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            INTRODUCTION

         
 
         The morning of Wednesday, 10 April 1912, dawned bright and breezy in Southampton, but the cool spring air was heavy with anticipation. For in a few hours’ time, the biggest ship in the world, the White Star liner Titanic, was due to set off on her maiden voyage, bound for New York with a passenger list which read like a Who’s Who of early twentieth-century society. The great and the good had been captivated by accounts of the ship’s superlative accommodation, which likened it to a floating hotel. For those who could afford prices of between £400 and £870 for a one-way ticket, a first-class suite aboard the Titanic was the only way to cross the Atlantic. The inaugural voyage of this magnificent vessel was expected to be an occasion that would live in the memory for years to come. And so it proved.
         
 
         The Titanic was born out of entrepreneurial greed – a ruthless desire by shipping magnates to cash in on the lucrative transatlantic routes and to eliminate all competition in the process. The chosen method was to build bigger and faster ships than ever before. The principal protagonists were two British companies, the White Star Line and Cunard, the latter having been responsible for establishing the first transatlantic steamship service via its vessel Britannia in 1840. Over the next fifty years trade between the United States and Britain increased sevenfold, not only in terms of tobacco, cotton and wheat, but also in human cargo. Growing numbers of Europeans saw America as the promised land and opted to start a new life there, and, since the only means of travel was by ship, passenger demand rose dramatically. Founded in 1850, when it specialized in carrying emigrants from Britain to Australia, the White Star Line steadily began to challenge Cunard’s monopoly on the transatlantic routes and by 1875 had produced steamers capable of travelling at 16 knots, reducing the journey time to less than seven and a half days. All White Star vessels were built at the Harland & Wolff shipyard in Belfast.
         
 
         Sensing a business opportunity, American financier John Pierpont Morgan decided that he, too, wanted a slice of the action. His company, International Mercantile Marine, bought Inman Lines of Liverpool and started a fierce price war, offering third-class transatlantic passages for as little as £2. He then tried to buy Cunard, but was prevented from doing so by the British government. So he turned his attention to White Star. The chairman of Harland & Wolff, Lord Pirrie, thought that the best way to protect his yard’s interests was to team up with Morgan and in 1902 he helped the American acquire White Star, which thus became a subsidiary of International Mercantile Marine. Joseph Bruce Ismay remained as chairman of White Star and all White Star ships continued to have British crews and to fly the British flag. But the real power lay on the other side of the Atlantic.
         
 
         In 1907, backed by sizeable subsidies from the British government, Cunard launched the Lusitania and the Mauretania, both of which were capable of an average speed of 26 knots. At the time White Star’s fastest ship was the Teutonic, at 21 knots. In order to compete with the Cunarders, White Star laid plans for the construction of a fleet of three huge liners, larger than anything which had gone before, and which would offer the last word in passenger comfort. To reflect their size and class, they were to be called Olympic, Titanic and Gigantic. The design team was led by Lord Pirrie’s brother-in-law Alexander Carlisle until his retirement in 1910, when he was succeeded by another of Pirrie’s relatives, nephew Thomas Andrews. J. Bruce Ismay approved the design on 29 July 1908 and a contract was signed for the building of the first two ships. Work on keel number 400 – the Olympic – began at Harland & Wolff in December 1908; keel number 401 – the Titanic – was laid at the end of the following March.
         
 
         The two sister ships were almost identical, although the Titanic was marginally longer at 882 ft 9 in. by virtue of the addition of an enclosed promenade for first-class passengers. Each ship boasted ten principal decks, a maximum speed of between 24 and 25 knots, a regular service speed of 21 knots and what was thought to be the latest in safety features. These included the installation of a Marconi wireless system for telegraphing messages at a range of up to 1,500 miles and a network of supposedly watertight compartments. The Titanic was divided into sixteen such compartments, formed by fifteen watertight bulkheads running across the hull. Six of these reached up to D deck, eight went up to E deck, but the other rose only as far as F deck. Each bulkhead was equipped with automatic watertight doors, held in the open position by a clutch which could be released instantly by means of an electric switch controlled from the captain’s bridge. In a special issue published in the summer of 1911 The Shipbuilder magazine concluded: ‘In the event of an accident, or at any time when it may be considered advisable, the captain can, by simply moving an electric switch, instantly close the doors throughout, practically making the vessel unsinkable.’
         
 
         In concentrating their defences on transverse bulkheads, the Titanic’s designers had taken into account the experience of the Guion Line’s Arizona, which, in 1879, had ploughed head-on into a 60-ft-high iceberg near the Newfoundland Grand Banks. Although her bows were wrecked, the Arizona remained afloat and was able to make it safely back to St John’s. But the transverse bulkheads, while effective against a blow to the bows, failed to protect the Titanic from a side-on collision. The designers claimed that the Titanic would stay afloat even if two of the watertight compartments somehow became flooded but, by not extending the bulkheads sufficiently high within the interior of the ship, they left it vulnerable to a sudden inrush of water, which, as it transpired, would flood one compartment, surge over the top and fill the adjoining one.
         
 
         An even more alarming oversight – and one which would take up countless newspaper column inches – was the issue of lifeboat provision. The outdated British Board of Trade regulations had not been amended since 1894, when the largest vessel afloat was the 12,950-ton Campania. The Titanic had a gross tonnage of 46,328. Under the regulations, all British vessels of over 10,000 tons were obliged to carry sixteen lifeboats with a capacity of 5,500 cubic feet, plus sufficient rafts and floats for 75 per cent of the capacity of the lifeboats. So, by law, the Titanic did not have to carry any more lifeboats than a 10,000-ton ship even though she would inevitably be carrying many more passengers. The Titanic had a capacity of 3,547 crew and passengers, yet was required to carry lifeboats for only 962 people.
         
 
         Alexander Carlisle was so concerned about the lifeboat capacity that his original plans incorporated sixty-four boats, sufficient for everyone on board. However he was forced to revise his ideas because lifeboats took up too much deck space. International Mercantile Marine and its subsidiary the White Star Line demanded that any extra space be used to provide more spacious promenades for the all-important first-class passengers. Such misguided priorities meant that the Titanic carried the bare minimum sixteen lifeboats, although an additional four collapsible boats were provided to raise the overall seating capacity to 1,178. White Star prided itself on the fact that the Titanic therefore had boats in excess of the Board of Trade regulations, but the figure still represented just 53 per cent of the estimated 2,228 people on board at the time of the disaster, and only 30 per cent of the Titanic’s total capacity.
         
 
         Naturally these considerations had no place in the minds of passengers and crew as they converged on Southampton on that April morning. The first-class travellers, at least, were more concerned with inspecting the ship’s much-vaunted facilities, which included a gymnasium, squash court (at 2s 0d for half an hour), Turkish bath and swimming pool. Passenger accommodation was spread among the top seven decks, A to G, and was strictly segregated according to the three classes of ticket. First-class passengers were able to sample private, enclosed promenade decks (to keep out the chill evening air), and a splendid à la carte restaurant, while even the second-class state rooms were the equal of first-class accommodation on virtually any other ship of the day. Similarly, the state rooms for third-class (or steerage) passengers were as smart as second-class cabins on other vessels. At the very bottom end of the scale, the cheapest passage was £7 15s, including meals, where the accommodation for many, especially immigrants, consisted of an open dormitory way down on G deck. While first-class passengers could enjoy the ship’s facilities well into the night, White Star encouraged all third-class travellers to retire by 10 p.m. Allegations of preferential treatment given to first-class passengers during the rescue – to the point where steerage passengers were said to have been forcibly prevented from reaching the lifeboats – would be a recurring theme of the Titanic tragedy.
         
 
         White Star had anticipated a huge demand for tickets for the Titanic’s maiden voyage, yet the initial response had proved disappointing, mainly because a national coal strike in Britain had seriously damaged the shipping industry. Voyages were cancelled at short notice, leaving customers wary about making firm travel plans. The strike was not finally resolved until 6 April – four days before the Titanic was due to sail for New York. Faced with the prospect of a half-empty Titanic setting off on her much-hyped maiden voyage, White Star transferred a number of passengers to the Titanic from other liners. Most were happy to do so, but a few demurred. They had a strange feeling of foreboding about the majestic new ship.
         
