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Roads

Hirofumi Yamamoto

The Development of the Motor-Vehicle Industry

During the postwar economic recovery, the motor-vehicle manufacturers
resumed production centred mainly on the manufacture of small, three-
wheeled lorries; beginning in 1955, a far-reaching renovation of plant facili-
ties and equipment had begun. The four big manufacturers, Toyota, Nissan,
Isuzu, and Hino, took out large loans from the government, the World
Bank, and the United States Export-Import Bank to replace worn-out
plants and equipment. This upgrading and the reorganizing of a highly
trained workforce led to an explosion in productivity. The number of vehi-
cles went from 162,000 in fiscal 1955 to 1,978,000 in 1965 and 11,176,000 in
1980 (see table 4). The number of vehicles owned climbed from 924,000 at
the end of fiscal 1955 to 7,248,000 for 1965 and 37,972,000 for 1980 (table
5). The 1965 liberalization of trade in passenger cars and the 1971 liberaliza-
tion of motor-vehicle-industry capital transactions brought on a period of
intense international competition. Japan’s exports rose rapidly from 1,689
in 1955 to 6,150,000 in 1980 (figures do not include motor cycles).

Progress in Motorization

Rapid progress in motor-vehicle manufacturing and increases in the number
of vehicles brought concomitant increases in the share of motor vehicles in
domestic freight and passenger transport. Freight transported by motor
vehicle jumped from 9.51 billion ton-kilometres in fiscal 1955 (11.7 per
cent) to 20.8 billion ton-kilometres (14.9 per cent) in fiscal 1960 and then to
48.39 billion ton-kilometres (26.0 per cent) in fiscal 1965. By fiscal 1966,
lorry-transported freight had surpassed in volume and share train cargo
(table 6). The railroads’ share of the freight market peaked at 75 per cent in
fiscal 1946, and then dropped every year thereafter. Quantity transported

Table 4. Motor vehicles produced (1955-1980)

Fiscal year Passenger cars Lorries Buses Light motor vehicles Total

1955 22,377 135,129 4,808 552 162,866
1960 146,818 380,916 9,201 307,883 844,818
1965 613,830 799,623 19,254 546,250 1,978,957
1970 2,580,042 1,519,290 44,384 1,323,946 5,467,662
1975 4,548,498 1,988,976 36,439 557,086 7,130,999
1980 6,808,233 2,997,378 101,426 1,179,851 11,176,888

Source: Ministry of Transportation, Rikuun tokei yoran (Statistics on land transport).
Note: Motor cycles are not included here.
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246 NEW DEVELOPMENTS IN TRANSPORTATION

(ton-kilometres) peaked in fiscal 1970, falling off rapidly thereafter. By
1980, inland shipping and motor vehicles hauled the largest shares in the
freight market.

The expansion of motor-vehicle passenger transport stands out; the
312.47 billion passenger-kilometres (50.6 per cent) reached in fiscal 1971
may be compared with the 290.04 billion passenger-kilometres (46.9 per
cent) garnered by the railroads in that year. The gap widened year after
year, with seemingly nothing able to stop the decline in railroad transport.
Airline-passenger increases in the 1970s were also significant, rising in trans-
port volume and share from 9.31 billion passenger-kilometres (1.6 per cent)
for fiscal 1970 to 29.68 billion passenger-kilometres (3.8 per cent) for fiscal
1980 (table 7).

With the growth of road transport, the number of regional lorry operators
and hired-car/taxi operators increased (table 8). Most companies in this
category were small compared to long-distance lorry and bus operators
(table 9). Only 0.3 per cent of regional lorry operators owned 201 lorries or
more, 0.27 per cent had at least 301 employees, and only 1.1 per cent had at
least ¥100 million in capital. As a result, however, “many of these com-
panies undercut excessively on fares, overloaded their lorries, worked their
drivers too many hours, and were, generally, obstacles to order in the trans-
port market.”! ‘

The rate of traffic accidents went up dramatically, so that in the 15 years
from 1955 to 1970, the number of accidents jumped 7.6 times, the number
of deaths 2.6 times, and the number of injuries 12.8 times (see table 10).
The rate of increase was greatest in the five years between 1955 and 1960
and was attributable to the inability to set up traffic safety equipment, such
as signal lights, marked pedestrian crossings, and guard-rails, as fast as the
manufacturers were turning out motor cars, lorries, and buses. Another fac-
tor was poor safety training for drivers and pedestrians. The result was
more than 10,000 traffic deaths a year up to 1975. But, after 1970, the provi-
sion of safety facilities and stronger police enforcement of traffic rules paid
off in an eventual downturn in accidents and fatalities. It was during the
1960s that the public first began to complain about noise and air pollution
from motor vehicles, and in this decade rules against such disturbances
were implemented.

