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EXECUTIVE SUMMARY

On May 14, 1986, the U.S. sailing vessel PRIDE OF BALTIMORE capsized and sank
in the Atlantic Ocean, about 250 nmi north of Puerto Rico while en route from St. John,
U.S. Virgin Islands, to the Chesapeake Bay, Maryland. The vessel, a replica of a Baltimore
clipper, was returning to Baltimore, Maryland, after an extended European good will tour
promoting the port of Baltimore.

The PRIDE OF BALTIMORE left St. John about 1100 on May 11, 1986, and after
clearing the harbor, set sails and proceeded out to sea. After experiencing some calm
periods during the first night, the wind filled in during the nights of May 12 and 13 and by
the morning of May 14, the wind had increased to about 25 to 28 knots. The sails were
shortened accordingly and all hands, except for the cook, were on deck coiling lines,
clearing away gear, and securing all but two of the sails.

Shortly after noon, a sudden gust of wind struck the PRIDE OF BALTIMORE heeling
it to port until it was on its beam end with the masts and sails lying on the water.
Crewmembers were thrown into the water and the cook managed to escape from below.
Two inflatable liferafts deployed but did not remain inflated. One raft was damaged by
the ship's rigging while the second raft deflated through the open topping-off valves. The
PRIDE OF BALTIMORE, valued at $1,080,000, flooded and sank in a matter of minutes.

After about 6 hours, the eight surviving ecrewmembers managed to inflate one of the
six-man liferafts by mouth. After drifting for over 4 days, the survivors were rescued on
May 19, 1986, by the crew of the M/V TORO, a Norwegian tanker, who notified the Coast
Guard of the accident.

The safety issue in this accident investigation dealt with the operation of historie
sailing vessels where authenticity seemed to be the guiding factor in the design. Other
safety issues taken into consideration include:

1. Survivability of replicas of historic sailing vessels.
2. Enhanced safety measures aboard uninspected vessels.

3. Adequacy of inflatable liferaft servieing.

4. Stowage of life preservers and Emergency Position Indicating
Radio Beacons (EPIRB).

5. Weather forecasts.
6. Communications schedule.
7. Future design of historic vessels.
Recommendations concerning these issues were made to the U.S. Coast Guard, to
the manufacturer of the liferafts carried aboard the PRIDE OF BALTIMORE, to the

Society of Professional Sailing Ship Masters, to the Pride of Baltimore, Inc., and to the
National Weather Service.
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The National Transportation Safety Board determines that the probable cause of the
capsizing and sinking of the PRIDE OF BALTIMORE was the sudden onset of high veloecity
wind that exceeded the limits of the vessel's stability causing the vessel to heel until
downflooding occurred. Contributing to the extensive downflooding was the lack of
watertight bulkheads in the hull. Contributing to the loss of life was the inability of the
crew to retrieve life preservers from their stowage below deck and the malfunction of the
vessel's liferafts.
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NATIONAL TRANSPORTATION SAFETY BOARD
WASHINGTON, D.C. 20594

MARINE ACCIDENT REPORT

Adopted: January 21, 1987

CAPSIZING AND SINKING OF THE
U.S. SAILING VESSEL PRIDE OF BALTIMORE
IN THE ATLANTIC OCEAN, MAY 14, 1986

INTRODUCTION

This accident was investigated jointly by the National Transportation Safety Board
and the U.S. Coast Guard. Public hearings were held in Baltimore, Maryland, from May 22
to May 30, 1986. This report is based on the factual information developed by the
investigation and analyses made by the Safety Board. The Safety Board has considered all
the facts that are pertinent to the Safety Board's statutory responsibility to determine the
cause or probable cause of the accident and to make safety recommendations. The Safety
Board's analyses and recommendations are made independently of the Coast Guard.

INVESTIGATION
The Accident

On May 11, 1986, the PRIDE OF BALTIMORE (PRIDE) a topsail schooner, built as a
replica of an 1800 Baltimore Clipper ship (see figure 1) departed St. John, U.S. Virgin
Islands, bound for the Chesapeake Bay, Maryland. The vessel was on the last leg of a
transatlantic voyage that started in Malaga, Spain. The PRIDE with its crew of 12,
departed the anchorage at St. John about 1100 1/ and motored clear of the harbor. The
departure was delayed due to rain squalls which had frequented the area throughout the
morning. As the vessel cleared the anchorage and headed for sea, the anchors and a rigid
hulled inflatable rescue boat (RHINO) 2/ were lashed securely on deck. By the time the
PRIDE had cleared St. John, the sails were set and the engine shut down. At that time,
the foretopsail and four lower sails (jib, staysail, foresail, and mainsail) were set. (See
figure 2.) A course was set for the Chesapeake Bay entrance in an easterly breeze which
gave the PRIDE a speed of about 8 knots.

Sea watches were set for the crew and they settled down to a normal "at sea”
routine. Of the 12 persons aboard, only the master and the cook did not stand a watch.
The master was always on duty and was subject to call at any time of the day or night.
The cook worked to a schedule that provided three meals daily for all hands. The
remaining 10 crewmembers were divided into three watches. The first mate's watch
consisted of the first mate, the carpenter, and two deckhands while the other two watches
had three persons each. The engineer was on the second mate's watch with a deckhand
and the bos'n had two deckhands on her watch. During sail handling exercises when all
hands were called out, the master usually took the helm.

1/ All times herein are eastern daylight time based on a 24-hour clock.
2/ The inflatable boat mentioned herein was called RHINO by the crew.


























































































































































































