






































“SHINJUKU” 
Peter Gluck and Henry Smith 

 
 The following is the rough English text for an article that appeared in the August 1973 
issue of the Japanese architecture magazine A+U (Kenchiku to toshi). The article was written 
primarily for a Japanese audience  

 
1. Why Shinjuku?  

 The messy, haphazard quality of Shinjuku often offends. It offends both those who prefer 
the clarity and hierarchy of monumental order and those inspired by the yûgen and sabi of 
classical Japanese aesthetics.   
 We take this messy quality, however, to be an integral part of the unique urban quality of 
Shinjuku. Its very disorder in visual terms enables variety and vitality. One cannot view Shinjuku 
from the outside but must rather experience it from within. While dense and interesting, it is at 
the same time relatively safe and efficient.   
 Many have written about Shinjuku in such terms, mostly poets but not a few architects as 
well. Yet this appreciation has rarely gone beyond lyrical essays and casual round-table 
discussions: one searches in vain for a hard-headed analysis of Shinjuku in terms of its b road 
urban meaning.   
 The absence of such an analysis is not unrelated to the fact that architects and city 
planners have had little to do with Shinjuku. The pattern of spontaneous evolution in an urban 
center like Shinjuku creates disinterest or even resentment among those who seek to plan or 
design cities on a grand scale. Shinjuku also discourages analysis by its extreme complexity: 
only by the use of a wide variety of disciplines can one begin to explain such a dense maze of 
human activity.   
 We seek to understand Shinjuku in a comparative light. While many major Western cities 
seem to be losing the battle for sheer survival, Tokyo is thriving and growing. The problems of 
the Japanese city are many and well-known, but stem from the pains of vigorous growth and 
resulting over-concentration rather than from the desertion and decay one encounters in the West.   
 Thus we find it ironic that Western models should continue to dominate Japanese 
thinking about urban problems. It seems better to start from the reality of the healthy Japanese 
city than from the ever more impotent historical ideals of Western cities.   

 In this highly preliminary effort to understand Shinjuku and thus to learn from it, we hope 
to generate a dialogue on the universal meaning of the contemporary Japanese city.   

 
2. Shinjuku is a Station  

 Shinjuku is first of all a station: it is the station that generates and sustains the market, the 
other element in Shinjuku’s economic character.   

 As a station, Shinjuku has some special characteristics. In the first place, it is basically an 
interchange for high-speed commuter lines, with long-distance passengers accounting for less 
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than two per cent of the station load. Hence it is less a “ terminal”—despite the popular Japanese 
use of tâminâru--than a “node.” Passengers both arrive by train and depart by train, in contrast to 
the traditional Western railway station that provides transfer services between long-distance 
trains and street transport.   

 In the second place, Shinjuku station is not a building, but rather an extremely complex 
three-dimensional network of transfer routes. All sense of the station as a monumental building 
(a sense well conveyed by the Meiji term sutêshon) has disappeared, and the present “Station 
Building” is simply another one of many high-rise structures that have been plugged into the 
transfer network.   
 The laying of the first rail line in Shinjuku in the mid-Meiji period created a 
perpendicular crossing with two existing highways passing out of the city. This step initiated the 
process of “competition for space” that characterizes Shinjuku. The first phase of this 
competition was between the train and vehicular (largely horsecarts at the time) traffic t and was 
resolved in tlie face of huge traffic jams by the construction of an overhead bridge for the Kôshû 
Highway (1906) and an underpass for the Ôme Highway (1921). A later version of this 
confrontation was the removal of the street trolley from Shinjuku’s main street (leading from the 
station to Isetan) in 1960 in favor of the automobile and the construction of the Marunouchi 
subway line under the road.   

 Such relatively easy accommodations have not been possible, however, in the continuing 
competition between vehicular traffic (now largely automobiles) and the constantly increasing 
numbers of pedestrians. Although this competition has not yet been fully resolved, it would 
appear that pedestrians, by force of number and buying power, are on the way to victory. 
Shinjuku is for the most part a pedestrian area, perhaps the most critical single determinant of its 
urban quality. The area on the east side of the station from Nikô to Isetan is punctuated with 
pedestrian “scramble crossings” and is given over entirely to pedestrians during the Sunday and 
holiday “Pedestrian Paradise.”   

 The basic pedestrian character of Shinjuku has limited expansion of the surface area to a 
radius roughly 500 meters from the station (the distance a pedestrian can walk without feeling it 
has “taken time”). Given this limitation, the continuing “competition for space” has generated a 
constant search for new space.   

