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(70) RHIB Report of 12 Feb 14
(71) Kingfisher WRN-6 GPS pcosition record of 12 Feb 14,
NA23 thronah 1051
{72} . of 12 Feb 14
(73) [ 2-mail of 21 Feb 12
(74 Navigation assessment Qualification of 20 May 13
{7/5) Crew Certification Report of 25 Apr 13
(76) AN/PSN-12 DAGR Figure of Merit Table
{(77) AN/WRN-6 Figure of Merit Table
{78) Entering Port/Restricted Waters Checklist of 12 Feb
14
{79) Navigation Brief Muster Sheet of 11 Feb 14
{80) Chartlet with RHIB soundings plotted by
{81) Chartlet with RHIB soundings plotted by
{82) USS TAYLOR (FFG 50) Draft Report of 12 bep 1a
} USS TAYLOR (FFG 50) Draft Report of 17 Feb 14
) TAYLORINST 3530.4L (Navigation Bill)
{85) Night Orders of 11-12 Feb 14
} Nebeltec screen capture with AIS tracks displayed
) Fix/Position Reconstruction, USS TAYLOR (FFG 50) for
12 Feb 14
(88) USS TAYLOR (FFG 50) Chart (Cagliari, Italy)
(89} USS TAYLOR (FFG 50) Chart (Funchal, Portugal)
(90) USS TAYLOR (FFG 50} Chart Preparation Checklist
{91) EOD MU8 25 foot Sounding Positions, Samsun, Turkey of
15 Feb 14
{92) National Geospatial-Intelligence Agency, Using
Nautical Charts with Global Position System, accesses
on 28 Feb 14 {(http://dnc.nga.mil)

Preliminary Statement

1. As directed by enclosure {1}, per reference (a}), I conducted
a command investigation to inquire into the facts and
circumstances surrounding a potential grounding of the USS
TAYLOR (FFG 592} in vicinity of Samsun, Turkey con 12 February
2014.

2. from CTF 65 was appcinted to assist me
and -, from CNE-CNA-C6F provided legal
advice to me during this investigation. Upon my appointment,
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and I travelled to Samsun, Turkey on 13 February
2014 to conduct interviews and gather evidence for this
investigation. We interviewed 32 members of the crew including
the Commanding Officer and Executive Cfficer. We were not able
to interview the Turkish pilot.

3. No difficulties of a substantial nature were encountered
during the course cf this investigation. All witnesses were
available onboard the ship. Most of the interviews were
conducted, and the documentary evidence collected, during my
visit to the ship in Samsun, Turkey from 13 - 16 February 2014.

4. The initial reports regarding the incident indicated USS
TAYLOR (FFG 50) may have hit an uncharted submerged object well
within safe waters in the channel. Thus, I asked all members of
the crew to submit written statements prior to interviews.
However, after collecting all of the written statements, and
after recreating the ship’'s plot bkased on position logs, I
started to question the initial reports. At this peoint, the
evidence started to indicate the ship actually hit the sea
floor, possibly outside charted safe waters. Thus, I began to
reasonably suspect that members of the c¢rew may have been
derelict 1in their duties during the approach to port. From that
point forward, T read each crewmember their Article 31b rights
prior to the interviews. This included the Commanding Officer,
Executive Officer, Navigator and Assistant Navigator. All
crewmembers acknowledged their rights and chose to make
statements. All crewmembers fully cooperated throughout the
investigation both during interviews and while collecting
evidence.

5. During the transit into Samsun harbor, the ship used DAGR GPS
to navigate, but AN/WRN-6 and Furuno RADAR GPS units also
electrcnically recorded data. and I used data from
all three logs to reconstruct the ship’s positions leading up to
the grounding. The pesitions are plotted by us on enclosure

(87, .

