PLA}I]UNG FOR PUBLIC TRAN§PORT

I]l

Hichael

JÄPAII: ÄlI EXAHPLE TO FOLLOII?I

Wegener

Institute of Spatial Planning
Uni.versity of Dortmund
Germany

For a European transport plarurer, a look on transport plaruring in Japan is a
fascinating experience. äfter the Second iJorld llar, Japan has succeeded in
constructing a highly efficient transport system alnost from scratch in an incredibly
short time, ?he famous 'bullet' train Säjnkansen, the Japanese expre§sinaY sYsten, the
tunnels end bridges linking the Japanesa istands and the land reclanation Frojeets
for new sea- and airports are truly irnpressive enEineering achievenents, and in no
other country one can find so nany experiruents with nee, technologically advanced
transport systens and new forns of transport investmant and nanagenent.
One remarkable feature of this developnent is the proninent role of raiL
transpnrt. Fast Shinkansen trains connected the mejor centreg of the countrY before
thB first expresslrays were buiIt, and in the large cities rapid grrowth and extrene
densities nade efficient rail transport systems a natural nece§sity. Therefore
plarrning for public transport in Japen is ar example worth studying.
Yst a look on Japan can aLso tEach a lesson about the risks of unconstrained
engineering and econclrnic rationality if they are not controfled by a land use and
transport policy gnridad by social and environmental concern. The raPid grorth of
tränsport infrastructurg in Japan has contributed to the inbalanceB in regional
groi.rth and problens of overaggloneration in netropolitan areas such as explodinq land
prices, congesticn, noise intrusion and pollution. However. there arB also itnpressive
exampl*s of guccessful environmental regulation and eontrol in transport.
?his paper give.q an overview on the developnent of transport plarming in Japan
fron the beginning to the present, conpares it with current trends and policies in
Europe and asks lrhether sone parts of the Japanese experience may serve as models for
planning for pubiic transFort in Europe.

Introduction
i,Iith the SingIe European Market cominq closer, further advances in European integration being like1y and barriers between East and l.Iest Europe graduat1y being removed, transport policy issues are gaining new importance on the
political agenda in Europe. New fixed links such as the Channel Tunne1 or new
high-speed rail lines promise to fundamentall"y change the accessibility surface of the continentf while at the same time the underprovision of transport
infrastructure in peripheral regions and large parts of Eastern Europe presents new problems and challenges.
1n tfuis sit.uätion, a look on Japan is a fascinating experience. After the
Second l,Iorld War, Japan has succeeded in constructing a highly efficient
transport system almost from scratch in an incredj.bly short time. The famous
'bu}let' train Shinkansea, now almost thirty years o1d, still sets unmatched
standards for speed, comfort, punctuality and safety. ?he Japane§e expre§sway
system, ttrough sti1l not comparabl.e to those of some European countries, has
developed with impressive speed and connects even remote reqions with the
urban centres. No other archipelago country has linked its islands with so
many tunnels and bridges, some of them breath-taking engineering achievement§.
The land reclamation projects for new sea- and airports are stunning demonstrations of how man can change the face of our planet. And in no other
country one can find so many pilot imptementations of new technologically
advanced transport systems for the 21st century. Japan has also more than
other countries experimented with new forms of transport investment and management allowing for extensive private sector involvement'
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One remarkable feature of this development is the prominent role of rail
transport. In Japan the rail has always been the leading technologry over the
road. Historically, the railways united the country and made the expansion of
cities possible, but even for a long time after the Second Horld llar the railways of Japan were vastly superior to its poor road network. Fast Shinkansen
trains connected the major centres of the country before the first expressways
were built, and in the large cities rapid growth and extreme densrties made
highly efficient commuter rail systems a natural necessity. Therefore, from
the point of view of Europe, where only now, after a painful process of learning, a new renaissance of the railway is taking place, planning for public
transport in Japan is an example deserving worth studying.
Yet a look at Japan may also teach a Lesson about the risks of unconstrained engineering and economic rationality if they are not controlle«i by
a land use and transport policy guided by social and environmental concern.
The spectacular growth of transport infrastructure in Japan, including also
rail, has contributed its share to the imbalances in regional growth and
prohlems of overagglomeration in metropolitan areas such as exploding land
prices, congestion, noise intrusion and pollution. However, there are also
impressive examples of succassful environmental regulation and control in

