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THE TITANIC  

 
The TITANIC disaster on April 15

th
, 1912 has been called the greatest disaster known, which may be true. 

There were many factors involved to create this catastrophe. It is highly unlikely that a disaster of such 

magnitude could be reproduced with a moving vehicle. If for no other reason, the changing modes of 

transport have made it impractical for so many of the worldôs upper class to be found in the same vehicle. 

So much more is known about the many factors which created the TITANIC disaster and with the help 

from many minor incidents, it is clear that no matter how much emphasis is placed on safety, accidents are 

bound to happen. 

 

Because no one had taken into consideration the possibility of a distress call occurring while the operators 

were sleeping, there were insufficient operators aboard the vessel. The TITANIC carried only two 

operators and many of the ships in the area at the time, including the largest passenger liners, carried only 

one. A normal day for these operators was from early in the morning to late at night and the most of them 

slept from around midnight until about seven in the morning. The TITANIC hit an iceberg at 11:40 PM. 

She sank around 2:30 AM. Because of this the hours of watch keeping for the operators at sea were altered. 

The larger ships were required to maintain a watch around the clock and this of course meant carrying more 

operators or making those carried work longer hours. 

 

It was impracticable for the smaller ships to carry more than one operator so this brought about the 

automatic alarm. The auto-alarm was a device that rang three bells in a ship that was near a ship in distress. 

This was done by sending a proper signal consisting of twelve four second dashes with a one second space 

or pause after each on the distress and calling frequency of 500 kilohertz (600 meters). The auto-alarm was 

designed to activate on the reception of four of these dashes and therefore sending three times the required 

number was only additional assurance. On receipt of these signals the auto-alarm rang a bell next to the 

operatorôs bunk, a bell in the radio room, and a bell on the bridge that would alert the navigating officer on 

duty. 

 

The last auto-alarm would, in addition to this, activated if for any reason it developed a fault and became 

unserviceable or if the main electrical power supply to the radio room failed. The last models were also so 

sensitive that if a high powered station thousands of miles away sent this signal during the hours of 

darkness they would activate. This was a nuisance, but it was better to be safe than sorry. 

 

A regulation radio room clock had these four second dashes clearly marked in red for the operatorôs 

convenience in sending this signal by a hand key. This clock also had the two three-minute silent periods 

clearly marked in red. All ships and coastal radio stations had to terminate any transmission on 500 

kilohertz twice per hour from fifteen until eighteen, and from forty-five until forty-eight minutes past each 

hour. They were to monitor this frequency for any possible distress signal. Especially those from low- 

power lifeboat radios. Some of those clocks, in addition to those marks, had two three-minute periods 

marked out in green or blue. These two were from on the hour to three minutes past and from thirty minutes 

to thirty-three minutes past the hour. Those were the two radiotelephone silent periods for the distress and 

calling frequency of 2182 kilohertz and the same ruling applied to this frequency at those times. 



 

 
S. G. ñSpudò Roscoe 

This is one of the last models of a Ships Radioroom Clock. This one has a quartz crystal to regulate the 

time and operates from one ñAAò battery. The first models were mechanical and had to be wound once a 

week. We normally wound them on one of the scheduled duty periods on Sunday. One of the old 

mechanical models I sailed with had a real personality. When north of around 30 degrees north it gained a 



few seconds each day and lost a corresponding number of seconds when south of that area. It must have 

had something to do with the earthôs magnetic field as near as we could tell. 

 

Cape Race, MCE, was the main coast station involved in the TITANIC disaster. Mr. Walter Gray, a 

prominent figure in the early days of our wireless stations, was in charge of this station at the time and 

needless to say all at the station were kept very busy. Walter was a personal friend of Jack Phillips, the 

TITANICôs Chief operator, and stayed on the air for ninety-six continuous hours after receiving Jackôs 

distress call. Jack went down with the ship while still sending the call for help, was rescued later, but died 

from exposure. He was one of over fifteen hundred persons, many of the worldôs upper class, to lose their 

life from this disaster. Every wireless station in the world was involved with this incident in one way or 

another, but I found no direct involvement of any description by Camperdown, MHX. 