 This demand for new space has been satisfied in two ways, by the very tight and efficient 
use of existing area and by a unique intensity of vertical utilization. The competition for space 
has created astronomical rises in land price, which in a vicious circle then heightens the 
competition still more. This process has made Japan the only nation in the world where the 
concept of “manmade land” is a standard working concept.   
 The result is a uniquely tight and labyrinthine three-dimensional composition. Everything 
is scaled to the pedestrian and adapted to pedestrian-style movement, with none of the broad 
margins demanded by the automobile. Constant changes of level through stairs, slopes, 
escalators, and elevators bear witness to the tailored use of the third dimension in the complex 
interweaving of the many systems involved, including ventilation, emergency power, water and 
sewerage, gas, electricity, and communications in addition to the transport network.   
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SHINJUKU STATION  [Box]   

 The great majority of those visiting Shinjuku arrive by public transport. According to a 
1967 survey, 85% came by train and 8% by bus. Of the remainder, 4% came by foot and only 
3% by taxi or private car.   
 Shinjuku station is the most heavily utilized in the world. The number of those passing 
through the wickets every day (in both directions) is roughly 2 million. These passengers travel 
on a wide variety of lines, distributed roughly: Japanese National Railways (Yamanote Line and 
Chûô Line) 30%, Odakyu Line 25%, Keio Line 20%, Seibu Shinjuku Line 5%, Marunouchi Line 
(subway) 15%, and over fifty bus routes 5%. Entrance and transfer wickets are in 17 locations, 
so that the transfer patterns are extremely complex.   
 This situation makes it very difficult to estimate the number of people who stop off to use 
the “market” every day. The Shinjuku police estimate 300,000 for weekdays and 500,000 for 
weekends, but most other sources are roughly double this. A good rule of thumb is that about 
600,000 people use the Shinjuku market daily.   

 
3. Shinjuku is a Market  

 While Shinjuku is first a station, it is also a “market,” and it is the combination of the two 
that gives the area its special characteristics: the station without the market would be machine-
like and probably inhuman, while the market without the station would be impossible. Their 
relationship depends on the free operation of commercial forces, leading to the spread of multi-
use buildings and areas that would be prohibited by traditional use-zoning in Western countries. 
The market evolved initially because of the station and the numbers of people that it made 
available. The relationship was thus at first adventitious, with the market feeding on the station, 
but through an unrestrained process of growth and feedback a thoroughly symbiotic balance 
emerged.   
 The drawing to the left distinguishes between “station services” and “market services.” 
The former are those public facilities such as toilets, telephones, newsstands, and baggage 
lockers that are to be found in any station. But in the case of Shinjuku, it is rather the “market 
services,” the huge complex of shopping and entertainment facilities, which gives the area its 
urban character.   

 Among those using Shinjuku, one finds a balance between commuting passengers who 
“stop off” (a station-generated segment) and passengers who make a special trip for a specific 
purpose (a market-generated segment). The former group uses commuter passes, the latter buy 
single tickets; it is estimated that an average of 300,000 persons from each group utilize the 
Shinjuku market daily.   
 This symbiotic relationship between station and market may be seen as a combination of 
commercial competition and a spirit of mutual prosperity. The expansion of the transport 
network stimulates the growth of the market, while the prosperity of the market creates a demand 
for improved transport. Station and market both limit and stimulate each other.   
 The most dramatic indicator of the spiraling competition for space in Shinjuku has been 
the incredible rise in land prices and rents. As the most profitable commercial land in Japan, 
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Shinjuku has the highest land prices and serves as a microcosmic concentration of the pressures 
on land that are at work throughout Japan.   

 The combination of competition and symbiosis has gradually intensified the labyrinthine 
complexity of Shinjuku, and incre~sed the density of human activity. Over the past ten years in 
particular, the spatial distinction between station and market has become incresingly vague, and 
the two have been melded into a continuous, interacting unit.   

 
 

 

THE STRUCTURE OF THE SHINJUKU MARKET (Box)   

 The Shinjuku market has a “dual structure,” divided between four mammoth department 
stores and about three thousand small retail stores and places to eat and drink. The four 
department stores--Isetan, Mitsukoshi, Keio, and Odakyu--account for over 45% of the total 
commercial floor space in Shinjuku, and together have average monthly sales of over ¥8 billion  
(1967 figures).   

 The three thousand stores of the small-scale sector are distributed in these categories:   
 Eating and drinking: about 1800 shops. These can be divided into three types: 1) places 
to drink 60%, 2) places to eat 30%, and 3) coffee shops 10%. Of the “places to drink,” about 
three-fourths are western style (bars, clubs, cabarets) and one-fourth are Japanese style (nomiya, 
yakitoriya). Estimations from statistics provided by the Yodobashi Tax Office and by the 
Shinjuku branch of the Tokyo Retail Liquor Merchants Union show that one evening in Shinjuku 
sees the consumption of an average of 85,000 bottles of beer, 100,000 bottles (tokkuri) of sake, 
and 115,000 shots of whisky.   

 Retail sales: about 900 shops. The average floor space of these shops 22 is under 100m2, 
compared to an average of over 600,000m2 for each department store. The major categories are: 
foodstuffs 27%, sundries 11%, shoes 10%, clothing 10%, furniture and household items 7%, 
drugs and cosmetics 6%, kimonos and bedding 6%.   

 Entertainment: about 150 establishments, of which 20-odd are movie theaters, and the 
rest pachinko parlors, ~ and ma4jon~ clubs, and so forth.   

 Hotels: about 150. If one includes the outlying areas of the central commercial core, 
however, the total is closer to 300, providing over 4000 rooms.   