transport.
This paper consists of three parts. The first part gives an overview of
the development of transport planning in Japan from its beginning to the
present. In the second part the Japanese situation is compared with current
transport trends and policies in Europe. In a concluding part it is asked
whether parts of the Japanese experience may serve as models for planning for

public transport in Europe.
The paper is based on research of the author during a one-year stay at
the University of Tokyo, Japan, and on the results of a survey on transport
research in t9 European countries conducted by the Network on Cornmunications
and Transport Activities Research (NECTAR) of the European Science Foundation
(Ni jkamp, Reichman and l,legener, 1990).

Transport Planning in Japan: Historical View
As an industrj.al nation, Japan is a latecomer. After 250 years of isolation under the Tokugawa Shogunate, Japan started its industrialisation period
with the foundation of the modern Japanese state by the Meiji restorati.on in
1868, when the European countries had already developed a sizeable industrial
hase. As a consequence it took Japan almost until" 1950 before less than half
of its economically active population worked in agriculture, fifty years later
than conntries like Germany or Britain (llegener and Shibasaki, 1989).

Ptewar Japan

Until the early l,leiji days, long-distance transport in Japan was largely
transport or walking or carryi.ng goods on unpaved trails winding through
the hilly countrysi,le. Even the Tokaido, the famous Eastern sea route was not
more than a narrow cobble-stoned road. The first railway, between Tokyo and
Yokohama, did not appear before 1872, and it took until 1890 and 1891 before
the western and northern parts of Japan were linked to the capi.tal by rai1"
The rivers in mountainous areas were largely unsuited for shipping.
sea
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Inside the cities again walking, carrying and being carried (by palanquin)
were the major transport modes. Most cities, such as Edo (today Tokyo), were
designed as castle towns with deliberately narrow and winding roads. Some had
moats and canals on which boat traffic like in Veniee was possible. The Ueiji
period brought the rickshaw and the horse-drar+n carriage and later the trolley
and the electric tramway. However, the narrorr roads of the pre-Meiji cities
were poorly fit for vehicles. Intra-urban rail travel started with the opening
of the ring or Yamanote line in Tokyo in 1910.

In the period between the wars private rail lines shaped the spatial
organisation r:f large cities in Japan like in no other country. These companies developed agricultural land along their originally electric tramways
fanning out from the central area as residential suburbs for the growing
number of white-co1lar office workers and so contributed to the seemingly
endless urban sprawl characteristic for Japanese cities today.
The Growth Period

After the war, the provi.sion of food and energy, housi.ng and the prevention of natural disasters were given highest priority. Transport became an
issue after 1950 when the sudden growth sparked by the Korean f,iar had revealed
the inadequacy of ports, railways and roads for the needs of the rapid economic development. Since this time transport policy has continued to play a major
role in national development planning of Japan. In a first period between 1950
and the mid-1970s, the construction of modern transport infrastructure was
considered to be a key factor for the promotion of growth in a rapidly devel*
oping industrial economy (Ohta, 1989).
In 1950 Japan had an extensive but inefficient railway network. All
tracks harJ narrow gauge and in mountainous terrain were slow and winding.
Therefcre it was decided to start a totally new standard gauge network of
trunk railways. In L964 the first 'buIlet train', the Tokaido Shinkansen
superexpres§, went into operation between Tokyo and 0saka. The Shinkansen runs
on a dedicated track with speeds up to 250 kmh and still today sets unmatched
standards in comfort, punctuality and safety. In 19?5 the Tokaido line was
extended to Hakata on the southern island of Kyushu. The trains travel the
1,070 km between Tokyo and Hakata in six hours (Figure 1).
In the same period it was decided to develop a new system of national
expressways to supplement the insufficient traditional roads of the country.
In the first Conprehensive National" Developnent Plan of 1952 the improvement
of major transport routes had the function to link growth poles such as the
'new industrial cities' dispersed over the country with the existi.ng agglomerations in the Pacific belt between Tokyo and Osaka. In 1966 the Cabinet approved the construct.ion of 32 routes of 'arterial motorways for national
development' comprisirrg 7,600 km. The first expressways constructed were the
Meishin Expressway between Nagoya and Kobe (1955) and the Tomei Expressuay
between Tokyo and Nagoya (1959). Until !975,1,50Ct km of expresslrays were
completed.