 

The TITANIC had call code MGY and she was the first to use the signal SOS, and sent both the CQD and 

SOS signals. The German representatives at the 1903 Berlin Radio Convention had insisted on changing 

this CQD to SOE. It was eventually agreed to change it to SOS. This made a good clear signal for this 

purpose, three dots, three dashes, and three dots, sent as one character and not spaced out as the letters S O 

S. The E is only one dot in code and could easily be lost in static or interference. SOS is the distress signal 

to this day in Morse code. This signal was known as SOS, for the same reason the signal for the question 

mark was called IMI. The three letters make for an easy way to remember the full character. The question 

mark is two dots, two dashes, and two dots. Two dots are the letter I. Two dashes are the letter M. 

 

Another bad habit was that ships at the time of the TITANIC fired flares and Roman candles at night for 

communication. By firing these in various colours each ship was identified. Therefore when the TITANIC 

sent up a large number of flares, signifying distress, no one knew what they were and paid little attention to 

them. This practice was terminated shortly after this disaster and flares, since that time, are used only to 

signal a distress. 

 

This letter is held by the Dartmouth Heritage Museum, Dartmouth, Nova Scotia. 

 

 

Anglo ï American Telegraph Co. 

Cable Ship ñMiniaò. 

 

                                                                                                                     April 27
th
/12 

                                                                                                                      2.20 AM 

 

My darling Mother 

 

I expect you will be surprised to receive this written on this paper but I am on watch now in the wireless 

room so thought it a good opportunity to write you. This is the most remarkable trip the old Minia has ever 

been on as we are looking for bodies from the Titanic wreck. You know I wrote that we were up North on a 

Cable repair when we heard she had sunk ï we arrived in Halifax about three days after and it was reported 

that we had ñsome of the rescued on boardò but we had not, and the reporters that came to meet us were 

disappointed. The same day that we came in, the Cable Ship ñMackay-Bennetò of the Commercial Cable 

Co. was chartered by the White Star (owners) to go out and look for the bodies from the Titanic. The M-

Bennet took 150 coffins and about 20 tons of ice and went to sea at once ï 3 days after we were also 

chartered by the W. Star Co. and we also took 150 coffins and about 20 tons of ice and the same weight of 

old iron and sailed about noon on Thursday in a most rotten fog. When we arrived (it is about 600 miles) 

we found that the Mackay had picked up over 200 bodies and had identified about 150 and had buried the 

rest. They picked up J.J. Astorôs body and some other well known people. By the way ï there was a reward 

offered of $10,000 for Astorôs body which was lucky for them. We began the search yesterday and the first 

we picked up was C.M. Haye, Pres. Of G. Trunk Rail, it was no trouble to identify him as he had a lot of 

papers on him and a watch with his name on. We picked up 10 more bodies yesterday (waiters and sailors). 

All those who are identified are embalmed and packed in ice and are to be sent to N. York. I can tell you 

none of us like this job at all but it is better to recover them and bury them properly, than let them float 

about for weeks. The Revd. Cunningham came out with us to bury those not identified. When we passed 



over the spot where the T. sank he held a short service in the Saloon, which I thought very nice of him. I 

expected to see the poor creatures very disfigured but they all look as calm as if they were asleep. Mack 

and I have had to keep 6 hours watches all this trip, so as to keep in touch with all ships and give them 

news ï it is difficult to keep awake all night but I am getting used to it now. 

May 2
nd

. Being again on watch it is now 3 a.m. will write a little more ï We have been sailing about 

looking for bodies for the last 4 days and have only picked up 17. There has been a lot of wind and bad 

weather since the accident so the bodies are much scattered, some we picked up over 130 miles from the 

wreck, as they go very fast when in the Gulf Stream - very likely many will be washed up on the Irish 

Coast, as they are all going East. 

May 3
rd
. Just a few lines to let you know how things are going. I honestly hope I shall never have to come 

on another expedition like this as it is far from pleasant! The Dr and I are sleeping in the middle of 14 

coffins (for the time being) they are all stacked round our quarters aft. The Titanic must have been blown 

up ï when she sank, as we have picked up pieces of the grand staircase and most of the wreckage is from 

below deck, it must have been an awful explosion too, as some of the main deck planking 4 ft thick was all 

split and broken off short. I guess the fellows on the ñMackay-Bennetò will get a bonus for this job and my 

word they deserve it after picking up over 800 bodies. May 6
th
. Halifax. We arrived in port this morning. I 

hear the M. Bennet fellows are to get a months extra pay. I donôt suppose we shall get a cent, as we only 

got 17 bodies. They say there was tons of money on some of the bodies when they were picked up. Astor 

had $10,000 and another man had a bag of diamonds hung round his neck worth $250,000. Some of the 

jewels that went down in her were worth enough to buy İ doz ñMiniasò, one womanôs pearls alone were 

worth $450,000. I am sorry to say that we have to go out again in about 2 days up North the same place 

where we were in when we heard about the Titanic. Etc. etc. 