Constructing Toll-roads and Motorways

Progress in motorization required the maintenance and construction of
general and toll-roads, and the building of new national motorways. Con-
struction of toll-roads began in 1952 when the Construction Ministry offered
loans from the Special Operating Funds Account at 6 per cent annual
interest to construction projects directly controlled by the ministry and at
6.5 per cent yearly interest to the prefectures to build or repair local roads
that would be converted into toll-roads. However, the setting up of the
Japan Highway Corporation in April 1956 led to the abolition of the tra-



*(so1wouo0os uoneodsuen) Uo SONSHLLS JO SUNNQ) upiof 1201 w212y nd uf) ‘uonelsodsuel], Jo ANSIUIN :304n0g

10 062 9°0S €LITTT Loy 106°8LT 9'8 10L°LE ¥90°6€Y 0861
10 ¢St 6°0S 6L5°€81 0'9¢ T0L'6T1 T'¢l LYELY 6LL‘09€E SL6l
00 vL T'ey €YTIST L'8¢ 9T6°SET 181 154 2% 959°05€ 0L61
00 (43 €T 9988 0'1€ 7169 L9t y68°SS 705°60C 9961
00 |14 194 $€9°08 09¢ T6E°8Yy L0og 86T°LS 9pE 981 S961
00 9 8'Sy 6L5°€9 6'%1 108°0C 76E SIS‘pS 106'8€1 0961
00 1 S'se T20°67 LT 015°6 6'CS ysT'ey L8L'T8 ss61
areys JaquinN areys Joquinn areys IoquunN Jreys IaqunN [eoL IeaA Teosty
RELT D 1AV Juiddrys puequy SOOIYIA IOI0N

speoIrey

(sa8e1uao10d pue saxowO[Iy-uo) UOKIW UT) (086T1—-SS6T) suesw 11odsueny £4q JYSI9I} OISOWOP JO SWIN[OA °9 IqEL



“uv404 12301 1212y Nl up) :204mog

8¢ 889°6C 80 TEL‘9 Tss 699°TEY oy TSI 1€0°Z8L 0861
Le 8ri‘6l 01 $68°9 8°0S 898°09¢ 9°Sy 008°€TE TIL°01L SL6T
Lt $0€01 80 970°S 908 LLY'TIE 69 010°06C “ 8¥8°LI9 TL61
91 61€°6 80 PIg8Yy 114 62C°v8C (A4 918°88C 8LI‘L8S 0L61
80 6£6°C 60 (41 2 9°1€ 9SL‘0CT 8'99 y8€°6ST 185°8¢ S961
€0 yeEL 1 0L9°C 8°CC 1€5°6S 8°SL OvE‘Y8T SLT'EVT 0961
10 81C (4! 966°T 991 00S°LT 1'z8 TIT9¢ET 97891 gs61
a1eys JaquinN areyg Joqunn areys Iaquiny areyg Ioquny TeloL 1834 [eosIy
souIIy sdiys 1o8uosseq SO[OIY2A I0JON speoajiey

(s98ejuan1ad pue sanowofy-1o8usssed uonw ur) (0861-5S61) Hodsuer Jo suesaw £q swnjoa 198uassed snsowo(] *£ JqeL



*SI[OTYOA [IPOW-[[EWS SOPNIIU] »
“UD40A 19401 UNNKY1Y :204M0§

€1LSS

S91

SEVPS

€£9°pE

SSL 953 £V6°T PEE'TE 95¢ 0861
116°%S 68 L6L'ES 199 ¥9€ WIIE 14194 €5T°8C 6LE SL61
8¥8°1¢€ 8¢ 768°0€ 6SS 65€ EvTST INAr 095°2Z 1474 0L61
199°LT 14 95L°91 675 9¢ TELTT SL8'T 89€°61 681 S961
6LV'L 144 9999 wy Lye TE6'YT T8€E‘T LTOET £es 0961
S9E‘y (4% 655°€ 144 e 6LL6 876 £7€°8 8¢S SS61