In addition an extensive programme was initiated to enlarge harbour facilities in connection with the'new industrial cities'. This led to a concentration of heavy industry relying on water transport mostly on landfiIl
sites reclaimed from the sea along the Pacific coast. Another progranme aimed
at the expansion and modernisation of airports to serve the growing rlomestic
and international air travel. For Tokyo, a new international airport was
planned at Narita, 70 km east of central Tokyo. However, due to violent political protests it took until 1978 until it was completed.
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Figure 1. The .9äjrkansen network in Japan.
During the stupendous economic growth Japan experienced in the 1950s and
1950s, population and industry became increasingly concentrated in the major

metropolitan areas, in particular in the Pacific belt region. Income disparities between the central and peripheral regions increased, and while problems
of congestion and overagglomeration appeared in the metropolitan areas, nonmetropolitan regions suffered from economic decline and depopulation. The
Second Comprehensive National Development Plan of 1969 addressed these problems by promoting the development of remote areas. Like its predecessor, it
promoted the extension of high-speed transport networks, this time not as a
key factor for more growth but as a means for spreading development potential
throughout the nation. Successive plans were enacted to extend the Shinkansen
and expressway networks and to tink the islands of the Japanese archipelago
by giant bridges and the Seikan undersea tunnel. AIso port activities were to
be developed, this time on the Japan Sea side, and a new international airport
was to be planned for the 0saka (Kansai) region. However, as the economic
growth of Japan continued, the centralisation of population and economic
activity in the Tokyo-Nagoya-0saka megalopolis went on.
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Stahj.e GrorEtk

The energy crisis af i.973 brsught a sud'len end to the period of hiqh
qrcwth of the Japanese econorny. At',-he same trme mcuntrng problems of water
and air pollutron from rndustrial scurces reguired a radical change of econ*mic poi.rc},. It. was rrr this perrod that Japan embarked on rts present polrcy
of promctrng gr*wth in high-fechnoloqy rndustries wi.th hrgh export orrentation. The 197lts also marked Japan's commltment to inlroduce strrct measures

of environmental control for industry and transport, as witnessed by ttie
adoptron of the emission control standards for cars of Calrfoi"n:"a, tlie most
,severe rn the world. The problem of regional disparities recerved even mcre

att,entionn anrl aEain transport infrastrrrcture was assigned a key functrcn in
makinE r*mote regicns more attractive. The Third Comprehensr-r'e National Devel"oprrrenl Plarr (19??) proposecl to extend the Shinkansen network by five more
li:"r*s beyond t-he i,wo rLew l"ines already under constructton (see Figure 1) and
the expressway system from 4,600 to 10,000 km.
At the encl of t-he 19?0s t-he concentrat:"on of populatron and employment
rn the metropolitan areas seemed to have stopped and the income gap between
the regions narrolred, but after 1982 the Japanese economy prcked up new growth
and the large cities, in particul,ar Tokyo, tookover new functions in:-nternatronal fj"nanciai and high-level business services with the effect that the
spat.ial polarisati.on of the territorial structure of Japan reconmenceo with
new force. The Fr:urth Comprehensive National Development Plan of 1987, which
is jn effect stili today, hopes to transform the "Tokyo-centred unipolar
concert'Lräticn patterrr" into a ",lispei:sed mul-ti-po1ar pattern" for t.he hi-,lh*
motrility society of the 2Lst century. Fcr thrs pu::pose. the present tree-like
transport. slrstem or:errted toirarii.s ?o}.:yo is tc be conr.'erted into a more rrer:iral
iattice*like rrel:work prcvidrng more equa1 accessibilrty tc all parts of the
country. To achieve this, t-Lre plan ca1ls for 12 more Shinkanserr ltnes {see
Frgure 1) and tolal cf 14,000 km of expressways.
?ran"spo:'f PJanning irt ?okya
D:rrinq World ldar lf half the houses in ?okyo were destroyed by air i-ards
.::-rd iis pop,rilatron had rlecreased from 7 miliicn to 3 miliicn. Af ter the i'lar
arnhitious plans to fundamentally reorganise Tokyo had to be scal-eil down for
lack of funds f or larrd :::ead jr:stment (llanayama, 1985 ) " At the same tirne reml"gra",icn and grüwl-ng rura.L imntigr:ation brought the population bacir to its

