADAPTATION OF THE FURNITL 2024 2 7.000.000,00

OF THE PLATFORMS AT THE ROOT OF THE SAN CATALL
PIER

FORMER TORPEDO-BOAT STATION - DECOMMISSIONINC

FROM MILITARY USE, RECOVERY/CULTURAL-TOURIST

DEVELOPMENT OF THE "FORMER TORPEDO-BOAT STA1 2024 1 22.000.000,00
AREA IN THE SMALL SEA OF TARANTO WITH SIMULTANE

REALLOCATION OF FUNCTIONS OF THEM.M. - 1. LOT

Original news Realization of the new barracks of the guard of

- . 2024 2 6.000.000,00
finance in the port of Taranto

RESURFACING OF WAVE PROTECTION WORKS IN TARAI

HARBOUR AND TARANTO HARBOUR 2024 2 25.000.000,00
REDEVELOPMENT AND EXTENSION OF THE REEF DAM *

PROTECT THE FIRST AND SECOND PROTRUDING PORT: 2024 1 12.000.000,00
TARANTO

REDEVELOPMENT OF THE PORT WATERFRONT 2024 2 28.000.000,00
DEMOLITION AND RECONSTRUCTION OF THE OPEN DE(

C.A.P. ON THE WEST SIDE OF PIER SAN CATALDO 2024 1 28.000.000,00
Realization of a plant of cold ironing near the public docks of 2024 1 35.000.000,00
the port of Taranto;

Realization of a plant of cold ironing near the polisettoriale piel

in concession to SCCT in the port of Taranto; 2024 1 12.000.000,00
CONSTRUCTION OF A COLD IRONING PLANT AT THE OIL

CONCESSION TO ENI IN THE PORT OF TARANTO; 2024 1 8.000.000,00
FORMER TORPEDO STATION - SAILING CENTRE AND

COMMERCIAL PORT REDEVELOPMENT 2024 2 127.000.000,00
PRIMARY URBANISATION OF AN ECO-INDUSTRIAL PARK

TARANTO 2024 2 50.000.000,00
DEVELOPMENT OF AREAS OUTSIDE THE MULTIPURPOS

BUILDING AND CONNECTING WITH THE NEW SAN CATAL 2024 2 900.000,00
PIER

RE-FLOWERING AND EXTENSION OF THE CLIFF DAM TO

PROTECT THE DOCK WEST OF THE PROTRUDING IV 2025 ! 12.000.000,00
DEMOLITION OF THE OVERPASS AND REDEVELOPMENT1

THE AREA BEHIND THE THIRD PROJECTING PART OF Tt 2025 3 1.200.000,00
PORT OF TARANTO

ENVIRONMENTAL REMEDIATION FREE AREAS IN THE

HARBOUR: HOT SPOT REMOVAL OF RFI ADJACENT SITE 2025 3 1.500.000,00
ENVIRONMENTAL REMEDIATION FREE AREAS IN THE

HARBOUR: REMOVAL OF HOT SPOT NORTH GATE 2025 3 700.000,00
Total 436.900.000,00

Source: Thregrear public works programme, PNA of the lonian Sea.

In order to complete the upgrading of port infrastructures and areas directly or indirectlyelated to the
port's activities, the PNA of the lonian Sea has included the construction of the Eco Industral Park,
located in the area behind the Molo Polisettoriale of the Port of Taranto, as well as tketension of the
oil wharf and the railway and road development plans of RF(Rete Ferroviaria Italiana) and ANAS
among the interventions included in its planning

1.1.2. The Port System Environmental Energy Document (DEASP) and its updates

The current strategic planning of thePNA of thelonian Seaconcerning energy and environmental issues
constitutes afundamental input for the developmentof the TOP2023-2025. Related actionsare key for
increasing the competitiveness of the port through innovation and sustainabilityThe current state of
port planning is the reference forpreparing the TOP2023-2025. Thusit is essential todetail the existing
morphological-functional characteristics ard the strategic management aspects related to energy and
environmental matters.
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The "Smart Port" and "Green Porttonceptsguide existing investments aiming at a sustainableport
development perspective. The emphasis is on respectinthe marine ecosystemand efficient energy
management with an increasing priority given to clean and renewable energy production and
consumption. The focusis also onthe possible contributions of the port in realizingthe circular economy
paradigm aimed at waste reduction and more efficient management ofmaterial cycles. These are
already seen aritical drivers for the sustainable development of the Port of Taranto andre worth
considering as essentialelements in defining thedevelopment strategyand the mission of thePNA of
the lonian Sea as well as the strategic goals of the Plan and the interventions/actions planned for the
next three years within thisTOP2023-2025.

The Port System Environmental Energy Document (DEASP)22 of the PNA of the lonian Seadetails
priority measures to improve energy efficiency and promotethe production/use of renewable energy
in the port area. This document also provides information regarding the main public and private
stakeholders operating within the port, considering their respective concessions and the existing
environmental constraints affecting thearea. The six chapters of the DEASRntroduce the institutional
context (Chapter 1), define the programmatic strategy and energyenvironmental sustainabiity
objectives of thePNA of thelonian Sea (Chapter 2), consider theurrent work status and constraints
(Chapter 3), provide a cost-benefit analysis of the planned energy and environmentalctions (Chapter
4), detail the architecture of the energy and environmental monitoring systeradeveloped by thePNA
of the lonian SegChapter 5) and present the communication and awareness plan foeaching out to
the port stakeholders (Figure 9).

Figure 9. Structure of the Port System Environmental Energy Document (DEASP).
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Programmatic vision Chapter 3
Chapter 1. and energy- P .
o B Situation and
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and coordinated Architecture of the and Stakeholder
interventions with port monitoring system Awareness Plan
system planning
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Source! O O Edlabatafion.

In view of advancing Port of Taranto as a"Smart" and "Green" port, theport network authority
strengthened its internal expertise through technicalspecialist advice on strategic energy
environmental studies and tangible and intangible investmentthat support the decarbonization of port
activities by entrusting RINA Consultingto update the Energy and Environmental Planning Document
(DEASP- Revision 2022).

The port area used atoperational level is not limited to the land within the port but extends toall the
intermodal connectionsexisting in the surrounding territories. The DEASRanalysissheds light onthe
Port's energy balance and the opportunitiesto reduce the environmental impact of its activities.
Regarding the road and rail connections between the Port of Taranto and the adjacent arelagjure 10
lists the main links that influence the land accessibility of the port.
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Figure 10. Port of Taranta road and rail connections.
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The main constraintsthat emerged from theabove-mentioned technicalanalysis are as follows:

Vv

Vv

V

V

As established by the Regional Territorial Landscape Plan (PPTRe port areais included in
the Coastal Territories Area, partly subject to Hydrogeological Constraint;

The Hydrogeological Structure Plan (Piano di Assetto Idrogeolami: P.A.l.) of the Regiorof
Pugliaidentified forms and elements related to geomorphological and hydraulidsks;

A portion of the PortNetwork area is affected by hydrogeologicatonstraints as revealed by the
PUTTP assessment.

Regardingthe Water Protection Plan Q EAT T AE 4 0OBTIAAIt afpkard thah tAeN
perimeter does not fall within any area of "Special Hydrological Protection Zone" while it does
fall within areas perimeter as "areas vulnerable to saline contamination”

Concerningthe Nitrates Plan (NAP), the area of the ponetwork is not included in the perimeter
of the designated vulnerable zones, not even in light of the 4gerimeter referred to in DGR No.
1332 of August 4, 2021;

Regarding Sites of National Interest (SIN), the area in question falls within the perimetef the
SIN.

RegardingSeismic Risk, the Taranto area falls in Seismic Zone 3: "Zone with low seismic hazard,
which may be subject to moderate shaking."

The DEASP(2022 revision) begins with the examination of the programmaticstrategy of the Port of
Taranto as defined by theTOP2020-2022 (2021 Revision) whichsets fivekey objectives:

1.

2
3.
4.
5

Innovation;

Port & territory ;

Environmental sustainability ;
Physicalinfrastructure & competitive factors;
Institutional accountability.

The DEASP identifies innovation; energy efficiency; production and consumption of energy from
renewable sources; and the development of alternative fuels and LIN& the key elements to achieve
the energy and environmental goals of theort network authority . Setting the strategy and goals for
energy and environmental sustainability of theport, the current revision of the DEASlaces particular
emphasis on the need to fan for energyresource management that minimizes greenhouse gas and £0
emissions andargets the reduction ofthe energy consumption of all vesselsalling at the portOn-shore
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power supply (OPS, also known aold ironing) emerges as a key toah pursuing thesegoals Upgrading
and developing LNG storage and bunkering infrastructure for marine and land propulsion is also one of
the planned actions The current energyenvironmental planning also includesthe reduction of energy
consumption of buildings, facilities terminal equipment and the port infrastructure and the
development of incentive measures to implementenergy efficiency works and renewable energy
production facilities. Furthermore, the port network authority identified significant potential in the
electrification of operations and mobility to reduce air and noise pollution. Therefore, it is
recommendedto incentivize the conversion of transport used within the port areas from traditional
fossil fuel power to electric power.

In line with the "Vision 2030" (as formulated in theTOP2020-2022 Revision 2021)the DEASRursues
the goal of the "Port of the future" as a horizon capable of supporting the revitalization of the partthe
region of Pugliaand its repositioning in the international port context. In this vein, the documentation
dedicated to the energy and environmental planning of thd®NA of thelonian Sea highlights the
development of new models of innovation and sustainable growth aimed at strengthening the
relationship between the port, the old cityand the industrial areg therebydefining an effective process
of urban, environmental, and sociocultural regeneration.Furthermore, grounding on the principles of
the "circular economy" and the sustainable development gé&(SDGs)set by the UN2030 agends it
recommends fostering the development of new business moded capable of combining Taranto's
maritime tradition with sustainability paradigm.

The "Port 6.0" model defined in the 2022 revision of TOP 2020-2022 identifies innovation,
sustainability, intermodality and logistics, internationalization, territorial marketing, and training and
collaboration with research centres as the main drivers for the competitive growh of the port of
Taranto. Four ofthesesix drivers are related to the management of energy and environmentahatters
(innovation, sustainability, intermodality and logistics, training and research centers)For the TOP
2023-2025, it is worthwhile to consider the continuation of the pursuit of the development models
identified in the previous TOPand the achievement of the energy and environmental objectives set by
the DEASP.

The PNA of thelonian Seahas alreadyproceededwith the estimation the carbon footprint of the Port of
Taranto, based on a process of stakeholder engagement carried out by thart network authority.
During 2021, thePort Network Authority administered a questionnaire to concessionaires, consignees
and companies authorized to arry out operations and services in the port areaso estimate/quantify
their total electricity consumption. The findings suggest thain 2021 the electricity consumption was
25,415 MWh of which 1,565 MWhwvas the consumptionby the port network authority. The electricity
consumption of all concessionairescombined amounted to 23,850 MWh. Most of the electricity
consumption is related to port services (61%), mainly due to the use of electrigpowered handling
equipment. In addition, 30% of the measired electricity consumption isattributable to external lighting.
The remaining 9 relates to buildings (indoor lighting and air conditioning) and others (that is a
residual category that includes the types of consumption not included in the previous caeries).

Energy consumptionrelated to resident vessels(both small vessels and those performing authorized
functions within the port), in 2021 (the last available year)was estimated to beabout 937,939 liters, of
which about 7,000litres was gasoline and the remaining part diesel fuél

Accordingto traffic data reported in Paragraph1.3.1, about 80 % of the total commercial traffic in the
Port of Taranto consists ofcargo ships general cargo, liquid bulkand dry bulk). Consequently, these

4To provide a comprehensive and detailed analysis of the energy balanelated to the shipping sector in the Port
of Taranto,the analysis considered ships calling at the port for cargo loading/unloading operations. The analysis
also took into considerationtotal berth time in port and their nautical maneuvering time when entering and
leaving the port, in order to quantify their energy absorption (in terms of fuel consumption) during the portcall
and during maneuvering.
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types of shipsaffect more than 80 of the total fuel consumption. Table 3 shows the trends of
consumption of individual merchant vessel categolies compared to the total vessel consumption
generated within the Portin the three-year period 2019-2021.5

Table 3. Consumption trendsrelated to ships in port(by ship types compared to total consumptioj.

Cargo typology 2019 2020 2021
Container 0.19% 0.97% 0.69%
Dry bulk carriers 14.73% 9.98% 15.22%
General Cargo 4.01% 3.04% 4.89%
Liquid bulk Ships 68.22% 67.66% 61.81%
Others 2.71% 1.03% 0.07%
Passenger/Cruise 0.27% 5.47% 5.35%
Ro Ro Cargo 0.04% 0.03% 0.00%
Tug 9.82% 11.81% 11.97%
Yacht 0.00% 0.00% 0.00%
Total 100.00% 100.00% 100.00%
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Table4 lists the consumption data for electricity, land usesand marine propulsion by converting them
into tons of oil equivalent (TEP) It provides an overall view of the most energyintensive actvities (in

terms of primary energy) within the Port of Taranto. The most significant contribution to energy

consumption comes from marine propulsion (resident andscailing ships), accounting for more than
80% of the total. Next in importance is electriciy, an energy carrier divisible into: buildings, external
lighting, port services and other(about 10%), and landbased means,.e., transport and handling
equipment (7%).

Table 4. Conversion of Port Consumption to Oitquivalent Tons (TEP).

Incid. TEP Indd .
Consume on the Consumption
total on the total
Buildings MWh 1,420 120 6.98% 0.06%
Lighting external MWh 7.275 625 36.34% 0.29%
Services Dockers MWh 15.435 1 0.08% 0.61%
Other MWh 1.285 110 6.400% 0.05%
Diesel liters 1,536,514 1 0.08% 60.81%
Gas liters 11.322 10 0.58% 0.45%
Generating set liters 1.178 1 0.06% 0.05%
Resident Vessels - Diesel liters 930,938 830 48.260% 36.85%
Resident Vessels - Gascline liters 7,000 6 0.35% 0.28%
Climbing Ships - Diesel ton 14.217 15 0.88% 0.56%
Total consumption - 2,526,584 1,720 100.00% 100.00%

Source: Port System Environmental Energy Document (DEAS#?) Network Authority of the lonianSea.

In line with EU and internationak requirements, the primary goal of the DEASP i® reduce CQand
other GHGemissions. In this respect, the assessment of tisarbon footprint provides a snapshot of the

5 The total energy consumed per load type was calculated taking into consideration three variables: Energy used;
Energy consumed for manuevering operations; Energy consumed berth.
6 1n line with the 2015 Paris Agreement, regarding the reduction of greerduse gas emissions, in April 2018 the
IMO established a strategy to reduce average carbon intensity by 40% by 2030 and cut overall CO2 emissions by
50% by 2050 (compared to 2008 levels). At the community level, a target has been set to reduce transpettated
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existing situation and is the primary tool for monitoring the progress towards the aclevement of the
strategic objectivesintended by the DEASP. InPort of Taranto, the collection of data for the calculation
of the "Carbon Footprint"for the years 2019, 2020 and 2021 led tthe estimate that more than 60% of
GHG emissions were caused lige activities of liquid transport tankers even thoughthese vesselslo
not constitute the largest volume of traffic The vessel time at berthis responsible for most emissions
(over 80%) related to commercial shipping. The port network authority has identified corrective
measures and operational actionso mitigate the environmental impact of the operations carried out at
the port. Table 6 provides a brief description of the different types ofactivities distinguishing between

"actions in progress', "actions being planned,” and long-term actions", but also identifying those

affected by therespectivemeasures and estimaing the investments required per action.

Table5. Planned actions within the DEASP, resion 2022 (Preliminary Budget).

Type of iaetn

Subject
interested

Estimated
Preliminary
Investment

Interventions in Wind farm Concessionaires
progress Recharging stations PNA
realization PV systemlogistics platform. Concessionaires -
Cold ironing DocksPublic PNA ‘0 35,000,000
ColdlIroning PierMulti -sectoral PNA ‘012,000,000
Cold Ironing JettyOils PNA ‘08,000,000
Interventions in Lighting External PNA '0400,000
progress LightingExternal Concessionaires '0800,000
= LightingInternal PNA ‘012,000
programming LightingInternal Concessionaires '0150,000
PVplant shelterswharf pol. PNA/ Molo Pol. '0360,000
Plant PVbuilding integrated site PNA PNA ‘065,000
PV plantbuilding- integrated buildings conc. Concessionaires ‘02,000,000
LNG PNA -
. GreenHydrogen PNA
Interventions PP - - —
long-term Eectrllfllcau‘on resident sh!ps Concess!ona!res
Electrification of land vehicles Concessionaires
PV planfloating PNA

Source: Port System Environmental Energy Document (DEARIRAof thelonian Sea

1.2. THEPROGRAMMINGFRAMEWORK
1.2.1. The Three-year Operational Plan (2020 -2022)

The ThreeYear Operational Plan(TOP) 2020-2022 is a port planning document with a threeyear time
horizon, defining the institutional, strategic,organizational, and operational plans of the Port Network
Authority . Formulating the new TOP2023-2025 of the PNA of thelonian Seabenefits from areview of
the previous three-year period. Theex-post analysisandthe examination of the state of implementation
of TOP 2020-2022 and its revisions allow to wunderstand which objectives and
interventions/ implementation actions might be prioritized in the next three yearsand the related
definitions of the mission and objectivesof the port network authority, namely the increase of the
competitiveness of the Port of Taranto, the growth of the collective value of the port for the local

emissions by 90% by 2050, and as part of these measures, the "Green Deal" promotes the development of
sustainable alternatives to fossil fuels.
7In the case of the Port of Taranto for 2019, complete data sets are available that can be considered "steady state."
For the following two years, the incidence of the COVHD9 pandemic heavily affected the PoriNetwork's ordinary
operations and, consequetty, the overall emissions budget, which therefore cannot be considered representative
of the actual scenario.
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community® , the development of an innovative port ecosystem, etc., in line with what is defined by the
port planning documents of higher leveimentioned abové.

Currently in force, the TOP2020-2022 sets five priority objectives (Figure 11).

Figure 11. Priority objectives of the 20262022 TOP.
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These priorities are accompanied by20 plan actions envisaged in the latest version of thEOP2020-
2022:

1) Therealisationl £ OEA O&OOOOA ahdth&prombtibn ofidh&vatibnlin portAdo
logistics.

2) The digitalisation of the Port.

3) Onestop administration (Sportello UnicoAmministrativo - SUA).

4) Development of aPort Community System (PCS).

5) Raising the security levels of the port area andf the neighbouring industrial areasand, possibly
extend security to the SEZ (Special Economic Zone) area.

6) Energy supply from renewable surces andthe development of alternative fuels and LNG.

7) Development of sustainable mobility in the port area.

8) Development of the circulareconomyparadigm.

9) Innovative governanceto position Taranto as a sustainable port city.

10) : (Re)building links andrelationships between theport and the city through the materialisation
of a new territorial identity based on the culture of the sea.

11) Development of a "Port exhibition center" and implementation of a Modular system of
educational/tourist visits of the port reality.”

12) Plan of interventions for the regeneration othe "leisure/environmental” areas in the port and
urban areas z redevelop the waterfront as a physical and social infrastructure capable of
generating new configurations and design dimensions.

13) Efficiency and optimisation of port services.

14) Efficiency and optimiation of existing infrastructure and implementation of new strategic
infrastructure.

15) Attracting iinvestments for developing thelonian Special Economic Zone (SEZ) arle Free
Trade Zone FT2 of the port of Taranto.

81n this sense and in line with the provisions within the Integrated Plan ddctivities and organization (PIAO) 2022
2024 the PNA of thelonian Sea will also take into consideration the issues related to the generation of public value
as defined within the PIAO
9 The TOP2020-c mc¢ xAO OAAI EUAA ET ATi11 AAT OAGEI T xEOE O300AE
revised at the end of 2021 (Aproved by Resolution No. 16/2021 of thePNA of thelonian Sea Management
Committee on 12/21/2021) and at the end of 2022 (Approved by Resolution No. 18/2022 dPNA of the lonian
SeaManagement Committee on 12/20/2022).
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16) Enhancement of the role of the port of Taranto within the TEN network corridors.

17) Promotion and marketing to support the logistics-industrial -maritime cluster of the Port of
Taranto andthe launching of the "lonian Cruise Cluster."

18) Prevention of corruption and personal data protection.

19) Reorgangation of the PNASs internal resources through interventions to implement, enhance
and empower human resources.

20) International relations and institutional communication including the upgrade ofthe web portal
and social channels.

1.2.1.1.Context analysis of the Port of Taranto in the Southern Italy areas

In the framework of the 2020-2022 programming period (TOP2020-2022 - Revision 2021 and Revision
2022), the PNA of thelonian Sea experimengéd with new forms of execution of its mission through the
use of participatory practices and the development of projects with innovative conterdiming, above
all, to bring the institution closer to the social and economi@ctivities of the city of Taranto. These
developments requirefurther planning, adequate response measuregnd flexible and forward-looking
transport policies that can anticipate changes and mitigate the lated risks.

In this regard,the analysis conducted by thd®NA of thelonian Seawithin the framework of drafting the
TOP2020-2022 (in its original formulation) emphasisedthe different success factors of the main ports
at the national and Mediterranean ével. In particular, the generation of highvalue-added servicesand
the establishment of logistic functions in &SEZzone guaranteeing partial or total tax exemption for the
flow of goods Following the concession of the container terminato Yilport Holding, it was foreseerto
position the port at the centre of the lonian SEZby developing businessesvia adry port (inland port)
whose production would belinked to port traffic.