 

LAND PRICES IN SHINJUKU (Box)   

 The price of land at the center of Shinjuku is the highest in Japan and in fact in the world. 
The land at Tsunohazu l-chôme (to the east of the station, near Takano Fruit parlor) was 
officially assessed (for tax purposes) in 1973 at ¥12 million per tsubo (3.3 m2). This is 10% 
higher than the center of the Ginza, which Shinjuku surpassed in land price two years ago 
(although it should be noted that in Shinjuku the gap between land facing the main streets and 
that on the back streets is much greater than in Ginza).   
 One must add that the actual selling price of land is about twice the assessed value, as 
indicated by a recently publicized land deal, where the fity-tsubo (1650 m2) lot of the Mitsumine 
building was sold by Ozu Kinosuke (the boss of the former black market on the site) for ¥20 
million per tsubo ($100 million per acre).   
 The rate of increase in the land price is also very high. The increase over the past year 
alone was 43%; the average annual increase over the past decade has been 27%.   
 Rents in Shinjuku are comparatively low, but the deposits required to rent land or 
property are correspondingly high. In the case of rented building space, the deposit is about 
¥200,000-¥400,000 per tsubo with a monthly rent of ¥4000-¥6000 per tsubo, depending on 
location and floor. Rents for the newly constructed underground shopping malls are far higher. It 
is reported that the use of space in the new underground area beneath Yasukuni-dôri requires a 
¥2,2l0,000 deposit per tsubo and a monthly rent of ¥25,200 per tsubo.   

 
4. Shinjuku is a Fairyland 

 “Station” and “market” describe no more than the economic functions of Shinjuku. It is 
rather in the intensely human quality of Shinjuku activity (suggested in the term “sakariba”) that 
its true urban quality is to be found.   
 The trains that bring people to Shinjuku are mechanical and efficient: they are very 
“real.” People are tightly packaged into metal capsules with scant allowance for human comfort: 
a Shinjuku rush hour iz inhuman. Passing through the train station wicket, however, one emerges 
into an “unreal” world, what we would call a “fairyland.” Here one moves at random and at ease, 
free to choose among a tantalizing assortment of individualized services and settings.   

 This “fairyland” remains of course very “real.” It is not like Alice’s Wonderland, since it 
really exists. Nor is it a Disneyland, a contrived fairyland that quickly palls. Shinjuku is rather a 
“daily-life fairyland” that serves a crucial function in the routine, day-to-day rhythm of 
contemporary Japanese life. Lying geographically between place of residence and place of work, 
Shinjuku serves to compensate for the various inadequacies of both home and office.   
 The place of residence of the average Japanese urban dweller tends to be small and 
cramped, located in an area in which a sense of community is either absent or wanting. This is 
particularly true of the inhuman, beehive-like public housing complexes (danchi).   

 From such a home the Japanese travels a great distance, under inhuman rush-hour 
conditions, to his place of work. The office is typically devoid of color and decoration, 
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dominated by uniforms, stacks of paper, gray steel furniture. This barren working space reflects 
the rigid hierarchy of modern Japanese organizations: all behavior is prescribed by minute 
formulae according to rank, and little leeway is offered for spontaneous and individual behavior. 
The thoroughly communal, open nature of the Japanese office allows no one his personal place.   

 The situation is similar but worse for young Japanese who have not yet become full-
fledged members of salaried society, the university students and young women who work as 
secretaries and clerks. For these groups, the place of residence tends to be either run-down cheap 
apartments or colorless dormitories with virtually no privacy. The Japanese universities--the 
“place of work” for the nation’s vast urban student population--are on the whole even more 
barren and run-down than company and bureaucratic offices.   

 It is in the context of such adverse conditions that the role of Shinjuku becomes apparent: 
it offers a setting, both physically and psychologically, for the sort of relaxed, spontaneous 
behavior that is prohibited elsewhere. It is the only place where the daily human need for play 
can be satisfied. In short, it is here that one can be fully human.   

 One scarcely need mention that this function is neither unique to Shinjuku nor new to 
Japan: Shinjuku is important precisely because it is so typical and so Japanese. Other urban 
“sakariba” serve the same general function of release, but at the present time Shinjuku is the 
most successful. In terms of Japanese tradition, Shinjuku provides an atmosphere of release and 
spontaneity very similar to the traditional festival (matsuri). The difference is that Shinjuku is 
less restricted, having no religious establishment to impose a formal order (the contrast with 
Asakusa is clear here). Nor are there any limitations on frequency in Shinjuku; the matsuri is 
periodic while the sakariba is constant.   

 The spatial character of Shinjuku can be described as a dense assembly of connected 
living rooms (the English “living room” .is perhaps more appropriate, a place to “live”). The 
activity spaces in Shinjuku are typically close and intimate in scale, as befits a living room. It is 
here that the Japanese conduct the functions of entertainment and free social interaction that 
would be carried out in the home in most Western countries. Those who go alone (in virtually all 
cases men, given the present structure of Japanese society) are provided with sociable 
companionship, often under the homey sponsorship of a substitute mother, the bar “mama-san.” 
The increasing number of young couples can find any level of privacy they wish, from the 
crowded beer hall to the couples’ hotels.   
 In individual cases, the choice of these establishments will not be totally at random, for 
one is most normally “introduced” by an acquaintance. Hence each shop (especially the small-
scale drinking establishments) has a “set clientele” (jôren). This means that each person feels a 
sense of personal attachment to his favorite place, compensating for the communal and 
impersonal character of the office.   