 
         Southampton Docks were a hive of activity from daybreak on the morning of 10 April. The general crew reported at 6 a.m. and were followed ninety minutes later by Captain Edward John Smith, an experienced seafarer who had been transferred from the Olympic. The first passengers started to turn up at 9.30 when the boat train arrived from London Waterloo. Among the 497 third-class passengers who would leave from Southampton were 180 Scandinavians, lured by White Star’s aggressive advertising campaign in Norway and Sweden. The vast majority were emigrating to the United States and had booked their passage aboard ‘the first available ship’. That ship was the Titanic.
         
 
         The final boat train arrived at 11.30 a.m., carrying many of the 202 first-class passengers who were sailing from Southampton, and half an hour later – at the stroke of noon – three loud blasts on the Titanic’s powerful whistles heralded her departure. As she was cast off, eight crew members, who had slipped out for a last-minute pint, dashed along the pier in a desperate attempt to scramble board. Two just managed to reach the gangway before it was raised; the other six were left behind on the dock, cursing their luck.
         
 
         The first stop was to be Cherbourg in northern France, followed by Queenstown in southern Ireland. From there, it was full steam ahead across the wide open waters of the Atlantic … and a date with destiny.
 
         In the immediate aftermath of the disaster – which brought full-scale inquiries both in Britain and the United States – a number of questions needed answering. Had Captain Smith ignored warnings of ice? Was the Titanic making a speed record attempt? Why was the colossal iceberg not seen by the lookouts until the last minute? Why were some lifeboats allowed to leave half empty? Why were so few third-class passengers saved? Did officers of the Titanic open fire on third-class passengers to prevent them reaching the lifeboats? What was the identity of the mystery ship seen on the horizon? Could hundreds of lives have been saved had the nearby Californian responded more quickly? And, most important of all, how did a supposedly unsinkable ship come to end up at the bottom of the ocean? That some of these questions remain unanswered to this day accounts for the enduring fascination with the Titanic a hundred years after the event.
         
 
         The story of the sinking of the Titanic has been told countless times since 1912 by authors and film producers alike, but no account is as graphic or revealing as those of the eye-witnesses, from the people who were actually there on that fateful night. Here, via contemporary newspaper reports and survivors’ tales – many of which are from rare sources and have therefore never previously appeared in book form – the Hollywood tinsel is stripped away so that the real story of the Titanic can be told, step by step, from her glorious launch in Belfast to the sombre burial services for those who perished at sea. The all-too-brief journey takes in vivid accounts of the departure from Southampton (a dramatic affair in its own right), life on board the luxury liner and the moment of impact, described by one Able Seaman as ‘just a trembling’ while a trimmer on duty in the engine room experienced nothing more than ‘a slight shock’. A first-class passenger recalled: ‘It did not seem to me that there was any great impact at all. It was as though we went over a thousand marbles.’ But while passengers were led to believe that everything was under control and that there was no cause for alarm, it became apparent to senior officers that the collision was infinitely more serious than anyone had imagined. The Titanic was slowly sinking.
         
 
         As the evacuation process got under way, there are powerful descriptions of tearful farewells, panic, bravery, fear, resignation and, ultimately, the frantic scramble for lifeboats. Those who managed to find a place recount the horrendous conditions in the boats, of witnessing the great ship go under, of seeing human bodies bobbing up and down lifelessly in the sea, and of the enormous relief at being plucked from their nightmare by the rescue ship Carpathia. Some of the narratives throw up sizeable contradictions, but given the circumstances this is only to be expected.
         
 
         Initial newspaper reports confidently stated that all on board the Titanic had been saved. But within a day the awful truth emerged that over 1,500 lives had been lost. The gathering of information was not helped by a virtual news blackout imposed by the Carpathia, but, when that ship docked at New York on the evening of 18 April, the world’s press were on hand to describe the arrival and to snap up survivors’ stories for exclusives. Many of the most poignant scenes took place at the quayside as friends and relatives hoped and prayed that their loved ones would be on board the Carpathia. For although a list of survivors had been issued in advance, many of the names were vague and incorrect. This was the moment of reckoning. For some, it would produce a sense of joyous relief; for others, inconsolable heartache.
         
 
         The days and weeks that followed brought official inquiries, accusations and denials, reunions and burials. Newspapermen were on hand to record them all, complete with occasional inconsistencies, a spot or two of sensationalism, and their own peculiarly nationalistic slant on affairs. The American press were quick to blame the British for the disaster, citing survivor Bruce Ismay as the villain of the piece and emphasizing the heroism of all the American millionaires. The British press reacted by largely defending Ismay and another target, Sir Cosmo Duff Gordon, while printing allegations of cowardly behaviour by assorted Italians, Germans and Chinamen, basically anyone foreign. Some of these accounts, therefore, have to be taken with a hefty pinch of salt but they nevertheless provide an interesting insight into the prevailing feelings of the day. This, then, is the tale of history’s most infamous maritime disaster as it was relayed in all its horror to the world in 1912.
         
 
         Compiling this book would have been impossible without the help of the staff of the British Newspaper Library at Colindale. I would also like to thank the National Maritime Museum at Greenwich, Nottinghamshire Library Services, and, as always, Nick Robinson and Krystyna Green at Constable & Robinson.
 
         Most of the newspapers and magazines from which extracts have been taken for this book have long since ceased publication but nevertheless I have made every effort to contact any copyright holders. I sincerely apologize for any omissions.
         
 
         
             

         
 
         Geoff Tibballs, May 2001
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            A FLOATING HOTEL

         
 
         ANOTHER BELFAST TRIUMPH
 
         Launch of the Titanic
         
 
         Each year the tide of progress rolls steadily on, relentlessly and unceasingly. There is no retardation, no sign of an end. Arts and crafts have reached heights that were undreamt of by the last generation. Science brings forth fresh marvels with each rising of the sun. Thinking men light on new ideas, and in a twinkling these ideas are accomplished facts. Nature has been forced to yield her secrets. Pioneers full of determination march from triumph to triumph. Great feats compel the world’s admiration, and then sink into line, and are accepted as ordinary events, while others spring up to take their place. There has been no era like the present one in all history.
         
 
         Another step on the road of evolution was accomplished today when the Titanic, the sister ship of the Olympic, which has just completed her steam trials, was launched at the Queen’s Island. The triumphs of science and engineering have been many, and Belfast can well support its claim to be regarded as one of the leading pioneers, especially in the matter of shipbuilding. When the construction of the Olympic was contemplated doubts were expressed that such a monster undertaking could be carried out, but Messrs Harland & Wolff proved last October that the project was quite feasible, and that they were capable of building such a huge vessel. The Olympic and the Titanic are not merely ships: they are floating towns, with all the improvements and conveniences that are associated with cities. Both ships are, indeed, marvels of engineering.
         
 
         The Titanic is of the same dimensions as the Olympic. The two boats represent the last word in shipbuilding. Messrs Harland & Wolff, by their construction, brought back to Belfast the blue riband of shipbuilding, which was taken from the city when the giant Cunarders, the Lusitania and the Mauretania, were turned out from yards on the other side of the Channel. The last big vessel built for the White Star Line was the Adriatic, which was launched in 1906, but she is easily eclipsed by the Olympic and the Titanic. Never before have such huge vessels floated on the ocean. A few years ago and anyone who suggested vessels of their size would have been laughed to scorn.
         
