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Foreword

			Professor John A. Black (below I refer to him as John) and I first met in August 1986. I presented a city simulation model that was under development at the time at the session he chaired at a land-use and transportation symposium at Monash University, Melbourne. I knew his name from The Land-Use Transport System, co-authored with Professor Blunden, but I remember being quite surprised because I never thought he would be such a young Professor. On the way back from the symposium, I stopped by in Sydney and visited his UNSW’s laboratory. It has been 35 years since then, and our relationship between public and private has continued. In the meantime, I have taken care of him in Japan, but for most of the time he has continued to help me.

			John’s co-authorship of The Land-Use Transport System represented the first masterpiece on the interaction between transportation and land use and is the starting point for researchers in relevant fields. Since then, John has been active as an internationally prestigious researcher in a wide range of transportation-related fields, from transportation engineering to finance. One of these contributions was in the World Conference on Transport Research Society (WCTRS), at the 5th conference in Yokohama in 1989, when I was the secretary-general of the executive committee. At that time, he cooperated with the management organizers as a member of the thesis award selection committee. From then on, he actively participated in the management of the WCTRS academic society, and, in 1995, invited the 7th Congress to Sydney that became a great success with him as the Chair of the Organizing Committee. Since then, he has made a great contribution to the development of WCTRS as a member of the International Steering Committee. There are many other things to mention, such as him leading the launch of the timely Journal Transportation Research D: Transport and the Environment.

			In 1999, I was able to secure an invitation Professor position at Tohoku University, where I was a Professor at the time, so I recommended John as a candidate to the personnel committee without hesitation. In addition to international recognition, his ability to deliver academically and his engaging personality were the reasons for his recommendation. After coming to Sendai, I instructed doctoral students from Mexico, Thailand, and Japan who were enrolled in my laboratory. They received more enthusiastic guidance than I gave them, and were greatly inspired by a world-renowned professor, who deepened their research approach. They grew spiritually and are now active themselves as researchers of internauional standing. John has been conducting joint research with many Japanese researchers other than myself through encounters at international conferences, and so on, not only in Japan but around the world. He has co-authored dozens of papers with Japanese researchers. In addition, he has contributed widely to the provision of international information to Japanese researchers, including reviews of publications in English by Japanese people.

			In addition, when looking at things other than academic, John has a deep general knowledge of Japan. He studied under a famous Japanese painter, drew ink paintings, and wrote haiku with various friends. I am impressed by his continued interest in Japan. From time to time, is not uncommon for me to rush to find out the answer to questions in emails about Japanese matters. 

			This book can be said to be the results of one of John’s insatiable inquisitive spirits from the transport academic field to the general liberal arts field. The publication of this book may be an end break for John, but I believe that it will be an opportunity for readers to deepen the connection with Japan, foster new encounters, and develop new themes.

			6 June 2021

			Kazuaki Miyamoto

			Professor Emeritus of Tohoku University

			Professor Emeritus of Tokyo City University

		

	
		
			序文

			Professor John A Black（以下John と呼ばせてもらおう。）とはじめて会ったのは1986年の8月であった。メルボルンのMonash大学で開かれた土地利用と交通に関するシンポジウムにおいて彼が座長をしたセッションで、私がその時開発中であった都市シミュレーションモデルの発表をした時である。それまでも彼の名前はBlunden教授との共著「The Land-Use Transport System」で知ってはいたが、まさか、こんなに若い青年教授とは思ってもいなかったので随分驚いたことを覚えている。その帰路シドニーに立ち寄り、UNSWの研究室を訪問した。それから早35年、公私にわたる付き合いが続いている。その間、少しは私が彼の世話をしたこともあるが、ほとんどの場合は継続して彼に助けられてきている。

			Johnの共著「The Land-Use Transport System」は交通と土地利用の相互作用について最初に書かれた名著で、関係する分野の研究者がその研究の基点としている。それを皮切りに、Johnは交通関連の広い分野で交通工学からファイナンスにわたり国際的に権威ある研究者として活躍してきている。その一つの場として世界交通学会（WCTRS: World Conference on Transport Research Society）が挙げられるが、その最初は私が実行委員会の幹事長をした1989年の横浜での第5回学会である。その時は、論文賞選考委員会のメンバーとして大会運営に協力してくれた。それを契機に、WCTRSの学会運営に積極的に参加し、1995年には第7回大会をシドニーに招致し、実行委員長（Chair of Organizing Committee）として大成功を収めた。その後もSteering CommitteeメンバーとしてWCTRSの発展に多大な貢献を果たしてきている。他にも枚挙のいとまがないが、時宜を得た雑誌であるTransportation Research D: Transport and the Environment Journalの立ち上げをリードしたこと等があげられる。

			1999年になるが、私が当時教授をしていた東北大学で招聘教授のポストを確保することが出来たので、迷わずJohnを候補者として人事委員会に推薦した。国際的な知名度に加えその行動力と人柄が何よりの推薦理由であった。来仙後、私の研究室に在籍していたメキシコ、タイ、そして日本人の博士課程学生の指導をしてもらった。私以上に熱心な指導を、しかも世界的に著名な教授から受けた彼らは大いに刺激を受け、研究の深度を深めると共に精神的にも成長し、現在は国際的な研究者として活躍している。Johnは日本国内だけではなく、世界各地での国際学会等における出会いを通して、私以外にも多くの日本人研究者と共同研究をして来ており、日本人との共著論文が数十に及んでいる。さらに日本人による英語での出版等のreviewをはじめ、日本人研究者への国際的な情報提供でも広く貢献してきている。

			一方、学術面以外に目を転じると、Johnは日本に対する全般的な造詣が深いことが挙げられる。有名な日本人画家に師事して水墨画を描き、また、多彩な交友関係の友人と俳句を詠むなど、日本のことに関しては悉く興味を持ち続けていることに感心させられる。時々着信する日本の事柄に関する質問メールの中には、私が知らなくて慌てて調べることも少なくない。そのJohnの学術分野から一般教養分野にわたる継続して飽くなき探究心の一つの集大成が本書と言うことが出来よう。

			本書の出版はJohnにとっては一つの区切りであろうが、これまでの日本とのつながりをより深めるとともに新たな出会いを育み、新た

			なテーマに発展する契機となることを信じている。

			2021年6月

			東北大学（Tohoku University）名誉教授

			東京都市大学（Tokyo City University）名誉教授

			宮本和明（Kazuaki Miyamoto）

		

	
		
			
Preface

			Nearly 50 years ago, my passion for Japan was fired when I stayed in a farmhouse near Ōami (now Ōamishirasato City) in Chiba Prefecture and jogged through sloping hills, and what were, in those days, majestic scenes of rice ripening in paddy fields. Over subsequent years, as the farmlands disappeared under Tōkyō’s urban sprawl, my research, teaching and consultancy took me frequently to Japan where I received appointments at three universities. In my spare time, I either travelled extensively across Japan (in addition to my research) or read books on Japanese history, literature and poetry, including visiting historical sites following in the footsteps of the famous haiku poet, Matsuo Bashō (1644–1694). To more fully understand these walking pilgrimages that Bashō undertook I studied Tokugawa history and the main characters behind military, political and economic change during the Edō period (1603–1867). 

