for . the economic growth of developing pations,  Comprehensive develop-
ment. efforts cannot be proporly measured by the ehorL51ghted use of
flnanclal 1nd10atorq.

) Furthermore, current development efforts are often carried out on a
piécemeal basis, one: port at a time. This may result in overcapa01ty or
other misallocation of valuable resources. Proper development -should be -
plannad on’ the national level and measured from the: economic, not. the
financial, p01nt of view, Carefnlly coordinated development of several
ports can 1ead to w1despread ‘economic growth.

Comprehen31ve national port development plans should’ be drawn up,-
and construction should be subsidized.  This sort of ‘comprehensive
national port development is crucial for . the economic development of
developing natlons. :

3-2 'The bevelopment of Container whatveS.(Terminals)

: Contalnerlzatlon in Japan has been developlng since  the “First con-
tainer service was inaugurated- between Japan and the northwest coast of'
the United States in 1967. At present; 7.1 million fre;ght tona .per
year, which is 75% of our foreign trade cargo, is_containeriZed.' :

The contalner cargo volume and the ratlo of contalnerlzatlon are .
shown in Flgures IV-3-1 and “IV-3-2, The -volume of total cargo,. lln61
and containerized cargo handled:. in  Japanese . ports and an outline. of
ordered new large. container vessels. { 1983) are shown in Tables-IV 3~4, 5
and 6. In Japan, 15 ma;or ports handle container cargo as.of 1984, - The
cargo volume at each port. is shown in Table IV-3-3. :

As. contalnerlzatlon progressed from 1967, ‘a crash program for con-
tainer wharf construction beqan. P:ev1ouely, Japanese public .wharfs. had
been constructed with’ natlonal and: local governnent funds on the premlee
that they should be open to public use, - Therefore,; it was considered
inappropriate to. apply such a funding arrangement to the construction of
‘container wharfs, which have to be available for the exclusive uge of
partlcular users  for operational efficiency. .However; conéldering the
public nature cof container wharfs, the large amounts of funds that have
to be procured for their construction and other factors, a new financial
arrangement for construction of container wharfs 1nvolv1ng use of both
private and public funds was adopted.

. The Keihin Foreign'ETade wharf Corporation was established for the

ports of Tokyo and Yokohama, the Hanshln Foreign Trade Wharf Corporation .

for the ports of Osaka and Kobe, and the Container Wharf Company-for the

ports . of Nagoya,and,Yokkaichi;-all for . the purpose of construction and

management -of container wharfs, = At present, instead of the Keihin and

Hanshin Foreign Trade Wharf Corporations, Wharf Public  Corporations

{ Tokyo, Yokohama, - Osaka, -Kobe) construct the container  terminals.

Additionally,  container whaffs~have been constructed at: the ports of

Shimizu and Kita-Kyushu as conventional public wharfs in. view of the-
fact that the volume of container cargo handled at theee porte is not

great. :
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Table IV-3-3 Container Cargo Volume by Port

Year | Container cargo(thousand tons) | yoa;i/]

Port - ["To82 1983 Togg 7| 198471983
TOKYO, 9,590 10,014 11,787 17,7
YOKOHAMA - 11,598 12,886 15,381 119:4
NAGOYA 3,834 4,988 6,062 © 121,58
YORKATCHI 184 - 165 181 . 109.7-
OSAKA 5,413 S 6,164 7,020, | 113.9
KOBE 21,408 L 22,702 27,248 1112040
SHIMIZU 1,014 ‘1,349 1,511 112.0
KITARYUSHU 235 434 625 144.0
HARKATA 58 103 a7 307.8
POMAKOMAT 28 39 23 59.0-
NIIGATA _ 12 S 13 21 161.5
FUSHIKITOYAMA 0 0 2 -
IMABART 21 55 .- 82 149.1
SHIMONOSEKT 205 427 398 93.2
NAUA 255 321 264 82,2

TOTAL 53,855 59,660 70,922 - 118.9

Source: Each port authority

Table TV-3-4 Volume of Cargoes Handled at Japanese Ports

272

(Unit: million tons)
Year Total s:&ig:ign’ T.t;ri;“ort D((;zise;]&.zc'f‘iziji | Ferry |

1920 77.9 6.1 10.2 616 -
1925 93.9 6.9 15.0 2.0 -
1930 125.7 5.1 19.1 10L.5 -
1935 209.9 10.1 27.9 - 171.9 -
1940 222.6 - - 222.6 -
1945 27.9 - - 27.9 -
1950 107.6 4.2 13.6 89.8 -

[ 1955 246.8 9.3 40.7 196.8 . -
1960 439.9 14.8 92,2 326.2 6.7
1965 ' 408.3 29.9 211.8 5157 50.8
1970 1,852.6 59,9 493,0 883. 4 416.2
1975 - 2,527.3 95. 6 607.7 - 1,041{0' 783.0
1980 2,908. 6 152.6 675.8 1,238.2 842.0
1983 2,710.9 160.5 611.5 1,094.3 8447
Source: Ports and Harbours Bureau, MOT-
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_ Betyeen 1967 and 1985, container wharfs with a total of 48 berths
were constructed: sevan beths at the port of Yokohama, ten at the port

cof %okyo,' elxteen at Kobe, five at Osaka, five. at Nagoya, one at
Yokkaichi, one at Shimlzu and one. at- the port of Kita-Kyushu. . The
_number and elze of these contalner berths are shown in Table Iv-3-7.

we' would llke to explaln brlefly about the financ1nq of contalner
terminals. The national government makes to-~interest loans and provides
funds: to. the tertiary sector established around the port management

. bodies. these loans are granted to pay for part of the cost of projects

to ‘construct contalner terminals rented . to specified users such as
ehlpplng compan:es. They dre drawn from national finances and distri-
buted throuqh the port management bodies (Table IV- 3-8).

33 Opefation System of Container Terﬁinals

3-3-1 Business Outline of Port Management Bedies

wlth the objettlve of maintaining orderly arrangement and adequate
admlnletratlon of - ports and thus contributing to traffic development,
approprlate utlllzatlon of resources and balanced development of the
country, the port ‘management bodies engage in the follow1nq activities:

" (a) Overall act1V1t1ee related to the development, utllizatlon and
- maintenance of ports - preparation of port products; researcn and
.study,_preparatlon of statistical data; promotion of facilities,
and preparation and publication of tariffs.

(b)'Activitiee related to enhancing port facilities through construc-
tion, improvement and land reclamation,

{¢) Activities related to maintenance and administration of ports and

© port facilities - maintenance of port areas and port facilitias;

administration of national or municipal port facilities; and admi-
nistration of waste oil treatment and disposal plants.

{d) Activities controlling the use of port facilities - restrictions
on utlllzatlon of water basin facilities and nooring facilities;
acceptance of entrance and clearance notices; and restrictions on
utilization of sheds and stevedoring machinery.

{e) ﬁﬁrnishing and introducing services necessary for port operation,

{ £} Others

3-3-2 ' Management of Port Facilities - at the Port of Yokohama -
, Poft facilities are roughly classified as follows:

(a)'Facilities owned by the national government or the port management
body itself and managed by the port management body (public faci-
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Table IV-3-7 Prasent Conditions and _Pianning of Major Container

Berths in Japan

o856

24

Area present. . Total planniog '1 ]
& Wharves Bevth by = Berth N Hanagemenkt
g ] E ;
Pore. Number lengeh Number l_eng h .body ) ‘
TORYO BAY 19 | 5,450 17 | 4,500 R _
“TORYO Shinagawa 550 the City of Tokyo
. ; o . Tokyb,l’o'rt Conkainay Toxminal
0ol : 8; 2,300 8 2,300 Publie Corporatlon . -
No. 13 district 0 .0 600 v ' ‘ )
YOROHAMA HON_MDKU'(!) pler) 2 600 The City of Yokohanma
. P : " 100 | Yokehuna Port Container
HONHOKU (& piex) 4 1,100 4 1’1_['0 1‘21-'mllual Publie Corporation
UONMOKU (D pier)) - 1 300 1 300 T : :
DATKOKU - Co2 600 2 | 60Oy .
SURUGA BAY L{. 400 o
Shimiza [No. 2 OKITSU L 400 shizuoka Prefecture
[SE BAY 6] 1,600 4 | 1,130 o _
NAGOYA . [RINJO. 2 4T0 Nagoya Port Authovity
) . West & di stric'l‘. '3 850 3. 85{)_ 'Nago):a 'C_ontainnr “l'anrninni R.k.
“YOKKAICHI [South 1 280 ; 280 | Jomkalent Contafnee
0SAKA BAY 21 | 6,300 20 | 6,000 _
L ka Purt Conlaine
O8AKA South Port 511,350 611,650 _g:;;;g;;g:g_:;;:" Terminat
KOBE HAYA 600 {The city of Kobe _
X ¥obe Purt Contaider Termtnal
Port Island 12 3,659. 12 3,650 F“h“t"m"pz:a:ig:‘;’ etmina
ROKKD 1siand. 2 700 2 700 :
KANMON 1] 300 _
- KUTAKYUSHU TANOURA . 1 300 TI\_\e city of Kitakyushu
TUTAL 48 {14,090 41 [12,030
Source: Ports and Harbours Bureau, MOT

Table 1V-3-8 Financing of Container Terminals .

Container terminals (Operated

by kumited companies)

Narional interesi-free loans

Capiral subscription by
" port manggement bodizs

Capital subscription by

ship owners

Specit bondr

10

1/16

1/10

3o

Containei terminals (Opemtéd

by public corporations)’

Mationel interest-free loans

Interest-free loans by
port manogement bodies

“Treasury invesuments
& loans

110

e

4110

4/10

Source: Overseas Coastal Development Institute of Japan"
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lifies)

(b) Facxlltles owned by non-profit organizations and leased to others
(excluqlveﬁuse fa0111t1es) :

.(c) ch111t1eq owned by prlvate enterprlses {privately owned facili-
tieq)

Public fa0111t195 are available for temporary use upon approval of
application, Such. facilities indlude berths and other mooring facili-
ties, public transit sheds, cargo sorting areas and other facilities for
sorting or 5torage, and. cranes and other types of. stevedoring facili-
ties,

Bxclusive-use  facilities are constructed by non-profit organiza-
tions such as the Yokohama Port Terminal Corporation and leased for
10-year  periods -to shipping companies, etc. ‘They include container
terminals and. terminals for conventional liners.,

st pfivatelyuoWned facilities are for shipping raw materials and
ploducts 1n and out of factories in the port area, altnough some are for
docklng._ :

_ The job of the port management body centers on planning and admi-
‘nistration of the. port as a whole, construction and management of public
facilities, and . promotional measures, Normal operations include control
of ship movements in and out of port, allocation of berths, management
of cargb facilities, etc.

Port of_Yokdhama's Computer System

_ ‘The  renovation of transportation technology in recent vyears
requires ports not only. to improve and expand their facilities but also
to ensure efficient operations under superior port management, For
greater management efficiency and:greater-convenience of port users, the
Port of Yokohama has: developed a computeY system covering all facility,
‘ship, and cargo operations. This system started in April, 1981,

_ This is an on-line system cqnnecting the central computer with 41
terminals installed at various places such as the Port Management
Division, the Marine Affairs Division, and the control offices of all
piers. 2s a result of this systematization, information of ship entry
and departure, -management information on cargo sorting areas, infor-
mation on cargo movemént, and management information on landing stages,
etc, is immediately processed arid transmitted to the related parties in
a timely fashion,

~This has. brought substantial improvement in guick and exact execu-
tion of port works, contributing to better service.
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3-3~3 Handlinﬁ Facilities in the Terminals
{1) Cargo Handling Fquipment at Contéinér Terminal

The cargo handllnq at a container Lebminal ig. achievéd by the
equipnent specifically 6951gned for the container handllng since each
container has its own welght of 30 tonv and un]tlzed shape. '

The main handling equipméﬂt are those for ;loadlng/unloadlng
OpElatlon between - a quay and. a ship . 1.e. .the  quay 'side crane . for
Lift- on/Lift-off" ‘containér ship and ‘the forklift truck. or .tractor .for
Roll-on/Roll-off container ship, and thosé for handling ‘at a container:
yard i.e. the transfer crane, straddle carrier and/or trailer chassis.

