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PART 2: DESCRIPTION OF REFORMS AND INVESTMENTS 

A. COMPONENT M3C2 - Intermodality and integrated logistics. 

1. Description of the component 

Summary box 

Policy area/domain:  

Ports, Airports and logistic supply chain 

Objective:  

The objectives of this component are to: (i) strengthen the competitiveness of the Italian port system 
through the updating of port planning and the competitive allocation of concessions; (ii) digitalize 
the logistic supply chain and air traffic management systems; (iii) reduce emissions linked to the 
movement of goods.  

Investments focused on improving digital accessibility, will be combined with reforms aimed at 
increasing strategic planning, a single Customs portal an interoperable digital platform, and a 
review of the regulation regarding port concessions. The component includes investments in the 
digitalization of airports to manage air traffic in an environmentally sustainable way and 
investments in the digitalization of the logistic supply chain. 

Reforms and/or Investments: 

Outcome 1:  Improve the strategic planning process of ports,the award of concessions in port 
areas and reduce GHG emissions by increasing electrification 

Reform 1.1: Simplification of the procedures for the strategy planning process  

Reform 1.2: Regulation defining the competitive award of concessions in port areas 

Reform 1.3:  Simplify the authorization procedures to provide electricity to piers 

Investment 1.1: Interventions for the Environmental Sustainability of ports (Green Ports) 

Outcome 2: Increase the digitalization of transport and logistic services, simplifying custom 
procedures 

Reform 2.1:  Implementation of a Single Customs Window (“Sportello Unico Doganale”)  

Reform 2.2: Establishment of a National Strategic Platform for the network of ports, in order to 
introduce the digitalization of passenger and freight services  

Reform 2.3:  Simplification of logistics procedures and document digitization, through the 
adoption of an electronic "Convention relative au contrat de transport international de marchandises 
par route” (CMR) to freight shipments. 
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Investment 2.1: The digitalization of the logistic chain 

Investment 2.2: The digitalization of air traffic management 

Estimated cost overall: 

EUR 0.63 billion to be covered by RFF 
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2. Main challenges and objectives 

National strategic context 
 

a) The component is well aligned with the priorities of the National strategy for ports, which 
are outlined in the document “#ItaliaVeloce”, in particular with The digitalization of port 
logistics and ICT and with The energy efficiency and environmental sustainability of the 
ports. Main challenges 

- The competitiveness of the Italian Port system: according to the Logistic Performance 
Index elaborated by the World Bank – which considers the time and costs of logistic systems, 
as well as the transparency, quality and reliability of the services offered – in 2019 Italy ranked 
19th in the World, with the first three countries being Germany, Sweden and Belgium. Even 
if in terms of distance to market, Italian ports could be competitive for trade between Europe 
and the Far East, over recent years they have lost market shares, also towards other 
Mediterranean ports. The perception among the big shipping companies is that Italian ports 
do not offer a reliable logistic system, which leads them to prefer other ports, even if located 
further away. The higher travel costs to these ports are compensated by the lower handling 
costs and times, and by better railway connections to the production/consumption centres. 

- The lack of an updated strategic plan: In line with the provisions of Legislative Decree no. 
169 of August 2016 "Reorganization, rationalization and simplification of the discipline 
concerning Port Authorities pursuant to Law no. 84 of January 28th, 1994", 16 Port System 
Authorities were created1. However, the strategic plans of many of these Port Authorities have 
not been updated, which has not allowed to reap the benefits that were expected from a more 
integrated and coordinated system, in which ports could specialize according to their 
comparative advantages.    

- The need to upgrade the digital infrastructures and services at ports and airports: the 
logistic inefficiencies of Italy have been estimated to have a cost of around EUR 70 billion 
per year2, of which EUR 30 billion are linked to bureaucratic costs and digital delays. The 
development of digital systems is hence considered to be key to improve the efficiency of 
logistic operations and to allow an efficient management of the flow of information linked to 
the flow of goods. Over recent years Italian ports and logistic operators have established Port 
Community Systems (PCS), which manage the electronic flow of documents and commercial 
information related to port operations, facilitating the interaction between the various 
stakeholders (terminal and transport operators, and customs). Concerning airports, a higher 
level of digitalization could contribute to better traffic management, reducing the fuel 
consumption of airplanes and the related environmental impact. 

- The environmental impact and sustainability of ports: it is necessary to reduce the 
environmental footprint and pollution caused by ports, which are often located close to city 
centres with a negative impact on air quality. This can be achieved, among by improving the 
energy efficiency of operations and increasing the renewable energy sources (“Green ports”). 

                                                 
 
2 Study of CDP Think Tank, “Can Italian ports still be strategic?”, October 2020. 
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b) Objectives 

The objectives of the component are to:  

i. strengthen the competitiveness of the Italian port system through the updating of port planning 
and the competitive allocation of concessions;  

ii. ensure the environmental sustainability and energy efficiency of ports;  

iii. digitalize the logistic supply chain and air traffic management systems;  

iv. reduce emissions linked to the movement of goods. 

 

These objectives will be pursued by: 

• offering an effective, digital and reliable logistic system for transport to/from final destinations; 

• considering ports not only as transit points, but as integrated local development nodes, both for 
local industries and value chains as well as for tourism. 

Twin transition: 

The proposed investments in energy efficiency and renewable energy sources (Green ports) will result 
in a reduction of GHG emissions. In parallel, the digitalization of port and airport traffic flows and 
logistics will increase the productivity, predictability and efficiency of operations, hence reducing 
congestion and pollution levels. 

Jobs and Growth: 

The investments foreseen will have important spill over effects along the logistic value chains and 
are expected to safeguard local jobs and stimulate private investments (by terminal and logistic 
operators). 

 

3. Description of the reforms and investments of the component 

Outcome 1:  Improve the strategic planning process of ports,the mechanism for awarding 
concessions in port areas and reduce GHG emissions by increasing electrification 

Reform 1.1: Simplification of the procedures for an update of the strategy planning process 

Challenges: The planning tools of many port authorities are dated and do not take into account the 
reform of the Italian port system (carried out in 2016). Only a minority of the 16 Port Authorities 
have prepared or are preparing the System Strategic Planning Document (DPSS). The delays in the 
DPSS do not allow the respective Port Regulatory Plans (PRP) to be updated.  
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Objectives: it is necessary to introduce a system overview of the Italian port system by preparing the 
updating of port planning both at the strategic level with the Strategic System Planning Document 
(DPSS), and at the Port Regulatory Plan level (PRP). 

In the DPSS, the development objectives and systemic planning contents of the port system 
authorities must be defined; the areas identified and outlined intended for strictly port and rear-port 
functions, the port-city interaction areas and the last-mile infrastructural connections of road and rail 
type with the individual ports of the system, and the crossings of the urban centre; defined the 
objectives and the choices made and the criteria followed in identifying the contents of the planning, 
in order to describe the territorial structure of the system, as well as ensuring a clear and unambiguous 
identification of the guidelines, the rules and the procedures for the preparation of the port regulatory 
plans.  

Implementation: The Minister of Infrastructure and Transport will formulate a proposal to simplify 
the standard, to allow ports to adopt and adapt their plans quickly and flexibly and without procedural 
uncertainties. In particular, the MIMS will initiate some changes to the current regulatory text aimed 
at: (i) simplifying the procedures for approving the DPSS and better defining its contents; (ii) 
simplifying the procedures for the approval of PRPs; (iii) providing for a hierarchy of planning acts, 
which avoids the coexistence of several plans in the same perimeter; (iv) rationalizing the variants 
and the Technical-Functional Adjustments, reducing their types. 

Target population: Port System Authorities. 

Timeline: regulatory change by Q4 2022. 

Reform 1.2: Implementation of a regulation defining the competitive award of concessions 
in port areas 

Challenges: There are serious delays in the implementation of the reform dated 1994, which provides 
for the issue of a Regulation on concessions (envisaged by Article 18, paragraph 1 of Law no. 
84/1994). This regulation is necessary to establish the criteria and conditions for a competitive 
assignment of concessions in ports and allow an efficient participation of the private sector in port 
activities. 

Objectives: The objective of the regulation is to define the conditions relating to the duration of the 
concession, the supervisory and control powers of the granting authorities, the methods of renewal, 
the transfer of the plants to the new concession holder at the end of the concession, and the 
identification of limits minimum fees to be paid by licensees. 

Implementation: The criteria for the awarding of concessions must be defined by a specific decree of 
the Minister of Infrastructure and Transport, in agreement with the Minister of Economy and Finance. 
To date, the MIMS issued a special circular on 5 February 2018, which established specific objective 
technical and economic criteria to be used by the Entities in the procedure for comparing the 
applications aimed at issuing the concession. These criteria were incorporated in the regulations for 
the use of the maritime domain by the port system authorities. The finalization of the regulation 
requires further iterations between MIMS and MEF. 

Target population: companies in the maritime and intermodal transport sector. 
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Timeline: Q4 2022. 

Reform 1.3: Simplify the authorization procedures to realize the cold ironing plants 

Challenges: The current authorization procedures for the construction of energy transport 
infrastructures require numerous steps and timing that risk slowing down the development of the 
energy supply project to the ports. Currently, the necessary authorization times are approximately 2 
years / 2 and a half year, if the interventions are not subject to environmental assessment; otherwise, 
the times could be significantly longer and even exceed 6/7 years. 

Objectives: Approval of simplified procedures for the construction of energy transport infrastructures 
aimed at supplying electricity from land to ships during the mooring phase. 

Currently, based on the voltage level of the works necessary for the connection of the Cold Ironing, 
there are two different authorization procedures: (i) one for the works falling on the NTG (voltage 
higher than 132 kV), subject to a single authorization issued by the Ministry of Economic 
Development agreement with the Ministry of the Environment and the Protection of the Territory and 
the Sea, subject to agreement with the Region or Regions concerned; (ii) another for works not falling 
within the NTG but falling within the User area (voltage lower than 132 kV), in this case the 
authorization process follows the rules set forth in regional authorization procedures.  

In the particular case of Cold Ironing, the two authorization procedures, NTG and User, are therefore 
parallel and the obtainment of the authorization is conditioned by the slower one. Currently, the 
projects relating to the National Transport Network (NTG) are assessed centrally by the Ministry of 
Economic Development and the authorization times are due to high workloads, in relation to the 
scarce resources of personnel available to the ministerial office that deals with the assessment of the 
projects.  

Implementation: MIMS will make a proposal to streamline the authorization process. In particular, it 
will be proposed to have the cold ironing projects evaluated by the territorial offices that report to the 
MISE, the UNMIG (National Mining Office for Hydrocarbons and Geo-resources), which could, in 
a shorter time, study the RTN projects and consequently authorize them. Moreover, in terms of the 
authorization process, a regulatory intervention could be envisaged that identifies a single 
authorization process (both for the NTG works part and for the User works part), in order to exploit 
the process synergies of a single authorization process. Finally, the non-submission to EIA and SEA 
of the works in question should be unequivocally clarified in consideration of the fact that the port 
structures are sites that have already been assessed for environmental impact purposes and as such 
are consequently “infrastructured”.  

Target population: users and businesses of the 45 ports concerned. 

Timeline: Q4 2022. 

Investment 1.1: Interventions for the Environmental Sustainability of ports (Green Ports) 

Challenges: Greenhouse gas emissions in ports (and other fossil fuel pollutants) come not only from 
ships and the quay, but also from the air conditioning of buildings and warehouses, from service 
vehicles, both land and naval, from cranes, and the lighting of open spaces.  
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Objectives: The main objective that the project aims to achieve is CO2 emissions reduction of and air 
quality in port cities improvement, to be pursued through interventions improving energy efficiency 
and promoting the use of renewable energy in ports. The final target is to save 20% of CO2 total 
annual emissions in the involved port area. The projects will be selected from those that the individual 
Port System Authorities have indicated in their Port Systems Environmental Energy Planning 
Documents (DEASP). Particularly, the main envisaged intervention categories are: 

- Energy efficiency and production of energy from renewable sources (wind on land and on 
breakwaters, solar photovoltaic, solar thermal) and environmental monitoring of port areas; 

- Purchase of electric or low-emission vehicles, boats or other means of transport to be used in 
ports; 

- Replacement of inefficient port facilities from an energy point of view; 

- Creation of infrastructures useful for the use of electricity on the quays (small boats, vehicles, 
means of transport, etc.); 

- Centralized smoke treatment systems in port; 

- Environmental quality monitoring systems. 

In addition to reducing CO2 emissions from fossil fuels, the "Green Ports" program will also achieve 
the abatement of other combustion pollutants, which are the main cause of deterioration in air quality 
in port cities.  

Implementation: The project is developed on the ports of the 9 Port System Authorities of central-
northern Italy. Otherwise, the projects presented under this program, together with other literature 
data, have provided an important reference for identifying the Green Ports project’s intervention 
categories and related costs. 

Many AdSPs have already drawn up their own DEASPs, which provide for an accurate initial 
photograph of the emissions of the port system, through the so-called "Carbon Footprint", in order to 
be able to promptly monitor the results of the interventions carried out, and measure their 
effectiveness for the reduction of CO2 emissions. Each DEASP contains a ranking, based on the cost-
benefit analysis of the interventions that the individual AdSPs intend to implement. In this way, each 
AdSP possesses the information for defining an integrated project, which will include interventions 
of different types located in the various ports of the Port System. 

For the identification of the projects to be financed, the DG Mare e Coste of MiTE will start from the 
interventions foreseen in the DEASP, and the AdSPs will identify in a few days the priority ones for 
high feasibility and for better coordination with the port programs. 

After the approval of the program by the EU, an invitation to express interest will be sent to the 
AdSPs, with the presentation of project proposals, and the MiTE will definitely select the projects to 
be financed, to which the resources will be allocated through the signing of specific MiTE-AdSP 
program agreements. 

