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THE "LARCHMONT" DISASTER. 

The awful disaster which occurred on the evening 
of Lincoln's birthday off Block Island, and resulted 
in the sinking of the steamer "LarchIll:ont', with a 

loss estimated at not less than 150 souls, is not only 
one of the most tragic events in the history of navi· 
gation of Long Island Sound, but there are disquieting 
elements connected with the event, which may well 
shake the faith of the public in the safety of the older 
boats, and in the skill and heroism of the navigation 
and seamanship in these famous and much-traveled 
waters. The conditions under which the collision oc
curred, so far as they can be gathered from published 
reports, are altogether bewildering. Here, in com
paratively sheltered waters, on a clear and starlit 
night, in spite of the fact that the captains of the two 
vessels, one a three-masted schooner, the other a side
wheel steamer, distinctly saw ea,ch other's lights when 
they were fully half a mile away-'in spite of all 
this and the further fact that they had deep water 
and ample sea room, we find these two vessels so 
handled as to crash one into the other at full speed, 
and with all the appearance of deliberation. It is use
less to speculate on the facts as here presented, and 
for an explanation we must be content to await the 
searching inquiry which must follow. It is certain, 
however, that the sailing vessel had the full right of 
way, and that it was the duty of the steamer to avoid 
her. The fact that the schooner rammed the steamer 
bow on would seem to indicate that the captain of the 
latter had made the too-frequent mistake of supposing' 
that the superior speed of his ship would enable him 
to cross the bows of the sailing vessel. 

Another feature which is disquieting, and certainly 
does not ring true with the best traditions of the sea, 
is the fact that so large a number of the officers 
and crew were saved, or at least got away in boats, 
while so many of the passengers, among them several 
women, went down on the vessel. In the presence 
of such a fact one's mind harks back to that fine old 
J.egend of the sea to the effect that the captain is 
always the last to leave his ship. On this point also 
will the public look for further and very definite in
Jiormation; and we can only hope that facts may be 
developed at the investigation which will give this 
phase of the question a more wholesome complexion 
than it wears at present. That the "Larchmont" 
should have foundered so rapidly after receiving the 
blow of the schooner proves once more how utterly 
unfit are some of these older steamers on the Sound 
and in the sheltered waters of our harbors and rivers 
for the safe carrying of passengers. It is certain either 
that there was no safety bulkhead construction in the 
hull of the "Larchmont," or that, if it existed, it was 
of a flimsy and practically worthless character. Ac
cording to one account, the ship had transverse 
bulkheads built up of six-inch timber, but this, 
unless it was very heavily braced, would be alto
gether inadequate to withstand the water pressure, 
especially when the water in the hold was surging, as 
it would be, against the bulkheads with a momentum 
due to the rolling and pitching of the vessel. As a 
matter of fact, this question of non- or inefficiently
bulkheaded passenger vessels, whether for harbor or 
Sound travel, is one of wide significance, and fraught 
with untold danger to the passenger. If the traveling 
public knew how many of these vessels would prove, 
in case of collision, to be mere death traps, the shrink
age ,of travel upon them would be such as to compel 
the substitution of more modern and safer ships. If it 
shall result in stringent legislation to debar all but 
thoroughly well-bulkheaded vessels from the passen
ger-carrying trade, the loss of life on the "Larchmont" 
will not have been altogether, in vain. 
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TREND OF MOTOR-BOAT DEVELOPMENT. 

One of the most prominent facts connected with 
the present development of the motor bl'lat is the wan-, 
ing interest in craft of the lightly-constructed and over
powered racing type, and the growing popularity of the 
more stanchly-built, roomy, seagoing boat of moderate 
power, with ability to make an extended cruise with
out replenishing the fuel supply. The decline in 
popularity of the type which is buil t exclusively for 
racing has been gradual, but decided, and particularly 
so during the past two years. It is unquestionable 
that there is a fascination about mere speed, which 
appeals strongly to the public mind; and in the earlier 
development of any of the high-speed devices which 
have figured prominently in the great field of sport 
and pastime, the accomplishment of high speed has 
appealed to the imagination and stimulated the efforts 
of designers and builders, largely to the exclusion of 
other and more valuable considerations. In the later 
years of the past, and the ope ring of the present, cen
tury this has been particularly true, as witness the 
construction and development of the yacht, the bicycle, 
and the automobile. Hut because of the great cost 
and limited usefulness of all mechanical creations 
which sacrifice every other consideration to that of 
high speed, the cost is so exceedingly high as to place 
them within reach only of men of considerable wealth 
and leisure. History shows us that when the possibili
ties of speed have been pretty well exhausted there 
is an inevitable reaction in favor of more moderate 
speeds and more durable and reasonable construction. 
The "speed mania," however, has always left behind 
it a valuable legacy in the way of useful knowledge 
as to the strength of materials, and as to just how 
far bulk and weight may be cut down with"out any 
sacrifice of absolutely essential strength. 