 
         Messrs Ismay, Imrie and Co. have always endeavoured to lead the van with the White Star liners, and the two new giants worthily uphold their reputation as shipowners. The firm was not content to take the second place while other firms forged ahead. They have shown that they are determined to meet enterprise with enterprise. It now remains for some other large firm of shipowners to try to go one better. Messrs Harland & Wolff ably carried out the desire and orders of Messrs Ismay, Imrie and Co. and to them will always belong the honour and credit of being the constructors of the greatest vessels on the face of the globe – the Olympic and the Titanic. It takes a good amount of imagination to realize the marvel that has been accomplished with these two liners. Not only in size, but in equipment do they stand alone. They mark the beginning of an era.
         
 
         It is safe to predict that the Olympic and the Titanic will enhance the great reputation already enjoyed by the line; they are without a peer on the ocean. Though so large, they are beautiful. Everything on board has been well – in some cases brilliantly – conceived and admirably carried out, and passengers will find comfort, luxury, recreation, and health in the palatial apartments, the splendid promenades, the gymnasium, the squash racquet court, the Turkish baths, the swimming pond, palm court verandah etc. Moreover, the state rooms, in their situation, spaciousness and appointments, will be perfect havens of retreat, where many pleasant hours are spent, and where the time given to slumber and rest will be free from noise or other disturbance. Comfort, elegance, security – these are the qualities that appeal to passengers, and in the Olympic and the Titanic they abound. The horse has been described as the noblest work of the Creator. A ship may be said to be one of the finest of man’s creations. Today ships are amongst the greatest civilizing agencies of the age and the White Star liners Olympic and Titanic – eloquent testimonies to the progress of mankind – will rank high in the achievements of the twentieth century.
         
 
         The Launch
         
 
         The Titanic entered the waters of the Lagan as quietly and gracefully as did her sister Olympic. The wave she displaced was infinitesimally small, she was pulled up short and sharp, and almost before one could realize that a new leviathan had been launched the spectators were already turning their steps homeward. In this respect those who took the trouble to go to the Queen’s Island have ground for serious complaint against Lord Pirrie. So exact is he in his arrangements, and so admirably and completely are his plans carried out, that these big launches threaten to become quite uninteresting. A couple of gun-fires, the turn of a lever, and another floating palace is ready for the final equipment. You don’t get that thrill of expectancy born of a doubt whether the vessel will move or not. You are just told to be there at a certain time, and if you are not you have only yourself to blame. Incidentally you have missed the sight of a lifetime. You have missed a thrilling demonstration and how brain and labour, working harmoniously together, can turn out, without fuss or excitement, a wonder of the world.
         
 
         The Titanic looked very big as she lay on the stocks this morning; somehow she caught the eye more completely than did her sister ship. The vessel appeared the embodiment of strength, though at the same time her graceful lines made it difficult to believe that between her closely riveted plates was accommodation for the inhabitants of a respectably-sized town. High up in the air her stem lowered, the men on her deck looking mere specks on the skyline.
         
 
         There was a big crowd in the yard, and the special stands erected showed a sea of faces, all waiting expectantly for the great event of the day. Within the railed-off enclosure round the ship all was well-ordered confusion. Foremen got their orders from principals, and transmitted them to the men waiting to execute them. Lord Pirrie was the dominant figure. In yachting attire he was here, there, and everywhere, giving orders and inquiring into the minutest detail.
 
         From a quarter to twelve onwards the comparative silence became disturbed by the incessant rapping of hammers, as the final shores were being knocked away. Then again came silence. Rockets went up with two loud reports, and everyone was on the tiptoe of expectancy, for this was the first signal to stand clear, and men were seen scurrying from beneath the great mass of steel. Their work had been completed. The Titanic was only held in check by the hydraulic lever.
         
 
         Then came the final denouement, suddenly, almost unexpectedly, for it wanted three minutes to the advertized time of the launch. Two more loud reports were heard, and almost before the spectators had time to realize that the Titanic was about to leave the stocks, the launch was an accomplished fact. Lord Pirrie gave the signal, the releasing valve was opened, and while the crowd still wondered the Titanic slid slowly, but gracefully, down to the river as straight as a die between the giant gantries which seemed almost to touch her sides. So far so good. The next question which sprang to mind was, would she be checked safely? This was quickly answered, for the drags and anchors worked with mathematical precision, and the great liner was pulled up within her own length, and rested peacefully on the water until she was taken charge of by tugs and escorted to her berth. The actual time of launch was sixty-three seconds.
         
 
         A great many brains and hands have been concerned in the construction of the Titanic and her sister ship, but, as is well known, the master mind of the whole achievement has been Lord Pirrie, who designed the vessels and has personally taken the responsibility of their construction from keel to truck, also their arrangements, decorations and equipment. It is not often given to a man, even at the zenith of his career, to achieve so notable a triumph as is represented by the completion of the trials of the Olympic and the launch of the Titanic on the same day, which moreover, by a happy coincidence is the birthday of both Lord and Lady Pirrie. Their many friends, and all interested in the new vessels, will regard this and the beautiful weather under which the events have taken place as a fortuitous combination of circumstances of the most auspicious character.
         
 
         FROM THE COUNTY ANTRIM SIDE
 
         Thousands upon thousands of people assembled at all parts of the docks near to or opposite Messrs Harland & Wolff to enjoy the sight, but perhaps no finer view was secured than that in the vicinity of the Spencer Basin, which is situated on the County Antrim side of the river. Access to the basin was gained from Corporation Street right down past the timber piles, and from ten o’clock on till near noon, the roadway was thronged with men and women, boys and girls, from all classes of Belfast folk. The weather was brilliantly fine, and the gay colours of the ladies’ dresses lent an animated brightness to a scene which on other days of the year is composed of dull piles of wood and stacks of coal, and with everything gay to the eye, and with the expectation of seeing the Olympic’s sister ship take her plunge, everyone was in the best spirits. Down at the basin every possible point of vantage was taken up, the timber piles and coal stacks were utilized as grand stands for the time being, and lorries drawn up alongside the front of the river were also greatly utilized, the carters doing a rich day’s work by charging twopence per head for standing room.
         
 
         (Ulster Echo, 31 May 1911)
         
 
         THE LAUNCH OF THE TITANIC 
         
 
         Another Triumph of Belfast Shipbuilding
         
 
         It took exactly sixty-two seconds for a launching weight of no less than 25,000 tons, travelling at a speed of twelve knots, to slip down the ways into deep water. And the amazing thing about it all was its seeming simplicity. As a nation we do great things quietly; and some of our overseas visitors who saw the Titanic enter with such quiet dignity the brown waters of the Lagan on Wednesday last must have thought for a moment that the launch of a 45,000-ton liner was quite an everyday incident in this famous Ulster shipyard. Indeed, it is not, of course, but Belfast is quickly educating us all to the idea that the only insurmountable limit to size in ships is the depth of the sea!
         
 
         With the experience of the Olympic behind them the townsfolk of the Ulster capital took the launch of the Titanic almost as a matter of routine. Certainly there was no thought of failure or even hitch, and while there was a most pardonable display of local pride in this latest vessel sent forth from the Queen’s Island yard, there was not, perhaps, the same element of novelty about the doings of the day, and the crowds that witnessed the launch were, I think, smaller than when the Olympic was waterborne on Oct. 20 last. Even so they were vast and enthusiastic, and the minute of launching thrilled them as before. The day was one of summer sunshine, and the scene was bright with dainty frocks, and with hats which in size paid a delicate compliment to the huge vessel herself.
         
 
         It was in keeping with the traditions of the yard that there should be as little ceremony about the launch as possible. This rule appeared even to restrain the display of bunting visible within the shipyard itself. Save for the British ensign, the Stars and Stripes, and flags signalling ‘Good Luck!’ which waved in a line from the landward edge of the gantries under which the vessel lay, there was an entire absence of decorative colour. The enormous proportions of the liner, it is true, did not suffer thereby, while the business character of what was being done gained immeasurably. Everything was carried out strictly to a well-defined programme, for everything was in order for the critical moment. There was no appearance of rush or anxiety, because the thing to be done was too great for any eleventh-hour hurry. Exactly an hour and a half before the vessel moved the clang of hammers under her indicated to the leisurely assembling people that the vessel’s minutes on earth were numbered. That reads like an obituary notice; but in truth it is rather an intimation of birth. For every shore that was knocked away the bonds that bound this Titan to earth were being released; only the hydraulic triggers held her in place, and on these the pressure was rapidly increasing.
         