Target population: Users of the 9 Port System Authorities of the Center-North and citizens of the 
portual cities and neighboring populations 
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Timeline: Within Q2 2026. 

State aid: The main interventions envisaged can be traced back to the Commission Guidelines on 
State aid for environmental protection and energy 2014-2020. The Green Ports Project plays a 
strategic role in reducing CO2 emissions in ports and other pollutants related to fossil energy 
combustion. The aim is therefore to effectively reduce climate-changing emissions and thus improve 
the state of our country's environment and natural heritage. It is believed that the project is also 
intended to contribute to the reduction of greenhouse gas emissions by 55% by 2030. The investments 
covered by the Green Ports Project will be carried out taking into account the “Environmental Energy 
Documents of port systems” (DEASP), drawn up by the AdSPs in compliance with the provisions of 
the D. Lgs. n. 169/2016, modified by Legislative Decree no. 232/2017, on the basis of the Guidelines 
adopted by MATTM (now MiTE) in agreement with MIT (Decree no. 408 of 17 December 2018). 
These guidelines, therefore, developed by this Ministry, contribute to the implementation of a careful 
and conscious environmental policy, which across the board involves all levels of planning, design 
and implementation. 

Outcome 2:  Increase the digitalization of transport and logistic services, simplifying custom 
procedures 

Reform 2.1: Implementation of a Single Customs Window (“Sportello Unico Doganale”) 

Challenges: One of the reasons for the loss of market share of the Italian port system is that it has an 
average cost of logistics higher than the European average. A cost factor is the waiting times for the 
completion of customs procedures.  

Objectives: Creation of a special portal serving the Single Customs Desk, which will allow 
interoperability with national databases and coordination of control activities by customs. 

Implementation: on the proposal of the Ministry of Economy and Finance (MEF), a Decree of the 
President of the Republic (DPR) was drawn up, which defines the methods and specifications of the 
Single Customs Desk. To finalize this document, we are waiting for the relevant opinion of the 
Council of State. 

Target population: users and companies in the maritime and intermodal transport sector. 

Timeline: implementation of the One-stop shop by Q4 2021. 

Reform 2.2: Establishment of a National Strategic Platform for the network of ports and 
freight villages, in order to introduce the digitalization of passenger and freight services.  

Challenges: The IT systems developed by the various port authorities are not interoperable, and 
therefore do not allow the exchange of information necessary for an efficient management of port 
flows. 

Objectives: Making the PCS of the individual Port System Authorities compatible with each other 
and with the national strategic platform UIRNET. 

Implementation: The project will be implemented under the guidance of a control room established 
at the Ministry of Infrastructure and Transport (MIMS), in which representatives of UIRNET, of the 
Port System Authorities, and representatives of the Freight Transport categories participate. This 
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control room will draw up an agreement between the parties, which will outline the methods for 
implementing the coordination between the individual IT systems. 

Target population: users and companies in the maritime and intermodal transport sector. 

Timeline: Q2 2024. 

Reform 2.3: Simplification of logistics procedures and document digitalization, through the 
adoption of an electronic "Convention relative au contrat de transport international de 
marchandises par route” (CMR) to freight shipments. 

Challenges: The Logistics & Goods transport sector is experiencing a phase of profound global 
transformation due to the boom in the online sales market, which grew at an average annual rate of 
22% between 2015 and 2018. The effect of e-commerce is the increase in international traffic, which 
in fact shifts the economic centre of gravity of international trade. The global logistics market has 
Asia-Pacific as its main region, followed by North America and Europe. The Mediterranean is 
increasing its central role in global maritime trade, with Italy and the South having the potential to 
act as a logistics hub for ships to and from the EU. 

The waybill pertaining to the execution of an international transport contract for the transport of goods 
by road, established in 1956 by the CMR (Convention des Marchandises par Route) convention, 
signed by 58 countries, is a document that uniformly regulates almost all international transports and 
certifies their regularity.  

In 2008, an additional Protocol to the CMR Convention was signed (entered into force on 5 June 
2011), which provided for the dematerialisation of the waybill through an electronic document 
eCMR, with the aim of improving the quality of the distribution chain, through a greater efficiency 
and visibility, as well as a reduction in environmental impact by eliminating the use of paper.  

The Protocol has so far seen the accession of numerous countries (including Spain, France, the 
Netherlands and Switzerland). It is deemed necessary to adopt it in Italy, to be implemented with a 
specific legislative measure, also to support road haulage companies in a growing market, such as the 
international one. 

Objectives: The digitalisation of transport documents is a key element of the EU strategy for the 
mobility of goods in all modes of transport, as demonstrated by the recent Regulations 2020/1056 / 
EU, which aims to facilitate the exchange of electronic information, and 2020/1055 / EU, which 
introduces the possibility of using the eCMR as part of the controls on road cabotage operations. 

The main benefits expected from the introduction of the eCMR in Italy are: 

- greater security, speed and cost-effectiveness of information flows; 

- simplification of information flows between the players in the logistics chain; 

- reduction in emission costs, much lower than those of the printed CMR; 

- less possibility of errors and discrepancies between the versions held by the sender, transporter 
and recipient of the goods; 
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- greater transparency and ease of control, with particular regard to the inter-modality and 
duplication of controls, by virtue of the constant monitoring of operations and the possibility 
of accessing information in real time; 

- incentivisation of the competitiveness of Italian road haulage companies in the acquisition of 
contracts for international transport by companies of the States that already apply the 
aforementioned Protocol. 

It should also be remembered that, among the “Proposals for the simplification and competitiveness 
of Italian logistics” presented a year ago by the CNEL which resulted in three specific draft laws (still 
in Parliament), the adoption of the eCMR is expressly included, as a concrete application of the de- 
materialisation of transport documents. 

Implementation: it is necessary that the MIMS propose a legislative measure, on the model of those 
already adopted for the adherence to the previous protocols. The Central Committee for the Register 
of Road hauliers and the DG for road transport and intermodality should also participate in the 
drafting of the law. The actual implementation of the eCMR entails the definition of an agreement 
between MIMS, control bodies and associations of road haulage companies to define the objectives 
of the project and its operating methods.  

In particular, it will be necessary to take into account the already existing initiatives, or the works of 
the “Working Group on Road Transport”, which is defining a support strategy for the promotion of 
the eCMR. The issues addressed include the creation of a common central platform, the definition of 
a common language between the parties in the supply chain, and the exchange of experiences between 
the countries concerned. 

Target population: companies operating in the Logistics & Goods transport sector in Italy.  

Timeline: Q2 2024. 

Investment 2.1: The digitalization of the logistic chain  

Challenges: The investment aims to meet the challenge of the digital revolution in the segment of 
goods transport and logistics at national level. Among the critical issues and specific needs of the 
sector in Italy, which can be addressed with the upgrade in the use of digital technologies, the 
following elements can be found:  

- excessive bureaucracy in the procedures, still heavily dependent on paper documents; 

- failure to actually launch the regulatory simplification processes; 

- fragmentation of the IT systems implemented by the various entities and players in the 
logistics chain; 

- waiting times for the loading / unloading of goods and for the usual controls that are not 
competitive compared to other European countries. 

Objectives:  
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The “Digitalisation of the national logistics system” project aims to meet the specific needs at the 
national level and the more comprehensive challenges that the emergence of digital technologies 
poses in the goods transport and logistics sector. 

The general objectives of the initiative consist in: 

- increasing national logistics competitiveness through the creation of a digital ecosystem for 
goods transport and logistics; 

- creating an interoperable digital system between public and private players able to simplify 
procedures, processes and controls by focusing on the de-materialisation of documents and 
the exchange of data and information; 

- encouraging the digital transition in terms of intangible infrastructures of national companies 
operating in the goods transport and logistics sector, both on the end customer side and on the 
public administration side with which they interface. 

Implementation: the implementation of investments in the digitalisation of logistics will be partly 
coordinated by PLN, for the relevant operations, and partly guided by the Port Authorities, in 
coordination with the logistics operators.  

Target population: port users, logistics operators. 

Timeline: by Q1 2026. 

State Aids:  

National Logistics Platform (PLN) - Uirnet Spa: the funding does not constitute a State Aid that falls 
within the scope of article 107 of the Treaty. The reforms and the investments concern the realization 
and implementation of the National Logistics Platform (PLN), that grants the interoperability and 
cyber security among all entities involved in the logistics chain. On the other hand, the funding also 
supports the development of the Port Community Systems (PCS) and interports ICT systems in order 
to grant the interoperability among ports, interports and the national logicstic platform. Last, the 
funding is also aimed at financing freight and logistics companies in order to encourage the 
digitalization process in accordance with the criteria and standards stated by the National Logistic 
platform. More specifically, Uirnet is the implementing entity of the National logistic platform under 
control of Ministry of Infrastructure under article 61-bis of the decree n. 1/2012. In the new 
perspective, following the planned reforms and investments Uirnet will be also in charge of 
coordinating the digitalization process of all public and private stakeholders involved, through the 
adoption of standards and requirements that will ensure the cyber security and the full interoperability 
with the port community systems (PCS) and interports ICT systems.  

Uirnet actually is in charge of setting minimum standards in order to coordinate the digitalization 
process of ports communities and interports although, on the other hand, the stakeholders in the 
logistic chain (ports and interports) remain obviously free to manage independently their 
digitalization process, but still in accordance with the standards and other requirements set by Uirnet. 
In this perspective, the aim is to avoid the overlap of different activities and the fragmentation of 
logistic operations and, at the same time, to prevent distorsions of competition due to potential risk 
of lock-ins.  



12 

In this perspective, the existence of State Aid can be excluded, in accordance with the Notice on the 
notion of State aid taking into account that Uirnet operates the platform and coordinates access and 
the interoperability under law provision on the bases of a legal monopoly which excludes any possible 
competition to become the exclusive provider. Moreover the platform is made available to potential 
users on equal and non-discriminatory terms. 

Uirnet scope and activity is under review and the Ministry is going to take all the necessary initiatives 
to proceed with the renegotiation of its mission and its work provisions in order to enhance public 
control of the use of public resources and, more generally, to exercise a control similar to that 
exercised over its own departments.   

With reference to the implementation of the single customs window it’s possible to confirm that 
investments and reforms in this area will be in full compliance with Regulation 1239/2019 on the 
implementation of the EMSWe, Regulation 1056/2020 on the eFTI and, where possible, also 
Commission Regulation 1305/2014. More specifically, the proposed reforms and investments are 
mainly aimed at implementing and increase the harmonisation of rules for the provision of the 
information that is required for port calls, in particular by ensuring that the same data sets can be 
reported in the same way. These measures also aims to facilitate the transmission of information 
between declarants, relevant authorities and the providers of port services in the port of call. 
Moreover, the aim of these measure fully shares and supports the objectives of the Regulation 
1056/2020 as far as it encourages the digitalisation of freight transport and logistics in order to reduce 
administrative costs, improve enforcement capabilities of competent authorities, and enhance the 
efficiency and sustainability of transport. 

Port Authorities Interports: it is covered by art. 56 of GBER. The amounts of funding for each 
interports are less than 10 mln and the interested interport has to submit an application that is 
evaluated on the bases of the project proposals. In the same perspective, as far as the funding also 
concerns the modernization of ports’ digital infrastructure it is covered by article 56-ter of GBER. 

 

Transport and logistic companies: The funding is covered by Regulation (EU) No 1407/2013 on the 
application of Articles 107 and 108 of the Treaty to de minimis aid. 

Investment 2.2: The digitalization of air traffic management  

Challenges: Air traffic management in airports is key to ensuring safe flight conditions and mitigating 
the environmental impact of aircraft. The “Single European Sky ATM Research” (SESAR) program 
aims to reduce the impact of air travel on the environment by 10 %. 

Objectives: The digital innovation applied to the air transport sector allows an improvement in the 
sequencing of aircraft, both in the airspace en route and in the approach to airports, resulting in a 
reduction in aircraft fuel consumption. Moreover, the digital innovation of the sector will concern 
both the development of new tools that allow the digitalisation of aeronautical information, and the 
implementation of platforms and unmanned aircraft services. Lastly, “Secure information sharing” 
will allow the creation of a new generation communication backbone, which will connect the various 
operating sites of the flight assistance systems, guaranteeing the coverage of cybersecurity 
requirements and connecting Air Navigation. Service Provider (ANSP) with other stakeholders. 
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The projects, which will be carried out by ENAV SpA, will concern the following macro-categories: 

- Development and connectivity of the Umnanned Traffic Management System - UTM; 

- Aeronautical information digitalisation: APP (Approach Control Service) consolidation in ACC 
(Area Control Centre), New tower automation, AMAN (Arrival Manager), Green ENAV and 
Techno Sky infrastructures; 

- Secure Information Sharing; 

- Cloud infrastructure and virtualisation of operational infrastructures; 

- New maintenance model. 

Implementation: the entity implementing the investments in the digitalisation of airport services will 
be ENAV, in coordination with the airports selected in the TEN-T network.  

Target population: airport users. 

Timeline: by Q1 2026. 