&. Following the 1ncident, the Commanding Officer arranged for
Turkish divers to assess potential damage to the ship within a
few hours of the incident. They discovered a bent propeller
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blade and lube o0il leaking from the propeller hub. Thereafter,
Commander, U.S., SIXTH Fleet, sent EOD Mobile Unit 8 (EOD MUSB)
divers to further assess the USS TAYLOR [(FFG 50} for potential
damage. The dive fteam arrived con 13 February 2014, at the same
Eime as and me. Their assessment of damage
included three bent blades and an ¢ ring protruding visibly from
the hub. Imspection of the hub following removal of the blades
revealed damage to the hub, requiring a hub replacement as well
as blade replacement. A final assegssment of damages, as well as
a total cost for necessary repairs was not available at the
conclusion of my investigation.

7. As used 1in this report, unless otherwise annotated, the term
“the chait” refers to the large scale inset of Samsun harbor on
NGA chart 55161 27" edition, Black Sea, Turkey, Samsun and
Approaches. The breakwater labelled on the chart as “Kuzey
Mendirek” 1is referred teo in my report as the north jetty. The
breakwater labeled as “Dogu Mendirek” is referred to as the
scuth jetty. To provide a sense of scale and plotting accuracy,
1/16 of an inch is approximately 22 vyards based on the scale of
the cnart. All azimuths, headings, courses, and bearings
described in this report are in relation to true neorth.

Finally, all times are local to Samsun, Turkey, which is ZULU
plus two.

Findings of Fact

Background

1. USss TAYLOR (FFG 50) was conducting operations in the Elack
Sea during early to mid February 2014. (Encl (2}]

2. The ship prepared to make port in Samsun, Turkey on 12
February 2014 to take onboard fuel and provisions. [Encl {(4)]

3. - - i1s the Commanding Officer onboard USS
TAYLOR rrw suj. fe reported aboard 01 April 201l as Executive

Jfficer and assumed command orn 15 November 2012. [Encls (5),
(8).
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10. All required members of the Sea and Anchor detail signed the
muster sheet indicating they attended the brief. [Encl (79}]

11. According to the Navigation Brief, the USS TAYLOR (FFG 50}
was scheduled to moor port-side-to along the Industrial Quay on
the morning of 12 Pebruary 2014. [Encl (&6)]

12. The navigation track prior to entering the harbor contained
two legs. The first was a south westerly leg toward the port
area. [Encls (66)-{68}]

13. The second was a westerly leg that entered restricted waters
before running between a northern jetty and a southern jetty.
The chart preparation team plotted the second leg to run on
course 288 approximately parallel to the north jetty, which runs
on a bearing of 290. [Encls (66)-(68)]

14. The Surface Ship Navigation Department Organization and
Regulations Manual (NAVDORM) defines restricted waters as “any
position within two nautical miles (2nm) of ... waters less
than the ship’s Navi ition Draft/Safety Depth.” [Ref (c}]

15. After passing through the two jetties, the track entered the
harbor and turned to the left toc reach the Industrial Quay where
the ship planned to moor. [Encls (66)-(68)]

16. There is no visual navigation range that an incoming ship
could use to determine if it is right or left of track entering
Samsun harbor. (Encls (67), (68})]

17. The navigation light on “NAVAID R-3” is prominently visible
from the entrance of the harbor. The chart preparatiocn team did
not designate the light as a visual NAVAID and did not use it to
rake visual bearings. [Encls {3}, (66}-{68)]

18. In preparing the navigation chart, the ship marked a ten
meter contour line around the north and south jetties as the
limit of the ship’s safe navigable waters. This ten meter
contour line constituted the “danger contour” designated by the
ship per the NAVDORM. [Encls (&7}, {(68}]; [Ref (c}]
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19. The 288 leg of the track was plotted so that the closest
point of approach (CPA) to the danger contour to the north was
approximately 90 yards. The CPA of the danger contour to the
south was approximately 60 yards. ([Encls (67), (68))]

20. The navigation brief included a note that the channel was as
narrow as 200 yards, but did not mention the CPAs to the left or
right of track. [Encls (42}, {43), (66}]