[eI0]  I9YIO  SIXe)SIPIYoA SOYOR0D sosng Te10L #1910 [euorSay sajnol Surpuo
pang pang soue)sip-Suo] IeA [easLy

s10je12do IXRY/APIYSA paIIY/sng

s1ojerado A110

(0861—5561) s1ou10dsuen; peo Jo J3qUINU U} SPUSIL], *g |qeL



07001 10 €0 €0 Tl Ty L8 €Tl £0€ 9T (%)
LOEEE €€ €01 20 Ty 98€‘1 €06'T 8607 080°0T 8LIVT [e10L
00°001 00 T0 €0 Tl 'y L8 yTL $0g LT (%)
ov6°ZE 91 €L 68 TLE SPE‘T 98T 690°v ¥€0°0T 8LOYT SOLLIO[ 1930
0001 9y (4] 89 601 T 901 6L 4! €L (%)
L9¢ LT 0¢ ST oy 8% 6¢ 62 9% 001 - SILLIO[-3IN0Y
[el0L 10U 000°1 00¢-10C  00C-T01  00I-1§  0S-I¢ 0€-12 0z-11 01-1 adAL
10 00T -10¢ . :

soakofdwe Jo 1aqunu 03 SupIosoe 371§ (7)

0°001 10 70 80 LT 9 €6 9T oIz S (%)
LOEEE 1€ 6L ST £68 T98°T €0T°€ veL‘s S61°6 L9T°6 e10L
0°001 10 70 L0 9T $'S €6 £9C 8Lt S'LT (%)
ov6°TE Lt 19 62T €58 LT8T SLO‘E 199‘8 1816 990°6  SSWIO] YO
07001 8¢ 6t 89 601 £6 9L TLY 0°Zt S'LT (%)
L9€ 1 81 ¥4 oy v 8T €9 144 101 SOLLIOI-3IN0Y
[el0L d10W I0 (00S 00S-T0T 002101 001-1S 0S-1€ 0£-12 0z-11 01-9 s-1  adAy

SO[OIY2A JO Jaquinu 0) Fulpiodoe 971§ (1)

(6L61 YoIBN PUS Jo se) o[ess £q ‘s1oy1odsuer; JYSIaIy SPIYSA I0J0W JO JoqUINN 6 AqE],



‘0¢ “d ‘(swajqoxd

)1 pue Ansnpui 1todsuesy £110] oy} Ul UonEnys AYL) wpvy 01 ofual ou ofSuvs osnd myypio] ‘uonenOSSY Suppniy [euoneN ueder [22.mog

0°001 L1z T 60 L1 9L 9'61 191 ¥z 88 (%)
LOE EE SETL 96€ 76T €8¢ €78°C €159 89¢°S YLV L €26°C eloL
0001 0 1 80 971 YL 9'61 791 S 88 (%)
or6°TE YET'L Pre €9 0€S LEVT £9%°9 6£€°S €L L06T SOUIO[ 1910
0°001 €0 A4l 6'L (24 v'€T 9°¢l 6L 6'€1 7 (%)
L9€ 1 49 6T €§ 98 0S 6T 18 91 SOLLIO[-21n0Y
eIl VT a10W 10 uoxIw 001 000°S 000°€  000°‘T 00$-10€ 00€-101 001-1 adAL
uorIu 00| -100°S  -100°€  —T00°T -108

(000°01 %) uonezifeydes 03 Surpiosoe az1g ()



252 NEW DEVELOPMENTS IN TRANSPORTATION

Table 10. Traffic accidents (1955-1980)

Year Number Deaths Injuries
1955 93,981 6,379 76,501
1960 449,917 12,055 289,156
1965 567,286 12,484 425,666
1970 718,080 16,765 981,096
1975 472,938 10,792 622,467
1980 476,677 8,760 598,719

Source: Un’yu keizai tokei yoran, 1982 ed., p. 128.

ditional system of borrowing from operating funds for toll-road construc-
tion. At the time of its establishment, the Japan Highway Corporation took
over 8 routes being constructed under direct control of the Construction
Ministry and, between July and September 1956, it assumed control of 26
routes being built as a part of prefectural loan projects, and thus became
the controller of toll-road integration. By means of continuing government-
fund payments, subsidies, and highway bonds, the construction of general
toll-roads and national motorways steadily progressed.