The port has an infrastructure heritage and a geographical position thasupport the further
developmenttowards one of the main European commercial ports, making it a hub for traffic between
Asia, Europe, and North America, as well as a connecting port witlorth Africa and Eastern Europe. In
this regard, one of the main strategigoals has beento increase European connectivity through the
completion of TENT networks and nodes that include "core" ports, both for transshipment and gateway
traffic. Additionally, investments in lastmile delivery, management and control systems, and the
strengthening of synergies between the CTE (European Territorial Cooperation), EUSAIR (EU Strategy
for the Adriatic and lonian Region), and SIE funds (European Structural arhdvestment Funds) are
planned, mainly on the following two corridors:

V  ScandinavianMediterranean Corridor with Taranto playing a core port role;

V  Baltic-Adriatic Corridor.
Giventhe current transport scenario in the Mediterranean area and the new global changes that
require further growth of the national transport system's intermodal capacitythe update of the TENT
networks would represent significant opportunity, enabling the port toincreasecompetitiveness.10

Therefore, the intention of the PNA has beento develop commercial traffic by encouraging the
development ofdry port areas through logistics support activities,and counterbalancethe decline in
traffic caused by dependence opure transhipment Furthermore, the implementation of multi-modal
transportation and the modal shift towards rail transportation, eventhrough the use of the Grottaglie
cargo terminal,would strengthen this potential.

Accordingto the TOP2020-2022, it isworth developing strategies and tools related to the following:

10 This topic is an integral part of he PESTEL analysis, with particular attention to the political context (P)
component referred to in paragraph 2.2.2.
29



V' Monitoring markets - this includes(i) constant monitoring markets, with particular reference to
China, the UnitedStates,and the MENA!! area,to diversify the market that the port intends to
serve; and (ii) identifying local dynamics and needs of businesses in Puglia (destination of
exports and origin of imports).

V  Logistics development: actions are aimed at developing logistisgrvices such asdevelopingthe
dynamic reefer sector.

V  Ro-Ro traffic: consider the potential of ReRo traffic following an analysisof the catchment area
and the examination of the possibilityto shift some connectionscurrently offered by road
transport to maritime Ro-Ro services

1.2.1.2.Development policies of the porinetwork: hinterland and foreland.

The captive area of thé ort of Taranto includes the regions of Puglia, Basilicata, and Molise. As indicated
in the TOP2020-2022 (original version of 2020), these regions account for approximately 5% dhe
national value added andalmost 8% of the total of enterprises in Italy. Therespective contribution to
foreign trade is 3% ,highlighting a significant gap compared to theontribution of the rest of the country.

Targeting theexpansion ofthe captive area to includeébusinessesin other regions (such asAbruzzo and
Campania), it isnotable that the impact of these regions on the Italian economy is particularly high in
agriculture, reflecting a production structure still strongly focused on his sector. In terms of
technologicatproduction supply chains, the automotive, textile, and furniture sectors are particularly
relevant in the area, with a considerable impact on longistance import/export flows.

The reference aredor the port is Puglia which maintains aparticularly important role in Southernltaly,
accounting for about 25% of thevalue-addedand international trade of Mezzogiorno. Puglids the third
most economically important region in Southltaly, following Campania and Sicily. Puglia accounts for
approximately 80% in terms ofvalue-addedand businesseslts share of foreign trade is lower (73%6).

The maininternational market for the capive area of the port of Taranto is North AmericaThis ismainly

due to the automotiveLucanoand aerospace tradén Puglia. Analyzing the entire captive area, the value

I £ AGAEAT CA T PAOAOGET T O OI ¥ £0OT iInatidkionAtheBandliyiof@itandA i T OT
petroleum products also enhances$rade with areas closer toEurope and North Africa.

Non-EU European countries are the second marketlinked with the captive hinterland of the port via

maritime trade. Trade with these countries generateA1 AGAEAT CA 1T £ Op8yx AEI T EI
handled goodsare intra-EU maritime trade (to/ from EU countrie§ and reacheOp 8¢ AEI T ET 1 8 3
example, is a leading reference market for handling metallurgicgbroducts, olive oil, automotive
components, and agricultural products, all linked tdPugliaproduction centers.

As for the Far Eastin particular the ASEAN countries, commercial exchanges mainly concern olive oil

and agricultural productstraded with the region of Puglia Among the most relevant segments|othing,

and furniture (especially with China), aerospace products (Japan), and the fashion industiydia) can

also be mentionedThe Chinese "Belt and Road Initiative" (BRI) generaseA 1T A GAEAT CA .1 £ Ocg
consisting ofthe second major market linked with the area

1.2.1.3.State of theArt: Planned actions.

The priority interventions of the TOP2020-2022 (confirmed in the 2021 and 2022 revisions) stem from
a decisionmaking process carried out by thePNA of the lonian Sea Port of Taranto that took into
consideration the peculiarities of the port. They included the establishment of the lonic Special
Economic Zone (SEZ) andts implications for the development of the port and therelated port
community. In this context, theidentified challenge for the SE% to systematicallyaddressaspects that
often hinder investmentsrelated to developing the needed infrastructure andfacilities. Designedas a

11 The term MENA is an acronym for 'Middle East and North Africa’, often used to refer to a broad region,
stretching from Morocco to Iran, which includes most of both the Middle Eastern states and the Maghreb.
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connection between entrepreneurial initiatives and the port a SEZis designed to attract investments
that put logistics in synergywith manufacturers. They demand thesupport of the banking sedor to
ensure support by private and public investors,who would be interested in transforming it into a
strategic initiative for the local and potentially the national economy.

Another initiative reported by the TOP2020-2022, toincrease investment and attractiveness of the port
of Taranto,is the establishment of the Freelrade Zone FT2). The jurisdiction area fFigure 12) is already
approved by the National Director of the Customs and Monopolies Ageneyd includes a territory that
is not considered part of the EU customs territorywith the consequent exemption fronthe requirement
of payment of VAT and custora duties. The TOP 20202022 also envisaged the establishmentof
functional zones for the storage and warehousing of goodsdthe control of goods entering and leaving
the checkpoints

The establishment of the=TZin the Port of Taranto, whose managementral operation is entrusted to
the PNA was born with the intention of giving economic and employment recovery to the Port of
Taranto.

The customs facilitation tools provided by the Community legislation in force, allow the holdingtorage,
and handling, in the most favourable conditions, of goods in a foreign state under suspension of customs
taxes (duty, VAT, excise duties and bordensgtaxes) without time limitations, dealing with what should

be customs clearance operations in ordinary storage conditions.

The PortNetwork Authority of the lonian Sea is given the faculty to assign the areagl perimeter and
authorised by the Custom@&nd Monopolies Agency to those who intend to have productive settlements
with the assumption that they will create economy and employment.

Therefore, to this end, the Authority has been entrusted with an important role, to attract and make it
attractive for economic operators to settle in the=TZareas, present in the Port of Taranto, providing the
most favourable conditions for those who cora to invest corporate capital.

For years,PNAhas been carrying out a great work of 'restructuring' of the port, an image that has always
been considered to have only an industrial vocation, whose intent today is instead also directed towards
different attractions, such as theFTZ to be offered in a new port scenario strongly pushed towards
digitalisation through simplified logistics procedures and interoperability between the administrations
involved.

The possibility of using areas under thé&TZregime has aroused great interest: several applications have
been received, some of which are soon to be assigned. Therefore, structutaichnological, and
computerised works are being carried out to grant the areas in the best conditions of operability and
safety.

For the economic operators that are going to settle in thETZareas, in order for them to make the best
use of the investments, whose aim is to create an economy and employment, it is necessary and vitally
important to operate in an efficient and weliconnected port, whose procedures for the movement of
goods, vehicles and people take place with fast and advanced processes.

All the work being done gives hope and creates the conditions for tHe€TZto play a major role in the
future development of the pat and not only for the next three years.
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Figure 12. Identification of the lonic Free Trade Zone.
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Source: Threerear Operational Plan 202@022,PNA of the lonian Se2022.

The conditions, advanced by theprevious three-year programming via the implementation of 20
strategic actions identified in theTOP2020-2022 allow for a detailed examination of the main activities
started/realized/completed . Table 6 details each strategic action, the status of the related interventions,
and the predictions of activities to be carried out in the 2022025 triennium. This review ensures the

interaction and linking of the two subsequent threeyear programming period, i.e., the ganning period
of the TOP2020-2022 and that of 20232025.
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Table 6. State of the art of actions of the Thre¥ear Operational Plan 2022022 (2022 Revision).

Potential reference

target for 2020 - Action title Activities carried out (end of 2022)
2022

1. Creation of the " Future Port Innovation - Launch of the first call for startup with selection of 7 startups/scale ups
Hub " and promotion of innovation in the - Development of 4 pilot projects
port and logistics sector. - Start of preliminary activities for the launch of the second call for start up

Performance " and " Operational
S T Cartography " modules- Integration with the modules developed within the
2. Digitalization of the institution. ambit of the Single Administrative Desk (SUA)
- Implementation of the Agenda digital

- Completion of the digitalization activities of the front- office
administrative procedures - Activation of the back- office platform

Innovation - Conclusion of the first release of the PCS

- Testing forms of interoperability with the Customs Agency and with RFI
- Preparation of a Bl module and identification of datasets to be made availab
on the Authority's portal
~zZ BEGIEIC I £ A POITOIAIT ET A
5) Raising the security levels of the port #l11ol OOEO.I Z SEGI EI. .Q .I .’CE ATTOEAO §
area and the neighboring industrial areas ., consortium and the threemunicipality involved - =
to possibly extend also within theSEZ Z 0OAOAT OACET T & Al A x DOl BlLOAI
(Special Economic Zone) AEOOOEAOOEI!I I I £ AAOEOEOEA
’ Ministry approval of the Interior from the form planning and admission, to all

intents and purposes, of the ASI Consortium in the project partnership.

- Obtaining Of resources of th&lRRPfor the electrification of the docks

3. Single Administrative Desk (SUA).

4. Port Community System (PCS).

6. Procurement of energy from renewable - Start of relamping work of lighting external
sources and development of alternative | - Start of partnership with RINA Consulting SpA for the definition of project
fuels and LNG. financing activities

- Search for private entities forthe definition of PPPs to support the activity

7. Development of sustainable mobility in

- Installation of the planned system (such as electric columns)
the port area.

Sustainability

- Third -party audit to maintain ISO 14001 certification
- Participation in European projects such as ECOWAVES
- Launch of port user awareness campaigns on separate waste collection issy
- Organization of courses for staff internal
- Update of the wase collection and management plan of the port of Taranto

8. Development of the circular economy
paradigm.
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Taranto as a sustainable port city.

. ) - Creation of surveys aimed at involving stakeholders in the drafting of
9. Innovative governance to configure

- Signing of a Protocol of Understanding with the Guardia di Finanzd Puglia
for the management oNRRPresources

programming and planning documents
- Publication of the most relevant news on théNAwebsite
- Formalization of the first Report of Sustainability of thePNAof the lonian Sea
- Update of the DEASP

Port and territory

relationships with the territory through
the materialization of a new territorial
identity based on the culture of thesea
11. Development of the " Port Exhibitio

10. Port & city: (Re)building of ties and

- Participation in numerous events bringing the community closer to the Port
- Organization of visits training at the port

n

Center" and creation of a " Modular
system of educational / tourist visits of
the port reality ".

- Opening to the public of the initiative " Open Port "
- Physical location of the Open Port in the multipurpose center "Falanto”

12. Plan ofinterventions for the

regeneration of " Leisure/environmental

areas in the port and urban areas: the
waterfront as a physical and social

design configurations and dimensions.

- Adoption of the Plan Town planning Executive and start of the preparatory
infrastructure capable of generating new

- Continuation of the collaboration wih the Municipality of Taranto for the
design of the Waterfront

process for final approval

Physical
infrastructure and
competitiveness

13. Efficiency and optimization of port
services.

- Startup Of a survey for the evaluation of the current offer of services
- Start of the activities aimed at the study comparative for the identification of
factors of competitiveness at national and European level

14. Efficiency andoptimization of the
existing infrastructure and
implementation of new strategic
infrastructures.

- Start of interventions For The dredging of 2.3 mmc of sediments in the Molq
Polisettoriale area and for the construction of a first lot
for the reclaimed reservoir functional to the expansion of the V protruding
Start of activities of the Center multipurpose services for port uses at theMolg
San Cataldo (Falanto building} Start of
network construction activities of collection and drainage of rainwater i the
common areas of the port and water mains

15. Attraction for investments: lonian
Special Economic ZoneSEZ and Free
Trade Zone T2 of the port of Taranto.

- Startup discussions on the regulation and operation of thETZ
- Start of the activities necessary for the functioning of th€TZ- Signing of the
protocol in agreement with the Extraordinary Government Commissioner of
the lonian SEZ
- Integration of some functionality and organization of the back office for
practices SEZ

16. Enhancement of the role of the port of
Taranto within the corridors of the TEN-T
network.

- Participation in online events such as the Connecting Europe Days

- Analysis of the state of the art of similar projects at European level
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17. Promotion and marketing, support to
the logistic-industrial -maritime cluster of
the Port of Taranto andl A OT A E

yTTEAT #OOEOA

#

- Participation in events and fairs for the enhancement of the cruise terminal
- Renewed partnerships with EU and nofEU ports(e.g. PortOf Shenzhei
- Award Recognition like " Destination of the year (Seatrade Cruise Award)

Institutional
accountability

18. Prevention of corruption,
performance, and protection of personal
data.

- Definition of actions for verifying and updating privacy protection procedures
- Integration with other priority interventions for inclusion from the protection
issues _ from the privacy and security informatics

19. Reorganization of the internal
resources of thePNAthrough
interventions of implementation,
enhancement, and empowerment of
human resources.

- Sending a survey to identify personnel training needs
- Payment of 986 hours of training for internal personnel
- Definition of a training plan for personnel

20. International relations and
institutional communication also through
the web portal and social channels.

Collaboration activities with the main sector associations national (e.g.,
Assoporti and ALIS)
-$AOATTPIAT O T £ 1TAx T1A80 PAOOI ADO
Digital and web activities marketing

Sourcel OOET 008

AT AAT O AYedt Oderatibral®hmi2022022, LIEADAe lonian SeaD22 (Rev. 2022)
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1.2.2. The Integrated Plan of Activities and Organization (PIAO) 2022 -2024

The Integrated Activity andOrganization Plan (PIAQ 2022-2024 of the Port Network Authority of the
lonian Sea- Port of Taranto, is a single plannin@and governancedocument that brings together the
following tools to support port decision making:

Performance Plan;

Corruption Prevertion and Transparency Plan;
Personnel Needs Plan;

Organizational Plan foragile Work (POLA).

< <<

In its current form, the PIAOincorporates the abovementioned planning and port governance tools,
articulated in four sections Figure 13). The document provides information about the characteristics
of the PNA of thelonian Seaand examinesaspectsrelated to the port's performance in terms ofthe

ability to create public value, the achievement ofthe operational objectives established within the
Performance Plan, andthe presence of theadequate preventive measures with regard to arti
corruption. The PIAO alseexamines topics related to the orgamiation of "human resources" ad the

development of "human capital"at the port, identifying measures and techniques for monitoring the
progresson the setrelated objectives.

Figure 13. Structure of the Integrated Plan of Activities and Organization.

Section II.
Public value,
performance, and
anti-corruption

Section 1.
Administrative data
sheet

Section III.
Organization and
Human Capital

Section IV.
Monitoring
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1.2.2.1.The objectives of the PIAO and their integration witffOP
The PIAO2023-2025 underlines the objectives of theTOP 2020-2022 andis taken into account for
setting the objectives of TOP 2023-2025. Understanding the geneal principles that inspire the
document as well as the strategic objectives and actions provided in the PIAO is a relevant precondition
to define better the mission underlying the programming of the next threeyear plan, as well as the
choice of introducing plan specific strategic objectives and functional actions to ensure the improvement
of the performance evaluation tools of thé®NA of thelonian Seagespecially in terms of measuring the
contribution to the growth of the community.

Notably, the PIAO providedor the development of the"generating public value" paradigm, considering
this is more central thanthe themes of performance evaluation and thentroduction of management
practices inspiredby other objectives.Public valueis understood as the dverall level of economic, social,
but also environmental and/or health welbeing, of citizensenterprisesand other stakeholders created by
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a public administration with respect to a baseline or starting leV&. The actions necessary to increase
the produced public value for the lonian territory are planned by thePort Network Authority as detailed
in the PIAO. In this regard, th®NAis called upon to carry out functionghat promote the economic and
social development of the territory and enhane the demands of external stakeholdersilt is also asked
to be responsible for the well-being of its internal stakeholders such as the employees of the
organization, as well as all private and public entities thgbopulate the lonian port cluster- as identified
in the 2021 Sustainability Report Figure 14).

Figure 14. The mapping oPNA of the lonian S€a stakeholders based on their level of relevance.

Associazioni di
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operazioni e servizi Categoria
) — portuali Universita ed
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di Governance
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" Autorith di Sisterna Portuale logistica merci
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. Comunita e

Istituzioni Locali e Territorio
Internazionali

@ iciiata @Prrioritamedia @ Priorita bassa

Source: Sustainability Report 202PNAof the lonian Sea Port of Taranto.

There is a strong interdependence between the curreitOP2023-2025 and the PIAO 2022024, which
becomes even clearer considering that th®ort Network Authority had already identified within the
previous TOP 2020-2022 the basisfor developing the general and specific objectives related to the
generation of 'public value," leaving the identification of actions/interventions aimed at achieving said
objectives to theforthcoming TOP.

In this context, the policies of thePort Network Authority for the generation of public valuerefer to the
general objective ofcoordinating the PNAs programmatic framework with its development strategy
and mission with the governance and compliance principles established byhe Sustainable
Development Goal{SDGs)identified by the UN Thus,the present TOP2023-2025, also consides the
global dynamics of the port and shipping sector and the deadline=lated to the trans-European
transport networks envisaged in the Agenda 2030 of the International Associatiaof Port Cities(AIVP)
of which the PNAis a member of the Board of Directorsln this vein, four main elementsand impact
indicators to consider in the 2023-2025 programming for creatingpublic value are Figure 15):

1) The sustainability of processes and actions in the mediwong term.

2) The useof a participatory methodology for involving internal and external stakeholdersn the
relevant consutations.

3) The introduction of functional processegshat promote change.

12Moore, M. (1995). Creating Public Value Strategic Management in Government. Cambridge: Harvard University
Press.
Guidelines DPR no. 81 of June 24, 2022, "Regulation identifying tb@mpliance requirements related to Plans
absorbed by the Integrated Plan for Activity and Organization."
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4) The use of a customepriented approach.

Figure 15. The eéments for defining the strategy of creating public value.

Sustainability of processes and
actions in the medium-long term

The definition of a methodology based on
the concept of participation.

The use of change processes (policy
change).
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Concerning the different modes of interaction and dialogue with stakeholders, please refer to the section

Stakeholder Engagement: Participatory Processes as a Driver of the Public Value Generation
Strategy of the aforementioned PIAO.

1.2.2.2.The ESG (Envbnmental, Social, and Governance) paradigm in creating public value.

The Management Committee of thd°>NA of thelonian Sea, with Resolution No. 17/17 of 15 December
2017, approved the proposal of the new Organisational Plan transmitted to the SupervisiMjnistry for
approval.

The Supervising Ministry, by note prot. M_INF.VPTM. 7543 of 19 March 2018, approved, pursuant to art.
9, paragraph 5, lett. i), of Law no. 84 of 1994, tt@rganisational Plan of the PNAfor a total of 70 units ,
subdivided as followsas shown inTable 7.

Table7. PNA of the lonian Sea's Organizational Plant.

Organizational Plant

n°5 - Directors
n°3 - "Quadri A"
n°6 - "Quadri B"
n°7 - First level
n°11 - Second level
n°20 - Third level
n°16 - Fourth level
n°2 - Fifth level

Total 70 units

Source: PNA of the lonian Sea.

The strategy for creating public value defined by the the lonian Sdort Sytem Authority is based on
adopting the "ESG identity" paradigm (Environment, Social, Governance), to be achieved through the
use of activities and development plans specific to Corporate Social Responsibility (CSR), in line with
the Agenda 20300f the United Nations In this context, the PNA has detailed the 17 objectives
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(Sustainable Development GoalsSDGs) defined by the Agenda 2030, identifying possible actions to be
implemented. These actionshave been included in the Sustainability Repor2021. Consequently, the
PNA has also identified specific GRI (Global Sustainability Reporting) indicators to monitdéts ESG
actions.

The adopted ESG principles involve a series of concrete interventiorlging in three main directions
(Figure 16):

V Physical accessibility z that includes measures and interventions aimed at overcoming
architectural barriers in private, public, and privately owned buildings open to the publicwith
the aim beingto eliminate any discriminatory components that couldjeopardize the effective
dissemination of public value produced by initiatives launched at the operational level.

V  Digital accessibilityz that identifies possible activities for the recognition and protection of the
community's right to benefit from the information and communication techndogy services
provided by the public administration and/or any public utility.

V' Equal opportunity and gender balanceg via activities upgrading governance methods through
advancing new policy-making dynamics and by providing for the active involvement of all
stakeholders.

Figure 16. The development guidelines of the ESG paradigiPNAof the lonian Sea
Physical @
accessibility

®
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With a Collaboration Agreement of July 2022, theNA of the lonian Sea joined the 'ESG Workshop
Environmental Social Governance' the Intesa Sanpaolo initiative planned for the whole country and

dedicated to SMEs aiming to improve their sustainability priile by initiating the transition towards ESG
objectives and investments in sustainable and circular economy projects.

The current organisational structure was defined by President's Decree No. 13/2022 of 27.01.2022:
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The workforce at the date of approval of the Organisational Plan consisted of 46 employees, distributed

as shown inTable8:

At 31.12.2022 considering the retirement and the recruitment made the organic budget is as follows: as

shown in Table 9.

Figure17. PNAI £ OEA
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Source: PNA of the lonian Sea.
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Table 8. Staff of the PNA of the lonian Sea.

n° 5- Dirigenti n°5 Dirigenti

n° 3- Quadri A n° 1- Quadri A
n° 6- Quadri B n° 6- Quadri B
n° 7 -1° livello n°1-1° livello

n° 11- 2° livello

n° 6 - 2° livello

n° 20 - 3° livello

n° 9 -3° livello

n° 16 - 4° livello

n° 16- 4° livello

n° 2z 5° livello

n° 2- 5° livello

Source: PNA of the lonian Sea.

