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Abstract

The United State Ship (U.S.S.) Kearsarge, a Sloop of War, is considering the most famous and glorious ship of the
American Civil War after sinking the Confederate State Ship (C.S.S.) Alabama, in 1864 in France. It also represented
technological innovations in the second half of the 19th century, combining steam power and sails. After shipwreck on
Roncador Cay, Colombia, in 1894, it was abandoned with the armament onboard (seven guns). This paper aims to
analyze the causes of the U.S.S. Kearsarge marine accident from the sociocultural factors and environmental conditions,
examining the court-martial records, logbook, testimonies, nautical material, and geography in this part of the Caribbean
Sea. The article will explore an episode in the United States naval history from a shipwreck that left a mark in the United
States (U.S.) Navy and American society from geopolitical and technological context. A court-martial declared guilty of
negligence the two o�cers with the highest rank on board the same year of the accident. The court determined human
error from the Commander and lack of support from the navigation o�cer during the loss of the U.S.S. Kearsarge.
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Introduction

Humans are living on a planet where three-quarters are covered mainly by water de�ning the history of humanity. It would
be impossible to deny the role of ships and navigation as a part of the development of civilizations and the world as we
know it today (Bass, 1972). For that reason, the understanding of how societies built and used ships has signi�cant
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importance as well as the development of technology, especially during war times. However, marine accidents are part
of history and were emerged along with ships. The most common causes of shipwrecks during the 15th and the 19th
century were extreme climate events, geomorphology, absence of scienti�c knowledge in navigation techniques, poor
design, warfare, and the lack of accuracy in nautical charts (Forsythe et al., 2000; Luckman, 2019).

In order to better understanding the causes of shipwrecks, it requires comprehension of the circumstances surrounding
the loss of a ship as a human error or because of environmental conditions. It is essential to establish the geographical
area where the incident occurred and identify physical and sociocultural factors affecting navigation such as
geomorphology or climate events and geopolitical and technological conditions (Luckman, 2019). Nevertheless,
warships have particular implications because of the external pressure of political factors and the Commander’s
immediate actions during naval operations.

The ships evolved during many centuries of navigation. The 19th century highlights many technological changes, such
as adapting sailing design with engines and propellers together, especially the steam-powered warships during the
American Civil War (Graham, 1956). During that period, one of the signi�cant shipwrecks was the loss of the U.S.S.
Kearsarge, at the end of the century, considered an event of great magnitude for American society. On the one hand, the
vessel represents a period of technological changes, a sloop of war under sail and steam power with tremendous
advances in naval artillery (Delgado, 2001), and transition from the Civil War to American imperialism. On the other hand,
it embodies nationalism, having fought the most critical and prestigious naval warfare of the Civil War in 1864, resulting
in the sinking of the Confederate Ship C.S.S. Alabama, in front of Normandy, the coast of France, known as the Battle of
Cherbourg (Neyland, 2002; Canney, 1990, p. 84).

The U.S.S. Kearsarge, as Flagship of Admiral Oscar Stanton Commanding the U.S. Naval Force on the North Atlantic
Station and Commanded by Commander Oscar Heyerman, was sailing under instructions of the Navy Department from
Port Prince, Haiti to Blue�eld, Nicaragua to protect American interest in the Caribbean Sea (Lemly, 1894). The ship was
grounding and lost with the armament on February 2, 1894, in Roncador Cay, Colombia, without any possibility of been
salvaged (Burns, 1894). Today, the shipwreck remains in the Cay, and its exact location is unknown.