The motor-boat industry may be said to have now 
passed from the, first to the second and more import
ant stage of its development, and although the high
speed races of the last year or two have shown that 
there still exists some enthusiasm in this form, of 
sport, the number of extreme racing craft that is 
being built on the orders of private yachtsmen is rela
tively diminishing, while the orders for stancher ves
sels, of the fast and moderate-speed cruiser type, are 
increasing at a really remarkable rate. To-day not 
many of the extreme racing craft are built on private 
orders, the predisposing motive for such of these craft 
as are constructed being found in the desire of the 
makers and builders of engines and hulls to demon
strate the high quality of their product, by exhibiting 
it under the severe conditions necessary in the con
struction of a successful racing machine. 

The popular type of motor-boat to-day is a moderate
powered cruiser, provided with a roomy cockpit and 
a substantial cabin with ample headroom, one or more 
staterooms, abundant lockers, a toilet, galley, and pan
try, and all the accessories necessary for comfort on a 
cruise of several days' duration. Of course, the meet
ing of these requirements has necessitated an increase 
in size, and particularly in boats intended for deep-sea 
cruising, or for an extended trip in the more sheltered 
waters of Long Island Sound, Gr the extensive har
bors of the South. Hence, the dimensions of a mod
ern cruiser will be represented by a vessel from 30 to 
60 feet in length, and furnished with engines of from 
20 to 100 horse-power. 

Perhaps the most potent influence in the develop
ment of this type of craft has been the institution 
of the long-distance races, which have grown in fre
quency and popularity during the past few years. Con
fined at first to courses laid through the Sound from 
New York to some point on the Massachusetts coast, 
these races have developed fast cruising boats, of 
such power and excellent sea-going qualities, that in 
the present year two important races are being run 
over ocean courses; one from Miami, Fla., to Nassau, 
a distance of 190 miles, and the other from New York 
to Bermuda. The latter is, of course, the more formid
able undertaking, and the restrictions which have been 
laid down regarding the size and construction of the 
contesting boats have been so well drawn that there 
is no reason why all. the contestants should not make 
the 700-mile trip in safety. 

Although the flimsy racing craft has waned in 
popularity relatively to the moderate-powered cruiser, 
there will always be a demand for high-speed yachts, 
capable of averaging about 18 knots an hour, for what 
is coming to be known as "ferry" service, or the 
work of carrying business men to and fro between 
New York or other maritime cities and their dis
tant summer residences. These craft run in length 
from 75 to 100 feet or over, and carry engines cap· 
able of giving them a sustained speed in shelter
ed waters of from 16 to 20 knots an hour. They 
are provided with ample deck space and spacious cabin 
accommodation, while frequently they will have a 
dining room and galley sufficient to enable the owner 
and guests to dine aboard if they should so wish. 

The question has been asked as to whether the 
gasoli�e engine will be applied to ocean-going yachts 
of a size capable of making the transatlantic passage. 
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One of our leading naval architects has J:'ecently ex· 
pressed the opinion that in the present condition of 
the art this is not practicable, because of th\) pr0hibi· 
tive cost of the fuel. Moreover, it is unJeniable that 
many prospective yacht owners would be deterred by 
considerations of the supposed risk attu(iling to the' 
storage of large supplies of gasoline; although, as a 
matter of fact, by the use of proper precaution, the' 
danger may be so greatly reduced as to ,be practically 
negligible. It is likely that under the stimulus af
forded by the introduction of free alcohol, the design-, 
ers of internal-combustion engines will succeed in de-
signing motors so .well suited to the use of this, 
fuel, that it will ultimately prove to be more economi
cal than gasoline; and there is "not the slightest doubt 
but that with the more extended use of alcohol the' 
price must ultimately come down to a point which 
will render it as economical as gasoline. When that 
point is reached, the added advantages of safety and 
absence of odor, etc., will render it such an ideal fuel 
that we may look for its extended use in the larger 
sizes of yachts, even in those capable of making the' 
transatlantic passage. 