 
         Meanwhile the stands erected for the convenience of the spectators within the yard were being gradually filled, and there successively appeared within the closely guarded foreground round the ship men of note in the shipping and shipbuilding world. The Right Hon. Lord Pirrie had been in the yard all the morning superintending the final arrangements for the launch of a vessel which owes her design and construction largely to his genius. A few minutes before noon (Irish time) he received the distinguished White Star party in the offices of the yard, and punctually at noon the owners’ representatives took their places on the stand reserved for them by the side of the vessel and immediately in front of the mechanism that released her. In addition to Lord and Lady Pirrie and the directors and officials of the shipyard, prominent among these were Mr J. Bruce Ismay, chairman of the White Star Line; Mr J. Pierpont Morgan and Mr E. C. Grenfell (his partner); Mr Harold A. Sanderson, general manager of the White Star Line; Mr Henry Concannon, assistant manager; Mr P. E. Curry, Southampton manager; Mr E. W. Bond, assistant Southampton manager; Mr R. J. A. Shelley, Liverpool; Mr M. H. Workman, London; Mr Charles F. Torrey, managing director of the Atlantic Transport Line; Mr John Lee, Mr Charles Payne, directors of Messrs Harland & Wolff; Mr J. W. Kempster, director; Mr R. Crighton, director; Mr Wm. Bailey, secretary; and Mr Saxon J. Payne, assistant secretary.
         
 
         On a final tour of inspection Lord Pirrie left his guests to visit the platforms at the vessel’s bows. A few minutes after noon a red flag was run up at the stern as a signal of preparation. Five minutes later two detonators warning the men to stand clear broke upon the hushed crowd to tell them all was ready and the mighty Titanic was straining to be set free. At 12.12 the firing of another rocket was followed immediately by Lord Pirrie giving the signal. For a second or two nothing happened. Then without fuss, without hesitancy, with much dignity and with an old-fashioned curtsy as her bows finally left the ways, the Titanic was waterborne. The supports that remained fell gently over like a pack of cards, and so smoothly and so sweetly did she take the water that there was practically no backwash. Her launching weight of 25,000 tons was slightly less than that of the Olympic.
         
 
         How easily to the eye of the onlooker was this huge mass of ineffective power brought to! She was motionless apparently in less than her own length from the water edge of the slipway, though it must in reality have been more. Powerful forces were at work, restraining her from going one foot beyond the limits assigned. I understand that Messrs. Bullivant & Co., Ltd., the well-known steel wire rope makers, were responsible for the manufacture of the ropes used in the launch. Six check ropes and two drag ropes were used, each of these being eight inches in circumference and having a guaranteed breaking strain of over 200 tons. In the case of both the Olympic and Titanic wire ropes for mooring purposes were adopted, and these were supplied by the same firm. These hawsers are of 9½-inch circumference, and were guaranteed, together with thimbles and splices, to withstand a breaking strain of 280 tons. Fussy but vigorous little tugs helped, too; and the  well-known Mersey tugs Herculaneum, Hornby, and Alexandra  were soon engaged in hauling the liner to the new fitting-out  wharf below the Alexandra Graving Dock, while a score of small  row boats were rescuing floating tallow from the water.
         
 
         And through it all while the crowds cheered themselves hoarse,  and while most of the spectators were homeward moving, Mr  Pierpont Morgan sat in the owners’ stand and smoked a contemplative  cigar (brand unknown). Lord Pirrie beamed on all (and  there were many) who congratulated him on the splendid success  of the launch. These twentieth-century magicians deal not with  spell and incantation, yet the magic of their work has surely no  equal! than the Titanic, Lord and Lady Pirrie, both of whose birthdays,  singularly enough, fell on Wednesday, could have had no  better present to give to the world of intercourse, whereby seas  are made narrower and hand may grasp hand round the wide  world. Happy, indeed, were these coincidences, and they may be  held to augur well for the future career of No. 401.
         
 
         (The Shipping World, 7 June 1911)
         
 
         
             

         
 
         The quarterly publication, The Shipbuilder, produced a special  issue in the summer of 1911 to describe in detail the sumptuous  accommodation provided for first-class passengers by the two  new White Star Liners, Olympic and Titanic.
         
 
         
            The restaurant, situated on the bridge deck, will be considered  by many competent judges the most enticing apartment in the  vessel. It is 60ft long and 45ft wide. The style of decoration  adopted is that of the Louis Seize period. The room is panelled  from floor to ceiling in beautifully marked French walnut of a  delicate light fawn brown colour, the mouldings and ornaments  being richly carved and gilded. Large electric light brackets, cast  and finely chased in brass and gilt, and holding candle lamps,  are fixed in the centre of the large panels. On the right of the  entrance is a buffet with a marble top of fleur de pêche, supported by panelling and plaster recalling the design of the wall panels.  The room is well lighted by large bay windows, a distinctive and  novel feature which creates an impression of spaciousness. The  windows are divided into squares by ornamental metal bars,  and are draped with plain fawn silk curtains having flowered  borders and richly embroidered pelmets. Every small detail,  including even the fastenings and hinges, has been carried out  with due regard to purity of style. The ceiling is of plaster, in  which delicately modelled flowers in low relief combine to form  a simple design of trellis in the centre and garlands in the bays. At  various well-selected points hang clusters of lights ornamented  with chased metal gilt and crystals. The floor is covered with an  elegant pile carpet of Axminster make, having a non-obtrusive  design of the Louis Seize period. The colour is a delicate vieux  rose, of the shade known as Rose du Barri, in perfect harmony with  the surroundings.
            
 
            Comfort has been well considered in the arrangement of the  furniture. Small tables have been provided to accommodate from  two to eight persons, and crystal standard lamps with rose-coloured  shades illuminate each table. The chairs have been well studied, and  are made in similar light French walnut to the walls. The woodwork  is carved and finished with a waxed surface. The upholstery covering  is Aubusson tapestry in quiet tones, representing a treillage of  roses. For convenience of service there are several dumb waiters  encircling the columns and forming part of the decorative scheme.  A bandstand, partly recessed and raised on a platform, is provided  at the after end. On either side of the bandstand is a carved buffet,  the lower portion of which is used for cutlery and the upper portion  for the silver service, thus completing the necessities for a well-appointed  restaurant to satisfy every requirement …
            

         
 
         Comparing the Titanic to its sister ship, the article went on:
         
 
         
            The reception room adjoining the first-class dining saloon having  proved such a popular feature on the Olympic, in the case of the Titanic a reception room has also been provided in connection with the restaurant, consisting of a large and spacious lounge decorated in the Georgian style. Here friends and parties will meet prior to taking their seats in the restaurant. The elegant settees and easy chairs are upholstered in silk of carmine colour, with embroideries applied in tasteful design. The breadth of treatment and the carefully proportioned panels on the walls, with richly carved cornice and surrounding mouldings, form an impressive ensemble, which is distinctly pleasing to the eye.
            
 
            (The Shipbuilder, June 1911)
            

         
 
         THE WORLD’S BIGGEST SHIP
 
         A Visit to the Olympic at Southampton
         
 
         The state rooms in each of the three classes are distinguished by being exceptionally large and lofty, while the furnishings are probably without parallel on any vessel afloat. Everything has been done to ensure the comfort of the passenger, and he is given a degree of privacy hitherto almost unknown on board ship. Down to the least detail his wishes have been consulted. The wash-stand accessories are many; his wardrobe convenient to all his immediate needs; his couch the best he could possibly wish for. The popular Marshall ‘Vi-Spring’ mattresses (formerly known as ‘Hare Spring’) manufactured by the Marshall Sanitary Mattress Co. Ltd, London, are used very extensively on this ship, as they will be used on her sister ship, the Titanic; and in many other respects these state rooms will appeal to all sorts and conditions of voyagers. The second-class and third-class are furnished in a style that represents, without exaggeration, what was thought sufficient for the first-class only a few short years ago; and if there is one thing more than another that should induce second and third-class travellers to patronize this great liner, it is the fact that they share in all the advantages of an absolutely steady, practically unsinkable ship with those who can afford the highest-priced suite of rooms that the Olympic can boast. This is a consideration of the first importance to all who are in the least afraid of the sea.
         