State aids: the funding does not constitute a State Aid that falls within the scope of article 107 of the 
Treaty. In the exercise of its official powers as a public authority relating to its sovereign prerogatives 
of organization of the means of provision and delivery of air navigation services in compliance with 
any applicable safety and security standards, the Italian State has designated ENAV to provide such 
services in Italy by operation of law, and specifically pursuant to article 691-bis of the Italian 
navigation code (“Codice della Navigazione”). The above-mentioned designation is exclusive both 
for the en-route air traffic services and for the terminal air traffic services relating to the airports 
entrusted to ENAV pursuant to the Programme Agreement (“Contratto di Programma”) entered into 
between ENAV and the relevant State authorities. We hence note that, as per the relevant articles of 
the EU “Guidelines on State Aid to Airports and Airlines” and related clarifications contained in the 
FAQs, public funding of such activities does not fall within the scope of State aid, nor it gives raise, 
in the case at hand, to any issue of undue discrimination. Certain investment initiatives that are 
entirely equivalent in nature and purpose to the ones presently envisaged with the New Airport Digital 
System Project for  Roma and Bergamo Airports are, as of today, recipients of public funding 
according to other EU Programmes; this it he case, for instance, of the  CEF Funding 
INEA/CEF/TRAN/M2016/1349619 Action number: 2016 EU TM-0117 M for Rome Fiumicino and 
Milan Malpensa Airports: having regard to the applicable rules as per paragraph (i) above, no issue 
of eligibility of the relevant costs or State Aid  was ever raised in connection with such initiatives. 
The New Airport Digital System Project is going to improve the level of Safety and Security provided 
at local level, in line with “Guidelines on State Aid to Airports and Airlines”. The intervention 
concerned is going to improve the environmental sustainability of the airports where the intervention 
is taking place and will not have economic impact or produce economic compensation in other areas. 
The intervention will follow EU regulation on accounting and no cross-subsidisation will be 
performed following the financial aid. The New Airport Digital System Project at Rome Fiumicino 
and Bergamo is part of a larger modernisation initiative that will ultimately involve all 45 Italian 
Airports where ENAV currently provides air navigation services. The project started with the Airports 
presenting highest traffic rates, in order to reap higher benefits in terms of overall reduction of CO2 
emissions, and is already completed at the Milan Malpensa and Milan Linate Airports. The New 
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Airport System Project at Rome and Bergamo Airports will not discriminate other airports (with the 
same traffic figures), since the same initiative was already completed in 2019 at the Milan Malpensa 
airport and in 2020 at Milan Linate. On the contrary, we note that, since all Italian Airports belong to 
one integrated system, each improvement delivered within a certain airport domain is beneficial to 
the overall Italian Airport network in terms of capacity and efficiency of operations, that ENAV is 
mandated to guarantee from the Member State. In conclusion, all interventions are deemed relevant 
in order to improve the safety of the operations delivered at airport level throughout the Italian 
territory. 

 

4. Open strategic autonomy and security issues 

Not relevant. 

5. Cross-border and multi-country projects 

Not relevant.  

6. Green dimension of the component 

The EU Regulation 2021/241 establishes, as a binding objective, that at least 37% of the total 
allocation of the NRP must be allocated to the green transition and the challenges deriving from it. 

This Action includes around 49,84% of climate spending. 

Please, see Table 2. 

7. Digital dimension of the component 

The EU Regulation 2021/241 establishes, as a binding objective, that at least 20% of the total 
allocation of the NRP must be allocated to the digital transition and the challenges deriving from it. 

This Action includes 57,14% of expenses for the digital transition. 

Please, see Table 2. 

8. Do no significant harm 

Please refer to “DNSH Table”. 

9. Milestones, targets and timeline 

Please refer to Table T1. Milestones and targets 

10. Financing and costs 

Please refer to Table T2. Green Digital & Costs 

11. Loan request justification (if applicable) 

Financial needs: Member States should explain the reasons for loan support, justified by higher 
financial needs linked to additional reforms and investments set out as regular components of the 
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recovery and resilience plan. Additional reforms and investments: For each of the components 
supported by a loan, Member States should describe them including all elements mentioned in part 2 
sections 1 to 9 of the guidance. 

 



 

1 
 

Annex II: M/Ts of Component 2 of Mission 3 
Disclaimer: The selection and specific wording of the M/T in the CID, further specification in the OA and associated deadlines are subject to further reflection and adjustment, in light of the final version 
of the component, and given the need to ensure consistency across components and to ensure full respect of the Regulation.  

Timeline CID Further specifications included in the OA Monitoring included in the OA Additional comment 

Q4-2022 

 Milestone: All port authorities should adopt their 
System Strategic Planning Documents (DPSS) and 
their Port Regulatory Plans (PRP) fully taking into 

account the reform of Italian ports systems of 2016 . 

The DPSS should as a minimum regulate the following 
elements,   
  
• The development objectives of the port 
system authorities;   
  
• The areas identified and outlined intended 
for strictly port and rear-port functions,   
  
• The last-mile infrastructural connections of 
road and rail with ports,   
  
• The criteria followed in identifying the 
contents of the planning,   
  
• Make an unambiguous identification of the 
guidelines, the rules and the procedures for the 
preparation of the port regulatory plans. 
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Q4-2022 

Milestone: Adopt a new Regulation which defines the 
framework conditions for the award of the 

concessions in ports. The Regulation should set out as 
a minimum,  

 
 

The conditions relating to the duration of the 
concession; 

• The supervisory and control powers of the 
granting authorities;   
 

• The methods of renewal: 
 

• The transfer of the plants to the new 
concession holder at the end of the 
concession;  

 
• The limits minimum fees to be paid by 

licensees. 

 

 

 

Q4-2021 

Milestone: Adopt a Decree which defines the methods 
and specifications of the Single Customs Desk in 
compliance with Regulation (EU) 1239/2019 on the 
implementation of the European Maritime Single 
Window and with the Regulation (EU) 2020/1056 of 
the European Parliament and of the Council of 15 July 
2020 on electronic freight transport information (eFTI). 

 

  

Q2-2022 

Milestone: Streamline the authorisation process to 
reduce the authorisation time to a maximum of 12 
months for the construction of energy transport 
infrastructures aimed at supplying electricity from land 
to ships during the mooring phase (in case of the 
interventions are not subjected to environmental 
assessment) 

 

  

Q4 2022 
Milestone: (Green Ports) Assignment of the works 
by at least 7 Port  Sistem Authorities on the basis of 
the integrated projects  

The name "Integrated Project" derives from 
the fact that each AdSP presents a set of 
proposals for intervention that may concern 
the efficiency of buildings, lighting, 
renewable sources, etc...., forming a single 
design aimed at reducing CO2 emissions. 
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The Port Sistem Authorities are: 

1. AdSP del Mar Ligure Occidentale - (porti di 
Genova, Prà, Savona e Vado Ligure) 

2. AdSP del Mar Ligure Orientale - (porti de 
La Spezia e Marina di Carrara) 

3. AdSP del Mar Tirreno Settentrionale - (porti 
di Livorno, Capraia, Piombino, Rio Marina, 
Portoferraio e Cavo) 

4. AdSP del Mar Tirreno Centro Settentrionale 
- (porti di Civitavecchia, Fiumicino e Gaeta) 

5. AdSP del Mare di Sardegna - (porti di 
Cagliari, Olbia, Golfo Aranci, Porto Torres, 
Oristano, Portovesme, Santa Teresa Gallura) 

6. AdSP del Mar Adriatico Centrale - (porti di 
Ancona, Falconara, Pescara, Pesaro, San 
Benedetto del Tronto e Ortona) 

7. AdSP del Mar Adriatico Centro-
Settentrionale - (porto di Ravenna) 

8. AdSP del Mar Adriatico Orientale - (porto di 
Trieste) 

9. AdSP del Mar Adriatico Settentrionale - 
(porti di Venezia e Chioggia) 

Q4 2025 

Milestone: (Green Ports) Completion of the works by 
all the Port Authorities. At least 50% of investments are 
dedicated to energy efficiency and production of  
energy from renewable sources. 

The main envisaged intervention categories 
are: 

- Energy efficiency and production of 
energy from renewable sources (wind on 
land and on breakwaters, solar 
photovoltaic, solar thermal) and 
environmental monitoring of port areas; 

- Purchase of electric or zero emission 
vehicles, boats or other means of 
transport to be used in ports; 

- Replacement of inefficient port facilities 
from an energy point of view; 
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- Creation of infrastructures useful for the 
use of electricity on the quays (small 
boats, vehicles, means of transport, etc 
..); 

- Centralized smoke treatment systems in 
port; 

- Environmental quality monitoring 
systems. 

In addition to reducing CO2 emissions from 
fossil fuels, the "Green Ports" program will 
also achieve the abatement of other 
combustion pollutants, which are the main 
cause of deterioration in air quality in port 
cities. In any case, the solution that makes use 
of the best sustainable technologies available 
on the market will be financed. 

Q4 2026  Target: (Green Ports) 20% of CO2 annually saved 
in involved ports' area  

CO2 saving measured by Carbon Footprint 
according to ISO rules 

 

  

Q2-2024 

Milestone: Make the Port Community Systems of the 
individual Port System Authorities compatible each 
other and with the digital national strategic platform 
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Q4-2023 
Target: At least 13 sites: airports, approaches (APPs) 
and Area Control Centers (ACCs) will be equipped 
with a fully digitalized air traffic management system 

The projects will concern the following 
macro-categories: 

- APP (Approach Control Service) 
consolidation in ACC (Area Control 
Centre); 

- New tower automation; 
- AMAN (Arrival Manager). 

Airports concerned are Rome Fiumicino and 
Bergamo, Approaches concerned are 
Lamezia, Ronchi, Bari, Verona, Torino, 
Genova, Napoli, Firenze, Palermo, ACCs 
concerned are Roma and Milano. 

  

Q1-2026 
Target: At least 50% of the  Port Community 
Systems should be consistent with National Logistics 
Platform standards  

The Port System Authorities  are 16 in total   

  

Q1-2026 

Milestone:  
Availability of 
a) TOC (Technical Operations Center)  and at least 2 
ATM / SW applications systems  
b) implemented Group Cloud Enterprise Resource 
Planning (ERP)  
c)   Implementation of Digitalised Aeronautical 
Information 
d)   Implementation of UTM System and connectivity 
 

 

The project concerns the availability of the 
following functionalities to improve 
digitalization of Air Traffic Services at 
airport and at central management level: 

- Availability of digitalised Aeronautical 
information supporting improved 
information sharing at Air and Ground 
level 

- Development and connectivity of the 
Umnanned Traffic Management System 
– UTM, allowing better management of 
UTM, ATM with benefits at airport and 
central level 

- Implementation of Secure Information 
Sharing backbone, supporting digital 
information sharing among Air Traffic 
Units; 

- Implementation of Cloud infrastructure 
and virtualisation of operational 
infrastructures. 

 

  



Mission Componen Id Name
M3 C2 Ref1.1 Simplification of the procedures for the strategy planning process 
M3 C2 Ref1.2 Implementation of a regulation defining the competitive award of concessions in port areas
M3 C2 Ref1.3 Simplify the authorization procedures to provide electricity to piers
M3 C2 Inv1.1 Green Ports
M3 C2 Ref2.1 Implementation of a Single Customs Window (“Sportello Unico Doganale”)
M3 C2 Ref2.2 Establishment of a National Strategic Platform (UIRNET) for the network of ports
M3 C2 Ref2.3 Simplification of logistics procedures and document digitizatio
M3 C2 Inv2.1 Digitization of logistics systems
M3 C2 Inv2.2 Digital innovation of air traffic management



#Interno – Internal

Mission M3

Cluster C2

Related Measure (Reform or Investment) R1.1 Simplification of the procedures for the strategy planning process 

Responsibility for reporting and 
implementation MIMS - STM

Date 21/04/2021

Environmental objectives

Does the measure have no or an insignificant foreseeable impact 
on this objective or contribute to support this objective?  

Justification if A, B or C has been selected Questions Yes/No
Substantive 

justification if NO has 
been selected

1. Climate change mitigation

A. The measure has no or an insignificant foreseeable impact on the 
environmental objective related to the direct and primary indirect effects of the 
measure across its life cycle, given its nature, and as such is considered compliant 
with DNSH for the relevant objective

The reform aims to introduce a system overview of the Italian port system 
by preparing the updating of port planning both at the strategic level with 
the Strategic System Planning Document (DPSS), and at the Port 
Regulatory Plan level (PRP). In this framework, this reform has not any 
significant impact on this objective

Is the measure expected to lead to significant GHG emissions?

2. Climate change adaptation

A. The measure has no or an insignificant foreseeable impact on the 
environmental objective related to the direct and primary indirect effects of the 
measure across its life cycle, given its nature, and as such is considered compliant 
with DNSH for the relevant objective

The updating of port planning both at the strategic level with the Strategic 
System Planning Document (DPSS)and at the Port Regulatory Plan level 
(PRP) will help to ensure programme and investment coherent with 
intervation designed to improve the climate relience of port infrastructure

Is the measure expected to lead to an increased adverse impact of the current climate and the expected 
future climate, on the measure itself or on people, nature or assets?

3. The sustainable use and protection of water and marine resources

A. The measure has no or an insignificant foreseeable impact on the 
environmental objective related to the direct and primary indirect effects of the 
measure across its life cycle, given its nature, and as such is considered compliant 
with DNSH for the relevant objective

The updating of port planning both at the strategic level with the Strategic 
System Planning Document (DPSS)and at the Port Regulatory Plan level 
(PRP) will help to ensure a closer assessment of risk and potential negative 
impact expecially on marine resources

Is the measure expected to be detrimental: (i) to the good status or the good ecological potential of 
bodies of water, including surface water and groundwater; or (ii) to the good environmental status of 
marine waters?

4. The circular economy, including waste prevention and recycling

A. The measure has no or an insignificant foreseeable impact on the 
environmental objective related to the direct and primary indirect effects of the 
measure across its life cycle, given its nature, and as such is considered compliant 
with DNSH for the relevant objective

It is expected that the planned reform has no impact on this objective Is the measure expected to: (i) lead to a significant increase in the generation, incineration or disposal of 
waste, with the exception of the incineration of non-recyclable hazardous waste; or (ii) lead to significant 
inefficiencies in the direct or indirect use of any natural resource at any stage of its life cycle which are 
not minimised by adequate measures; or
(iii) cause significant and long-term harm to the environment in respect to the circular economy (art. 27 
of the Taxonomy)?

5. Pollution prevention and control to air, water or land A. The measure has no or an insignificant foreseeable impact on the environmental                               

It is expected that the planned reform has no impact on this objective

Is the measure expected to lead to a significant increase in the emissions of pollutants into air, water or 
land??