The literature review shows the U.S.S. Kearsarge’s primary research focuses on its participation during the American Civil
War, especially in the Battle Cherbourg, mentioning the shipwreck without further details (Guérout, 1988; Symonds,
2009). Other studies have focused on its design (Canney, 1990), and occasionally its importance as a submerged
cultural heritage of the United States mentioned (Dudley, 1998). After the shipwreck of the U.S.S. Kearsarge, a large
quantity of information was generated from primary sources such as the logbook, reports of the Commanding o�cer
(Heyerman, 1894), testimonies of the crew, as well as the court-martial (Navy Department, Bureau of Navigation, U.S.
Hydrography O�ce and the O�ce of the Judge Advocate General, 1894). Later that year, one of the o�cers present a
narrative of the shipwreck (Burns, 1894) without any conclusion on the facts. These documents have not been
thoroughly analyzed as an essential source of information.

The �nding of the C.S.S. Alabama in 1984 (Guérout, 1988) emphasized the importance of the U.S.S. Kearsarge as an
underwater cultural heritage of the United States (Sunken Military Craft Act, 2004) and its relocation through cooperation
with Colombia (Dudley, 1998). The present article aims to examine the principal causes of the U.S.S Kearsarge’s marine
accident from the sociocultural factors and environmental conditions, analyzing geography, testimonies, nautical
elements, technology, and the geopolitical context, providing an analytical understanding of the factors and
circumstances surrounding this signi�cant loss as a human error.
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Maritime Technology in the U.S.S. Kearsarge

“The best Vessel of her Class in the Navy.” 

Sloop of war-from sails to steam

Understanding maritime technology is fundamental and plays an essential role in interpreting navigation and marine
accidents in the 19th century when a transition was possible from sail to steam, as is the sloop of war, the USS
Kearsarge (Canney, 1990, p 84). The term sloop was �rst used to describe a single-masted fore and aft rigged vessel at
the end of the 17th century and applied by the Royal Navy to ships with two-masted rigs as "sloop of war." One of the
critical factors in designing these ships was incorporating naval artillery in the late 17th and early 19th centuries (Lyon,
1993).

In the early 18th century, the British Navy increased the number of sloops, before the War of Spanish Succession (1714),
and spread the term "sloop of war." This class of ships was smaller and faster than a frigate. However, it could supply all
the frigate tasks with less crew, armed between 10 and 18 canons, and commanded by an o�cer who received the
degree of "Master and Commander." It was perhaps the most numerous class ever constructed in the Royal Navy (Lyon,
1993).

Design and technology

The commercial use of the oceans brought several con�icts among European monarchies seeking control of the sea.
During the 19th century, a considerable demand in global trade had a big impact on technology in the maritime industry.
Actually, during the 1880s, there were more merchant sailing ships than ever before, with signi�cant advances to the
shipping industry and suitable designs (Lavery, 2017).

A signi�cant change in ship technology during half of the 19th century was possible due to two main factors, the
industrial revolution with the introduction of steam and the expansion of trade where more and faster ships were
demanded. The new design was a combination of the wood hull, engines, and screw propels or paddles (Graham, 1956).
These new ships with hybrid technology had the quality of not relying entirely on coal ports. However, it gave autonomy
to any port on the planet, and the wind gave them additional free propulsion (Lardas, 2011). As for the navigation itself,
the changes were in the improvement of nautical watches, sextants, and nautical and pilot charts. Despite this technical
transformation, the transition from sail to steam was slow and just possible at the beginning of the 20th century. Early
steam warships were an adaptation of sailing design, and Crimea War (1850) showed the importance of steam
adaptations to warships. Nevertheless, during this transition, ships continued made of wood (Kaukiainen, 1992).

�e sloop Mohican Class and the American Civil War

American naval history represented more than naval battles. The qualities and characteristics of the ships engaged in
war at sea are a prime consideration. Pure sailing ships in the U.S. Navy ended with the U.S.S. Constellation in 1854. The
next year moved to steamships with Mohican-class, showing that it was more effective than a massive vessel, carrying

Admiral David Porter, 1883
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heavy guns with impressive batteries for its size (Canney, 1990). The steam-powered warships, Mohican Class,
represented almost 150 years of evolution. Sloop-rigged warships were snow, ketch, and brigantine rigged and carried up
to 12 six-pounder cannons (Musicant, 1995). In 1858, an Act of Congress authorized the �rst seven sloops. These new
ships were fully steam-powered, well ladened with coal, ammunition, and machinery (Baird, 1876; Canney, 1990).