21. The NAVDORM requires restricted water charts toc be
"annotated for shoal water, points of hazards, or dangers;
including overhead obstructions, with danger bearings or danger
ranges for hazards that are not identified by a navigation aid.”
[Ref {c)]

22. The end of the north jetty and the end of the south jetty
are identified by lights which are navigation aids (NAVAIDs).
However, there is no buoy line marking the ten meter depth
contour around the north and south jetties. [Encls (67}, (68))]

23. The ship did not plot any danger bearings or danger ranges
on the chart for the approach into Samsun harbor. [Encls (67},
(68)]

24. The ship did not annotate any minimum sounding changes on
the chart. This is included in the Piloting Preparations
checklist from the NAVDORM, but not in the chart requirements
section. [Encls (67), {(68)]; [Ref (c}]

25. The decision not to use danger bearings, danger ranges, oOr
minimum soundings for the transit into Samsun harbor is
consistent with the ship’s previous practice based on a review
of the ship’s charts for entrance in to Cagliari, Sardinia and
Funchal, Portugal. Specifically, no danger bearings are plotted
on those charts although unmarked hazards to navigation in the
vicinity of the ship’s track exist. In addition, no minimum
soundings are annotated on those charts. [(Encls (88}, (89)]

26. There are no stations in the Samsun, Turkey area that could
provide tide or current predictions. The navigation team
requested the ship‘’s husbanding agent to provide input from the
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port captain regarding tides and currents. The husbanding agent
regponded directly stating that tidal range and currents were
minimal inside the harbor. [Encls {13), (50), {(54}]

27. The navigation team did not request assistance from U.S.
SIXTH Fleet meteorclogy cell to predict tides and currents. Had
they asked, the meteorclogy cell would not have had any further
information to provide. [Encls (13}, (54}]

28. The weather report indicated 10-knot winds would come from
the scuth during the transit. [Encls (7)), {(66)]

29. At the Navigation Brief, the CIC navigation RADAR operator
briefed that the AN/SPS-55 surface search RADAR was not working
properly and could not transmit in short pulse. He briefed that
this would result in degraded radar fixes. [Encls (8), (10},
{19}, (25}, (34}, {(35}]

30. It was decided at the navigation brief that the CIC would
attempt to take RADAR fixes during Sea and Anchor detail the
following day using AN/SPS-55 long pulse. Further, it was
decided that if the long pulse could not provide accurate fixes,
CIC would attempt fixes with the MK-92 RADAR. Finally, it was
decided that if neither the AN/SPS-55 nor MK-92 RADARs cculd
provide accurate fixes, then the CIC would use GPS fixes only.
[Encls (S5}, (7)., (8}, (10}, (11), (34)})]

31. During the actual appreoach into Samsun harbor, CIC attempted
to get fixes using the AN/SPS-55 and MK-92 RADARs, but could not

get accurate fixes. The ranges toc designated NAVAIDS were not
logged. Further, the inability to get accurate RADAR fixes was
not reported to the Bridge. [Encls (5), {(13), (35), (62}]

32. The CIC only used GPS position for fixes. [Encls (35},
(631]

33. The ship’s Navigation Bill states that the primary fix
source for CIC should be GPS. However, the Navigation Bill and
the NAVDORM require both the Bridge and CIC to alsc obtain a
visual and’/or RADAR fix every third fix while in restricted
waters. {Encl (84)]; [Ref (c)]
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34, Neither the Bridge nor the CIC navigatioh teams obtained
visual or RADAR fixes every third fix. [Encls (62), (63), {67},
{68, ]

3% . The Assistant Navigator was unaware that the navigation
teams were not taking visual fixes, and believed that knowing
what type of fixes were being taken was not his responsibility.
[Encl {23}]

36. There was no discussion at the navigation brief of whether
set and drift might require the ship to alter course, creating a
“crab angle” nor how that would affect the stern of the ship’s
proximity to shoal water. [Encls (3), [66)]

37. The ship had no plan to bias to ¢one side or the other o©f the
track, and did not discuss the limit of how far to the right or
left track they would allow before taking specific corrective
action. [Encls (3), (13), (66)]