 

                                                                                                Your loving son 

 

                                                                                                          Francis Dyke 

 

 

Many bodies picked up from the TITANIC are buried at Halifax, Nova Scotia. 

 

THE 1912 RADIO CONVENTION  
 

At the time of the TITANIC incident the various authorities involved in the wireless business were fully 

aware of the need for some regulation governing the operation of these stations. Because of this an 

international radio convention was being held at the time in London, England. There had been two such 

conventions previous to this, both held at Berlin, Germany, one in 1903 and another in 1906, but little of 

anything concrete came from either. This convention of 1912 at London was the first International 

Convention that changed the wireless world for all time on an International scale. 

 

The first and foremost was the mandatory examination and licensing of all radio operators. This not only 

meant that the people operating the equipment had to know something about same, it also meant that 

certain rules and procedures had to be recognized and adhered to, but above all else it meant that the 

various authorities had an excellent means of policing this radio communication. If some operator failed to 

meet the necessary qualifications, he was refused permission to operate. Further still, if an operator failed to 

operate per the rules, his license was suspended and he was out of work and trade. Needless to say this 

cleaned up the radio trade immensely. 

 

Another important point brought about by this first Radio Convention of 1912 was the issuing of call signs 

with a prefix to signify the country of location, or the county of registration as it pertains to ships. Ships 

and coast stations were still issued a three letter call sign. The shipôs call sign was still separate from the 

flag signal call sign. The great interest and rush to fit more ships with this radio equipment, as the result of 

the REPUBLIC ï FLORIDA collision of January 1909, had not seen sufficient ships fitted to warrant the 

issuing of four letter call signs. 

 

Some of these first blocks of call signs, or codes, assigned on an international basis are still held by their 

original countries. Canada was assigned the block of call signs beginning with VAA and ending with VGZ, 



one of Canadaôs blocks to this day. The reason for the V rather than C prefix is believed to be in memory of 

Queen Victoria who had recently died and many of the British Colonies were assigned these prefixes. 

 

VAA to VZZ allotment of 1912 

 

VAA -VGZ Canada 

VHA-VKZ Australia 

VLA -VMZ New Zealand 

VNA-VNZ South Africa 

VOA-VOZ Newfoundland 

VPA-VSZ British Colonies not autonomous 

VTA-VTZ British India 

VXA -VZZ Great Britain 

 

There were many other countries assigned call blocks, but many of the call blocks were not assigned at this 

1912 convention. Mexico, Norway, Sweden, Denmark, still retain these first issues: Italy IAA-IZZ, France 

FAA-FZZ, Britain GAA-GZZ and MAA-MZZ, United States NAA-NZZ and WAA-WZZ, which are still 

held by these countries. But politics has played a big part in the changes of these calls. For example 

Germany in 1912 was assigned AAA-AZZ, DAA-DZZ, and KAA-KCZ, but today holds only DAA-DTZ 

from this first issue. The United States has held KAA-KZZ for some years since Germany lost KAA-KCZ. 

From this 1912 convention Great Britain also held BAA-BZZ and YYA-YZZ, but has since lost these 

blocks. 

 

The block QAA-QZZ was reserved for code abbreviations and not used as call signs for any station, and 

this has been the practice to this day. 

 

The TITANIC was not only the largest ship in the world at the time of her collision with an iceberg and 

following loss, she was the most modern and on her maiden voyage. A court of inquiry was held involving 

the most powerful marine authorities of the period. From this inquiry many faults in the basic design of the 

TITANIC and many faults in the basic laws governing the operation of all ships were discovered. This 

brought another International Committee into operation, known as the Safety of Life at Sea Conference 

(SOLAS). SOLAS has brought about many changes and has improved practically everything connected to 

and operated within ships. SOLAS was to make it mandatory for vessels of certain sizes or descriptions to 

carry radio and qualified radio operators. SOLAS made it mandatory for sufficient lifeboats to be carried by 

all ships. The TITANIC legally carried sufficient lifeboats because of out of date laws basing this fact on 

the size or cubic capacity of the ship, rather than ensuring there was room in a boat for every person on 

board. The TITANIC carried many more people than could fit into the number of lifeboats she carried. 