			The genesis of the idea to convert this accumulated Japanese experience into a book on the history of transport and the changes to institutions and organisations was prompted when Emeritus Professor Malcolm Tull, Murdoch University, Australia, drew my attention to the theory of the new institutional economics (NIE) applied to port administration and governance. Malcolm organised an international conference on maritime history held in Perth, Australia, in 2016, so I applied concepts of institutions and organisations to trace the history of port development in the Ōsaka region from ancient times to the beginning of the Meiji restoration (Black and Lee, 2016), extending the narrative to the present (Black, 2021). Using a similar research methodology, chapters on other transport modes and integrated land-use and transport developments were added.

			In compiling this manuscript, no one source of funding has been received: instead, grants and support over the years have come from diverse sources. In terms of acknowledging these sources, that, in addition to the specifics of the research projects that I cite in this Preface, I thank the following: The Japan Society for the Promotion of Science (two Long-term Fellowships); The Center for North East Asian Studies at Tōhoku University, Sendai (two Visiting Professorships); The Graduate School of Environmental Studies, Nagoya University (Visiting Professor); Faculty of Engineering, Saitama University (Visiting Professor); the United Nations Development Program on Managing Rapidly Growing Asian Cities; the East Asia Society for Transportation Studies International Collaborative Activity (EASTS-ICA); the Economic Intelligence Unit of The Economist on an institutional analysis of public-private partnerships (PPP) and economic infrastructure in Japan; the UNSW Sydney special studies program for research into international airports and the environment; and Urban Research and Planning (URaP) International, North Strathfield, NSW, Australia, for funding research into: land-use developments at major railway stations in Japan; on tsunami evacuation modelling in Miyagi, Iwate and Kagawa Prefectures; and with social capital funding in Takamatsu, Shikōku. An appointment at Southern Cross University in 2017–2018 as an Adjunct Professor to advise Professor Scott Smith, Dean of Engineering, Science and the Environment on academic links with Japan has given me support to complete aspects of my research through funding from the Australian Government’s New Colombo Plan to mentor Australian engineering students in Japan.

			In addition, some of the research findings are the result of collaborative efforts with colleagues in Japan and elsewhere over many years. My Japanese friends have translated material from Japanese into English: Dr Masaki Arioka; Ms Michiko Arioka; Dr Ji Myong Lee; and Dr Kaori Shimasaki. Competitive funding (with Professor Danang Parakesit, Universitas Gadjah Mada, Indonesia) under the Australian-Indonesian Governance Reform Program (AIGRP), administered through the Crawford School at the Australian National University, allowed me to visit Tōkyō and discuss financing for metro systems and transit-oriented developments. The Planning Research Centre at Sydney University (Professor Ed Blakely, Professor John Renne, Dr Santos Bista), in association with Jackson Teece Architects (Mr David Chesterman, Mr Carlos Frias and Ms Nadira Yapa), undertook a transport-oriented development study for the New South Wales Roads and Traffic Authority (now Transport for NSW), where, in Japan, the following people provided valuable information: Dr Masafumi Ota, Manager, Project Coordinating Secretariat, Planning and Administration Division, Railway Headquarters, Tōkyū Corporation, Tōkyō; Mr Dongkun Oh, Assistant Manager, Residential Realty Division, Residential (Development) Headquarters, Tōkyū Corporation, Tōkyō.

			The propositions of institutions and organisations as a conceptual framework for the history of transport in Japan were tested at the Oxford School of the Environment, Transport Studies Unit during a research seminar held in February 2017 (Black, 2017). I am indebted to Professor Tim Schwanen, Director, for hosting me in 2017, and also to his academic colleagues, Emeritus Professor David Banister and Dr Geoff Dudley, for providing advice on possible conceptual frameworks, and to Dr Heuishil Chang for her research into aspects of contemporary Japanese society. Reginald Fisk, former policy advisor to the NSW Minister for Roads, Duncan Gay, has provided invaluable advice on the general workings of institutions—parliament, government and the bureaucracy. The research on canals was greatly assisted by Tsuyoshi Shimasaki (Minato Museum, Tōyama).

			There are so many people to thank, but five Japanese research colleagues must be acknowledged at the outset. First, my oldest academic colleague is Emeritus Professor Kazuaki Miyamoto, now advising Pacific Consultants International, Tōkyō, who kindly wrote the Preface to this book. Secondly, my oldest Japanese research collaborator is Dr Chiaki Kuranami, Padeco, Tōkyō, a doctoral student of mine from the late 1970s, who invited me to stay in his parents’ farmhouse in Chiba Prefecture in 1983. It was in that year when I first met Professor Hideo Nakamura (Tōkyō University)—the leading transport academic at the time—with whom I shared an appointment on the World Conference on Transport Research Society International Steering Committee. Fourthly, Professor Yoshisugu Hayashi (formerly Nagoya University) and now a Senior Research Professor at Chūbu University, and his graduate students at Nagoya University, all have provided a source of intellectual stimulation on urban development and transport issues in Japan. Of more importance in the final checking of this manuscript is the gift that Professor Hayashi gave me: Japan—An Illustrated Encyclopedia (Kodansha, 1993). He said that I knew more about the history of Japan than he did and added that everything I needed to know was in that encyclopedia. His modest admission about the first point was incorrect, but he was certainly right about the latter statement. Fifthly, Dr Masaki Arioka, whom I met when he was the Kumagai Gumi Director of the Sydney Harbor Tunnel construction project and I was undertaking an independent review of the tunnel traffic forecasts for the New South Wales Department of Planning and Environment. He is a founder member of the Tōkyō-based NPO Strategic Lifecycle Infrastructure Management (SLIM)—an NPO that I joined to assist with the debris management study following the March 2011 Northeast Japan earthquake and tsunami. Many of Dr Arioka’s senior engineering colleagues, such as Emeritus Professor Katsuhiko Kuroda at Kōbe University (on ports), have accompanied me on fieldtrips and given me insights into many of the construction projects on which they were involved. 

			Finally, none of this research would have been possible without the continued support of my wife, Professor Deborah Black. She not only pursued a full-time career as a senior academic at UNSW Sydney, and then as Deputy Dean Student Life in the Medical Faculty at the University of Sydney, but she also brought up our children during the periods of my absence in Japan. 

			On 31 December 2020, my mother, Betty Black, would have been 100 years old, so, in her memory, I dedicate this book to her with affection. She greatly supported me, and encouraged my school and university education, all at the expense of her educational opportunity in the mid-1950s by declining an offer from her then employer to enroll in optometry at London University. When she worked as an executive assistant at Odhams Press, London, prior to the Second World War, she dealt with communications with Japanese publishers so it could be said there has been a family Japanese connection for over 80 years.
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1. Introduction
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			The cover to this book alludes to technological change in transport where a magnetic levitation rail car is seen projecting from the firebox of a mid-19th century British railway steam engine. The stories behind these inventions, and numerous others, that have progressed all forms of transport over land, sea and air, are the people in the institutions and organisations whose policies, rules and regulations have brought ideas to fruition. Here, ‘institution’ means the mechanisms of governance of a geographical territory. A distinguishing feature of a primitive society is “social organisation” (Nash, 1967: 5) but this evolves with different historical epochs each having distinctive and complex institutions. 