(i) Equipment for Loading/Unloading Operation{

In Japan thé:quay gide contéiner[cranes'are uged at the major
container terminalgs and few fork 1lift truck or tractor is used:

Container cranes with an expandable spreader are ‘installed on
the apron of the container terminal and.unload import containers
from ship and load export containers onto the apron speedily and
efficiently. : - : '

Thére are two types as the standard of! contalner crane;. oné is
boonr derrlck gantry crane (Figure . IV—3—3) and the other is low pro»
file crane (Figure IV-3-4)}.  Low profile ‘crane can: be made by arti-
culated boom or shuttle (sliding) boom. When a container - terminal
is constructed  near the airport and .the height of crane is
restricted by a'limitatidn of aerial navigation, this kind of crane
is usually installed since the helght of low proflle container ‘crane
can be limited to less than 81xty (60) meters.

(ii)'Equipment for Handling at Container Yard

In Japan the following handllng systems  at conta;ner yard are
adopted: .

~ Chasis system

straddle carrier system
Transfer crane system
Combined system

{

Forkliift trucks are used as an aux111ary handllnq equlpment 1n
some yards.-' : _—

{a) Chassis system

A chassis is of a flat bed type dssigned-specifically for-
marine containers'with'corner'hardwares'tb lock the containers.
Both 20-foot  and .40-foot chassis are equ1pped with eight wheels ~
(double-tire type) as shown in. Figure IV-3-5. This gsystem has the
follow1ng advantages and disadvantages:
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Figure IV-3-3 Container Crane
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Advantages:

- Containers can be. handled more ea511y and. qulckly than by any'
other methods. = "It is Sald,thaL the ‘anpual’ turn-over of con-
tainers is about three times that of the other systems. :

- The frequency of direct handllng of contalners is reduced and
therefore, the p0551b111ty of damage 13 lessened.

=~ Since thexe are no heavy vehlc]es, except the cha551s and trac~
tor, the surface of the container yard is: not . requ1red to be the
heavy duty pav1ng as demanded by. other.. eysLems,_

—~ When a crane is - used to load and unload ‘a contalner at the
apron, it is easy to adopt ‘a dual loadlng system, which tot only

ensures highly efficient- handllng oPeratlon but also  improves
the efficiency of the contalner vard and chassis..

_ Disadvéntages:

~— It is necessary to prepare as many chassxs as the contalnere to
he stored.. o

- Since containers cannot be stacked in multiple layers, the sur-
face area of the container yard must be extensive. '

~ Because  -of these factors; the initial'investmeht is large.

-~ The chagsis are used not only inside but also out31de the con-
tainex yard, requlrlng frequent and careful malntenance.

(b) Straddle carriey'syStem}

There'afe many ﬁypes_of straddle caﬁrie:s. .-An example of
straddle - carrier is shown in Figure 1IV-3-6, which can stack
20-foot containers by 3. tlers and can be used for carrying 40-foot
containers with an expandable spreader.: -

More than 600 container berths are operating in.the world and
about -one-third = of  them . adopt - the straddle  carrier
system. : E

The system has the follbwing advantages and dieadvantages:

Advantages:

~ It is very flexlble in coplng W1th changes in yard allocatlon
and cargo quantlty.

- Quick dispatching Of containers is possible.

—~ Since eontalners can be stacked-in: multlple layers, the con-~
tainer vard area can be used efficiently.
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‘Figure IV-3~5 Trailer Chassis
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Disadvantages:

- Bince the wheel load is very-heavy; the contaiper terminal :is
reeuired to haVe a thick pavemehtu : :

~ As, con51gnees arrlve at the rece1v1ng 901nt at unexpected tlmes,
containers cannot be dispatched to them as smoothly as in the
case of the cha551s system.nr_

- since the"straddieﬂ'oarrier is an indﬁstrral vehicle which
requires precision operation, special’ operating. skills are
necessary, and. considerable time -and cost  are.required for -
waintenances, 0 40 ; ' S R T '

(el Transfer crane-é?steml'

The transfer crane 1s 1nstalled at contalner yard and is used
for transferrlng contalners Erom the cha951s to the yard and vice-
Versas Two types of transfer cranes ‘are used, ‘ong is of. . tra-
velling rail mounted type (Flgure IV—3~?) and the other is of
rubber type mounted type (Flgure 1v- 3~8).¢. C S

" The tranafer crane system has the follow1ng advantages and
disadvantages:

Advantages:

- since a multiple number of containers can be stacked, the con-
tainer yard area can be used more effectively than before men-
tioned systems. :

-~ The transfer crane 15 a technlcallv stabillzed maﬂh]ne with low
maintenance cost.

- Since tbe'xailémoﬁnted transfer crane moves only in the spe~
cified location and in the specified direction, the automatic
computer control'system is easily applied. '

Disadvantages:

- Just as’ in. the case of the straddle carrler system, it is
troublesome to move a lower layer of multiple stacked con-
talners._ . : e : I : :

- 'The wheel load of the transfer crane is: 1ncreased excessrvely
and it~ requ1res very - heavy duty pavement. ‘However, since the
travelling: route is 11m1ted a’ heavy~duty pavement is needed
only for’ the’ specified area,

(d) Combined system
This syetem combines the straddle carrier system and the

transfer crane system, thus taking the advantages and compensating
the disadvantages of both systems,
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Figure [V-3-

7 Rail Mounted Transfer Crane

Figute IV~3-8 Rubber Tire Mounted Transfer Crane
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(1iii) Handling system in the world-

The container termihéls,in-operatidn in the wpfld today are
tabulated according . to the handling systems ag shown in %able
IV-3-9. This table shows that straddle carrier system.is 41 percen-
tage of total berths and is'most popularly used until nows

(iv) Comparlson of eystems

Table IV~ 3—10 gives ‘a comparleon of each system from the 901nt
of v1ew of economy and handling. :

Each system & has advantages and. . disadvantaées; Especially
Rail-Mounted Transfer Crane System begins to be used as the tomorrow
handling system because it fits to stock the huqe amount of con-
talners and it enables to automatlon by computez._

{2) Fac1llt1es Df Contalner Termlnal

The contalner termlnal may be deflned as ‘a’ port faclllty which is
designed to - provlde an. 1ntegrated use of nerthlng and mooring facili-
ties, harbor transport. systems, cargo handllng faCllltles, supplylnq
facilities for ships and others, ' In other words, the container  ter-
minal is an area which is located in ‘the port, the node of the con-
tainer transport - systems,_ and whlch is equlpped with a series of
functions such as loading and unloading of carqo,_preparation thereof,
storage of cargo, receipt of delivery of ¢ontainer cargo, and opera-
tion and maintenance of various machinery and equipment..

Facilities at  the container term1na1 congist malnly of the such
facilities as shown in Flgure IV-3-9. ' They 1nclude such facilities as
a paved  apron along the guaywall whlch accommodates container ships, a
container yard, a container freight statlon, a control tower, & main-
tenance shop and a gate. .

(i) Cohtainer yard

The conteiner_yard_is'a vast ground previded fof_the'accomodam
tion of containers to be received from and dispatched to the hin-
terland, and to be loaded to and'unloaded'frbm_the-ship.'

Generally, the contalner yard is located adjacent to- the apron
and is marked with grldullke Cross lines drawn to the size of con-
talners. These blocks are called “SLOT" and each block is numbered,

n this yard a’ suff1c1ent space NUbt ‘be reserved for the con-
tainers to be recelved “from the hinterland and to be unloaded from
the ship, and empty containers to be stored.

(ii) Container freight station
In the container transport systém, transport_of-cargo in, con-~

tainers from the origin to the final destination or the so-called
door-to-door transport, igs the most ideal., For LCL cargo {Less than
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Figure IV-3-9 Standard of Container Terminal
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Container Ldaded'Cargo)}'howeVer, there must be a place where these

cargoes are stuffed into the container, - For exports, LCL c¢argo must
be grouped at- a specific . point where cargo is sorted aucordlng to

the destination and then stuffed in the container. . For imports,

'mlxed_oargoes are taken out of the container, sorted according to
the destination  and then dellvered to “the conslgnee. These works
are done in the container freight statlon, ' : :

Custons. procedures are also accomplished' in ' the- gontainer
freight station. Since the container freight station is used for
packing, unpacklnq and storage of general cargo, the entire area is
covered w1th a roof. - i : - : : o

(iii)'Control tower

The functlon of control tower is to superv1se loadlng  and
unloadlnq operatlons, and handllng contalnexs in the container yard,
and to see if the work. is. progressing in- accordance w1th the program
and 1nstruct10ns from the terminal offlce.' Therefore the control
tower is ‘generally located at the- place Whlch commands a whole v1ew
of - containers in the terminal. The control tower carrles out its
functions by transmlttlng lnstructlons to the Qperators of cargo
handling equlpments by radlo telephone and watchlng the progress of
the work.

{iv) Maintenance shop

The maintenance shop performs ihsﬁestioh,-repair and cleaning
of containers and maintenance of equipment and apparatus used in the
container terminal. The maintenance shop is'generélly equipped with
power source for refrigerated COntainers, air compressor, welding
machine, battery charger and machlnery and equlpment required for
malntenance work.

(v) Gate

A gate is prov1ded in the terminal to. process documents for the
delivery and receipt of cargo, to. check the condition of cargo and
to de51gnate loading and ‘unloading peoints in’ the container vard. A
truck scale is prov1ded adjacent to the gate for welght 1nspectlon
of contalner cargo. :

(vi) Other facilities-‘
Other facilities in the container terminal are as follows: -

- Power receptlon fa0111t1esn

- Power sources for refrlgerated containers,

- Illumination facilities for: nlght work.

- Container cleaning faCllltles, )

~ Foel oil supply stations ‘aimed mainly at such large vehicles
as straddle carriers.

- Water supply facilities for shlps.
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;TIt is.needless_to say that the container terminal must also be
equ1pged wmph a required water depth and quaywalls to accommodate
container ships similar to other conventional wharves, 1In addition,

the container terminal must provide a means to support the container.
cranes on its apron.

34" Containerization at the Port of Yokohama

The_Port of Yokohama, located in eastern Japan on the west shore of
To#yo'Bay, is one of the world's largest ports for international trade
(Figure 1IV-3<10). Since its opening 126 years ago, the port, with a
vaslt seaside industrial zone and a wide commercial zone that includes

Tokyo in its environs, has been playing a leading role in Japan's
development as a trading nation. o

Figure IV-3-10 Location of Yokochama Port

= Highway

Ibaraki Pref. o
—— Railway

Marita
Airport

FAChiba Pref.

Source: The port of Yokohama

The -Port of YoKohama entered the container age in 1968 with - the
arrival of the “President Tyler" (American President Lines, Ltd.), a
semi~container ship,. oﬁ_May 24, and the "san Juan" {Sea-Land Service,
‘Inc.)}, a full-container ship, on December 8 - the first container ships
‘to berth ‘at Honmoku Pier.