 The shopping facilities as well offer a similar kind of small-scale, personalized character. 
Shinjuku is basically an assembly of tiny “shops.” This is true even in the case of the seemingly 
mammoth department stores, which are increasingly fragmented into boutique-like counters that 
are operated directly by manufacturers or as branches of famous stores. Hence the department 
store itself is breaking down into an assembly of tiny shops.   
 At the same time, the new shopping arcades (particularly those underground, which 
require far greater expertise to construct) tend to be occupied by branches of famous Tokyo 
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specialty stores or of American-style chains. In this way the retail trade of Shinjuku is 
maintaining its small scale while at the same time working to break down the old “dual 
structure.”   
 It is this continued fragmentation into small, personalized units that sustains the quality of 
Shinjuku. Economically, it stimulates competition and hence the colorful and imaginative use of 
display techniques that are central to successful competition. At the same time the ceaseless 
growth of Shinjuku creates a spirit of co-prosperity and limits such cut-throat techniques of 
competition as price-cutting.   

 The underground area is particularly important to the “fairyland” and “living room” 
qualities of Shinjuku. Structural and economic considerations demand that the underground area 
be to an exactly human scale: anything less would be unsafe and anything more would be 
uneconomical. The absence of external facades precludes any temptations to be monumental: 
undergrounds are wholly interior, as befits a living room function.   
 The fairyland character of Shinjuku is likewise enhanced by the labyrinthine character of 
the underground. The lack of external landmarks assures constant disorientation that enables the 
visitor to “lose himself in fairyland,” to detach himself from the excessively ordered world 
“outside.” Lacking orientation on conventional physical axes·, one is free to orient oneself by the 
imagination. Precisely because one is “nowhere,” it becomes possible to be “anywhere.”   

 We thus find it surprising that Japanese critics often cite labyrinthine character and 
psychological “instability” as negative features of the underground area. We were, for example, 
interested in the justification of the huge opening in the underground area on the west side of the 
station as a “landmark” for pedestrian orientation. The dedication of this hole in the ground to 
the exclusive use of the automobile makes it a very ironic kind of landmark for the pedestrian to 
begin with. But the real point is, why any landmark? As for the allegedly unsettling 
psychological effects of being underground, our subjective impression is quite simply that the 
tens of thousands of people moving through Shinjuku underground seem totally at ease.   

 We also found slightly ironic the justification of the same hole in the ground as an 
opportunity “for the introduction of fresh air and sunlight.” The “nature” that comes into the 
underground through this hole in fact is highly polluted, and the underground area itself provides 
cleaner air than above ground because of its required ventilation facilities.   

 Of course nature is essential to the contemporary city-dweller, but in fact nature itself has 
already been destroyed inside the city. Hence more meaningful uses of nature in Shinjuku are to 
be found in symbolic references--such as vinyl flowers decorating streets and shops--or in the 
spontaneous appearance of gardens and gardening sales areas on the department store rooftops.   

 
5. Historical Tradition in Shinjuku  

 Shinjuku has enjoyed a basic continuity since the Edo period in its function as a 
combination of station and entertainment market. The dynamics of this combination have 
remained essentially the same since the founding of Naito Shinjuku in 1698: the station generates 
people, which in turn stimulates a market for goods and pleasure. The market then takes on a life 
of its own and a new clientele is generated for the station. Through mutual stimulation of station 
and market, the area thrives.   
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 The groups that made use of Naitô Shinjuku in the Edo period thus have their 
counterparts today. The post station facilities served both the entourages of the daimyo traveling 
the Kôshû Highway and the local farmers carrying their produce into the city in the morning. So 
today one finds a combination of local commuter traffic--now carrying clerical and managerial 
talent as “produce”--and long-distance traffic of those returning regularly to their native villages. 
Naitô Shinjuku also had a constant flow of samurai sneaking out in the evening to enjoy the 
pleasures of the brothel. So today many students and lower-ranking salarymen make evening 
excursions to Shinjuku for its bars and cabarets.   

 While enjoying this long continuity of function, however, Shinjuku has shown a unique 
ability to adapt to the rapidly changing demands of modern society. Rapid change itself is in fact 
the Shinjuku “tradition.” There are two major reasons.   
 In the first place, no serious governmental attempts have ever been made to impose a 
particular character on Shinjuku. In the Edo period, Naitô Shinjuku was free of the severe 
controls imposed within the “Gofunai” (the limits of the city of Edo), since it was located just 
outside of the Yotsuya Barrier. Since the Meiji Restoration as well, Shinjuku had been left free to 
develop on its own, corresponding to no administrative unit and dominated by no public 
institutions. The only official interference has been in negative restraint of occasional excesses of 
prostitution and other matters of public morality.   

 The other factor that has enabled Shinjuku’s astonishing power of adaptation is its “anti-
local” character. While there are of course landowners and shopkeepers of long local standing in 
Shinjuku, on the whole it is an area that has been operated for outsiders, by outsiders. This 
contrasts strongly, for example, with the domination of Ueno and Asakusa by the culture of the 
old Edo artisan class. As the “native place” of no particular group, Shinjuku has the potential to 
become a substitute native place of any group. The lack of a parochial local culture gives 
Shinjuku its modernity.   
 The roots of this “anti-local” character are doubtless to be found in Shinjuku’s position 
geographically between Edo and the Musashi Plain, belonging to the cultural sphere of neither. 
The very post town function of Shinjuku encouraged a high mobility of the population. In the 
modern period, still another crucial factor was the total destruction of Shinjuku on two separate 
occasions, the Kantô Earthquake of 1923 and the air raid of April 18, 1945. These disasters 
forced large turnovers in population and helped further to impede the development of a powerful 
local class.   