			The term ‘institution’ for a nation extends from its constitution to other governing organisations that have a less secure constitutional basis, such as provincial and local government, the bureaucracy, political parties, trade unions and lobby groups. As Hague and Harrop remark “As we move away from the heartland of constitutionally mandated structures, the term ‘organisation’ tends to supplant the word ‘institution’” (2001: 63).1

			Throughout history, it is largely the power sanctioned by central governing institutions that progress personal mobility and the ability to move goods. This book is a short history embracing all modes of transport in Japan. The themes identify the governing authorities of institutions and describe what factors have influenced their major transformations over time, and demonstrate, at the same time, how transport has evolved. When interpreting the history of transport, one way to understand the distinction between the institutions and organisations of the economy—respectively, the public (government) and the private sectors, or the civic and civil sectors2—is to think of the political institutions of government extending back over time and to consider their long-term evolutions, in which are embedded much shorter-term changes in transport innovation and administration. 

			In the descriptive narrative and interpretations of institutions and organisations covered in subsequent chapters, the following transport-related questions are posed.

			
					Throughout the history of transport innovations and policies that relate to the movement of people and freight—from archaic times to the present—both civic and civil society have been intimately entwined in one way or another to deliver progress, change and technological and managerial innovation. Who were the relevant institutions and organisations in society? What were their respective roles in relation to the movement of traffic on all transport modes, especially issues of authority and power relations?

					By placing people at the centre of this enquiry, an obvious parallel question would be: who were the key players behind the changes in these institutions and organisations and what tangible things did they achieve in the transport sector?

					The transfer of knowledge and its adoption that, in turn, influences change is facilitated by the technology of transport and communications available at any point in history (Grayling, 2016), so to what extent is any country influenced by overseas ideas in the transformation of its institutions, organisations and transport?

					What might the future look like in terms of institutions, society and transport?

			

			Such questions are answered in this book with a case study of transport in Japan from archaic times to the present. This book represents a vastly more ambitious extension of the author’s description of institutional changes and the changes in the provision of transport infrastructure services in Australia ‘bookended’ between the 1956 Melbourne Summer Olympic Games and the 2000 Sydney Summer Olympic and Paralympic Games (Black, 1999). These questions can be addressed more readily in relation to contemporary societies where data are freely available. Every advanced economy, including that of Japan, would have detailed descriptions, accessible in the public domain, on its institutional and organisational arrangements for transport, including its regulatory framework: who plans, approves, funds and finances, builds and maintains transport infrastructure. However, to reveal the past entails interpreting material from a wide range of sources.

			To tease out the evolution of institutions, organisations and transport requires a broad search of historical accounts written both in English and in Japanese. Published in English, there is scholarship rich in details of ancient and modern aspects of Japan, its politics and economy. Computer search engines and the website Academia allow access to data bases that contain relevant articles. Extensive use of Google translator was made to convert text in kanji and katakana into English. As with some historical writings, there are variants in dates in the original source material, so I have resolved these differences by resort to Japan: An Illustrated Encyclopedia (Kodansha, 1993), written by leading Japanologists. Material extracted from published secondary sources has been carefully checked from this encyclopedia.

			The methodology on which the manuscript is based also includes: extensive site inspections of all form of transport infrastructure; visits to museums and art galleries—especially the woodblock prints of Hiroshige and Hokusai that depict famous scenes on medieval roads; publications and reports in English and in Japanese; reference to old maps and artworks; and historical novels, such as The Tale of the Heike3 Interpretations of data collected have been aided by my numerous Japanese academic colleagues, and by the engineering members of the Not for Profit Organisation (NPO), Strategic Life-cycle Infrastructure Management (SLIM), Tōkyō, whose members arranged fieldwork excursions for me to the many transport projects that they helped build, or they studied when they were students in the 1950s and 1960s.

			In surveying the contemporary transport scene, when attempting to answer some of the questions posed earlier, government officials and consultants have been interviewed. Today, in Japan, there are three tiers of government—national, prefectural (and city) and local. The civic sector comprises an elected Parliament, government bureaucracies of which the Ministry of Land, Infrastructure, Transport and Tourism is the most relevant to the transport sector. The sector is a mixed one, with government-owned ports, canals and airports, prefectural highway departments, private railway companies, public and private bus services, private-sector logistics companies, and, of course, a population wedded to personal mobility with motor cars and bicycles. Examples of such fieldwork and interviews by the author include published studies on railways and transit-oriented development (Black et al., 2016), Ōsaka seaports and canals (Black, 2021) and emissions from the Hanshin Ports (Styhre et al., 2017), and unpublished investigations into roads and airports. 

			Study Area and Time Periods

			For convenience of exposition, and for its historical association with the formation of the early Japanese state (Kawanabe et al., 2012), most of the selected case study area comprises of the Kantō region in central Honshū (containing the prefectures of Tōkyō, Chiba, Saitama, Kanagawa, Gumma, Ibaraki and Tōchigi) and of the Kansai region (a historical and cultural term loosely applied to Ōsaka, Kyōto and Kōbe). Today, Kansai (https://en.wikipedia.org/wiki/Kansai_region#/media/File:Kinki-en.png) and Kantō are distinct regions in the minds of Japanese people. Used in documents some time before the 10th century, Kansai (“west of the barrier”) is in contradistinction to Kantō (“east of the barrier”). Added to this study area is the Hokuriku region to the north of the Japanese Alps because of its historical trade links with the core study area between Ōsaka and Tōkyō. The study area includes a well-defined geographical region on Honshū Island that the Japanese refer to as the Tōkaidō Megaroporisu or the “Super Mega Region” (https://transportgeography.org/contents/applications/transportation-mega-urban-region/tokyo-osaka-corridor-tokaido/). 

			The Tōkaidō Megaroporisu is a general term for the approximately 500 km stretch of land that accounts for only 17 per cent of the nation’s area along the Pacific coast of the island of Honshū extending westwards from Tōkyō to Ōsaka and Kōbe. This region is the political, cultural and economic heartland of Japan. As of January 2020, its population was 66.48 million (just over half of the national population) and its annual GDP (in 2016) was 311 trillion yen—very similar to the GDP of the United Kingdom (Central Japan Railway Company, 2020: 22). 

			Nevertheless, certain transport developments require discussion that extend beyond this land-based study area—air travel and ocean and coastal shipping being obvious cases in point. Historical sea routes of Japan connecting China, Korea and other Southeast Asian countries via the Setō Inland Sea are considered as an integral part of the core study area. Another example is the early fortified trading seaport of Dazaifu on the Sea of Japan (near present day Hakata). Similarly, when discussing developments in aviation in the first half of the 20th century, it should be noted that Japan had overseas territories in China, Taiwan and Korea.

			The time frame starts with the “dawn of civilisation” in Japan (Deal, 2005: 12) and ends up today, with speculations on possible reforms to the Japanese transport sector in 2022 and beyond. A periodisation scheme is adopted that divides the continuous flow of social events and institutions into a number of discrete time periods. As such, any classification scheme is a historical concept devised by historians. An obvious starting point for a non-historian is to consult The Cambridge History of Japan (Hall et al., 1990, 1993, 1999) where the defined periods are labelled: ancient; Heian; early medieval; Edō; and modern, or to look at the chronology in Wikipedia (2021). 