6. The protection and restoration of biodiversity and ecosystems A. The measure has no or an insignificant foreseeable impact on the environmental                               
It is expected that the planned reform has no impact on this objective Is the measure expected to be: (i) significantly detrimental to the good condition and resilience of 

ecosystems; or (ii) detrimental to the conservation status of habitats and species, including those of 
Union interest?

DNSH assessment

Step 2Step 1



#Interno – Internal

Mission M3

Cluster C2

Related Measure (Reform or Investment)
R1.2 Implementation of a regulation defining the competitive award of 
concessions in port areas

Responsibility for reporting and 
implementation MIMS - STM

Date 21/04/2021

Environmental objectives

Does the measure have no or an insignificant foreseeable impact 
on this objective or contribute to support this objective?  

Justification if A, B or C has been selected Questions Yes/No
Substantive 

justification if NO has 
been selected

1. Climate change mitigation

A. The measure has no or an insignificant foreseeable impact on the 
environmental objective related to the direct and primary indirect effects of the 
measure across its life cycle, given its nature, and as such is considered compliant 
with DNSH for the relevant objective

The reform aims  to better define the conditions relating to the duration 
of the concession, the supervisory and control powers of the granting 
authorities, the methods of renewal, the transfer of the plants to the new 
concession holder at the end of the concession. In this framework, the 
reform has no foreseeable negative impact on this objective

Is the measure expected to lead to significant GHG emissions?

2. Climate change adaptation

A. The measure has no or an insignificant foreseeable impact on the 
environmental objective related to the direct and primary indirect effects of the 
measure across its life cycle, given its nature, and as such is considered compliant 
with DNSH for the relevant objective

The reform, among other things, would help to monitor actvities 
implemented by concession holders. In this respect, inderect positive 
impact can be reached in terms of a more stringent assemment of 
potential activities and investment related to adaptation measures 
implemented by concession holders Is the measure expected to lead to an increased adverse impact of the current climate and the expected 

future climate, on the measure itself or on people, nature or assets?

3. The sustainable use and protection of water and marine resources

A. The measure has no or an insignificant foreseeable impact on the 
environmental objective related to the direct and primary indirect effects of the 
measure across its life cycle, given its nature, and as such is considered compliant 
with DNSH for the relevant objective

The reform, among other things, would help to monitor actvities 
implemented by concession holders. In this respect, inderect positive 
impact can be reached in terms of a more stringent assemment of 
potential activities and investment ofr the protection of marine resources 
implemented by concession holders 

Is the measure expected to be detrimental: (i) to the good status or the good ecological potential of 
bodies of water, including surface water and groundwater; or (ii) to the good environmental status of 
marine waters?

4. The circular economy, including waste prevention and recycling

A. The measure has no or an insignificant foreseeable impact on the 
environmental objective related to the direct and primary indirect effects of the 
measure across its life cycle, given its nature, and as such is considered compliant 
with DNSH for the relevant objective

It is expected that the planned reform has no impact on this objective Is the measure expected to: (i) lead to a significant increase in the generation, incineration or disposal of 
waste, with the exception of the incineration of non-recyclable hazardous waste; or (ii) lead to significant 
inefficiencies in the direct or indirect use of any natural resource at any stage of its life cycle which are 
not minimised by adequate measures; or
(iii) cause significant and long-term harm to the environment in respect to the circular economy (art. 27 
of the Taxonomy)?

5. Pollution prevention and control to air, water or land A. The measure has no or an insignificant foreseeable impact on the environmental                               

It is expected that the planned reform has no impact on this objective

Is the measure expected to lead to a significant increase in the emissions of pollutants into air, water or 
land??

6. The protection and restoration of biodiversity and ecosystems A. The measure has no or an insignificant foreseeable impact on the environmental                               
It is expected that the planned reform has no impact on this objective Is the measure expected to be: (i) significantly detrimental to the good condition and resilience of 

ecosystems; or (ii) detrimental to the conservation status of habitats and species, including those of 
Union interest?

DNSH assessment

Step 2Step 1



#Interno – Internal

Mission M3

Cluster C2

Related Measure (Reform or Investment) R1.3  Simplify the authorization procedures to provide electricity to piers

Responsibility for reporting and 
implementation MIMS - STM

Date 19/04/2021

Environmental objectives

Does the measure have no or an insignificant foreseeable impact 
on this objective or contribute to support this objective?  

Justification if A, B or C has been selected Questions Yes/No
Substantive 

justification if NO has 
been selected

1. Climate change mitigation
C. The measure ‘contributes substantially’ to an environmental objective, pursuant 
to the Taxonomy Regulation, and as such is considered compliant with DNSH for 
the relevant objective.

The reforms refers to the intervention field as defined in the Annex VI of 
the 2021 EU Regulation 027 as it supports enterprises that provide 
services contributing to the low carbon economy and aims to facilitate 
investemnt for infrastructure needed to promote cold ironing in italian 
ports. The intervention field selected indicates that the measure supports 
100% the climate change objectives. As a result,  the construction of 
energy transport infrastructures aimed at supplying electricity from land 

Is the measure expected to lead to significant GHG emissions?

2. Climate change adaptation

A. The measure has no or an insignificant foreseeable impact on the 
environmental objective related to the direct and primary indirect effects of the 
measure across its life cycle, given its nature, and as such is considered compliant 
with DNSH for the relevant objective

The reform planned will not affect general rules regarding enviromental 
and climate assessment for new infrastructure project according to 
national and european regulation. Therefore, the reform has not any 
foreseeable impact on this objectives

Is the measure expected to lead to an increased adverse impact of the current climate and the expected 
future climate, on the measure itself or on people, nature or assets?

3. The sustainable use and protection of water and marine resources

A. The measure has no or an insignificant foreseeable impact on the 
environmental objective related to the direct and primary indirect effects of the 
measure across its life cycle, given its nature, and as such is considered compliant 
with DNSH for the relevant objective

The reform planned will not affect the use and the protection of water 
and marine resources

Is the measure expected to be detrimental: (i) to the good status or the good ecological potential of 
bodies of water, including surface water and groundwater; or (ii) to the good environmental status of 
marine waters?

4. The circular economy, including waste prevention and recycling

A. The measure has no or an insignificant foreseeable impact on the 
environmental objective related to the direct and primary indirect effects of the 
measure across its life cycle, given its nature, and as such is considered compliant 
with DNSH for the relevant objective

It is expected that the planned reform has no impact on this objective Is the measure expected to: (i) lead to a significant increase in the generation, incineration or disposal of 
waste, with the exception of the incineration of non-recyclable hazardous waste; or (ii) lead to significant 
inefficiencies in the direct or indirect use of any natural resource at any stage of its life cycle which are 
not minimised by adequate measures; or
(iii) cause significant and long-term harm to the environment in respect to the circular economy (art. 27 
of the Taxonomy)?

5. Pollution prevention and control to air, water or land A. The measure has no or an insignificant foreseeable impact on the environmental                               

It is expected that the planned reform has no impact on this objective

Is the measure expected to lead to a significant increase in the emissions of pollutants into air, water or 
land??

As inderect impact of the 
reform will be a more 
intensive use of hardware 
to produce eCMR. The 
equipment used should 
meet the requirements of 
the EU Ecodesign Directive 

6. The protection and restoration of biodiversity and ecosystems A. The measure has no or an insignificant foreseeable impact on the environmental                               
It is expected that the planned reform has no impact on this objective Is the measure expected to be: (i) significantly detrimental to the good condition and resilience of 

ecosystems; or (ii) detrimental to the conservation status of habitats and species, including those of 
Union interest?

DNSH assessment

Step 2Step 1



Mission 3 - Infrastructure for sustainable mobility

Cluster 2 - Intermodality and integrated logistics

Related Measure (Reform or Investment) 1.1Green Ports

Responsibility for reporting and implementation Ing. Roberto Ballarotto

Date 02/04/2021

Environmental objectives

Does the measure have no or an insignificant foreseeable 
impact on this objective or contribute to support this 

objective?  
Justification if A, B or C has been selected Questions Yes/No Substantive justification if NO has been selected

1. Climate change mitigation

A. The measure has no or an insignificant foreseeable impact on the 
environmental objective related to the direct and primary indirect effects of the 
measure across its life cycle, given its nature, and as such is considered compliant 
with DNSH for the relevant objective

The interventions under this Measure are aimed to: reduce energy 
consumption in the pier activities, introduce more energy efficient 
illumination appliances, improuve the energy efficiency of the building, 
produce renewable power, collection and treatment of the air emission 
discharges of the ships. 
Most of the intervetions mentioned fall in the  art. 10 of the taxonomy 
regulation. 

The measure falls within the intervention fields identified with codes 026-
028-029-031-048-074 as per Annex VI of the RRF Regulation with a 
coefficient mainly of 100% as well as 40%. The interventions considered 
have as their main purpose the reduction of CO2 emissions, it can 
therefore be considered that the foreseeable impact of the activity 
supported by the measure on this environmental objective is negligible, 
in consideration of the direct and indirect effects during the life cycle. 

Is the measure expected to lead to significant GHG emissions?

2. Climate change adaptation

A. The measure has no or an insignificant foreseeable impact on the 
environmental objective related to the direct and primary indirect effects of the 
measure across its life cycle, given its nature, and as such is considered compliant 
with DNSH for the relevant objective

From the analysis of the climate-related risks that could affect the 
measure, the effects that may affect both the current and future climate 
were assessed and no influence was highlighted referred to sea level 
rising, drought and air temperature.

Is the measure expected to lead to an increased adverse impact of the current climate and the expected 
future climate, on the measure itself or on people, nature or assets?

3. The sustainable use and protection of water and marine resources

A. The measure has no or an insignificant foreseeable impact on the 
environmental objective related to the direct and primary indirect effects of the 
measure across its life cycle, given its nature, and as such is considered compliant 
with DNSH for the relevant objective

Since in carrying out the interventions included in the measure, no risks 
of environmental degradation connected to the protection of water 
quality and no water stress have been identified, since the installation of 
hydraulic devices or appliances that use water is not envisaged, also 
referring to the marine resources.

Is the measure expected to be detrimental: (i) to the good status or the good ecological potential of bodies 
of water, including surface water and groundwater; or (ii) to the good environmental status of marine 
waters?

4. The circular economy, including waste prevention and recycling D. No, the measure requires a substantive DNSH assessment.

Is the measure expected to: (i) lead to a significant increase in the generation, incineration or disposal of 
waste, with the exception of the incineration of non-recyclable hazardous waste; or (ii) lead to significant 
inefficiencies in the direct or indirect use of any natural resource at any stage of its life cycle which are not 
minimised by adequate measures; or
(iii) cause significant and long-term harm to the environment in respect to the circular economy (art. 27 of 
the Taxonomy)?

NO

In this measure, the purchase / transformation of land and sea means of 
transport (vehicles, goods handling, service boats, etc.) from fossil fuel to 
electric in ports, which are within port cities, is envisaged. By extension we 
consider the cod. of Annex VI to the PNRR regulation (074 Clean urban 
transport rolling stock). Both the transformation of a used vehicle and the 
purchase of a new vehicle requires the scrapping of either the engine alone or 
the entire vehicle, an operation that must be carried out according to the 
principles of the circular economy, carrying out the re-use, recovery and 
recycling of all parts; metal residues, plastics, liquid residues, etc ...Measures 
are in place to manage waste at the end-of-life of the means, including through 
reuse and recycling of batteries and electronics (in particular critical raw 
materials therein), in accordance with the waste hierarchy. Production impacts 
are factored in, and the scheme will not encourage the premature scrapping of 
serviceable vehicles. In particular, the scheme requires that any scrapped 
mean is processed by an Authorised Treatment Facility (ATF), according to the 
end-of-life vehicles directive (Directive (EU) 2018/849 amends Directive 
2000/53/EC, implemented in Italy by the DLgs. 119/2020). Additionally, the 
measure will promote the harvest of parts by the ATFs for their ultimate re-use 
and remanufacturing. The public call that will be issued shall provide for the 
timely execution of these operations.
The measure  also foresees  Energy efficiency interventions in existing 
buildings, comparable to cod 026 - Energy efficiency renovation or 
energy efficiency measures regarding public infrastructure, 
demonstration projects and supporting measures. It requires the 
economic operators carrying out the building renovation to ensure that at least 
70% (by weight) of the non-hazardous construction and demolition waste 
(excluding naturally occurring material referred to in category 17 05 04 in the 
European List of Waste established by Decision 2000/532/EC) generated on 
the construction site will be prepared for re-use, recycling and other material 
recovery, including backfilling operations using waste to substitute other 

            

5. Pollution prevention and control to air, water or land

A. The measure has no or an insignificant foreseeable impact on the 
environmental objective related to the direct and primary indirect effects of the 
measure across its life cycle, given its nature, and as such is considered compliant 
with DNSH for the relevant objective

The measure is not expected to lead to a significant  emissions of 
pollutants into the air, water or soil, since the implementation of the 
interventions aims to reduce CO2 emissions and pollutants emitted by 
the combustion of fossils (NOx, SOx, PM).

Is the measure expected to lead to a significant increase in the emissions of pollutants into air, water or 
land??

6. The protection and restoration of biodiversity and ecosystems

A. The measure has no or an insignificant foreseeable impact on the 
environmental objective related to the direct and primary indirect effects of the 
measure across its life cycle, given its nature, and as such is considered compliant 
with DNSH for the relevant objective

The expected impact of the activity supported by the measure with 
respect to this environmental objective is negligible as it does not affect 
the parameters that characterize biodiversity and ecosystems, also in 
consideration of the direct and indirect effects over the entire life cycle.

Is the measure expected to be: (i) significantly detrimental to the good condition and resilience of 
ecosystems; or (ii) detrimental to the conservation status of habitats and species, including those of Union 
interest?