Furthermore, the internal-combustion engine has 
several collateral advantages which must c ommend 
it strongly to the prospective yacht owner: By sav
ing the expensive installation of boilers for a steam 
plant, the first cost of a gasoline or alcohol plant will 
be considerably less; and there will be a decided sav
ing in the important matter of space. Also, Jar the 
same bunker or tank capacity, the steaming radius, or 
sailing radins, will be much larger than where steam 
power is used; while the comfort of the owner will 
be further assured by the absence of smoke and ashes, 
and the inevitable dust and disfigurement attendant 
upon coaling. Already, the way for the appearance' 
of the large ocean-going gas-driven yacht has been 
prepared by the successful operation of the large 
auxiliary schooners, in some of which gasoline en
gines of considerable power have been installed and 
successfully operated. 

GYROSCOPIC ACTION OF MARINE TURBINES. 

We are most of us familiar with that ingenious 
device for preventing, or rather modifying, the rolling 
of ships, which consists of a heavy gyroscope, placed 
with its axis of rotation transverse to the longitudinal 
axis of the ship. The machine works on the principle 
that, to change the plane of rotation of a swiftly-rotat
ing body by tilting the axis, requires an amount of 
effort which is determined by the weight and rotative 
speed of that body. The anti-rolling gyroscope, rotat
ing in a plane at right angles to the direction in which 
movements of rolling of the ship take place, tends to 
resist those motions and modify their extent. 

Simultaneously with the appearance of this device, 
and possibly suggested by it, there has arisen a dis
cussion of the action upon turbine-driven vessels of the: 
heavy and swiftly-rotating rotors of the steam tur
bine; for these, in addition to their proper work of 
driving the ship, undoubtedly act, because of their 
weight and high speed of rotation, with a powerful gyro· 
scopic effect upon the pitching motion of the vessel. 
In this case, however, the gyroscopic action is felt in 
the direction of the longitudinal axis of the ship, and 
not, as in the case of the anti-rolling device, trans
versely thereto. Moreover, just as the anti-rolling 
gyroscope tends to modify rolling, so the gyroscopic 
effect of the heavy rotors of the steam turbines must 
tend to modify pitching, or vertical movement in a 
plane passing through the keel. Whatever modifying 
effect the device above referred to may have upon the 
rolling of a vessel, it is certain that the gyroscopic 
action of the turbine rotors can have none, or practi
cally no effecJ; upon the pitching. But since the gyro
scopic resistance of the heavy rotors to a change of po
sition of their plane of rotation is present and is consid· 
erable in quantity, it follows that they must exert 
a stress of no little amount upon the framing of the 
vessel itself. The proportion which these stresses 
will bear to the normal stresses for which the hull 
was designed will be largest in the case where tur
bines of great weight and high speed of rotation are 
carried in a long, shallow, and lightly-constructed hull, 
as in the case of a high-speed turbine torpedo-boat de
stroyer. These stresses would act very materially to 
increase the bending stresses which occur when a tor
pedo boat is being driven rapidly across the seas. In 
such a vessel they would become so large as to call 
for an increase in the scantling of the vessel, beyond 
that which would be necessary were reciprocating in
stead of turbine engines installed. 

In the course of a valuable analysis of this action 
of a steam turbine, Mr. A. H. Gibson, of the Institute 
of Civil Engineers of Great Britain, some months ago 
called attention to the fact that the "Cobra," one of two 
high-powered turbine destroyers, built several years 
ago for the British government, and capable of steam
ing 36 knots an hour, broke her back and went down 
during a gale in the North Sea. This destroyer was 
built of the same scantlings as other destroyers In 
the British and Japanese navies, the difference bCil-
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