38. All required chart corrections, including Notice to Mariner
{(NOTMAR) corrections. were plotted and recorded caorrectly.
[Enzls (67)-{69)]

39. served as the Navigation Plotter during the Sea
1d anchor detcail into Samsun barhor an 17 February 2014, the
Investigating Cfficer observed gorrectly setup the

Parallel Motion Protractor (PMP) for the chart used during the
apprcach to Samsun harbor, including correctly accounting for a
0.4° east gyro error. [Enclg (3), (41))

10 A~ 17 February 2014, the Investigating Qfficer observed -

I correctly demonstrate how to compute gyro error by
azunuien to the sun, including sighting and use of the Stella
program. [Enncl (3}]

41. The ship does not use the Piloting Preparations sample
checklist from the NAVDORM. However, most actions in the
NAVDORM checklist were accomplished. Items from the NAVDORM
piloting preparation checklist not completed were:

1¢
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a. The ship did not label sounding tripwires.
b. The ship did not label waypoints for input intc GPS
units.
[Encls (23), (67}, (68), (90})]; [Ref {(c}]

42, There exists no navigation requirement on the ship to enter
track peoints in GPS units. The ship did enter the track into
the Furuno RADAR and the AN/SSN-6 Navigation Sensor System
Interface (NAVSSI) systems. [Encl (23}]

43 . The Ship does use a “Harbor Ready Charts” checklist and an
“Entering Port/Restricted Waters” checklist. The first
checklist deals strictly with chart preparation. The second
checklist deals mostly with engineering and ship's husbandry.
The ship does not retain Harbor Ready Charts checklists, and the
one used for Samsun was not available to the Investigating
Officer. [Encls {23}, (78), (84), (90)]

44. The specific navigation items on the “Entering
Port,/Restricted Waters” checklist are:

a. Check Navigation Egquipment
b. Calibrate the Digital Flux Gate Magnetic Compass
c. Ensure Pilot card on station

[Encl (78))

45. All chart preparation requirements listed in section 3-4 of
the NAVDORM were completed with exception of danger bearings and
danger ranges for unmarked navigation hazards. [Encls (&7},
{(68)); [Ref (c}]

46. The ship’'s Harbor Ready Charts checklist includes a

signature block for danger bearings and danger ranges. [Encl
{78}

Material Conditions onboard USS TAYLOR (FFG 50) at the Time of
Sea and Anchor Detail into Samsun Harbor

47. The ship was equipped with twc types of military grade
Global P¢ itioning Units (GPS): an AN/WRN-6 GPS unit (WRN-6) and
two AN/PSN-13 DAGR (DAGR) GPS units. [Encls (13}, (84)]
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48. The Commanding Officer, Officer of the Deck, Junior Officer
of the Deck, and Conning Officer did not use a handheld GPS unit
to monitor the ship’s position during the transit. [Encls (5),
{143, (15), (18)]

49. The DAGR GPS units on the Bridge and in CIC were each
plugged into their own external antenna and power supply for the
Bridge and CIC navigation plotters to use. These were
considered independent fix sources by the ship. [Encl (13}]

50. The ship has a Nobletec electronic navigation program that
uses GPS inputs from the Furuno GPS receiver. The ship is not
certified for electronic navigation, and uses the Nobeltec as a
situational awareness tool. Of note, the Ncbeltec does not
display the electronic chart for the Samsun port. {Encls (3},
(2321, (861]

51. The Bridge recorded DAGR GPS logs to the nearest second of
arc. ©One second of arc is 33 yards. The CIC recorded DAGR GPS
logs to the nearest .01 minutes cof arc which equals 20 vyards.
[Encls (61}, (63)]

52. The Furunc GPS data was recorded by the Nobeltec program to
the nearest .00l minute of arc, which is 2 yards. (Encls (3,
(4), (86)]