Before the American Civil War, the United States Navy was one of the most powerful navies globally. In this period, the
technological advance is unprecedented in navigation with a revolutionary change in armament and steam introduction,
where the U.S. Navy participated with a signi�cant contribution. Indeed, the new warships faced revolutionary
technology, such as steam power, iron construction, and percussion fuses (Delgado, 2001).

During the war, the strategic aim of the Confederate Navy was a blockade and disrupt the American trade and logistic
lines, operating a �eet of commerce raiders, attacking Union merchant ships, and causing signi�cant damage to the
economy of the Union. President Lincoln pressure the Secretary of the Navy, Gideon Welles, "to permanently detail a force
of fast, powerful, warships to hunt the rebel cruiser down" (Musicant, 1995). As a result, the Union Navy could build more
than 600 hundred warships. The majority of the ships were wooden-hulled and three-mastered. When the war ended, the
U.S. Navy has some 670 ships (Musicant, 1995; Wyllie, 2007).

�e U.S.S. Kearsarge

The U.S.S. Kearsarge summarizes the United States’ nautical history in the second half of the 19th century. The Mohican-
Class, Slop of War, was designed by William L. Hanscomb (Canney, 1990). It was built under the "1861 Civil War
Emergency Shipbuilding program" at Portsmouth Navy Yard, Kittery, Maine, under Isaiah Hanscom’s supervision.They
used yellow pine, white oak, live oak, iron knees, brackets, and stanchions. The vessel was part of the Union’s strategy to
establish a blockade of confederate ports (Marvel, 2007).

Launched on September 11, 1861, and commissioned on January 24, 1862, Captain Charles W. Pickering was appointed
as a Commander of the three-masted sloops, seven guns, 166 crew members, and displacement of 1,550 tons. The ship
was the faster steamer of those days with a remarkable power of speed, an average of thirteen knots with a moderated
sea and wind ahead due to her designed and full spread of canvas with engine steam (Badlma, 1894). It was named for a
mountain in Carroll County, New Hampshire, which has a name derived from the indigenous word “Kowasadchu,”
meaning “Pine Mountain” (Gerard, 1898, p. 19).

The original armament of the U.S.S. Kearsarge was two 11- inch Dahlgren smoothbores (cast-iron) mounted on
centerline pivots, those were heavy and massive guns with a weighed of 15,700lbs and 160 inches long, supported by
four 32-pounder smoothbore cannon on trucked carriages (Tucker, 2013, p. 1055). All this armament was located in
themain deck. In early 1862, one 30 pounder Parrot ri�e with a bore of 4.2 inches, and weighed 3,550lbs was added to
the forecastle. In 1864, IX-inch Dahlgren replaced the four 32-pounders. At the end of 1886, the ship was placed out of
commission in Portsmouth Navy Yard, where it began a series of repairs (The United States Naval History Division, 1971,
p. 370).

The vessel was sent in 1887 to Norfolk, Virginia, to continue with the machinery changes (Army and Navy News, 1887, p.
12). Besides, signi�cant modi�cations were made in the armament before being into service. The two XI-Inch Dahlgren
shell guns were converted (changed) into 8-inch ri�es in the 1870s by inserting an 8-inch ri�ed sleeve down the muzzle.
As a result, they were chambered to �re an 8-inch ri�e round (E, Farrell, personal communication, March 1, 2020).
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Fig 1. The U.S.S. Kearsarge (1862-1894) — Photographed in New York Harbor, in about 1890.Source: U.S. Naval History and Heritage
Command. Catalog #: NH 63151 (2020).