SOLAS has made it mandatory for all the equipment carried in a ship to be inspected regularly by certified 

inspectors. It is a pity such tragedies happen. But it would appear at times that this is the only way for us to 

learn because so much of the seafaring community was to gain from the TITANIC disaster. 

 

Another organization to be created as a result of the TITANIC disaster, which should be mentioned, was 

the International Ice Patrol which is a very important organization that supplies information on ice as it 

affects navigation. 

 

When Canada was assigned the VAA-VGZ call block in 1912, the first stations were all reaching their 

seventh or eighth year in service. Camperdown was assigned the VCS call sign and the old MHX call sign 

went to Great Britain. The only stations with Canadian call signs to retain their old Marconi suffix were 

Cape Race MCE to VCE, Cape Ray MCR to VCR, Point Riche MCH to VCH (they were Newfoundland 

stations) and Clarke City (Sept Iles, Quebec) MCK to VCK. So really, VCK was the only Canadian call 

sign to go from CK to MCK to VCK and terminate with the original call sign. 

 

The Canadian Coast Stations per the 1915 List are as follow: 

 

VAA Halifax 

VAB Point Grey 



VAC Cape Lazo 

VAD Pachena 

VAE Estevan Point 

VAF Alert Bay 

VAG Triangle Isle 

VAH Dead Tree Point 

VAI Ikeda Head 

VAJ Prince Rupert 

VAK Victoria 

VAN Glace Bay 

VBA Port Arthur 

VBB Saulte Ste. Marie 

VBC Midland 

VBD Tobermory 

VBE Point Edward 

VBF Port Burwell 

VBG Toronto 

VBH Kingston 

VBM Les Pas 

VBN Port Nelson 

VCA Montreal 

VCB Three Rivers 

VCC Quebec 

VCD Grosse Isle 

VCE Cape Race, Newfoundland 

VCF Father Point 

VCG Fame Point 

VCH Point Riche 

VCI Heath Point 

VCJ Harrington 

VCK Clarkôs Point 

VCL Point Amour 

VCM Belle Island, Newfoundland 

VCN Magdalen Island 

VCO North Sydney 

VCP Cape Bear 

VCQ Pictou 

VCR Cape Ray, Newfoundland 

VCS Camperdown 

VCT Sable Island 

VCU Cape Sable 

VCV Partridge Island 

 

These forty-four stations were the only radio stations, according to this list, in Canada at this time except 

for a few amateur experimental stations. The United States left some of their old familiar Marconi suffixes 

in their call signs. South Wellfleet, Massachusetts went from MCC to WCC. Although the original site has 

disappeared because of erosion from the natural elements, mainly the Atlantic Ocean, and the station was 

moved to Chatham, Massachusetts, it was one of the most powerful stations in operation. Naturally New 

York went from MNY to WNY. This station closed in the early 1960ôs. 

 

Although stations at Cape Ray, Cape Race and Belle Island were actually in the colony of Newfoundland at 

this time, they were advertised as Canadian stations and had Canadian call signs. Rather strange, but no 

doubt it had something to do with politics or was simply the beginning of so many incidents that made no 

sense. Actually it appears as though those stations that the Canadian Marconi Company installed on their 

own in Newfoundland received Canadian call signs and the stations that the Newfoundland government 



hired the Canadian Marconi Company to install received the Newfoundland call signs. The ones with the 

Newfoundland VO call signs were listed as part of the Canadian Marconi Company operation. 

 

By 1915 the colony of Newfoundland had ten stations and strange as it seems these were Canadian stations 

according to the records as stated. The ten stations were as follow: 

 

VOA Battle Harbour 

VOB Venison Island 

VOC American Tickle 

VOD Domino 

VOE Grady 

VOF Smokey Tickle 

VOG Holton 

VOH Cape Harrison 

VOI Makkovik 

VOJ Fogo 

 

THE DURLEY CHIME  

 
1914 not only saw the outbreak of World War I, it saw a young operator start a career that was to cover 

most of the history of communications in the area of Camperdown Radio VCS. Cyril R. Spracklin was 

assigned his first ship that year, the CITY OF SYDNEY with call sign MZR. She belonged to the Black 