Table 9. Current staff of thePNA of the lonian Sea.

n° 7 - 1°livello

n® 5 - Dirigenti n°4 Dirigenti
n° 3 - QuadriA I/
n® 6 - Quadri B n®6 - Quadri B

n°6 - 1°livello

n° 11 - 2° livello

n°11 - 2° livello

n° 20 - 3° livello
n° 16 - 4° livello

n°®18 () - 3° livello

n°15 - 4° livello Full Time -1 unita p.t. 32 ore

n° 2 - 5° livello

n°1 - 5°livello

Source: PNA of the lonian Sea.
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The PNA engaged in the realization of the works inserted in thelRRPand the relative Complementary
Fund, uses, moreover, of:

V

no. 3 units hired on a fixedterm basis, employed within theSOSWSpecid Office for Strategic
Works), recruited - pursuant to art. 1, co. 14 of Decrekaw no. 80 of 9 June 2021, "Urgent
measures to strengthen the administrative capacity of public administrations functional to the
implementation of the National Recovery and Ralience Plan NRRB and for the efficiency of
justice" converted with amendments by Law no. 113 of 6 August 2021through the use of
current competition rankings;

no. 2 units in administration intended for the performance of activities related to the op&tion

of the establishedFTZof the Port of Taranto in accordance with L. 1602019, art. 1, co. 316, lett.
b).

Therefore, the number of staff as at 31.12.2022 was 67, broken down as follows:

\%
\%
\%
\%

61 employees hired on a fulltime permanent basis;

1 employee hired on a permanent paritime basis at 32 hours per week;
3 employees on temporary contracts;

2 employees on temporary contracts.

In addition, in January 2023, a further unit assigned to the Legal/Tenders and Contracts Directorate was
hired on a fixedterm basis, for activities related to the implementation of infrastructure projects eligible
for funding from the resources of the National Recovery and Resilience PlaNKRB and related
Supplementary Fund, recruited through the use of current competition rankigs (art. 1, co. 14 of Decree
Law No. 80 of 9 June 2021, 'Urgent measures to strengthen the administrative capacity of public
administrations functional to the implementation of the National Recovery and Resilience PlaNRRP
and for the efficiency of jusice' converted with amendments by Law No. 113 of 6 August 2021).

The professional development oD . ! éPloyees, understood as continuous training, is inspired by
the following values:

Vv

Vv

staff enhancement : training as a tool for the development oftaff skills has as its ultimate aim
the enhancement of employees as a strategic resource of the organisation;

continuity : training must be understood as a permanent method to ensure the constant
adaptation of employees' professional skills;

equality and equal opportunities : training is designed and offered to all employees in relation
to the actual training and professional needs identified;

participation : the training process must provide for moments and methods of involvement of
employees in itsvarious phases: detection of training needs, feedback on courses (satisfaction),
collection of proposals for improvement, reports;

sharing : the planning of training provision is shared with managers;

adequacy: training courses must be chosen on the basig the training needs of the employees'
professional skills and the organisation's objectives, ensuring a proper balance between
transversal and specialist/sector training, between refresher training and training for
professional development;

effectiveness: training must be constantly monitored and evaluated also with regard to its
outcomes in terms of satisfaction, impact on the work, etc.;

efficiency : training must also be provided on the basis of a careful assessment and weighting
between the quality ofthe training offered and its cost, and therefore the different training offers
must also be examined from this perspective.

PNA of the lonian Se#raining is aimed at the following objectives:
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V strengthen -update existing skills , both for the professional deelopment of employees as a
whole, and to enhance excellence;

V accompany the induction processes ofnewly hired or recruited staff, to transfer technical,
regulatory, and procedural knowledge closely linked to the operations of the role, and to foster
cultural growth;

V optimise the ability to harmonise training and work activities;

V consolidate the evaluation system of training interventions, not only with regard to the
satisfaction or learning of participants, but above all to the verification of the resultebtained
with regard to the activities carried out in the work environment.

In addition to what has already been said, the Authority is proceeding to the modification of the current
organic plant - approved by the Ministry of Infrastructure and Transport with note no. 7543 of
19.03.2018- in qualitative / quantitative terms to meet the need to optimize the use of public resources
available and to pursue the objectives of organizational performance and the provision of better services
to the community.

A quantitative and qualitative study was carried out in order to identify the actual needs of staff,
obviously taking into account the institutional tasks assigned to th@NA

Quantity in the sense of determining the numerical quota necessary to ensureetffundamental
functions, divided by subquotas determined by the homogeneous set of activities or by processes to be
managed. Qualitative in the sense of providing it with reference to types and professional skills «better
responding to the needs of the aahinistration itself, also taking into account the emerging skills due to
the evolution of the work organization and the objectives to be achieved».

The proposal to modify the organic plant will be submitted to the approval of the Management
Committee pursuant to art. 9, paragraph 5, lett. i), of L. n. 84 of 1994 e smi. whose resolution will be sent
for approval to the Ministry of Infrastructure and Transport.

1.3. POSITIONING OF THEPORT OFTARANTO IN THEI TALIAN CONTEXT

Following the analysis of theinstitutional framework and the current state of port planning and
programming related to thePNAof the lonian Sea Port of Taranto, thisParagraphoutlinesthe current
positioning of the Port of Taranto in relation to the national and international port congxt, considering
the main areas of port activity and the historical trend of related trafficlt then providesa brief overview
of the port's economic performance.

1.3.1. Analysis of goods and passenger traffic

1.3.1.1.Locdion of the port and positioning with respect to national and international logistics
transport systems.

The Port of Taranto benefits from a strategic geographic location: it is located along the Si@&ibraltar
route and is part of the TENT network as the teminal node of the landrail segment of the
ScandinavianMediterranean Corridor and is included in the maritime connection node of the corridor
with O, \Allettad

1.3.1.2.Terminals and main types of trafficat the Port of Taranto.

In 2022, the Port of Taanto handled 14,572,761 tons of goods, mainly consisting of solid bulk cargo
(7,944,214 tons), liquid bulk cargo (3,550,559 tons) and general cargo (2,794,141 tong)igure 18 and
Figure 19). The maritime container throughput amounted to 26.269 TEU Some 108,810 cruise
passengers transited through the Port of Taranto in 2022.
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Figure 18. Goods traffic at the Port of Taranto by category in tons (2022).
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Figure 19. Individual commodity traffic at the Port of Taranto (2022).
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The flows of goods and people are the result of port activities carried oat the 5 terminals currently
operating andunder concession, hamely:

V the container terminal "SCCT San Cataldo Container Terminal";

V an industrial terminal for liquid bulk "Eni S.p.A." and two solid bulk terminals including a steel
terminal "Acciaierie d'ltalia" (distributed along four protrudings and one quay) and a cement
terminal "Cemitaly S.p.A." (located at the root of the 4tprotruding and in the area behind the
guay betweenthe 4th and 3rdprotrudings);

V' the cruise terminal "Taranto Cruise Port".

The current traffic data (n 2022) do not provide a precise picture of the current positioning and future
development trajectories of the Port of TarantoThis is becauseahe port in 2022 had not yet benefited
from the effects related toits recent strategic repositioning with resped to both some historical
Business Strategic Areas (ASA) for the development of the Port of Taranto and some new ASA areas
traditionally outside the scope ofthe current port activities. In this regard, it is essential to consider the
current state of port planning of the PNAof the lonian Sea in order to understand the factors that are
expected to have a shorterm impact on the dynamics of port traffic. To this end, the main information
relatesto total state property areas state property areasunder concessionstate property areas still to
be granted (with an indication of the intended use destinations), existing operational terminals,
terminals under construction/upgrading, etc., and planned terminals.

43



Table 10. Detailsof land use and concessions.

Landi lace Operati l1Are

R Concessionaire Tons max LR B Cargo handling
name (sqm)
Calata 1 (Quay 1) - 20.000 1.800 Miscellaneous
1° Sporgente levante | - 25.000 1.600 Miscellaneous
1° Sporgente ) 25.000 13.00 Miscellaneous
Ponente
Testata 1° Sporgente - 2.000 - Miscellaneous
CALATA 2 (Quay 2) - 22.000 30.000 Miscellaneous
2° Sporgente Acciaierie d'Italia | 130.000 9.000

Iron ore

Levante S.p.A

Testata 2° Sporgente | Acciaierie d'Italia | 40.000 - Ships technical stop

S.p.A
2° Sporgente Acciaierie d'Italia | 40.000 10.600 i
Steel materials
Ponente S.p.A
CALATA 3 3 Acciaierie d'Ttali 12.000 4.000
(Quay 3) coaierte ana Ferroalloys - Loppa
S.p.A
3° Sporgente Acciaierie d'Italia | 45.000 10.800 i
Steel materials
Levante S.p.A
Testata 3° Sporgente | Acciaierie d'Italia | 30.000 13.400
Fuel - tar
S.p.A
3° Sporgente Acciaierie d'Italia | 45.000 12.200 i
Steel materials
Ponente S.p.A
CALATA 4 (Quay 4) - 12.000 - Miscellaneous
4°5 tel t 6.000 -
.por'gen € levante Cemitaly S.rl. Cement loading
radice
4°5 t Acciaierie d'Ttali 350.000 -
porgente coaierte ana Iron - coal discharge
Ponente S.p.A
Testata 4° Sporgente | Acciaierie d'Italia 2,000 . Bitumen loading
S.p.A
Pontile Petroli ENI S.p.A. 20.000 - 0il products
Campo Boe AGIP ENI S.p.A. 300.000 - Crude oil unloading
5° Sporgente/Molo Acciaierie d'Italia
45.000 631.300 Steel products
Ovest S.p.A
Calata 5 (Quay 5) - - - 1.000.000 Miscellaneous

Molo polisettoriale

Source: PNA of the lonian Sea.

As at 31.12.2022, the port areas are broken down as shown in Table 11:

Table11. Area division.

Area Surface area/Length

Concession areas. 2.146.000 mqg

Non-concession areas. 2.389.000 mq
Concession docks. 13.052 m
Non-concessionary docks| 1.821m

Source: PNA of the lonian Sea.
44



1.3.1.3.Evolution of freight and passenger traffic.

The evolution of traffic volumes in recent times highlights the heterogeneous dynamics and trends
with reference to the main commality categories.In general, there is a succession of increases and
drastic reductions in thetotal tons moved, and a significant downward trend in traffic due to the port's
strong dependence on traditional industrial activities (such as EXLVA) located inside or near the port,
which have been in a phase of suffering or crisis for years.

Figure 20. Trends in freight traffic from 2016 to 2022 at the Port of Taranto.
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In 2016, the tons of solid bulk handled by the Port of Taranto reached their peak over the examined time
horizon, at about 14million tons, before decreasing in the following two years to 1gnillion tons. Since
2019, this negative trendhasintensified, asin the next four years, the tomageof solid bulk handled by
the Port of Taranto remained below 10million tons. Similar developments were recorded in the liquid

bulk and general cargo sectors, for whichmovements have been alternating increases/decreasem
recent years, but withan evident negative evolutionary trend.

As forcontainer traffic ,the concessiorof the terminal to SCCTn 2019 led to the start ofarepositioning
process of the terminal in the central Mediterranean, with the gradual achievemenf significant traffic
goals. Sarting in 2020, the year of the operator's actual entry into service, the Port of Taranto has
observed a growth trend, from 5,512 TEU in 2020, 11,841 TEU in 2028,26,269 TEU in 2022.

TheTable12 shows the annual variations of traffic for each merchandise category, highlighting the need
for a reconsideration of the strategic positioning of the Port of Taranto based on a different mf port
assets and activities.

Table12. Yearon-year comparison of individual commodity categories Port of Taranto.

2016 2017 2018 2019 2020 2021
Liquid Bulk E 14.95%
Dry Bulk 1789% | 3. 2063%

Container -
-6.9008

Other goods 6.23% |
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173.46% 81.53%
6.13% | -16.47

In line with the rest of theworld's cruise ports, auise activities in Taranto were halted in 2020, with a
restart in cruise activities .in 2021. Since thenthe port beganto benefitand recordanincreased
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number of passenger movements and callé\ccoding to available data, the port recorded 28 calls and
more flows of over 100,000 passenger movements in 2022.

Cruise trafficin both 2021 and 2022 is multiple times the one thabccurredin the pre-pandemic period
(2017-2019). A major cause ishat the port has proceeded to 20-year concession for the management
of the cruise terminal The operator is Taranto CruisePort, a company established by Port Operation
Holding S.r.I. and Global Ports Melita Ltd, controlled by Global Ports Holding Plc, the main independent
global cruise terminal operator. The signing of the aforementioned concession agreement allowed the
Port Network Authority of the lonian Sea to initiate a strategic change aimed at qualifying the port of
Taranto as an international cruise destination defining a value proposition that translates into the pay
off "A destination beyond your imagination".With the promotion and dissemination activities of the
"Taranto brand", theaim is to achieve furtherdevelopment of cruise traffic

Figure 21. Passenger traffic (cruises) trend from 2017 to 2022 at the Port of Taranto.
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1.3.2. Benchmark analysis of the port of Taranto compared to the national port system

1.3.21. Cargo traffic at the port of Taranto compared to the Italian port system

The events thatthe Italian economyfacedin recent years have greatly affected both the trade flows
affecting the national port system and those related to the Port of Taran{@able 13). The implications
of the COVID19 pandemic were addedto the effects arising from the RussidJkraine conflict, which
made the geepolitical context of reference even more complex in the first part of 202%arting from
the second half of 2022ncouraging signs can be seen with reference to the recovery of world trade with
positive effects also on the dynamics of sea traffic affecting the national port system.

Datafor the first nine months of 2022 (the latest period available) updated to Dec. 22, 2022, as reported
by Assoporti,indicate a recovery trend in port traffic volumes with the prospect of outperformng the
volumes handled during preCOVID19-year 2019. Table 13 shows the performance of the different
sectors in Italy in the JanuarySeptember period between 2019 and 2022, showingn all casesgeneral
growth in volumes.

Table 13. The Italian port system: dynamics of cargo and passenger traffic

. . . Local F i
Liquid bulk Container Ro-Ro Others Hinterland | Transhipment TEU ocal ey Cruise
Year ¢ Dry bulk tons. passengers | passengers | passengers
ons. tons. tons. tons. number number number number number numbers

2019 182.808.394] 59.661.023] 111.302.797| 112.189.824] 23.368.829 7.210.640] 3.573.035 10.783.675 37.604.888 17.976.530] 11.982.267|

2020| 156.887.905 49.287.746) 114.311.231f 106.327.466/ 16.392.742 6.614.309 4.072.842] 10.687.151] 22.167.565| 9.643.156 640.936

2021 163.807.537| 56.800.474] 117.012.416] 122.572.786 20.419.763 7.195.426 4.101.293 11.296.719| 27.428.618  13.485.308 2.442.143
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With regard to cargo (dry bulk, liquid bulk, and various cargo), a total of 3725 million tons were handled
in the first nine months of 2022 (+3.4% compared to 2021 and +2.7% compared to 2019)f these,
171.3 million tons were bulk cargies (73% liquid bulk and 27% dry bulk), and 201.2 million tons
belonged to general cargeategory.

Considering containers, 8,827,829 TEU were handled in the first 9 months of 2022, a growth of +9.5
percent compared to 2019 (8,059,431 TEU). In terms of tovage, a total95.5 million tons of goods were
transported via container inall Italian ports. In the same period in 201983.3 million tons of cargowere
transported by container. Container traffic for the first 9 months of 2022 in Italian ports increase by
+5.2% over the corresponding period

Different evolutionary dynamics emerge fot'gateway" and "transhipment3" container traffic activities.
While the direct/ incoming traffic to/from the hinterland (gateway) achieved a growth of about +5%
with 5. 592,189 TEUs handled in the firshine months of 2022 compared to 5,326,228 TEUs for the same
period in 2019, transhipment traffic (transhipment) shows a paticularly favourable evolution with an
increase in TEUs handled by the national port system of +22.3@&pecially due to the performance of
the Medcenter Container Terminal in Gioia Tauro acquired by MSC

The lonian Sea Port of Taranto handled in the fist nine months of 2022 (11,102,745 tonspand 1,868
TEU handled4 (Table14). The Port of Tarantgtherefore, currently facilitates 2.98% of the tons of cargo
handled by the national port system ananly 0.02% of the container traffic taking place in Italy.

ConcerningRo-Ro cargo, the data show a particularly positive evolutionary dynamics of traffic in the
first nine months of 2022, with total handling of 93,293,105 tonswhich represents a significant 14%
increase compared to the firstnine months of 2019, when the sector had generated volumes of
81,944,314 tons.

13 A gateway port represents the continental gateway for ocean shipping traffic. It is firmly connected to the overall
logistics system through modern pad and rail networks, which can ensure fast and efficient transfer of containers
from ship to final destination, and vice versa. Arashipment port, concerns container handling by the same mode
of transport: ship/ship. It is characterized by largeyards, as containers may have to wait days before being
transferred from one ship to anothet
14 1t should be noted that, as reported withinparagraph 1.3.1.3 in theentire 2022, 26,269 TEUs were handled.
However, in order to ensure homogeneity of analysiwhen comparing with other national ports, it was necessary
to examine values only for the first 9 months of 2022.
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Table 14. Port Traffic per individual port system on the total(Janz Sept2022).

Totale tonn . Total TEU

Mar Ligure Occidentale 50,460,680  13.54% 2118271  24.00%
Mare Adriatico Orientale 45,020,349 12.08% 2 667,263 7.56% 5
:‘gﬁi’OT'"e”O Mzt 33,682,267  9.04% 3 2,505,700  29.40% 1
Mare di Sardegna 32,302,943 8.67% 4 109,684  1.24% 10
Mar Tirreno Settentrionale 30,098,914 8.08% 5 569,306 6.45% 6
Mare di Sicilia Orientale 24,491,017 6.57% 6 39,749 0.45% 13
Stretto 24,443,053 6.56% 7 0 0.00% 16
Mar Tirreno Centrale 24,325,272 6.53% 8 794,646 9.00% 4
g:t’tz rﬁggﬁ;‘feo Ceiie 20,785,297  5.58% 9 178,666  2.02% 8
g:t’tz Qﬁgﬁgg’ 19,222,773 5.16% 10 415015  4.70% 7
mg‘:ggﬂgﬁ;‘co 14328199  3.85% 11 52,849 0.60% 12
Mar Ligure Orientale 14,140,767 3.80% 12 1,052,434  11.92% 3
'g";’t;:;;ﬁj”n‘;gen"o 11,288,341 3.03% 13 87,072 0.99% 11
Mar lonio 11,102,745  2.98% 14 1,868  0.02% 15
Mare Adriatico Centrale 9,000,263 2.42% 15 126,461 1.43% 9
Mare di Sicilia Occidentale 7,866,689 2.11% 18,845 0.21%

S I = [
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Passenger traffic, including cruise, ferry, and local passengers, in the first 9 months of 2022, also shows
recovery compared to previous years but still below the values recorded beferthe outbreak of the
pandemic, with a total number of 48,399,325passengerstransiting Italian ports compared to
51,429,772 in the first nine months of 2019. Local passengers (57.9% of the totaBmounted to
28,042,942, up 27.6% compared to the firshine months of 2021 (21,975,102 local passengers) and
6.8% compared to 2019 (26,265,073)Passenger traffic generated by ferrieamounted to 13,827,622,
thus marking values still below the corresponding period 0f2019 (-12.7%) which had recorded
15,845,671 transits instead. As regards cruise traffic (13.5 % increase of passenger movements), the
national port system recorded 6,528,761 pax in the first 9 months of 2022, a growth of +358.7 percent
compared to the coresponding period of 2021. However, these volumes still appear lower than the

pre-pandemic period (about -30% compared to the first nine months of 2019 wherd,319,028 cruise
b A 0 0 A im@vAnie6tdwere recorded).

The current positioning of the Port of Taanto within the national port systemis worth consideringin
light of two key elements:

V  The crisis of the industrial activities that had been the fundamental driver behind the
evolutionary dynamics of port traffic in the ports of Puglia;

V' The recent strategic rethinking initiated by the port network authority, which, despite
having initiated a series of functional interventions to strengthen the competitive
positioning of the port of Taranto on a national and international scale, has not yet been able
to realize a concrete increase in overall traffic.

Limiting consideration to the first nine months of 2022, to facilitate comparison with data for the
national port system, thePNA of thelonian Sea handled 11,102,745 tons of carg&igure 22). This trend
should be traced back to the negative dynamics that characterized the solid bulk sector, which although
still constituting the main cargo traffic of thePort of Taranto due to the presence of one of the main
factories of the company Acciaierie d'ltalia Holdings S.p.A. (HxVA), appears to be in a condition of
crisis that follows from the evolution of the international geapolitical context. However, thistype of
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commodity maintains fundamentalto the Port of Taranta With 6,146,439 tons of dry bulk handled in
the first 9 months of 2022, thePNA of the lonian Seaanks second nationally, right after the Northern
Central Adriatic SeaPNA(8,707,720 tons)even though it is a singleport PNA In the Mezzogiorno area,
the PNA of thelonian Seais the leading port for dry bulk cargo handling.

In the liquid bulk sector,the PNA of thelonian Sea ranks 12th nationally, having handled 2,489,127 tons
in the first nine months of 2022.This performance shouldbe attributedto the presence within the Port
of Taranto of ENI Refining & Marketing's refineryand its strategic role in distributing petroleum
products from southeastern ltaly.

In the container cargo market.the traffic levels reached by theport of Taranto are still very modest
comparedto national ports historically dedicated to containerized traffic, such as Gioia Tauro, Genoa
and La SpeziaTaranto port handled 271,136 tons in the first nine months of 2022, representing an
increase of about 786 compared to 2021.The number of TEUs handled amounted to 1,868 the same
period the port of Gioia Tauro, the laspure transhipment hub in Italy handled 32,382,110 tons, while
the main "gateway" ports in Italy, the ports of Genoa and La Spezia, handled 18,187,860s and
8,549,895 tons of containerized cargo respectively.
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Figure 22. Trend in total cargo handled (tonnes) byport network authority - Analysis of JanuarySeptember periodfor 2019, 2021 and 2022
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1.3.2.2.Qruise traffic at the port of Taranto comparedto the Italian port system.