,Sihce then, the City of Yokohama which manages the port and the
Yokohama Port Terminal Corporation have expanded and improved container-
related'facilities through cooperation with other maritime organizations
and enterprises, with the result that the port moved 15,650,000 tons of
container cargo in 1984,

The wvolume of container cargo is expected to grow supbstantially,

and to meet this situation the Port of Yokohama intends to expand its
facilities further with rapid, exact and safe stevedoring techniques and
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effective control and management by computer bystem, fpr which the pott'
is already Xnown. : '

container Development on Honmoku Pier

Honmoku pier, built between 1963 and 1974, 1is the. largest public
pier in the pori of Yokohama, covering almost 200 hectares. The amount
of cargoes handled at this pier reached as much as 20, 772 thousand tons

1984, and 63% of these cargo were: containerized. cargoes: About. 18%
of the Port's total cargo volume is. ‘handled ‘at Honmoku Pier, Jetties A
and D were constructed at an early stage of containerization to handle"
contalner cargo EXClUSlVPly.: Recéntly Jettles B and. C, which . have tra—‘
dltlonally provided berths for conventlonal ‘cargo shlps and Ro/Ro ships;
‘have been handling contalner cargo as well. A new contalner terminal is
being bullt on Jetty D (target date for . starting operatlons is the: fall
of 1986), and 2 gantry cranes are being installed on Jetty. C (target
date for completion is sprlng 1986) {Table IV-3-11 and Figure IV-3-11).

Figure IvV-3-11. Honmoku Pier
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4, TRUCK TERMINALS IN JAPAN

4-1 General

Demand for truck transport lncreased dramatlcally 1n Japan durlng
the fast economic growth perlod in the 19603, concurlently wmth the
rapid expansion and improvement of expressways and roads and the" fast
spread of motorization.  This lead to a helqhtened need for truck’ ter-
minals, and hence  the ' 1960s also saw the_successjve construction of
large-scale truck terminals. . In other words, on one hand, long-distance
high-speed trucking service 1nereased in response to ‘the strengthened'
demand for truck transport at the same time that there was an 1ncrease_
in heavy-duty trucks and. trailers, whlle,_on the other hand, peratlnq
efficiency declined especially in urban. areas due” to- trafflc congestlon
and .various traffic réqulations, forcing’ ‘motor  carriers to separate

inter-city transport along arterlals and intra- 01ty pickup and. dellvery
services. .

Osaka city passed a law in 1961 which prohlblted large “trucks from
entering certain parts of the FltY center and from passing throuqh cer-
tain other - parts: of the 01ty in the daytlme. ‘Similar measures were
introduced in-Tokyo in the- follow1ng ‘year. As. a result of these regula—~7
tions, a need atrose to'upgrade truck. - terminals into: one “which would
function as a. relay station for large long-haul' trucks-’ movlng freight:
between cities and small trucks picking up and dellverlng frelqht inside
¢cities, . In addltlon to amelloratlng traffic congestlon, a strong need
for truck terminals was voiced by motor carriers’ in order to. streamllne
their operations and to reduce trucking costs.

Trucklng firmg . in Japan mast be llcensed by the government. There
are three types of 110ense-. : '

(a)'Rdute Trucking ~-~ Periodic freight traﬁSport h]ong a spedified
route, serving a number of non- speC1flc shlppers, each truck
hauling a mix of small lot cargo. :

{b) Area Trucking --- Freight tfanspoft‘éither to or'ffom a specified_
area, serving a number of non-specific Shlppers, each truck ‘being
hired out to a single shipper., - - -

{c) Contract Trucking —_— Frelght transport w1th1n certaln llmlts for
a spec1flc shlpper with whom . a tranqport agreement is. exchanqed.- '

Truck termlnals functlon as a hub. for route trucklng networks and”
are categorized into private terminals establlshed hy route truckere for.
‘their own use and general termlnals established by other than trucklnq.
firms for the use- of truckers. in general, General Lermlnals for the
most part are constructed with the aid of state'or-local'government
funds in view .of .the effect they have on urban plannlng and are thus
sometimes referred to as public terminals. :

As of 1964, there are 24 general truck terminals in Japan and 1,464
private terminals (Table IV-4-1). Most of the ' private terminals are
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Table IV-4-1. Truck Terminals in Japan by Scale

i . (March, 1233}
No. of -~ Public Truck Private Truck Tots
Berths Terminal (%) Terminal (%)

2 - 143 ( 9.8) 143 ( 9.8}
3--.5 - 461 (31.5) 461 {31.0)
6= 10 - 463 (31.8) 465 (31.3)
11- 20 1 {4.2) 273 (18.6) 274 (18.4)
21- 50 5 (20.8) 115 ( 7.8) 120 ( 8.1)
51-100 7 (29,2) 7 ( 0.5) 14 ( 0.9)
101-200 5 {20,8) - 5 ( 0.3)
201-300 - : - -
301- 6 (25.0) - 6 ( 0.4)
Total 24 (100) 1,464 (100} 1,488 (100)

Source; Ministry of Tramsport, "Annual Report of Physical Distribution
_in Japan". 1985, p.165,

small: fac111t1es with 10 berths or less, the average being 9 berths per
termlnal while general terminals have an average of 154 berths each.

_Table Iv-4-2 gives a list of general truck terminals and Fiqure
IV-4-1 shows their locations. As seen in the Table, there are large-
scale terminals in Tokyo and Osaka. TLand prices in these two cities
were high' and it was extremely difficult to obtain land at suitable
locations. However, in order to prevent the deterioration of urban
functlons, it was imperative in these cities to do away with the large
number of private terminals built haphazardly -and to locate public ter-
minals at effective points so that a streamlined physical distribution
system could be realized. In addition, while truck terminals require
vast areas of land at strategic locations and huge construction costs,
as a business operation. their profitability is low owing tc the low fre-
quency of land usage. For these reasons, some form of government sup-
port was provided for the construction of these terminals, as mentioned
below. In addition, most of the terminals are being managed by a third-
~sector (composed of both public and private sectors) organization.

4-2 Construction Planning
4-2-1 Planning .Proc.ess for the Construction of General Truck Terminals
A brief description of the usual process through which general

truck terminais'are‘planned for congtruction in Japan is given below.
In general, such plans are drawn up under the guidance of the local

government concerned.
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Source:

Table IV-4-2 List of Public Truck Terminals in Japan

No. of ' Year of

.Name___ Berths - Establishment
1 Sapporo Truck Terminal 177 Sep. 1971
2 Iwate Truck Terminal . 84 . Sep.. 1974
3 Sendai Truck Terminal 80 Nov. 1962
4 Kouriyama Truck Termianl. 45 Aug. 1976
5 Sendai South Truck Terminal 28 .~ Apr. 1979
& Sendai Port Truck Terminal 30 - BAug. 1979
7 Keihin Truck Terminal - 433 “Jun. ‘1968
8 Ytabashi Truck Terminal 320 Oct. 1970
9 Adachi Truck Terminal 320 Apr. 1977
10 Kasai Truck Terminal 432 Apr. 1983
11 Gamagouri Truck Terminal 16, Jan. 1960
12 Kanazawa Truck Terminal 105. °  Dec. 1977
13 East Osaka Truck Terminal 312 Feb. 1968
14 MNorth Osaka Truck Terminal 424 Mar. 1974
15. Kobe:Truck Terminal - 76 Nov. 1973
16 Osaka South Truck Terminal .90 Oct. 1976
17 Okayama Truck Terminal = ... 180 - Apr. 1975
18 Hiroshima West Truck Terminal 96 . Apr. 1977
19 Teokushima Truck Terminal . = &7 - May - 1970
20 . shikoku Truck Terminal 93 ‘Aug, - 1971
21 Tenpozan Truck Terminal 34 aug. 1974
22 Tasu Truck Terminal - 40 . Bpr. 1981
23 Kumamoto Truck Terminal 70 Jun. 1976
24 . Xagoshima Truck Terminal 144 Nov, .1977
Total 3,696 -

Ministry of Transport, "Annual Report of Physical Distribution
in Japan" 1985, p.166. - ' ' :

L.'
Figure IV-4-1 Location of Public Truck Terminals
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{1) Objectives

The direct objectives of general truck terminals are:

a)

-(b)
{c)

(d)

(e)
{£)
{g)
- (h)
_(1)

to realize a qystematac and streamllned freight transport system
(Flgure Iv-4-2),

to reduce trucking costs,

to redice the volume of motor traffic by decreasing unorganized
_and overlapping transport, and

“to regulate the inflow of large trucks into urhan areas.
The indirect social benefits of truck terminals are:

a stabler supply of goods,

the preventlon of housing environment deterioration,
the reductlon of ‘energy congumption,

the effective utilization of idle land, and

the development of surrounding regions.

Table IV-4-3 shows who mainly benefits from the above effects.

{2) Location

tlveq
users

(a)

Ab)

(c)

(d)

(e)

In order for a’ general truck terminal to fulfill the above Objec—
¢+ 1ts location is a wvital factor. From the standpoint of the
, the following conditions must be met:

That it be located at the perimeter of an existing urban area
and moreover that it be in proximity to route trucking custo-
mers,

That-it be close to the intersection of an .inter-city arterial
-and’ & ring road surrounding an existing urban area in order to
facilitate linkage between large trucks hauling freight between
cities and small trucks that pick up and deliver cargoes inside
cities,

That it be located where coordinated transport is possible,

That land of an area large enough for scale merit can be
obtained at a comparatively low cost, and

That harmony with the region's environment can be maintained and
that employees can commute easily.

{ 3) pPlanning process

General truck terminals are planned as comprehensive systems that

indlude various elements related to truck transport, such as commodity

flow,

distribution system, road network, rail network and ports and

harhors.,

Figure IV-4-3-gives a sample flow chart of the process by which

general truck terminals are planned.
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Figure IV-4-2 Functions Dis’i:ributic\njCent-e'r/Truck Te_rminal' :

Distribution Svstetn ' o ‘ f N O(_)m'm'odity Flow

Frimary
Whofesaler

Secondary Wielesaler

Retader

Gonsumer

Without Torminal

CPﬂmary Whule‘s_ater)
¥
Seconqary
wholesaler

Qisinbution Estate
{Truck Terminal)

Froduser

Rel'aller*)—v-( Consumer )

With Terminal

source: Kotsu Kogaku Kenkyu-kai, "Traffic FEngineering Handbook", 1984,
Gihodo, p.668.
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(4) ?unctibns and facilities

Truck terminals have the following .five functions: (a) reload-

ing,  (b) mixed loading, (c¢) storage, (q) packing and related pro-

cessing,._and product assortment and (e) collecting and processing

-.infoxmation,_ "In_ the past, emphasis was placed only on (a) and (b)
from3the_standpbint of the motor carriers' need to speed up. transport

and reduce trucking costs, but {(c¢), (d) and (e} are also required if
the systemization of physical distribution is to be promoted., A truck

terminal does not necessarily have to fulfill all five functions; con-

sideration shou}d be given fo what is required in order to achieve the
respective objedtives of each terminal.

4-2-2 Facilities for General Truck Terminals

+ Table IV-4-4 gives the facilities needed to fulfill the above func-
© tionss The main facilities are described below. :

(1) Cargo-handling platforns

Cargo~handling platforms are the central facility of a truck ter-
minal. Their function is to allow the sorting and reloading of cargo
by destination from or onto small pickup/delivery trucks, large line
trucks and relay tricks. In general the platforms are rectangular in
shape. and- have widths of 25-50 m and lengths of 50-200 m. The two
longer * sides are used as berths, with the trucks backing up to the
platform;- The platforms take up about 15~20% of the entire terminal
area. :

Platform heights are usually about 1.3 m for large trucks and
. l.1 m for small trucks, in other words the same height as the truck
. bed . Soime. of ‘the recently-built terminals are equipped with dock
boards, which can be mechanically adjusted in height so that sorting
machines and eguipment. on the platform can be placed onto trucks
together with the cargo. fTerminals that mainly handle freight in uni-
‘form shapes sometimes have low platforms s0 that cargoes can be
placed on pallets and loaded or unleaded by forklift. And in some
cases, the platforms have rampways to allow trucks to drive onto the
platform, thus offering the advantages of both high and low platform
heights.