 
Shinjuku in the Edo Period   

 Naitô Shinjuku was established as a “new post-town” (shin-juku) on land given over by 
the Naitô family along the Kôshû Highway because Takaido, previously the first stop out of Edo, 
was too far for a comfortable one-day journey. The spatial arrangement of the town was a 
traditional linear one stretching from the Yotsuya barrier to the junction of the Kôshû and Ôme 
Highways about one kilometer to the west. An illicit pleasure trade developed spontaneously 
within the inns and teahouses, where the waitresses were thinly disguised prostitutes. So great 
was the success of Shinjuku in this respect, in fact, that the Edo government closed down the 
post station in 1718 to control the prostitution. Naitô Shinjuku remained closed until 1772, where 
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it was reopened in response to local pressures and has for two hundred years since grown by 
leaps and bounds.   

 The Edo period character of Naitô Shinjuku survived into the late Meiji period. The 
abolition of the “alternate attendance” system (sankin kôtai) was only a minor setback to 
Shinjuku, which had always enjoyed heavy local traffic. The increasing demands of Tokyo for 
the products of the Musashi Plain assured continuing growth. At the same time, the pleasure 
district was given legal recognition in 1874, assuring another major element in Shinjuku’s 
success. But until the end of Meiji, Shinjuku remained basically a rural settlement, dominated by 
horse traffic. In the words of Meiji haiku poet Naitô Meisetsu: “Ah Shinjuku/ On the packhorse 
droppings/ Morning frost.”   

 But already in the Meiji period the foundations were laid for the transformation of 
Shinjuku. The first and most critical step was the building of the Nihon Tetsudô (now the 
Yamanote Line) in 1885 as a freight line to link the Tokaido Line at Shinagawa and the Tohoku 
Line at Akabane. Efforts were made to avoid all settled areas, so that the railway passed some 
300 meters west of Naitô Shinjuku’s western limit at Oiwake (the junction of the Kôshû and 
Ôme Highways). The points where the railway intersected the two highways formed a triangular 
area within the fork, creating a clearly defined form into which the modern Shinjuku could 
expand.  [See map.]   

 The Nihon Tetsudô was shortly followed by the Kôbu Tetsudô (now the Chûô Line) from 
Shinjuku to Kofu, and eventually extended east into the center of Tokyo. Both the Yamanote and 
Chûô lines were intended initially for freight, and began to carry passengers only in response to a 
gradual demand. The Chûô Line was slow to extend into the center of town, and passenger 
service from Shinjuku east was provided mainly by the trolley routes set up beginning in 1905. 
All of these early rail facilities were slow and of small capacity and did little to alter the 
continuing rural character of Shinjuku.   
The Taisho Transformation   

 A profound change in Shinjuku in the Taisho period was caused by a basic population 
shift in Tokyo. The first signs of this shift appeared from af ter the Russo-Japanese War in 1905, 
as an increasing number of intellectuals settled in the pleasant hills of the Yamanote area and 
occasionally used Shinjuku for shopping and entertainment. This clientele supported a growing 
number of stores of Westernized middle-class character, the most famous being Nakamuraya, 
which moved to Shinjuku from Hongô in 1907 and soon became the center of the celebrated 
literary and artistic salon of Sôma Aizô and Kokkô.   
 At the same time, small elite settlements of intellectuals, high government officials and 
businessmen began to spring up west of Shinjuku as the beginnings of Japan’s modern suburbs. 
In response to this early movement, plans for private commuter lines were laid, the Keiô Line 
being the first completed (1915), with its terminal station located at Oiwake and its first stop to 
the west at Shinjuku Station. The early trickle Of suburban emigrants, ho’t’7ever, suddenly 
became a flood in the wake of the Great Kantô Earthquake in 1923, as thousands of families 
sought the safety of the high, sparsely settled land to the west of the city. A huge western 
movement began, stimulating the further development of the private suburban lines and greatly 
heightening the importance of Shibuya, Shinjuku, and Ikebukuro, which served as “terminals.” 
The rail network around Shinjuku assumed its final form in this period with the completion of 
the Odakyû Line in 1927 [see drawing].   
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 Thus population movements gave Shinjuku its geographical position midway between 
place of work and place of residence that has been responsible for its growth ever since. Since 
the bulk of those moving to the suburbs were of the westernized middle class, Shinjuku saw a 
rapid development of all the basic institutions of modern urban Japan. By 1932, Shinjuku was 
thriving with four department stores, seven movie theatres, and dozens of kissaten and bars.   
Postwar Shi.njuku   

 The Pacific War delayed the development of Shinjuku for over fifteen years, but from 
about 1952 there began a period of rapid rebuilding and improvement that is continuing today. 
Much of this postwar development had in fact been envisioned in the early 1930’s. For example, 
a scheme to build an underground shopping mall linking the station at Oiwake had appeared in 
the mid-1920’s and persisted for over a decade. There was also a plan to clear out a state 
cigarette factory and the Yodobashi water works west of the station to make room for high-rise 
development [see photograph of 1936 plan]. The war put an end to all such plans, which 
nevertheless clearly foreshadowed postwar developments.   