53. The Nobletec program recorded GPS positions during the Sea
and Anchor transit continuously. [Encls (4}, (86)]

54. Throughout the entire Sea and Anchor transit into Samsun
harbor, the DAGR GPS unit maintained a Figure of Merit (FOM) 1,
meaning fixes from these units were accurate to within 27 yards.
[Encls (61}, (76)]

55. The NAVDCRM reqguires GPS units to maintain FOM 1 or FOM 2
when piloting within restricted waters. [Ref {c}]

56. The WRN-6 GPS logs were captured at three minute intervals
during the entire portion of the Sea and Anchor transit during

12
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which the ship was within two nautical miles of shcal water.
(Encl (71)]

57. Because a fix from a FOM 1 GPS unit could be off by up to 27
vards, a ship could be in shoal water even if the GPS fix is
plotted in safe navigable waters. [Encl (76}]

58. The NAVSSI system and the Furuno RADAR provided a graphic
representation of the ship’s position relative to the track, but
nc direct measure of the distance from track. The Furuno RADAR
does not automatically provide a distance between the ship and
the track, but range rings were displayed to provide a rough
measure. [Encls (3}, (4), (5), (23)]

59. Neither the Furunc RADAR operator nor the NAVSSI operator
called out the ship’s distances from track during the transit.
{Encls (42}, (43}, (44)]

60. The ship had other GPS units capable of providing the
specific distance between the ship’s position and the track, but
the ship did not use this capability. [Encls (3}, (13}]

£1. The watch bill signed by the Executive Officer and approved
by the Commanding Officer had nc department heads in critical
navigation positions, even though entering an unfamiliar port.
[Encl (41)]

62. The ship has three line officer department heads on board -
the Operations Officer, the Chief Engineer, and Combat Systems
Officer (CSO}. The CS50 was on watch as the Tactical Action
Qfficer (TAO}. Per the ship’'s Navigation Bill, the TAO has no
navigation respconsibilities. The Operations Officer was
assigned by the Executive Officer to roam the ship to provide
general back-up on all matters. The CHENG was assigned as the
Plant Contreol Officer, but was 1ill that morning. [Encls (9},
(41), (42}, (84)]
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Environmental Conditions and Timeline of Events for Sea and
Anchor Transit into Samsun Harbor

63. The Officer of the Deck stationed the Sea and Anchor Detail
at 0615 on 12 February 2014. [Encls (2}, (5}, (7), (8), (13},
1181 - (20 ]

5i. Sunrise was at 0634, and visibility was unlimited. [Encls
{2y, (15}]

65. 8Seas were calm during the Sea and Anchor transit. [Encl
(13} ]

66. The contact picture was light and did not distract from ship
navigation. [Encls (13), (19}, (20}, 86)]

67. The ship’'s draft on 12 February 2014 was recorded as 24 feet
8 inches. [Encl (82}1]

68. The ship entered restricted waters at about 0700. [Encl
{61)]

69. The NAVDORM requires ships to determine set and drift once on
each leg less than 1,500 yards and every third fix for legs
greater than 1,500 yards during transits through restricted
waters. Set and drift i1s a measure of the effect of wind and
current on the ship, described in terms of direction and speed.
[Ref (c)]

70, CIC logged only one set and drift during the Sea and Anchor
transit, logging set and drift toward 230 at 2.3 knots at 0630,
prior to the ship entering restricted waters. [Encl (62)]

71. Approximately 3-5 nautical miles from the harbor, the Bridge
and CIC plotted several GPS fixes that did not correlate. In
one case, the Bridge plotted the ship 1,200 vyards left of track
and CIC plotted the ship 200 yards left of track. The Assistant
Navigator went to CIC and discovered that CIC was calculating
distance to track incorrectly. The Assistant Navigator
corrected the calculation discrepancy. [Encls (13}, (25}, (33},
{(36), (37)]

14



Subj: COMMAND INVESTIGATION INTO THE FACTS AND CIRCUMSTANCES
SURROUNDING THE USS TAYLOR’S (FFG 50) POSSIBLE GROUNDING
IN VICINITY OF (IVO} SAMSUN, TURKEY