Cruise activities represent one of the main driversfor development and an importantelement for
repositioning the port on a national and international scale. In this regard, it is worth mentioning that
in Semptember2022 the port of Taranto won the prestigious "Destination of the Year" award at the
Seatrade @Quise Awards.

In the first nine months of 2022, cruise passengerfcilitated at the port of Taranto were 84,803, i.e.,
more than 42% from the same period in 2021 (49,18 A O O A im@vAniats. (Figure 23). The growth
trend can bepartially attributed to the recent inclusion of the portof Tarantoin the cruise itineraries
offered on the market by as many as nine cruise ling®amely, PhoenixArtania, Road Scholar, MSC
Cruises, Celebrity Cruises, P&O Cruises, Noble Caledonia, Sea Cloud, Marella Cruises and TUI Cruises

By 2023, the lonian port of call plans to grow further as a home port, becoming the embarkation point
for Costa Crociere's iternational passengers. The Italiarfflagged company has in fact chosen the port of
Taranto, along with that of Catania, for turnaround operations as part of the Costa Pacifica's
Mediterranean itinerary. Stopovers are also expected from six further comparse Celebrity
Constellation, Norwegian Cruise Line, P&O Cruises, Sea Cloud, Marella Cruises and Noble Caledonia.
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Figure 23. Trends in the number of cruise passengers p@ort network authority - Analysis of JanuarySeptember period for2019, 2021 and 2022.
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1.3.3. The operational and financial performance of the Port of Taranto

1.3.3.1.Analysis ofthe organizational objectives.

In line with the regulatory Decree no. 28 of February 4, 2022, of the Ministry of Infrastructure and
Sustainable Mobility, in the Performance Plan 2022024, published in January 2022 and subsequently
updated in March 2022, the PortNetwork Authority of the lonian Sea has defined itswn performance
objectives (both at the strategic and operational level) This has happenedaking into account the
national political context in the process of defining sustainability and ecological transition objectives,
the planned public investments, and the regulatory measures already implemented or planned in
relation to the streamlining of administrative procedures under the authority of the Authority.

In this regard, the five main performance objectives identified in the aboveentioned Plan are also
reflected in the strategic objectives defined by th&OP2020-2022 (Table 15).

Table 15. Organizational objectives and connection with strategic objectives.

Objective defined in the Corresponding Short description

Performance Plan target in TOP
2020-2022

Completion and finalization of Innovation Within this objective, the PNAof the lonian Sea has included
plan actions related to some important project strands and concrete initiatives for the
innovation definition of an acceleration path on port issues and related to

the blue economy. In fact, the issue of digitization will be
pursued in its internal and exterral components,i.e.,both the
speeding up of the internal information flow and the user
interface processes as regards access control and authorization

procedures.
Completion and finalization of Sustainability The gal of sustainability is pursued through the implementation
plan actions related to of the concept of "smart green and sustainable port", a priority
sustainability on a global scale. During 2022, the Authority focused its

resources on the concrete implementation of some aspects of its
DEASP withparticular reference to the issues of energy
efficiency, procurement and production in relation to renewable
energy sources.

Upgrading and differentiation of Port and Territory The Port of Taranto increasingly represents a center in which

port traffic: intermodal traffic, cultural, commercial,industrial, social and human relationships
consolidation and further take place and are renewed.

growth of the cruise segment, Over the next few years, th@NAwill focus on the “Portcity"
launch of pairing which goes in the direction of "( re )building ties and
logistics projects relationships with the territory through the materializat ion of a

new territorial identity based on the culture of the sea".

Completion of infrastructural Physical The Port of Taranto reappears on the global scene with a
interventions planned by 2022 infrastructure and completely new structure and potential, which places the
competitiveness enhancement of investment and location opportunities at the

center of a series of activities that go hand in hand with an
intense new season of planning on infrastructural priorities of a
port, logistics and tourist and cultual nature.

PNRR: cultural reconversion, Institutional The awareness of being aAdministration with a strong role in
towards an approach aimed at accountability building policies with a direct impact on businesses in the
giving greater ecosystem, on the local economic system and on citizens has
concreteness and dynamism to over time led to enhancing and making central the activities
public action. Strengthening of related to transparency, openness ora@pd governance of the

the territory and the consequent duty to "account” for one's conduct
governance approach: in the most accessible forms and within the most accessible
sustainability report times.

31 O0OAAG ! OOET 005 PMALfANA lortaA Sed PdrformaAc® Rlan 202P24
Notwithstanding the resilience to the consequences of the pandemic emergendgmonstrated by the
Port of Taranto with particular regard to the resumption of traffic, thePNAhas availeditself of the
instruments introduced by the National Recovery and Resilience PlalNRRB, based on the European
Commission's Next Generation EU (NGEU) programnpaad foreseenthe financial coverage of a National
Plan for the investment of projects consistent with the strategies of thBIRRP These will befinanced
through the related multi-year budget approved in the Council of Ministers.
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In this vein, the plannal investments, with particular regard to the development and streamlining of the
PNAs internal processes and the organisation of human resources, aim to:

i) accelerate the ecological and digital transition,
if) improve the training of workers,
iii) achieve greater gnder equity.

1.3.3.2.Management results and performance analysis

The assessment of the current position of the port of Taranto also requires a brief examination of the
recent economicfinancial results achieved by thePNAof the lonian Seaits current financial capacity,
and the funds that are foreseen tbe available in theperiod of the plan (2023-2025). This would erable

to define actions and interventions that are also sustainable in economimancial terms.

The financial data reported in the latest budget approved by thé®NA of thelonian Sea (Final Balance
Sheet 2021) and the forecastd budget for 2022,in particular the ordinary revenues and expenditures
as well as extraordinaryexpenses provide an initial reference forassessing the economic and financial
dimensions that characterise the activities of thé®NA of the lonian Sea

YT ¢m¢gp OEA OAOAT OAO CAT AOAOAA AU OEA AAOBGEOU 1 /
increase of 27% compared to whathad beenbudgeted (Table 16). Ascertained current revenues
amountedOT T OAO ©Oc¢x8y T EITEITh AADPEOAI OAOGAT OAO ET Ag
AAT 6O ©O¢8y T EITEITS8

Table 16. Revenue detail 2021.

SOMME SOMME SCOSTAMENTO RISPETTO ALLE | SCOSTAMENTO PERCENTUALE
ENTRATE PREVISTE ACCERTATE PREVISIONI DEFINITIVE DI RISPETTO ALLE PREVISIONI
BILANCIO DEFINITIVE DI BILANCIO

entrate correnti (Titolo 1)

20.126.511

27.832.264

7.705.753

28%

entrate c/capitale (Titolo 11}

17.186.000

24.183.836

6.997.836

29%

entrate per partite di giro (Titolo I11)

2.837.500

2.613.131

-224.369

-9%

Totale entrate:

40.150.011

54.629.231

14.479.220

27%

Source: Port of Taranto Financial Report 2021.

Revenues from ordinaryoperations, which mainly consist of harbour dues, anchorage fees, and state
AFAAOh CAT AOAOGET ¢ O¢xhwochcot AGAAAAAA OEA AOACAOA
Oox [ EITEIT EIT ¢mgp8 4EEO bPiI OEOEC

O¢cthpywyohywyoeh AT T PAOAA O OEA AOACAOAA Opxhpyoehmmnn
CEOI EOAiI 6h A OIECEO AAAOAAOA T £ wb O choepohpop
what was foreseen The breakdown of ordinary revenue is shown inFigure 24: 53% of revenue
generated by port taxes, 28% by anchorage fees and 19% by state fees.

Figure 24. Revenue distribution 2021.

19%

Port Tax

539 Anchorage tax

State fees

28% .

Source: Port of Taranto Financial Repo2021.
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Table17. Detail of capital revenue, Statement of Accounts 2021.

TITOLO II - Entrate in Conto Capitale € 24.183.836,00
Entrate per alienazione di beni patrimoniali e riscossione di crediti € 180.100,00
Alienazioni immobili e diritti reali £ -
Alienazioni di immobilizzazioni tecniche diverse e di beni immateriali € -
Realizzo di valori immobiliari £ -
Riscossioni di crediti € 180.100,00
Entrate derivanti da trasferimenti in conto capitale € 23.995.867,00
Trasferimenti da parte dello Stato £ 23995.867,00
Trasferimenti da parte delle Regioni £ -
Trasferimenti da parte dei Comuni e delle Provincie £ -
Trasferimenti da parte di altri Enti del settore pubblico £ -
Accensione di prestiti £ 7.869,00
Accensione di mutui € -
Assunzioni di altri debiti finanziari € 7.869,00
Emissioni di obbligazioni £ -

Source: PNA of the lonian Sea.

As far as the expenditures are concerned, Table 13 details the expenditures in year 2021. Overall,

compared to whathad beenindicated in the related forecasts, the reported expenditures aredecidedly

lower, demonstrating the capacity of thePNA of the lonian Se#o rationalise both current and capital
expenditures. The greatest deviation was observeth the case oftapital expenditures, for which a total

00i T &£ O xphxvohnnmn EAA AAAT ,oBIIMATAO Adthh wEER Ap xE T 0 AG
committed.

Table 18. Expertiture detail 2021.

SCOSTAMENTO
usarre sowme MPEONATE | ALLE PREVISION! DEFITIVE | PERCENTUALE RISPETTO
PREVISTE DI BILANCIO ALLE PREVISIONI
DEFINITIVE DI BILANCIO
uscite correnti (Titolo 1) 14.263.817 12.639.441 -1.624.376 -13%
uscite c/capitale (Titolo Il) 71.759.000 34,525.267 -37.233.733 -108%
uscite per partite di giro (Titolo Ill) 2.837.500 2.613.131 -224.369 9%
Totale uscite: 88.860.317 49.777.839 -39.082.478 -79%

Source: Port of Taranto Financial Report 2021.

The Management Efficiency Index, derived from the comparison between current own revenues (equal
Ol O¢xhwochcotq AT A T PAOAOEIT ¢ 2deehpuaddiA & jappuchhppuocuhhyrc
balance shows a positive result in terms of financial autmmy and management efficiency.

The 2022 forecasted budgetvasO1 ECEOI U 11 xAO OE A 2083vs@cricchpo ¢ Tahexmuhrusy
in 2021), while capital account revenusare AOOEI AOAA OT COI x iAP022ve® | O¢ T
17,186,000.00 in 2021).Theseshould lead to total revenue I A48007,602.00 When addedto the

surplus realised in previous years, the oucomel AAAO O1 7,373,232.80l conipated @ the

01 mh p v 1 bbEepvpddM2®21 and amounting to Table 19).
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Table 19. Detail of expected revenues 2022 and comparison with 2021.

ENTRATE " COMPETENZA ASSA COMPETENZA
UPB 1.1 - ENTRATE DERIVANT!I DA TRASFERIMENTI 0,00 0,00 0,00 0,00
UPB 1.2 - ENTRATE DIVERSE 20.984.790,00 22.324.790,00 20.126.511,00 23.101.423,00
A) TOTALE TITOLO | - ENTRATE CORRENTI 2008479000 2232479000  20426511,00  23.101.423,00
UPB 2.1 - ENTRATE PER ALIENAZIONE DI BENI 0,00 0,00 0,00 0,00
UPB 2.2 - ENTRATE DERIVANTI DA TRASFERIMENTI IN 2462531200 5200000000  17.186.00000 54.350.064,00
UPB 2.3 - ACCENSIONE DI PRESTITI (F) 0,00 0,00 0,00 0,00
B) TOTALE TITOLO Il - ENTRATE IN CONTO CAPITALE 24.625.312,00 52.000.000,00 17.186.000,00 54.350.064,00
UPB 3.1 - ENTRATE AVENTI NATURA DI PARTITA DI GIRO 3.097.500,00 3.197.500,00 2.837.500,00 2.933.874,00
C) TOTALE TITOLO Il - PARTITE DI GIRO 3.007.500,00 3.197.500,00 2.837.500,00 2.933.874,00
C) TOTALE AVANZO DI AMMINISTRAZIONE 0,00 0,00 0,00 0,00

C) TOTALE FONDO DI CASSA 0,00 0,00 0,00
(A+B+C) TOTALE GENERALE ENTRATE 48.707.602,00 77.5 90,00 A 1,00
D) Utilizzo dell'avanzo di amministrazione iniziale 28.665.630,00 38.127.442,00

Source: Port of Taranto 202budget.

Totali a pareggio T 77.373232,00  115.649.732,00|  40.150.011,00  80.385.361,00

0,00

Within the scope of its ordinary operations, the®NAexpects tomaintain current outlays almost constant
j Opthxpoehyxocg EI ¢n¢ge AT A Oprt hc(poaleqepp)ectediﬂodeomeasepC[h

AOAOOGEAATIT U joOovwhoyxehxuwmhi&Ehn ¢k ¢ ¢ At AQh
infrastructural works carried out during the year (Table 20).

Table 20. Detail of planned outputs 2022 and comparison with 2021.

Al OI

USCITE COMPETENZA = CASSA COMPETENZA
1.1 - FUNZIONAMENTO 6.653.460,00 6.802.960,00 5.986.213,00 6.172.690,00
1.2 - INTERVENTI DIVERSI 8.063.272,00 10.079.272,00 8.277.604,00 9.881.561,00
1.3 - TRATTAMENTI DI QUIESCENZA, INTEGRATIVIE 0,00 0,00 0,00 0,00
1.4 - ACCANTONAMENTI A FONDI RISCHI ED ONERI 0,00 0,00 0,00 0,00
1.5 - ACCANTONAMENTI A FONDI RISCHI ED ONERI 0,00 0,00 0,00 0,00
A1) TOTALE UPB 1 - TITOLO | - USCITE CORRENTI 1471673200  16.88223200  14.263817,00  16.054.251,00
2.1 - INVESTIMENT!I 59.559.000,00 95.620.000,00 71.759.000,00 119.037.129,00
2.2 - ONERI COMUNI 0,00 0,00 0,00 0,00
B1) TOTALE UPB 2 - TITOLO Il - USCITE IN CONTO CAPITALE 50.550.000,00  ©5.620.00000  71.759.000,00  119.037.129,00
3.1 - USCITE AVENTI NATURA DI PARTITA DI GIRO 3.097.500,00 3.147.500,00 2.837.500,00 2.964.544 00

C1) TOTALE UPB 3 - TITOLO Ill - PARTITE DI GIRO 3.097.500,00 3.147.500,00 2.837.500,00 2.964.544,00

'(_Ai*n1+¢1)‘TOTALE GENERALE USCITE
D1) Copertura del disavanzo di amministrazione iniziale

Totali a pareggio 77.373.232,00 115.649.732,00 88.860.317,00 138.055.924,00

Source: Port of Taranto 202budget.

ThePNAEAO D1 AT TAA O AAOOU 1 00 ET OAOOAT OEIT
financedviaNRRPfunds. In this respect, the National Plan is expected to contribute to the construction
of the new breakwater protecting the port outside the r@dstead on the western stretch, as envisaged

T

in the Port Master Plan (November 2021) This will improve the protection of the port areas fromthe
wave motion of the dock and its approache®ther planned interventions, financed exclusivelypy own
resources, include the construction of the new gate to the easaiming to improve the port-city

connection and the completion of the mooring quay redevelopment at Calata V.
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CHAPTER2. ASSESSMENDF THE PROSPECTIVE DEVELOPMENT OF THE RELEVANT MACRO
ENVIRONMENT(PESTELANALYSI9

2.1. INTRODUCTION TO THPESTELMETHODOLOGY

Seaports are affected by a wide range of developments. This part discusses the main trends and future
outlooks which will affect the current and future position of the Port of Taranto in the medium term at

a global, Mediterraneanand Italian level. For this purpose, we deploy the PESTEL analysis technique.
PESTEL examines macfrenvironmental factors according to six key types: pdiical, economic, social,
technological, ecological,and legal (Figure 25). Rather than getting overwhelmed by a multitude of
details, the presented analysis takes a step back to identify the key drivers for change relevant to the
port of Taranto, i.e, the factorslikely to have a high impact on portrelated industries and sectors, and
the success or failure of strategies within them. The relevant developments within the PESTEL
framework can be related to market/economic and normarket aspects. The normarket environment
involves primarily social, political, legal,and ecological factors, but can also be impacted by economic
factors.

Figure 25. Factors analysed using the PESTEL methodology.
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The objective of the PESTEL analysis is to provide a systemic and integrated vision of the main factors
in the macro and business environment of the port of Taranto, in order to identify the drivers and
variables that have an impact more significant on theompetitiveness and performance of the current
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and prospective business portfolio and the activities managed and implemented within the port. This
macro context contains elements relevant to the global, Europeavigditerranean,and Italian levek. The
analysis of the macreenvironment related to the Port of Taranto as a whole as well as for containers

and potental DPAOOAT CAOTAOOEOA AAOEOEOEAO AT i1 AET AA xEOQOE
(excluding energy), distribution and warehousing, and bulland conventional cargo handling.

More in detail, with specific regard to the "energy" sector, the 2022025 TOPtakes into account the
new development strategy of the Port of Taranto with reference to the valorisation of business areas
that were once margnal for the port. In particular, the new port planning puts at the centre of the
development of the port and of the territory, the valorisation of resources and the exploitation of
opportunities that until today have not yet been duly harnessed. In this sse, the analyses underlying
the 2023-2025 TOPhighlight new possible strategic paths for the development and sustainable growth
of the port of call that conceive the Port of Taranto as an innovative Port Energy Hub. From this point of
view, it is therefore intended to pursue the growth paths defined within the SMARTPORTSmart and
Sustainable Energy Port project financed under the INTERREG IPA CBC4#dbania-Montenegro 2014
2020 Programme, which has the priority objective of improving the energy profd of the Objective Area
(Taranto, Termoli, Bar and Vlora), through the adoption of new energy strategies that, based on
European standards, combine the use of renewable energy sources, energy saving and smart
technologies. In this sense, the DEASP includasiny investments to be made with a view to the gradual
transition to renewable energy sources (se®aragraphl1.1.2), such as the creation of a complex of ten
offshore wind farms (the socalled 'Beleolic’' project), the installation of photovoltaic panels o the roofs

of some buildings intended for 'energy intensive' activities and on areas that are not currently
operational, and the launch of energy efficiency measures such as the relamping of public lighting.

With this in mind, in March 2023 thePNApublished a notice aimed at soliciting the market to submit
expressions of interest for the identification of a promoter of a PPP, pursuant to Article 183, paragraphs
15 and 16 of Legislative Decree 50/2016, aimed at awarding a concession for the design, comstion,
operation and maintenance of plants for the production of energy from renewable sources on
approximately 90 ha of areas under théNA's jurisdiction.

The development of port activities attributable to the logistics and distribution sectobecomes a further
central theme for the next threeyear planning period due to the specific contextual conditions in which
the Port of Taranto is located, which is at the centre of the lonian Special Economic Zoraign SEZ)
and the FreeTrade Zone (FT2. From this point of view, thePNA signed the regional Protocol of
Understanding for the creation of a firstrate logistics platform in the Mediterranean, which underpins
the high development opportunities connected to the location of the Port within thednian Special
Economic ZoneFTZas well as with particular regard to the location of Taranto in the Scandinavian
Mediterranean corridor as a "core" port.

More specifically, the logistic platform to be made operational will integrate multiple services
supporting logistic and intermodal activities. In detail, on the basis of the services that the logistic
platform will have to satisfy, the buildings serving the platform itself have been identified in:

V  Office building, with a gross floor area of approximatelt500sq.m;

V Roomtemperature warehouse, having a gross floor area of about 4500sq.m;

V Refrigerated warehouse, having a total covered surface area of approximately 5,500sq.m. and a
volume of approximately 48,000 cubic metres, it is basically divided into foucells that will be
able to store a different temperature from each other in a range fror25°C to +5°C;

V Caretaker's quarters and refreshments;

V Garage, with a total covered surface area of approximately 490jym; behind the garage,
delimited by the two existing conveyor belts, there will be an uncovered area for storing cars.

As for services, the following have been realised:

58



V A railway terminal , inside the perimeter of the platform, consisting of four tracks intended for
parking rolling stock for loading ard unloading trains. These tracks have a length of 613.62 m,
584.74 m, 584.57 m and 650.44 m and are equipped with Cogifer type grooved rails, laid level.
Due to the configuration of the Taranto station, this connection allows the constitution of a
maximum of two trains per day with a length not exceeding 440m.

A container yard , with an area of 25,700 square metres.

An internal roadway , with a length of approximately 750 m.

Numerous facilities have been built to serve the Platform, such as i) installation of electrical
distribution cabins/switchboards and extension of the medium and low voltage network; ii)
lighting systems for the entire area and the external perimeter (Lighthouse towers H 2B and
poles H 4.50 m); iii) surveillance systems with video cameras, control room and guardhouse; iv)
fire signalling and extinguishing systems including a storage tank; v) construction of water and
sewage network and; vi) treatment plants for the Platforns waste water.