 
         But it is when we reach the public rooms that we best realize what the large vessel means. She is a floating palace; and in three or four of the principal rooms there is nothing to distinguish them from the rooms of some stately country house or elegantly furnished hotel on the sea front. It is difficult to believe we are afloat. This particularly applies to the reading and writing room which Lord Pirrie has confessed is his favourite. Fireplace, bow windows, and the furnishings generally convey an idea of a retreat in some country house amid ‘haunts of ancient peace’.
         
 
         (The Shipping World, 14 June 1911)
         
 
         
             

         
 
         Ten months later, in the immediate aftermath of the disaster, a number of newspapers quoted extensively from the official White Star brochure to illustrate the splendour that was the Titanic. The Boston Post from Masschusetts wrote:
         
 
         
            Perhaps the best description of the giant Titanic is that which was furnished by the officers of the White Star Line at the time of the Titanic’s launching on June 15, 1911.
            

         
 
         This description, which also embraced the sister ship Olympic, was as follows:
         
 
         
            In the White Star Line’s new triple-screw steamers Olympic and Titanic are epitomized all the science and skill of a century of steam navigation. The same spirit which actuated the White Star Line in introducing into the Atlantic passenger trade the steamers Oceanic, the first steamer to surpass the length of the Great Eastern – Celtic, Cedric, Baltic, and, latterly, the giant Adriatic – has produced these new surpassing ships.
            
 
            Figures speak most concisely and eloquently of the supremacy of the Olympic and Titanic. The largest plates employed in the hull are 36ft long, weighing four and a half tons each, and the largest steel beam used is 92ft long, the weight of this double beam being four tons.
            
 
            Further, the colossal rudder, which is to be operated electrically, weighs 100 tons, the anchors 15½ tons each, the center turbine propeller 22 tons and each of the two wing propellers 38 tons.
            
 
            The huge after ‘bossarms’, from which are suspended the three propeller shafts, tip the scales at 73½ tons, and the forward ‘bossarms’ at 45 tons. It is also interesting to note that each link in the anchor chains weighs 175lb. In each ship the unusually large number of sidelights and windows – over 2,000 – add much to the brightness and cheerful effect of the public rooms and passenger cabins.
 
            As already intimated, nothing has been left to chance in the construction of these superb ships, and besides being the largest and heaviest vessels ever built, they are also undoubtedly the strongest.
            
 
            Their towering hulls are moulded to battle against the seven seas, and boast, in each ship, the presence of three million rivets (weighing about 1,200 tons) holding together the solid plates of steel. To ensure stability in binding the heavy plates in the double bottom of each ship a half million rivets, weighing about 270 tons, have been used.
 
            The whole plating of the hulls has been riveted for hydraulic power, with an almost entire absence of the usual deafening noises, new type seven-ton riveting machines, suspended from travelling cranes having accomplished this work quickly and well.
            
 
            
                

            
 
            Safety Assured
            
 
            The double bottom referred to extends the full length of each vessel, varying from 5ft 3in. to 6ft 3in. in depth and lends added strength to the hull. The subdivision of the hulls of the Olympic and Titanic into fifteen compartments separated by watertight bulkheads of steel further assures the safety of the vessels.
            
 
            The gigantic size of these steamers is best appreciated when it is recalled that in length each vessel overtops by 182½ ft the height of the Metropolitan Tower in New York – the highest office building in the world, and 132½ ft beyond the height of the new Woolworth building now under construction.
            
 
            Each ship being four times as long as the height of the famous Bunker Hill Monument and 327ft longer than the height of the Washington Monument, their massive measurements far excel America’s most famous memorials.
 
            Bilge or fin keels prevent these fine steamers from rolling, and their machinery is the unique combination of reciprocating engines (operating the two wing propellers) and a low-pressure turbine (operating the center propeller), an ideal arrangement which has been tested thoroughly and found most satisfactory from an engineering point of view in the White Star Line’s Canadian service steamer Laurentic.
            
 
            
                

            
 
            Spaciousness and Beauty
            
 
            A rapid survey of the 11 steel decks of the Olympic and Titanic reveals the most careful and comprehensive preparations in every department. Three elevators in the first class and one in the second class provide a comfortable means of access between decks, which, on ships so vast as these, saves the passenger much effort.
            
 
            On the topmost deck – cheerfully named the ‘Sun’ deck – one finds a commodious open promenade with a large area for deck sports. All the enticing outdoor games that seem exclusively identified with the pleasant hours aboard ship are played here, and the ardent devotee of the putter and the niblick can keep in ‘top trim’ by assiduous attention to the fascinating pastime, ‘deck-golf’, with its 18-hole course.
 
            Here also is located the roomy gymnasium with its complete equipment, which will attract many passengers seeking mild and healthful diversion. Forward are the officers’ quarters and the wheelhouse and chart rooms.
 
            
                

            
 
            Comfort and Luxury
            
 
            On the vast area of the upper promenade deck ‘A’ just below, the steamer’s chair ‘brigade’ will be very much in evidence, as here are many sheltered nooks and corners where the bracing salt air can be enjoyed with the utmost comfort.
 
            There is also abundant space for promenading. On this deck are situated several of the most charming public apartments. The extensive, richly decorated Lounge, one of the chief social centres, the spacious, elegantly fitted smoke room vie in interest with the exquisitely furnished reading and writing room with its delicate colourings.
 
            All these public cabins have the spacious, graceful windows of the various colonial periods, which easily cause the impression that outside one might see lawns and trees; and, although this be not so, the view is one excelled by no other in the world – the mighty grandeur of the ever-changing sea.
 
            The amateur photographers will be especially pleased with the photographic dark room, which is provided with fittings of the latest pattern, all available without charge.
 
            The palm court and veranda café, where one may while away many a pleasant half-hour, are also situated aft on this deck, and will be found largely reminiscent of the delightful boulevard cafés of Paris and Vienna. The wide outlook from this vantage point adds greatly to the pleasure of those who visit its precincts.
 
            On the upper promenade deck are also a large number of the choicest state rooms both as to location and luxurious furnishings, which are in excellent taste.
            
 
            A striking and at the same time a pleasant feature of the promenade deck ‘B’ is the glass-enclosed section. As a protection against inclement weather, its windows make it a pleasing and perfect shelter, while on cold, clear days when the windows are closed to prevent the ingress of icy breezes, the deck becomes a veritable sun parlour, and here at times promenade concerts by the ship’s professional string orchestra and delightful evening dances are held with every degree of comfort. Under gleaming vari-coloured electric light bulbs and with gay streamers adding  their brightness, one could hardly wish for a more pleasurable  scene.
            
 
            On this deck are also many cabins and apartments de luxe,  the latter consisting of several rooms en suite, having their own  private bath and toilet arrangements, with rooms for servants  adjoining. The beautifully appointed restaurant with its superior  à la carte service, seats 160 people and is designed to cater  to those travellers who prefer merely to engage their cabins and  transportation, and as a separate transaction avail themselves of  the restaurant’s facilities.
            
 
            On the upper deck ‘C’, in addition to the passenger state rooms  and apartments de luxe, one will find the ship’s inquiry office,  where the business of this floating city will be transacted. Aft  on this deck an important innovation is the special maids’ and  valets’ saloon, where servants may congregate and where their  meals will be served.
 
            The saloon deck ‘D’, just below the upper deck ‘C’, has as  its most prominent feature that important gathering-place, the  grand dining saloon, seating 550 passengers, and extending the  full width of the ship, 92½ ft.
 