prewär population.
Dur:.ng the years of rapld economic grouth in the 1"960s, the Tokyo metro*
politan area grew hry 500,CtC{} persons annuallyn from 18 mrllron to 24 mrlLrcn,
half try natural increase, half by migratron" The huEe housing demand ccui-d
only be met by moving farther and farther out into the suburbs. Infrastructure
improvenent ccncentrated orr puhJ,ic lrousing rn order t,o relieve the growlnq
overcrowding of rush*ir*ur trarns. .Prom eariy aft-er the war ?okyc has contrnucusly extend+d ils subr;ay system to its present 1"0 iines with 2L2 km of
track. One ingenicus specialty of the Tokyc subway is how it rs lrnked with
th-+ ccmmuter: I'a"rlways outsrde the Yamanote loop either at or one statlon
befcr* Lheir terminals. In some cases the comrnuter ano subway lines stop at
tlre sanre platfcrm for easy transfer. In other cases the commuter trarn even
continues into the suhway network carrylng rts passengers without transfer
into central Tcrkyo. Today puhlic transport (including bus) accounts for T0
percent of the 50 million daily passenger trips in the Tokyo metropolrtan
area.. Current plans provide for the construction of three more subway and
several mr,)r:e commr'tter rail Iines.
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construction lagged behind. Sti11 i.n 1950 most residential" streets

in Tokyo were unpaved.

OnIy few major thorougrhfares had been widened after the
war. Hass motorisation hit Japan not before the 1960s. In preparation for the
1954 Olympics, Tokyo superimposed an extensive expressway system over :-ts
irregular street network. As no land had been set aside rn a longi-range land
use plan, the expressways had to be constructed usinq the space over exrstinE /
roads or, in central Tokyo, former castle moats. Today Tokyo's expressways, despite theirhigh toll fees, are heavily congested. As for lack cf space wrdenlng of the inner sections is hardly possible, current r.mprovements coricentrate on the completion of the regional network. Eventually the expressway
network will he a slzstem consisting of radial expressways leading into central
?okyo connected hy several rings.
Today the Tokyo metropolrtan area has a popuiation of 3tJ rnj.llion, of
which 11 rnillion live in Tokyo itself. Its commuters come from an area extending over fortr prefectures within 50 km from central Tokyc.

Present Situati.on and jutlaok
ToclayJapan, 45 years after its total defeat, has become one of the major
economic powersof the world.'In this period it has almost from scratch deveioped a hi,lhl-y efficient comprehensi."'e transport system. Today .fapan's transpart infrastructure compares irr density with that of central European
countries with a much longer t-ransport history (see Table 1i.

Tahle 1. T::arrsport infrastructi:re in selected countries, 1986 (m/kmz)
Country

Rai Lways

BeIgi"um

France
Germany, F.R.
Greece
I srael

Motorways
50

o.r

1L0
.!ö
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.i4
.l-
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34

Other

Roads

4,312

I

d?r']

L r71L

Italy

42
34

20

306
507
9?5

Japan

58

11

2,984

Netherlands
Portugal

68

48

2,32t

2

Spain

25
69

5?0
331

United Kingdom

0

.tn

z,

11

1 \??