< <<

Moreover, following the termination of the concession contract with Taranto Logistica SpA (Gavio
Group), a number of expressions of interest were received for the management of the entire Piattaforma
Logistica compendium. In particular, the company Progetto Internazionale 39 srl presented a strategic
planning project for a vast area that envisages restments with a medium (longterm) time horizon.
The strategic thinking finds fertile ground in the Taranto area due to the simultaneous presence of an
important port area, Grottaglie Airport, aSEZarea and aFTZ The company Progetto Internazionale 39
Sr.l. intends to realise the project through the establishment of a corporate group, within which leading
players in the entrepreneurial field of rail transport, innovative logistics, training, technological
innovation, strategic and organisational consulhg, medical and scientific research will be included. The
initiative will refer to its own activities in freight service and intermodality. A brief in-depth analysis of
the issues related to dry and liquid bulk is necessary because of the prevalence oé timdustrial
component within the traffic of the port of Taranto, thanks to the presence of large operators such as
Acciaierie d'ltalia Holdings S.p.A. (EX.VA) and ENI Refining & Marketing. In this sense, the presence of
Acciaierie d'ltalia's main plantin the port perimeter - the largest steel mill in Europe- if conceived with

a view to sustainable development, represents an important element of competitiveness for local
companies in the industrial logistics services sector and an objective of maintaig the port's traffic.
Moreover, the refinery owned by ENI Refining & Marketing is, as already indicated praragraph 1.3.1.
perfectly integrated with the production of crude oil due to the direct connection via pipeline with the
Val d'Agri oil fields in Basilicata, in which ENI holds the absolute majority.

Finally, it should be noted that, with particular reference to the shipbuilding sector, in July 2022, the
PNAsigned the programme agreement that will implement the Ferretti Group's settlement in the 'ex

Belleli yard' area, a very large space on the coast, very close to state road 106 and the city's port, where

the Ferretti Group has launched, together with the government and theuglia2 ACET T h A ©Oc¢nmn
programme to build a shipyard for the constru¢ion of hulls for luxury yachts.

2.2. POLITICAL CONTEXT AND RISKEP)
2.2.1. (Geo)political risks

The macrozdimension of political risk refers to the risks associated with whole countries. Many
OPAAEATI EOO 1T OCAT EOAOET T O bDOAI EOE OAI AOEOA OATEEI
Worldwide Governance Indicators of World Bank including indicators such as Voice and Accountéil

Political Stability and Absence of Violence/Terrorism, Government Effectiveness, Regulatory Quality,

Rule of Law, Control of Corruption). The mackpolitical risks for ports are currently very much affected

by the fastchanging geopolitical situationin the world. Russia and Western countries are getting

ET ACAAGET ¢ci U AEOATTTAAOAAN xEEI A OEAOA AOA ¢OI
economy/socialist market economy and the free market economic systerithe changing geopolitical
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Figure 268

Sanctions
on Russian
commodities
tracker

Updated December 08,2022

Russia's invasion of
Ukraing, launched Feb. 24,
has triggered wide-ranging
Western sanctions on its
commodities and financial
sectors. Here are some of
the key sanctions and
counter-sanctions affecting
Russian commodities
production, sale, and export
announced since the
conflict began.
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Russian oil insuring,
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seaborne transport of Russian oilto
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Russian ships carrying oil, wheat and
ather commodities rerouted

Sovcomflot sanctioned by UK & USA
Company sanctioned and shipping
industry avoiding its fleet, of mostly oil
tankers, on the spot fixing market

Gibraltar blocks Russianvessels
from docking

Interrupts bunkering at key port at the
mouth of the Mediterranean Sea

Bans on trading certain goods
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EU Import ban on Russian crude
EU halts most seaborne flows and
pipeline imports from Dec. 5.

EU Import ban on refined products

EU to halt imports of Russian refined
products from Feb. 5, 2023

EU,G7, Australia approve price cap for
Russian crude

Price cap initially set at $60/b

Restrictions on upstream,

corporate investment

I0Cs including BR, Shell, BExxonMobil,
Equinor exit Russian upstream oil and
gas projects. UK, US introduce foreign
investment restrictions for companies
including Gazprom Neft, Transneft
and Gazprom

Key people sanctioned

B Igor Sechin (Rosneft)

B Nikolai Tokarev (Transneft)
= Vagit Alekperov {Lukoil)

B Igor Makarov (ARETI)
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Sanctions on Russia's 2nd largest
bank VTE

VTB reduces stake in Demtra Holding
o below 45%_Capacity at its two
main Black Sea terminals is around
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International companies scale back
Cargill halts Russian investments.
Bunge suspends new export
business, ADM scaling back
operations outside of production
and transport

Restrictions on access to USD
Central Bank blocks withdrawals of
over $10,000. Wheat sellers forced to
consider alternatives, such as the
dirham. Turkey's state grains board
invited ruble and Turkish lira offers.
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Metals
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G7 coal impart ban

G7 countries to phase out imports of
thermal and metallurgical coal

Steelmakers sanctioned

UK sanctions Evraz; US & EU sanction
Severstal and Nord Gold

Steel product import ban extended to
semi-finished steel

EU in October expanded ban on Russian
steel product to include semi-finished
steelwith a transition period

Additional 35% tariffs on imports of
Russian metals

Copper, aluminum, lead, sitver, iron, steel,
iron ore, platinum, palladium impacted

Key people sanctioned

W Dleg Dengaska(Rusal)

B Roman Abramavich (Evraz, Nornickel)
B Alisher Usmanov (Metalloinvest)

B Alexei Mordashov (Severstal)

B Viktor Rashnikov (MMK)

B Iskander Makhmudoy (UMMC)

B Alexander Abramav (EVRAZ)

B Alexander Frolov (EVRAZ)
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Banking sanctions

Major Russian banks sanctioned,
disconnected from SWIFT. US
Treasury ended waiver for Russian
bond payments to US investors,
which could trigger default. Key
waiver allcwinglanarEy anmen[s
through Central Bank of Russia set
to expire June 24.

Trading barriers

Russian ruble payment mechanism
for gas supplies could be extended to
other commeodities. G7, EU to restrict
Russian Central Bank's ability to
deploy international reserves,
including gold

Growing use of dollar alternatives
Sanctions are accelerating Russia's

Natural gas
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Neid Stream 2 pipeline halted
Prevents EEchgsar of Russian
gas flowing into Germany & other
European markets. Berlin turns to
LNG terminals as alternative

Russia insists on ruble
payments for gas supplied to
sanctioning countries

Russia switches European gas
supply contracts to ruble payment
mechanism. Several countries cut
off on refusal to comply

EU countries to phase out Russian
gas imports

Russia exparted 155 Bem of gas to
the EU in 2021

Nord Stream halted on equipment
issues,attack

Gazprom says sanctions block
supply of essential turbine. Pipeline
then damaged in attack

Key people sanctioned

B Alexei Miller (Gazprom)

B Gennady Timchenko (Novatek)
¥ Leonid Mikhelson (Movatek)

Petrochemicals

¥-21%YTD
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South Korea halts eports of MTBE
to Russia from Feb

South Korea had shipped two
cargoes in Nov 2021 and Jan 2022

UK imposes additional 35% tariff
on Russian tire imports

Michelin announced production
halts at some European plants on
logistical issues

Methanol shipments to Europe fall
Buyers reluctant to buy some
Russian-origin methanol,
pOStpOnements seen as
contractual offtakes, resulting in
stockpiling in Finland

Key people sanctioned
B Dmitry Konov (Sibur)
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situation in relation to Russia and the associated sanctioffsee list of sanctions irFigure 26) has already
had far reaching ramifications on port activities in Europearports.
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Few banks provide letters of credit. bid toincrease the use of alternative
currencies to the US dollarin

commodities trading

Tanker rates have jumped in tandem
with bunker prices. The cost of
chartering Aframax tankers to ship oil
reaches multi-year highs

Key people sanctioned

B Vadim Moshkovich (Rusagro)

B Andrei Melnichenko (Eurochem) Key people sanctioned

B Andrei Kostin (VTB)
B Herman Gref (Sberbank)

Source: S&P Global Commaodity Insights.

First, maritime cargo traffic in relation to Russian ports (sanctions) and Ukrainian ports (blockagejas
decreased significantly. North European ports have been most affected by much lower cargo volumes

to Russian ports such as SaifPetersburg and UstLuga. ForA @A D1 Ah  (wel vAldr@sod bk |

cargo in 2022 (-6% for dry bulk and -15.2% for liquid cargo) were both directly and indirectly
attributable to stiffer sanctions againstRussia x EE1 A (Al AOOC6 0O Ai 1T OAET Ao 0O
nearly disappeared after the invasion of Russia in Ukraind he precarious situation in Ukrainian ports

such as Odessa has affected ports around the Black Sea and to a lesser extent ports in the Med and North
Europe.

Second, the energy crisis that followed has had s® wide-ranging effects on volumes handled in
European ports. For example, coal handling and LNG traffic grew strongly in quite a few ports as
additional stocks were built up due to EU sanctions in connection with the UkrairRBussia war, while

also the gran market was affected by the difficulties in getting Ukrainian grain to the world marketsAt

the same time,the energy crisis following the Ukraine war has accelerated thenergy transition
ambitions of the EU which also involves longeterm changes tathe geopolitical landscape. The push for

a greener production and mobilityj PAOOTI U AOEOAT AU OEA T AEAAOEOA Oi
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on Russia) has intensifiedhe search for minerals and raw materialdo produce batteries and other
technologicalcomponents. Quite a few of these mining products can also be found in parts of the world
which were less at the forefront of international trade (such as South American countries like Chile and
Bolivia). Green hydrogen provides a good example. According tfoee International Renewable Energy
Agency (IRENA), hydrogen is likely to influence the geography of energy trade, further regionalizing
energy relations, with the emergence of new centers of geopolitical influence built on the production
and use of hydrogn (IRENA, 2022; see alsbigure ). At present, over 30 countries and regions are
planning for active growth in crossborder hydrogen trade. IRENA esinhates that over 30% of hydrogen
could be traded across borders by 2050, a higher share than natural gas today.

Figure 27. An expanding network of hydrogen trade routes plans and agreements.

MoUs in place Potential trade route

O Exporter Exporting region w— New routes in
place or under establishing explicitly mentioned in
Importer Importing region development trade routes published strategies

Source: IRENA (2022).

Third, the RussiaUkraine conflict severdy impacted the Black Sea cruise market, with spillover effest

in the Eastern Mediterranean cruise market. The war halted cruise activity in the Black Sea which is still
a no-go zone for cruiselines. The war also affected th cruise markets of adjcent cruising areas
bordering the Black Sea, creating &roader uncertainty in the industry, with Eastern Mediterranean
recovering recently from a series of geopolitical turbulence (the war in Syria, the Arabic Spring, the
failed coup in Turkey, etc.). Indicatively, 21 cruise vessels from 16 brands were scheduled to ogirin
the Black Sea in 2022. Following the begining of the war, cruise lines scrapped Russian and Ukitgian
ports from their itineraries, while a few weekslater they also cancelled calls in other countries. For
example the port of Trabzon (Turkey) lost all the 32 planned calls for 2022, except onApart from the
war risk in calling at Black Sea cruise ports, the war has also affected several other paramgtef the
cruise industry external environment. The rise in energy prices has also affected cruise companies. The
sanctions on Russia scalated global economic uncertainty affecting both the cruise passengers source
markets and the cruiselines. Thex A Qudrr@oil will keep affecting the external environment of cruise
shipping at leastin the medium term. A process of redeploying cruise vessels in Meditanean regions

is underway with some areas being the winers with more cruise calls, while other regionsosing cruise
calls.

In the current geopolitical climate, geo-economicl T OE | fra@ngiwiE friénds8A T Aien@shoringd
are increasingly used in policy circles. Trading with friends implies a policy focused on supporting trade
relations with countries with similar norms and values and/or political systems while discouraging
trade with nations that do not belong to this group. Friendshoring involves moving activities from a
country which does not have a geopolitically favourable context to a country wti is more conforming
to certain norms, values and/or political systems.
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In this realm, the EU has developed several policies to anchor key industries in the EU or decrease the
dependence of the EU on ne&U countries. For example, the European Chips Aseg¢ COM2022) 45
final of 8 February 2022), a European semiconductor law, aims to defend its technological sovereignty:
by 2030, the EU aims to produce 20% of semiconductors worldwide, doubling its current share. Similar
efforts are made to ensure batteryproduction in Europe.

Traditional economic principles and ideas (such as the unilateral focus on untamed economic growth)
have beenscrutinized in the past few decades. At supranational level, sustainability goals have been
developed. The EU is a frontminer in the decarbonization of the economy, supported by the Green Deal

and Fit for 55 programs. With policies such as Fit for 55 and RePowerEU, the EU is actively supporting
sustainability and energy transition, but at the same time also serving politicgoals of selfsufficiency

and economic independence. Indeed, the ambitious energy transition and sustainability goals are
flanked by a range of other policies that potentially burden on imports from countries outside the EU.

Two examples include the EU Rpilation on deforestationfree products and the Carbon Border

I AEOOOI AT O - AAEATEOI j#"'-Q8 #"!'- EO AEIi AA AO POA
of certain groups of products from third countries to a carbon levy linked to the carbon pricpayable

under the EU Emission Trading Scheme (ETS) when the same goods are produced within the EU. As a
result, EU trade policy is expected to somewhat disconnect from countries or regions where
sustainability is not high on theagenda andis expected to gek tools such as carbon pricing or other

forms of trade barriers to find a level playing field in fair trade relations with such nations.

)y OAT UBO AAPAT AATAA 11 & OAECT Oi OOAAO 1T &£ O00bPDPI U
decreased by aotal of 3.4% while net energy imports increased by 8.3%. The share of net imports in
gross energy availability, an indicator of the country's degree of foreign dependence, increased: from
73.5% in 2020 to 74.%6 in 2021. Final energy consumptionincreasedby a total of 11.4%year-on-year

(YoY), to 114,781 thousand tons of oil equivalerin 2021. The increase affected all sectors, especially
transportation (+22.1%), residential (+8.2%) and industry (+6.7%).

We it comes to the maritime and port domain, @rogressive abandonment of traditional fuels in favor
of alternative solutions such asgas electricity, ammonia and hydrogen emerge when considering
current vs. future energy mix of maritime operators Figure 28).

Figure 28. Current and future maritime energy mix.
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Source: Statista, 2022.

In this perspective, Italian portsare calledto support the progressive withdrawal of fossil fuels, setting

up their port infrastructures for the production and supply of new energy sourcesThere is anurgency

for Italian ports to meet the requirements set by the European Green Deal and trecent EU legislative

DOl T OAT O O&EO A1 O vuvd A O OAAOGAEIT C Rdatedyp@t 1 AAO
infrastructures generate unprecedented business opportunities with regards to smart and green
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technologies.In this respect, as already reportd several times within thisTOP, the Port of Taranto has
launched important initiatives related to the improvement of the "smart" and "green" components in
the Port, being perfectly in line with the timeframe envisaged at EU level already by 2025 (see Imst
sense the Beleolicd' initiative or the allocation of some areas of the container terminal for the assembly
and construction of the wind farms planned in Puglia).

In this perspective, thePNA of the lonian Sean order to meet the energy needs of itsffices, purchases,
through Consip, electricity with the green option, in order to obtain the certification of supply from
renewable sources alone, through Guarantee of Origin (GO). MoreoR&lA of the lonian Seand Renexia
have signed an agreement that @views the purchase of part of the produced electric energy from the
wind farm, so that it is destined to the satisfaction and efficiency of quota part of the energetic
requirements of the Port of Taranto.

Take-aways for Port of Taranto

1 From a political point of view, seaports are increasingly perceived to be of national strategic interes
in energy provision and transition, geopolitical relations, health, etc. This brings a higher chance
political interference at the supranational and national level inchoosing appropriate business
development options for ports, potentially also in port of Taranto.

 The war in Ukraine andtheC OT x ET ¢ OAT OET T O AAOxAAT #EEI AS
economy and the free market economic systemreate an uncertain geeeconomic context for world
and regional trade. 4 EA D11 EOEAAI AAT BPOETT T &£ AT1TAAD
OEOEAT AGETI OET C&6 AAT ET OEA i-dksiratdh flodsAidng thepbit ok
Taranto, with a growing dependence on traffic relations within the EU, the US/Canada, other weste
oriented nations, and upcoming nations in the renewable energy landscapé€lhis is particularly
relevant to high-tech products, key mining products and renewable energydws.

1 The EU is likely to push through with imposing sustainability criteria on import flows of certain ETS
related products. This can have a dual effect on the steel and petrochemical industries in the port
Taranto: (1) Moderate price increases for imprts of raw materials (such as iron ore or oil); (2)
Moderate price increases for imports of finished steel and chemical products, giving a small supp
to local production. As it stands at present, the latter price factor is however expected to be qui
negligible considering the current high energy cost in Europe.

9 The increase in the cost of energy and raw materials will generate a progressive increase in {
incidence of energy costs on total production costs with negative impacts on traffics with botPort
i £/ 4AOAT O 6 EEIT OAOI AT A AT A & OAlI Al A8

2.2.2. EU and Med political integration

Part of the political risks are linked to the level opolitical and economic integrationachieved in the EU
and the Med region. Higher levels of integratiofacilitate intra-regional trade and the opportunities to
develop the port of Taranto into an intermediate hub in cargo flows. However, a higher level of
integration can also give chances to formerly more peripheral ports to vie for a hub position and
compete with other ports such as Taranto.

In this perspective, the Port of Taranto, as the "core" port of the Scandinavidhediterranean Corridor
is in a strategic position, because it is the final rail/road terminal node of this corridor as well as one of
the main maritime hubs connecting the corridor with La Valletta Figure 29).
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Figure 29. Port of Taranto: connections with the TEN corridors.

& CENTRAL EUROPE

Source: Port Taranto profile 2021,NA.

The transit times that characterize the connections between the Port of Taranto and the main
destinations in Central Europe are low (about 8 days in the case cdmbined sea/road transport and
about 34 hours in the case of rail transport) determine intereng development opportunities towards
these geographical areas

The political coherence and solidarity among EU member statdss been tested many times in the past
decade as exemplified by the Brexit, the COVI® pandemic, financial crises (linked to gvernment
budgeting and the Euro currency), refugee crises (Syria, Ukraine, etc.) and the war in Ukraine. Still, the
EU27 remains a solid trading block continuing to boost intraegional trade.

Next to the level of integration among existing EU member s&s, potential further accession of new
members can have an impact on the ease of trade within the EU and the potential cargo and development
options of EU ports such as Taranto.

Also relevant to the port of Taranto are thegolitical-economic relations with Southern Neighbourhood
which includes Algeria, Egypt, Israel, Jordan, Lebanon, Libya, Morocco, PalestBija, and Tunisia.
These countries combined represent 4.6% of total EU externéilade in 2020. Total trade in goods
between the EU and the Southern Neighbourhood countries amounted to 149.4 billion euro (imports 58
billion euro, exports 91.4 billion euro). The longterm objective of the trade partnership between the EU
and its Southen Neighbourhood is to promote economic integration in the EuréMediterranean area,
removing barriers to trade and investment between both the EU and the Southern Neighbourhood
countries and between the Southern Neighbourhood countries themselves. The Ehsiders deepening
economic integration between the Southern Neighbours as an essential factor for the seeiconomic
development of the region. Over the past decades, a network of Etvtediterranean Association
Agreements established free trade areas bew®en the EU and most of its Southern Neighbours (with the
exception of Syria and Libya), and essentially cover trade in goods. Negotiations to create Deep and
Comprehensive Free Trade Areas (DCFTAs) have been launched between the EU and Morocco, and
betweenthe EU and Tunisia. In 2021, under the new EU Trade Policy Review, the EU has announced a
new sustainable investment initiative for interested partners in the Southern Neighbourhood and
Africa.

In this perspective, thePNA of thelonian Sea considers it gsential to maintain and consolidate trade
relations with the above-mentioned countries, also because of the inevitable economic development of
the Southern Neighbourhoods that in the next three years could generate interesting fm traffic flows.
With respect to these flows, the Port of Taranto is in a privileged geographical position that makes it a
candidate to become a logistics hub of reference for the development of the relevant trade relations. At
the same time, it is also worth highlighting the posible risks arising from potential competition from

64



North African ports, especially with reference to container traffic, and in detail in relation to
transhipment activities. The Port of Taranto, like the other national ports that carry out transhipment
adtivities, has a diversion distance to the main container traffic routes along the Far Eadtiorth Europe
backbone that tends to be greater than the average of its North African competitors. In addition,
transhipment terminals located in the aforementionedcountries may enjoy differential advantages in
terms of cost structure (personnel, energy, environmental costs, etc.).

Take-aways for port of Taranto

1 As a port located in the periphery of the EU, the port of Taranto is likely to be affected more th
centrally located ports by the level of integration among existing EU member states and potenti
accession of new EU member states in the Balkan region or wider Med region.

1 The consolidation of Italy's trade relations with North African countries could favothe development
of RoRo traffics inthe benefit of the Port of Taranto,along these routes

1 In the last decade there has been a strong increase in the competitiveness of North African pg
operating in the container business, especially imelation to transshipment activities: this could
damage the development of the related port traffic by the Port of Taranto

1 The establishment of free trade zones in Southern Neighbourhood countries can undermine t
ambitions of the SEZwithin the port of Taranto.

2.2.3. Infrastructure policies

Governments develop infrastructure plans that should enhance connectivity among countries and
regions and thus enhance trade. We focus dhnree policies with a potentially (large) impact on (public)
infrastructure provision in or in relation to Europe andthe Med.

Existing transport corridors by rail, road and inland navigation between the core of the EU, the Baltic,
the Mediterranean, East and Central Europe and third countries are likely to grow in importance,
whereas a number of new corridors will emergeto deal with growing transport volumes between
Member States. The development of these corridors is enhanced by EU policy on the creation of the
Trans-European Transport Network (TENT) and initiatives of rail operators, megacarriers and other
market players to extend their European transport networks. Th@rans-European Transport Network
(TEN-T) policy (Figure 30) is a key enabler as it addresses the implementation and development of a
Europe-wide network of railway lines, roads, inland waterways, maritime shipping routes, ports,
airports and railroad terminals. The ultimate objectiveis to close gaps, remove bottlenecks and technical
barriers, as well as to strengthen social, economic and territorial cohesion in the EU.

Besides the construction of new physical infrastructure, the TEN policy supports the application of
innovation, new technologies and digital solutions to all modes of transport. The backbone of the Core
Network is represented by nine Core Network Corridors, which were identified to streamline and
facilitate the coordinated development of the Core Network. The currenfTEN-T policy is based on
Regulation (EU) No 1315/2013. In line with the Action Plan included in the Commission's
Communication on the European Green Deal, a proposal for a revision of the TENRegulation is
ongoing.
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Figure 30. The TransEuropean Transport Network (TENT).