            Small tables are everywhere in attendance, and the alcoves,  which congenial parties will find especially pleasant, lend an air  of cosiness to this apartment which is, at first view, so vast and  impressive. The large leaded glass windows about the sides of  the room are an unusual feature, assisting materially in ventilating  and lighting the saloon. On this deck also is the beautifully  decorated reception room, whose handsome furnishings and  hangings add to it a distinct note of refined taste.
 
            Among many other special attractions for passengers in  the first class are the Turkish and electric bath establishment,  completely equipped with a hot room, temperate room, cooling  room, shampoo rooms and massage rooms, but more notably,  the adjoining large salt water swimming pool, of even greater  dimensions than that on the company’s well-known steamer Adriatic, which was the first ship to be equipped with these delightful innovations.
            
 
            The remarkable dimensions of the Olympic and Titanic have also made it possible to introduce for the pleasure of passengers a full sized tennis and handball court, 30ft long, extending through two decks, where these healthful exercises may be indulged in.
            
 
            (Boston Post, 15 April 1912) 
            

         
 
         LAUNCH OF THE TITANIC
         
 
         The general arrangements for launching the 45,000-ton White Star steamship Titanic, which occurred on May 31 at the Harland & Wolff shipyard at Belfast, were similar to those in the case of the sister ship Olympic, which were described in the December 1910 issue of International Marine Engineering. The vessel was held on the ways by hydraulic triggers, only requiring to be released by the opening of a valve in order to let her glide into the water. Her launching time was sixty-two seconds, her speed twelve knots and her weight about 25,000 tons.
         
 
         The Titanic is of the same design as the Olympic. The following are the leading dimensions:
         
 
         
            
                         
                           
                                  
                        	              
                        	              
                        	Length over all             
                        	882ft 9in.             
                        	          
                     
         
                                  
                        	              
                        	              
                        	Length between perpendiculars             
                        	850ft             
                        	          
                     
         
                                  
                        	              
                        	              
                        	Breadth, extreme             
                        	92ft 6in.             
                        	          
                     
         
                                  
                        	              
                        	              
                        	Depth, moulded, keel to top of beam, bridge deck             
                        	73ft 6in.             
                        	          
                     
         
                                  
                        	              
                        	              
                        	Total height from keel to navigating bridge             
                        	104ft.             
                        	          
                     
         
                                  
                        	              
                        	              
                        	Gross tonnage (about)             
                        	45,000 tons             
                        	          
                     
         
                                  
                        	              
                        	              
                        	Load draft             
                        	34ft 6in.             
                        	          
                     
         
                                  
                        	              
                        	              
                        	Displacement (about)             
                        	60,000 tons             
                        	          
                     
         
                                  
                        	              
                        	              
                        	Indicated horsepower of reciprocating engines             
                        	30,000             
                        	          
                     
         
                                  
                        	              
                        	              
                        	Shaft horsepower of turbine engines             
                        	16,000             
                        	          
                     
         
                                  
                        	              
                        	              
                        	Speed             
                        	21 knots             
                        	          
                     
     
                   
               

            

         
 
         The Titanic is a triple-screw steamer having a combination of reciprocating engines with a low-pressure turbine. The reciprocating engines exhaust into the low-pressure turbine, which drives the central propeller. The reciprocating engines which drive the wing propellers are sufficient for manoeuvring in and out of port and going astern. There is no necessity for an astern turbine, which is required in steamers fitted with turbines only. There are 29 boilers for the ship, having in all 159 furnaces. All of the boilers are 15 feet 9 inches in diameter; but 24 are double-ended, being 20 feet long, while five are single-ended, being 11 feet 9 inches long. The shells of the latter are formed by one plate; the others have, as usual, three strakes. At each end there are three furnaces, all of the Morison type, with an inside diameter of 3 feet 9 inches. The working pressure is 215 pounds, and this under natural draft. The boilers are arranged in six watertight compartments, and owing to the width of the ship it has been possible to fit five boilers athwartship. The boiler compartment nearest the machinery space accommodates the single-ended boilers, and these are arranged for running the auxiliary machinery while the ship is in port, as well as for the general steam supply when the ship is at sea.
         
 
         In each of the five large boiler rooms there are two See’s ash ejectors, and in addition there are four of Railton & Campbell’s ash hoists for use when the vessels are in port. A large duplex pump of Harland & Wolff’s own make is fitted in a separate room in each boiler room, the advantage being that the working parts of the pumps are not injuriously affected by dust. The boilers are fitted with the Ross-Schofield patent marine boiler circulators. The exhaust turbine, instead of being in the same engine room with the two sets of piston engines, as in earlier ships, is accommodated in a separate compartment abaft the main reciprocating engine room, and divided from it by a watertight bulkhead. In the reciprocating engine room there are two sets of main engines – one driving the port and the other the starboard shaft. In the wings there are the main feed and hot-well, bilge, sanitary, ballast and fresh-water pumps, and a contact and surface heater; while on the port side a space has been found for an extensive refrigerating plant under the immediate observation of the engineers.
         
 
         The two sets of reciprocating engines – one driving each wing shaft – are of the four-crank type, arranged to work at 215 pounds per square inch, and to exhaust at a pressure of about nine pounds absolute. These engines are on the balanced principle. The high-pressure cylinder is 54 inches in diameter, immediate cylinder 84 inches, and each of the two low-pressure cylinders 97 inches in diameter, the stroke being 75 inches in all cases. The exhaust steam turbine, by which the central screw will be driven, is of the Parsons type, to take exhaust steam at about nine pounds absolute and expand it down to one pound absolute. The condensing plant is designed to attain a vacuum of 28½ inches (with the barometer at 30 inches), the temperature of circulating water being 55 degrees to 60 degrees F. The rotor, built up of steel forgings, is 12 feet in diameter, and the blades range in length from 18 inches to 25½ inches, built on the segmental principle, laced on wire through the blades and distance pieces at the roots, and with binding soldered on the edge as usual. The length of the rotor between the extreme edges of the first and last ring of blades in 13 feet 8 inches. There is, as has been said, no astern turbine, as the centre shaft is put out of action when the ship is being manoeuvred. The bearings, thrust and governor are of the ordinary type adopted in Parsons turbines. The turbine can be rotated by electric motor, and the usual lifting gear for the upper half of the casing and the rotor is also actuated by electric motor. The rotor weighs about 130 tons, and the turbine complete weighs 420 tons. The turbine shaft is 20½ inches in diameter, the tail shaft 22½ inches, each with a 10-inch hole bored through it.
         
 
         The propeller driven by the turbine is built solid, of manganese bronze with four blades, the diameter being 16 feet 6 inches. It is designed to run at 165 revolutions per minute when the power developed is 16,000 shaft-horsepower. As usual with turbine condensers, the inlet is of the full length of the condenser, and is well stayed vertically by division plates. In line with these there are in the condenser corresponding division plates, which secure an equal distribution of steam over the whole of the condenser tube area. The pear shape concentrates the tube surface at the point where the largest volume of steam is admitted where it is most needed.
         
 
         There are four sets of gunmetal circulating pumps, two for the port and two for the starboard condensers, with 29-inch inlet pipes and driven by compound engines of Harland & Wolff’s own make. For each condenser there are two sets of Weir’s air pumps of the ‘dual’ type, both air and water-barrels being 36 inches in diameter by 21 inches stroke.
 
         For generating electric current, both for light and power, four 400-kilowatt engines and dynamos are fitted in a separate watertight compartment aft of the turbine room at tank-top level. The engines, which indicate each about 580 horse-power, are of the Allen vertical three-crank compound, enclosed forced lubrication type, running at 325 revolutions per minute. Each set has one high-pressure cylinder, 17 inches in diameter, and two low-pressure cylinders, each 20 inches in diameter, with a 13-inch stroke. They take steam at 185 pounds pressure per square inch. The engines exhaust either into a surface heater or to the condenser. Each engine is direct-coupled to a compound-wound, continuous-current dynamo, with an output of 100 volts and 4,000 amperes. Their collective capacity is 16,000 amperes. The dynamos are of the ten-pole type, and are fitted with inter-poles.
         
