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THE LAST WORD 

It is also important that educa-
tors remain current practitioners, 
and accordingly I also operate a 
consulting practice, Corporate 
Logistics (CLL), whose roots now 
go back 21 years.
Much of CLL’s work is strategic-
level feasibility or research 
analysis and modelling work as-
sociated with logistics, transport 
and supply chains, along with 
elements of project manage-
ment/facilitation and contract 
sourcing and procurement at 
tactical and operational levels. 
The company has developed 
some very reliable techniques 
for defining supply chain value 
proposition drivers and network 
performance, as well as logistics 
hub performance evaluations and 
market-related economic impact 
assessments. This work has led to 
my personal interest in logistics 
hub and port development 
and associated justifications for 
investment, including central 
government policy development 
(or lack thereof ), as all major sea 
ports are mainly in public owner-
ship through a variety of private/
public investment models.
CLL has worked in ‘hub and 
spoke’ type logistics projects for 
14 years, including projects for 
Maersk Logistics Asia, the Port of 
Tanjung Pelepas and Senai Air-
port Malaysia and its associated 
Halal Hub, Horizons Manawatu 
in the Lower North Island, and 
CentrePort Wellington. In each 
case, a ‘logistics centre of grav-
ity’ influence applied. Hub and 
spoke models can operate very 
well – e.g. the distribution centre 
location for Foodstuffs Wellington 
is in the Manawatu.

Port expansions
In the last two years there has 

been significant speculation 
around the development of 
new or enlarged logistics hubs 
and associated port expansions 
to handle the larger ships that 
are due to call in New Zealand 
sometime soon. Nationally, this 
represents hundreds of millions 
in potential port investment to 
handle these ships, yet requires 
no commitment from the ship-
ping companies as to what ports 
they will support long term in 
order that the investment can be 
recouped. This is an unacceptably 
high risk for a small country. 
The decisions must be made as 
to which ports and hubs are of 
national interest to develop, and 
which options provide the most 
long-term benefit to the country 
in terms of whole-of-life asset 
utilisation. These are decisions 
of national importance, but as 
all New Zealand ports compete 
at both local and national levels, 
they cannot be expected to 
support initiatives that may 
be detrimental to their current 
status.
There are three core logistics 
centres of gravity in New Zealand. 
Although the Auckland-Tauranga 
centre of gravity is now quite 
blurred and needs review, the 
Lower North Island and Christch-

urch hubs are reasonably clear 
– but all need strategic develop-
ment. At present there is no single, 
central government-empowered 
entity with the capability of plan-
ning, organising, controlling and 
driving such an initiative.

Overarching power
It is suggested that central 
government form a directorate 
to investigate and make well-
informed decisions of national 
importance relating to port and 
hub development. This direc-
torate would need to operate 
independently of local govern-
ment and port and hub operators, 
and should have overarching 
power to address any issues re-
lated to port or hub operations 
where problems require an inde-
pendent assessment.
The rationale for the independ-
ence of the directorate is based 
on a historical lesson. A few 
years ago, the New Zealand 
government of the day divested 
itself of, among other things, 
responsibility for local economic 
and infrastructural development 
to the regional government 
entities – i.e. regional and city 
councils – and divided assets, 
such as ports, among them. It as-
sumed – incorrectly – that these 
parties would act rationally and 
competently. Apparently, judging 
by the levels of local government 
debt, which started at about $7 
billion and now exceed $20 bil-
lion, the local government bodies 
have achieved neither. 

Larger ships
Justification for port investment 
due to larger ships is based on 
an expectation by exporters and 
importers of lower shipping and 
handling costs. It is, however, 
worth noting that the majority of 
the business by the larger ships 
is containerised cargo which is 
often seasonal in shipment pat-
tern, and further, export shipping 
schedules can be counter-cyclical 
to major import volumes. 
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Most of my comment in FTD comes from the perspective of the 
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This trade imbalance is not popu-
lar with shipping companies, but 
it is these shipping companies 
that currently rule the roost 
when it comes to port patronage 
and utilisation, notwithstanding 
companies like Fonterra and the 
Kotare initiative that do influence 
the shipping lines to a degree.
Consequently, it may be likely 
that fewer large ships may be 
allocated to New Zealand trades 
than initially expected, so rush-
ing to invest in port expansions 
and hubs should not be done 
lightly, especially in the current 
New Zealand scene, where port 
investment today may become 
a liability tomorrow if the ship-
ping companies change their 
‘call cycles’, and ports – like 
Timaru – can be left high and dry 
after making multi-million-dollar 
investments. 

Serving the 
national good
Break bulk loading ports are 
unlikely to change. Neither is the 
pivotal role of the Wellington port 
as the link between the North and 
South Islands and the key emer-
gency response link in the case of 
an exceptionally large earthquake 
in the city.
The suggested national strategy 
directorate could lead initiatives 
as well as plan and adjudicate on 
port and hub development and 
other related issues as required. 
This would at least partially 
ensure that the ‘national good’ 
was served when high-level 
investment was required. 
Certainly a working group or 
expert professional panel should 
be formed to examine this issue.
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