Source: European Commission.

The port of Taranto is the end station on the southeast branch of thecandinaviarnMediterranean
corridor (pink colour in Figure ), one of corridors of the TENT. This corridor links up to a handful of
other TEN-T corridors in the northern part of Italy.

Figure 31. Detail of the southern section of the TEN ScandinavianMediterranean corridor.
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Within the framework of community policies aimed at increasing the infrastructure equipment for the
supporting of the development of ports and major transport nodes, the role of the Motorways of the Sea
should also be consideredKigure 32).
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Figure 32. Motorways of the Sea.

Metri lineari
di stiva/settimana

Fonte: SRM 2022 & Assoporti 2022.

This national initiative is aimed at concentrating freight flows mainly on maritime routes, carrying out
careful analysis activities of the current infrastructural state and defining development interventions
capable of reducing road congestion and/or improving the accessibility of island and peripheral regions
and states. The planned interventions are partfoan overall framework devoted to the reduction of
emissions produced by the various modes of transport between the member countries of the Union. The
implementation of this initiative in the context of the areas of Southern Italy, can also count on thecta
that Italy turns out to be the leading country in Short Sea Shipping in the Mediterranean (market share
37% in the EU).

TheBelt and Road Initiative (BRI)was launched in September/October 2013 by President Xi Jinping to

foster economic ceoperation from the Western Pacific to the Baltic Sea and to break the connectivity
bottleneck in Asia through infrastructure investments. The BRI program is a centrepieée /£ 8 E * E1 DE
foreign policy and domestic economic strategy. The initiative covers a larithsed (in essence raibased)

Silk Road Economic Belt (one Belt) including a zone of influence on both sides of the Belt, and a 21st
century Maritime Silk Road (oneRoad). While the BRI offers great potential for economic eaperation

and development, its implementation is not without risks or political controversy.

One of the political issues related to the BRI is the involvement of Chinese port operators in Eurape

ports (Figure33q8 &1 O Ag@Ai b1 Ah OEA AT 11 01 AAT AT O ET 1 AOA
take a minority share in the Tollerort terminal in Hamburg resulted in a hefty political debate in
" AOIATU 11T OEA AAOEOAAEI EOU 1T &£ EAOEIT C #EET AOA Al

Shipping Ports will not run the port, but has acquired a 25% share in one of the many concessioned
container terminals in the port of Hamburg which happens to be operated by German company HHLA.
Key investments in the Med which can be linked to the BRI include the majority shareholding of Cosco
Shipping Ports in the Piraeus port authority, the involvement of CoscShipping Ports in some terminals
Valencia (through Noatum) and Vado Ligure, and the shareholding of China Merchants in quite a few
terminals through its minority shareholding of 49% in Terminal Link (majority shareholder is CMA
CGM) Chinese investmens are also somewhat targeting hinterland corridors, such as the rail corridor
between Piraeus and Belgrade. These and the THNcorridors act in a way that peripheral ports face

1 AOO B80AOEOOAT AAG ET OAAAEET ¢ OEA staleninerands &tec 1 OA O
increasingly being served not only by the ports of one region, but by several gateway regions as will be
discussed later in this report.
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Figure 33. Chinese involvement in European and Med containésrminals.
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The Port of Taranto is located in a central position with respect to many of the aforementioned

investments and therefore it appears relevant to evaluate the potential positive and negative
implications that originate from the Chinese infrastructure development policies for th€ugliaport.

Take-aways for port of Taranto

1 Infrastructure provision is very much focused on the creation of gateways and corridors. Th
performance profile of each of the corridors in terns of infrastructure provision (capacity), transport
operations (price and quality of the shuttle services) and the associated logistical contral€.,the
management in a supply chain context) is a key attribute for port competition in Europe.

1 The port of Taranto has been included in TEN Scandinavian Mediterranean Corridor (Malta)With
reference to the revision of the regulation on the guidelines fothe development of the trans
European transport network (TEN-T) currently underway, of particular relevance for Taranto is the
modification of the Baltic SeaAdriatic Sea Corridor, which would be extended as far as Bari (in th
current maps it ends in Raenna): through the Bari hub, the Taranto port of call will be directly,
connected to the northsouth axis- crucial for the European and especially the Italian economithat
reaches the northern range also through the Bologna and Vero@aE I OADPT OOE 6

1 Itbecomes essential for the Port of Taranto to examine the objectives, included in the national Mas
Plan for the development of the Motorways of the Sea intended to: i) identify the traffic flows wit
the greatest attraction for operators in the sector, iilenhance the destination ports of the flows, iii)
overseeing market niches not yet adequately exploited by defining new commercial lines and i
detecting the needs of current operators.

T #EET A60O "2) EAO Al OAAAU EAA OAIlnEMEEA A& Kdd bnd Italy,
next to newly established longdistance rail connections between China and Europe. While the po
of Taranto at present does not feature as a key node in the growing BRlated infrastructure
network, its central position in the Med makes the port part of a larger area which continues t
attract interest from a Chinese ge@economic perspective.

2.2.4. Cruise industry zthe political environment

From the cruise industry perspective, the political contextfocuses mainly on the micro level with
policies and regulations that determine the operational environment foicruise companies. Safety and
security issues, advocacy for a sustainable cruise indug, accessibility, and environmental protection
define the cruise industry's micro political level On a macro level, the major politicalevelopmentsare
the war in Ukraine (see earlier)and the COVIBL9 pandemic.
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In light of the pandemic, cruise lines hve proceeded to operational adjustments, aiming at responding
to the needs of cruise passengers by enhancing safety and hygiene standatus international and
peripheral organizations have enforced A major stepin this direction has been the developmenof the
EuropeanUnion's Protocols for cruise ship operations.This policy aimsto facilitate the operations of
cruise ships in the EU by recommending minimum measures expected to be implemented by all those
concerned to achieve and maintain general safetand security standards. This guidance requires
extensive operational adjustments onboard cruise ships and on a cruise company lewdany of these
hygiene and health safety measureare expected toremain in force in a pandemiefree world. Table21
presents the group of measures that cruise lines should enforce under the EU cruise protocols
According to CLIA, oceaigoing cruise ships are the only typ of passenger transportation that should
be medicinally prepared to focus on travelers or members in case of an ailmefitherefore, keeping
cruise ships clean is the first concern for thendustry's sustainability.

Table21. EuropeanUnion's Cruise Protocols

Focused inspection on COVID-19 prevention and
control for resuming cruise ship voyages by EU
Healthy Gateways

Written contingency /outbreak management
plan for COVID-19

Arrangements for medical treatment and
ambulance services
Arrangements for repatriation

Arrangements for quarantine of unvaccinated
close contacts

Arrangements for the isolation of passengers or
crew members who tested positive for SARS-
CoV-2

Exclusion policy

Training of crew about COVID-19

Vaccination of crew members

Routine testing of crew members

Testing of passengers on the day of embarkation
Reporting of symptoms

Limiting interaction

Personal hygiene measures

Preventing droplet transmission by the use of
face masks

Cleaning and disinfection

Food safety rules

Special considerations at reception
Embarkation/disembarkation

Commitment to immediate reporting to the next port of
call of any possible and confirmed cases

Isolation and quarantine capacity on board cruise ships

Monitering of epidemiological situations, rules, and
restrictions worldwide
Vaccination of passengers

Screening of incoming travelers to the country of
embarkation

Adequate testing capacity for SARS-CoV-2 infection on
board or in cooperation with shore-based laboratories

High risk groups

Information, education and communication
Supplies and equipment

Screening at embarkation

Adequate ventilation

Routine testing of passengers

Physical distancing

Respiratory etiquette

Testing of crew members before resuming operations and
incoming crew members

Special considerations for cabins

Reducing face-to-face interactions
Reporting

Management of contacts

Source: EU Health Gateways, (2022).

Take-aways for Port of Taranto

1 The port of Taranto needs to provide conditions foimplementing the hygiene and health protocols
developed for tackling the COVID pandemic, which in turn pose operational challenges for the p
and require additional CAPEX and OPEX.

I There is a threat that cruise passengers will remain onboard during their visitéo a specific
destination. Therefore, the port and the destination must provide incentives in order to make
disembarkation attractive.

2.3.

2.3.1. Globalisation and trade routes

MAJOR ECONOMIC TRENDS AND FACTAES

The demand for port activities islargely determined by global economic activities and world trade.
Global tradeis still growing in volume termsalthough at alower growth rate than before the 20082009
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crisis (Figure 34). The KOF Globalization indek shows that the globalization trend peaked between the
early 1990s and the economidinancial crisis of 20082009, but is levelling off since ther(Figure 34).
This also applies to Italy Figure 35). On top of this come theshocks and major disruptionsnegatively
affecting global trade, production processes, transit times in global supply chains and the availability of
components and fhished products. An economic shock can be caused by many different events, some
caused by human activity and some simply caused by chanE#gure 36 shows some of the main shocks
and disruptions in recent times and their overall impact on global supply chain pressure. Obviously,
economic shocks can have a significant impact on bilateral or even global trade, and the demand for and
supply of shipping andport activities. Companies and corporations have always had to accept risk
taking as an inherent part of business. The COVID related global supply chain crisis of 2022022

and the geopolitical crisis initiated by the war in Ukraine have contributed tgolitical actions and
corporate strategies to reduce risks and dependence on certain nations such as China, while embracing
notions such asgbading with friends 8and @iendshoring&(see earlier).

Figure 34. KOFGlobalization indexz 1970 to 2019 (World)
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Figure 35. KOFGlobalization indexz 1970 to 2019 (ltaly)
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15The KOF globalization index measures the entity of globalization initially in 122ountries andincreased over
time to 185 countries. It is ased on the consideration of three pillars both qualitatively and quantitatively:
economic globalization, social globalization, and political globalizatian
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Figure 36. Global Supply Cain Pressure Index (GSCPI) and Major Supply Chain Disruptions.
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Chain Pressure Index (GSCPI).

Considering the specific case of theontainerized transport segment, historically of extreme importance
to the Port of Taranto, it should be noted that there are multiple factors that make this business
extremely volatile and unstable Figure 37).

Figure 37 Variables of major impact on container transport.
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In this perspective can be identified a plurality of measures to mitigate the risks associated with market
volatility as shown in Figure 38.

Figure 38. Measures for mitigating volatility in the port domain.
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Short-term prospects on trade in valueas reported by major international organizations are rather
underwhelming, with low growth prospects for GDP and international trade (see WTO statistics Trable
22). Global trade hit a record USD 32 trillion for 2022, but a slowdown that began in the second half of
2022 is expected to worsen in 2023 as geopolitical tensions and tight financial conditions persist. Also
other major international organisations have revised economic growth forecasts for 2023 downwards
due to high energy prices, rising interest rates, sustained inflation in many economies, and negative
global economic spiltovers from the war in Ukraine.

Thetotal international maritime tra de volumeamounted to 10.98 billion tons in 2021 (UNCTAD, 2022).
Around two-thirds of global trade in goods takes place in developing countries. Some 60% of global
goods loaded (exports) and 70% of goods discharged (imports) are linked to developing couiats. Of
the 10.65 billion tons of international maritime trade, close to 3 billion tons relates tdanker trade and
about 5.2 billion tons todry bulk (Table 23).

Table 22. Yearon-year growth (%) of merchandise trade volume, 20182023.

2018 2019 2020 2021 2022p 2023p
Volume of world merchandise trade b 3.2 0.5 -5.2 9.7 3.5 1.0
Exports
North America 3.9 0.4 -89 6.5 3.4 1.4
South America ¢ 0.6 -1.3 -4.9 5.6 16 0.3
Europe 18 0.6 -1.8 7.9 18 0.8
cisd 4.1 0.1 -1.7 0.5 -5.8 3.3
Africa 3.2 -0.4 -8.1 5.2 6.0 -1.0
Middle East 4.8 -1.3 -89 1.4 14.6 -1.5
Asia 3.7 0.9 0.5 13.3 29 1.1
Imports
North America 5.1 0.6 -5.9 12.3 8.5 0.8
South America ¢ 4.6 -1.8 -10.7 25.4 5.9 -1.0
Europe 1.9 0.3 -7.3 8.3 5.4 0.7
clsd 4.0 8.3 -55 9.1 -24.7 9.4
Africa 5.5 3.1 -14.7 7.7 7.2 5.7
Middle East -4.4 11.2 -10.1 8.4 11.1 5.7
Asia 5.0 0.4 -1.0 11.1 0.9 2.2

a. Figures for 2022 and 2023 are projections: b. Refers to average of exportsrgaits; c. Refers to South and Central America and the Caribbean; d. Refers to
Commonwealth of Independent States (CIS)

Source: WTO (2022), Trade growth to slow sharply in 2023 as global economy faces strong headwinds, World Trade
Organization,https://www.wto.org/english/news_e/pres22_e/pr909_e.htm

Table23. Total tanker and dry bulk trade (2020, in million tons) and share ofauntries/regions in total exports
and imports of specific bulk commodities.

Crude oil 1700 Iron Ore 1517 China 56 China 56  Australia 58 China 76
Other tanker trade 1203 Coal 1232 India 5 India 6 Brazil 23 Japan 7
Grain 528 Japan 4 US 5 South Africa 5 Europe 6
Steel products 354 us 4 Japan 5 Canada 4 South Korea 5
Forest products 365 Russia 4 South Korea 4 India 3 Other 6
Other bulk 1468 South Korea 4 Russia 4 Sweden 1
Total tanker trade 2903  Total dry bulk 5464 Turkey 2 Germany 2 Other 6
Germany 2 Turkey 2
Brazil 2 Vietnam 1
Iran 2 Other 15 us 26 East & South Asia 49
Other 15 Brazil 23 Africa 14
Argentina 11 South & Central Americal0
Ukraine 10 Western Asia 9
Indonesia 35 China 20 EU 9 EU 9
Australia 31 India 19 Russia 7 North America 1
Russia 13 Japan 14 Canada 6 Other 8
us 5 South Korea 10  Australia 3
South Africa 6 EU 6 Other 5
Colombia 5 Taiwan 6
Canada 2 Malaysia 3
Other 3 Other 22
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China is responsible for more than three quarters of all maritime iron ore imports in the worlds, while
Australia andBrazil are the largest iron ore exporters. China, India and Japan combined are responsible
for more than half of all coal imports. Asia also dominates in grain imports. China is by far the biggest
steel producer in the world, as well as the largest steelser. The balance between steel supply and
demand in China has fareaching ramifications on world steel trade. Steel shortages in China trigger
massive exports from the EU and other regions, while overproduction in China risks of resulting in the
dumping of (cheap) Chinese steel on western markets. The shares of the EU as a whole or some key EU
countries such as Germany in world dry bulk trades are rather modest compared to Asia, and China in

particular.

In this regard, Italy in the past decade (since 2013)as consistently recorded trade surpluses, until the
steep increase irenergy costs caused a decisive increase in the value of imports in 2022, which in fact
exceeded that of exports Table 24). Italy's main exports include basic metals, chemicals, transport
equipment and pharmaceuticals, while its main imports are machinery and energy. The main exporting
partners are France Germany,and the United Stées, while the main importing partners are Germany,
France, China and OPEC countries.

Table 24. Italian Trade Balance2022.

Related Last Previous Unit Reference
Balance of Trade 1445.00 -2123.00 EUR Million Nov 2022
Imports 5588250 56636.69 EUR Million Nov 2022
Exports 5732745 54579.85 EUR Million Nov 2022
Terms of Trade 89.50 88.70 points Naov 2022

Source https://tradingeconomics.com/italy/balance-of-trade.

The trade of containerized cargoforms another major part of global maritime trade. Global container
port throughput experienced an ongoing growth from 36 million TEU in 1980 to 237 million TEU in
2000. It accelerated from 545 million TEU in 2010 to about 849 million TEU in 2021 (UNCTAD, 2021).
Some 108 million TEU of this total was handled in European ports. The tradlantic trade route, the
cradle of international containerization, is still recording volume growth but its share in global
containerized trade continues to erode Table25). The shares of the trandPacific and AsiaEurope trade
routes peaked in 2008 at 18.7% and 18% respectively. After the financiatonomic crisis of 20082009
these two routes saw a modest decline of their relative shares, despite further volume growth. ih
implies that non-mainline routes and intra-regional flows are gaining in importance In particular, intra-
regional routes in Asia have seen strong volume growth in the past decade.

Table 25. Share of routes in total containerized¢ontainer trade (laden containers, in million TEU).

Trans-Pacific 7.6 11.7 19.3 25.4 275 31600 24% 314%
Asia-Europe 4.8 7.7 18.5 22.1 24.1 26.5] 20% 450%
Trans-Atlantic 3.3 4.1 6.0 6.9 7.6 8.2 19% 148%
Other 32.2 47.5 59.2 80.9 90.0 98.8' 22% 207%
of which: Non-mainline East-West 18.0 19.3 2130 18%
North-South 11.1 11.9 12.9] 16%
South-South 15.5 18.4 207 83% |
Intra-regional 36.2 40.4 43.9] 21%
Total 48.0 71.0 103.0 135.3 149.2 165.10 22% 244%
Trans-Pacific 159% 16.5% 18.7% 18.8% 18.4% 19.1%
Asia-Europe 10.0% 10.9% 18.0% 16.3% 16.1% 16.1%
Trans-Atlantic 6.9% 5.7% 5.8% 5.1% 5.1% 5.0%
Other 67.1% 66.9% 57.5% 59.8% 60.3% 59.8%
Total 100% 100% 100% 100% 100% 100%

Source: own compilation based on UNCTAD (2021) and MDS Transmodal
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Table 26 shows sea trade by Italian region distinguishing between imports and exports. At the national
level, the main "supplier" area is East Asia, while the main outlet market is North America. With
reference to Puglia, where the Port of Taranto is located, sea traffic in imports is mainly from nétJ
European countries, while that in exports is largely directed to North America.

In terms of commodity categories, import/export flows to/from the Region of Puglia mainly concern
products from the steel sector, the traditional core business of the port of Taranto, which, however, has
been affected in recent years by the crisis of the local steelworks.

Table 26. Import -Export maritime traffics per Italian Region.
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Source Port Infographics 2022, Assoporti & SRM.

Take-aways for port of Taranto

1 Globalization is levellingoff but bringing new trade linkages with emerging countries. World trade
will feel a growing impact of the rise of emerging economies beyond China (such as Vietna
"AT ¢l AAAOEh %AOO ! Z£#OEAAh AOA8qQq OOPDPI OOAA A®H
trade relations of the port of Taranto do not necessarily persist in the medium to longer term, an
new trade relations might emerge.

I The war in Ukraine has given rise to an emerging new world order where Russia and Weste

countries are getting increasngly disconnected in political and economic terms. At the same timg

COI xET C POAOOOOAOG AAOxAAT #EETAB8O0 Aiii AT A -4
market economy are expected to further trouble trade relations between China and the westel
world.

1 The risks for economic shocks make lonterm growth projections becoming more unstable. Risk
assessment and mitigation is vital for port activities. Unpredictable tradeelated conditions demand
a resilient, flexible, and adaptive port strategy that @n adjust to uncertainty and change.

I For the Port of Taranto there are major risks associated with the crisis in the iron and steel sect
and the dependence of port traffic on the production activity of th€éicciaierie d'ltaliadcompany.
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2.3.2 Globalization of the cruise industry

In 2019 cruiseis transformed from a minor industry serving less than five million passengers in the
early 1970s to one servingalmost 30 million passengers and generatingover 160 million passenger
movements in world cruise ports.The cruise industry experienced continuots growth despite several
situations that threatened the industry, such as the 20072008 global economic crisis and the Costa
Concordia grounding in 2012.
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Source: Crise Lines International Association, CLIA (2022).

North America is the major cruise passenger sourcearket, with more than half of the total cruise
passengers per year coming from this geographical regioin 2019 it contributed 52,2% of the total
passengers onboard a cruise. Beyond North Americatrongdemand for cruisingcomes fromEurope,
representing the second major source market (24,5% of the total passengers), followed by Asia (12,7%)
and the AustraliaNew ZealandPacific region (4,6%).Finally, South America generates 3,2% of global
cruise passengers.

The outbreak of COVIEL9 was the first consequentid crisis of a significant scale that modern cruise
shipping facedIn February-March 2020, COVIEL9 outbreaks associated with three cruise ship voyages
caused more than 800 confirmed cases among passengers and crAw/a result, the industry voluntarily
suspended worldwide operations,which lasted approximately 18 months.Due to COVID19 pandemic
the cruise industry lost 80,5% of cruise passengeri® 2020, a traffic volume that brought the industry
back to the late1990s. Additional cruise traffic was lostbetween 2020-2021, resulting in a combined
reduction of 83,8% in cruise traffic between 20192021. As a result, thendustry lost $77 billion in global
economic activity and 518.000 jobs were affected (CLIA, 2021). Aigal global data for 2022 are still
under review, the two major cruise corporations (Carnival Corporation & Royal Caribbean) have already
announced 12.3 million guestdor 2022 and a more positive bookings record for 2023.

At the beginning of 2023, however, it is evident that this reversal as only temporal. In conditions of
the pandemic, the cruise industry has proven its resilience. The restart of operations in mD20 was
followed by a transitional period in 2021 and a progressive return to business in 2022. The current year
(2023) is expected to be the year cruise activity will return to the preCOVID19 levels. Cruise lines have
resumed operations worldwide, steadily returning to at least the level of activities observed in the pre
pandemic period. In addition, several cruise ports or teninal operators have announced expectations
for a further increase in hosted activities. The magnitude of this return indicates that the faster growth
pace than that of other transport or tourism industries remainsin the Port of Taranto, in particularthe
PNAissued a 20year concession in 2020 to Global Ports Holding for the management of services in
favour of cruise passengers embarking, disembarking, and transiting in the Port of Taranto, making the
lonian port of call part of a global network ofcruise terminals managed by an independent international
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operator; this contributes to making Taranto a privileged destination to be included in the cruise lines'
itineraries, with positive effects on cruise traffic for the port.