			However, I have preferred to use a classification from a Japanese scholar partly because his classification of time periods has been devised in the context of legal history whereby “…law is that which regulates social activities and organizations…” (Ishii, 1980: ix). Table 1 shows these convenient time periods used for later analysis of social institutions with the addition of an amended contemporary period to bring events up to date. Ishii’s detailed chronological table (Ishii, 1980: 133–153), that ends in 1951, uses both the Western calendar year and the Japanese year based on the reign of each Emperor (from 562 A.D.) so these approximate dates have been added to Table 1 to make the classification easier for non-Japanese readers to understand. 

			Table 1. Time Periods—Analysis of Institutions and Organisations.Source: based on Ishii, 1980: viii.
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			Significance

			A multi-disciplinary, social science perspective is taken with the book being of interest to a variety of disciplines. They include historians, geographers, political scientists, sociologists and any students in Japanese courses dealing with technology and society. In addition to transport researchers and students, the book may also be of interest to the general reader. For researchers of the new institutional economics (Williamson, 2000), the case study approach will be of interest because North (1991: 97) mentions institutions as “humanly devised” twice in the first five lines of his article. Furthermore, Japanese transport researchers, who are less familiar with this line of inquiry, can take inspiration from the approach in formulating their own area-based, research case studies with the benefit of being able to access primary data sources in their own language.

			This book aims to complement the understanding of institutional arrangements of the governance, planning and evaluation in the transport sector, and to the ways these activities interact to shape the spatial economy of any nation. An understanding of the political framework in any era is essential in understanding the context, how transport functioned at the time and the impacts transport had on society. Finer (1997: 1) notes that the history of polities involves understanding “the structures of government under which groups of men live, and its relationship towards them.” 

			Apart from the socio-technical transition literature (Geels, 2012), little has been written about institutional and organisational transformations when applied to transport. No Western scholar has attempted to interpret the long-term development of the Japanese transport sector by paying attention to all modes of transport within the context of political economy. The closest studies of this kind are the book Rikisha to Rapid Transit: Urban Public Transport Systems and Policy in Southeast Asia (Rimmer, 1986) and books by Hauser (1974), who studied the Tokugawa era and economic institutional change in the cotton industry, by Vaporis (1994) on Tokugawa road administration and by Traganou (2004) on barriers to travel in the Tokugawa period. 

			With a greater understanding of the historical factors underpinning the dynamics of (transport) institutional and organisational change in the past it is possible to look more critically at current institutional arrangements and to assess the reforms that might be needed such that transport services support society in a more economic, environmentally sustainable and equitable way. As noted by van Vliet (2002: 35), the widespread global application of newly emerging transport and communication technologies is reshaping the physical, economic fabric of cities: these require new institutional arrangements.

			Understanding of the role of modern governments is essential when considering the financial aspect of infrastructure development. Various projections of infrastructure requirements in urban and rural areas of Japan, and the capacity of governments to fund infrastructure from traditional sources of revenue, such as income tax, show a shortfall such that private-sector finance will be needed to plug the gap. This situation has led in the 1990s to private finance initiatives (PFI) in the UK and in Japan, and public-private partnerships (PPP) in Australia, and in other Asia-Pacific countries (Economic Intelligence Unit, 2012). 

			Studying the contents of this book raises the contemporary question as to what is the appropriate role of governments in economic development policy? One view is that transport infrastructure and services are social overhead capital and therefore should be provided, and maintained, by the government as monopoly enterprises. Another view is that such markets should be contestable and that the role of government should be policy, regulation and strategic planning with outcomes being transport project development and the procurement of construction, operation and maintenance services based on which party can offer the highest value for money to society. How this plays out in Japan in the future will be shaped partially by past and present experiences by people, their political motivations and the policies they introduced.

			Organisation of the Chapters

			The next chapter elaborates on the concept of institutions and provides the political context for the case study material on all modes of transport in Japan by outlining the important institutions and other organisations and how they have evolved and changed from archaic times to the modern period. These include: the hunter-gather society of the Jōmon, where there were clans but no institutions; the rise of clan chiefs and defined territories in the Yayoi period; the unification of parts of western Japan in the 2nd century and the institution of Emperor (Griffis, 1915); the over-reaching control of the Emperor’s Court; the rise of the warlords and the imposition of three military governments until 1868; a rapid modernisation of the economy with the Meiji Restoration and westernised model of government in a monarchical democracy; and, finally, the current democratic form of government and its bureaucratic departments in Japan. 

			Apart from the obvious importance of walking to any society, the most appropriate transport mode to start with is water because sea transport provided the means for the early inhabitants of Japan to communicate with nearby states, especially on mainland China and Korea. Therefore, Chapter 3 analyses the organisation of ports and domestic and coastal shipping. This includes the ancient and medieval ports at the Eastern end of the Setō Inland Sea, such as Naniwa, Sakai, Ishiyama Honganji, Watanabe and Hyōgo. Coastal trade became an important feature of the Japanese economy from the early 17th century. As Western powers forced the opening of selected ports in the mid-19th century, and as the economy modernised in the 20th century, port improvements took place to accommodate international shipping. The post-Second World War economic boom of the 1960s onwards required further port expansion, and the introduction of container shipping in the late 1960s necessitated large facilities and extensive land reclamation. Increased global maritime competition has forced government intervention into the way Japanese ports are owned and financed of which the Hanshin port of Kōbe and Ōsaka is a good example.

			Canal transport and lakes are forms of water transport (rivers have played a limited transport role in Japan because of the mountainous topography and fluvial infrastructure improvements have served to regulate surges in water flow and avoid excess flooding) that deserve a separate chapter (Chapter 4). The ancient period essentially set the pattern of canal and river management for millennia with landowners reliant on local knowledge for construction, operation and maintenance. In fact, the canals that were constructed in the commercial ports of Ōsaka and Edō from the 17th century were not financed by governments but were built entirely by the resources and capital of the merchant class. The ancient cultural and political locus of Japan was around Lake Biwa and Kyōto, so various ambitious plans were proposed by warlords that involved large-scale canals linking the Sea of Japan and the Pacific Ocean. All were aborted because of topography. It was not until the late 19th century that a canal was constructed between Lake Biwa and Kyōto for the purposes of moving freight, providing irrigation and generating electricity.

			Ways of moving over the landscape on foot or by horse stretch back to when the Japanese archipelago was settled, but any sense of building and maintaining a network of roads dates from state formation in 6th century (Chapter 5). Later, in the medieval period, as the country descended into civil war, the daimyō (the great war lords owning large domains) used corvée labour for road building purposes. The third military government (Tokugawa) used roads and barriers4 to maintain tight security and control over the country that followed the barrier policies and post stations introduced by the Taira edicts in the 7th century. During the early modernisation of Japan, there was little road investment because railways were a construction priority. Highway and expressway construction is predominantly a post-Second World War phenomenon that went hand in hand with the Japanese Government’s promotion of a domestic automobile industry and policies to raise the standard of living that included private car ownership. 

			As the feudal past in Japan was swept aside (partly through external pressures), railways (Chapter 6) were constructed at the beginning of the Meiji Restoration under the influence of overseas money and expertise. Competition to expand the network ensued between the government and private sectors, until, as in many countries, the government nationalised the railways. Post-Second World War Japanese railways is a story of the financial difficulties of government railways and the establishment of regional business enterprises. In addition, Chapter 6 is the story of the history of the successful bullet train (Shinkansen) that has captured international attention. The unique reasons behind its development and success are explored in this chapter, along with its technological advancement in the 500 km/hr maglev train that is under construction between Tōkyō and Nagoya. 