After the Civil War, the Kearsarge has active participation in the West Indies (Caribbean Sea). In 1888, due to different
situations that threatened the "American interest in the West Indies," particularly on Haiti Island ("The Haytian Problems,"
October 30, 1888), the Government requested urgent intervention whit the participation of a warship in the region. The
Navy decided to send the U.S.S. Kearsarge once its repairs were completed under the North Atlantic Station assignment.
From November of 1888, until its shipwreck in Roncador Cay, in 1894, the U.S.S. Kearsarge completed different military
missions in the Caribbean region’s domestic affairs, highlighting its participation in political events that occurred in
Venezuela in 1892 (The United States, Naval History Division, 1971, p. 370).

Finally, maritime technology gives some details for better comprehension of how this ship operated with two forms of
energy besides the armament modi�cations, which are very important for a future project to identify the wreck of the
U.S.S. Kearsarge through the armament.

Western Caribbean Sea: A Strategic Space

The Caribbean is an area full of maritime history and has been an essential and strategic space (Mintz, 1974). Likewise,
it presents navigation hazards due to environmental conditions such as geomorphology and extreme climate events,
which are the principal causes of ship losses in this area since the 15th century (Rappaport, Fernández-Partagás, 1997,
pp. 97–98; Trouet et al., 2016, p. 3173). Thus, it is essential to understand the area and its geography for navigation.
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Fig 2. Roncador Cay in the Western Caribbean Sea, near to Panama Canal. Note: Roncador Cay is part of Colombia since its independence
from the Spanish Crown at the beginning of the 19th century. Own elaboration.

From the 15th to the 19th century, the sea’s control was particularly disputed by colonial powers, especially the British
and Spanish empires. Navigation was the method to conquer this geographical space. As a result, extensive trade
between the American continent and Europe was generated with new maritime tra�c routes across the Atlantic (Grugel,
1995; Gomez, Carvajal, 2011, pp. 180–181).

Fig 3. Map of the United States, Canada, Mexico, and the West Indies with Central America, showing all the routes to California with a table
of distances-1854. Note: The map was published in New York by Ensign, Bridgman & Fanning �rm. Source: University of California-UCLA,
library. Department of Special Collections, Charles E. Young Research Library, U.C. Los Angeles. Identi�er: uclamss_990_b31_4 (2020).

Journal of Marine and Island Cultures, v9n2 — Gomez Pretel & Jeong

19
2212-6821 © 2020 Institution for Marine and Island Cultures, Mokpo National University.

 10.21463/jmic.2020.09.2.02 — https://jmic.online/issues/v9n2/2/

https://jmic.online/issues/v9n2/images/2-fig2.png
https://jmic.online/issues/v9n2/images/2-fig3.jpg


During the middle of the 19th century, this route was reactivated, particularly for the California gold rush phenomena,
considering one of the most massive mass migration in American history (Rohrbaugh, 1997). This migration signi�es a
new trade route connecting the Paci�c with the Atlantic through the Isthmus of Panama with the railroad system
(Delgado, 1990). Besides, the United States’ constant military and naval presence after the American Civil War due to
imperialist interest increased navigation in the Caribbean Sea (Bosch, 2009, pp. 7, 11). This in�uence was endorsed by
the post-war Navy that developed an impressive growth and strengthening of new tactics and strategies in naval warfare,
establishing the importance of a blue water navy (Neyland, 2014).

At the end of the 19th century, the Navy Captain Alfred T Mahan’s doctrine proposed supremacy and control of the
Caribbean as the �rst line of defense against European powers and extensive knowledge of the geographical areas. This
strategy impacted the U.S. Navy and promoted the idea of an interoceanic canal through Panama or Nicaragua (Mahan,
1890, 1890/2012; Pollock, 1982).

Because of this geopolitical and commercial process and the impact of maritime and naval operations, the Caribbean
Sea witnessed a considerable number of shipwrecks during the colonial and republican periods. This area contains many
archaeological sites that hold a few of the most important underwater cultural heritage sites globally (Leshikar-Denton,
2002).