72. The Bridge Navigation Plotter stated he determined set and
drift 15-20 times during the transit, but the deck log contained
no set and drift entries after 0205. [Encls (2}, (49)]

73. The ship’s Navigaticn Bill requires all set and drift
determinations to be recorded in the Deck Log while in
restricted waters. [Encl {(84)]

74. The Bridge shifted from the Chart 55161 small scale inset to
the Chart 55161 large scale inset at 0712. [Encl (61}]

75. The ship changed course incrementally from 0713 until the
grounding between headings of 292 and 281. [Encls {(2), (13})]

76. Both the CIC and Bridge navigation teams stated they were
aware they were being set to the north, which pushed the ship
right of track. However, set and drift was not determined
because of the incremental changes. ([Encls (2), (5}, (7}, (13},
(14}, {(18), (33), (36}, (38)]

77. The Auxiliary Power Units (APUs} were lowered as planned at
0715. [Encls (2}, {(20}]

78. The DAGR GPS positilion for time 0715 showed the ship left of
track. This fix was plotted by both the CIC and Bridge
navigation teams on their charts. [Encls (61), (&3), (&7),
{68)]

79. The APUs were trained to 240 relative at 0716 in preparation
for the upcoming turn to the left. [Encl (21

80. The DAGR GPS position for time 0718 showed the ship on
track. This fix was correctly plotted by the Bridge navigation
team on their chart. The CIC plotted this fix in an incorrect
position approximately 220 yards south of the actual position.
This was the last GPS fix plotted pricr toc the grounding. [Encls
(52y, (61}, 63), (7)), (68)]

81. The fact that the CIC incorrectly plotted the 0718 fix was
not detected until this investigation commenced. [Encls (52)]

15
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B2. The Turkish Pilot boarded USS TAYLOR (FFG 50) at 0720 via
pilot boat and arrived on the bridge at 0721. The Pilot did not

bring a handheld GPS. [Encls (2, {5), {7y, {(8), {(10), (13),
{147, (20}, (37}]
83. briefed the Pilot on ship’s characteristics

including dralt, length, single controllable pitch propeller,
starboard stern walk, two APUs, and ground tackle make up using
the Pilot card. [Encls (5}, (77, (13), (20},]

8<. At the time of the Commanding Officer’s brief to the Pilot,
the ship was approximately 590 yards from the north jetty and
approximately 440 yards from the nearest shoal water to the east
of the north jetty. {Encls (67}, (68)]

85. A reconstruction of the DAGR GPS position for time 0721
shows the ship 30 yards right of track. Neither the CIC nor
Bridge navigation teams plotted this fix. [Encls {61), (63},
(67), 168), (87)]

86. At some point after 0721, the Conning Officer directed the

us of the laser range finder to determine the distance from the
chip to the north jetty. This was not briefed as part of the
Navigation Brief. [Encls (15}, (18}, (66)]

87. A reconstruction of the DAGR GPS position for time 0724
shows the ship 60 yards right of track. The Bridge navigation
team neither recorded nor plotted the time 0724 DAGR GPS
position. [Encls {61}, i63), (67}, (68), (87)]

88. The CIC Plotter claims to have plotted a GPS fix at 0724,
immediately before the ship shuddered. The CIC chart has an
unlabeled fix in the vicinity of the actual 0724 position.
[Encls (48), (68)]

89. The ship did not correctly plot any fixes between 0718 and
0725 {the time of the grounding). Instead, sometime between
0718 and €721, the ship started using “constants,” or plotting
only continuous lines of position [(LOR) from NAVAID V-1 to mark
the turn point. [Encls {35}, (36), (37), (39}, (51}, {52)]

16



Subj: COMMAND INVESTIGATION INTO THE FACTS AND CIRCUMSTANCES
SURROUNDING THE USS TAYLQOR’S (FFG 50) POSSIBLE GROUNDING
IN VICINITY OF (IVQO} SAMSUN, TURKEY