 The postwar growth of Shinjuku has been sustained by an escalation of the earlier 
movement of residential population to the west, so that Shinjuku has now become the population 
center of gravity of Tokyo.   
 The major change in the spatial character of Shinjuku has been the appearance of a vast 
underground area, in response to the limits imposed on surface expansion by rapidly rising land 
prices (particularly after about 1960). The underground city began with the completion of the 
Marunouchi Line subway in 1959, with stations both at Shinjuku and Oiwake (Shinjuku 
Sanchôme), linked by a pedestrian promenade. Thus the early Showa vision of an underground 
pedestrian link between the station and the old entertainment center around Oiwake was finally 
realized and provided the backbone for the amoeba-like expansion of the underground area that 
has proceeded ever since.   
 Although still free of both official imposition of character from above (with the major 
exception of the yet unfinished “Fukutoshin” area) and local conservatism from below, postwar 
Shinjuku has been occasionally subjected to the image-imposing powers of the mass media. This 
was particularly true in the image of Shinjuku in the 1950’s as a dangerous town of gangsters 
and in the ensuing image of the 1960’s as a town of young hippies and “fûten.” Both in fact were 
minor (although very interesting) sub-cultures within the vast variety offered by Shinjuku, which 
has remained a showcase of the entire range of contemporary popular culture. The pace of 
change in Shinjuku denies a monopolization of its image by anyone group, and it remains a city 
where tradition lies in its very ability to thwart any set tradition.   

 
6. Unplanning the Future of Shinjuku  

 Shinjuku has never been exposed to conscious overall planning. Its physical development 
has rather been the accumulated result of many separate development projects, which often are 
overlapping and that are subjected to the constant necessity to make concessions and trade-offs. 
Even at the level of a small project, end results are often very different from initial expectations. 
An appropriate term for this process might be “unplanning,” a word that suggests both “de-
planning” (the revision or abandonment of plans once made) and “non-planning” (the simple 
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lack of an overall plan). This process contrasts sharply with the Western tendency to develop 
areas with reference to grand ideas.   

 There are many reasons for this peculiar process. Among the most important is a land 
situation that prohibits large-scale projects by a single authority. The fragmentation of land 
holding, strong emotional attachment to land in general, extremely high and rapidly rising land 
prices, and a complex system of land rights have all combined to discourage overall planning.   

 Another major factor is the historical absence of concern by official agencies for the 
Shinjuku area. Shinjuku corresponds to no administrative unit, and the bailiwick-ism of the 
Japanese bureaucracy discourages any attempts at horizontal coordination of agencies 
responsible for discrete aspects of Shinjuku. Many organizations, both public and private, are 
constantly making plans for Shinjuku, each from its own special viewpoint, but largely in 
ignorance of the plans of the others. The penchant for unnecessary secrecy makes the situation 
even more confused.   
 Finally, Shinjuku has never been planned because it has changed far too rapidly to permit 
any long-range plans. It is said that it is common for a body working on a “secret” plan for some 
part of Shinjuku to realize suddenly that the project has already been launched by a different 
agency. While there is often much inefficiency in this structure, it has probably in the end 
permitted Shinjuku to develop far more rapidly than otherwise, since “unplanning” offers 
flexibility and necessitates quickness of response.   
 Beneath this seemingly chaotic process there are clear principles working to give 
Shinjuku a strong internal order. These can best be brought to light by a brief description of the 
current state of future planning for Shinjuku.   

Public Transport Planning 
 The expansion of the station is the primary dynamic giving order to Shinjuku. Transport 
planning is basically unconcerned with Shinjuku in any other sense than as a transport node, and 
hence few efforts are made for open and regular consultation with local interests. A considerable 
degree of coordination is necessary among the separate transport authorities themselves, however, 
on purely technical matters of how to insure the safety and efficient transfer of passengers. Such 
actual coordination is done under the auspices of the Economic Planning Agency, which on a 
regular basis assembles representatives of the transport planning bodies in the Tokyo 
Metropolitan Government, the Japanese National Railways, and the various private lines, as well 
as planners from the major government ministries involved (the Ministries of Transport, 
Construction, and Finance).   
 Informal talks with various representatives of these groups indicate that a vast expansion 
of the transport node at Shinjuku will take place over the next ten to fifteen years and probably 
beyond. The drawing of “Shinjuku 1984” is one idea of what Shinjuku might look like a decade 
from now. Many complex problems of jurisdiction and political opposition at many different 
levels will force constant alterations in these plans, some being cancelled and new ones being 
introduced from time to time.   
 But while the precise form of Shinjuku a decade from now is by the very nature of 
“unplanning” impossible to predict, it seems certain that Shinjuku will continue to grow at a very 
rapid pace, and that a total transformation of the present Shinjuku will occur. It will be a 
Shinjuku even more dense and complex than in the past.   
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 The underground area in particular will grow at a rapid pace J since almost all of the new 
transport planning is for underground lines connected by underground corridors. The rapidly 
rising expense of fire prevention and pollution exhaust facilities will necessitate underground 
development in partnership with private commercial interests, and consequent expansion of 
underground shopping areas.   
Competition for Space   

 The further growth of the station will, in the traditional pattern, generate new demands in 
the marketplace, which will expand to create a larger number and greater variety of services in 
Shinjuku. It should be noted, of course, that the long-distance passengers of the Shinkansen lines 
will be of a relatively small consequence in this process.   