Sources: Eurostat, Statistisches Bundesamt.

The Shinkansen, now almost thirty years o1d, stilI sets unmat-ched standards for speed, comfort, punctuality and safety" llith the nearly completed
link connecting its two Tokyo terminals and new even faster, quieter and mo::e
luxurious trains it impressively dernonstrates the potential of 'traditional'
railway technology combined r+ith advanced telecommunications to compete with
hoth the car and the airplane" The twelve largest cities of Japan today have
urban express railway or subway systems (ltinistry of Construction, 1990),
which are unsurpassed in efficiencyf reliabi1ity, cleanliness and safety. Twc
more cities have nonorail systems. Buses in large cities are frequent and easy
to use, even for foreiqner§. In small-er cities and rural areas mi,xed systems
(rail and bus) provide acceptable levels cf service even in Loi*-Censity
neiEhborrrhor:ds and remote vil1ages.
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A; a csiselir:ence. japan siäi:ds üut amcnE the i.ndustr:.ai:.se+ countrles b:,
rr r i,-Eil i.licpcrtio:r cr p;ssen,ler irlps perfsrmed wrth pub1lc ir-ansport. Nea::l"y
c;,e :'.aii ci aIi dcmest rc surf ace passenger kiiometres are travellecl by rarl
cr i:uri. ccmpared urth än averaEe of 1? percent in'n"estern Europe (see Table
ll ) . J,rpan iras . f o:' rr-s high ie.,rei cf af f luence, also a surprisrngly lcw ie're1
of l:ar cwnership ial-i-hcugh this niimher r-s drstorted by the fact that fcr ta;.:
reäijons marry private cars rn Japan are regrstered as commerciaL vehrclesl. Tire
lrr^',;ar ownershrp may be botl: cause and effect. Eecause ownlng a car ls expensive anil sometimes impossible in Japanese cities (as car registration ls
linked to the availability of parking space), many people depend on public
transport for thei:: daily travel. But because of this. publrc transport
patronage is high arrd hence puh:lic transport service car:": be frequent and
attractive. This in turn makes owning a car less neressary anci so car cwnersirip, though it is rising, remains relatively low.'dhater:er the reasons for
lcwcar cwnership ar:d high puhlic transportusage, they contribute to the fact
tliat the average Japanese consrrmes only abcut haif as much enerEy per )'ear as
the averagre West Eurcpean.
'faDle

z

Demestic surface passenger transport bl' mode rn selecte,i ccr:ntrtes
{percent pessexEerjkni) and car or+nershrp, 1"98[,.
Dr i L/1-'rc
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In Japan public transport is today one of ti:e rna3cr fields of technological experimentatton. In no other couniry can one ft-nd so manY pl-ans,
projects and pilot implementations of technologically adrranced new public
transport systems. Ttiere are presently two different MAGLEV {magrretrc levita.tiorr) systems r:nder deveicpment; one of them, the Linear Express, is designated to run on a new mor:e clirect j.nl"and route bet';een Tokyo and Naqoya,
a pcrticn of which will soon be constructed as a reference line for f:nal
t-estinE. fn several cities there are alreariy today monorail systems of var:.cus
designs rn operati6n, e.g. the A).weg monorail (now almosl 30 years old) leadinE tn Tr:kyo's Haneda airport, the Kobe Portliner or the Kitakyushu ürban
l,fonaraii,'ma.ny more LRT systems, inclr:ding a.f,-lnear Hetro (with linear motor)
a::e unde:' stud. " Bus passenEer information systems providing online rnforma-t ion ahorrt. approaching huses to passengers at bus stops are standard
equipment rn most Japanese cities. No other archipelago countryhas linked i-ts
islands with so many tunnels and bridges, some of them breath-takrng engineering achievements. The 53-km Seikan railway +,unne1 between Honshu and
Hokkaidr: p::esently is the longest. undersea tunnel in the world, and the nei^r
§eto-Ohashi combined rail and rcad bridge linking Shikoku to Honshu is ane of
the .lar:gest- suspension hridges of the wor1C.
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Another field of experimentation is the institutional setting of public
transport. Japan has a long tradition of private railways which were economically successful, whereas the national railway company JNR accumulated an
enornous deficit. In 198? the government decided to divide JNR into six private companj.es each in charge of one part of the country (plus a freight
company). All these companies have since reported profits. Public transport
in metropolitan areas is financed with the help of public subsidj.es on investment, but increasingly it is also attempted to extract some of the necessarY
funds from land owners benefitinq from the transport improvement using valuecapture policies (Hayashi, 1989). Because of high densities and consequently
high load faetors most public transport companies operate profitably,
therefore public subsidies on operations are minimal.

