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1. Introduction

Japanese air carriers had already begun their scheduled services to China
and Southeast Asia countries before World War II; however, the two
commercial air carriers, Nippon Air Transport and International Airlines
operating these routes, were forced to disband by the Japanese Government
in 1935, when the war between Japan and China became intensified.

Subsequently in 1937, a commercial air carrier, Dai-Nippon Koku or
Greater Japan Airlines, financed by the Government was founded. Since
then, all the civilaviation activities in Japan had been conducted under the
supervision of the then Japanese military authorities, and operated in line
with the national policy. This was derived from the fact that the civil
aviation itself was, in those days, regarded as having a high military value,
and there had been a tendency to contemplate converting the civil aviation
to military use; Japan was no exception.!)

* Manager, New Tokyo International Airport Authority, Japan
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After Japan lost World War II, all activities related to the civil aviation
by Japanese entities were totally banned by a memorandum issued by the
headquarters of the occupation army in 1945. Although operations of the
civil aviation themselves had been entrusted with a foreign airline because
of this emorandum, the civil aviation activities by Japanese entities had
been suspended until 1950 when a Domestic Air Transport Business Act
was established. Pursuant to this Act, Japan Airlines, as existing today,
was founded under the guidance of the Japanese Government in 1953.2)
However,since World War II had caused considerable devastation within
the Japanese territories and interrupted development of the civil aviation,
the Government policy on the civil aviation in those days was focused on
rebuilding the Japanese economic power, aiming at steady growth of the
civil aviation ' and elimination of competition. Similar policies were
established also for other major industries in apan.3

Under the present circumstances where significant development of the
civil aviation has already been attained through the protective Government
policy during the past 40 years, a review of the air policy is under way to
materialize market development through introduction of law of competition
not only in the international routes but also in the domestic routes. The
discussion on reformation of the air policy is under way exercising
prudence, since the previous policy had primarily been based on the
necessity to achieve economic reconstruction after World War II, and had
been congruous with the basic social structure of Japan, under which the
spirit of cooperation is highly valued4

1) Japan Aviation Association “HAfMiZesh (BFIHETER) (Nihon Kokushi)® Japan Aviation
Association 1975 P505-807. Shigeru Yoshida, Nozomu Takahashi “B¥EZcilak(Kokusai
Kotsuron)” Sekai~Shisosya 1995 P134-135

2) AC 360 ESS-E SCAPIN-301 issued by General Headquarters Supreme Commander
for the Allied Power 18 Nov. 1945

3) Kotaro Komiya, Masahiro Okuno, Kotaro Suzuki “BARMEZXECK(Hinon no Sangyo
Seisaku)” Unversity of Tokyo Press 1984 P25-44, P45-75, P255-404; Takahiro Yamauchi
“BAR Rk (Gendai no Kokuyuso)”, Keiso-Syobo 1995 P13-20

4) Japan Aviation Association “HARizes (FEFIHEE#R) (Hihon Kokushi)”, Japan Aviation
Association 1992 P10-31
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For this reason, the argument on how globalization of the international
aviation market, as symbolized by the open-air policy advocated by the
U.S.Government, can be incorporated into the Japanese air policy will focus
on how harmony between the cooperative nature of Japanese society and
development of competitive market environment can be achieved and strike
its root.

2. Regulating Civil Aviation Activities after the
World War 1

With exception of the US., most of the airlines in the world were
operated asa national enterprise immediately after the World War II. This
was derived from the fact that without any financial support from
governments, the airlines couldnot afford to purchase aircrafts and train
their flight deck crews. It was quite common that the governments had not
only invested in their airlines but also participated or dominated in their
management. Therefore, it was considered as the national interest also in
Japan after the war that airline business should be protected and that
revenue from airline activities should be secured.

Baesd on this thought, Japan Airlines was established in 1953 as a
national enterprise, although it had a status of a stock corporation with the
Government holding majority of the stock, and was regulated under the
Japan Airlines Company Law. If was prescribed beforehand in this law that
the purpose of Japan Airlines was to achieve national objectives through
carrying on regular air transport business on international routes as well as
domestic routes(though limited to trunk lines)® Consequently, Japan Airlines

5) UARZEMS &t (Japan Airlines Company Law(Law 154th 1953) ) article 1 said
that Purpose of Japan Airlines was to operate schedule flight on international routes
and domestic trunk routes and to manage associated business. The purpose of the
law came from air policy in Japan at that time. And an intention of the policy was
to revive air line business in Japan by Japan Airlines Ltd.
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was required to obtain approval from the Transport Minister for all of its
business plans, financial plans as well as annual budgets in carrying on
their business activities,®) and through these requirements Japan Airlines’
operations were in reality placed under the Government supervision. Thus,
Japan Airlines had developed under the Japanese Government’s strong
protection during the initial stage after its foundation.