 
         In addition to the four main generating sets there are two 30-kilowatt engines and dynamos, placed in a recess off the turbine room at saloon-deck level. Three sets can be supplied with steam from either of several boiler rooms, and will be available for emergency purposes. They are similar to the main sets, but the engines are of the two-crank type. The distribution of current is effected on the single-wire system, and is controlled and metered at a main switchboard placed on a gallery in the electric engine room, to which the main dynamo cables and feeders are connected. The latter pass up through port and starboard cable trunks to the various decks, radiating from thence to master switch and fuse boxes grouped at convenient points in the machinery spaces and accommodation, from whence run branches to the distribution fuse boxes scattered throughout the vessel controlling the lamps and motors.
         
 
         A complete system of electric lighting is provided, and electricity is also largely employed for heating as well as for motive power, including 75 motor-driven ‘Sirocco’ fans, from 55 inches to 20 inches in diameter, for ventilating all the passenger and crew spaces as well as the engine and boiler rooms. All the fan motors are provided with automatic and hand-speed regulation.
         
 
         The shell plating of the ship is remarkably heavy. It is mostly of plates six feet wide and of about 30 feet in length. The width tapers towards the ends. The laps are treble-riveted, and the shell strakes in the way of the shelter and boat decks have been hydraulically riveted. Also the turn of the bilge, where bilge keels 25 inches deep are fitted for 295 feet of the length of the vessel amidships. There are fifteen transverse watertight bulkheads, extending from the double bottom to the upper deck at the forward end of the ship, and to the saloon deck at the after end far above the load water-line. The room in which the reciprocating engines are fitted is the largest of the watertight compartments, and is about 69 feet long; while the turbine room is 57 feet long. The boiler rooms are generally 57 feet long, with the exception of that nearest the reciprocating engine compartment. The holds are 50 feet long. Any two compartments may be flooded without in any way involving the safety of the ship. The two decks forming the superstructure of the ship and the navigating bridge are built to ensure a high degree of rigidity. At the sides they are supported on built-up frames, in line with the hull frames, but at wider intervals. The deck houses are specially stiffened by channel-section steel fitted in the framework, and where, as on the boat deck, the public rooms pierce the deck, heavy brackets are introduced to increase strength against racking stresses when the ship is steaming through a heavy seaway. Expansion joints are made in the superstructure above  the bridge deck at convenient points in the length – one forward  and one aft, the whole structure being completely severed and the  joints suitably covered.
         
 
         The stern-frame was made by the Darlington Forge Company,  and the total weight of the casting was about 190 tons, the stern  frame being 70 tons, the side propeller brackets 73¼ tons, and  the forward boss-arms 45 tons. The centre propeller, driven by  the turbine, works in the usual stern-frame aperture, while the  wing propellers are supported in brackets. The stern frame is of  Siemens-Martin mild cast steel, of hollow or dish section, in two  pieces, with large scraphs, one on the forward post and one on the  after post, connected with best ‘Lowmoor’ iron rivets, two inches  in diameter, the total weight of rivets being over a ton. They were  all turned and fitted and specially closed with rams. There are in  all 59 rivets in the forward and 54 rivets in the after scraphs. In the  stern frame there is the boss for the shaft driven by the turbine,  the lower portion of this part of the stern frame having a large  palm cast on its extreme forward end, to give a solid connection  to the after boss-arms and main structure of the vessel.
 
         The rudder also has been constructed by the Darlington Forge  Company, Ltd, and is of the usual elliptical type, of solid cast  steel, built in five sections, coupled together with bolts varying  from three and a half inches to two inches in diameter. The top  section of the rudder is of forged steel from a special ingot of the  same quality as naval gun jackets. On the completion of the forging  an inspection hole was bored through the stock of the rudder  in order to ensure that there were no flaws.
         
 
         There are ten decks in the ship, named from the bottom upwards:  Lower orlop, orlop, lower, middle, upper, saloon, shelter, bridge,  promenade and boat. The passenger decks – promenade, bridge,  shelter, saloon, upper, middle and lower – are named alphabetically  A, B, C, D, E, F, G. Two of the decks are above the moulded  structure of the ship. The lower orlop, orlop and lower decks  do not extend for the complete length of the structure, being interrupted for the machinery accommodation. The bridge deck extends for a length of 550 feet amidships, the forecastle and poop on the same level being respectively 128 feet and 106 feet long. The promenade and boat decks are also over 500 feet long. The first-class passengers are accommodated on the five levels from the upper to the promenade decks. The second-class passengers have their accommodation on the middle, upper and saloon decks, and the third-class passengers on the lower deck, forward and aft, and on the middle, upper and saloon decks aft.
         
 
         The steering gear is fitted on the shelter deck, and is very massive, the diameter of the rudder stock – 23½ inches – affording some idea of the dimensions. The gear is of Harland & Wolff’s wheel-and-pinion type, working through a spring quadrant on the rudder head, with two independent engines, having triple cylinders, one on each side. Either engine suffices for the working of the gear, the other being a stand-by. The gear is controlled from the navigating bridge by telemotors and from the docking bridge aft by mechanical means.
         
 
         The navigating appliances include, in addition to two compasses on the captain’s bridge and one on the docking bridge aft, a standard compass on an isolated brass-work platform in the centre of the ship, at a height of 12 feet above all iron work and 78 feet above the waterline. Adjacent to the bridge there are to be two electrically-driven sounding machines, arranged with spars to enable soundings to be taken when the ship is going at a good speed.
 
         The vessel is to be fitted with complete installation for receiving submarine signals. The lifeboats, which are 30 feet long, are mounted on special davits on the boat deck. The ship is designed for two masts, 205 feet above the average draft line, a height necessary to take the Marconi aerial wires, and to ensure that these will be at least 50 feet above the top of the funnels and thus clear of the funnel gases. The masts are also for working the cargo by means of cargo spans, and in addition there is on the foremasts a derrick for lifting motor cars, which will be accommodated in one of the foreholds. There are three cargo hatches forward and three aft.  All the hatches in the after part of the ship are served by electric  cranes of the same make; two of these will be on the promenade  deck; there being two small hatches to the hold below, so as to  form a minimum of interference with the promenading space.
         
 
         There are three elevators in the main companion-way and one  in the main second-class companion-way. For first-class passengers  there are 30 suite rooms on the bridge deck and 39 on the  shelter deck. These are so arranged that they can be let in groups  to form suites including bedrooms, with baths, etc., with communicating  doors. On each of these two decks, close to the companion-ways on either side, adjacent rooms are fitted up as sitting or  dining room. In all there are nearly 330 first-class rooms, and 100  of these are single-berth rooms. There is accommodation for over  750 first-class passengers.
         
 
         For second-class passengers the rooms are arranged as two or  four-berth rooms, the total number of second-class passengers  being over 550. For the third-class passengers there are a large  number of enclosed berths, there being 84 two-berth rooms. The  total number of third-class passengers provided for is over 1,100.
 
         The first-class promenades on the three top decks in the ship  will be exceptionally fine. The bridge deck promenade is entirely  enclosed. It is a space over 400 feet long, 13 feet minimum width  each side of the vessel, and with a solid side screen fitted with  large, square lowering windows. The deck above this is the  principal promenade deck, and is entirely devoted to first-class  passengers. It is more than 500 feet long, and will form a splendid  promenade, the width in parts exceeding 30 feet. The topmost,  or boat deck, is also devoted to first-class promenading, and is  200 feet long and the full width of the ship. The first-class dining  saloon is designed to accommodate 532 passengers, and ample  smoke-room, restaurant, lounge and reading and writing room  accommodation is also provided.
 