 The growth of the market will in turn have a feedback effect on the precise placement and 
pace of transport expansion, forcing modifications of present plans in ways that are impossible to 
predict. One critical element in this process will be the continuing inflation of the price of land, 
which will place additional strains on public transport agencies already in financial straits, and 
will aggravate an already serious political issue.   
 In turn the general “competition for space” will intensify a variety of recent trends. For 
example, there may arrive a point, at least near the center of Shinjuku, where the expense of land 
limits the profitability of retail trade in everyday goods and leads to the Ginza pattern of luxury 
boutiques and showrooms of major national manufacturers. At the same time, the cost of surface 
land will encourage the search for “manmade land,” and one can envision a proliferation of “sky 
towns” by connecting different buildings above street level. Such a conception, by which 
separate buildings are merged into an interpenetrating space, would in effect be the application 
of underground design concepts to above-ground areas.   
 The competition for space between the pedestrian and the automobile will also intensify. 
Recent trends suggest that the tide is turning in favor of the pedestrian, who by the continued 
expansion of the station will have an increasingly large impact in numbers and purchasing power.   

A Case Study   
 The combination underground parking lot and shopping mall on Yasukunidori that will 
open next month (September 1973) offers an interesting case study in the dynamics of 
“unplanning” in Shinjuku.   

 This project was initially conceived in response to the needs of the automobile, which in. 
the mid-1960’s during the construction of the elevated highway network seemed to have a bright 
future in Tokyo. In Shinjuku as elsewhere, plans were laid by the city government to solve the 
problems of automobile congestion and parking. The Yasukuni-dôri underground project was 
intended to solve both problems at once: three underground passages would shunt pedestrians 
from the road above and ease congestion, while parking space for several hundred cars would be 
constructed at the same time. The city would incidentally gain by the simultaneous improvement 
of antiquated water and sewer lines in the area.   

 It seemed a good plan, but it soon became apparent that the project was economically 
unsound. The parking lot would accomodate 350 cars, a negligible number in terms of any 
benefit to the economy of Shinjuku. Nor could the parking fees begin to cover the construction 
costs of such a project, which was thus turned over to an independent organization, the Shinjuku 
Underground Parking Lot K.K. Legally organized as a private corporation but operating in a 
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semi-public manner, this company was given permission to build an underground shopping 
center as a way of making the project economically sound. The city government, in return, would 
incur no expenses for either the parking lot or the improvements in municipal facilities.   
 Next came a difficult and protracted period of negotiation with the local merchants 
associations on either side of Yasukuni-dôri, who were naturally fearful of competition from the 
underground shopping mall. The above-ground shopkeepers were finally persuaded that the 
future growth of Shinjuku station would insure more prosperity for everyone, and the opposition 
relented.    

 At this point, a further crucial revision iil the initial plans was made: pedestrians would 
be allowed to cross Yasukuni-dôri above as well as underground. This change was forced both 
by the sheer growth in the number of pedestrians crossing north to Kabuki-chô, and again by the 
opposition of the above-ground merchants.   

 Thus a plan that began as a political concession to the automobile by the city government 
was in a series of modifications and “unplanning” transformed into what in effect is a victory for 
the pedestrian and the local market. One hundred new retail stores will add to the variety of 
Shinjuku. The pedestrian will gain a vast new underground street and access to Kabuki-chô 
underground, while losing nothing at ground level. In this way, a long-range plan that was 
unrealistically conceived was subjected to the spontaneous, piecemeal needs of the station and 
market to produce a result more in keeping with the basic character of the area.   
 One peculiarly Japanese aspect of “unplanning” deserves emphasis: the lack of a strong 
sense of competition or antagonism between the public and private sectors of the sort that often 
paralyzes Western urban development. This enables cooperative efforts for the public good 
rather than a clear-cut staking out of independent claims and the jealous defense of personal 
interests at all costs. An organization like the Shinjuku Underground Parking Lot K.K. is a good 
example. The contrast with the West may only be one of degree, but it is an important element in 
assuring not only the efficiency of “unplanning” but also the high quality of the results.   

The Fukutoshin in the Future of Shinjuku   
 It will surprise some that no mention has yet been made of the “Fukutoshin”* complex of 
super-highrise buildings now being constructed on the former site of the Yodobashi water works. 
This is not to deny that the Fukutoshin will play a conspicuous role in Shinjuku’s future. But at 
the moment the interest of the project lies mostly in the contrast that it provides with the patterns 
of development of Shinjuku in the past. The Fukutoshin is an anomaly in Shinjuku because it has 
not (or at least not yet) been exposed to “unplanning”: it is a classic case of the flaws of 
unrealistic and one-sided overall planning.   

 The first anomaly of the Fukutoshin is one of function: it was not a spontaneous response 
to the needs of the people generated by the station, but rather an artificial technique of dispersing 
the heavy concentration of business facilities in the Marunouchi center. As a result, the 
Fukutoshin will become for tens of thousands a simple place of work, out of character with the 
basic “fairyland” quality of Shinjuku.   
 