The air transport business, which resumed its opearation in 1952 by
Japan Airlines with its characteristics as the national enterprise, was
shared by two air carriers since 1958 after the foundation of All Nippon
Airways. There had also been a number of smaller air carriers operating
nonscheduled air transport services; however, all these carriers had a wish
to expand their business areas into more profitable regular air transport
services. Partly to accommodate their wishes, some of these carriers were
merged with All Nippon Airways, and remaining carriers were consolidated
and they had established a single entity called Japan Domestic Airlines,
pursuant to the Government policy. Japan DomesticAirlines was initially to
merge with Japan Airlines at a certain future date;

however it was eventually consolidated with Toa Airlines(a nonscheduled
airline),and formed Japan Air System as known presently. So—called three
airlines system was established in May 1971.7

The reorganization of the air carriers in those years was motivated by
the deficit operation result(1962) of All Nippon Airways owing to the
intensified competition in the domestic routes and also by the fact that
other carriers management came to a deadrock.

The Air Transport Council worked out a policy which proposed
concerning the domestic and international routes as follows® :

6) H Az @itk (Japan Airlines Company Law(same as the above) ) article 4 said
that Japan Airlines should obtain authorization concerning business plan by the
minister of ransportation before the beginning of every fiscal year.

The article 4 means that Japan Air Lines was fully under control of the government
at that time.

7) AR R (W ANER #8) (Nihon Kokushi)” Japan Aviation Association 1992 P248-261

8) “BnfiZEigs2(Gendai no Kokuyuso)” Kieso-Syobo 19% P16-17
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As to international routes,

1. Increase of outlay of the government to Japan Airlines.

2. Subsidy for new routes which will meet national interest.

3. Subsidy for training of crew.

As to domestic routes,

1. Establishing co-operative management system in domestic trunk
routes.

2. Rearrangement of the routes in order to meet increasing needs of local
routes. Upon especially responding to the above mentioned the 1
(domestic) and also to “Basic policy of consolidating the co—operative
relations between Japan Airlinesand All Nippon Airways” shown by
the Ministry of Transport in 1962, they signed a memorandum which
was concerning fixing number of flights and preventing excessive
services. At the same they unified air fare and employed of the same
type of aircraft in domestic routes according to the guidance of the
Ministry of Transport.9

This way, in the incipient stage of the post-war periods in Japan, civil
aviation was arranged and developed through maintaining the co-operative
relations between Japan Airlines and All Nippon Airways.

However, owing to the achievement of the growth of domestic economy,
the needsof the civil aviation in Japan also rapidly increased.

For that reason, the Government policy on the civil aviation in those
days was that a third air carrier following the then existing Japan Airlines
and All Nippon Airways was necessary to cope with the growing air traffic
demand, and was official established by a cabinet meeting in 1970.10

In the cabinet meeting held in 1970, a basic policy on operational
structure of air transport enterprises under the Government directives was
resolved, contents of which formed the basic philosophy of the air policy
until privatization of Japan Airlines was materialized. In 1972, as particulars
of the air policy, distribution of business areas among the these three

9) "B % <K%~ (Kagirinaku Ozorae)” All Nippon Airways Itd. 1983 P204-215
10) "B i 7eiiR(Gendai no Kokuyuso)” Keiso-Syobo 1995 P17-20
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airlines was determined as follows:

1. The business areas of Japan Airlines shall be the operation of
scheduled flights on domestic trunk routes and all scheduled flights
on international routes as well as associated business.

2. The business areas of All Nippon Airways shall be the operation of
scheduled and charter flights on domestic trunk and local routes, and
the operation of charter flights on international short haul routes as
well as associated business.

3. The business areas of Japan Air System shall be the operation of
scheduled and charter flights on domestic trunk and local routes as
well as associated business.

The policy decision was called the(19)70-72 system and formed the base
for the air policy in Japan until Japan Airlines was privatized and the
monopoly of the international schedule operation by the single carrier was
dissolved in 1935.