DNSH assessment

Step 2Step 1



#Interno – Internal

Mission M3

Cluster C2

Related Measure (Reform or Investment)
R2.1 Implementation of a Single Customs Window (“Sportello Unico 
Doganale”)

Responsibility for reporting and 
implementation MIMS - STM

Date 21/04/2021

Environmental objectives

Does the measure have no or an insignificant foreseeable impact 
on this objective or contribute to support this objective?  

Justification if A, B or C has been selected Questions Yes/No Substantive justification if NO has been selected

1. Climate change mitigation D. No, the measure requires a substantive DNSH assessment. Is the measure expected to lead to significant GHG emissions? NO

The planned reform has the aim to create a special portal serving the 
Single Customs Desk, which will allow interoperability with national 
databases and coordination of control activities by customs. The reforms 
could have an impact in terms of the materials needed for the 
digitalization. The equipment used for the digitalization process will be in 
line with Reference standard: 2019 Best Practice Guidelines for the EU 
Code of Conduct on Data Centre Energy Efficiency (JRC).

2. Climate change adaptation

A. The measure has no or an insignificant foreseeable impact on the 
environmental objective related to the direct and primary indirect effects of the 
measure across its life cycle, given its nature, and as such is considered compliant 
with DNSH for the relevant objective

It is expected that the planned reform has no impact on this objective

Is the measure expected to lead to an increased adverse impact of the current climate and the expected 
future climate, on the measure itself or on people, nature or assets?

3. The sustainable use and protection of water and marine resources

A. The measure has no or an insignificant foreseeable impact on the 
environmental objective related to the direct and primary indirect effects of the 
measure across its life cycle, given its nature, and as such is considered compliant 
with DNSH for the relevant objective

It is expected that the planned reform has no impact on this objective

Is the measure expected to be detrimental: (i) to the good status or the good ecological potential of 
bodies of water, including surface water and groundwater; or (ii) to the good environmental status of 
marine waters?

4. The circular economy, including waste prevention and recycling D. No, the measure requires a substantive DNSH assessment.

Is the measure expected to: (i) lead to a significant increase in the generation, incineration or disposal of 
waste, with the exception of the incineration of non-recyclable hazardous waste; or (ii) lead to significant 
inefficiencies in the direct or indirect use of any natural resource at any stage of its life cycle which are 
not minimised by adequate measures; or
(iii) cause significant and long-term harm to the environment in respect to the circular economy (art. 27 
of the Taxonomy)?

NO

As a indirect impact of this reform there is the management of waste 
used produced in the implementation of the special portal serving the 
Single Customer Desk. Even if this inderct impact canbe considered 
marginal, the equipment used should meet the requirements of the EU 
Ecodesign Directive for servers and data storage products. -When 
electrical and electronic equipment reaches its end of service, the waste 
electrical and electronic equipment is collected and managed by an 
authorized operator and treated according to the waste hierarchy The 
equipment used will comply with the requirements in the Ecodesign 
Directive (Directive 2009/125/EC).  - Electrical equipment purhcased will 
not contain the restricted substances listed in Annex II to Directive 
2011/65/EU in any concentration values by weight in homogeneous 
materials exceeding the maximum values listed in that Directive (Rohs). - 
The procurement procedures will include the management of the assets 
at the end of their lifecycle, to minimise waste and favour the re-use and 
re-cycle of materials. at the end of the lifecycle, the disposal of the 
electronic equipment purchased for this investment will be performed at 
the end of its life according to the current legislation, which imposes the 
re-use, recovery or recycling operations, or proper treatment, as most 
appropriate (Annex VII to Directive 2012/19/EU (WEEE) on waste 
electrical and electronic equipment)

5. Pollution prevention and control to air, water or land A. The measure has no or an insignificant foreseeable impact on the environmental                               

It is expected that the planned reform has no impact on this objective

Is the measure expected to lead to a significant increase in the emissions of pollutants into air, water or 
land??

6. The protection and restoration of biodiversity and ecosystems A. The measure has no or an insignificant foreseeable impact on the environmental                               
It is expected that the planned reform has no impact on thi objective Is the measure expected to be: (i) significantly detrimental to the good condition and resilience of 

ecosystems; or (ii) detrimental to the conservation status of habitats and species, including those of 
Union interest?

DNSH assessment

Step 2Step 1



#Interno – Internal

Mission M3

Cluster C2

Related Measure (Reform or Investment)
R2.2  Establishment of a National Strategic Platform (UIRNET) for the 
network of ports

Responsibility for reporting and 
implementation MIMS - STM

Date 21/04/2021

Environmental objectives

Does the measure have no or an insignificant foreseeable impact 
on this objective or contribute to support this objective?  

Justification if A, B or C has been selected Questions Yes/No
Substantive 

justification if NO 
has been selected

1. Climate change mitigation D. No, the measure requires a substantive DNSH assessment. Is the measure expected to lead to significant GHG emissions? NO

 The planned reform aims 
to make the PCS of the 
individual Port System 
Authorities compatible 
with each other and with 
the national strategic 
platform UIRNETs. The 

2. Climate change adaptation

A. The measure has no or an insignificant foreseeable impact on the environmental 
objective related to the direct and primary indirect effects of the measure across its 
life cycle, given its nature, and as such is considered compliant with DNSH for the 
relevant objective

It is expected that the planned reform has no impact on this objective

Is the measure expected to lead to an increased adverse impact of the current climate and the expected 
future climate, on the measure itself or on people, nature or assets?

3. The sustainable use and protection of water and marine resources

A. The measure has no or an insignificant foreseeable impact on the environmental 
objective related to the direct and primary indirect effects of the measure across its 
life cycle, given its nature, and as such is considered compliant with DNSH for the 
relevant objective

The reforms will lead to a more efficient management of port flows, both in 
terms of passangers and good movements, with indirect positive impact on 
the protection of marine resources

Is the measure expected to be detrimental: (i) to the good status or the good ecological potential of bodies 
of water, including surface water and groundwater; or (ii) to the good environmental status of marine 
waters?

4. The circular economy, including waste prevention and recycling D. No, the measure requires a substantive DNSH assessment.

Is the measure expected to: (i) lead to a significant increase in the generation, incineration or disposal of 
waste, with the exception of the incineration of non-recyclable hazardous waste; or (ii) lead to significant 
inefficiencies in the direct or indirect use of any natural resource at any stage of its life cycle which are not 
minimised by adequate measures; or
(iii) cause significant and long-term harm to the environment in respect to the circular economy (art. 27 of 
the Taxonomy)?

NO

As a indirect impact of this 
reform there is the 
management of waste 
used produced in the 
implementation of the new 
it platform. Even if this 
indirect impact can be 
considered marginal, the 
equipment used should 
meet the requirements of 
the EU Ecodesign Directive 
for servers and data 
storage products. -When 
electrical and electronic 
equipment reaches its end 
of service, the waste 
electrical and electronic 
equipment is collected and 
managed by an authorized 
operator and treated 
according to the waste 
hierarchy The equipment 
used will comply with the 
requirements in the 
Ecodesign Directive 
(Directive 2009/125/EC).  - 
Electrical equipment 
purhcased will not contain 
the restricted substances 
listed in Annex II to 
Di ti  2011/65/EU i  

5. Pollution prevention and control to air, water or land A. The measure has no or an insignificant foreseeable impact on the environmental ob                               

The reforms will lead to a more efficient management of port flows, both in 
terms of passangers and good movements, with inderect positive impact on 
the protection of marine resources Is the measure expected to lead to a significant increase in the emissions of pollutants into air, water or 

land??

6. The protection and restoration of biodiversity and ecosystems A. The measure has no or an insignificant foreseeable impact on the environmental ob                               
It is expected that the planned reform has no impact on this objective Is the measure expected to be: (i) significantly detrimental to the good condition and resilience of 

ecosystems; or (ii) detrimental to the conservation status of habitats and species, including those of Union 
interest?

DNSH assessment

Step 2Step 1



#Interno – Internal

Mission M3

Cluster M3C2

Related Measure (Reform or Investment) R2.3 Simplification of logistics procedures and document digitization

Responsibility for reporting and 
implementation Giuliano Colangeli

Date 19/04/2021

Environmental objectives

Does the measure have no or an insignificant foreseeable impact 
on this objective or contribute to support this objective?  

Justification if A, B or C has been selected Questions Yes/No Substantive justification if NO has been 
selected

1. Climate change mitigation D. No, the measure requires a substantive DNSH assessment. Is the measure expected to lead to significant GHG emissions? NO

The planned reform aims to introduce eCMR to facilitate 
the exchange of electronic information and to improve  
controls on road cabotage operations The reform and the 
related investment improve efficiency and productivity  in 
the logistics value chain.Thanks to this optimization it 
would be possible, ceteris paribus, have a impact in terms 
of reduction of GHC emissions. In addtion, since the new 
system is adaptable to any type of transport, and it does 

2. Climate change adaptation

A. The measure has no or an insignificant foreseeable impact on the 
environmental objective related to the direct and primary indirect effects of the 
measure across its life cycle, given its nature, and as such is considered compliant 
with DNSH for the relevant objective

The reform plans and rationalizes a series of interventions that do not 
involve a dependence on assets that compromise long-term 
environmental objectives and generates a significant positive impact for 
the environment, considering the dematerialization of a large amount of 
paper documentation; moreover, provides adaptation solutions that 
contribute in a substantial way  to prevent or reduce the risk of negative 
effects of the current climate and the climate forecast for the future on 
biosphere,  without increasing the risk of adverse effects.

Is the measure expected to lead to an increased adverse impact of the current climate and the 
expected future climate, on the measure itself or on people, nature or assets?

3. The sustainable use and protection of water and marine resources

A. The measure has no or an insignificant foreseeable impact on the 
environmental objective related to the direct and primary indirect effects of the 
measure across its life cycle, given its nature, and as such is considered compliant 
with DNSH for the relevant objective

Considering the nature of the planned reform, the expected impact on 
water and marine resources is not significant.

Is the measure expected to be detrimental: (i) to the good status or the good ecological potential of 
bodies of water, including surface water and groundwater; or (ii) to the good environmental status of 
marine waters?

4. The circular economy, including waste prevention and recycling D. No, the measure requires a substantive DNSH assessment.

Is the measure expected to: (i) lead to a significant increase in the generation, incineration or disposal 
of waste, with the exception of the incineration of non-recyclable hazardous waste; or (ii) lead to 
significant inefficiencies in the direct or indirect use of any natural resource at any stage of its life cycle 
which are not minimised by adequate measures; or
(iii) cause significant and long-term harm to the environment in respect to the circular economy (art. 27 
of the Taxonomy)?

NO

The reform is necessary to create an integrated national 
system for digitizing the information necessary for proper 
transport logistics reduces the production of waste (e.g. 
paper documentation) and supports, among others, the 
supply chain of secondary raw materials. The digital 
equipment will meet the requirements of the EU 
Ecodesign Directive for servers and data storage 
products. -When electrical and electronic equipment 
reaches its end of service, the waste electrical and 
electronic equipment is collected and managed by an 
authorized operator and treated according to the waste 
hierarchy The equipment used will comply with the 
requirements in the Ecodesign Directive (Directive 
2009/125/EC).  - Electrical equipment purhcased will not 
contain the restricted substances listed in Annex II to 
Directive 2011/65/EU in any concentration values by 
weight in homogeneous materials exceeding the 

i  l  li t d i  th t Di ti  (R h )   Th  

5. Pollution prevention and control to air, water or land D. No, the measure requires a substantive DNSH assessment. Is the measure expected to lead to a significant increase in the emissions of pollutants into air, water or 
land??

NO

The freight transport optimization involves the reduction 
of polluting emissions in the biosphere and helps to 
improve the level of air, water or soil quality in the areas 
where the economic activity takes place; it also minimizes 
the negative effects on human health and the 
environment deriving from goods transport activities. 
Additionally  as the indirect impact of the reform will be a 

6. The protection and restoration of biodiversity and ecosystems A. The measure has no or an insignificant foreseeable impact on the environmenta                                
Although this measure supports, someway, sustainable forest 
management, it is possible to consider the expected impact as not 
significant

Is the measure expected to be: (i) significantly detrimental to the good condition and resilience of 
ecosystems; or (ii) detrimental to the conservation status of habitats and species, including those of 
Union interest?

DNSH assessment

Step 2Step 1



Mission M3

Cluster M3C2

Related Measure (Reform or Investment) 3.1 Digitization of logistics systems

Responsibility for reporting and 
implementation MIMS Giuliano Colangeli

Date 19/04/2021

Environmental objectives

Does the measure have no or an insignificant foreseeable impact 
on this objective or contribute to support this objective?  

Justification if A, B or C has been selected Questions Yes/No
Substantive 

justification if NO 
has been selected

1. Climate change mitigation D. No, the measure requires a substantive DNSH assessment.

The main objective of this investment is to improve digitizing processes, procedures and data exchange 
for logistig systems. It is expected to improve efficiency and productivity  in the logistics value chain 
razionalizing the capacity of  network infrastructures and  exchange nodes.  Thanks to this optimization 
it would be possible, ceteris paribus, have a impact in terms of reduction of GHC emissions. In addtion, 
since the new system is adaptable to any type of transport, and it does not hinder the development and 
diffusion of low-carbon alternatives.

Is the measure expected to lead to significant GHG emissions?