Diamond Line of Sydney, Nova Scotia. This line went out of business shortly after World War I, but was 

mainly in the coal trade although the CITY OF SYDNEY did carry passengers around the coast during the 

off season coal trade. Sprackôs second ship was the BOSTON, a ferry belonging to the Yarmouth to Boston 

Line. She was Canadian flag, but Sprack did not remember her call sign. The spark stations he was 

operating on these ships were capable of transmitting on two frequencies ï 300 and 600 meters. 600 meters 

is 500 kilohertz in modern terminology. They were tuned by altering the oscillator transformer coil that was 

housed in a large box, and were tuned to make the signal as sharp as desired. 

 

Sprack went north to supply Port Nelson, VBN, on the Hudson Bay in 1914. On this trip he was ñSparksò 

in the DURLEY CHIME with call sign VDY. She and two sister ships had been purchased for this supply 

work. One of his many memories of this most enjoyable trip in VDY was being able to hear and copy the 

news that was transmitted by Chatham, WCC, while they were in the Hudson Strait. This of course meant 

he and his shipmates had the latest news as though they were at home receiving the daily newspaper. This 

was a big improvement over a few years previous on these voyages. By the time DURLEY CHIME 

returned to Halifax, World War I had broken out. The effects of the 1912 International Radio Convention 

were not in full swing and the operators were still in the habit of dropping the first letter or prefix of their 

call signs. Not only this, but they were still separating their calls with the letter V rather than DE. The 

separation of call signs, when making a call was changed to DE around this time and was the separation 

signal until radiotelegraph terminated. Camperdown was still using the MHX call as well at this time. In 

other words, when Sprack called Camperdown it would have been HX V DY, rather than VCS DE VDY 

terminated with the letter K (the invitation to transmit). By the way these stations had to have their 

receivers switched off while transmitting. 

 

As DURLEY CHIME approached Halifax Sprack began to realize he was in for some trouble because of 

the sloppy operating practices of these stations. The British Navy was in full swing on 600 meters along 

with the British Red Cross Hospital Ship STEPHANO. The operator in STEPHANO was operating by 

dropping the prefixes in the calls and separating his calls with the letter V. STEPHANOôs wireless call sign 

was MDY. Sprack decided using his full call VDY or dropping the prefix would do no good and felt that no 

matter what he did, Camperdown and the others would mistake him for MDY. Then he realized that the 

duty operator at Camperdown would also have to know the old landline code, the American, or Morse 

code. At this time the Radio Code (the Continental Code) was being used over the air. This Continental 

Code was the one used via radio until the end and can still be heard on the Amateur Bands. The Continental 

Code is slower than the American or Morse code. 



 

When Sprack was handed his arrival message to transmit, he called Camperdown and passed this message 

in the landline code. No problem and all went very well. He signed off with Camperdown and then went 

down for a bath in order to be cleaned up and ready for shore as soon as DURLY CHIME was made fast 

alongside Halifax. 

 

Sprack was away from his station for about one-half hour or slightly longer. On his return to the radio room 

he switched on his receiver to hear Camperdown call him with a message. By this time DURLEY CHIME 

had developed a problem with her engine room telegraph and had gone to anchor until repairs were 

completed. Sprack naturally answered Camperdown and received a message stating that on DURLEY 

CHIMEôs arrival, the Captain and the wireless operator were to report to Naval Headquarters in the 

Dockyard complete with the radio log. Once the telegraph to the engine room from the bridge was repaired, 

DURLEY CHIME hauled in her anchor and proceeded into Halifax. As soon as the ship was secured and 

the Captain was free, he and Sprack complied with the instructions they received via message. 

 

The letter Y in the landline code was a two-character code consisting of two dots each. The letter Y in the 

radio code is a dash, dot, and two dashes. The letters V and D are the same in both codes. Therefore 

Sprackôs VDY to the many Navy telegraph operators listening should have sounded like a VDII. The letter 

I in the radio code is two dots. There being only three letter call signs in use and the practice of dropping 

the prefix meant that the Navy, somehow, copied Sprackôs call as VDI and not VDY or VDII. The problem 

was that VDI was the call assigned to the Icebreaker EARL GREY that had recently been sold to Russia 

and had left for delivery sometime before this incident. The Navy immediately went into a big flap and 

went chasing off to find the EARL GREY and try to ascertain the reason for her return. Alf Lawton was the 

wireless operator who made the delivery voyage to Russia in the EARL GREY. The Icebreaker EARL 

GREY was HMCS EARL GREY at this time and Alf was a Warrant Officer Telegraphist in the navy. 