Meanwhile, the two domestic carriers, All Nippon Airways and Japan Air
System, had not been exposed to competition from foreign carriers because
of reservationof the cabotage. They had enjoyed steady growth reflecting
the increase of domestic traffic demand under the system which allowed
operation on local routes free from competition with exception of the trunk
routes, resulting from the regulated distribution of operational rights as
exercised by the Government through a license system, although they had
been affected by the business cycles.lV

On the other hand, Japan Airlines, as the only national flag carriers
operatingscheduled international flights, had also grown into one of the
major carriers in the world reflecting the economic growth in Japan. Such
growth of the civil aviation industry in Japan is attributable, from a policy
point of view, to the Government that had exercised powerful leadership in
distributing profitable operating rights among the carriers. With the
intention of implementing the control through the Government directives
from a macroscopic point of view, realization of the systematic market

11) “BR 0 7 ¢ FZe~(ERHE) (Kagirinaku Ozorae)” All Nippon Airways Itd. 1983 P74-75
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operation had contributed toward managementof air carriers in their
infancy. In those days when this policy was being worked out, emphasizing
the systematic market operation was the common objectiveof the
Government policies applied to other industries in Japan, including the
shipping industry 12

This kind of policy is usually called in Japan(Gososendan-Hoshiki) or
escoting fleet. Instead of maintaining industrial energy through fully
competitional condition, its dominating idea is to keep on economical
development through preservation of co-exisistence and prosperity of civil
air transport by the matemalistic attitude and sense of equality. This
typical Japanese philosophy is drastically different from the Westermn one;

The former’ aim is at helping, while the latter at survival through
competing each others. The philosophy is basically different from, by way
of example, the basic theory of the welfare economics. According to if, we
could develop the quality of welfare only through separating the pursuit of
efficiency(economic policy) from the idea of realization of equal sharing
(social policy). This means that we should distinguish developing productive
capacity of any enterprises from realizing equal sharing of profits13)

3. Burgeoning of Privatization

The regulative and protective policy had protected Japan Airlines and All
Nippon Airways from powerful major air carriers from the U.S. and other
countries in their developing stages, and had contributed toward
accumulating offunds fundamental to the operation of these carriers. Under
such environment, the civil aviation industry in Japan had grown and it
became possible for airlines to operate independently.l®

12) “BaEsciifas(Kokusal Kotsuron)” Sekai-Shiosya 1995 P103-110

13) Tishiro Oka “Welfare Economics and Environmental Policy(/BARRHE & BEBCR)
Iwanami-Syoten 1997 P7-47

14) Mamoru—-Tosaki “#i%E N HHIHER(Koku no Kiseikanwa)” Keiso-Syobo 1995 P105-111



Similar regulative and protective policy had also been applied to other
major industries in Japan; however, in these days when economic growth is
already attained, it is generally recognized that each air carriers should
provide quality services at reasonable prices on their own to cope with
increasing traffic, inclusive naturally of international traffic, instead of being
regulated and protected by the Government whose objective was to foster
the industry from a view point of national interest.1®

In other words, being regulated and interfered by the Government has
often conflicted with the individual airline’s interest, and the concessional
nature of the Government's jurisdiction became more conspicuous. For this
reason, the Government, in 1985, had inquired the Transport Policy Council,
a consultative body of the Japanese Government, “On What a Basic Policy
of Operational Setup of Air Transport Enterprises in Japan Should be,” and
the Council had submitted its report in 1986. Upon receiving the report, the
Government had decided to change its air policy which had been enforced
since after the war and regulated the air transpotation services.

The substance of the report calls for operation of international flights by
multiple airlines, promotion of competition in the domestic routes nets, and
full privatization of Japan Airlines.1®) The major factors for the Government
to change its air policy were that proponents of privatization, advocating
introduction of vitality from the private sector and its promotion, had
turned up from among the Government bureaucrats as the economy in
Japan was growing, and that a departure from the exclusionism of the
Japanese air transport market had been urged owing to extensive
deregulation of civil aviation industry in the U.S. Japan Airlines which had
already been developed into one of the major carriers in those days had its
own wish to have the freedom to pursue profit as a pure private enterprise,
leaving from the governmental protection, and it had even put an

15) “Bofinz=#i%(Gendai no Kokuyuso)” Keiso-Syobo 1995 P211-218

16) “ B ARz (WEFIB A 4R) (Nihon Kokushi)” Japan Aviation Association 1992 P28-31
Cabinet adopted new air policy in 1985. The policy included privatization of Japan
Airlines, realization of competitive market in Japan.
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advertisement in leading newspapers, declaring that Japan Airlines itself
was of the opinion that it should be privatized.