For the data management 
the following standards 
could be 
considered:Reference 
standard: 2019 Best 
Practice Guidelines for the 
EU Code of Conduct on 

2. Climate change adaptation D. No, the measure requires a substantive DNSH assessment.

The planned intervention does not involve a dependence on assets that compromise long-term 
environmental objectives and generates a significant positive impact for the environment, considering 
the dematerialization of a large amount of paper documentation. Moreover,  it also provides adaptation 
solutions that can contribute to prevent or reduce the risk of negative effects of the current climate and 
the climate forecast for the future on biosphere,  without increasing the risk of adverse effects. Is the measure expected to lead to an increased adverse impact of the current climate and the 

expected future climate, on the measure itself or on people, nature or assets?
NO

the following
regulation will be take
into consideration for
the procurement:
REGULATION (EU) No
617/2013 on
ecodesign 
requirements for 

3. The sustainable use and protection of water and marine resources

A. The measure has no or an insignificant foreseeable impact on the 
environmental objective related to the direct and primary indirect effects of the 
measure across its life cycle, given its nature, and as such is considered compliant 
with DNSH for the relevant objective

Considering the nature of the planned intervention, the expected impact on water and marine resources 
is not significant.

Is the measure expected to be detrimental: (i) to the good status or the good ecological potential of 
bodies of water, including surface water and groundwater; or (ii) to the good environmental status of 
marine waters?

4. The circular economy, including waste prevention and recycling D. No, the measure requires a substantive DNSH assessment.

Is the measure expected to: (i) lead to a significant increase in the generation, incineration or disposal 
of waste, with the exception of the incineration of non-recyclable hazardous waste; or (ii) lead to 
significant inefficiencies in the direct or indirect use of any natural resource at any stage of its life cycle 
which are not minimised by adequate measures; or
(iii) cause significant and long-term harm to the environment in respect to the circular economy (art. 27 
of the Taxonomy)?

NO

The equipment used 
should meet the 
requirements of the 
EU Ecodesign 
Directive for servers 
and data storage 
products. -When 
electrical and 
electronic equipment 
reaches its end of 
service, the waste 
electrical and 
electronic equipment 
is collected and 
managed by an 
authorized operator 
and treated according 
to the waste 
hierarchy The 
equipment used will 
comply with the 
requirements in the 
Ecodesign Directive 
(Directive 
2009/125/EC).  - 
Electrical equipment 

5. Pollution prevention and control to air, water or land D. No, the measure requires a substantive DNSH assessment. Is the measure expected to lead to a significant increase in the emissions of pollutants into air, water or 
land??

NO

The freight transport 
optimization involves 
the reduction of 
polluting emissions in 
the biosphere and 
helps to improve the 

6. The protection and restoration of biodiversity and ecosystems A. The measure has no or an insignificant foreseeable impact on the environmenta                                Considering the nature of the planned intervention, the expected impact on water and marine resources 
is not significant.

Is the measure expected to be: (i) significantly detrimental to the good condition and resilience of 
ecosystems; or (ii) detrimental to the conservation status of habitats and species, including those of 
Union interest?

DNSH assessment

Step 2Step 1



Mission M3

Cluster M3C2

Related Measure (Reform or Investment) 3.2 digital innovation of air traffic management

Responsibility for reporting and 
implementation MIMS - ENAV

Date 19/04/2021

Environmental objectives

Does the measure have no or an insignificant foreseeable impact 
on this objective or contribute to support this objective?  

Justification if A, B or C has been selected Questions Yes/No
Substantive 

justification if NO 
has been selected

1. Climate change mitigation

A. The measure has no or an insignificant foreseeable impact on the 
environmental objective related to the direct and primary indirect effects of the 
measure across its life cycle, given its nature, and as such is considered compliant 
with DNSH for the relevant objective

The digital innovation applied to the air transport sector allows an improvement in the sequencing of 
aircraft, both in the airspace en route and in the approach to airports, resulting in a reduction in aircraft 
fuel consumption

Is the measure expected to lead to significant GHG emissions?

2. Climate change adaptation

A. The measure has no or an insignificant foreseeable impact on the 
environmental objective related to the direct and primary indirect effects of the 
measure across its life cycle, given its nature, and as such is considered compliant 
with DNSH for the relevant objective

The planned intervention is not expected to lead to an increased adverse impact of the current climate 
and the expected future climate, on the measure itself or on people, nature or assets

Is the measure expected to lead to an increased adverse impact of the current climate and the 
expected future climate, on the measure itself or on people, nature or assets?

3. The sustainable use and protection of water and marine resources

A. The measure has no or an insignificant foreseeable impact on the 
environmental objective related to the direct and primary indirect effects of the 
measure across its life cycle, given its nature, and as such is considered compliant 
with DNSH for the relevant objective

Considering the nature of the planned intervention, the expected impact on water and marine resources 
is not significant.

Is the measure expected to be detrimental: (i) to the good status or the good ecological potential of 
bodies of water, including surface water and groundwater; or (ii) to the good environmental status of 
marine waters?

4. The circular economy, including waste prevention and recycling

A. The measure has no or an insignificant foreseeable impact on the 
environmental objective related to the direct and primary indirect effects of the 
measure across its life cycle, given its nature, and as such is considered compliant 
with DNSH for the relevant objective

The digital innovation applied to the Air Traccic  system is not expected to lead to an increased adverse 
impact on  circular economy, including waste prevention and recycling

Is the measure expected to: (i) lead to a significant increase in the generation, incineration or disposal 
of waste, with the exception of the incineration of non-recyclable hazardous waste; or (ii) lead to 
significant inefficiencies in the direct or indirect use of any natural resource at any stage of its life cycle 
which are not minimised by adequate measures; or
(iii) cause significant and long-term harm to the environment in respect to the circular economy (art. 27 
of the Taxonomy)?

NO

The measures 
implemented will see 
an optimisation of the 
infrastructures 
concerned (very few 
additional 
infrastructures will be 
introduced and 
repalcement of very 
old equipment), with 
additional efficiency 
and a reduced energy 
consumption. The 
equipment used 
should meet the 
requirements of the 
EU Ecodesign 
Directive for servers 
and data storage 
products. When 
electrical and 
electronic equipment 
reaches its end of 
service, the waste 
electrical and 
electronic equipment 

5. Pollution prevention and control to air, water or land

A. The measure has no or an insignificant foreseeable impact on the 
environmental objective related to the direct and primary indirect effects of the 
measure across its life cycle, given its nature, and as such is considered compliant 
with DNSH for the relevant objective

The digital innovation applied to the air transport sector allows an improvement in the sequencing of 
aircraft, both in the airspace en route and in the approach to airports, resulting in a reduction in aircraft 
fuel consumption Is the measure expected to lead to a significant increase in the emissions of pollutants into air, water or 

land??
NO

The flight 
management 
optimization 
proposed involves the 
reduction of polluting 
emissions in the 

6. The protection and restoration of biodiversity and ecosystems A. The measure has no or an insignificant foreseeable impact on the environmenta                                Considering the nature of the planned intervention, the expected impact on water and marine resources 
is not significant.

Is the measure expected to be: (i) significantly detrimental to the good condition and resilience of 
ecosystems; or (ii) detrimental to the conservation status of habitats and species, including those of 
Union interest?

DNSH assessment

Step 2Step 1
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COMPONENT: M3C2 Intermodalità e logistica integrata 
 
Azione: Digitalizzazione del sistema logistico nazionale (250 mln €) 
 

1. Description 
 

 Summary box  

Policy area: DIGITALIZZAZIONE NEI TRASPORTI 

Obiettivi: 

Obiettivi strategici:  

a) Digitalizzazione del sistema logistico nazionale attraverso la realizzazione di una cabina di regia 
per l’interoperabilità digitale tra attori pubblici e privati (Piattaforma Logistica Nazionale), 
l’upgrading e l’incremento delle funzionalità dei sistemi ICT portuali ed interportuali e la diffusione 
delle nuove tecnologie abilitanti per le imprese di logistica.   

Stima dei costi:   

Il progetto complessivo “Digitalizzazione del sistema logistico nazionale” del costo totale di EUR 
250 milioni è articolato in 3 macro attività: 

A) LogIN Center per un totale di EUR 30 milioni 

B) Rete dei porti e degli interporti per un totale di EUR 45 milioni 

C) LogIN Business per un totale di EUR 175 milioni   

 

2. Main challenges and objectives 

a) Main challenges 

La componente M3C2 “Intermodalità e logistica integrata”, progetto “Digitalizzazione del sistema 
logistico nazionale” intende rispondere alla sfida della rivoluzione digitale nel segmento del 
trasporto merci e della logistica a livello nazionale partendo da due considerazioni base:  

- la pervasività dell’applicazione delle nuove tecnologie digitali appare ormai ineludibile 
anche nel settore dei trasporti e rappresenta un indubbio fattore competitivo e per il paese e 
per le single aziende, rappresentando una soluzione estremamente efficace nel semplificare e 
velocizzare i processi gestionali, le procedure amministrative e di controllo, nell’aggiungere 
nuovi livelli di interazione tra il sistema dell’offerta e l’utenza e quindi nel garantire servizi 
migliori e più affidabili per il cliente finale;  

- la limitata adozione delle tecnologie digitali in Italia che, sulla base dell’ultimo rapporto 
DESI 2020 della Commissione Europea, risulta in 25° posizione su 28 Stati membri 
dell’UE, davanti solo a Romania, Grecia e Bulgaria, con un punteggio di ben 9 punti 
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inferiori alla media UE (43,6 vs 52,6) e con un deficit particolarmente evidente nelle voci 
relative alla “digitalizzazione delle imprese” e nella dimensione delle competenze digitali 
del capitale umano; nello specifico comparto merci e logistica, ove le nuove tecnologie 
digitali sono state implementate (in termini di sistemi per la gestione del traffico, di 
digitalizzazione dei processi amministrativi e delle funzioni di supporto logistiche), si 
riscontra una forte frammentarietà delle iniziative e la difficoltà nel creare soluzioni 
interoperabili che garantiscano il dialogo funzionale dei sistemi implementati dai diversi 
attori del comparto.  

Ciò premesso, le criticità ed i fabbisogni a cui il progetto intende rispondere in modo organico ed 
integrato riguardano da un lato criticità e fabbisogni specifici del comparto trasporto merci e 
logistica a livello nazionale e dall’altro criticità e fabbisogni più generali tesi a mitigare i rischi 
congeniti nei processi di digitalizzazione che si realizzeranno nel corso della messa in esercizio 
della componente M3C2.    

Tra le criticità ed i fabbisogni specifici del comparto in Italia, che possono essere affrontati con 
l’upgrade nell’uso delle tecnologie digitali, si possono rinvenire i seguenti elementi: 

- eccessiva burocratizzazione nelle procedure, tuttora fortemente dipendenti da 
documenti cartacei: a tal proposito, da una ricerca effettuata da UIRNet nel corso del 2019, 
con il coinvolgimento di tutti gli stakeholders che operano con la gran parte delle Autorità di 
Sistema Portuale, è emerso che il passaggio dalla situazione attuale alla dematerializzazione 
dei documenti e standardizzazione dei processi fra porti e terminal comporterebbe, tra 
l’altro, un abbattimento del 40%-50% dei tempi di ingresso ai terminal e un risparmio fino al 
50% dei costi variabili del trasporto; 

- mancato concreto avvio di processi di semplificazione normativamente previsti, con 
riflessi importanti in materia di digitalizzazione, quali lo Sportello Unico Amministrativo 
(SUA) presso le AdSP ed il completamento dello Sportello Unico Doganale e dei Controlli 
(SUDOCO); 

- a fronte di alcune lodevoli iniziative negli ultimi anni si registra una estrema 
frammentarietà dei sistemi informatici implementati dai diversi enti ed attori della 
catena logistica che risultano carenti di protocolli di interoperabilità sia versante pubblico-
pubblico che pubblico-operatori privati; a fortiori, alcune piattaforme informatiche di 
medesimi enti (ad esempio i Port Community Systems delle Autorità di Sistema Portuale) 
risultano non omogeni in termini di condizioni di utilizzo, di interfacciamento sia con gli 
operatori lato mare e lato terra e di gestione, pur nel rispetto delle peculiarità delle singole 
realtà. Ove presenti, quindi, il proliferare di sistemi di raccolta, gestione e utilizzo dei dati e 
la mancanza di procedure comuni per la sicurezza, i test e dei requisiti di prestazione degli 
applicativi delle tecnologie rappresentano evidentemente un rischio per l'interoperabilità a 
lungo termine di tutto il sistema dei trasporti. L'interoperabilità non è unicamente legata alle 
infrastrutture ed alle infostrutture, ma altresì ai formati di scambio ed al trattamento dei dati. 

- tempi di attesa per il carico/scarico delle merci e per i controlli di rito non competitivi 
rispetto agli altri paesi europei. A titolo esemplificativo, secondo lo studio Doing Business 
sempre della World Bank del 2015, nei porti italiani le operazioni di preparazione dei 
documenti, trasporto interno e movimentazione, sdoganamento, ispezioni e movimentazioni 



3 
 

al porto e al terminale richiedono in media complessivamente per le operazioni di 
esportazione 19 giorni mentre in Germania e nei Paesi Bassi richiedono rispettivamente 9 e 
7 giorni. Più specificatamente, l’Italia evidenzia notevoli inefficienze nella fase di 
predisposizione della documentazione (per polizza di carico, dichiarazione doganale, fattura 
commerciale e certificati di standard tecnici/sanitari) dove servono complessivamente in 
media 11 giorni rispetto ai 4 di Germania, Francia, Olanda e ai 3 del Belgio. Per la 
movimentazione delle merci all’interno della zona portuale, sia sui moli che nei passaggi 
successivi in Italia servono 6 giorni invece dei 2/5 dei paesi più efficienti. L’ultimo report 
della World Bank (2018) che misura il Logistics Performance Index (LPI), colloca l’Italia al 
19° posto su 160 paesi, dietro la Francia, Spagna e tanti altri paesi industrializzati, con un 
sistema probabilmente non all’altezza della seconda potenza manifatturiera d’Europa. 