The platforms are usually partially covered by an overhang of
7-8 m in:order to protect workers and cargoes from rain and snow.
Some overhangs are long enough to cover the entire length of a truck.
Cargo~handling capacity varies widely depending on the handling
method used and type of cargo, but ordinarily it is 0.3 ton per day
~per square meter of platform.

( 2) Wwarehouse (Delivery center)

Since having a warehouse within the terminal premises or
somewhere close by is extremely effective for streamlining physical
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Table IV-4-3 Truck Terminal Effects and Parties Affected

- City Residents .. Govexnmenu

: : . - ..'n"é.;ra.l =
Effects ' Shlppers Truc.<ers ce Heax Others cgntval Munie
' : : Publa.c . L =
: : : Te:mlnal_ c\naI
1. Reduction in : s R S . : -
transportation costs : @ : e O : O

2. Stable supnly. of goods @ _ O O : s

3., Effective use of land

o) of_ofo*of -
O 00000 |

O
4. becrease in traffic volume O O _ @ _
5. Prevention of housing : : : . T
environment deterioration ' AO O
6. Increased traffic volume . o o _
in surrounding regions : ’ A o
7. Development of surrounding _ _ s . O
_regions : _ _
8. Improvement of reglonal ' . . ﬁ

services

Source: Y. Yoshitake, "Development dnd- ‘i)roblems of Publlc Truck Termlnals" 1076,
Expressway and Hotorcar XIX No. 12 P34

Notes: :

l. & indicates positive efrects, mnlnly direct
2. 0O indicates positive effects, malnly -ndlrect
3. A indicates negatlve effacts

4. AD indicates positive efzects if avoroorlate measures are taken and negative
effects if not taken :

%
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distribution, new terminals include warchouses as a matter of course
and -even old terminals often add ‘on warchouses if space allows. To
make maximum use of avallable land some terminals have multi-level
warehouses above or below their platforms.

(.3) Incidéntal.facilities

" Having such facilities as- parking, refueling, .truck-washing,
- vehicle inspection, repair and maintenance and tire servicing within
the terminal premises saves time and unnecessary movement of trucks,

(4) Aadministration building

- The administration:office controls the-incoming and outgoing of
line trucks and pickup/delivery trucks, supervises cargo handling and
manages the various facilities in the terminal, as well as handling
papervork, - and -information -and communications-related work. The
office [is equipped with various -communications eguipment and computer
terminals .to - maintain - contact. and exchange information with the
headoffice and with other truck terminals.

In. most cases the office is housed, in a. multistory building
located along either. of the two shorter sides of the cargo-handling
platforms, so that contact with thée work site can be maintained
easilys - If the platforms are wide, administration offices may be
located on mezzanine floors above the central areas of the platforms.

{(5) Welfare facilities

-For long-distance truck drivers driving through the night,
‘resting,. eating and. bathing :facilities are available, In addition,
. some - terminals offer apartment housing for drivers, cargo handlers,
“poffice workers. and other terminal employees.

The design and 1éyout of all these facilities should be.such'fhat
the - movements of workers, cargoes and vehicles ~do  not become
entangled. The basic design specifications must adhere to the con-
ditions. stipulated in the Motor Terminal Structure and Facilities Act
mentioned below,.

4-3 CGovernment Measures and Laws and Regulations

It is difficult to achieve high profitability in truck terminal
opérationfbecause, in addition to. the considerable amount of land and
construction: costs reguired and the low freguency of land usage, as men-
tioned earlier, rental charges are kept low owing to the public nature

of the terminals and investment returns "take time since the terminals
are constructed in liine with future demand,’ Since private capital alone
is ‘inadeguate - for meeting the costs of a large-scale general truck
terminal, a punber of laws and requlations were formu;ated to provide
for public funds and tax benefits. Of these, the most important are the
Motor Terminal Act and the Motor Terminal Structure and Facilities Act
enacted in 1959, the Japan Motor Terminal Co., Ltd. Act enacted in 1965,
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and the Law Concerning the promotion of Urbhan pistribution Estates
enacted 1n 1966, E . . _ _ _

{1) Motor Termlnal'Act

" Under this act, commerc1a1 Operators of - qeneral bus terminals and*
general tluck terminals . are requ1red to ohtain a 1ncense from the:
Ministry of Transport.. When applying for a ‘license, the operator_must
submit its business plang and income/expenditure -estimatesy In addi-
tion, the terminal facilities must be inspected. prior to the opening
of the terminal., Rental charges must also be approved by the Mlnlqtry
of Transport.

(2) Motor Terminal St:uéture:and Facilities Act

This act prescribes the wvarious structural conditions that must
be fulfilled hy a motor termlnal before . a “license can “bhe obtalned.
For example, it stlpulate areas whére: teérminal - entrances and ex1tq:
may not be located, the requlred de51gn motor. vehlcle tonnage {20
tons); the reguired width of  truck passageways (at laast 6.5 m For .
two-way traffic and at least 3.5 m for one-way traffic), minimum vota-
tional radius, maximum. gradient” (10%), and: the need for: 1nstalllnq
dralnage and ventilation fac111t1es ang 1lghtlng fixtures. s

{ 3) Japan Motor Terminal Co., Ltd. Act -

This act called for the ‘establishment of a company to engage in
truck terminal business in Osaka city ‘and its: vicinity, with  the
government and local public organizations investing. in the  company
“together. with prlvate enterprlses. At -the same time,- ‘the act pr0v1ded
for certain tax benefits to be allowed -the: company. . The Japan Motor
Terminal Co., Ltd. . (JMT) was aceordlngly estab];shed in 1965 and . the
company has so far constructed and is operatlng four- largemscale truck
terminals in Tokyo.: The act was abolished in 1985 ‘when JMT chanqed
from a semlpubllc {third sector) firm to a- prlvate firm,

{4) Law Concerning the Promotion of Urban Distribution Estates

Thisg law’was_enaéted to promote the development of urban areas
with concentrations of various distribution-related .facilities such as
wholesalers, warehouses,. triuck terminals -and markets. = 8pecial .con-
sideration is given to the following two points:

{a) bistribution~estate land preparation projects are to be: undertaken
by local public organizations, ' the Japan Housing :Corporation and
"the TIndustrial Relocation and Coal Production - Areas Promotlon
Corporatlon.

{b) The rlght of -eminent domain is to be applled for dlstrlbutlonu
estate land preparatlon projects. -

Truck-términals are a central*éleﬁént of ‘distribution estates.
Moreover, by locating a truck . terminal inside a distribution " estate
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and linklng 1t with other functlons, it is possible to achleve the
initial objectives of truck terminals more effectively, Taking these
points into conalderatlon, it was decided that all JMT terminals and
all other large ~dcale truck terminals in major cities would be planned
in 1ntegrat10n wlth dlstrlbution estates,

When a prlvate enterprlse (1.e., a company with 1ess_than 50%
lnvestment by puhlnc organizations) undertakee work to prepare land or
build facilities for a distribution estate, the enterprise is able to

~obta1n funds from. the Japan. Development Bank equivalent to a maximum
50% of ‘the construction costs involved, at favorable terms--repayment
is within .25 years. (with p to flve years of deferment) and the
interest rate is 8, 5y per - annum. In addition, government subgidies

were granted from 1974 to 1978 for the upglddlng of general truck  ter-
‘minals in outlylng hub cmtles.

_ Backed by the  above-mentioned measures and regulatlons, local
public organlzatlone, JMT, the Japan Highway Public Corporation and
private enterprises proceeded to construct general truck terminals in
various parts of Japan.

4-4 The Management of General Truack Terminals

The 24 .general truck terminals existing at present are panaged by
18 entities.  Of these, one third {(or 13% in number of berths} are fully
private concerns and - the rest are third-sector organizations. The
merits of a third-sector organization managing a facility of strong
- public¢ nature such as the general truck terminal are that users can
expect fair and equitable treatment since management is not necessarily
profit—oriehted, funds- procurement - is easier since both public and pri-
vate sources can be tapped, and it is easier to turn self-supporting
through efficient management owing to its semi-private character.,

" For income, general truck terminals - rely mostly on charges for
renting cargo-handling space and berths. 1In addition, as their secon-
dary business many terminals directly operate or lease to another opera-
tor such facilities as filling stations, parking space, warehouses, and
resting, lodging, and eating facilities for drivers., In expenditures,
capital costs such as interest and. depreciation account for a major por-
tion. Because initial investment. is large, a sizeable amount goes to
repaying borrowings and paying interest. '

As shown in Table IV-4-5, of the 18 organizations managing general
truck terminals;'12 were in the black in a single fiscal year and 10
returned profits on a cumulative basis. BAn increasing number of opera-
tors that initially showed losses is gradually turning profitable.
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Table 1V-d-4

TTuck Telmlna] Pacllltles

Termlnal entrance ex1t tLuck passaqeway,

Truck-
related = truck arrlval/dgparture space, parking,
Facilities repair and maintenance space; Lruck-.
: washing space,‘fillihg station:® - '
' Cargo- . Unloading; stacking and: sorting $pace,
related - workers' room, belt conveyor machlnery
Truck Tacilities storage room, lavatory, kitchenette
Terminal — . e —— e R
Administration- Terminal administration office, drivers!
 related room, restaurant, kiosk, barbershop, '
Facilities bath/shower  rooms, ' Llodgings -
Storage- Warehouse, office
related
Facilities
Source: Xotsu Kogakq'Kenkyu—kai, "rraffic Engineering Handbook', 1984,

Gihodo, p.670.

Table TV-4~5 Profit Situation .of General Truck Terminals

FY1963 Results . Cumulative Results
No. of operators ) : .
2
in the black = ' . 10
No. of operators 6 8
in the red

Source: Ministry of Transport, "Annual Report of Phy51ca1
Distribution in Japan", 1985, p.167.
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4-5 An Example of General Truck Terminal in the Tokyo Metropolitan
Area

S B ‘Lbcatior_l"

: The_'Japan Motor Termindl Co., Ltd. (JWT)--a semipublic company
established  in - 1965 ‘as prescribed by law and under government
- guidance--has’ constructed and is opefating public truck terminals in
‘the Tokyo . Metropolitan Area, where nationwide route: trucking networks
converge. - The terminals function as the focal points of physical

distribution networks and are operated in line with physical distribu-~
tion policies set forth by the government,

- ‘The construction of four truck terminals covering areas to the
"south, west, north and east of central Tokyo, respectively, were in
U turn. completed’ in 1968, 1970; 1977 and 138 3. All four terminals are
integrated 'with distribution estates and are located close to the
intersections of ring roads and radial expressways or arterials. JMT
is currently planning to build another terminal in southwestern Tokyo

(_ Figure Iv-4-4),

 Figure IV-4-4 Location of Public Truck Terminals in Tokyo
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(2) capital

As of 1985, JMT has za capltal of ¥11:23 billlon (about U&SGB
million), In the past; - the government _the 01ty of. Tokyo ‘and. private
parties {205 persons) each held one . third of the. company's stocks,  In
April 1985, howevet, when JMT. was handed over to. private management,
the city . of Tbkyo -and. prlvate partles (21% persons) bought up- .the
government's, holdlngs to each hold 50%  interest . in_ the COmPpAnY .
Payment to the qovernment for the stocks purchased is being made aunder
a 15~year installment plan, : s

(3) InVestment

. So far, JMT has 1nvested ‘a total of about %48, 1 billlon {about
Uss 267 million)L including 1nvestment in land acqulsltion. .Of this
amount, -one third was covered by owned capltal -and .the rest .was

covered by ‘borrowings Ffrom the. Japan Development ‘Bank, .the Industrlal_
Rank of Japan and 10 commercial banks. .