The concept by the Air Transport Policy Council 1986 called for a
change from the previous framework, under which stable growth of the
civil aviation industry and the elimination of competition had been secured
through distribution of routes; however, it did not mean to deregulate
completely alike the open-sky policy implemented in the U.S. Its intention
was to achieve realization of a more competitive market without changing
the previously established air transport structure based on the existing
Aeronautical Law, but by revising its contents. Therefore, certain aspects
subject to governmental control coexisted with some other aspects free
from the control. Conversely speaking, in order to avoid a radical change to
the existing situation and at the same time to introduce competitiveness
into the market, total elimination of regulative measures, such as
intervention into the market and approval of air fares, had been avoided 17

Since then, it was considered that a review on enhancement of the civil
aviation industry’s competitiveness was essential because of several factors,
such as increased overall airport capacities in Japan derived from the
opening of Kansai International Airport and enhancements made at other
airports, increased competition on international routes, and the prolonged
economic recesssion. For this reason, the Government, in 1994, had once
again inquired the Air Transport Policy Council on this subject.

The Government then gave the following reasons for the necessity of the

Japanese air carriers’ existence:

1. Necessity to secure stable means of air transportation, which wil be

free from foregin carriers’ conditions.

2. Necessity to secure air transport in case of an emergency(a matter of

national security).

3. Necessity to maintain air transport technology as a part of total

system. Subseguently, the council submitted a report recommending
conversion of each air carrier into a low cost enterprise and

17) “pRERA5maR (Kokusa Koturon)” Sekai-Shisosya 1995 P177-181
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improvement of profitability as the concrete measures to improve the
competitiveness of the civil aviation industry based on the above
preconditions.

More concretely, the former measures included a review on fixed costs
such as personnel costs, and aircraft ownership status; and the latter
included optimum route operations to meet the traffic demand through
selection of appropriate aircraft types and flight frequency as well as best
use of joint operations.

However, the report called for a review on upkeep of routes having a
subsistent nature, such as routes to isolated territories, from a view point
different from reactivation of the civil aviation industry.1®

Both reports submitted by the council in 1985 and 1994 have consistency
in their philosophy in that they had aimed at realization of free competition
in stages. However, they still maintained the basic concept of regulating
the air transport business through the Aeronautical Law, and tried to
promote free competition within such a framework. The substance of these
reports has distinctiveness in that it had intended to stimulate free
competition by making use of of the characteristics of Japanese society,
which is different from totally free competition as practiced elsewhere.

In addition to, the Ministry of Transport has decided, concemning
allowing domestic air carrires to participate in the market, to abolish
gradually from 1999 through 2001 the policy of adjustment of needs which
have been at work in civil aviation and domestic maritime transportations.
Because of this change of the policy, in the case of the civil aviation, for
example, the airports like Narita(New Tokyo international Airport) and
Haneda(Tokyo International Airport) where their capacity of facilities
already can hardly meet the needs, it becomescrucial issue how to establish
a fair policy of use of slot by air carriers.!9

18) “fiizz o HHER(Koku no Kiseikanwa)” Keiso-Syobo 19% P111-112

19) Civil Aviation Bureau, Ministry of Transport, Japan “fiZ8E@HZ0RHETREHA
B 1998
Transport Policy Council “BIAMZESTFICEIT 5 BRFIREILIC I TOEE & HIREL
el SRR 77 1998
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4. Present Status

The evolution of the policy on the civil aviation industry in Japan began
fromthe protective policy intending to restore the industrial structures
which had been devastated by World War 0. Subsequently, demand for
decontrol of the established protective policy became gradually stronger as
the industry was developing keeping pace with the overall growth of the
Japanese economy.

Mainly owing to a foreign pressure for institution of an open-sky policy,
stemming from the deregulation of domestic aviation in the U.S,
deregulation within the domestic market in Japan began. However, based
on the judgement that total abolition of the existing restrictions would be
inappropriate for the national conditions in Japan, basic concept to promote
competition maintaining acertain degree of order in the domestic market
has been accepted until today.

Furthermore, it was decided to promote competition in the international
civil aviation market, provided the issue of imbalanced rights between the
U.S. carriers and Japanese carriers is resolved through the multilateral air
negotiation between Japan and the US. More concretely, it meant
participation of multiple carriers from Japan in the international market, to
impose restrictions on the fifth traffic right beyond Japan, and to secure
traffic rights to destinations within the US. The four US. carriers who
were given operating rights initially through the multilateral air agreement,
namely Pam Ameraican, Northwest, Flying Tiger and Continental are
presently replaced partly by United for Pan American, Fed-Ex for Flying
Tiger, and additionally Ameraican, Delta and UPS had started to participate
in the market. In addition to the incumbent Northwest and Continental,
TWA is expected to operate to participate in the near future.