The industry's global growth rate is stable, despite global, regionabr local economic cycles. Today, the
strong consumer interest, the shift of younger peopleincluding Millennials and Generation X to spend
vacation time cruising, the increasing interest of travel agents iselling cruises, the increase in choices
of destinations and itineraries, the modernisation of the fleet, the amenities offered onboard and ashore
(shore excursion) and the overall product on offer, lead to estimation of sustainable economic growth.
The Cuwise Lines International Association estimates that the industry will reach the pr€OVID cruise
passenger volumes by 2024, and continue to grow.

This trend confirms the remarkable dynamism and resilience of the cruise industrgomparedto the
economic, saial, political or other crises that regularly provoke the tourism sector. The cruise fleet
renewal is a prerequisite for the industry's growth, and the cruise industry is expecting golid
reinforcement of the cruise fleet with almost 20% of new cruise pesenger capacity ¢omparedwith the
existing volumes) to be added by 2027

In recent times, the structure of the demand side for cruises has changed significantly. From a service
aiming mainly at older and highincome population target groups, cruise beaae a mass consumption
product, attracting younger cruisers, and the mid/lower income population. A decrease in cruise prices
due to economies of scale attributed to the construction of bigger cruise ship&lsg the development of
new cruise products increased the market penetration of cruise through the development of niche target
populations.

t he industry has been fundamentallysupply based the ships are built, and the customers are found to
fill them through various marketing and discounting strategiesThe possibility for cruise ship operators

to successfully follow a supply push strategy makes the cruise industry quite different from other
shipping markets, such as container shipping. Hence, in most shipping markets, shipping activity is a
clearly derived trade activity, and demand is rather price inelastic.

Take-aways for port of Taranto

1 The (almost) uninterrupted cruise market increase is an opportunity for the port of Taranto to
develop those strategies that will enable it to attractnore cruise passengers.

1 Cruise activities growth is taking place through specializationThe 20-year concession contract
signed in 2020 with Global Port Holding for the management of services in favour of cruis
passengers embarking, disembarking, and transiting in the Port of Taranto, includes Taranto's pc
of call in a global network of cruse terminals managed by an independent international operator
this contributes to making Taranto a privileged destination to be included in the cruise lines
itineraries, with positive effects on cruise traffic for the Port.

9 Increasing cruise traffic will require additional capacity in cruise portsandthus capital investments.

Cruise is a comparatively popular vacation product in Western European countridsigure 40 shows the
cruise passenger source countries in Europe as a percentage of the total volume of European cruisers in
2019 according to CLIA Europe (2019)\Western European countries generated 95% of the European
cruise passengers in 2019, and Eastern Euroge countries contributed the remaining 45%.

Germany is the major cruise passenger source market. In 2019, 2.587.000 Germans decided to cruise.
The UK and Ireland were the second biggest market,@92,000 passengers), followed by Italy (95@00
passenger$, Spain (553000 passengers) and France (54600 passengers). These data suggest that,
despite the growth observed in the first two decades of the 21century, cruising has, for the moment,
achieved a low penetration throughout Europe and an even loweme in Eastern European countries
The latter occurs even though many EasterEuropean and adjacent countries are significant cruise
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destinations (e.g., Greece, Turkey, Croatia, Cyprus et€juise as a maritime tourism product has
significant growth margin potential in the European market

Figure 40. Cruise Passengers Source Markets in Europe (% for 2019).
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Source: CLIA Europe (2019).

Figure 41 shows the percentage of the world fleet capacity (in terms of passengers) deployed in the
region.

Figure 41. Percentage of worlccruise fleet capacitydeployed in the Mediterranean.
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The European cruise market consists of numerous cruise destinations in several countries. Combined
with the geographical convenience produced by the short distance between ports adéstinations, it

providesD1 AT OU T £ 1T POETT O &£ O AOOEOA 1ETAOGSG EOET AOAOU

In 2019, the last year of cruise normality before the pandemic, ports ithe Adriatic Sea hosted almost
5.5 million passengers and over 3.000 cruise callseeFigure 42). The Western Med region hosted the
iTO00 AOOEOA PAOOAT CAOOE OOAZEZEA AT A AAI 108 )O
the total passenger traffic at the ports of the ld and its adjoining seas

The Adriatic Sea ports, including Taranto, facilitate 183% of the cruise passenger movements in the
region. Ports in the West Med facilitate 79% of the total cruise passenger movements, while the East
Med host 76% of the traffic.

The onsiderable economic contribution of cruise activities to port cities, or nearby touristic
destinations, gives ports a strong incentive to vie for more port calls and passenger excursions.
Noteworthy that the prevailing conditions in the economes of European countries and the adjacent
countries included in the itineraries of cruise vessels deployed in Europe (i.e., North Africa) might
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diverge and sometimes result in uncertainty and lower the willingness of cruise lines to offer cruises in
the region.

Figure 42. Cruise traffic in Med and adjoining seas per region.
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Source: MedCruise, (2019).

Take-aways for port of Taranto

91 Europe is a major source of cruise passengers, yet with low penetration in all Europeeaountries.
This creates opportunities for the port of Taranto to benefit by attracting cruise passengers fror
source countries which are in close proximity.

1 The port of Taranto is part of the second major cruisg area in the world. The region has
demonstrated continuous growthin cruise calls and passengerand has the potentialto maintain
this trend. Yetthere are manydestinations to be selected by cruise lines and competition is intense

I The geographical location of the port of Taranto allows to takedvantage of linking different regional
cruising areas in the Mediterranean, i.e., it can serve as among the ports/destinations included
itineraries that include Adriatic as well as East Med and/ow West Med destinations.

9 There are almost a million Italans that cruise every year. The port of Taranto could attract part o
this market, exploiting the potential of hosting more cruise calls, and considering the potential ¢
hosting cruise homeporting activities.In this regard, in summer 2023 Taranto will Bcome a new
port of embarkation and disembarkation for Costa Crociere: an opportunity to develop th
hospitality industry and facilitate the launch of a new economy in the area.

2.3.3. Offshoring, nearshoring and onshoring

Nearshoring is theconcept of sourcing work to a foreign, lowetwage country that is relatively close in
distance and/or time zone. Elements such as quality, market or risk related drivers often lie at the
foundation of a nearshore decision. Robotization and automation in pduction and the rise of additive
manufacturing techniques (such as 3D printing) can help nearshoring as these technologies provide
higher level of flexibility in terms of the locations, the manufacturing processes, the scale and scope of

the output, and EA A OOOI i EUAOGETT 1T &£ OEA bDOI AOGAOO j OAA A
PESTEL). Also, these technologies to some extent rebalance the importance of input costs, particularly

labour. Economic policy can also support nearshoring decisions by firmpsOAA AAOI EAO ET DAC

dimension of PESTEL). However, nearshoring also has its limitations:

V A complete nearshoring of an entire supply chain often is not feasible due to the complexity of
global supply chains.

V  Disconnecting a supply chainfr i #EET A EO 11 0 Al xAUO bl OOEAI A
AOG A 1T AT OEAAOOOET ¢ OEOA ET 1T ATU ET AOOOOEAOLS
I1TAAl 6 TO O#EET A P11 OO 11A6 j#EETA 1 £EOCET OET C
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develop and impact global supply chains. For example, countries such as Vietnam and
Bangladesh have shifted from basic commodities trading to become a refiner or producer of
branded goods.

V' Successful nearshoring partly depends on the availability of advanced infrastructure, cluster
effects and local available expertise and skilled human resources. Some nearshoring projects
might look good onpaper butfail due to critical shortages in one omore of these areas.

V' While nearshoring in most cases should lead to lower transport and distribution costs between
the production facility and regional markets, the relationships between transport distance and
cost and between transport distance and traristime are not always linear. An overseas offshore
production site near a major seaport could therefore be more favourable from a transport and
distribution standpoint than a nearshore location in a landlocked country.

V  Certain industries are more suited 6 nearshoring than others, and the cost/benefit balance of
nearshoring evolves over time depending on comparative costs and imperatives brought by
production and distribution.

The changing international trade climate and the global supply chain crisis thatcurred in the wake of

the COVID19 pandemic (including major supply chain disruptions and high freight rates) have made
managers more susceptible to considering nearshoring in Europe to @&k supply chains. Moving from
international supply chains to regional or local ones is a way to avoid supply issues, to guarantee
efficient and timely deliveries to market and to achieve more resilient supply chains. Not only supply
and cost issues would matter but also a stronger focus on the environmental impacttcdnsport. Thus,
some nearshoring will be driven by sustainability. However, the above has not resulted yet in a
POl AOAOGEI T OOAT AEOOAT AR ET %OOI PA8 &1 O 11 xh AQE
offshoring from west to east Europe than a neaft®ring trend from Asia to Europe. The CEE zone
(Central and Eastern European countries) has quickly become a privileged destination for foreign
investors. In 2019, Poland reached an FDI inflow of 15.97 billion USD, Hungary 32 billion USD, the Czech
Republic 9.3 USD, Romania 6.9 billion USD, Estonia 2.96 billion USD and Slovakia 2.31 billion(DED

la Bassetiére, 2021).

The above observation does not imply there is no nearshoring taking place from Asia. Although we still
cannot speak of a major nearshoringivot, there are plenty of proponents of moving supply chains
closer to home. This is evidenced by IKEA, who recently announced its plan to nearshore production of
some of its product lines to Turkey to streamline the supply chain of its European storesr@ral Europe
appears primed to take advantage of any nearshoring to Europe, partly because of rising costs in Asia
(e.g. wages are increasing at a faster rate than in Europe).

The aforementioned considerations orshoring, offshoring and nearshoring activities highlight
opportunities for the Italian port system and the Port of TarantoThe international trade of the port of
PugliaAT O1 A AAT AEZEO AT OE A&O1T i OEA AAOGAT T PI AT O 1T &£ OEA
#1171 OAET AO 4 A Ogrobd) duk b th¢ @iEmerial @gdeement stipulated with Kalipso which

will allow, in addition to a decisive increase in traffic via sea, also the development of rail traffic, and the
development of ReRo traffic.

Take-aways for port of Taranto

1 The changing balance between onshoring, nearshoring, and offshoring will affect maritime trac
flows, both for containerized cargo and raw materials. Any largecale nearshoring trend in the
medium to longer term is expected to have various ramificationf the port of Taranto:

1 The most likely nearshoring locations from a European perspective include North Africa (Morocc
Tunesia), Turkey and East and Central Europe. The cargo flows linked to the sourcing of r
materials and components are most likely ging to transit seaports that are in close proximity to
these locations, i.e. Tanger Med and smaller local ports for North Africa; Turkish ports (Ambar
Mersin, etc..) for the Turkish locations; and North Adriatic ports (Trieste, Koper, etc.), Greek psr
(Piraeus and Thessaloniki), Polish ports and also Hamburg for Central and Eastern Europe. Howe
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for Central and East Europe it is unclear what share of such import flows would be shipped direct
to the mentioned ports of entry, and what share will beransshiped in other locations (such as al
Med hubs) before being feedered to the ports of entry.

1 European distribution patterns of products fabricated in nearshoring locations will not necessarily
rely on distribution centers located in close proximityof these nearshore locations.

1 The presence of the operator Yilport Holding and the agreement stipulated with the company Kalips
could provide significant development opportunities in an intermodal perspective with al
progressive increase also in rail trafic.

1 From April 2023, a new intraMediterranean operator will call at Taranto. This is Medkon Lines
which will include Taranto in its connections between lItaly, Turkey and North Africa and vice vers:

2.3.4. The growing importance of strong economic ecosystems

Multinational enterprises (MNEs), as key drivers of globalisation, have adopted flexible mufirm

I OCATEOAQGETT OOOOAOOOAOG 11 A xEAA OAOEAOQOU 1T &£ 1 A
extensive networks of globally dispersednputs through supply chain management practices. Moreover,
export-oriented enterprises are encouraged by the designation of a growing number of special economic

zones (SEZs), coastal open cities, and economic and technological development zones (EDTZs), al

designed to encourage manufacturing activities, rexport and distribution.

Companies are typically seeking location advantages when deciding on where to set up a production
unit, a logistics facility or service centre. Over the last few decadese see an increasing tendency for
companies to regroup and relocate formingcosystemsor clustersin the process. Clusters appear in all
forms and sizes, from the basic manufacturing industry to high tech productions as regions covering
hundreds of hectaes to a simple street.

The initial reason for companies to group together in a certain location is linked to a certain advantage
presented by the area in question. This could have been a particular resource, tax advantage presented
to a specific type ofcompany or any competitive advantage presented by the area. Resources,
technology, capital and other inputs can be efficiently sourced in global markets. Most companies in
such an ecosystem are not direct competitors but instead differentiate in order tatteact a particular
market segment or are on a different vertical level (supplier, producer, warehousing, etc..). They are
thus often linked by input/output relationships. Yet, they share many common needspportunities,

and constraints. The ecosystem prades the companies with a larger entity when contacting outside
investors, be it public or private. The clustering of activities facilitates knowledge transfers and spill
over, creates a local labour market of skilled workers and enhances the possibilgidor innovation.
Many seaports can be regarded as ecosystems since ports typically consist of geographically
concentrated and mutually related business units centred around transportirade, and industrial
production. Next to the advantages discussed abeyport ecosystems can exhibit strong scale and scope
advantages linked to physical cargo flows. The concentration of activities opens more opportunities to
the bundling of cargo flows via intermodal transport (feeder vessel or rail) and to achieve a highe
connectivity to the rest of the world via frequent transport services.

In this regard, the PNA of thelonian Sea has initiated already in the 2022022 planning, functional
actions to strengthen the Taranto port ecosystem, including through the promotioof a value system
shared with the main categories of stakeholders functionasocial,and economic weltbeing within the
lonian port ecosystem. In this regardFigure 43 shows the hierarchical functional structure developed
by the PNA in order to activate internal and external resources for the creation of value to be
disseminated to the port and territorial community.
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Figure 43. ESG hierarchical functional structur@NAof the lonian Sea.
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In addition to this project defined in the 20232022 Three-Year Operational Plan of particular relevance
is the agreement of thePNA of thelonian Sea with the "ESG Laboratory Environmental Social
Governance", the Intesa Sanpaolo initiative planned for the entire national territory and dedicated to
SMEs thataspire to improve their sustainability profile by initiating the transition towards ESG
objectives and investments in sustainable and circular economy projects.

In this way, thePNA of thelonian Sea increases its action aimed at spreading the culture afssainability

by supporting the enterprises of the port ecosystem in this sense. The establishment of an ESG
Laboratory in Taranto, in collaboration with Intesa Sanpaolo and other institutional partners (Srm
Centro Studi e Ricerche per il Mezzogiornd@NA of the Southern Adriatic Sea, Confindustria) aims to
accompany companies towards targets of social inclusion and sustainable, blaggital, and circular
economy. The initiative, which integrates perfectly with the other innovative development and
acceleation projects already underway in the port of Taranto, will contribute to generating new
competitive advantages with an innovative impact on the port, economigocial,and environmental
context derived directly from the sustainable growth of the enterpises in our ecosystem.

Considering the strategic objective of Institutional Accountability, thePNA of thelonian Sea in the three
year period 2020-2022 has launched a path to increase the international visibility of the Port of Taranto,
with the aim of strengthening the positioning of the lonian port of call in the Mediterranean and in
international markets, to generate new opportunities for contamination of the port ecosystem and more
business opportunities for the local port maritime cluster

The importance attached by thePNA of thelonian Sea to issues related to the development of a port
ecosystem also lies in its understanding of both the monetary and social value that thiue
Economy/Sea Economy holdsit the national to regional level. In this respet, Figure 44 highlights the
incidence of Blue economy/Sea economgn value added and employment{%) of each Italian Region

The PNA of thelonian Sea is an institutional and territorial partner- as part of the lonian port's global
promotion activities - of FAROS Blue Economy Accelerator, the first Italian accelerator in the CDP
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network of startups and scaleups specialising in the blue ecoomy, port innovation, and sustainable
marine resources and energy.

Faros is the result of an initiative by CDP Venture Capital Sgr through its Fondo Acceleratori, and is
managed by a|cube, an accelerator and incubator focused on high social and environnaninpact
realities, with the involvement of the international accelerator PortXL, the world's first maritime
accelerator dedicated to the acceleration of staftips in the port and maritime sector.

The Faros accelerator aims to boost the growth of statips that develop innovative products or
solutions in trends related to shipbuilding, smart ports & green shipping, ocean energy systems, ocean
data, sea health & restoration, disruptive use of blue resources, sustainable aquaculture, coastal tourism

From 2022 until 2024, 6-8 start-ups will be selected each year at the seed and pseed stage. They will
have access to structured support from the accelerator's partners, who will guide them towards the
validation of their business model and specific use casékhe best teams will also have access to further
follow-on investments already allocated by CDP, the programme's anchor investor.

In fact, the sea economy's own activities account for 24 of the total value added generated by
productive activities in Puglia and ensure an employment impact of nearly 5% of the regional total,
significantly higher than the national average (3.4% and 3.7%, respectively).

Figure 44. Blue economy/Sea Economy in Italian Regionsnpacts on value added andemployment (%) .
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Take-aways for port of Taranto

1 Success in the globalized economy increasingly relies on the development and strong governanc
diversified and sustainable ecosystems. The Port of Taranto should therefore continue to shape
strong local port ecosystem, characterised by the interactiobhetween a range of mutually enforcing
activities.

I The impact of the Blue Economy/Economy of the Sea on regional added value and employm
should continue to be part of port and Marine Spatial Planning (MSP): a fuller range of potent
stakeholders related to the Blue Economy could be included in the local port ecosystem:; in this sen
the Faros Accelerator is an effective tool to involve ecosystem actors through the organisation
dedicated events, development and testing of pilot projects witeelected startups, so that they can
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develop new paradigms of sustainable resource management and new systemic solutions. This
also facilitate the matching of the partners' innovative needs with the proposals of the staups.

9 There are interesting gportunities for the Port of Taranto related to the development of new
strategic actions in line with the ESG paradigm. In particular, the ESG Lab becomes a meeting p
both physical and virtual, to accompany the ecosystem's companies in the sustainabi@nsition, a
development path aimed at generating new competitive advantages and sustaining leteyrm
growth with positive impacts on the environment and people. The workshop becomes the tool t
promote discussion and stimulate awareness on ESG issuesarg operators and related supply
chains. Through the sharing of experiences, the objective is to support all companies and relat
supply chains- interested in ESG issuesto take the first steps towards initiatives that improve the
sustainability profile with positive impacts on company development

2.3.5. Changing market structure in shipping and logistics: vertical integration

The logistics industry is subject to integration forms, aiming to improve its scale, scope, and market
reach. Functional integration involves horizontal consolidation and vertical integration strategies.
Vertical integration is commonly understood as a sigle organization who owns and controls one or
more links in their supply chain. Vertical integration creates a logistics market consisting of a wide
variety of service providers ranging from megacarriers to local niche operators.

Competition between logigics service providers is no longer focused only on services to the cargo flows:
advanced services are offering total pipeline/supply chain visibility to customers in terms of reliability
performance through advanced tracking and tracing, environmental imgct measurement (e.gcarbon
footprint calculator), security risks and related event management. Many market players have also come
to understand that landside operations are key to a successful integration along the supply chain. As a
result, competition between ports and across the logistics sector looks set to intensify. As ports and
logistics firms battle to protect and gain market share, the race to find cost savings and efficiency gains
will become even more pronounced. For example, COVID has accterated the logistics integration
strategies of some major container carriers. Helped by historically high operating margins, a number of
carriers, such as Maersk Line, CMA CGM or MSC, have embarked on adagespree in the air freight
business, ecommerce and lastmile logistics, digital platforms and forwarding activities Figure 45).
However, not all carriers are walking the path of logistics intetion. For example, there is currently no
indication from ONE, Evergreen or Hapafjloyd of a large investment rampup in logistics companies.

Regarding the Port of Taranto, the recent entrgf a global operator {ilport of Yildirim Group) into the
managament of the container terminal is a element for potential logistics hub development in Puglia
compared to wider international logistics chains. In addition, the Yilport company intends to develop
maritime traffic through the attraction of a deepsea contaner service.

Figure 45. Logistics integration by container shipping lines
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(*) Fully owned by MSC till 2013, stake brought to 60% in May 2019. Other shareholders are Global Infrastructure PartnersRjcand GIC Privatéimited, a
Singaporean Sovereign Wealth Fund; (**) Terminals controlled by CMA Terminals were transferred to Terminal Link in late 2019

Sourcel OOET 008 Wabed dniNaitAbOds et al. (2022)
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While some carriers are vertically integrating in view of offering global logistics solutions, other market
players (might) enter the container shipping business although on a small and rather fragmented scale
for now. For example, faced with the challengef keeping stores stocked amid a global supply chain
crisis, ecommerce giants such as Amazon as well as large retailers like Walmart and Costco went so far
as to charter their own container ships, typically calling at smaller container portdn this vein, Amazon
has progressively initiated a shipto-door distribution strategy: the multinational has decided to focus
on more widespread distribution (through the use of fulfillment centerd. Amazon has also progressively
increased the inhouse management of transportation processes: since 2019 there has been a significant
increase in the volumes moved with its own fleethoreover, leaving the most complicated routes to the
3PLs. Despite thamproved performance of competitors, Amazon has maintained a large margin in
terms of ship-to-door time (1.7 days versus 3)and it has increased the level of control over a Supply
Chain process. In Italy, Amazon has opened a total of 54 warehouses, idelg distribution centers,
urban centers, and sorting centers and depotd=(gure 46).

Figure 46. Amazon distribution centers n Italy.

Q Q Q
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O

Fonte: www.wired.it

In summary, the level of functional integration is increasing rapidly although not all companies are
adopting such a strategy. Many distribution functions which used to be separated are now controlled by
a single entity or are coordinated between partiesMergers and acquisitions have permitted the
emergence of large logistics operators that control many segments of the supply chain and meet the
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process) and intermodal integration (control of the flows). As a result, competition between ports and
across the logistics sector looks set to intensify.