			Air passenger transport is an obvious competitor to high-speed rail in the long-distance passenger markets of Japan. Chapter 7 traces the history of Japanese aviation in the early part of the 20th century, initially limited to military aircraft, but soon expanding into domestic services. Both the national government and private enterprise were involved in offering air services until the government nationalised the airline companies. The main theme is the organisation of airports and civil aviation in the post-Second World War period, including the rise of domestic and international air carriers. From military aerodromes to the most modern of airports, such as Haneda and Narita in or near to Tōkyō, and Kansai and Kōbe serving the Ōsaka region, the national government has been the prime mover with policies, regulations and airport financing in the aviation sector.

			Anyone who reads scholarly articles about transport would have heard of the plea to “integrate land use and transport”.5 How the Japanese have tackled this feature of urban development is described in Chapter 8 with a case study of the Tōkyō metropolis, where the land readjustment program, transit-oriented development and land-value capture feature prominently. Planning for integrated land-use and transport in Tōkyō regional new towns is also described. Examples of transit-oriented development are drawn from railway stations where the author and colleagues conducted field studies and interviews. Globally, there is an ongoing ‘smart city’ movement and examples from the study area are described. Looking to the future, the Japanese Government is promoting Society 5.0 and the vision and components are outlined in this chapter. Chapters 2–8 each contain their concluding sections and are supported by separate lists of references. 

			In the Conclusions (Chapter 9) the early questions posed are re-packaged and answered when addressing transport institutions and organisations. What are the respective roles of civil and civic society in providing transport at specific points in history? What activities did they actually perform in their respective social institutions in delivering transport infrastructure and services? Who were the key players in these transport institutions and organisations and what tangible things did they achieve? Were the progression of evolutionary paths of institutions and organisations slow and conservative, or were the paths abruptly disrupted, and for what internal or external reasons? Who were the dominant players behind these changes? And the transfer of knowledge and its adoption in most societies influences transitions, so to what extent has Japan been dependent on overseas ideas in the transformation of its institutions and organisations? Finally, Chapter 9 also considers the future of key aspects of Japanese society and speculates on some of the institutional and organisational challenges that might be facing Japan into the middle of the 21st century.
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					1	For an extensive exposition of these, sometimes subtle, distinctions, the reader is referred to Duina (2011), who provides a detailed introductory discussion of the characteristics of institutions and organisations, or to Alston (et al., 2018).

				

				
					2	For a more concrete, micro example of such interactions involving civic and civil society see a case study of urban transport policy in Sydney, Australia (Black et al., 1982).

				

				
					3	Heike means the “House of Taira”—where “Taira” was the original uji (or clan) name of the house.

				

				
					4	In Japan, these “barrier stations” were small fortified structures on main roads. Used in the Middle Ages, the British word “turnpike” was a spiked barrier across a road for defence, especially against horsemen (Jackman, 1916: 218–227). 

				

				
					5	This has been a reoccurring transport conference theme worldwide since the concept of “integration” was introduced in a report for the Ministry of Transport, British Government, by Baroness Sharp (1970).
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			…institutionalization is an articulation or integration of the actions of a plurality of actors in a specific type of action in which the various actors accept jointly a set of harmonious rules regarding goals and procedures (Mayhew, 1983: 116–117).

			Introduction

			The aim of this chapter is to give an overview of the major developments in state formation, Japanese political institutions and commercial organisations in the archaic, ancient, medieval, early modern, modern and contemporary times. The lengthy conclusions to this chapter summarise the main points about institutional and organisational transitions or reforms. 

			The archaic period saw the importation of Yayoi culture from China and Korea via Kyūshū to co-exist with, and later supplant, the first wave of immigration from continental Asia—the Jōmon hunter gathers. Families formed larger units of clans ruled by chiefs until consolidations of territories though kinship ties and territorial conquest eventually forged the Yamato State that covered much of western Japan.

			The ancient period saw the expansion of territory away from the Yamato heartland, primarily in the direction of the north-east of the island of Honshū. By the 7th century, codification of laws and the construction of large administrative capitals indicate the consolidation of a “state institution” with the Emperor at the pinnacle of power. But this early phenomenon of strong, politically active Emperors was short-lived: from the 9th through to the mid-19th centuries Emperors had little political influence. Other figures came to rule in the name of the Emperor: first, aristocratic families linked to the Imperial Court in Kyōto and, then, military families with diverse social and political bases.

			The medieval period in Japan was a feudal age that was not static but underwent successive dislocations of its institutions through civil warfare. As with the Marxian history (Jameson, 1974) that all hitherto existing societies are histories of class struggles (freeman and slave; patrician and plebian; lord and serf), feudal Japan can be summarily described as a long conflict involving the institution of Emperor and its nobles being usurped by warlords (daimyō) who gained territories through military conquest. Some warlords were politically and militarily adroit enough to establish two successive military governments (Kamakura and Muromachi). In a predominantly politically fragmented and decentralised country, where borders frequently shifted through civil wars, the daimyō were, in essence, the local government institutions of the day wielding power as landlords over their peasants in their domains.

			Dislocations occurred because of the actions of individuals. In the early modern period, three warlords are associated with the unification of Japan in the late 16th century—Oda Nobunaga, Toyotomi Hideyoshi and Tokugawa Ieyasu (who created the third military government that lasted from 1603 until 1868). They also helped create a more prosperous economy by recognising monopoly organisations and delegating trade and transport to the merchant class that increasingly became more financially secure as time went by.

			After the restoration of the Emperor in 1868, the modern era is characterised by attempts to catch up with major Western powers by borrowing ideas on law, political institutions and technology. Social institutions that are more familiar to us today were formed: an elected parliament, national, prefectural and local governments (and their executive agencies) and organisations, such as powerful industry conglomerates and lobby groups.

			Another round of major reform followed in Japan with the occupation by the U.S.A. and its allies after the Pacific War. A new constitution was written by Americans based on the British model. By and large, in the contemporary period, the institutions and organisations established in the immediate post-war era continue to this day. The military and powerful pre-war industrial companies had been disbanded, allowing skilled personnel to be transferred into government and industry research. The post-war economy boomed to the extent that by the 1980s Japan was one of the three largest economies in the world. 

			Archaic Tribal (Religious) State

			Migrations and the Earliest Inhabitants

			The societies that have evolved across the Japanese archipelago owe their origins entirely to external influences. Lineages of all humans can be traced to East Africa some 70 thousand years ago (Harari, 2011: 16, and Map 1, p. 16) before reaching East Asia (Harari, 2011: 23). During the last Ice Age, ending 15,000 years ago, Japan was connected to continental Asia through several land bridges. The relevant routes for the migration into Japan were as follows: the Ryūkyū Islands to Taiwan and Kyūshū; the link from Kyūshū to the Korean peninsula; and the connection of Hokkaidō to Sakhalin and the Siberian mainland. (The Philippines and Indonesia were also connected to the Asian mainland.) These links allowed migrations from China and Austronesia towards Japan about 35 thousand years ago. The Ainu (or Emishi) came from Siberia and settled in Hokkaidō and Honshū some 15,000 years ago, just before the water levels started rising again.