An

Alternate

View

However, it is also possible to look at transport planning in Japan from
a more critical point of view. From this perspective Japan may teach a lesson
about the risks of unconstrained engineering and economic rationality if they
are not controlled by a land use and transport policy guided by social and environmental concern.
First of all, the impressive development of public transport infrastructure and services cannot be attributed to a declared policy of public
transport promotion over road transport. Rather in all government documents
both rail and road are treated on equal terms as key infrastructures for the
economic growth of the country. In fact the growth of the expressway system
(which expanded by a factor of six since 1970) has been even more spectacular
than that of the high-speed rail system. In additi.on there are signs that
japan is following the path other industrial countries have gone already as
the share of passenqer transport by rail is constantly decreasing (from 67
percent in 19?0 to 47 percent today. see Japan Ministry of Transport, 1989).
Rail has lost already out in qoods transport, where, just like in the Netherlands, only less than five percent of all freight is still shipped by rail
(see Table 2).

Table

3

Domestic surface goods transport by mode
(percent ton-km).

Country

Road

Water

20

E

?n

5

15

26

:

J9

f'rance
Germany, F"R.

29
26

27
51
45

9

85

5e
4

504
31
49

Japan

Netherlands
Switzerland

United Kingdom
a

1987

Sources: Japan Hinistry
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in selected countries,

42
10

of Transport, Statistisches

80

Bundesamt

5

45"
qC

;