Nautical description and risk for navigation

The Archipelago of San Andres and Old Providence, located in the Western Caribbean Sea, is one of the Colombian
maritime areas with the most marine accidents giving its strategic location as part of an essential navigation route
during world history (Perez J, 2019, pp. 25–26). This geographical space was extensively mapped in an early period
since the Europeans arrived on the American continent (Utton, & Yingling, 2019).

Private geographers provided nautical charts before the hydrographic services, showing the importance and the
in�uence on navigation in the area, but with limited detailed information, notable latitude errors, and lack of scienti�c
precision. Navigators had to use nautical charts with many years of the edition because of the territory’s geographical
con�dentiality due to disputes between colonial powers (Navarro DM, 2003). Nonetheless, in 1795 the United Kingdom
O�ce was established (Wainwright, 2015) and the U.S. Hydrographic O�ce in 1866, offering better geographical
information (Bates, 1956).

Antonio de Herrera y Tordesillas made one of the �rst nautical studies in the Caribbean Sea in 1601. He included some
maps of thisarea in his book entitled “Historia general de los hechos de los Castellanos en las Islas i Tierra Firme del Mar
Oceano” (General History of Events of the Castellanos in the Islands and Mainland of Ocean Sea). Besides, Herrera
makes a chronicle of Roncador Cayexplaining the navigation between Jamaica and other Islands, and the approach to
the coasts of Central America, warning navigators about the danger and risk that Roncador Cay (Herrera y Tordesillas,
1601, pp. 12- 36). John Seller, the hydrographer of the King, described the Caribbean Sea, including Roncador Cay, in the
"Atlas minimus, or, A book of geography showing all the empires,monarchies, kingdoms, regions, dominions, principalities
and countries in the whole world" (Seller, 1679).

Roncador Cay was the subject of a hydrographic survey by the Spanish Crown as recognition of their colonies in 1810
(Direcciónde Trabajos Hidrográ�co, 1810). The survey focuses on the Viceroyalty of New Granada’s maritime territory
(Caribe Neogranadino) between 1792 and 1810, led by Brigadier de la Armada Don Joaquin Francisco Fidalgo
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(Dominguez et al., 2012). Based on Spanish information, in 1819, the H.M.S. Shearwater (sloop of war) during
observation based on two chronometers, determined that Roncador Cay had 18 minutes more eastward and a few
bathymetries measurements with low accuracy (Purdy, 1825, p. 54).

Finally, the U.K. Hydrographic O�ce, between 1828 and 1837, surveyed San Andres and Providence Archipelago with
extraordinaryprecision, producing high-quality nautical charts, including Roncador Cay. They used the H.M.S. Jackdaw
(wrecked on Old Providence in 1835, commanded by Lt. Barnett) (the United Service Journal, 1835, p. 128), and the
H.M.S. Thunder, commanded by Capt. Richard Owen (Purdy, 1845). This information was used for more than a century to
produce nautical charts of the Caribbean Sea region.

Reasons for Shipwreck

For a better comprehension of the shipwreck, the �nals moments are examined from the logbook, considering the
Commanding o�cer’s decisions, as well as environmental conditions, and navigational hazards in the area. Logbooks
have quite important information. Its primary objective is to collect data of events and detailed information of the winds
and the weather, which in�uenced navigation, and speed written by those involved directly (Wheler, Garcia-Herrera, 2008).

After the establishment of the U.S. Navy’s Bureau of Navigation in 1862, naval ships began to use printed and
standardized logbooks, displaying better and detailed information of climate, leeway, knots, course, observations for
local deviation of the ship’s compass, and a page for every day of "record of the miscellaneous events of the day,"
(Bradley, et al., 1978). Nowadays, this information allows the reconstruction of navigation and climate conditions to
determine facts during any maritime incident (Wheeler and Garcia-Herrera, 2008).