At the US. and Japan negotiation table, additional participation of
Japanese carriers in the international civil aviation market was accepted by
the U.S. in exchange for acceptance by Japan of the US. concept to
promote competition, an din addition to the incumbent Japan Airlines, All
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Nippon Airways and Nippon Cargo Airlines are given the same rights as
the incumbent airlines, enabling them to operate the routes to the U.S. on
the equal terms.2®

However, Narita, only international one in Tokyo area in fact, and where
the air carriers of the US. desire to increase their work, is not prepared
fully for free-competitional operation because of the following facts that 24
hours use of the airport is not permitted and there is only one runway, and
without getting consent of the people in the neighbouring areas, it is
impossible to expand the apron(as of November 1998, we have not yet
reached such mutual consent). Actually, the present capacity can not meet
such needs.2V

These factors are actually preventing the airport from permitting the
wider and more free use by foregin air carriers. What is worse is the fact
that no plan of establishing the third international airport in Tokyo area is
materialized vet.Thus we can not help concluding that right now it is
physicallyimpossible for us to improve the capacity of the airport in order
to make it eventually open for complete liberalization. In other words, there
is no concrete plan in prospect now.22)

20) Jiro Hanyu((Deputy Director, Civil Aviation Bureau), “H K§iZEHHnEH L BEICD
W Greenport Report((Issued by New Tokyo International Airport Authrity) 1998
P13-15

21) “NAA NARITA AIRPORT HAND BOOK '9%8” New Tokyo International Airport
Authority 1998 P64-68
Number of airlines operating at Narita Airport are 47(not include JAL, ANA, JAS,
JAA and NCA) from 89 cities and 2 areas in 34 countries in the world(almost 2400
aircrafts(aircraft movement) are operating at Narita every week).

Moreover, other airlines in 38 countries wish to operate at Narita or other airports
in Japan(Jan.1998). However, Narita and other major airports in Japan cannot accept
these airlines because of the remarkable shortage of capacity.

22) BT TS E % (New Metropolitan Airport Study Group) “E#EREISHE 3 Zedn B
BHizonwT” 1997
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5. Future Prospects

It is supposed that the future international civil aviation in Japan would
be promoted mainly through study of Japan-U.S. relations particularly, how
we couldaccept the U.S. open-air policy.

Because of significant difference between the scope of the geographical
domestic market of Japan and that of US. as well as the difference in
perception toward competition, it is unlikely that Japan would accept the
conceptof total free competition in the foreseeable future. The tendency of
the air policy in Japan, for the time being, will be to maintain the
competition within the framework of two international passenger carriers
and one cargo carrier, accepting the possibilities of consolidation among the
existing air carriers, while confusion in the market caused by any radical
developments will be eliminated within a reasonable scope through the
Government intervetion.

In domestic fields, the policy of the Ministry of Transport which urges
promoting competition has been gradually creating flexibility of air fare,
and attitude to accept opening new routes, on the other hand bring about
the negative effects which are seen in, for example, so called reconstruction
plan to reduce work force in Japan Airlines, All Nippon Airways and
Nippon Air system. No doubt the depressive economy in all over Japan is
also tangible in all airline business.

However, participation in the trunk routes scheduled flights by new
carriers is already actualized by the Sky Mark Airlines in Sep. 1998. This
scheduled flights which started by one routelone flight from Fukuoka to
Tokyo everyday) is now decided to be increaed. In addition to this
conspicuous example, Hokkaido International Airlines is planning to open its
sheduled flights in Sapporo-Tokvo, trunk lines, as the fifth carrier here in
Japan.23)

These phenomena which are resulted from the economical crisis of the

23) 5th airline company, “Hokkaido international airways” is going to operate on
domestic trunk route(between Tokyo and Sapporo) in the beginning of 1999.
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three establised carriers and also from participation of new carriers
responding to a change of the policy by the Government superficially look
like promoting the the competition idea of the Ministry of Transport
effectively.

However, in case that establised three carriers will face more serious
economical crisis, we wonder if the Ministry of Transport will take it
granted as an expected outcome of competition policy, or as done in the
past, will step in and try to help air carriers or urge them to merege. In
such a crisis, the nature of the competition and air policy in Japan may be
unmistakably disclosed.