10
9

9

1986

I{§§ENER: PLANNING FOR PUBLIC TRANSPORT

I}i

JAPAH

There can be no doubt that the spectacular growth of transport infrastructure in Japan has contrrbuted its share to the rmbalances in regronal
growth and prohlems of overagglomera,ti.on in metropolrtan areas. Despite the
numerous acclamations of the nationaJ- goal to reduce disparities between the
regions. the actr:al pclicies always rernforced the already overpowerrng role
cf the capit-a1 region. It is a renrarkable featr:re of transport plannrng i-n
Japan tiiat notwitl'lstanrting signifrcant changes rn the overall goals of nätional" planning, Lhe policy recommendations always suggested the extensron of
highest-1evel transport infrastructure rn the form of high-speed rarl and expressway lines leading to arrd from Tokyo - in contrast to concepts sr:ch as the
Swiss Baltn 2A00 r.rhich focus on improvrng the lower levels of ihe networks.
,§imilarly, transport planners in metropolitan areas. when confronted w:-th
the growrng ccnse'.fuences of overagglomeration such as explodrng land prlces,
congestionr noise intrusion and polluti-on, have invariably resorted to recommendinq even more expressways, wider roads and still more efficient publrc
transport systems (Toyota Corp., 1990). In the Tokyo rnetropolrtan area this
lias led, ln conjunction with the mechanisms of a practically unregulated,
hi,Jhly speculative land market, to the present enormo:.ts expansion of the
densely Fopuläted area and extreme duratlon of commuting times to the still
centraiised work piaces. The dilemrna of the transport planner is that each
i.mprcvement of t.he transpo::l infrastructure, while it seems to offer a shortterm soluticn tc the capacity bottlenecks, in t-he long run actuail.v worsens
the situation as it stimuLates further land prrce rncreases and so forces
lower- and midclle-class households to set-tle even further cut at the frrnqe
r:f the ever-expancing rnetrcpolis.
Another effect of exaggerated land prices in metropolitan areas rs lhat
Land for transpo::t rnfrastructure becomes prohibitively expensive. The characteristrc response of Japanese transport planners to this srtuaticn are plans
to build 'deep-undergrcund' suhway or expresswai'J"ines in the central areas,
i,e. in tunne.l$ more than 50 metres below g::oun'I +ihere, according to traditional japanese legai practice, iarrd properr,y righ'us do no longer appty. One
exampie of 'deep-underground' expressway is the projected new National Route
2A ac:I'oss Tokyo's centrai districts. A si.milarly technical solutron to a
problem i.ihich is essentially a political one are the vast land reclamation
projects underway in Tokyo Bay because they are profitable only if they are
calcr:lat-.ed on the basis of the same exaggerated lanrl prices they originaily
were i,ntended to hring down.
0rre of, the darkest s:-des, finally, of the extraordinary growth of the
transport system in Japan are its environmental impacts. Although air quaLity
in Japanese urhan areas has improved considerably since ii.s peak in the late
1"96CI, in particular with respect to sulphur djoxide and carbon mcnoxtde, 1rttle improvement has h*en made for nitrogen oxide (uistii"oka, L989). Thi-s situatjon is mainiy Cue to the unantrcrpated increase of diesel engines in trrrcks
as taday more than 90 percent of all land goods transport in Japarr is performe,l hy truck. Transport noise is another urrresol'red environmental. prohterr.
According to OHCD (1986) estimates more than 80 percent of all peopLe irr japan
were exposed to transport noise of more than 55 dbA rn 19B0, and given the
rapiC. increase of car cwnership in iapan if anything this situation rnust have
got uorse. Also where the Shinkarrsen travels through densely populateC areas
of, säy, Nagoya or Osaka, serious problems of noise rntrusion occur.
0n the other hat:d, the progress in environmental quality made by Japan
since the eariy 1970s must be called amazing" In almost every respect, be it
on ä per capita ol: per GDP basis, transport-related emissions are only a
fraction of what they are in co:nparable European countries such as l,Iest Ger-
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many, the United Kingdom or France (Nishioka, 1989). It is a familiar sight
to see in Tokyo's streets air pollution displays installed in the early 1980s
(when pollution levels were sti1l much higher) showingr aII zeroes, i.e. measurements below the indicator range.

Japan and Europe Conpared
Despite many differences between the countries in Europe, there are several common trends in the socioeconomic context of transport which are similar
to the developments in Japan, such as the decline of birth rates and household
size, the increasing life expectancy and the general increase of household
incomes and, in the economic field, the transition from traditional to sophisticated products, the growing importance of small and medium-sized firms
with highly qualified workers and the revolution in international trade due
to telecommunications. Also the same technological trends exist both in Japan
and in Europe: the impacts of microelectronics on traffic management and vehicle production, of advanced materials on vehicles, tracks and communications
systems, änd of computerised'logistics on production and distribution. Other
trends and developments in Europe are significantly different from those in
Japan such as the tendency to shorter work hours or the much stronger trend
to decentralised, low-density housing.
As a consequence, there are in Europe as in Japan largely the same basic
trends in transport behaviour: In passenger transport there is a common trend
to faster and hence lonqer trips fuelled by the growth in car ownership, despite sti11 large differences between the European countries. In Japan car
ownership is sti1l relatively low compared with European countries of similar
affluence, so the growth potentiaJ- before saturation is still substantial.
With growing car ownership, also in Japan the proportion of car trips grows
at the expense of trips by public transport, bicycle and walk, although this
development is retarded by the excellent public transport system, At the same

