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Part 11 - Sunday, April 4 – Nagasaki
After breakfast we checked out of the Ark and rode to the railroad station for our 8:38 departure. We were off to Nagasaki on
the island of Kyushu, and to reach that city we had to cross under the Kanmon Strait through a 11.7-mile tunnel. It was not
that different from a ride under the English Channel on the Eurostar, but soon thereafter we had to change trains in Hakata,
as Japan’s high-speed network does not yet go beyond this point. Our Hikari train featured 2-and-2 seating and we arrived
at the end of the Shinkansen line on time at 9:40. We had a little over 20 minutes to transfer to our JR-Kyushu 3-foot 6-inch
gauge train for Nagasaki. The streamlined Kamome Express is quite luxurious, even in coach, with leather reclining seats
(Green cars have 2-and-1 seating). The topography was now flat and the scenery verdant, with lots of rice paddies. We
passed a large number of fields that were enclosed in netting, finally figuring out that they were either golf driving ranges or
baseball batting practice enclosures. One landmark was “Best Amenity Stadium,” a large soccer field. Despite the
attractiveness of the rolling stock, the ride was bumpy, and we debated whether that was the fault of the roadbed or trucks.
Prior to reaching our destination we encountered hilly terrain. The last portion of our ride turned out to be quite scenic, with
vistas of an attractive shore line surrounded by mountains. We arrived in Nagasaki on time at 11:59, bought day tickets and
proceeded to the streetcar stop in front of the station via overhead walkways, sans ramps, escalators or elevators.
Our hotel was the Comfort Hotel Nagasaki, part of the same chain that Phil and I used in Toyama. Our rooms were not
ready yet, so we left our luggage and proceeded to the streetcar stop at the corner. The weather was cloudy, with
occasional sprinkles. We rode a route 1 car to Nagasaki’s Peace Memorial toward the north side of the city. Located on a
hill and landscaped for entry at various levels, it was abloom with flowering bushes and trees. Clearly this was the height of
the cherry blossom season in Nagasaki. The museum was a bit smaller than Hiroshima’s, and emphasized to a greater
extent the memories of the local population from that momentous date, August 9, 1945, using both audio and video. And
like Hiroshima, its overriding theme is the abolition of nuclear weapons. After the visit Phil and I did some more riding before
congregating back at the hotel with the ladies, who had continued sightseeing. We had noticed a busy Chinatown adjacent
to the tramway and suggested having dinner there. Because of a plethora of restaurants we selected the one that appeared
to be the busiest. That turned out to be the right choice as we all agreed that this was the best meal of our trip. One of the
specialties was called Nagasaki noodles, and I will look for that on menus in the future.
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Monday, April 5 – Nagasaki
It was a bit brighter in the morning and after a good buffet breakfast Phil and I went out with our cameras to cover the
streetcars. The standard-gauge system is one of four tramways on the island of Kyushu. It is operated by the Nagasaki
Electric Railway Company and consists of 4 lines totaling about 7 miles (routes 1, 3, 4 and 5). With a population of about
450,000 Nagasaki is a third the size of Hiroshima and its tramway is correspondingly one-third the length. We saw quite a
number of different types of cars in operation, including some low-floor units manufactured by Alna Sharyo in 2003 and
2006. They are called Little Dancers and are numbered in the 3000 series. We would later see many more low-floor
products from this company in this part of Japan, all branded similarly. Interestingly, timetables at streetcar stops indicated
which trips would be made by Nagasaki’s three low-floor cars, no doubt allowing disabled passengers to schedule their trips
accordingly.
The equipment we encountered illustrated the evolution of rolling stock over the last half-century, starting with traditional
streetcars from the 1950s through much more modern units. The earliest 200-and 300-series cars from 1950-1953 have
doors at both ends, while the later 360s and 500s (1961-1966) are built to a Peter Witt design. All of these are painted in a
green and cream color scheme reminiscent of the Philadelphia Transportation Company’s fleet from the 1940s to the 1960s.
Later cars, from the 1980s and 1990s, have a more modern look, and are painted in other liveries. Some cars are covered
with advertising.
All of Nagasaki’s streetcars are peppy, and the cars make good time, with most track in pavement, segregated from motor
traffic. There are a few segments of private right-of-way, an extensive one alongside a JR embankment as well as a few
short isolated sections. Some of the interesting aspects of the system are a tunnel shared with road traffic, some single
track alongside a canal, a tunnel under a building and operation through a pedestrian street. Service is frequent, with the
average 8-minute headway allowing photography with little waiting. A number of overpasses allow some interesting angles
without interference from traffic. In addition to riding the entire system, Phil and I visited the carhouse, where we were
shown car 168, a beautiful 1911-built museum-quality deck-roofer.
Our visit to Nagasaki was excellent in every sense, encompassing all our activities: streetcars, sightseeing and food. We
checked out of our hotel immediately after breakfast, leaving our bags with the desk clerk, and later retrieved them after
meeting our wives at about 15:45. It was a short streetcar ride to the station, and we headed for Kumamoto aboard the
16:26. We had to leave the Hakone-bound train at Tosu, in the shadow of Best Amenity Stadium, at 17:57, where we
transferred to a Tosu-Kumamoto train just 16 minutes later. Had we ridden the first train to its terminal at Hakata, we would
have passed the connection we rode and would have been forced to ride a later train to Kumamoto. It was like changing
from the Rock Island to the New York Central at Englewood rather than at Chicago’s La Salle Street station.
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The last part of our trip to Kumamoto lasted for just a little over an hour. Unfortunately, we alit one station before the
downtown terminal, but were lucky, as both depots are served by the local streetcar system. Even though we were a few
minutes early (19:14 vs. 19:17) we saw a lot of passengers getting up and retrieving their luggage, so we left the train with
them. We noticed our mistake too late, but it turned out to be OK, as instead of riding a route 2 car from the main station, we
ended up riding route 3 from Kami-Kumamoto to our hotel, which was located on a pedestrian street in the heart of
downtown. This was the first of two stays at lodgings of the Toyoko Inn chain, which we expected to be rather austere, but
comfortable. We weren’t disappointed. The rooms are all cookie-cutter designed (similar to many Ibis hotels in Europe),
with very clever built-in facilities like wardrobes and end tables. I don’t know how much it saved them, but there was only
one faucet in the large bathroom. It was built to swivel from sink to bathtub. I guess it does save on duplicate hardware, like
spigots. We had difficulty finding a good restaurant in the area and ended up settling on a seedy-looking Korean-style place
whose food was consistent with the restaurant’s appearance.
Photos – Nagasaki. With many different types of cars, I’ve split the Nagasaki portion of this report into two
segments. Although most trackage is in streets, there are certain locations that add a little spice to the operation.
The sequence of these photos attached to this report, is based on the car roster, running from old to new.
•
•