The deregulation measures taken by the U.S. for domestic air carriers,
which has initiated world-wide deregulation tendency, increased the needs
to civil aviation as well as frequency in use by people greatly, but on the
other hand, it brought about the monopolistic situation by one or two major
carriers at the some hub airports, and also partly caused a rise of air fare
in the U.S.

This fact suggests that even in the US. the deregulation policy in the
civil aviation has not created all good results. Taking in consideration the
fact that in Europe their deregulation measures are not necessarily the
same as the deregulation in the U.S.29, we expect that the future air policy
in Japan should be worked out through studying cautiously the nature of
Japanese people as well as Japanese situation, not mention of the basic
market principle.

At the same time, we should pay more careful attention to necessity of
study of how to cope with such problems which may be caused by the
monopolistic or oligopolistic control as resulted of free competitions.

Another issue would be how to meet the possible change of policy
concerning adjustment of the needs of international airline business, which
may come out of the present movement of the major air carriers to
establish alliance between them through code-sharing or some other means.

However, most serious problems facing Japan right now are: First, the

24) Aviation Space & Technology Nov.9 1998 P50-69
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capacity expected of airports in megalopolis areas has reached already the
overflowing point. Secondly, the right of slot and using facilities in the
airports which have been enjoyed by the established major air carriers
including some major carriers of the U.S., are now becoming their vested
rights. Consequently we can not expect easily that deregulation measures
taken on the part of the Government one-sidedly could bring in
immediately free competitional situation.
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ends

¥ Isaku Shibata, Manager, Airport Headquarters(ex-manager incharge of
International Affairs, Cooperate Planning Office), New Tokyo International
Airport AuthorityTokyo, Japan)

¥ Mr.Shibata has written this article in his personal capacity. The views
expressed in this article are those of the author and not necessarily
represent the views and policies of the New Tokyo International
Airport Authority and DOT Japan.

€:39)
HAK D #2285k 0 B8
5eH I

AR T 5 BORIE . BEORBEREFA—0SHTHBL TB
N, RDOIODBRFEICEIT L Z N TED,

F1OBRE. F2AMAKBE AROMZNERMTH ) | ERE DL
MOV E D Th DMERESDIB2EIVANEHTH 5 "Bz
DFRESE, DE L Sixhbh e LLRBORPBRAI LT, ZoBBOBORI
Wi % I E & T ABORET TH 5 BABZEKRRERLL T THAME, nw
9) FRUL, CNEAREFRTAZEnbAE -1,

W, BANEERRICIR B AN AFEGH I ER 2 ERL . BARIZOW
THBFMERLHARNY 27 X% & INORZEGHAIBAL Tzt
B L LTED b i BABIZEHS Stk (1953F) 13 BAMZE & B o Eii
@it LTED. BRI W AARZEZBENoO®RE0EfEmt s L TE
HTWwe, £ LT, REAMEDS R ofiEgitii. BNow—2 V% iE
Bil TR BE L b - 72, 19561213 2 1 b g h o ZE &t I3 FEE R
FBOBE. 182 BAARERMZb >, ZOFEIERED FE
LD ABHEBRE L FB L L ERAFRROBROREE 4 ) ZofR, +
RGO 5 b IREEO A T N5 BG 28R L T Bz r Bk
) 3T R s n&HHTb N, 1958FIC BANE 2 D ERIREE D ER
Bt Th L EHARTERHER S CIT "2R%E, tvw)) itk Ths LR



Isaku Shibata : Evolution of Air Policy in Japan 317

272,

BB EI O AAOM BRI B AMZEHA g EFEIREREINS LI 12
BRER 1 oHIE . ZHICHTAREER EHOEZ DN TH - 12,
ZOEZHIE. BIERICH L T3, 19865 I 2 A2 L HARMZE BIEE Y
BAROEN LA T 2 2 THAOMERKRNIERTE > Tz,

%ZWE%i\Wﬁmmlﬁﬁbﬁﬁmﬁﬁ&E@%& MEAVN L L il

o B HARZEE S 1950 FENFHEMEN DEA (3 2 XT440). 19628 » b DB
Wm%%«mh%&k SNzt LTRELLREZITI Lk 72
153 i

