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ABSTRACT
Previous research proposes a six-process model for reverse logistics (RL) program design and execution.
This manuscript advances RL related knowledge by incorporating the previous model into a broader
theoretical framework, namely, the Resource Based View (RBV) of the firm. The current research
employs exploratory techniques to investigate the applicability of RBV and its main tenants within the
RL context. Based on in-depth interviews with 16 executives from seven different companies, the
relationships among resources, RL capabilities, and RL competencies are explored.
INTRODUCTION
Delivering product to the customer does not always
end the business cycle. Products are often returned
and must be reclaimed from downstream trading
partners. Historically, the sheer volume of returns
has been staggering. For example, in the magazine
publishing industry, half of all products are
returned, and return figures of 30% are not unusual
in the book publishing, greeting cards, and retail
catalog industries (Rogers and Tibben-Lembke,
1999). More recent examples are almost as
extreme. L.L. Bean reports that out of 48 million
products shipped out to customers, 6 million were
returned (Bodenburg, 2007).
Return rates of 11 to 20% are reported in the
consumer electronics industry (Arar, 2008). Recalls
of products as disparate as toothpaste, pet food,
laptop batteries, spinach, and contact lens solution
are becoming everyday news (Kator, 2007).

Returns negatively impact the bottom line. Across
all industries, returns can reduce profits by as much
as 30 to 35% (Rodriguez, 2007). Lost sales,
transportation, handling, processing, and disposal
expenses directly attributable to returns are
estimated at $100 billion per year (Blanchard
2009). Added to the actual costs of handling returns
are mounting pressures from different government
entities and the society as a whole toward
environmentally-friendly, “green” organizational
practices. Rodriguez (2008) illustrates the strategic
role of reverse logistics (RL) under the growing
corporate ecological responsibility drive:
As companies launch new environmental
initiatives to mitigate their impact on the
world’s climate, they are finding that
mishandling reverse logistics may leave
them open to fines from regulatory
agencies, and to a potentially negative
reaction from customers that could affect
future business. (p. 4)
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ABSTRACT
The affect of rising fuel costs on the individual consumer is well documented in current media.
Consumers are paying more for their basic necessities. Fuel surcharge, transportation cost, and logistics
have become house hold words. The rising cost of crude oil creates an increase in fuel cost, and this
creates an increase in the cost to transport products from one location to another. Managers, who are
responsible for acquiring products and delivering them to customers, are also feeling the impact of
higher fuel prices. This article will outline three significant areas where fuel prices are affecting U.S.
supply chain decisions. Sourcing decisions, transportation modes, and product design and packaging
practices are all currently being influenced by the cost of logistics.
INTRODUCTION
Individual consumers are well aware of the effects
of rising fuel prices on their personal shopping
experiences. Numerous news reports, magazine
articles, and personal stories recount the sticker
shock of seeing consumer goods escalate in price.
Consumers, who were once oblivious to fuel
surcharges, logistics, and transportation strategies,
have discovered how this aspect of supply chain
management affects their ability to purchase goods.
Families are even struggling to purchase fuel to
keep their personal automobiles operational. Gas
prices, and even gas availability, has become a
significant issue for many citizens.
In the mid to late 1990’s, the cost for a barrel of
crude oil hovered around the $20 mark. However,
in 2007 crude climbed to $150/barrel, and currently
is priced in the $70-80 range. These crude oil
prices translate to higher refined fuel prices. Not
only do personal transportation vehicles rely on
fuel, but also cargo jets, container ships, rail cars,
and tractor trailers. These vehicles carry goods
from manufacturers to the ultimate end customer.
As crude oil prices escalate, fuel prices follow. As
fuel costs increase, the cost to transport
merchandise through the supply chain increases.
Fuel surcharges, additional fees added to a standard
freight charge, have become a matter of fact for

many companies. Industrial buyers and consumers,
who did not know or care where their products
originated when transportation costs were low, are
now becoming more aware of how the supply chain
operates and how fuel costs affect the price of
consumer goods.
Supply Chain strategies that were once optimum
are being challenged as transportation costs rise
and become a larger percentage of a product’s total
delivered cost (Tirschwell, 2008). Supply Chain
decisions related to outsourcing, transportation
modes, and product design and packaging are
dramatically influenced by the cost to move a
product from one location to another.
Manufacturers are trying to become more efficient
in their business decisions when dealing with
options that affect transportation costs.
Consequently, there is a positive side effect of the
rising cost of fuel. Businesses are becoming more
energy conscious and energy efficient when dealing
with decisions that affect transportation costs.
Manufacturers are actively seeking strategies to
become more efficient in terms of transportation
costs. Three key areas being targeted for
improvements are outsourcing decisions, modes
of transportation, and product design and
packaging techniques. Manufacturers are taking
a close look at their outsourcing decisions. They
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ABSTRACT
Major U.S. corporations have been importers for over 200 years. A significant impetus for “offshoring”
has been reducing costs—usually labor costs. Often, other costs were overlooked. There has been a
growing disenchantment with sourcing goods overseas, especially when there may be domestic
alternatives as other costs begin to dominate. Baumol and Vinod’s Inventory Theoretic model was
useful in adding transportation considerations. However, Baumol leaves out several important costs
that unless considered in offshoring decisions can lead to suboptimal solutions. This paper extends that
model, providing a prescriptive model that could be operationalized by firms to evaluate offshore sourcing
decisions.
INTRODUCTION
Major U.S. corporations have been importers for
over 200 years. Initially, the colonists interests
were in importing manufactured goods, but as
industries developed their interests turned to
importing basic raw materials such as metallic ores
and manufacturing machinery. After World War
II the U.S.experienced great growth in imports of
manufactured goods. Recent years have seen two
significant shifts: the widespread practice of
securing offshore sources for manufactured goods
by firms of all sizes, and the purchase of a wide
range of materials and products. The three
principal drivers have been and continue to be 1)
securing goods at a lower cost, 2) accessing
materials not available in the U.S. market, and/or
3) seeking to establish a commercial presence in
order to achieve subsequent entry to the foreign
market. During the past 20 years growth in imports
has been so aggressive that it has on average trebled
the growth of U.S. gross domestic product (U.S.
Dept. of Commerce).