(4) Facilities

Table IV-4-6 1lsts the facilities avallable at the four JMT ter»
minals currently in operatlon. -

(5) Keihin Truck'Terminal

_ As an example, the Kelhln Truck Termlnal, the oldest and largest
of. the four JMT truck. termlnals, is descrlbed helow.

The Keihin Truck Termlnal situated within ‘a distribution
center in southern Tokyo ‘and. covers about 31% of the total centor ‘aréa

of 72 hectares. (Flgure IV~4 =5).." The volume of ‘cargo handled each day

is 2,000-1D,000 tons, of whlch about 40% are tran91t freight., BAbout

5,800 trucks use; the terminal . ‘each day,'of whlch 1, 700 are line tfuCRs

'and about 3,000 are. plckup/dellvery trucks, About 43% of the frelght
brought in by line trucks are mlscellaneous consumer 9goods in ‘small

-lots, 20% are machinery, 16%, food products, 11%, -textile products and
10%, other 1ndustr1al products.' L T

- The termlnal is located at the entrance: of western Jépan (to
Nagoya, Kyoto and Osakal, ‘and “about 60% of frelght transported to or
from . thls terminal pass along the Tbkaldo nghway,.one of Jaoan s
major dlstrlbutlon arterles.. The cargoes are plcked up. ‘and’ delivered
in Tbkyo durlng the . day by small trucks (four. tons or lighter), and
are transported over long dlstances at nlght by line trucks. There "is
a JNR container depot ‘within the’ termlnal premlses, and ‘linkage with
freight liners and car ferrle is also poss1b1e.

Cargo—handllng space con51sts of 11 bulldlngs Wlth total floor
space of 36,242 square meters and’ 433 arrival/departure berths, and is
leased to 38 trucking firms., The current rental charqe is ¥1 050
(about US$6. 00) per square meter per month, . '
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Table IV-4~6

Outline of Facilities of Public Truck Terminals

Keinin Truck Terminal

r Itabasai Truck Ternuna

Aadchi Truex Tarminal

Katsusnika Teucx Termenal

Addrass

11 Zendme, rlaswapma, Oracy,
Tekvo

11, §-troms, Takashimanata.
Macasmiay, Tokye ’

-1 8Chome irya-gng,
Agsen-Ku, Toen .

31 Z.croma AnedoCro STopawd dy

Toivo

Totat kpaca 202.8900% ARALLLE 143,328m¢ 185 S00m?
Numbar of berea 433 benng ) 320 Geuns 340 pennsiaul 3 wecn 20 480 berins wout 3wk 1€ manns are
o * Banns are 10 te 30390 al e Ind | o o aodec 3l e It tann canstruczan
i e OOASIRICTON Wera =N}
Spaca for plattorms 16.242m? 2E100mt 22.976m¢ ATA%0mF

Handling capacity ol caigoes

Approx. §2.000 wobs ipet gavy

Approx 2.000 1005 (pe: gay)

Agprox, 1000 1ans {per 0av)

Apptox 1} 303 s wper qavs

Date of comaiation

June 1368 -

Cciober 1970

aprg 1977

Aoen 3953

Total investmant fincluding land
agauisition <osil ) X

Appred 12,3 Goian yen

Appiex 8 9 bibon yen

Approx 9.6 Bl yen (Ghty i
[irs1 t24m CoNsY uctgn Work)

Aporox <19 3 £ikon sen somy for bist
121N CANSH UGN Wis |

Qubina of facilitas
1. Platforms

Mot 13 Mo 11 plalloim

No ! 1 Mo.§ platoen

No 1w MNo.9 pladormiNo 9 slar-
forn s added at ine 2nd term
CONSINFCION work}

Ho 110 No.§ planmm

t":} Yotal space

39.242m* .

2.200m*

.| ai2 kept tat sha 2nd 1erm con-

22,1780 (gut of which 1.178m7]

S!!utlm work)

37.95%m¢ (oui ot winch 6.312m7 are kept
lot the 2nd term construcon won

20 x_§gl§:lorms

20m x 3 piatlerms

20m x 3 ofattarms

[14] Wlldlh ; 13.650m* 1.200m% | 2Gm x 5'platlorms - 12.000m* $04%m*
'15mf 5 pratoims B10027 | o5 g elavoims 1500m: | 25m x 2 plattarms 5.000mt | 25m x & praltonns 22.80%m¢
. i 33 5m ¢ i plartoum -, 5530m? . . . .
13) Height from the flooe .| For ot trucks 13m For lne wiicks E3m For line vicks 12m For hinz tucks 12m
: For locat lrucks 13m For local frucks Fim For tocal rucks 1.0m Fou bocal tiucks 1Gm
2. Toraf spaca of plattorn * . | 3.110m? 1611w’ {1 51 libor ol basement) | 2,638m? ’ 21.310m®
aftice I . ) . I
3. Total spacs of dalivery No il 13 platorm 50.363m? | 7 glatterms tundarground) 0.9 pratform (planned to be (ptanned for ine 2nd 120M ConsHUCLON
_centfe s : ’ : . 10.850m* | estabhshed at ine 2nd termeon: | wark) 19.73m°
. ) Hod plattorm §.471mt | swrachon work) 11,077m?
. Spacs foe fine bucks 18,702 14,4037 1E44FLIESME ;e dent fer § 192980
RN ) I . - 204 tewn consiruchon wark}
5. Space far locai trixcks ‘| 18.183m? 12 1B6en? 9.548m* 12.960m?
&. Space for operatian of 72.153m* 35.437m 29.025m® 41653m* -
wucks o v
7. Space fo: pirking * 29.946m? 17.510m? 19,841 (135m! for 1he Znd | 20.795m7
Ll oL l21m CansSIUCTON Wark)
8. Depot for JNR conianers | s90m? - . — . -
9. Adm?ﬂis!fnﬁp'ﬁ Building | Fourstoned 2 buidings | Fivestoned 1 budding { Ten-sioned t building § Nine-stoned 1 buiang
Space of land used 3.475m3 L223md t.429m* 2987m?
"Space of buikling 15:156m? X 8,025m? 7.973m* 9.715mf
{1} Administration oifice S0m* 153 floar of Mo.) Budding § 55m? * 1 51 fidor 5Gm° 1 st fiear 93m’ 15t fooc
{2 Conlarence room 2 woms. 153me. 154 tieot of No.1 [ Zrooims. 125m2.1 st foor & 2 rooms, 130m? Tst & 2nd ficor § 2 reams. 152m?. 2na riodr
) Buikdag basameni of No.2 platform. -

{3) Shix steeping reom -

10 persons per room x 8B rogms
F_mal Jccemmadanon B8O par- -
sons{2nd Noor of each bulding} -

8 parstos pes r0om x 59 reoms
Toial accommodaren: 552 per-
s6ns {Znt_i & 3rd Hoon

4 persons per ipenx 128 100ms
Totat accommodaton:
512 pessons (2ro-5th floor)

4 peisons par room 1 Y295 1ooms
Teial accommadanen 495 peisons (Gin
Sih flcon)

{4) Lodging

§ gatsons pet room % 700 1oams

Torat accommadaton. 1.200 par-

sens{26d to dth Hoor af 2ach o
buddwg)

5 paisons B8 1aOm x 170 100ms
Toial aceommodation: 600 per-

.| sons {Znd-5ih floed}

2 peisons par room x 180 rooms
Toial accommedaron: 360 per-
sons (8th-10th logr)

7 paistns pes soom 2 374 spoms
Toial sccommodanan 218 persoos {2na-
Sth Foar)

15) Canlean, o3 room.eic.

1.483m" - It {loor each

bulding

1 51 Nocr & basemen
of Mo 2 platferm

961m*

468m*. 15t & 2nd Tioor

889m* 131 Flowr

{61 Anothar facilities _

Chnee. Balber‘_st.Bath 000
Postolhce

Clang. Barber shop, Bait room

Chrug, Barker shep, Bain 00m

Chmc. Sarpee shop, Batr rpom

1.053m?

. Filin;r;lation 2.289m* :9 pumps | 950’ "4 pumps 4 pumps | 1453 T 5 pumps
11. Truck-washing tacitiias 1.945m® 5 lanes xd 4 lanesx 1| 750m? dfanesx 3 D lanex B 5E8m?  2lanesxd | 966m® 2 fanes x §
12, Repair and'mainl.enunc_u ?.2?_3!11' 1.450m? — - -
facilitios
13, Servica stadon for tyces | 310mF - - - o
1 b 1 1

14, Weighing machina for truck

Source: Brochure of the Japan Motor Terminal Co., I4d., 1985.
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Other maln facllltleq are a dlstrlbutlon center (three hu11d1ngh

with total floor space of 50,363 square meters), parking space {about

30,000 sguare meters), filling station {gasoline storage: capacity of
330 kllollters), nine welghlng machihes, repair and maintenance shop,

“tire serv101ng and truckwaehlng facilities, substation, roows for
restlng and. napping (88 roous for 10 persons each}, and overnight

accommodatlone (200 rooms  for six persons _each) , In additioh, the
adminlstratlon bulldlng houses an offlce, conference room, disaster

prevention center, post offlce, bathroomg, first-aid room, restaurant,

tea room, and barber shop. There are about 2,000 employees working in
the. termlnal.

Fi(jure Iv-4-6 shows the layout of these terminal facilities.

Figure Iv-4-6 - Layout of Keihin Truck Terminal 44
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V. EXPORT
_15 CHANGE IN EXPORT STRUCTURE TN POSTWAR JAPAN

1-1. Export and Japanesée Economy

..The export sectqr has played an important role in postwar Japanese
economic growth, Table V-1-1 shows the contribution by sector to the
gross national expenditure (GNE) increases for each period. The years
from 1946 to 1983 are divided into eight periods.

- - Table V-1-1 Contribution to GNE Increase hy Sector 1)

1946~ 1950~ 1955- 1960- 1965~ 1370~ 1975~ 1980~
50 55 60 65 70 15 80 83

‘Gross MNational
Expenditure 100.0 100.0 100.0 160.0 100.0 100.0 100.0  100.0

Private _ '
Consumptién 2)  63.2 67,5 54,0  53.7 43,0 67.6 40,8  41.2

'Govexnmént .
Consumption 29.1 5.3 4.9 8.7 4.2 13.9 7.6 8.7

Gross-deestic -
Capital . =241 26,5 43,0 34,5 51.7 13. 2 33,4 12.9

Formation
Export - 16.5 9,2 10. 2 13.5 14,6 28.0 31.8 40.9
Inport -6.8 -8, -12,1 -106.3 -13.6 =-18.6 -14.0 4.3

Source: “Statistics Bureau, Management and Coordination Agency, Japan
. Statistical Yearbook.
Notes: . 1) 1946 - 1970 : at 1970 prices, 1970 - 1983 : at 1975 prices
2} for 1970 - 1983 not -included final consumption expenditure
of private non~-profit institutions serving householdes.

o - Until the mid-1970s, the growth of the Japanese economy was greatly
supported by domestic demand. In particular, from 1946 to 1950, nearly
all demand increase stemmed from domestic consumption, with total pri-
vate and government consumption amounting to 92.3%. ~From 1955 to 1960,
and 1960 to 1965, domestic consumption decreased while gross domestic
'capital formation progressed and contributed significantly. The contri-
bution ratios of export were 10,2% and 13.5% respectively for each
"period. In the first half of the 1970s, contribution by domestic demand
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malnta1ned a high 1evel, but since the second half, domestic -demand
decreased by the recession after the first oil crisis: and the . contriva
tion by exports began to rise, - In particular, From _1980 ko 1983,

exports contribution to the. econonic growth rapldly 1ncreaeed to 40, 9%,
making the export sector the leadlng area of Lhe natlonal economv.