1%%ﬂ:moBK@M%&%mﬁﬁmuaotwiéﬁﬁ%ﬁiéﬁ&%ﬁ
piTbie, ERAEREAE: LTREL CE2HELBFORETICH
DHAMZCH L TEBRELT) &5 H#EL. b T THAMZERUZ
HZEn e bIcBl T 53K K8, #3R L2, 2AZE L AAMER Z oS
BRI AN, BRENTERTHOE 2 IR > T, BRTOBK TOEME
HOWROEEN, FA—BEOHEA. A—nt—t 2A0R{L E2NRETS
XS LERL 2, ZoEBRER. RERNOBRITBHEEZEHL T
TRz 0TH) . NP, TR L TOTEIEE L v BRENEE
11153, BOROEIT e RT o LT, BELREZRZL T ZE LB,

Z D ESTREE L9705 12 K%if AAMZE & 2 BB~ RNMIZEGIt D
EYHID (B, EEREEICL B) MZEBCROEARTH- 12, LiprLad'h,
mm%ﬁ%$@gm2ﬁﬁm%%&%0ﬁ¥&&&00wm@muVM%@%
DERFAE, rEECBWTTRINMEROMEERO—HEE L A2 B
B2 inMERy Thtz, 2’ T(IER4S - (BFANATRRE], &FFENS LT,
Thbb(DAAMZEIIEANBBR UK E B ) BERO2MEEN TS 2 &
QZEHEREBENOHEHRA VBN 2 VB ERT L2 L & bb¥TERLR
BT » 2 RBRNEORTE LMD 2 & L3N EREN., BARIEAEM &
LREEHAERLH D e REEINL, # LT, QHAMZERZAZIZR M
7@yt & L CRERRNMZEGA g GlENBAT Y AT 4, UTFHL)
B, o— 2 VoER L, 1974F % BEEE L TERBIROBRNEM 220
b riRE &N,

ZOBRN 3R CEEO 1t & 588z, BRNRRCBEERICB W TR
—BRI BT D ERoOMEEI OENIC L 2 BREELSRAE N 19864 % T



318 Wiz EiikE ek

BETrZEE L2

IO DB TOMEBER PO, EREDITERE EETR) 2 F
B LAHTERE 2 hdic B W e RO ZEER O BAN % fEHl o iR & 8%
REOHRE I EZ S TH- 72,

3 Bk, 1978FICIAE - 12T 2 ) S RBOBRNK O RHREFI 3B
Y ofe XA Ty AHABCROEE %1 T, BAOHZEBORYHT 5 1980F4
Thb,

i Z oz i:. AARRBINO#R, T2 VAR, 2L TT2T0—
HOHERE LA THEFNOS bHZER BERICBIT5 BARE BRARICS
FAAHT) 2ETLIRE->Twh, 2L B SEohTHIIERE ICE
WT, TAY ﬁ%%@ﬂﬂﬁk%tfﬁ%ﬁ%m@&%%*bto%Lf:m
ERBEMOIS A —7 > A A BROBRE k> 12T A ) 2 G REEBADHR
HHERA I I HT 2 TEAEBMI ¥ T 2 & (FIAEEIL1978F L 199746
X DI TH0% I i AR I 1249 6 fE A FIR BB TLI8FERF N L &
ToTwnd) | BLIEBRNTIRAANZENGR, (L2EURBRZRL TR Z L,

S, RPATELEERAOER A FEL T2 2 &2 bR D BARDKZEEER
T AR 2ok,

19867F 6 A 0B IRE 0 AR T H 2 ERPBORFRGOEHR ) 4R OME
DEDHEBEBHAED HiZonwT, F. SBROMEBORIZOWTANE ) 4%
2iERLET bbb (1) BERoEEMc & 28R eEET 2 2. (2)
DEBOBPRIENH S XD 128>, AAMENRBECHERTHZ &, (3)
BRI BITALETVRO NV TN T X 7R BATAZ 80 L ) A—B#K
TORFEMRET L2 8. (@) LA OFIMIEETRIC DN TURENER L

L TRERELZBHL L THAL, ZICE D ERER WA
ﬁ LR TAMEEBRYRE R 2L kBOL L Eu 0T,

OBk it RABRoMEETICEEREL 2 BARZES . HADRE
PRI . BEMERSIC BT A BN 22 M EERIRL T Z0BFN
BUHERT B 2 EWERIFRICE - 2 WO BB b ThoE b2 b,
Ly Lah s ZoBGKoBEEE Z oSt B THRET L Twd 3w T,
F0th. MEHB~OFRBANER QUi Tl EHAB BB T 2 )
RUBROEREDETHE AL & 2RA—-BRToRA—ELnREL (18
HEHEOREMIZ L) FnFnofiZgiokeic L 2 EEORELFRT S