         The second-class dining saloon is situated on the saloon deck aft.  It extends the full breadth of the vessel, with extra large opening pivoted sidelights arranged in pairs. The panelling of this room will be carried out in oak. The third-class dining accommodation is situated amidships on the middle deck, and consists of two saloons well lighted with sidelights and will be finished enamel white.
         
 
         (International Marine Engineering, July 1911)
         
 
         SHIPS AND THE STRIKE
 
         White Star to Reduce Speed
         
 
         The effect of the strike on local shipping, as referred to on our shipping page, where it is mentioned that the White Star Line are confident that the Olympic will sail next Wednesday, and that the Titanic will commence her maiden voyage a week later. We hear, however, that an order has been given that the speed of the vessels shall be reduced, in order that as much coal as possible shall be saved. The ships are capable of a speed of nearly twenty-three knots, but to maintain this rate the average consumption of coal is about 600 tons per day. A speed of over twenty knots makes a very big demand on the bunkers, but steady steaming at about twenty knots will enable a big economy to be effected. It is the additional knot or two that makes speed expensive. The Company has therefore decided to limit the speed of the Olympic and the Titanic to twenty knots. It will involve but a few hours extra at sea. It is hoped that whatever else happens the Olympic and the Titanic will be able to sail regularly, but it is not yet certain whether the Oceanic will take her scheduled sailing on April 17. At the moment, this vessel is in dry-dock. She damaged a propeller on her last voyage, and this is now being put right. If the strike ends in the course of a week or so, the Oceanic is almost sure to sail on April 17, but at the moment nothing is certain except the fact that the Company are determined to sail the Olympic and the Titanic on Wednesday and Wednesday week respectively.
         
 
         (Southampton Times and Hampshire Express, 
30 March 1912)
         
 
         
             

         
 
         The White Star berth will not be vacant very long after the Olympic’s departure on Wednesday, for the Titanic is due to arrive here on the same day. Whatever happens in regard to the coal trouble, the White Star Line are as certain as they can be that not only will the Olympic get away next Wednesday, but that the Titanic will be able to sail on her maiden voyage next week. The Olympic has picked up a large quantity of coal in New York, and the Titanic is assured of having her bunkers filled. The bookings for both sailings are heavy, and the departure of the two largest ships in the world from the Docks within a few days of each other will be an event of considerable interest.
         
 
         The officials have had so much worry lately that we gladly acceded to their request for our help in making it known that the Titanic will not be open for inspection. Already applications have been received from all quarters for permission to visit the ship, and the courteous ‘No’ has been so often uttered that it was suggested that the services of a gramophone should be requisitioned at once! There is to be no public ceremony of any kind. The Titanic will enter the Solent without the blare of trumpets or the display of the silver oar. A lot of work will have to be done on board the ship during her week’s sojourn at the Docks, and it will be impossible to allow people on board ‘except on business’.
         
 
         The statement was made this week that the Titanic was a thousand tons larger than the Olympic. This is not so. She is a triple screw steamer of 45,000. She differs from the Olympic in regard to some features of her accommodation. We have previously referred to the arrangements which will reserve a private promenade for passengers in certain suites of rooms; another innovation is a reception room attached to the restaurant room. The restaurant will be under the management of Mr L. Gatti, late of Oddenino’s Imperial Restaurant, London, whilst the squash racquet court, under a professional player, has been adopted, the experience of the Olympic having fully justified the experiment. Captain E. J. Smith, of the Olympic, which arrives today, will be transferred to the Titanic.
         
 
         (Southampton Times and Hampshire Express, 
 30 March 1912)
         
 
         DEPARTURE OF THE TITANIC
         
 
         The White Star liner Titanic, which has just been completed by Messrs Harland & Wolff Ltd, left the fitting-out jetty at half-past nine o’clock this morning, and in charge of four tugs proceeded down the Victoria Channel to Belfast Lough, where her trials took place. The stately proportions of the mammoth vessel were greatly admired by the large crowds of people who had congregated in the vicinity of the Twin Islands. The compasses having been adjusted, the speed trials took place over the measured mile. The Titanic will leave later in the day for Southampton, from which port she is due to sail for New York on the tenth inst.
         
 
         (Ulster Echo, 2 April 1912)
         
 
         A WONDERFUL SHIP
 
         In a port where the magnificence of the appointments of the Olympic are so well known, it seems scarcely necessary to say much about the Titanic. The privileged few who have had the pleasure of visiting the ship since her arrival at Southampton on Thursday morning have been at a loss to express their admiration. One person said that the Olympic was all that could be desired, and the Titanic was something even beyond that! And if his hearers smiled at his method of putting it, they were to agree that the White Star Line had taken every possible opportunity of effecting improvements, their experience with the Olympic having been brought to bear. The Titanic had a delightful trip from Belfast to Southampton, and among those on board were Mr Morgan (Morgan, Grenfell and Co.), and representatives of the London and Southampton offices of Café Parisien.
         
 
         These gentlemen were quick to notice that several changes had been made in the Titanic, and particularly was it noticed that increased state room accommodation had been provided. The two private promenade decks were inspected with interest, and they have been instituted in connection with the parlour suite rooms. Then a delightful addition is the Café Parisien which has been arranged in connection with the restaurant. The deck space outside the restaurant has been utilized for it and it represents an entirely new feature on steamers.
         
 
         The Café Parisien has the appearance of a charming sunlit verandah tastefully arranged with trellis work, and chairs in small groups surrounding convenient tables. It will also form a further addition to the restaurant, as lunches and dinners can be served with the same excellent service and all the advantages of the restaurant itself.
 
         In the first class dining room over 550 passengers can dine at the same time, and a feature of the room is the arrangement of the recessed bays where family and other parties can dine together in semi privacy. The second class passengers have been very generously provided for. The dining saloon extends the full breadth of the vessel, and will seat 400. The state rooms are of very superior character, and the promenades are unusually spacious, a unique feature being the enclosed promenade. The accommodation for third class is also very good, and the vessel will accommodate in all about 3,500 passengers and crew.
         
 
         (Southampton Times and Hampshire Express, 6 April 1912)
         
 
         WHITE STAR LINER TITANIC
         
 
         The completion of the Titanic marks a further stage in the progress of British shipping and shipbuilding, and in the development of the White Star Line. The Olympic and the Titanic are essentially similar in design and construction, and yet, so rapidly are we moving in these days of progress, that already the experience gained with the Olympic is being taken advantage of in the Titanic. Consequently we find that there are several changes carried out in the second ship with a view to meeting even more completely than before the requirements of the service, and the large number of passengers with whom this type of ship is proving so popular.
         
 
         Beginning with the top deck (the boat deck) increased first-class state room accommodation has been provided. The same applies to the upper promenade deck (A deck) and on this deck ship’s side windows are fitted for half the length of the deck from the forward end, this arrangement giving the sheltered promenade, with, at the same time, full view of the sea, so much appreciated by passengers.
 
         On the promenade deck (B deck) there is also increased accommodation, the deckhouse being extended to the ship’s side, and two private promenade decks having been instituted in connection with the parlour suite rooms. On the same deck a Café Parisien has been arranged in connection with the restaurant, the deck space being utilized for this, which is an entirely new feature on board ship. A reception room has also been provided in connection with the restaurant, in view of the reception room connected with the first class dining saloon having proved so satisfactory to passengers. The restaurant itself has also been increased in size.
 
         The private promenades are decorated in a style of half timbered walls of Elizabethan period. The Café Parisien is decorated in French trellis work with ivy creepers, and looks extremely attractive.
 
         On the upper deck (C deck), which is the deck immediately below the promenade deck, the first-class accommodation has been increased also; and on the saloon deck (D deck) the reception room in connection with the dining saloon has been enlarged, and additional seating accommodation provided in the saloon.
 
         On the main deck (E deck) increased accommodation has been provided, and generally throughout the first-class accommodation as a large number of wardrobe rooms have been added, also the number of suites of rooms increased, and more state rooms with wardrobe rooms attached provided.
 
         (Cork Free Press, 9 April 1912)
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