Flgure V«tm1 111ustrates the trend of Japan s ba]ance of payments. )
pefore the 1960s, little change occured in the- trade balance, ‘both the -
_invisible trade balance and the long-term capltal halance, with  the
result that the overall balance. was. ‘held at approximately - zero.,”ﬁurinq
this period, "as described in section I-1 (Chapter I "Macroeconomy "),
Japan succeeded in - its postwar yeconstruction, and since then it enjoyed
a series of economic booms. - During the boome, tixed 1nvestment con-
tinued to expand and led the high economic growth, . Through the high-
growth, Japanese manufactured QOods'became competitive in. the inter-
pational market. Since 1964, Japan s trade balance turned to surplus.

During the 1970s, the balance of payments became unstable due . to
the two oil crises. ' "Howeéver, the trade balance qulckly recovered from
these two "olil shocks", and overall surplue was expanded lrrespectrve of
the great fluctuat:ons at the time of the oil crisis.

1-2 Change of Export Structure by'comhodity Group

The following covers tlie change in’ export structure 8ince the War
{see Table V-i-2). A typ:cal Japanese axport- commodltles in the 19505
were textiles, with the greatest share ‘being textile yarns, finighed
fabric products and related -articles. ‘These _exPort commodities
accounted for 29% oOf total exports in 1955. In the 1960s, however, the
export gtructure became more modernized. due'xto the “accelerated
industrialization in this period. Although textiles still held a wajor
share of export items in 1960, machinery expanded to be the second
largest item. Exports of machinery expanded to a 35.2% share in 1965,
while textiles decreased to 18.7%. 'In addition, metals and metal prod—
ucts, with a share of 20.3%, also exceeded textlles- '

In the 19705, Japanese exports expanded rapldly.; Exports increased
te 130.4 billion dollars 1n 1980, an increase of. 6. 7 tlmes the 19 3

billion dollars_exported in 1970. Machlnery and equlpment contlnued to
increase its share, from 46.3% in 1970 to 62, 7% in 1980, In partlcular,
transport equipment increased dramatically. : :

Total 'exporta :in' 1984: were 169.7 billion dollars, ' which _ﬁas
approximately 1.3 times  the flgure in 1980, ‘This démonstrates a steady
expan31on rate while the world - economy wasg sufferlng 5tagnat10n. This_

steady performance was supported by the expansion of machinery -and
eguipment exports, the amount of  which corresponde approx1mately wrthr

the total addltlonal exports for 1984,

Table V- 1 3 shows the contrlbutlon to export 1ncrease by gommodlty‘
group. The contrlbutlon of machlnery to “the total. export increase is
very big. It 1ncreased rapidly ‘from. the . latter half of 1970s..
Espec1ally it was as hlgh as 91.3% durlng the 19803.
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Table V-1-3 Contribution to Export Increase by Commodity Group

(%)

1955~ 1960~ 1965~ 1970- 1975~ 1980
60 65 70 75 80 84

Total _ : 100.0 100.0 100.0 100.0 100.0 100.0
Foodstuffs 6.4 2.0 2.8 0.1 1.0 ~0.2
Textiles 23,1 8.1 7.6 2.5 2.5 1.6
fiber ) T 1 1.7 0.4 Q.7 0.2 0.0

yvarn 16.4 4.9 5.6 2.5 2.2 1.0

Cl.Othing 5.6 1.5 teb ~Q47 0.1 Q.7

Chemicals 3.8 8.3 65,3 7.4 3.0 2.4
Hon-metallic Minerals 3.7 2.1 1.0 0.9 1.6 1.1
Metal and Metal Products 9.0  26.2 .2 24.4 8.8  -2.7
ironandStBEl 6.4 20.5 « 3 20.8 3.9 ~2,0

non-ferrcus metals ~2.0 2.2 1.2 0.7 2.2 ~0.8

metal products 4.6 3.4 3.8 2.9 2.8 0.1

Machinery na 4.1 54.9 59.3 74.0 91.3
general machinery na na 12.7 13.3 16. 3 23,0

electric machinery na na 14.8 10.1 18.7 24.8

.transport eguipment na na 20.2 3241 26.9 27.6
precision instruments na na 71 3.9 12.1 15.9

Others o na 9.0 8.2 5.6 9,0 6.6

Source: Statistical Bureau, Managemant and Coordination Agency,
Japan Statistical Yearbook 1985,

1-3 Change in Export Structure by End-use

The following covers the change in the export structure by end-use
(see Table V-1-4)., The item which had the largest share by end-use in
1962 was industrial materials and supplies, which consists of metals and
other materials., Their exports accounted for 45,9% of total exports.
Following this item, capital goods accounted for 23.1%, durable consumer
goods 13.8%,. non-durable consumer goods 8.6%, food and direct consumer
goods 6.8%, and others 1.8%.

This structure changed gradwally during the 1970s, that is, the
share of the industrial materials and supplies levelled off 'and instead,
high-value-added items such as capital goods and durable consumer goods
increased their share. The total share of the two groups in 1975 was
57.6% of total exports. This was due to the fact that the com-
petitiveness of transport equipment and general machinery had gradually
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been reinforced, whlle the export of metals, conventionally the leadtngr
item, was suffering from depressed market conditions,

‘This phenomenon hecane wmore notlceable during the 1980s., 1iIn 1980
the share of industrial materials and supplies dropped to 28.6%, while
that of vapital goods and durable’ consumer goods rose to 40.1% and 27.4%
_respect¢vely. This trend became more pronounced in 1984, that is, the
share of industrial materials and supplies dropped further to 21.7%
while on the other hand that of capital goods rose to 46.8%, or nearly
half. of . the total, and durable consumer goods maintained level of 28%.
Accordlng to the leadlng items which are changing from time to time,
- Japanese export structure became more and more sophisticated, that is,

the leading items shifted from light manufactured goods to machinery in
the 1970s.

t-4 ' Change in Export Destination

Japanese export structure, by Commodity group and end-use, has
changed,greatly through the 1960s and 1970s. Eprrt destination struc-—
ture has also changed. Table V-1-5 illustrates the change in share by
export destination. The share of exports to developed countries gra-
dually  increased,_ while the share to developing. countries tended to
decrease gradually, and no considerable change occurred in the share to
Communist countries since 1965. 1In the export structure by destination,
the United States is the largest destination country, taking a share of
that is almost eguivalent to that of South-East Asia. However, in the
1980s, exports to this region have experienced a slump, while exports to
the United States have increased. To the European Community, the share
has been maintained at around 12% since 1975.

‘As shown above, around half of the Japanese export since World War
IT had been to the market of the United States and South-East Asia up
until the mid-1970s. Since the mid~1970s, the shares of the European
Community and the Middle East markets became more than 10%. This means
a characteristic of the Japanese export market for acceleralated diver-
sification of partner countries.
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Table V-1-5 Export Structure by Partner Country and Area

3

1933

1584

1860 1965° 1970 1975 1880 1881 1982

1855

100.0 100.¢C 100.90. 100.0 100.9 100.0 100.9 100.0 100.90
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2, JAPAN'S POSTWAR EXPORT PROMOTION POLICY

2—}:'Foreiqn Exchange -and Foreign Trade Control Law

_Japants international trade, which had been conducted by the
Japanese Government under GHQ (General Headquarters of Allied Occupation

Forces)'control since 194%, was completely transferred to private sec-
tors in January 1950,

‘A-series of laws and requlations had been introduced. for the promo-
tion  of -Japan's international trade since the Foreign Exchange and
Foreign Trade Control Traw was First enforced in December 1949. They are
Eprrt',Credit- Ingurance - Law (1950), Special . Taxation Measures Law
(1953) ,- Export Goods Design Law, Export Ingpection Law (1958, originally
Export Commodity Control Law -1948), ete,, and various export  promotion
systems, such as for export financing (1950), export inspection (1950),
foreign exchange fund loan (1953), export promotion taxation, etc. had
been introduced, and relevant organizations such as JETRO 11951}, Japan
EBxport Bank - {1950, later Exzport-Import Bank of Japan 1952), Export
Council (1954), etc. had been established by laws or Cabinet orders.

; Thé-Foreign Exchénge and Foreign Trade Control Law followed by the
Export: Control. Order -and the Export Trade Control Regulationg, made
clear the framework of foreign exchange and trade control measures for
the: purpose of attaining the objectives as stipulated in Article 1,
" They are the promotion of normal development of foreign trade, the
equalization of international balance and the stable growth of the eco-
nomy . :

" ‘Article’ 47 of the Law -states that the exports shall be allowed
under the least possible restrictions so long as they meet the purpose
of -the Law while Article 48 provides for the scope of export control
requiring export approval of the Ministry of International Trade and
Industry (MITI).

The scope requiring the export approval is classified into four
categorlies. They are;

{a) Certain specified commodities,
{b) Commodities and their specified destinations,

{c) Specified methods of transaction, or
(@) specified methods of payment.

V_Certain.specified commodities for exports requiring export appro-
vals are classified into the following five groups:

{a) Strategic commodities such as arms and ammunition, nuclear power
.equipment, WC machine tools, etcC.,

{b) Commodities 1liable to- cause price fluctuations due to the shor-
- tage of domestic supply,

(c) Commodities, under ordinary trade control law, the Import and
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Fxport Trading Law 1952, namely textlle goods -in the early 19505,--'

{a) CommOdltleS " banned unﬁer 1nternat10nal aqreements such as nar~
cotics, counterfeit currency and othérs. liable to harm the polltl-
cal, social or economlc order of other countrles,

(e) Commodltles 1nfr1nq1ng on 1ndustr1al property rlghts Ln destlnaw'
tion countries. . 8

In subsequent years; the Law Underwent successive revisions and
restrictions had been gradually llfted on ‘the first and the second cate-
gory commoditles whlle the third 1ncreased the number.

The specified methods of transactlon 1nclude cdnsighment pLOw
cessing trade and -consignment sales ~contracts. When:the  approval. for
such. transaction is obtained, there is no need to apply -for export
approval.’ : ' e -

Regardlng 5pec1f1ed me thods of payment, the Law and related requlaﬂ
tions set down’ the standard methods of forelgn exchange settlement and
made it necesarry to obtain the MITI 5 approval--in the case of ‘other
methods. At. the - time of . the 1mplementa1ton of ' the TLaw," the standard
settlement methods were only prepayment and payment by 51ght Aetters of
credit and the scope of the standard methods were widened' to. include
documents against payment (DPP) and’ documents against ‘acceptance (Da)
settlements and the areas where DF and DA settlements were approved ware
enlarged.

The law was revised and enforced from December 1980 towards freer
trade with easier trade procedures. ' :

2-2 Export Finance
2-2-1 Short Term Finance

After the prlvate trade was reopened in -1950, . the Benk of Japan
introduced the export advance hill system and the 1mport settlement bill
system to finance export and import fund in advance through commercial
‘banks, which are heavily in short of loan -fund,  at the pfeferential
discount interest rate. R L ‘

The export advance bills supplied funds: required for the production
and purchasing of goods agreed upon in export contracts. = The interest
rate for an export advance bill-was lower by 1% to’ 3% per annum’ than the
discount rate for a COmmEIClal bill. : S

However, at the time of‘the "Nixon Shock” (diScentinued_dollar?ch—
vertibility to gold and drastic revaluation of Japanese yen) -in 1971,
criticism mounted against Japan for the preferential export  financing
terms and the sharply Aincreasing surpluses in its-balance of payments‘in
comparison with other nations, -and in September 1972, this system was
abolished, and in October of the ‘same year it reappeared as ~export
advance financing system throuqh quasi- commerc1a] bllls. :
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Export finaricing

The - Bank . of - Japan. 1ntroduced another type of export financing
system ‘in1953,.. The loans.against negociations of export . ‘usance bills
" provide’ low~interebt financing on a par with international levels,_to
commer01dl banks purchasinq export usance bills. Thisg system was.- also
abolished in March 1972 and also changed to the flnan01ng through gquasi-
-oommercial bills. - The outline of ‘changes in Japan's postwar export
finan01ng system is 1llustrated in Pigure v-2-1.