			Autosomal DNA analyses and population expansion models (Ding et al., 2011) indicate at least two waves of migration. The first wave—the Upper Paleolithic people of the Jōmon hunter-gatherer culture, represented by the Minatogawa Man in Okinawa—began around 50,000 B.C. and reached a peak at about 10,000 B.C. (Ding et al., 2011: 19; Moiseyev, 2009). This culture was distributed widely on the Japanese archipelago from the southernmost Okinawa to the northernmost Hokkaidō (Hay, 2016). 

			The second wave of migration travelled to the Japanese Archipelago around 2,300 years B.C. These Mongoloid populations, called the Yayoi, differed from the Jōmon people in origin, and began to immigrate into Japan, specifically to Kyūshū and also along the coastline of the Sea of Japan (Yanshina, 2019: 9). Hudson suggests (2006: 421) that the Yayoi period saw the largest relative influx of immigrants from the Chinese mainland and the Korean peninsula that heralded in innovative agricultural practices. 

			The first evidence of woven cloth in Japan is thought to have appeared in the early part of the Yayoi period (900 B.C.—A.D. 300) when spinning and weaving technologies were brought from Korea along with an agricultural package including the cultivation of rice and millet (Nelson et al., 2020: 11, and Fig.3, p. 13). Archeological sites in Japan reveal Yayoi-period spindle whorls were made from clay, stone, wood or bone and antler. 

			
Jōmon and Yayoi Institutions 

			The Jōmon period (about 10,000–300 B.C.) is divided into stages (Initial, Early, Middle, Late and Final) based on archeological evidence as the technology of the culture, unsurprisingly, developed at different rates across the Japanese archipelago (Kodansha, 1993: 691–694). This hunter-gather culture began with the emergence of pottery and ended with the introduction of rice paddy agriculture and long-distance trade (Yoshida and Ertl, 2016). ‘“Primitive tribes” cement their social order by believing in spirits’ (Harari, 2011: 31): “The tribe did not serve as a permanent political framework…there were no institutions.” (ibid.: 52).

			The Jōmon lived in relatively small tribes, estimated about 24 individuals per human settlement. Shamanistic practices, possibly influenced by Daoist practices from China, have been identified that suggest some hierarchical structuring of society. In the Middle and Late Jōmon periods, archeological excavations point to fisherman inventing an array of tools and techniques for deep-sea fishing (Kodansha, 1993: 693) that implied the construction of small boats and, by implication, some hierarchical control in the organisation of hunter-gather labour for lake, river, coastal and sea-faring fishing.

			The population sizes of each human settlement of the Yayoi communities were larger, at 57 individuals (Ding et al., 2011:20). Crawford (1992) suggests the transition from hunter-gathers to agriculture in Japan was not a singular process but that there were at least four distinctive transitions.1 The political system and style of human settlements changed significantly. Community leaders increasingly associated the rice granary and control over storage to gain “centralized power” (Hosowa, 2014: 67). Yayoi communities, and their contemporaries on the Korean peninsula, were in constant contact. 

			A system of social ranking of elite and commoners existed, but among the elite, a formal hierarchy did not emerge until the end of the Yayoi Period when some segments of lineages became very powerful and were linked in a network. (Pearson, 2016: 21).

			Based on cultural landscapes, fossil records and human remains (Uchiyama et al., 2014), the Yayoi soon dominated the Japanese archipelago and completed their expansion around 300 A.D. but never fully replaced the Ainu tribes to the northeast. 

			Yayoi society was structured around agriculture with clan chiefs in command. The development of rice cultivation regions in Japan has been closely related to progress in the development of irrigation systems (Tabayashi, 1987). River irrigation systems for paddy fields extended across wide areas, especially in eastern Japan. The combination of these natural and man-made water courses formed the basis of rural infrastructure that also facilitated the movement of agricultural produce from the Yayoi period into the 20th century. The enduring feature of managing this Yayoi landscape was grass-roots organisations and cooperation and a decentralised administration.

			
Yamatai and Yamato States

			From the Yayoi period (c. 300 B.C.) to the formation of Yamato State around 250 A.D., archaeological evidence suggests that the rise of social groupings, political control and small kingdoms were gradually incorporated into kingdom federations (Brown, 1993a: 4). The influx of Korean Bronze Age culture led to two distinctive religious and cultural spheres: one centred in northern Kyūshū; the other around Lake Biwa in the Kinai Region—the five “home” provinces of Yamato, Yamashiro, Kawachi, Izumi and Settsu. According to a Chinese Han (202 B.C.-220 A.D.) history, “Japan” (Wa) then had “over one hundred” separate countries (Ishii, 1980: 133). In the early days of state formation, “status and alliances were not based on place, for loyalties would shift with a family, not necessarily with territory” (Nelson, 2014: 89).

			During the later Kōfun period (300–538 A.D.), Pearson (2016: 25), whilst acknowledging the debate around archaic political institutions, suggests that there was a complex political system in which social classes were controlled by elites who monopolised production and used military force to control or expand territory. Social prestige was derived from lineage, from tutelary deities and from ancestors linked to uji chiefs. Gradually, the clan of Yamato became paramount and interactions between far-flung tribes increased. Each uji earned extra prestige from the marriage of women in their clan with members of the Imperial uji (Culeddu, 2013: 62) underpinning the formation of Yamatai. (The confusion over the name of this embryonic country derives from different readings of ancient Chinese ideograms.) 

			These rulers based their beliefs on mystical Shintōism: they justified that they were a divine race whose ancestors came from Heaven, whilst those subdued were born on earth and therefore “ordained to subjection” (Griffis, 1915: 26). The chief god of Shintōism is Amaterasu, the Sun God—the direct ancestor of later Japanese Emperors and Empresses.2  Barnes (2014) suggests that the mystical beliefs were derived from Chinese Daoism and the myth of Xi Wang Mu (The Queen of the West). 

			Towards the end of the 2nd century twenty-eight independent states pledged loyalty to Queen Himiko (c. 170–248) of the Yamatai state that was probably located in the Kinai Region—although that location is disputed by scholars (Harding, 2020: 10). Queen Himiko helped establish a single line of priestly and hereditary rulers in the Yamato region that gained control later over most of the Japanese islands, through inter-marriage and kinship ties (Barnes, 2014: 10), and parts of the Korean peninsula (Brown, 1993a: 1–2, 22). After becoming ruler of Wa, Queen Himiko confined herself to the inner recesses of the Court and the “mundane” affairs of state were left to others, possibly under the authority of her brother. The state was “tightly governed, and marked by a social hierarchy so vivid and entrenched…” (Harding, 2020: 17). 

			This established the precedent that the Emperor of Japan—whose authority was based on divinely-informed rule—does not personally run the government (Ishii, 1980:7), and this continues as Imperial policy. The state expanded through territorial conquest. King Yuryaku (reigned 418–479) sent a memorial to the Sung Court (420–479) that gave a brief description of how political unification was achieved in Japan after successive rulers had forcefully defeated other contenders for hegemony (Wang, 1994: 27). 