 

Once all this had been resolved between the Navy, Sprack and his Captain, the meeting was terminated 

although the Navy insisted on Sprack making an apology. Sprack refused because as he said ñthere was 

nothing to apologize forò. He was certainly correct on that count, but there must have been many such 

incidents, although few would have created so much confusion. This was the reason for adopting the 

Continental Code for use as the radio code. The Continental or Radio Code does not contain any double 

character letters and therefore less room for error, although it is a much slower code. (An operator can 

move along much faster using the old landline code.) 

 

The EARL GREY used call code ñRGò prior to 1912 but this did not stand for MRG according to a 1912 

list of these call codes provided by Laval Desbiens. According to this list the full call code was RGD and 

the ñDò suffix may have stood for Dominion as in Dominion Government steamer if it stood for anything. 

 

This 1912 list has the following Canadian Government vessels with their full three letter call sign as 

follows: 

ABD ABERDEEN 

CTD CANADA  

DRD DRUID  

RGD EARL GRAY 

LRD LADY LAURIER  

MTD MINTO  

MLD MONTCALM 

CGS QUADRA  

STD STANLEY  

 

Why does the QUADRA have the suffix ñSò and not ñDò like the others? Your guess is as good as mine I 

am sure. 

 

GOVERNMENT OWNERSHIP  

 



The first Canadian East Coast Stations were both owned and operated by the Marconi Company until 1915 

when most were taken over by the Canadian Government. The reason for this move by our government was 

that they did not want to get into a dispute with private enterprise, claiming both the Marconi Company and 

the British Columbia Telephone Company wanted to erect stations on the west coast of this country. Since 

Marconi had erected the East Coast stations, he was most interested in West Coast stations. Whether or not 

this move by our government was correct remains one of personal opinion. These stations were the only 

wireless or radio stations around at the time and those who could operate them were looked upon as a rather 

elite or special crowd. Any bureaucrat in sole charge of these stations would make for a rather imposing 

figure, a position that could be a very good political football. 

 

That is the way I understood this history when I wrote that but apparently the Canadian Government owned 

the stations from the beginning and simply hired the Marconi Company to operate them. The employees 

were with the Marconi Company and there were many other reasons that would have influenced the 

government to obtain complete control over these stations in 1915. World War I was well underway and it 

was becoming very clear that wireless was an important tool in the warfare arsenal. By this time many 

incidents south of the border in the United States had also added further fuel to the fire of government 

ownership. Many of the companies formed had gone out of business and there had been many lawsuits that 

had been won or lost in the courts over wireless in one form or another. There had also been a strike of 

organized wireless operators on March 19
th
, 1913. 

 

So when all things are seriously considered our government had a lot going for it to make themselves solely 

in charge of all wireless stations, although there was plenty of ñactionò around to make it feasible for 

several small Canadian companies to make quite a name for themselves. But in those days, as today, it was 

rather hard to find Canadian ownership of anything. 

 

Our government of the day could have just as easily issued various licenses to Canadian companies and set 

up a very good policing staff to discipline and police the wireless activities. Instead they took over 

ownership of all stations and hired the Marconi organization to operate them. It is believed that the Marconi 

Company did this for an annual fee of five thousand dollars, plus a fee for all messages handled. Therefore 

these stations made a fortune for this organization, a British Company. Logs indicate that the EMPRESS 

OF IRELAND, with call sign MPL, sent over four hundred telegrams at a time. She was only one of many 

passenger liners contacting these stations continuously. Cape Race, VCE, and Sable Island, VCT, were the 

busiest being right in the middle, you might say, of the high traffic routes. These two stations were often 

heard arguing over message traffic accepted by one or the other ï which the other felt was rightfully his. 

The law stated that a ship was to work the nearest station only to the ship and this law was to remain until 

spark was replaced by the continuous wave signal late in the 1920ôs. 

 



 
Walter Hyndman VE1BZ 

                       This is the Wireless Room in the Passenger Liner MAURTENIA about 1919. 

 



 
Walter Hyndman VE1BZ 

                                    This is the Wireless Room in the CARINTHIA in 1920. 

 