In November 1893, Commander Oscar Heyerman assumed the command of the U.S.S. Kearsarge, just two months
before the accident occurred. His expertise and knowledge of the area were minimal (A new Commander for the
Kearsarge, November 23, 1893). The ship with the new Commander sailed from the United States to Haiti at the end of
1893. In January 1894, under cable instructions from the Navy Department, it was ordered to sail to Nicaragua to defend
American interest as a �agship of Admiral Oscar Stanton Commanding the U.S. Naval Force on the North Atlantic Station
(Lemly, 1894).

The U.S.S. Kearsarge was sailing to Blue�elds, Nicaragua, with a plotted course before leaving Haiti. After passing the
Island of Navassa, the vessel proceeded with course south-south-west by magnetic compass. Nonetheless, the course
was changed on February 2, according to the Commander instructions from south south-west 1/4 west to west shout-
west 3/4 west by compass (Burns, 1894). Once the new course was adjusted, the idea was to sight the Roncador Cay
with light day from the north and not from the south. Heyerman’s decision obeyed on the strong current in the area that
in�uenced navigation, drifting the vessel to the north. The new course would cause the vessel to pass close to a
dangerous area without advice from the o�cers onboard (Lemly, 1894).

According to the U.S.S. Kearsarge logbook, on February 1, the marine weather conditions were, breeze moderate to fresh
from north-east, by east, with force between 4 and 2 knots, stable barometric conditions, with sunset before 06:30 pm,
moderate waves (Heyerman, 1894). The next day the logbook did not have entrances due to the o�cers’ negligence on
board (Lemly, 1894). The last three days before the accident, the logbook measurements describe the same marine
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weather conditions, indicating the area was not affected by any meteorological phenomena that could alter the
navigation (Heyerman, 1894).

These conditions were relatively favorable for sailing. Under those circumstances, the navigation o�cer, Lieutenant
Charles Lyman, did not accurately determine the compass’s local deviation. Besides, he did not advise his commanding
o�cer of a safe course when the vessel was approaching a hazardous area and not corroborated the last two
observations for longitude before the accident (Burns, 1894).

Two nautical charts were used onboard: Serrana Bank (which included Roncador Cay) (No, 1374. U.S. Hydrographic
O�ce), and EastCoast Central America (No 945.US Hydrography O�ce), clearly showed the danger of navigating this
area. The charts were analyzed by the hydrographic o�ce during the trial, determining that they were based on the
chronometric measurements andsurveys made by the Royal Navy in 1835 with “remarkable accuracy based on the
scienti�c possibilities of the moment.” (U.S.Hydrographic O�ce, 1894). Likewise, the North Atlantic pilot chart of 1894
(Sailing Directions for the Gulf of Mexico and the Caribbean Sea) presented information on the physical conditions for
that period of the year. This chart was examined during the trial and was found su�cient details of currents to the
westward and countercurrents setting northwest, wind speed, and directions in Roncador Cay’s area (U.S. Hydrographic
O�ce, 1894; Kelley, 1894).

The sails supported the U.S.S. Kearsarge with a moderate but constant wind in direction east allows the sail to be fully
deployed and assisted by steam power with a consistent speed of 8 knots (Heyerman, 1894). The navigating o�cer’s
calculations sight Roncador Cay before sunset with a distance of approximately 3 miles to the north, and the
Commander was con�dent about this information (Lemly, 1894). Before the accident, Captain Heyerman left the ship’s
bridge with some certainty that the Cay was already behind. Before the incident, the lookout reported breaks at port
followed by starboard breaks, at a distance fewer than 300 yards. The crew attempted to maneuver but was too late,
mainly because the vessel was inside the Cay (Burns, 1894).

Fig 4. U.S.S. Kearsarge (1862-1894). Watercolor by an unidenti�ed artist, depicting Kearsarge wrecked on Roncador Reef, Caribbean Sea,
on February 2, 1894. Courtesy President Franklin D. Roosevelt, 1936. Source: U.S. Naval History and Heritage Command Photograph.