			These territories of land under the direct rule of the King/Queen (Emperor) required administration and this gave rise to the Court-appointed governors (kuni no miyatsuko), who sometimes were the local chieftains. Provinces (kuni) and districts (agata) served as the local government arms of centralised control by the Court. This hierarchical control of land and sea resources by clans and tribes (institutions of governance) reinforced the centralisation of political power. During their rise to power the Yamato lineage established no permanent capital until 313 A.D. when Emperor Nintōku (uncertain dates for his reign are 313 to 399) built Takatsu no Miya at Naniwa, situated at the inner recesses of the large Ōsaka Bay on a marshy delta of major rivers that made it of strategic importance for seaborne and inland waterway traffic. The importance of ideas imported from continental Asia were facilitated by maritime transport. 

			A “remarkable transformation” (Harding, 2020: 23) of the Yamato State, involving long and frequently bloody internal wars, took place in central Honshū in the 6th and 7th centuries that fashioned the archipelago’s first recognisable state (Toshiya, 1993). Mixing fact with fiction, the “Great Sovereigns” morphed into the “Heavenly Sovereigns” (or Emperors as rendered in English), as elaborated upon by Harding (2020: 24–28) with particular reference to the legendary Prince Shōtoku (573–621). 

			The influence of continental Chinese culture grew including the codification of state law and the construction of large administrative capitals (Heijo-kyō in 710; Heian-kyō in 794), with their substantial administrative components. The Yamato State issued eight official directives between 715 and 840 that encouraged the cultivation of crops other than rice (Hudson, 2019: Table 1, p. 32) to diversify the state revenue base. From the 890s onwards, the Chinese Zhenguan Zhengyao (The Essentials of Government in the Zhenguan era) was known to have been circulating in Japan and was a source of reference for the Kamakura, Muromachi and Tokugawa military governments (Kornicki, 2016: 169–171). 

			The Institution of Emperor

			The most enduring institution is that of the Emperor of Japan and its earlier manifestations—some of which are surrounded in myth (Ishii, 1980: 3; Kidder, 1993). Japan claims to have the world’s oldest unbroken line of rulers. Issued in 1889, the preamble to the constitution reads:

			Having by virtue of the glories of Our Ancestors ascended the Throne of a lineal succession unbroken for ages eternal…The rights of sovereignty of the State We have inherited from our Ancestors, and We shall bequeath them to Our descendants (Griffis, 1915: 22).

			In this preamble, there are seventeen articles that define the place of the Emperor as the “fountain of order, power and privilege”. In fact, as emphasised by Gordon (2003: 2–3), the early phenomenon of strong, politically active Emperors was short-lived: Emperors from the 9th through to the 19th centuries had little political influence and they predominantly played a ceremonial role as priests in the indigenous Shintō tradition. Other figures came to rule in the name of the Emperor: first aristocratic families linked to the Imperial Court and then military families with diverse social and political bases. 

			Ancient Period, 603–967

			The ancient period was heralded in with a shift from court appointments based on hereditary titles (the kabane system) to one based on merit, despite the opposition of the uji chieftains. In 603, a new twelve-tier system of Court ranks was established with those ranks bestowed on recipients by the Emperor according to merit and ability. Reformers first moved to strengthen the government’s control (Mitsusada, 1993: 194), then Nakatomi no Kamakari (Fujiwara no Kamatari) and Prince Naka no Oe (later Emperor Tenji) finally broke the power of the uji chieftains (Kodansha, 1993: 1496–1497). 

			Emperor Kōtoku (597–654) called a meeting in 645 of new ministers and made them swear an oath of allegiance affirming the principle that it was the Emperor—and not the chieftains—who should rule the state. The Taika Reform edict was proclaimed on the first day of first month of 646. It was a Four-Article Edict that abolished Imperial and local magnate service communities and lands (setting up a system of government stipends), set up a new Imperial Capital and established a system of local and village government (Kiley, 1999). This administration was directly concerned with managing the fundamental resource—land. 

			The edict ordered the compilation of registers for population, taxation and the state allocation of land, and it substituted a product tax (levied on households and paddy land) for a labour tax (so, yō and chō). In 649, eight ministries were responsible for various areas of the new government and 100 official posts were decreed (Ishii, 1980: 20). Also, as suggested by Mitsusada (1993: 197–199), and of lasting relevance to the history of military institutions, was that the Taika Reforms established the “position of seii taishōgun (征夷大将軍)”, or “generalissimo who conquers the barbarians”—the supreme military chief. The mandate was to quell frontier rebellions within Japan, especially in the northeast of Honshū where the indigenous tribes of the Emishi (Ainu) fought defiantly against intrusions into their traditional territories. 

			Institutional reforms in the ancient period were substantially influenced by external factors to Japan—although they took about half a century to resolve. First, in 663, a Chinese T’ang force defeated a naval expedition at the Battle of Hakusukinoe (off the southwest coast of the Korean peninsula): administrative reforms based on the Chinese model occurred. Secondly, the Sinophile Emperor Saga (786–842; reigned 809–823) strengthened the Japanese legal-bureaucratic state after the 810 “Kusuko Incident” when the former Emperor Heizei, who abdicated, staged a coup d’état.3

			Thirdly, a social code of behaviour, with strong Confucian influences from China, became formalised. The Chinese-inspired ritsuryō codes were more than mere ideograms (words) on a page: they reﬂected a “legal cosmology” that rested on metaphysical assumptions about the nature of the universe and the place of people within it. The maintenance of social order was premised on vertical relations of hierarchy and subordination where every person had a specific role and specific duties (Celudda, 2010: 356): relations between ruler and subject; husband and wife; father and son; elder and young brother; and between friends. 

			This strengthening of the central government led to an expansion of its territories on the island of Honshū. It took almost half a century for the enactment of Taihō Code (702 A.D.) that was based on the adoption of the Chinese-style (T’ang Dynasty) law (Ishii, 1980: 30). A commission of aristocrats and Court officials, which included Prince Osakabe (died 705) and Fujiwara no Fuhito (659–720), compiled the code. It consisted of six volumes of penal law and 11 volumes of administrative law (revised in 718 as the Yōrōryō Code, as explained by Migliore and Manieri (2020)). 

			The Code finally broke down the clan-title system by making appointments to secular and priestly functions. As the entire country (which now included the provinces of Mutsu and Dewa, but not the island of Hokkaidō) was now placed under the direct control of the Emperor’s government, a new system of land administration was introduced. The country was divided into three types of administrative units—kuni, kori and sato (fifty-household groups). 

			There were three T’ang-style taxes sanctioned by the government (Ishii, 1980: 27–28). So was a 3 per cent tax on the rice harvest but most of the rice was transported within the kuni for local government expenses. Chō was a tax imposed on local products other than rice and this included the expense and physical effort (transaction costs) of delivering the payment to the central government. Yō was a tax on labour at 10 days per year but could be substituted in lieu with local products. The latter two taxes were the responsibility of each household who were also obliged to transport the products to the capital—whether by water or by land. 

			The land law of 711 allowed aristocrats and local gentry to obtain permission from provincial governors to cultivate a piece of virgin land at their own expense—essentially, the formation of the manor system (shōen). Towards the close of the ancient period the reclamation of new lands through irrigation—largely by private individuals (influential families, temples and shrines)—was decreed to be private property, immune from confiscation by the state in perpetuity. This resulted in large-scale private agglomerations of land that were exempt from taxation and this had implications later with the rise of regional warlords. 