Tra le criticità ed i fabbisogni generali tesi a mitigare i rischi congeniti nei processi di 
digitalizzazione, si possono citare i seguenti elementi: 

- cybersecurity: il crescente uso dei sistemi e delle tecnologie informatici solleva delle 
problematiche legate alla questione della sicurezza informatica. L’attacco informatico è 
quell’azione che colpisce sistemi informativi, infrastrutture, reti o dispositivi elettronici 
personali tramite atti illeciti finalizzati al furto di informazioni, al furto di dati o di know 
how aziendale, al loro spionaggio, danneggiamento o alla loro completa distruzione. Oppure 
mirano ad altri obiettivi, tra i quali, ad esempio, la continuità dei servizi erogati da parte del 
sistema preso di mira, interrompendolo momentaneamente oppure per sempre. Ad esempio, 
attacchi informatici potrebbero colpire terminal per la movimentazione delle merci, navi, 
treni o veicoli pesanti, rappresentando una grave minaccia per la sicurezza. I rischi 
informatici possono anche derivare da condizioni meteorologiche estreme che potrebbero 
causare la distruzione parziale o totale delle strutture informatiche di bordo. In tutti questi 
casi, la sfida consiste nel garantire che i dati siano sicuri e che i sistemi possano riprendere a 
funzionare correttamente in tempi rapidi attraverso consolidati sistemi di cybersecurity. 

- digital divide: evidentemente la difficoltà da parte della micro o piccola impresa nello 
sviluppare investimenti software di pianificazione delle risorse aziendali o soluzioni di cloud 
computing e di big data, crea delle fratture tra i diversi attori in gioco sia in termini di 
fruibilità dei servizi che di possibilità di competere a pari livello. L’effetto è che questa 
divisione risalta la frattura che si frappone tra le aziende in grado di utilizzare/usufruire di 
queste tecnologie e la parte delle aziende che ne rimane esclusa, da cui ne deriva la necessità 
di promuovere un sistema di penetrazione delle tecnologie digitali con regia pubblica.  

 

b) Objectives 

Il progetto “Digitalizzazione del sistema logistico nazionale” è esattamente finalizzato a rispondere 
ai fabbisogni specifici a livello territoriale nazionale ed alle sfide più onnicomprensive che 
l’emersione delle tecnologie digitali pongono nel comparto del trasporto merci e della logistica. 

Gli obiettivi generali dell’iniziativa consistono in: 

- aumentare la competitività logistica nazionale sia a livello paese che a livello di singola 
impresa attiva nel comparto attraverso la realizzazione di un ecosistema digitale per il 
trasporto merci e la logistica; 
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- creare un sistema digitale interoperabile tra attori pubblici e privati in grado di 
semplificare procedure, processi e controlli puntando sulla dematerializzazione documentale 
e sullo scambio di dati ed informazioni; 

- favorire la transizione digitale in termini di infrastrutture immateriali delle aziende 
nazionali attive nel comparto del trasporto merci e logistica sia lato clienti finali che lato 
pubbliche amministrazioni presso cui si interfacciano. 

Gli obiettivi specifici dell’iniziativa consistono in: 

- incrementare l’efficienza del trasporto merci e della logistica attraverso la 
digitalizzazione dei processi, delle procedure e lo scambio di dati con impatto 
sull’ottimizzazione dei carichi, nel miglioramento degli indici di efficienza e produttività 
degli attori della catena logistica e nella razionalizzazione della capacità delle infrastrutture 
di linea (strade e ferrovie) e sui nodi (porti, interporti ed aeroporti); 

- incrementare i livelli di “customer experience” attraverso migliori tecnologie per il 
tracking e tracing delle merci e dati in tempi reali sulle consegne che dovrebbero 
sostanzialmente incrementare i livelli di soddisfazione dei servizi logistici e di trasporto 
nazionali nei confronti dei clienti finali; 

- incrementare la sostenibilità ambientale del trasporto merci attraverso la riduzione dei gas 
serra e dell’inquinamento atmosferico grazie ad una migliore efficienza dei trasporti 
(ottimizzazione dei carichi viaggianti);  

- favorire il bilanciamento modale grazie a servizi logistici e di trasporto meglio integrati, 
più fluidi e “paperless” che rendono attrattive anche modalità di trasporto alternative al tutto 
strada con vantaggi anche dal punto di vista di risparmio delle esternalità negative prodotte;  

- incrementare dei livelli sicurezza grazie all’incremento di efficienza dei carichi che 
dovrebbe causare una diminuzione tendenziale dei veicoli necessari al trasporto dei prodotti, 
allo shift modale verso ferrovia e servizi intermodali ed all’adozione di tecnologie di route 
planning dinamico; 

- riduzione della congestione attraverso gli incrementi di efficienza dei carichi e la riduzione 
delle tonnellate km percorse e l’adozione di tecnologie di dynamic routing planning; 

- incrementare i livelli di qualifica, occupabilità e di know-how in materia di tecnologie 
digitali del personale dedicato ad operazioni che potrebbero essere automatizzate con 
importanti impatti occupazionali;  

 

3. Description of the reforms and investments of the component 
 

For Investments 

A titolo di premessa, vale la pena sottolineare che il progetto “Digitalizzazione del sistema logistico 
nazionale” è un’iniziativa operativa che corre di pari passo con le previsioni normative contenute 
nella sezione Riforme del PNRR - Componente 3.2 Intermodalità e logistica integrata, vale a dire 
con le previsioni di “rendere i port community system (PCS) delle singole Autorità di Sistema 
Portuale compatibili fra loro e con la piattaforma strategica di livello nazionale” e di procedere 
con la “semplificazione delle procedure della logistica e della digitalizzazione dei documenti, con 
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particolare riferimento all'adozione della CMR elettronica, alla spedizioni merci, alla 
individuazione dei laboratori di analisi accreditati”. 

Il progetto è articolato sostanzialmente in 3 macro attività interdipendenti tra loro ma che 
possono essere scomposte in 3 macrocomponenti progettuali autonome dal punto di vista della 
realizzazione operativa. 

Si riconosce innanzitutto priorità assoluta a quattro ambiti fondamentali: 

1. dematerializzazione della documentazione legata al trasporto, con particolare riferimento 
alle lettere di vettura CMR e alla gestione autorizzativa e amministrativa dei trasporti in 
condizioni di eccezionalità e per le merci pericolose; 

2. efficientamento della gestione digitale dei porti e degli interporti italiani, relativamente alle 
transazioni sia B2B sia B2G, attraverso il raggiungimento di una efficace implementazione 
di port community systems (PCS) in tutti i porti italiani, omogenea per requisiti funzionali e 
con spiccate caratteristiche di interoperabilità sia orizzontale sia verticale, e di sistemi 
informativi analoghi presso gli interporti; 

3. informatizzazione delle relazioni tra soggetti pubblici e privati, identificando una centrale di 
standardizzazione dei linguaggi e dei moduli (PLN) ed una serie di piattaforme informatiche 
pubbliche e private federate con la centrale;  

4. riconoscimento che la messa a sistema “centralizzata” di informazioni sul trasporto merci e 
la logistica rappresenti un necessario passo per la creazione di valore, per il monitoraggio 
della politica dei trasporti e per lo sviluppo di politiche innovative. 

In sintesi, e come rappresentato graficamente, l’Attività A) consiste nella definizione e 
realizzazione della Piattaforma Logistica nazionale (PLN), intesa quale repository pivot del sistema 
digitale del trasporto merci e della logistica e quale ente di emanazione dei requisiti funzionali di 
interoperabilità con tutti gli enti coinvolti nella catena logistica. A latere, l’Attività B) è tesa a 
supportare la realizzazione di progetti di sviluppo, potenziamento e interoperabilità dei PCS portuali 
e dei sistemi ICT degli interporti tra sé stessi e con altri sistemi informativi e/o telematici per il 
trasporto merci e la logistica, coerentemente con i requisiti funzionali definiti dal progetto 
complessivo di sistema. In definitiva, l’Attività C) consiste nell’erogazione di contributi alle 
imprese di trasporto merci e logistica al fine di incrementare la dotazione e l’utilizzo di strumenti 
digitalizzati operativi e di interconnessione con gli indirizzi forniti da PLN (dematerializzazione, 
federazione delle piattaforme informatiche con PLN, gestionali per i rapporti con i clienti, sistemi di 
AI per ottimizzazione carichi e route planning).   
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Si riporta di seguito il breakdown delle 3 macro attività con una descrizione sintetica dei tasks, 
dell’ente attuatore, delle sotto-attività previste, delle risorse preventivate e del cronoprogramma di 
attuazione. 

Attività A) – LogIN Center 

La prima attività consiste nella creazione di una cabina di regia per la digitalizzazione della 
catena logistica nazionale sotto l’egida della Piattaforma Logistica nazionale, al fine di 
realizzare un ecosistema digitale per il trasporto merci e la logistica in grado di definire le 
specifiche tecniche per rendere interoperabili le piattaforme informatiche dei diversi enti pubblici e 
privati in gioco, di realizzare un centro di cybersecurity e di elaborare  uno standard di 
comunicazione per lo scambio di informazioni che sostituisca il modello cartaceo e che possa 
integrare informazioni obbligatorie codificate in modo omogeneo con altre informazioni 
liberamente organizzate per le specifiche finalità di ciascun stakeholder. Da ultimo, verranno 
implementate le attività preparatorie all’Attività B, focalizzate sui porti ed incentrate sull’analisi e 
definizione delle specifiche e degli standard dei PCS, sulla definizione delle relative interfacce 
informatiche e sull’estensione delle funzionalità dell’attuale piattaforma informatica per le 
comunicazioni di dati ed informazioni tra porti e Ministero vigilante. 

L’attività viene realizzata per la quasi totalità delle sue sotto-attività da parte della Piattaforma 
Logistica nazionale e si articola come segue: 

ID Sotto attività Risorse PNRR % fin. PNRR Durata Ente attuatore 

A.1 
Specifiche tecniche 
di interoperabilità del 
sistema 

8.500.000 € 100% 01.06.2021 - 31.12.2024 

PLN 

A.1.1 

Analisi e definizione 
delle specifiche e degli 

standard della PLN 
con gli attori del 

trasporto merci e della 
logistica 

1.000.000 € 100% 01.06.2021-01.03.2022 
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A.1.2 

Definizione delle 
interfacce e 

progettazione dei 
moduli di 

interoperabilità 

2.000.000 € 100% 01.03.2022 - 01.03.2023 

A.1.3 Testing, validazione ed 
implementazione 2.000.000 € 100% 01.03.2023 - 01.06.2023 

A.1.5 Scaling up 3.500.000 € 100% 01.06.2023 - 31.12.2024 

A.2 Sistema di 
cybersecurity 3.500.000 € 100% 01.06.2021 - 01.06.2023 

PLN A.2.1 Progettazione del 
sistema 1.000.000 € 100% 01.06.2021 - 01.03.2022 

A.2.2 Realizzazione del 
sistema 2.500.000 € 100% 01.03.2022 - 01.06.2023 

A.3 
Specifiche tecniche e 
sistemi per la 
dematerializzazione 
documentale 

14.000.000 € 100% 01.06.2021 - 01.01.2025 

PLN 

A.3.1 

Analisi e definizione 
legale e tecnica del 
perimetro di azione 

(CMR, DDT, 
autorizzazione merci 

pericolose e carichi 
eccezionali, etc…)  

1.000.000 € 100% 01.06.2021 - 01.01.2022 

A.3.2 

Analisi sistemistica dei 
processi 

(caratteristiche 
essenziali delle 

applicazioni e loro 
collocazione presso i 

sistemi delle imprese e 
presso una unità 

centrale) 

1.000.000 € 100% 01.01.2022 - 01.06.2022 

A.3.3 

Elaborazione dello 
standard di 

comunicazione 
riconosciuto tra i 

sistemi aziendali e 
sistemi pubblici 

2.000.000 € 100% 01.06.2022 - 01.01.2023 

A.3.4 

Definizione delle 
caratteristiche di unità 

di Business 
Intelligence al servizio 

delle aziende che 
fornisca un DSS a 

riguardo della 
ottimizzazione delle 
funzioni di trasporto 

2.000.000 € 100% 01.01.2023 - 01.06.2023 

A.3.5 
Progettazione di una 

unità di Business 
Intelligence Centrale 

2.000.000 € 100% 01.06.2023 - 01.01.2024 
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A.3.6 

Sviluppo 
dell’applicazione 

centrale in grado di 
distinguere tra 

semplice ricezione 
della comunicazione, 

validazione automatica 
con incrocio con basi 

dati pubbliche, 
discrezionale con 

necessità del 
coinvolgimento di 

operatori di enti diversi 

6.000.000 € 100% 01.12.2024 - 01.01.2025 

A.4  Attività preparatorie 
alla "Rete dei Porti" 

4.000.000 € 100% 01.06.2021 - 01.03.2023  

PLN A.4.1 
Analisi e definizione 

delle specifiche e degli 
standard dei PCS  

1.000.000 € 100% 01.06.2021 - 01.03.2022 

A.4.2 Definizione delle 
interfacce PCS-PLN 2.000.000 € 100% 01.03.2022 - 01.03.2023 

A.4.3 
Implementazione della 

esistente Piattaforma 
dei Porti 

1.000.000 € 100% 01.06.2021 - 01.06.2022 MIMS/RAM 

Totale 30.000.000 € 100%     
 

Attività B) – Rete dei porti e degli interporti 

L’attività consiste nello sviluppo dei PCS, ove non presenti, e nell’omogeneizzazione 
funzionale dei sistemi informatici già esistenti presso le Autorità di sistema portuale, al fine di 
promuovere servizi standard di interfaccia con gli operatori marittimi, gli operatori a terra, i gestori 
di infrastrutture nodali e lineari di connessione (gestori dell’infrastruttura ferroviaria, interporti e 
retroporti ed aeroporti) e sviluppare i moduli di interoperabilità con la Piattaforma Logistica 
nazionale coerentemente ai requisiti funzionali definiti nelle sub-attività A.4.1 e A.4.2. Una linea di 
finanziamento ad hoc riguarderà anche altri interventi in materia di digitalizzazione e quindi di 
smart ports quali progetti per la digitalizzazione degli accessi ed uscite dai varchi portuali, 
l’implementazione di sistemi di cybersecurity nelle AdSP e l’informatizzazione dei processi 
amministrativi rientranti nell’ambito di operatività dello Sportello Unico delle AdSP.  