Vertical integration is also shaping thecruise industry. In the Caribbean market, for example, cruise lines
seek vertical integration by investing in destinations. They develop their very own port and shopping
facilities in destinations either by leasinga whole island or by leasing part of it, creating private
AAOOGET AGET 1 O 1 1 8&NRorwegbrOCruBd 1Ang Gstaldishén/ii@ Oddy first private resort
developed by a cruise line, the Great Stirrup Cay in South Bahamas, to be followed by sevetddelines,
including Costa Cruises (Dominican Republic); Disney Cruise Line (Castaway Cstand); Holland
America Line (Bahamas); MSC (at the Dominican Republic), Carnival (Bahamas), Royal Caribbean
International & Celebrity Cruises (Haiti). The ultimategoal is to minimize spending leakages outside the
AT T DPATUBO AOOAOOh E8A8h OEA AOOEOA OEED AT A OEA
On the contrary, cruise lines' strategies in Europe focus on investing in ports and assuming
responsibilities for operating cruise terminals. The target is to safeguard a minimum level of port
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services quality for their cruise ships and cruise passengersAvoiding congestions problems and
securing optimal berthing process during the peak cruise season are also important. This strategy is
applied through the concession of port facilities either through greenfield projects or, more frequently,
through the concession of existing port infrastructure.Specialised cruise terminals replace multi
purpose or temporary docking facilities. New cruisderminals are built, and existing ones are upsized
and upgraded, imposing additional investments on the hosting ports. Aiming to effectively respond to
calls for upgrading cruise terminals while safeguarding public spending, pometwork authorities
started to seek the active involvement of third parties to finance, construct, operate, and/or
commercially develop cruise facilities. The concessioning of cruise terminals to third parties and
developing new terminals have become common. In some ports, cruiseds are directly involved in the
financing, building and operations of terminals. In other ports, local cruise terminal operators (these
frequently being port agents) are progressively joined by other companies that have developed interests
in taking control over cruise ports and/or specialised purpose vehicles (SPVs) built by terminal
operating companies. In addition, as cruise activities in ports gain more operational autonomy, public
authorities are pursuing some form of partnership with third parties,aiming to finance and develop
growth strategies.

Irrespective of ownership structure, the emergence of transnational cruise terminal operators
(currently observed at a limited scale) might further transform the industry in the coming years. The
case ofGldbal Port Holding, operating 24 cruise ports/cruise terminals, including some in ltaly, is
indicative. While a further fragmentation of itineraries is likely to occur, closer integration between the
cruise port and the cruise shipping industry is expected.

Take-aways for port of Taranto

As regards freight markets:

1 The vertical integration trend leads to larger port users with strong bargaining power throughout
the supply chains. Different forms of canakerships and partnerships with these market players are
needed to address issues affecting the performance of the pelated chains in terms of efficiency,
sustainability and resilience.

1 Ports have to think along with the port users and have more than ever to go for a less pegntric
supply chain focus while doing so.4 EA 01 OO0 1T & 4A0AT 0180 AOOQ
determined by the port characteristics, but also on how the port is able to insert |tself in the suppl
chains of the customers in an efficient and sustainable way.

9 Logistics integraton also comes with higher demands for digital transformation solutions that ga
beyond individual ports. Digital transformation within the Port of Taranto thus has to be
complemented with digital network formation with other nodes in the wider logistics neéwork.

I The Port of Taranto can benefit from the decisions performed by-eommerce giants (e.g., Amazon
and large retailers (e.g., Walmart, Costco, etc.) with regards to the localisation of their urban cente
sorting centers and depots in the Regions fodeveloping also distribution activities, value added
services and last mile logistics.

1 Relatedly, in the future, increased traffic flows are expected from largecale distribution (GDO)
which increasing will ground on the intermodal integration of maritime and rail transport.

As regards the cruise market:

i There is an opportunity to attract private investments through the concession of a cruise terminal t
third party/ies.

1 The engagement of the private sector in cruise terminal management might lead taeased quality
in service provisions to cruise vessels and passengers.

1 As of April 2021, Taranto Cruise Port (TCP) is part of the large family of Global Ports Holding (GP
the world's largest independent cruise terminal operator. TCP will have theoncession, for the next
twenty years, of a portion of maritime stateowned areas and assets insisting on the San Cataldo p
of the lonian port of call, for the operation of cruise passenger support services in the port of Taran
as well as any other ativity governed by the concession deed. The collaboration with the GP.
operator has opened a new season of development and renewed expansion of the Taranto pori
call in the cruise tourism sector, encouraging the dynamic and sustainable development oétlocal
economy as well as the port's proactive function towards the territory.
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2.3.6. Changing market structure in shipping and logistics: horizontal integration and the
emergence of global terminal operators

Mergers and acquisitions(M&A) shape the contemporary business environment, not only between
different types of corporations (vertical integration) but also between corporations involved in the same
type of activity or core business [jorizontal integration).

Several waves of horizontal integration activity have resulted in a high market consolidation level in the
logistics industry. For example, many of the top 3PL companies were involved in largeale M&A
activities while several M&A waves have created eontainer shipping marketdominated by about ten
global carriers which ccoperate within alliances (Figure 47).

The top terminal operators have inveted in container operations in European ports often in
partnership with shipping lines and other companies. This has resulted in very complex ownership
structures with many operators present in more than one port. The same applies to bulk trades and
cruise terminals where terminal groups are expanding the scope over more than one poRartly as a
reaction to consolidation and alliance formation in container shipping, the terminal operating industry
has witnessed an internationalisation process during theast decades, leading to themergence of
terminal operators offering globe-spanning services The top global container terminal operators
AT T 0011 AT ETAOAAOGET ¢ OEAOA 1 MmaukeR7h GhkHal@ortiopetator®1 OAI
have created worldwide terminal networks that can offer consistent levels of services and modes of
operation. Carrierlinked terminal operators, such as Cosc&hipping Ports, APM Terminals or TIL,
continue to invest in vast global terminal networks, while independent global terminal operators (PSA,

DP World or Hutchison Ports to name but a few) are increasingly hedging the risks by setting up
dedicated terminal partnerships with shipping lines.

Figure 47. The impact of the 20142017 M&A wave in container shipping on the top 25 carriers and the
associated strategic allianceg a comparison between September 2010 and May 2022.
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Table278 ' 11 AAT TET OAOT AGET 1 Al  (edgleltable, 412019 (AididnFEUROSE OEOT O

Throuhgput in million TEU

China Cosco Shipping | 109.8
PSA International | | 848
APM Terminals | | 842
Hutchison Ports | | 826
DP World . 69.4
Terminal Investment Limited (TIL. 50.8
China Merchants Ports 35.6
CMA CGM I 26.1
SSA Marine | 13
ICTSI [ 11.8
Eurogate Bl 11.7
Evergreen D 10.1
Hyundai Merchant Marine (HMMJ | 9.5
NYK B 8.2
MOL K 7.8
HHLA K 7.7
Yildirim/Yilport ] 6.1
Bolloré B 6
Yang Ming 1] 4.3
SAAM Puertos I 3.1
K Line I 3.1
Total 645.7

Notes:
Carrier-linked terminal operators are marked inbold.
Figures include total annual throughput for all terminals in which more than 10% shareholding held asf 31st Dec 2019. Figures do not include stevedoring

operations at common user terminals and also exclude barge/river terminals

Source! O O Edlabotation based on data of Drewry (2022)

When it comes to the Port of Taranto casey 2001,it entered the global container terminal operator era
with TCT - Taranto Container Terminal (Evergreen 40%, Hutchison 50% and Maneschi 10%). However,
the operator left the port some 15 years later. In 2018, after the redevelopment of the mulfiurpose
pier and the modernization of the mooring quay with the deepening of the seabed, YILPORT Holding
expanded its portfolio in the Mediterranean Region by signing a 43grs concessiorin the San Cataldo
Container Terminal(SCCT located in the Port of Tarantoln 2020, YILPORT Holding started operations

at SCCTKigure 48).
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Figure 48. Presence of global terminal operators in European ports (ports in alphabetical order per region).
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The process of horizontal integration and waves of M&As have also shaped thaise industry since the
1980s.Dominated by four major conglomerations, the global cruise industry is nowadays characterised
by an oligopolistic market structure. These are thre cruise groups, namely Carnival Corporation, Royal
Caribbean International and Norwegian Cruise Line, and the independent MSC. The contemporary
structure of cruise shipping has been shaped by several mergers and acquisitions dating back to the
1980s and he 1990s. Such mergers and acquisitions occur also today but at a considerably lower scale.
The market share of the Bigd stands at 832% of the total deployed capacity. The remaining
independent cruise companies control 13% of the total deployed capacit. Table 28 shows the market
shares in cruise industry in 2019 unveiling the industry's oligopolistic nature

Following the conditions imposed by the COVH29 outbreak, major losses confronted cruise hes. As a
result, many cruise companies went bankrupt, including the Honfong owned Genting Cruises and
several independent operators, like Jalesh Cruises, Cruise and Maritime Voyages, FTI Cruises, all of them
being regional cruise companies with small @ets. COVIEL9 affected the entire industry. All cruise lines
proceeded with a reassessment of their fleet, with several deciding to sell cruise vessels for scrap
(mostly the older ones) or in the seconehand market In contrast,other cruise companies deitied to
postpone or even cancel newbuilding orders.
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Table28. Market Shares in Cruise Industry in 2019.

Cruise Group Number of Market
Berths Share
Carnival Corp. 252490 41,8%
Royal Caribbean International 140416  23,8%
Norwegian Cruise Lines 59.046 9,0%
MSC 54.028 8,6%
Genting Cruises 13.693 3,7%
Other independent Companies 82.104 13.1%
TOTAL 601.777 100%

Source: Cruise Industry News (2019).

Figure 49 presents the structure of the cruise market as of January 2022 before the bankruptcy of
Genting, including the major cruise groups and their market share in terms of berth capacity.

Figure 49. Cruise Market Structure.
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The founders of the modern market, Carnival Corporation, Royal Caribbean Cruise Ltd (RC@amdl
Norwegian Cruise Lines are the three largest modern conglomerates. Carnival is the largest group, with
9 different brands, operating 91 cruise vessels. The development model of the two market leaders
involves extensive integration of various corporatdforms, intending to cover various market segments.
Such strategic choices allow the provision of differentiated services while promoting each corporate
format as unique.

A variety of corporate strategies exists to achieve an increased market sha@arnivad is opting for route
restructuring strategies, while RCCL focuses on revenue through investments in large shipscommon
practice to achieve the endorsed targets is to transfer ships between cruise brandslergers and
acquisitions are a common way for arise groups to increase market sharecontributing to an increasing
market concentration. Norwegian Cruise Lines acquired two companies from Prestige Cruise Holdings
in 2014: Oceania Cruises and Regent Seven Sdasthe same year, Carnival Corporation meged
Iberocruceros with Costa BrandThe most significant merger took place in 2003, with the acquisition of
one of the most important players in the market (P&O Princess Cruises) by Carnival Corporation.

Take-aways for port of Taranto

As regards thefreight markets:

1 The horizontal integration trend leads to larger port users with strong bargaining power.

9 Virtually all container ports in Europe have welcomed one or more international terminal
operators (either independent terminal operators or carrier-linked operators).
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1 The presence of an independent and international terminal operators managing the SCCT in {
Taranto Port is expected to produce positiveeffects on the containerthroughput of the port in
the next few years.

As regards the cruise market:

1 Increased marketconcentration provides cruise lines increased bargaining power over ports an
destinations. Cruise companies might push for even greater incentives from the paretwork
authorities, the local authorities at the destination or even the central government.

1 A cooperation scheme with a major cruise group can safeguard significant cruise vessel calls ¢
passenger traffic at a port.

1 On the other hand, a strong engagement with a major player in the cruise industry mig
jeopardize the business growth of cruisgort in case a cruise company seek for an alternativ
destination or port of call.

2.3.7. Changing network structure in shipping and logistics: maritime networks

Corridors have become the main arteries of world trade. Strategic points along maritime corridors such
as the Panama Canal, Suez Canal, the Straitslalaccaand the Straits of Gibraltar function as important
turntables in extensive huband-spoke andreAUY ET OAOI ET ET ¢ AAOEOEOEAOS
can be found near these key locations. Shipping lines have designed liner services with slow steaming
large vessels connecting a limited number of global ports on each side of the trade routese Tietworks

are based on traffic circulation through a network of specificranshipment hubs. However, shipping

lines do not necessarily opt for the same hubs.

The changes that have affected the organizational patterns underlying the liner services refedréo in
the main international traffic routes, over the last 30 years have led to the establishment in the
Mediterranean of an increasing number of transhipment port hubs, functional to optimize the container
shipping services of the main carriers engageid international trade along the abovementioned routes
(East West and North South). To the traditional firsgeneration transhipment ports (such as Malta,
Algeciras, Port Said and Piraeus), secosggbneration transhipment ports have been gradually addedn|
this regard, during the 1990s, also in order to support the growth of Italian ports, we saw the
development of the transhipment ports of Gioia Tauro, Cagliari and Taranto. These are ports that in the
early 2000s experienced rapid growth in the volumes otontainers handled and that come to be
progressively located at a greater distance from the main traffic route, turning out to be located at
greater latitudes than the firstgeneration transhipment hubs. This process of gradual "moving away"
from the coads of North Africa continued rather sharply in the early part of the 20th century with the
third generation of transhipment ports, consisting of the Spanish ports of Valencia and Barcelona
(operating as load centers) and ports located near the Black SeanfBarli and Constanza). Beginning in
the latter part of the first decade of the 21st century, partly as a result of the pe2008 international
crisis, there is a significant change in the overall design of the transhipment hub network within the
Mediterranean. The need to contain the operating costs of shipping carriers engaged in the provision of
seaborne container transport services and, in particular, bunkering costs, has led to the emergence of
a fourth generation of transhipment terminals in the Medierranean. These are terminals located along
the north coast of Africa near the main EasiVest route, namely Tanger Med, Algiers, Bejaia, Djen Djen,
El Sokhna and El Dekheila (Alessandria).
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Figure 50. The main routing alternatives letween East Asia and Europe.
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Source: Notteboom and Rodrigue (2011).

As a result of this path of innovation and changing competitive dynamics, the supply system of
transhipment services within the Mediterranean Sea now appears to be expanding but also undergoing
profound changes. The analysis of the main transhipment portgperating in the Mediterranean shows

a specialized supply system since, contrary to Northern Europe, there is a certain presence of pure
transhipment hubs in the Mediterranean (considering as such ports witla transhipment share in total
container throughput of above 80%) and mixed ports with high transhipment incidencelfetween 40%
and 80%).

Take-aways for port of Taranto

91 Inasupply chain context of increased risks and disruptions, carriers and shippers seek cargo routi
flexibility, also for AsiaEurope trade links. This implies that Mediterrexnean gateway and
transhipment ports will potentially face some competition from alternative route options by rail
(Eurasian landbridges) or sea (Cape route and NSR). However, the overall volumes on th
alternative routes are expected to remainather modest compared to the dominant Suez Canal routs

1 The port of Taranto can develop new links to the array of routing options (for example by connectin
to Black sea ports in Georgia in view of establishing a linkith the middle rail corridor to China).

2.3.8. Changing network structure in shipping and logistics: hinterland connectivity

With a total maritime container throughput of an estimated 108 million TEU in 2021 (Notteboom,
2022), the European container paot system ranks among the busiest container port systems in the
world. Europe counts about 130 seaports handling containers of which around 60 accommodate
intercontinental container services.Table 29 provides an overview of the fifteen largest container ports

in the European Union. A number of these ports act as almost pure ssaa transhipment hubs with a
high transhipment volume (i.e., GioiaTauro, Marsaxlokk, Algeciras) while other ports can be considered
as almost pure gateways (e.gGenoa, La Spezia, Marseille) or a combination of a dominant gateway
function with sea-sea transhipment activities (e.g.Hamburg, Rotterdam, Le Havre, Valenci®arcelona,
Gdansk,and Antwerp-Bruges). In 2021, about 74% of the total container throughput in the European
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port system passed through the togl5 EU ports. Still, the European port scene is becoming more diverse
in terms of number of ports involved andthe scope of port functions and services, leading to more
routing options available to shippers.

Table29. The top15 container ports in the European Union in 2021 (in 1000 TEU) and growth Q3 2022.

Rank Rank Rank Port Container traffic 2021  Y-o0-y growth Growth
2021 2020 2007 in 1000 TEU Q3 2022 Remark 2020-2021

1 Rotterdam (NL) @ -4.4%
2 2 3 Antwerp-Bruges (BE) @ -5.0% | 2.8%
3 3 2 Hamburg (DE) I 8715 I -2.3% | 2.2%
4 5 8 Valencia (ES) @ -6.2% 3.4%
5 4 17 Piraeus (EL) (*) -10.5% -2.2%
6 7 4 Bremerhaven (DE) , -9. 5.2%
7 6 6 Algeciras (ES) || -6.1%
8 9 10 Barcelona (ES) | 119.4% |
9 8 5  Gioia Tauro (IT) | , ) I -1.5%
10 10 9 LeHawe&Rouen(FR) [ | 3,070 | 0.1% 6M 1256% |
11 11 12 Marsaxlokk (MT) | 2,970 N/A W217% |
12 12 14  Genoa (IT) | 2,558 f-2.0% 1 8.71%
13 13 64 Gdansk (PL) [ 2,118 115.5% 1110.1%
14 15 62 Sines (PT) [ 1,824 @ -5.3% 8M 13.2%
15 17 19 Marseille (FR) [ 1,480 5.0% 6M 12.3%

Source: Notteboom (2022)ased on traffic data respective portetwork authorities.

In the past decade a number of Mediterranean and Baltic ports have joined the top league in Europe
Many Ligurian and North-Adriatic ports were typically challenged by the physicalimitations to terminal
capacity extensions(i.e., the locked-in geographical situation of the respective coastal port citiesand

by the limited success so far in attracting a lot of business from the Alpine region and Southern Germany
In more recent yeas, new terminals have been opened (such as in Vado Ligure) and a more aggressive
rail strategy is helping these ports to gain markets share in the Alpine region and Central and Eastern
Europe. Transhipment hubs in the Mediterranean have substantially ineased their role in the
container market. After a steep increase of the market share from 4.5% in 1989 to 14% ten years later,
their market position further evolved to reach 14.8% in 2019.Piraeus, Algeciras, Gioidauro, and
Marsaxlokk (Malta) remain themost important pure transhipment hubs on the European shores of the
Med. Still, they are facing increased competition from hubs in Africa (Tanger Med in particular, but also
to a lesser extent the Egyptian hubs of Port Said, Alexandria and Damietta) andkish ports.

Competition exists between a number of Mediterranean ports and those of the Northern Range, in that
they constitute two different systems through which oceargoing traffic can reach the economic and
industrial heartland of Europe. The cargo outing choices of shippers and shipping lines depend on
severalfactors such as costs (port, inland transport, sea voyage, feeder/shortsea), time (at sea, in port
and to the hinterland), efficiency, inland connectivity of ports, frequency, reliability, imhstructure and
equipment availability, cargo balance (import/export) and ease of business. Quite a few port choice
models have been developed and tested in the past (see for examféermann and Wedemeier2016;
Tavasszy et a].2011; Veldman and Buckman, 2003; Veldman et al., 2005; Zondag et,&010; Mueller

et al, 2020). All these models show that the outcomes are very sensitive to changes in input variables,
such astransport costs, time variables or frequency/reliability.

A number of key factors and developmentsare expected to influence the competitiveness of routing
options into the European hinterland, and thus in the NortiSouth cargo balance, with an impact on
costs, transit times andinland connectivity:

V' The timely supply of sufficient containerterminal capacity and human resources will have a major
impact on the market position of individual container ports, certainly when faced with a market
environment characterized by port congestion and tight labor supply.
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V' The need forskilled and costefficient dock workers and a flexible workforce that can cope with the
volatility in terminal activity caused by the variability in ship arrival patterns, seasonality in the
container market and operational challengesaused by human, economic and natural disruptions.

V' Sustainability considerationswill increasingly have an impact on interport competition and the
hinterland reach of European ports. C&taxes and high bunkering costs can favour shorter routes
and affectmodal choice in hinterland transport. The energy transition will also affect the cost base
of the different transport modes.

V  Corridor formation (particularly by rail) will have a major influence on future cargo routing
decisions and competition between nah and south European ports. For seaports, the connection
of TENT ports to the TENT rail network is mandated by Regulation (EU) 1315/2013, Article 41(2),
which sets out that seaports shall be connected with the railway, road and, where possible, inland
waterway transport infrastructure of the trans-European transport network by 31 December 2030.
While the Commission identified that all seaports of the Core and ComprehensiVEN-T Network
are already connected to the TEN rail network, major improvements remain necessary to ensure
efficient and sustainable rail transport into the hinterland. In principle, a number of mainland
Mediterranean ports offer transit time advantages over the north European ports for
accommodating cargo flows between Asia/Middle &st and large parts of Southern and Central
Europe. Gateway ports in the Med have gained a much better connectivity in the global shipping
networks than before, which gives these ports the opportunity to benefit from a higher critical mass
and the economis linked to larger vessels.

On the latter point, several joint initiatives are underway with the objective of improving the position of

the Med ports.7 AOO - AA PT 0008 OOOAOACEAO ET AI OAA A OAT CA
strategic inland locations(e.g., the tmconcept of the Barcelona port authority). To attract Asian trade
distribution to the region, some ports have joined their marketing efforts under the umbrella of
Medports. Infrastructural efforts are combined with marketing initiatives for Med ports to become
gateway to Europe for specific good flows. For example, Marseille, Venice and Koper are among the Med
ports trying to develop logistics chains for perishable goods from the regions around the Mediterranean

Sea b Northern and Central Europe, thereby leveraging on short inland transit times by rail.

Figure 51. The European container port system and main contestable hinterlands.
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