			Early Medieval Period, 967–1467 

			The early part of this period in Japanese history is characterised by a Chief Imperial Advisor (kanpaku) who was selected to take control over the administrative apparatus of government. Appointees to the role of Chief Imperial Advisor controlled politics only until 1185 when their influence was superseded by the political primacy of retired Emperors (insei system): “personal or individual relationships proved the main determinants of civil affairs” (Ishii, 1980: 34). The insei system (with the retirement of Emperor Go-shirakawa) gave way to joint political hegemony by the Court nobility (kuge) and by the leaders of the warrior houses (buke).

			
Kamakura Bakufu,4 1192–1333 

			At the beginning of this era, the Heike family monopolised Court positions, and other posts, by virtue of their military power and financial wealth. When the warlord Minamoto no Yoritomo crushed the forces of the Heike the warrior families throughout the country pledged loyalty to him as their leader. After confiscating Heike estates in central and western Japan, he had the Imperial Court appoint stewards for the estates and constables for the provinces. The Imperial Court officially recognised Minamoto no Yoritomo’s position of the “chief of the warrior houses” (buke no tōryō). This paved the way for the warrior class to dominate the country under the Kamakura bakufu system (1192–1333) that was based on kinship ties and property inheritance (Gouge, 2017).

			The leadership of the Kamakura government was drawn from descendants of former governors, holders of military commissions and managers of shōen estates. Headed by the Shōgun, and based in Kamakura, the new ‘central’ government was supported by the regional warlords (buke) and the bushi5 who were appointed to administer policies in each provincial government institution (shugo) and in the shōen estates where local warriors (jitō6 or gesu) had seized administrative control. 

			The structure of the central institutions of government were well defined under the supreme governing body, the Council of State (Kodansha, 1993: 724). At the head of this hierarchy was the Shōgun, followed by the Shōgunal Regent (shikken). The Council of State was made up of the heads of the Documents Office, or Administrative Board from 1191 (financial affairs), the Board of Inquiry (legal matters), the Board of Retainers (dealing with general affairs) and the High Court. 

			The local institutions that were also represented on the Council of State were; the Kyōto Military Governor (Kyōto shugo); the Kyūshū Commissioner (chinzei bugyō); the General Commissioner of Oshu (Oshu sobugyō); the Military Governors (shugo); and the Land Stewards (jitō). Bugyō is a term from the Heian period (794–1185) meaning to carry out orders received from a superior. This reflected the hierarchical nature of Confucianism. 

			Confucianism and Neo-Confucianism (introduced to Japan in the 12th century) helped to legitimise the bushi’s authority and superiority over the other social classes. The warrior society was strictly ranked into three classes. At the top, with comparatively small numbers, were the Shōgun’s vassals on whom were bestowed letters of confirmation that recognised their proprietorship of land and the right to govern in that domain. The second tier in the hierarchy was composed of samurai. The third tier was made up of lightly armed foot soldiers. 

			Go seibai shiki mo ku (the Formulatory of Adjudications) is the law code established by the Kamakura Shōgunate (1192–1333) to codify warrior house law. This specifies both the relationship of vassal to Shōgun and the administration of warrior domains that remained in place (together with the periodic promulgation of supplementary articles, suika) until the mid-19th century—all predicated on the Confucian ideology of loyalty.

			Shugo were local officials appointed to each province as part of national public administration. From the 1190s the bakufu assigned shugo to identify, and to register, suitable warriors who deserved recognition as go kenin. Their formal duties were initially to organise palace guard duties, but they soon expanded to having the jurisdiction to punish rebellions (formalised in 1232 under the “Three Regulations for Great Crimes” legislation).

			The demise of the Kamakura bakufu was caused by a number of factors. The attempted Mongol invasion of Japan had been a drain on the economy, and new taxes had to be levied to maintain defensive preparations for the future. There was disaffection among those warriors who expected rewards for their participation in the conflicts. Additionally, inheritances had divided family properties, and landowners increasingly had to turn to moneylenders for support. Roving bands of rōnin (samurai without a lord or master) further threatened the stability of the bakufu.

			To further weaken the Imperial Court, the bakufu decided to allow two contending Imperial lines (the Southern Court and the Northern Court) to alternate on the throne. In 1331, the bakufu attempted to exile Emperor Go-Daigo, but loyalist forces reacted, aided by Ashikaga Takauji (1305–1358), a constable who turned against Kamakura when dispatched to put down Go-Daigo’s rebellion. This period of reform, known as the Kemmu Restoration (1333–1336), aimed, unsuccessfully, at strengthening the position of the Emperor and reasserting the primacy of the Court nobles over the bushi. The long war between the Courts lasted from 1336 to 1392. Early in the conflict, the Northern Court contender was installed by Ashikaga Takuji, who became the new Shōgun in 1338.

			
Muromachi Shōgunate, 1338–1573

			Japan’s second military regime was characterised by expanded authority over all military and political affairs that included responsibility for foreign diplomacy and trade. Two men are credited with giving shape to the machinery of government (Kodansha, 1993: 1020). The Shōgun’s younger brother, Ashikaga Tadayoshi, established the administrative organs of government by following the Kamakura model. The Shōgun was directly responsible for local administration. Through the Shōgun’s deputies in the Kantō region were the institutions of the Muromachi Shōgunate. In addition, reporting to the Shōgun were the deputies from Kyūshū, Ōshū (the ancient provinces of northeast Honshū) and Ushū (today, the prefectures of Akita and Yamagata). The remaining part of local administration comprised of the military governers (shugo) and the military land stewards (jitō). 

			Miyagawa with Kiley (1990) explain the rise of the institution of shugo as “military governors” of provinces during the Muromachi period:

			It is essential to bear in mind the importance of the institution of kokujin [provincial men] lordship within the total political system of the Muromachi period […] kokujin lordship was the fundamental institution upon which that order rested. (Miyakawa with Kiley, 1990: 99).

			Gradually, the shugo were given more extensive powers by the bakufu, including: the power to execute judgment in cases regarding land; to arrest and punish those accused of unlawful harvesting; and to administer hanzei—a system whereby half of the income from certain estates was expropriated for military purposes. Another power was the authority to collect tansen, which originally was an extraordinary levy measured in cash and imposed uniformly throughout each province on each tan (about one-third of an acre) of “public land”.

			By the middle of the 15th century, in compensation for the burden of collecting these taxes, the shugo had asserted the right to levy shugo tansen and shugo corvée. This bakufu-shugo institutional arrangement structure was “the guarantor of kokujin lordship at the local level” (Miyagawa with Kiley, 1990) but the system of independent kokujin lordships on shōen estates began to decline in the latter half of the 15th century.

			During the two and one-half centuries, stretching from the wars between the Northern and Southern Courts to the Sengoku period, the institutional arrangements shifted substantially. The shōen system of the “Imperial state” structure and its proprietors—court nobles and temples as proprietors—finally collapsed, and actual power in the provinces was exercised first by the kokujin and then by a new class of warrior lords, the sengoku-daimyō. For example, the Hosokawa family7—a branch of the Ashikaga family originally from Hosokawa village in Mikawa Province (now Aichi Prefecture)—illustrates this shift of power towards the warrior houses and its enduring nature over the following centuries. 
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