Parallelamente, ed al netto di RFI ed altri infrastructure managers di natura privata, l’attività 
prevede il cofinanziamento di sistemi informatici per gli interporti di rilevanza nazionale 
secondo gli standard funzionali definiti dalla PLN e con particolare riguardo all’interconnessione 
con i PCS portuali.   

L’attività viene realizzata dalle 16 AdSP e dagli interporti di rilevanza nazionale che rispondono ad 
un bando del rispettivo ente vigilante, competente per la raccolta delle proposte progettuali, per la 
valutazione delle application, per l’allocazione delle risorse sulla base dei fondi disponibili, per il 
monitoraggio delle spese e la verifica delle spese di rendicontazione.      

ID Sotto attività Risorse PNRR % fin. PNRR Durata Ente attuatore 
B.1 PCS porti 21.000.000 € 50% 01.03.2023 - 01.01.2025 

AdSP 
B.1.1 

Progettazione ed 
adeguamento dei 

moduli PCS alle 
specifiche tecniche di 

5.000.000 € 50% 01.03.2023 - 01.01.2024 
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interoperabilità alla PLN 

B.1.2 Realizzazione dei 
moduli interoperabili 

16.000.000 € 50% 01.01.2024 - 01.01.2025 

B.2  

Altri interventi di 
digitalizzazione nei 
porti (digitalizzazione 
varchi, sistemi di 
cybersecurity, SUA 
digitale etc…) 

14.000.000 € 50% 01.03.2023 - 01.01.2025 AdSP 

B.3 Piattaforme ICT 
interporti 10.000.000 € 50% 01.03.2023 - 01.01.2025 

Interporti di 
rilevanza 
nazionale 

B.3.1 

Progettazione ed 
adeguamento dei 

moduli alle specifiche 
tecniche di 

interoperabilità alla PLN 
ed ai PCS 

3.000.000 € 50% 01.03.2023 - 01.01.2024 

B.3.2 Realizzazione dei 
moduli interoperabili 

7.000.000 € 50% 01.01.2024 - 01.01.2025 

Totale 45.000.000 € 50%     
 

Attività C) – LogIN Business 

La terza macro attività è tesa ad includere nel sistema digitalizzato, che nelle attività A e B ha 
riguardato prevalentemente la componente pubblica, la dimensione privata delle aziende di 
trasporto e logistica. L’attività si pone l’obiettivo di incrementare la dotazione digitale e 
l’utilizzo delle tecnologie abilitanti da parte delle imprese nazionali di trasporto merci e 
logistica al fine di favorire da un lato il dialogo informatizzato tra queste e gli enti pubblici e 
tra queste e le aziende caricatrici e dall’altro lato nel favorire l’adozione di sistemi di 
pianificazione e programmazione dei carichi e di route planning anche attraverso la 
formazione del capitale umano all’uopo dedicato. 

L’attività prevede, previa indizione di un bando da avviare una volta che PLN abbia concluso le sub 
attività di “definizione delle interfacce e progettazione dei moduli di interoperabilità” e di 
“definizione delle caratteristiche di unità di Business Intelligence al servizio delle aziende che 
fornisca un DSS a riguardo della ottimizzazione delle funzioni di trasporto”, il cofinanziamento 
pubblico fino al 40% per gli investimenti in progettazione ed acquisto da parte delle imprese in: 

- piattaforme digitali di scambio informazioni, gestione, monitoraggio e tracking della merce 
con i caricatori ed i clienti finali e con la PLN; 

- sistemi digitali di ottimizzazione dei carichi attraverso l’utilizzo di tecnologie di 
intelligenza artificiale e sistemi di dynamic route planning; 

- piattaforme digitali e strumentazione per la dematerializzazione documentale secondo gli 
standard definiti da PLN; 

- spese di e-learning ed attività di formazione correlate agli investimenti in tecnologie 
digitali. 

I bandi di selezione adotteranno come premialità la presentazione di proposte da parte di piccole e 
medie imprese che adotteranno forme di collaborazione a rete, favorendo quindi meccanismi di 
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aggregazione e partecipazione congiunta, contribuendo almeno in parte al superamento della storica 
frammentazione del mercato del trasporto merci e della logistica in Italia. 

Le strutture ministeriali coinvolte nella redazione del bando saranno responsabili della raccolta delle 
proposte di investimento, della valutazione delle application, dell’allocazione delle risorse sulla 
base dei fondi disponibili e delle fasi di monitoraggio e di rendicontazione delle spese. 

Si stima che delle circa 64.000 imprese attive in Italia al 2018 nel comparto trasporto stradale merci, 
un 30% possa essere interessata a tale tipologia di investimenti, ricevendo quindi mediamente un 
contributo pubblico di circa 9.000 euro che genererebbe un investimento di 22.500 euro ciascuna.   

ID Sotto attività Risorse PNRR % fin. PNRR Durata Ente attuatore 

C.1 
Piattaforme ICT 
connessione clienti e 
PLN 

65.000.000 € 40% 01.06.2023 - 01.01.2026 Imprese 
trasporto e 

logistica C.1.1 Progettazione 10.000.000 € 40% 01.06.2023 - 01.01.2024 
C.1.2 Realizzazione 55.000.000 € 40% 01.01.2024 - 01.01.2026 

C.2  
Sistemi digitali di 
ottimizzazione dei 
carichi e route 
planning  

30.000.000 € 
40% 

01.06.2023 - 01.01.2026 Imprese 
trasporto e 

logistica C.2.1 Progettazione 5.000.000 € 40% 01.06.2023 - 01.01.2024 
C.2.2 Realizzazione 25.000.000 € 40% 01.01.2024 - 01.01.2026 

C.3 
Piattaforme e 
attrezzatture per la 
dematerializzazione 

65.000.000 € 40% 01.06.2023 - 01.01.2026 
Imprese 

trasporto e 
logistica 

C.3.1 Progettazione 10.000.000 € 40% 01.06.2023 - 01.01.2024 
Imprese 

trasporto e 
logistica 

C.3.2 Realizzazione 55.000.000 € 40% 01.01.2024 - 01.01.2026 

C.4 E-Learning e 
formazione 15.000.000 € 40% 01.06.2023 - 01.01.2026 

Totale 175.000.000 € 40%     
 



Società del Gruppo Titolo Progetto Descrizione Benefici/elementi qualificanti Fase progettuale Stima Costi 

ENAV Consolidamenti 
APP/ACC 

In accordo all'attuale piano industriale ENAV, gli attuali servizi di avvicinamento radar 
verranno transitati negli centri di controllo d'Area (ACC).
Nel periodo di piano verranno consolidati gli APP di Lamezia (RM), Ronchi (PD), Bari 
(BR), Verona (MI), Torino (MI), Genova (MI), Napoli (RM), Firenze (RM), Palermo (RM). 
Questo progetto copre lo spostamento, con i relativi aggiornamenti hardware e 
software nell’ACC di destinazione, e la redistribuzione dell’equipaggiamento radio e le 
connessioni, nonchè tutte le attività di avvio di formazione del personale operativo e la 
messa in operazioni.

* Ottimizzazione nella gestione delle porzioni di stazio aereo in 
Rotta e di quelle in Avvicinamento, facilitando le attività Free Route 
e l'alimentazione dei livelli di volo di avvicinamento verso gli 
aeroporti

Esecuzione 42.480.000 €            

ENAV Nuova automazione 
TWR 

Il progetto prevede l'implementazione su alcuni aeroporti (Roma FCO e Bergamo) di 
un sistema ATM di aeroporto di nuova generazione

* Miglioramento del sistema ATM di Aeroporto per completa 
digitalizzazione delle operazioni ed un aumento della efficienza e 
capacità aeroportuale

Esecuzione 4.410.000 €              

ENAV

Cloud infrastructure e 
Virtualizzazione 
infrastrutture 

operative 

Il progetto prevede la realizzazione di un sistema Cloud ERP di gruppo che permetta di 
innovare e digitalizzare i processi gestionali del Gruppo ENAV elevando i livelli di 
standardizzazione, business continuity e sicurezza in un quadro complessivo di 
efficienza, semplificazione e cost saving. L'attività sui sistemi gestionali sarà 
accompagnata da un'attività di virtualizzazione delle infrastrutture operative nei Centri 
di Controllo d'Area che permetterà di ottimizzare le infrastrutture operative e 
centralizzerà i processi operativi relativi alla gestione delle configurazioni, gli 
addestramenti e l'introduzione di nuovi concetti operativi per il miglioramento delle 
performance di sistema. 

* Il progetto Cloud infrastructure e Virtualizzazione infrastrutture 
operative contribuisce al potenziale di crescita e competitività del 
settore dell'aviazione civile italiana generando un aumento della 
scalabilità e flessibilità sia delle attività gestionali sia delle attività di 
configurazione operativa dei maggiori Centri di Controllo d'Area 
nazionali. La scalabilità e l'integrabilità delle soluzioni cloud sono 
garantite dall'adozione di modelli tecnologici e standard di 
interoperabilità che permettono la veloce realizzabilità delle 
soluzioni (time to market) e l'integrazione con altri sistemi. In tema 
di integrazione, risulta particolarmente importante evidenziare la 
possibilità di integrare sistemi e modelli evoluti di manutenzione e 
logistica (ad es. Digital Twins, IoT Asset Monitoring & Predictive 
Maintenance, Edge Computing, supportati da Big Data Platform & 
Advanced Analytics e algoritmi di AI/ML). 

In avvio 12.000.000 €            

ENAV Secure information 
sharing

 Il progetto prevede la realizzazione di un backbone di comunicazione di nuova 
generazione che metterà in comunicazione i siti operativi ENAV abilitando servizi che 
necessitano di elevata  capacità di banda garantendo la copertura dei requisiti di 
cybersecurity e mettendo in comunicazione ENAV con altri stakeholder con i quali 
scambiare informazioni all'interno di una schema di System Wide Information 
Management. L'infrastruttura permetterà di implementare una policy sicura per 
l'information sharing ed in particolare per la costituzione di un ISAC (Information 
Sharing and Analysis Center) italiano per l'aviazione  che permetterà la condivisione 
sicura di informazioni di cybersecurity tra operatori dell'aviazione in Italia.

* Il beneficio principale è relativo al numero dei servizi supportati 
dal backbone di comunicazione, servizi abilitati tramite le politiche 
stringenti di cybersecurity adottate e grazie agli apparati di nuova 
generazione inseriti nell'implementazione del progetto. L'ISAC 
permetterà agli operatori dell'Aviazione Civile che accederanno alla 
piattaforma di information sharing, di acquisire informazioni a 
valore aggiunto per il moglioramento dei servizi forniti e della 
relativa esperienza dell'utente finale. 

In esecuzione 9.500.000 €              

D-FLIGHT Sviluppo piattaforma 
UTM

Sviluppo della piattaforma e dei servizi per la gestione del traffico aereo dei mezzi a 
pilotaggio remoto al di là della linea visiva ed in modalità autonoma (U-Space) e la 
necessaria integrazione nel sistema aeronautico nazionale

* ottimizzazione dell'utilizzo delle piattaforme unmanned con 
maggiore efficienza dei trasporto e sostituzione di attività svolte con 
mezzi aerei/terrestri a maggiore impatto di CO2

Esecuzione 8.000.000 €              

D-FLIGHT Connettività sistema 
UTM

Studio e prototipazione di un infrastruttura terrestre nazionale per la continuità della 
connettività radio del servizio di comando e controllo dei mezzi a pilotaggio remoto 
BRLOS e autonomi

* possibilità di utilizzo dei servizi unmanned aerei anche in zone 
remote, con utilizzo per processi di sorveglianza infrastrutture, 
soccorso, ottimizzando l'uso di mezzi aerei tradizionali

Da avviare 8.000.000 €              

IDS AIRNAV
Digitalizzazione 

informazioni 
aeronautiche

Sviluppo di nuovi tool per la digitalizzazione informazioni aeronautiche, miglioramento 
della efficienza operativa e della qualità delle informazioni aeronautiche prodotte e 
scambiate tra i vari stakeholder e per il monitoraggio degli impatti ambientali del 
traffico aereo

* ° ottimizzazione dei processi interni degli stakeholder e 
introduzione di parametri di ottimizzazione ambientale del disegno 
degli spazi aerei

In avvio 8.000.000 €              

National Recovery Fund: iniziative del Gruppo ENAV - Allegato
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TECHNO SKY Nuovo modello 
manutentivo

Formazione e conversione organizzativa per uso  strumenti avanzati per la 
digitlizzazione del processo manutentivo, con ottimizzazione delle squadre, effcienza 
impianti, miglioramento sicurezza, uso realtà aumentata, utilizzo di droni per survey 
impianti

* ottimizzazione dei processi manutentivi, riduzione consumi In avvio 10.000.000 €            

102.390.000 €          
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ENAV AMAN Extended 
Horizon 

L'attività prevede l'implementazione di un sistema di Arrival Manager, per un miglior 
sequenziamento in arrivo degli aeromobili, sulla Area terminale di Roma e Milano.

* Aumento della capacità aeroportuale, miglioramento del 
sequenziamento degli aeromobili in avvicinamento e ottimizzazione 
del profilo di volo per gli utenti con riduzione dei consumi 
carburante

Esecuzione 7.665.000 €              

7.665.000 €              

110.055.000 €          

Green Infrastructure - Sub Totale B

TOTALE 

 
 

Digital Innovation - Sub Totale A