time the composition of trips is changing: less work trips, but more shopping,
business and lej.sure trips - this trend is still less pronounced in Japan.
In goods transport there is in all countries a dranatic growth in transport volume as a consequence of more consumption and increasing spatial division of labour and internationalisatj.on. This is accompanied by a shift from
rail to road with overcapacities on rai.lways and increasing congestion on expressways. Irr t}:is respect, as it has been shown, Japan has progressed further
than most European countries.
Transport policies in all countries have responded to these developments
i,n a variety of lrays, and here more distinctive differences between Europe and
Japan appear: The energy crises of the 1970s had lasting impacts on the way
people think about transport. The 1960s in most European countries, just as
in Japan, were the years of rapid improvement of the infrastructure in Iine
with the growth of the economy. This growth period was interrupted by the
energy crisis. From now on the emphasis in transport planning shifted from the
construction of new infrastructure to a better utilisation of existing networks through traffic management and control - in contrast to Japan where
expansion of the transport infrastructure remained the dominant goa1.
At the same time the economic recession affected public budgets so that
less money was available for transport investment. As a consequence, but also
as an effect of changing economic doctrines, in many countries parts of the
transport sector were deregulated or privatised, although rarely as exten-
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sively as in Japan. In conjunction r.iith the partial retreat of the state from
strong intervent.ionist action, transport pianning has become more incrementai
and short-range - a trend not found in centralist Japan.
The most impr:rtant difference between Europe and Japano however, may be
the r.reight given to environment-al impacts of transport. At least rn the mcre
industrial-ised cr:untries of Europe environmental concerrrs today play a prrmary
role in transpor'!: planning. Car traffic restraint measures such as speeii iinr*
its in residentiai areas, pedestrianisatron of inner-city streets or parkrng
restrictiqns in central areas are now common practice. It is also common that
largte transport projects are fought through the courts hy environmentalist
Eroups and sometimes del.ayed by years. In Japan, however, the errvironmentalrsi
movement is still very weak, and althr:ugh'coexistence between people and
cars' is being frequently referrerl to as a goa1, it still plays only a mj,ncr
role in t"he aet.r:a1 policy-mahingr and planning.
Can IIe Learn from Japan?

The next decade is abcut tö brj.ng furrdamental changes of the spatial
orqranisat-ion of society in Europe. The socioeconomrc and technological trends
di.scussed above will generate new locational patterns, change the relationships betwean city and r:cuntryside and witl bring about new forms of spatiai
interaction. Future polit:-cal changes - the Single Eurcpean Market and t.he
opening r:f the borders to Eastern Europe will shift the weights hetween the
regi.ons and create new transport and communication flot+s.

for transport planning in Europe.
The t.ransition to the postindustria] society will not he r+ithout frictic'n, but
will be connect.ed with sc,cial tension, economic conflict"s and ecological
risks. Tn particular the role of mobrl.i-ty in our life will beccme a centrai
issue. Shou]d we proceed in the trend t-o ever*increasing spatial" drvision of
labour and mobility for the sake of economic grovrth or individual self-ful*
filrnent, cultural enrichment or whatever other reasons? Fortunately, the
a9rarenes,s for the social anrl ecological consequences of unlrmited growth of
indiviflual mobitity is increasing. In our search for ecologically less harmful
forms of ccllective mobility, the success stories of Japan's planning for puhlic transport carr teach Europeans many lessons" Even if not all aspects of the
Japanese morleI are transferabl"e, the creativeness and innovativenes§ of tl:e
solutions for puhlic transport found in Japanese cj.ties deserve admiration and
These changes

will

mean new

challenges

careful study.

Jn a more general sense, the answer to the question whether ue can learn
from Japan depends on our aititude tc,wards thre future. The Japanese transport
planners have an opti"mistic vievr -r-owards it and believe that technology can
rontri:bute to imprcving the situation of rnankind. Eurcpean planners have seen
so rttany technological solutions turn into ecological failures and hence have
ä more disilh:sionerl view. Hor,rever, well-founded ecological concerns may also
lead tc a sitr:ation where necessary innovations are delayed or become impossible. Japanese transport planners, who have always looked to Europe as their
model to follow, now sometimes laugh at our timidness.
It might be a worthwhile goal to find a synthesis between the ecologyorientation of the European transport planner and the innovativeness of his
Japanese colleagiue. The time is ending when only the Japanese transport planners came to Europe to learn from our experience. In the future we can learn
from each other.

l-L
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