Isaku Shibata @ Evolution of Air Policy in Japan 319

ZENEERL Wz b, ZofBR. BEEERCAAOBING T,
HARDBERMICEEL S N BB RIE S h, BNS TIRAANZE L2
RSB OBLPHAE ., BEHoThDE % b AXZEHE T LIEELEL
KDOARMZED AA LGS 5. AAME, 2AZERCEAEWIED 3 it
I N ERoF (W

19864 DBOR DB B L T, 1994% 6 HofiiZekZendhch s "1
DEBZEREORF NN En o0 iR, 3. BAOEGTOHFHOHEE
OWTHENLE, ZodHi. BEROBFRLE ZEBROThT, #1
THOREGILZ L) —BOREBNHANETHEZ 8, & bicHi{LNIGE
DT, BEAKDOHEEHIVNED L D» REBICBET . wihofiz
BN TIEFETLRERLELZVOIRLED) EniFLatitbFxal)
TARHTAMICOWTLENL T, BHFIZonwTiE, ARSI ZH
inofdGrBoa i iEgnoffEc L N EA3ns 2 513 BNNX
BEGRREILIZ LN . 2 oMey RLTZE E o 72 & I AARORIBEOFZH
fhbild b, ELRBREOHBIC L 2B ETFERNFRLVEEE T
DFEVEURDOHR N BEYE 2 &1 & ) BEHR 2 80T 3 B ARE M ZEgit o
AL DERT R TH D E LT D,

HI3NBEMIHBHEBCROEZ 2k ), B, BAICBIBHZETTED
MHHEIEHTAEIT L T b8t R OVHAA 2 2 THEET 2 To A iLiz (T
biLTwin, 2ol e L TAAORERE, R 2 40% & o L8
DZEWED BEPRE UL BERE R IC & 0 Bl e B 2 HHT 2 2o 0Bk
ST Wz e, F20 £ LB TIRAR Yy P LU R OWTH
ARMZE LI R AEDWAHESRNE w2, TALIROWTHED TAELE S D
W=V EMETTHNERHE LR EDPBRIFLNE, 20y FOESIZONWT
e % b % v “USE IT LOSE IT” V— VoAl 3T w225, &
NI AADRBICR ) FETOHHBFOBRI BRI N TwL L ni b,

Zond iz FAER O IRED T T 2 4 THT % 0 B8N AR
ENTWEY, HRIZBWT, BARBIAMEDHHBFOZHENEE T,
BFROL) —BofBEIC L) ARDE LI EiAFE s ko2 & Bl
BN Z LD ETHBMPERRE L TEKD L 5 e OHIBEORE AT
THCOERICL RS2y 2k ek bdon, 22, HHBESOETORE
ELABMEXBELSOREI DL ) KEERE > THET 200 & v



320 WiZE ik

SHUMICHENT A 2 B,

e, BEEom TR, tHREE o hofBE L BEL v e
DT T T 2nER%EKD 2 HBEHBED L 2 2HE L I Ha s
EDLHITRET I 0N v ZEAMHE L D, ELIENERENHFEICIII0
FERA O 2 LB L5 RAOZEROMEY b1z, T TIRBRICH 5 EEE D
TER D EIEE I ) EoEY» 4RO BRBEFOREN S » 7 L i b,

(BE3UK)

AARER S THARZES (BRREE), AARERE 19754

FAAMZE & TRARIZES (AR - %58, BAMZEHE 10924
PHENFRREZOE TR & CREA-2AZENIF, 2 HAZGGA it
19834
HHL - B TBER Al AT 19954
NS - BETIE S - SRBUKES TR AR EERCR ) HmAEHKRE 19844
tHNsAE A TEROBIZERZ ) TWEEE 1995F
HINEAREIE H TakEARIHEH & PE2E4nid, N T THMK 19954
WL TR RRIMEL & SRBEEOR ) EEE 19974
B TRZE0BEER, 1T WESER 19954
HERAME MR T BRNBIZEEE O BRI (R AR MEBCRIATE 19934
HIRBORR ARG EE TRNMZES T B 1 2 TR I m o TRE
X7 BIERIRE R AR ) iz on T MEBCERE® 19984
K TRANZELW 0B L RE FHREEESABARSE 1998F
"NAA BRZEdEA Y F 7y 7 98, FHRBIEHABARE 19984
TG 3 ek T B oW T, MRS ge e 19974
HEOm TTRCTE~ O ERGE ERE 19919 ~ 19984
AR TERMOE:) R 19934
BOATIHE TR IR B 19924
AVIATION SPACE & TECHNOLOGY VOL. 149, NO.19 NOV.9, 1998