Catalog #: NH 52030 (2020).
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A strong impact was followed by misadjusted guns, and attempts were made to save the vessel, but the U.S.S. Kearsarge
would be permanently on Roncador. After the wrecked, the crew remained in the Cay and rescued a few days later,
returning to the United States (Heyerman, 1894). The same year, the Commander and navigation o�cer would face a
court-martial and be found guilty of negligence in the U.S.S. Kearsarge’s loss (Lemly, 1894).

The court determined that morning and noon observations the day of the accident established the course had been
affected by strong currents to the northwest, and the vessel had a drift of thirty-three miles in sixteen hours, more than
two knots per hour. This current moved in a different direction as the vessel course, especially in Roncador Cay’s area
(Burns, 1894, p. 672). Finally, the navigating o�cer’s lack of support added to the Commander’s decision to change
course, passing through the north part of the Cay instead of the south as planned without a precise analysis of the
environmental conditions and navigation hazards, causing the shipwreck of the U.S.S. Kearsarge.

Conclusions

This research presents an analysis of the sociocultural and environmental conditions, explaining the dangers and risks
for navigation, the geopolitical and technological context, and marine accident as a human error. The area may offer a
vast potential of underwater cultural heritage because of its strategic location, geomorphology, and tropical cyclones as
one of the leading causes of shipwrecks.

The second half of the 19th century represents a crucial period of technological changes that positively affected the
navigation, and the U.S.S. Kearsarge symbolizes the dynamism of naval technology combining sails and steam power as
a response to the American Civil War. This century would change communications, making them agile with extensive
records and information (Kennedy, 1971) to reconstruct historical events such as shipwrecks.

For centuries, cays, banks, and islands in the West Caribbean represent a risk for navigators. The Spanish and British
sailing directions mentioned extensive information on the danger they represented, especially in Roncador Cay, because
of the currents and the absence of navigational aids. After 1835, the Caribbean Sea and Roncador Cay were subject to an
excellent survey by the United Kingdom Hydrographic O�ce that guaranteed a better understanding of the geographical
space with better bathymetry. Nevertheless, there were not enough navigation aids in this area. Although a few years
after the U.S.S. Kearsarge episode, a lighthouse was built by the United States government in Roncador Cay in 1919,
probably in response to this shipwreck (Department of Commerce, 1920, p. 1407). Subsequent technological advances,
especially the radar, would make visible not only other ships at sea but also the morphology of coast and islands,
providing a better understanding of the geography, causing a decrease in marine accidents.

Undoubtedly there was a human factor in the U.S.S. Kearsarge accident, but environmental conditions contributed to the
shipwreck. Although tropical cyclones rule the area, that time was not hurricane season in the Caribbean Sea (Elsner et
al., 2012). Currents were the most considerable dynamic force affecting navigation in the U.S.S. Kearsarge case. Even
though currents are not considered dangerous phenomena (Luckman, 2019, p. 105), it interfered with the course
established. Besides, geomorphology complexity contributed signi�cantly to the accident, especially the passage
between Serrana Bank, Roncador Cay, and Old Providence Island, which was the main obstacle to Nicaragua’s route.

The U.S.S. Kearsarge is a source of history and maritime archeology. It is widely considered one of the most valuable
shipwrecks in the Caribbean Sea, located in Colombian maritime territory. The vessel is part of the United States’
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underwater cultural heritage (Neyland, 2011, p. 713), representing a shared legacy between the two nations. This
shipwreck could be an excellent example of international cooperation similar to the case of the C.S.S. Alabama wreck
protection agreement in 1989 between France and the United States (Roach, 1991). Today, its exact location remains
unknown within the territorial sea of Colombia. According to some primary sources examined in the article, the vessel
was abandoned with the seven guns allowing future identi�cation.

Finally, this research contributes to the underwater cultural heritage and maritime history in Colombia, focusing on the
19th century. It also permits new historical and archaeological studies and future cooperation projects of wrecks in this
area.
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