Figure V-2-1 Outline-of-chanQes in Export Financing System

] . Secured loans (before .
A . . _Export advancs bills
_ Financing before  *Export advance bill ardval of letter of credit} | Canbined to collateral !]l.l:‘sicommerc]al bills
shipment {Sepl. 1946) . elipibillty on loans on ’
: -x Rediscounting elighbility -} bilds June 1971)
(alter arrival of letter '
of credil) .

Quasi-commereial blls

telated g exports
Yen export usance

o . Yen denvminated export”
usance bills (July 1960)

Samall and Medium Enterprise Expurt
Promotion Finance System {Oct. 1961,
Small and Medium Enterprise Credit
Inzurance Corpogation)

Elimination
Mar. 1972)

SystemQf Purchasing of Forelgn
Exchangd Bills (Started Dec. 1965} “]_

L Fitianiciag after - | “Systein of Loans Applied Agajnst - Change of name o System fo1 Loans

“shipment . L Forcign Exchange (Feb. 1953) Against Forelgn Exchange Assels
’ [Sepl. 1961)

Consolidatlan Cessatlon of operation .

{Nov. 1970} (Mar. 1972)

— Establishinent of Chéngc of name to Japan

—

Tao present

quasicommerciat bills o ;;escnt

- Yapan Expon Bank Export import Bank
T} (Dec. 1950) ’ . . . {Apr. 1952)

Expml Promotion Financing System fo1 Specially o .
Dresi d Medium and Small Slize Enterprises —_ i‘;:‘i'}a;;‘;n
(June 1962, Sma!ln: Business Firance Cotparation) (Mar. }

Source: MITI, White Paper on International Trade and Industry, 1950 to
1970 editions. :

2-2-2 Long Term Financing

'Medium—,and long-term export financing is providéd by the Export
Bank of -Japan established in December 1950 and reorganized and renamed
the Export-Import Bank of Japan in April 1952, for exports of industrial
plants and heavy machinery and for imports of basic raw materials.,

The export advance financing was first introduced to supply funds

. necegsary for the promotion of plants and machinery with a  redemption

period of more than one year, The after shipment financing was started

for exports on deferred payment basis in 1952 as well as the overgeas
investmeént fJnanc1ng services in the same year.

In'September 1962 and in. June 1965, the Bank added to the list of
items, ~ covered: by export financing scheme, :consumer durable goods, iron
and: steel. products: in 1962 and machine tools, agricultural’ and other
industrial machinery in
arising from the increasing exports and patterns of trade, the terms of
loahns . varied from 6. months .to three years .carrying interest rates 5.5%
to 6,.5% per year depending on the nature of export contracts. The Bank
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started to enter the new field of flnanclal activities to help promote
Japan's econoilc cooperatlon, by extending refinancing services. and debt
guarantee . serylces ‘to. commercial - banks -joined: in- the syndlcate loan
agreements with developlnq countrlee in’ Aprll 1964. :

-In'March;]QGG, the Bank's capltal lnereased to J75§8_billion;yen
(about $490 million at exchange rate ¥360 = $§1) -and. dits liability
{ borrowing) stood at -359.2 billion yen {about- $1.billion). A ook at
its loan acceptance by type of - financing services shows that export
financing accounted for 80% to 90% of. the. total.. While the. share. of |
overseas 1nvéstments and direct’ loans . to developlng countries has: been
increasing recently, there has been llttle growth in expoxt financing in
industrial plants and in inport fnnan01ngu

n addition,“the‘Overseae Economic,Cooperation Fund_wQSfeetabliehed
in 19261 .to provide financing for the development projects ih. the
developing countries, The activities of the two organizations became
increasingly more: dlverse in - actordanoe ‘with the changes in modes of
capital exports from the initial export financing for the exporters. to
investment financing, bank" 1oans and buyers credlts. :

Improvement of the‘ecOnomic‘cooperation-syetem‘in'kéeping'with'the
rise in reguirements. for aSSLStance from- developlng countries . also
became an important issue. Therefore,'ln 1974, the"Japan Internatlonal
Cooperatlon Bgency was establlshed to provide necessary a551stance to -
social and economic development of developlnq countries. Further, in
1975, the fields of act1v1t1es of both the Export Import Bank and .the
Overseas ¥conomic Cooperatlon ‘Fund were coordinated, resulting in the
Fund handling government loans with a 25% or more grant element.

2-2-3 Export Financing to Small and Medium Enterprises

In 1961, the Small Business Credit . Insurance - Corporation
established a special export guarantee system “to smoothen export
financing to small and medium enterprises. . :

Under this system, the corporation extended a'special-oneiyear_loan-
(2.5% interest rate) to credit insurance associations implementing the
export promotion special insurance system. guardnteeing production: -and
goods collection of export commodities at a special low interest . rate.
Credit insurance associations receiving. guch. special loans from the cor-
poration deposit the funds along with loans from:the. prefectural govern-
ments into ‘local commercial banks. = These commercial banks @ then  add
roughly the same amount of the deposit  funds and provide specially
guaranteed export ugance Joane at a fixed rate to small and medium
enterprlses.

The balance of spe01al loans of the corporat1on grew from an
ipitial 150 million yen at the start of the system to 300 mllllon yen -in
1962, 400 mllllon yen .in 1963, 500 million yen-in 1964,:-and. 800 million
ven in 1965 (exchanqe rate ¥360 = §1). Together with . the ‘loans of. the
prefectural governments, this means‘apprOXLmatly tLwice that amount was
extended. T " : : :
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In June . 196?, the Small Business Finance Corporation established a
system of preferentlal treatment for the promotion of the modernization
of : sxportinq sma]l and medlum businesses. The systen offered two types
of  Funding: " one for long-term plant and equipment funds necessary for
execution of long~term (more -than one year) export contracts and the
-other_for plant and equipment modernization necessary for the develop-
ment of small and medium businesses in certain selected industries.

Loans under thls system were for two to seven years at 7.%% to 7.6%
1nterest.

2-3 FExport Tnsurance System

“The fxport Insurance System was enforced in March 1950, with a pur-
: pose of covering the only risk suffered by exporters in the preshipment
perlod. In subsequent years, needs in forelqn transactions led to the
establishment of new types of insurance, 1ncrea51ng to nine types af
pressnt.

iThey are ordinary export insurance, export payment insurance,
-export flnancrng insurance, overseas advertising insurance, export bill
1nsurance, con51gnment ‘export sales insurance, overseas investment
1nsurance, * exchange fluctuatlon insurance and export guarantee
insurance, in order of established year (see Table Vv-2-1). '

The differsnt-types of insurance can also be classified according
to the type of risk bhorne.  The rvisks covered by export insurance
include (&) emergency risks such as war or import emwbargoes at the
destlnatlon country, restrlctlons on’ exchange transactions overseas, and
other events for whlch the partles to the export contract and the over-

seas investor cannot be held responsible for, (b) credit risks such-as
‘the case of'bankruptéy of the buyer, delayed execution of payment, and
‘othei cases wherein = the other export contract party may be held
respon51ble for, and (c) corporate risks such as the case when sales of
export -cargoes Jdo not reach the scheduled amount and other cases where
corporate estimates  were mistaken. Ordinary export insurance, export
payméent insurance, éxport bill insurance, and export financing insurance
all deal with émergency risks and credit risks. On the other hand,
overseéas investment insurance covers only confiscation risks, war risks,
remiitdncé'risks, and other emergency risks (amendments o the Export
Insurance Law in January 1972L however, led to the establishment of
overseas 1nvestment insurance for public bonds, etc. as well, for addi-
tlonal coverage of credlt rlsks). Consignment export insurance and
overseas. advertisement insurance, furtlier, covered principally corporate
risKs.,

“Finally, the coverage of insurance can be classified by preshipment
and postshipment. . Ordinary export insurance covers both preshipment and
postshipment,. while export payment. insurance and export bill insurance
cover postshipment, (More accurately, coverage of export bill insurance
does not start from the point of loading. The documentary bills are
purchased by officially authorized foreign exchange banks. At an
appropriate time afterward, the banks notify the goverswent of the
purchase of those documentary bills. Only after the notification does

the insurance start.)
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Table V-2-1 Outline of Trends in Export Insurance System

Item.

1951
1952
1952
1953

1954

1956
1957
1970
1972
1974

1977

1979

1981

Establishﬁeht of oxdlnary export 1nsurance system'

for losses of exporters due prlnclpally to presh1p~

ment risks . ‘ o ,
Establishment” of,export paymentfinsurahce system
for losses of exporters due tQ'inability to recleim
payments .

Establlshment of export flnan01ng 1nsurance system
for risks in indblity of banks" to reclalm the export
advance funds. _ _
Establishment of':-0verseas 'advertising insurance
system for losses - due to - non-settlement of over~
seag advertlslng and publlc relatlons costs _
Establlshment of export bill 1nsurance,.system forf

losses  in cases where the - dooumentary bllls cannot

he’ pald by, b111 maturlty _ : _
Tstabllshment of’ con51gnment sales export isurance

_systei - for cargo. reshlpment losses’
_Establlshment of overseas 1nvestment pr1n01pa1

insurance system for’ risks relatlng to acqulsltlon
of stocks or other shares overseas

Establlshment ‘of overseas 1nvestment 1nterest,
1nsurance _ system for ' risks | 1ncurred _by non—'_'
remittance of fruits of overseas. 1nvestments _ R
Combination of overseas 1nve5tment pr1n01pal
insurance and overseas investment 1nterest insurance
and basic amendment of overseas 1nve5tment.1nsurance
system : :
addition of buyers credit and funds for f1nanc1nq
purchased mines to scope of 1nsurance rlsks
Establishment of exchange E fluctuation Jnsurance
system to: cover exchange rlsks caused by 1ong term
deferred export payments '
Establishment  of export guarantee 1nsurance systen
for losses 1ncurred by demand from overseas orderers
for payment ‘of 1mproper stocks

Improvement and expanslon of 1nsurance for overseas
construction projects

Expansion _of _ordlnary export insurance, export
payment 1nsurance, and overseas investment.ihéurénce_

Source:

JETRO, A History,of Japan’s Pos twar Export Policy, 1983.
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2-~4  Export Promqpion Taxation System

Japan 1ntroduoed three export promotion taxation systems in 1953.
They are’ the Export Income Deduction System, the FExport Loss Reserve

Fund System and the Special Depreciation System for the establishment of
overseas branches.

-The Export Income Deduction System allowed a deduction of certain
percentage {50% to 80%) of export income from the taxable incomes of a
_company engaged in direct or indirect exports, resulting in lower income
tax. ‘There had been amendments through 1964 when the system was abo-
lished upon Japan 8 acceptance of Declaration A of the Garel),

The,EXport Loss_Resepve Fund System allowed exporters to increase
the reserve fund 0.5% to 1% of the export contract value to prepare

against the losses to be incurred by unexpected importer's claims. The
.qystem had heen in force until 1962.

The Special’Depreciation System for the establishment of overseas
branch offices allowed an accerelated depreciation of assets acquired
overseas for the purpose. A half of the investment in buildings was
made possihle te depreciate over 5 years -and the 50% of lnvestment in
‘other equlpment was able to depreciate in the first year.

The taxation reform in 1964 introduced the following export promo-
tional tax relief measures:

{a) New establishment of an overseas market development reserve (0.5%
of the eXport value For trading houses and 1.5% for manufacturers?