In addition to the improvement of existing roads and the creation of toll-
roads, the Law on Motor-Vehicle Road Construction for National Develop-
ment and the National Motorway Law were enacted in April 1957 in order
to promote the construction of national motor-vehicle trunk routes running
the entire length of the Japanese islands. Based on these two laws, and
under the Japan Highway Corporation, the construction of national motor-
ways made good progress. The construction of national motor-vehicle trunk
routes able to withstand the high-speed operation of heavy, long-distance
vehicles represented a contribution to national redevelopment quite differ-
ent in character from that from the improvement of existing roads in order
to create general toll-roads.

The creation of a national system of motorways began to be realized in
1958 with the construction of the Meishin (Nagoya-Kobe) Motorway. The
stretch between Amagasaki and Ritto was completed and opened in July
1963, and the segment between Nishinomiya and Komaki was opened in
July 1963. Construction of the Chuo Motorway, linking Chofu and Lake
Kawaguchi, and the Tomei Motorway, connecting Tokyo and Nagoya, be-
gan in April 1965. The road between Tokyo and Atsugi was completed and
opened in April 1968, that between Hachioji and Lake Sagami in December
1968, and that between Tokyo and Komaki in May 1969. All segments of
the Chuo Motorway were completed and opened by November 1982.

As of 1 April 1980, the Tokyo Motorway Corporation, established in
June 1959, had built 138.7 km of urban motorways, and the Hanshin Super-
highway Corporation, established in May 1962, had built 103.3 km. The
cities of Nagoya, Fukuoka, and Kita-Kyushu were also constructing urban
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Fig. 3. Network of national motor-vehicle motorways (March 1985)

motorways, under the direction of the Nagoya Motorway Corporation and
the Fukuoka—Kita-Kyushu Motorway Corporation. Local road and public
works corporations were also set up in each prefecture to construct and
operate toll-roads as provided for in the Local Road Corporation Law,

Table 11. Extension of toll-roads as a result of the Road Law (April 1980) (km)

National motorways 2,579.1
Urban motorways 252.9
General toll-roads
Japan Highway Corporation 781.6
Local public road corporations 767.5
Local public works corporations 784.7

Source: Ministry of Transportation, Doro gyosei (Highway administration), fiscal
1980 ed. .
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which was enacted and put into force in May 1970. Table 11 shows the ex-
tent of roads that are controlled by these organizations.

Note

1. Japan National Trucking Association, Torakku yusé sangyé no genjo to kadai
(The situation in the lorry transport industry and its problems), p. 20.

Inland Shipping

Hiromi Masuda

Policies for Domestic Marine Transport in the Period of Rapid
Economic Growth

The so-called quantitative boom of 1955 was the start of the Japanese econ-
omy’s era of high-growth rates. Even though the upswing period was short
and soon declined, gross national product remained high every year, with
an annual average growth, in real terms, of 10.4 per cent until 1973, when
OPEC increased oil prices four-fold (known in Japan as “the oil shock™). The
—1.3 per cent growth in GNP the following year, 1974, was the first of minus
growth, and from then on the economy shifted from high rates to stable
rates of growth.

Marine transport during this period mirrored the trends in the Japanese
economy. Japanese shipping recovered in 1955-1956 its prewar, 1934—1935
levels, transporting 59 million tons of cargo in 1955 and 69.88 million tons
in 1956; the transport figures steadily increased from then until 1973. The
share of shipping in total domestic transport volume was not great in terms
of number of tons transported, but in ton-kilometres, inland shipping
showed notable progress, expanding dramatically to 51 per cent in 1973.
Growth during the period was dramatic in passenger-hauling as well as
freight, and this was especially true in the expansion of ferry use that
accompanied the progress in motorization from 1965 on, with high growth
rates obtaining both in number of passengers transported and in passenger-
kilometres.

Domestic economic activity brought a recovery in inland shipping, and by
1956 the number of tons transported reached the prewar levels. However,
the good times in shipping led to an excess of ship tonnage, and, although
the 180 million tons and 80 billion ton-kilometres transported in fiscal 1965
gave shipping a 43 per cent share of the domestic transport market, ex-
cess tonnage kept fares down for a long time.! While excess tonnage was a
major cause, other important factors were the worsening effect that low-
performance standard wartime ships were having on postwar ship quality
and the disorderly market situation caused by heavy competition between
too many small operators. A rapidly growing economy demanded stable