* The term “Shintoshin” (“New City Center” rather than ‘‘Sub-Center”) is also used, but in fact an official name 
remains to be chosen, perhaps a reflection of the still uncertain nature of the project.   
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 This occurred basically because the disposition of the land for the Fukutoshin was 
conducted within the context of the internal politics of the Tokyo Metropolitan Government with 
little direct participation of indigenous Shinjuku commercial or residential interests. In the first 
place, the area is too distant from the current station-market complex to be of interest to local 
developers. In the second place, the lots were too large to be purchased by local capital with the 
one exception of the private railroads (Keiô and Odakyû). In a sense, the Fukutoshin project was 
the victim of the financial plight of the city government, which could not afford to develop the 
land for public use nor even to wait and allow spontaneous private needs to emerge. Not 
surprisingly, the lots were purchased slowly and reluctantly.   
 In order to sell such a large piece of land quickly and at high prices, it became necessary 
to develop a “grand design,” both for the function and the physical planning. The very terms 
“Fukutoshin” and “Shintoshin” suggest this attempt to impose a character on “Shinjuku.” One 
problem in this connection is the proposal to move Tokyo City Hall to Shinjuku. This idea has 
considerable merit as one way of bolstering the precarious autonomy of the Tokyo Metropolitan 
Government, but it is politically unrealistic. The final decision, to be made next year, will 
probably be negative.   

 The physical planning of the area was left to bureaucratic planners. The result, closely 
resembling the half-century old “City for Three Million” of Le Corbusier, is a classic case of 
formal mid-20th century planning principles. Since the basic plan was made in the 1960’s when 
the automobile showed promise, it is a city made for the automobile rather than pedestrians. This 
is seen both in the heavy reliance on pedestrian bridges and in the long tunnel leading to the 
station in which pedestrians are harassed by the noise and exhaust of automobiles. The entire 
area was planned almost exclusively for the needs of certain mechanical systems; human beings, 
where considered at all, are simply another impersonal system. This is clear in the “Three 
Fundamental Principles” of the Fukutoshin design: “1) Complete Separation of Automobiles and 
Pedestrians, 2) Adoption of Regional Heating and Cooling System, and 3) Establishment of 
Public Parking Lots.”   
 There were of course more imaginative plans for the Fukutoshin, developed privately by 
some architects, such as that of Isozaki Arata (1960). Yet these plans were really not so different 
from the end result, since they were preoccupied mainly with systems and with overall form: 
people were fitted in only at the end. Isolated from the realities and complexity of Shinjuku and 
from an understanding of the dynamics of its historical development, such plans treated Shinjuku 
as little more than an instrument for advancing “grand designs.” The real question to be asked is 
why any such grand plans are necessary at all.   

 The Fukutoshin is not completed, of course, and there is a possibility that during the next 
ten years it will be gradually subjected to the forces of “unplanning.” This is already apparent in 
a new concern for the lack of pedestrian convenience, such as the planning of pedestrian decks 
that will link at least some of the buildings. A solution to the long tunnel is also being urgently 
sought.   
 Yet it is doubtful that the Fukutoshin can really ever become an integral part of the 
historical Shinjuku. More likely it will remain a separate business district merely appended to the 
station-market complex. In that case it will be a little different from Marunouchi. Yet much will 
depend on how much adaptation is made to the spontaneous forces of pedestrian consumer 
demand that have molded the rest of Shinjuku. The progress of the Fukutoshin ever the next 
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decade will be of great interest in showing how the forces of “unplanning” work to humanize the 
initial design. It will be fun to see.   

  
Illustrations   

p. 147 Upper right: Airplane on roof of Joypack Building  
 Bottom: “Playmap” from Shinjuku Monthly (no. 11)  

p. 148 Upper left: Nature on the roof of Isetan 
 Bottom left: Hole for automobiles on west side of station  

 Right, from top: Donzoko (drinking and singing), Ezo Goten (drinking and eating), and 
Submarine (drinking)  

p. 149 Upper left: Matsuzaka-jo (sukiyaki); upper right: Ojo (kissaten); lower left: Shirakawa-
go (provincial cuisine); lower right: Suehiro-tei (yose).  

p. 150 Upper left: Naitô Shinjuku, by Hiroshige  
 Upper right: Naitô Shinjuku, from Edo meisho zue  

 Bottom: Map of Shinjuku in 1883 (Cut, upper right: Shinjuku station in the Meiji 
period)  

p. 151 Top: Prewar transport network in Shinjuku  
 Second from top: Map of places to eat and drink in Shinjuku in 1931, from Kon 

Wajiro’s Modernology  
 Bottom group: left, from top to bottom: Cigarette factory and waterworks to west of 

station (1936); Plan for west side of station (1936); Shinjuku after wartime bombing; 
right, from top to bottom: In front of Niko (1903); Nakamuraya in the Taisho period; 
Bar district behind Mitsukoshi (1931); Postwar rush hour (1961).  

p. 153 The automobile wins.  

p. 154 Top: Corbusier’s hand.  
 Bottom: Corbusier’s “City for Three Million” and Isozaki’s 1960 plan for Shinjuku 

p. 155 Top: The Fukutoshin  
 Bottom: Tunnel from Fukutoshin to Shinjuku station  
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