•
•

•

27: This is a view of No 168, taken at the carhouse. The museum car was built by Kawasaki in 1911, but for another
property, and did not arrive in Nagasaki until 1959. The deck-roofer was restored for the 70th anniversary of the
tramway in 1985.
05 and 25: The 200 series are the oldest group of cars in regular service. These cars, with doors located at each end,
look really ancient, but were built in 1950. Photo 5 was taken in the downtown area of the city, where the car tracks
turn off the street onto a section of prw that includes the odd girder bridge. Photo 25 shows car 202 crossing a
substantial bridge, near the carhouse on routes 1 and 3, at the beginning of a long section of prw alongside mainline
railroad tracks, shown at the left.
02: The 300-series came a year after the 200s, and do not look much different. Here is a downtown view that shows
the mountains on the landward side of Nagasaki.
31 and 24: The 360-series came ten years later, in 1961, with the 370s coming one year thereafter. It is not clear if
there were any technological improvements of these series, but for the next 40 years, starting with these cars, a
Peter-Witt door arrangement became the rule, with entry through the center doors and exit through the front. Like
almost all streetcars in Japan, these cars are double ended and use PAYL fare collection. No. 31 shows the
downtown end of a tunnel through a building at the southern end of the carhouse complex. No. 24 shows the same
car leaving the carstop at the railroad station.
13: A view of one of the 500-series cars at the stop adjacent to our hotel. These 1966-built cars, which look much the
same as the 360s and 370s, were built in 1961-2.
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21: Nagasaki did not get any more cars until almost 15 years later, when the 2000-series (two cars) arrived in 1980
from
Kawasaki. These were equipped with a much more modern body styling. No. 2001 is shown about to enter the stop
serving the railway station, virtually in the same location as photo 24.

Nagasaki. Photos of the newer cars.
•
•
•
•
•
•

•

15: The introduction of the 2000-series cars in 1980 led to orders for similarly-bodied cars in the next two decades,
mostly built by Alna. The 1200s were built in 1982, and No. 1205 is shown in a street that is closed to most motor
traffic. In addition to holding up the catenary the center poles are equipped with lighting fixtures.
01: The 1300s came 5 years later, in 1987. No. 1303 is shown emerging from a tunnel that carries street traffic under
a hilly area of the city.
18: The 1500s, dating from 1993-5, have yet another body design. This view of car 1504 was taken from a pedestrian
walkway at the north end of the railway station.
00: No 1701 from the 1990s is shown on a section of private right-of-way alongside the JR railway tracks, just north of
the carhouse and near the A-bomb Peace Memorial. Because the right-of-way is narrow, the outbound (nearside)
station is behind the photographer.
25 and 36: The 1800-series is more streamlined than its predecessors. Car 1801 is shown just south of the railway
station, while No. 1802 is heading into the same tunnel as shown in photo 01. Contrast the body design of the 1800s
with the 1300s built a decade earlier.
19 and 13: The 3000s from 2003 and 2006 are a clear break with tradition. These Alna Little Dancer 100-percent lowfloor units are scheduled carefully with timetables posted at stops indicating which runs are accessible. In photo 19
No. 3002 approaches the beginning of prw that leads under a building, past the carhouse, and across a bridge. Photo
13 shows car 3001 on a single-track section of route 5 alongside a canal.
36: Some unlikely riders and a cat studiously ignoring streetcar operation directly behind their backs.
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