Securing goods at a lower cost usually means using
cheaper labor by locating production offshore or
by purchasing goods from foreign producers.
Access to raw materials not available in the U.S.
could include but is not limited to Chinese
tungsten, Jamaican or Australian bauxite, African
cocoa beans, Brazilian tantalite and columbite, and
coffee from a range of foreign locations.
Manufacturers purchase a wide range of subassemblies and components ranging from plastic
molds, to water pumps to motors, to electrical
components (Anon n.d.). Walmart and other mass
merchandisers have turned to China for consumer
goods that include electronics, hand tools,
appliances, footwear and clothing. From a more
cynical perspective some firms source overseas
because their archrivals are doing so. Relocating
production offshore has the strategic benefit of
providing better access to foreign markets, but is
more difficult to establish than just purchasing
from an existing producer.
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ABSTRACT
The research reported in this manuscript empirically compares the similarities and differences of
logistics strategies for small and large manufacturing firms. The hypotheses focus on whether there are
significant differences between logistics strategies of small and large manufacturing firms and whether
logistics strategy outcomes differ. The findings indicate that there are many similarities but differences
do exist. The results identify dimensions of logistics strategy and assess their impact on logistics
coordination effectiveness, customer service commitment, and company/division competitive
responsiveness.
INTRODUCTION
Smaller businesses frequently make an assortment
of logistics-related decisions, relating to
purchasing, customer service, warehousing,
inventory management, order management,
transportation etc. (Murphy, Daly and Dalenberg,
1995). While larger organizations make these same
decisions, there are continued questions about
whether there are any similarities or differences
between the two (Evans, Feldman and Foster,
1990).
Larger companies generally have a variety of
people who are trained in supply chain or logistics
management. (Evans, Feldman and Foster, 1990).
Smaller businesses, on the other hand, may have
only one person who has logistics management
responsibilities and other functions to perform
(Harrington, 1995). As such, logistics management
personnel at smaller companies may have less
formal logistics training, and may be less

experienced than at larger organizations. Whether
this situation causes increased logistics costs and/
or less responsiveness in small firms has not been
adequately addressed.
The majority of the logistics literature focuses on
large companies. A review of the literature
identified two articles on small company logistics.
Halley and Guilhon (1997) investigated the
logistics strategies of small businesses using both
anecdotal and primary data. The results revealed
that among small businesses there were no good
or bad logistics strategies. However, two key
factors associated with small business logistics
strategy development were identified. They were
the role of the owner-manager involvement and
the company’s dependency on other firms. In
another study of selected logistics practices of
small businesses engaged in international trade,
Murphy, Daley, and Dalenberg (1995) found
different types of distribution departments among
the firms studied.
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ABSTRACT
The forward positioning of strategic inventory in the supply chain has an impact on transportation
times and is important for sensitive demand profiles. Consolidation of stocks creates pooling effects
and minimizes costs. This study analyzes a current military case where forward consolidation of
equipment is considered using optimization, and payback periods are calculated for the cost of
consolidating inventory at one of six locations. Results indicate that forward positioning and
consolidation reduces time and cost, and also creates savings in reverse logistics flows. The study has
implications for geographically diverse supply chains such as humanitarian aid and emergency response
operations.
INTRODUCTION
The forward placement of inventory in the supply
chain in order to save time and cost in
“anticipation” of future demand is a strategic
decision, which can save delivery time, and also
cut transportation costs. *, ** Similarly, the
consolidation of inventory creates pooling effects,
improves standardization, and can increase control
and visibility of key stocks. But how should this
type of consolidation be made in an existing
logistics network and what sort of metric should
be used to measure the efficiency of such a
consolidation of strategic inventory? These are
questions which managers must understand as they
consider forward positioning strategic inventory
in the supply chain, especially in the face of
uncertain demand with extremely high stockout

costs, as exist in wartime, humanitarian aid
operations, and other emergency response
environments. This decision to forward position
inventory in the supply chain may also help support
critical maintenance activities necessary to sustain
geographically isolated operations or to protect
valuable personnel and resources when the
unavailability of such inventory poses significant
risk and costs.
The U.S. military faces the problem of deciding
how and where to pre-position such anticipation
inventory in the face of uncertain demand and is
also highly sensitive to shipping time and stockout
costs. In one particular problem, the U.S. Air Force
at Randolph Air Force Base Texas is responsible
for the management of a variety of Security Force’s’
War Readiness Material (WRM) equipment
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