(b) Overseas Investment Loss Reserve (50% of investment in developing
“countries}

{c) Overseas Market development Reserve, etc. for small and medium
‘enterprises (2.5% of the export value}

(d)'Continuation of additional depreciation system 1961 for increased
' exports, with amendment to expand the limit upto 0.8%  of the
increased exports

{e) Continuation of technology export income deduction

(f) Speciél treatment of inclusion in losses of entire overseas social
entertainment expenses.

" In addition, the fiscal 1964 taxation reform effected various other
measures including the reduction of corporate tax rate and the shor-
tening of service life of machinery and eguipment.

1) The country which accepted pDeclaration A of the GATT follows the rule
of abolishing all export subsidies for commodities other than primary

products.
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Figure V-2-2 The Developnent of Export Promotion Taxation Systems
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—_— Mar\ 1964
{1953) I . ( . )
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{195 . i
I T ) E ' bpcchl deduction of income!
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Oveyseas market dévelopment Overseas inrket developinent * N
reserve systen (Apr. 1964} I__ o feserve for smakt and medium ———TFo presenl day
Smalt nd medidim Spr‘-‘lil e‘lla—%(M'sr ]971) enterpedses, ete (Apr. 1579
enlerprisc overscas . :
market dgve!npmqnl (Mar. 1968) . . : .
teserve (Apr 1964}  Resesve for overseas
Overseas Investment loss ——1Invesiment losd, ¢le.
1csesve (Apr. 1964) ’ {(Apr 191D
) R ésourees development
N Investment loss reéserve -
Special measuzes for (Apr. 1970) - .
export-related entestaine it {(Mur. 197 1)
ment expenses (Apr 1964) :
Source: MITI, = White Paper on International Trade and Industry,
1950-1970. ' ' : '

The development of Export Promotion Taxation Systems.are shown in

Figure V-2-2.

At present,

there are three types oF.such tax 1ncent1ve systems

including; (a) special tax deduction system for 1ncomes related to ser--

vice trade such as transactions -of technology,

overseas investment loss reserve s;stem.

(b}

development reserve system for small and medium enterprlges,

‘overaeas market
and (g}

The overseas. market development reserve system for small ‘and medlum'
enterprises’ engaged in direct or indirect export business allows them to
put into reserves a part of ‘their export amount of the precedsng vear,

at the ratio listed below.

Capital Trading House ‘Manufacturer
100 mil. or less 1. 36% 1.84% -
£100 to 500 mil. 0.896%

0.656%.

Special tax deduction system for incomes related to servioé exports
allows a deductlon of a certain amount of such export transactions . from

the taxable income,
different categories of service as seen below. .
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Transaption . Percentage . Ceiling amount

Transfers’ of industfial o8 . N
. property rvights,; etc.

.Transfers of copy—;ights 8 > 40% of incomes of
= S e the business year

Consulting, surveying 16 involved

and technical guidance J

in agriculture and

£isheries

2-5- Export Inspection Systenm
2-5-1 "Development of the'Export-Inspection System

- In Japan, the export inspection system has a very long history,
starting from the raw silk export inspection system of 1895, Initially
the:inspection.system was based on laws and reqgulations in the Meiji and
Taisho e;as.. During and after the decade beginning 1935, however, it
continuned development with private inspection agencies as the nucleus,
Since inspection by these private ‘agencies is compulsory based on  law,
it was -argued that such inspection by private organizations runs counter
to. the :spirit of the Anti-Monopoly Law and Enterprisers Organization
Law. From a point of wiew that such inspection should be - undertaken
eﬁclusively by the government, the Export Commodity Controls Law ( 1948)
was enacted ‘under. the new concept of private independent inspection.
The Law was promulgated on July 12, 1948 and put in force on Octoher 10
of .that yeér; contributing much to the imporovement of reputation and
gquality of Japanese products over nine years before the present Bxport
Inspection Law was lnstituted. The Export Commodity Control Law
featured the principle of self-responsibility, maintaining that products
should naturally be guaranteed for their guality on the responsibility
of those who manufactured them, However, the Law entertained too lofty
and ideal to £it the .actual conditions  of Japan in those days.
concluding that it is difficult for the inspection system based on such
law to prevent inferior products from being exported, the government
recoghized'the-necessity of strengthening gqualitative competitiveness of
export products through the establishment of a more rational third-party
inspéction'system, and presented on February 18,_1957 before the 26th
National Diet an export inspection bill, a fully amended version of the

Export Commodity Control Law.

-+ The bill.éuc&essfully passed through -the Diet on April 5 and was
promulgated on May 2 for enforcement starting February 1, 1958.

327



-2 Outline of the Export inspection System

Under the Export Inspectlon Law, expoxters in- qeneral are coi~
pulsorily subjected to - 1nspectlon by deslgnated persons for designated
export goods. The purpose is to "maintain and improve- the-reputation of
gxport goods; Lhereby oontrlbutlnq Lo’ ‘the sound development of export
trade," as provxded for in Article 1 of the Law, :

Firs t, goods whlch spe01flcally requlre expoxt Lnspectlons An main-
taining and improving the reputatlon of export gooda are- deSLgnated by a
government ordinance (the Ordlnance Concexnlng ‘Bxport Inspectxon Items).
The designated goods are not allowed for export unless-they suocessfully
stand export 1nspectlons ‘and carry ‘a label to that ‘effect. The: lnspeo_
tions are carried out by a- government agency or an 1nqpectlon agenoyi
designated by the competent mlnlster as an agency to oarry out -an export
inspection. As inspection entities who undertake export lnspections,
there are three government - agenCLes, lncludlng the Textile . Inspectlon
Laboratory, and 36 designated ‘inspection agen01es “who satisfy" deslgna—
tion standards prov1ded for in the MITI Ordinance . (Rules for De31qnatlon_
standards for Designatéd Inspectlon Agencles) and. so de51gnated by the
competent mlnlster.

The export lnspectlons are conducted upon appllcatlon flled by a.
person who wishes. to take the: 1nspectlons.; “Thes« 1nspectlons are. d1v1ded
into four types: {(a) a guality: 1nspeotlon cheoklng up on the quallty, or
the most basic point of a product; {(b) & packaging lnspectlon maklng an
examination of packaging conditions with a .view to keeping. up . the
guality of the product during transportation; (¢) a material.:inspection;
and (d) an inspection during manufacutre, the last’ two. inspections belng
conducted in order. to COmplement ‘the gquality inspection of flnlshed pro—
ducts.  Each of these four types of - 1nspectlon is: donducted in- accor—
dance with inspection standards set by a: MITI: ordinance {The Ordlnanoe_
for- Setting Standards, etc. for Export Inspectlons) ‘A label .showing
the successful passing of: the: inspections is attached to the goods which

- have been judged to meet the standards. - The successful goods are also

gualified to demand an export inspection certificate to be attached.to
an export declaration, ‘which must be submitted to customs,_when ‘they go
through customs formalltles (Flgure V-2-3). : :

In addition - to the general export 1nspectlons descrlbed above, cer—-
tain designated pxr oducts, which are exported to spe01flc ‘areas, some-
times must meet 1nspect10n standards more sophisticated than those for
general destinations - (Export Inspectlon Law Article 2-2); while: those
which have been’ suocessfully stcod ‘the- ‘export 1nspectlon5 are sometimes
graded by setting much value on particular: buginess practlces {article
8). Further, some other certain deslignated goods are ‘allowed to carry-a
label of successful inspections by manufacutrers: themselves, not by com-
pulsory lnspeotlons by government. or de31gnated 1nspectlon agenCLes
{article 10. The pumber of such goods totals 14: -2 machinery and metal
products, 5 textile products, 6 aqucultural and flshery products, and 1
medical 1nstrument). :

Meanwhile,'the designated  goods in general are allowed for expoft
without export inspections in special cases, such as when those goods
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are carried personally by persons going out of the country temporarily
(Artlc]e 13).

Export inspectlons must ‘naturally he conducted in a strict and
proper manher. Since inspections of a great number of deqlgnated Pro-
ducts .are entrusted to prlvate des;.gnated inspection agencies, however,
the des:.qnated lnspectlon agencies are reguired to satisfy specific
quallflcatlons to ensure independent and fair export inspections. In
addition, business operations of the inspection agencies are under
strict regulations, while directors, inspection personnels, etc., are
saddled with the responsibility for their respective cperations.

Figure V~-2-3 Outline of the Export Inspection System

I " Exporters I(Manufactmers, distributorss, or exporters = applicants)

(When applying for ' . . . . .
export inspeciions) (When applying for exemption from export .msp.ecuons)
(H Applh,alicn for inspections (filing of export (Application for exemption
mspecnon dppllCdflOi’l) a. Application for permit for exemption
() Payment of nccessnry expenses in case of b. Inspection results certification
Inspcctwns to be made outside an inspection (issued by inspection agency)
agenc .
Eeney c. Documents certifying necessity of
{3} Carrymg in ofproducts {Payment of necessary exempiion
expenses in case of inspections to be made International Trade Administration
outside an'inspection agency). Bureau (Inspection and Design Division)

Tnspe e—ction. Designated inspection agency Osaka Regional Bureau of
Agency (36 private inspection associations) MITY International "{ rade dndf]ndustry
ot 3 ; Kobe Regional Office o
Gove.nm.lem m.rtpccuon agency (3) International Trade and Industry
Quality mSPEC“DH—’E Okinawa General Secrefariat
(1) Inspections | (176 jtems).
of products [-Material inspection (5 items) : Issuance of permit for exemption
Manufacturing inspection (1 jtem) {rom exporl inspections
Packaging condition inspection {5 items)

(2) Jlidgement of success ar failure .
{3) Labeling of success
(4) lIssusnce of export-inspection certificate

Exporters  |(Applicants or persons who transport applicants’ products)

(1) Export declaration

(2) Presentation of export inspection certificaie or
permit for exemption from export inspections

| Customs l

Source: JETRO, A His{:dry of Japan's Postwar Export Policy, 1983,
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2-5-3 Desigﬁated'Items'

Goods subjected to the Export Inspectlon Law are de51qnated by the_
Ordinance for Export Inspectlon Items based on Arttcle 2 of the Law.
The number: of such’ deSanated items totals 176'1'60 machinery and metal-
products, 51 sundries, 40 textlles,f 23 agrlcultural and forestry proﬁ
ducts, and 2 medical instruments {Table V-2- 2). The export ratio’ of
these 1tems to the nation's total exports accounted for some 50% at the

time when the Export Inspectlon Law was put 1n force, but went down to

the 30% and’ 20% lavel, - respectlvely,,durlng the 1960s and the 1970s .
Presently the ratio ig believed to stand at ellghtly over 8%. ' '

Amendmnent or abolltlon of the ordinance. ror Fxport In%pectlon ‘Items

are subjected to deliberation at the Export Inspect]on and Dosign
Councils in accordance with Article 28 of the Law. &

Table V-2-2 Inspeotioﬁ Aqencies_

Government agency " ‘Designated

Classification No.'of ( Figures' in parentheges '_inspectlon
items denotes the no. of | ‘agency (no.

items ) i " of iteéms)

Machinery B 0} : Shipping Bureau,'TtanS~. - 6 (60)

port Ministry (4)
Sundries 51 R _ 12 (51)

Textiles 40  MITI Textile Products '~ 14 (33)*
Inspecticn Institute (6} :

Agricultural, 23 Agricultural and Forestry -~ 3 (3)
forestry and Products Inspection ' ' T
fishery Institute ( 14)

products

Medical 2 _ ' 1 (2)
instrument o

*  35ix of the 33 items of de51gnated lnspectlon agen01es for textile
products are identical with the six 1tems subjected to 1nspect10n°
at the MITI Textlle Products Inspectlon Instltute.

Source: JETRO, A History of Japan’'s Postwar Fxport Policy - Japanese
Experience, 1983, -
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