90. The Bridge and CIC navigation teams stated that after
entering “constants,” plotting LOPs takes precedence over
plotting fixes. [Encl (43)-(49), (51}, (52}]

91. Most members of the navigation teams stated they were taught
at “RADNAV” in Mayport, Florida or the Surface Navigator’s
Course in Newport, Rhode Island to stop taking GPS fixes after
entering “constants” 1,000 yards before a turn. [Encls (43)-
(49))

92. The CICWO and CIC Plotter stated that plotting GPS fixes
after entering “constants” was good practice, but not reguired.
[Encls (45), (48}]

93. Initial feedback to the Assistant Investigating Officer from
the Center for Surface Combat Systems’ Senior QM Refresher
course and RADAR Navigation (RADNAV) Team Trainer course, as
well as the Surface Warfare Officer School’'s Surface Navigator
course, indicate that all three schools teach students to start
taking constant bearings at 1,000 yards if the ship is traveling
at ten knots, but that navigation teams must evaluate whether a

slower speed would make waiting longer more prudent. The
schools teach that fix intervals are “inviolable.” [Encls ({55} -
{571]

94. At 0721, the ship was traveling at six knots. [Encl {2}]

95. The NAVDORM and the ship’s Navigation Bill requires no
greater than three minute fix intervals while in restricted
waters. [Encl (84)]; [rRef {(c}]

96. The ship went at least six minutes without plotting a fix.
[Encls (2}, (81}, (63}, (87), (68)}]

97. At some time between 0721 and 0725 after the brief on ship’'s
characteristics from the Commanding Officer, the Pilot
recommended coming right to course 290. The Pilot never lcoked
at the ship’s position relative to a chart prior to recommending
this course. [Encls (5}, (7), (13)]
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98. The Navigator and Conning Officer non-concurred with the
Pilot’'s recommendation because of the ship’s position to the
right of track. [Encls (5), (13}, (18)]

99. Instead of following the Pilot’s recommendation, the ship
continued to incrementally change heading to 281 to attempt to
make course 288 good over ground, [Encls (5}, (7)., (13), {(18)]

100. The ship’s stern grounded at 0725. The ship’s propeller
impacted with sufficient force to stop the shaft. [Encls (21),
(64}, (65)]

101. USS TAYLOR (FFG 50) has a contrcllable pitch propeller,
meaning the shaft continues to rotate even when the engi—-s are
running with zero ahead or astern propulsion ordered. In such a
case, the angle of the propeller blades is set to provide no
thrust. The shaft stopping while the engines are running is a
casualty condition. [Encl (60)]

102. At the time of impact, the ship’s ordered course was 281.
(Encls (2), (13), (14}, (25}, (37)]

103. At the time of impact, the ship’s “crab angle” was 7
degrees to port, meaning the stern of the ship was further to
starboard than the bew. This “crab angle” put the stern
approximately 10 yards closer to shoal water to the north.
[Encls (2}, (87}]

104. The Pilot believed the ship was in good water even though
the ship had impacted something. [Encls (5}, (7}, {(18), {(29)]

105. The Bridge team did not suspect they had grounded. [Encls
{5), {13}, (14}, (22)]

106. They also believed the ship was in go~1 water t the time.
[Encls (5), {13}, (14), (22}, (30), (39)]

107. There was some confusion as to whether the shaft had

stopped because of an engineering casualty or a foul 1
propeller. [Encls (5), (18), {(22)]
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108. The reconstructed DAGR GPS position at time 0725 has the
ship twenty yards south of the ten meter danger contour. As
stated above, this fix is recorded to the nearest integer second
of arc. [Encls (&l}, {(87}]

109. The reconstructed Furuno GPS position at the time of the
grounding has the ship on the ten meter danger contour. [(Encls
(87)]

110. The Junior Officer of the Deck reported that the range to
the north jetty prior to impact was 140 yards by laser range
finder. He did not estimate how long before impact this
occurred. [Encls (14}, (15}, (18)]

111. The reconstructed range from the 0725 DAGR GPS position to
the north jetty was 115 yards. [Encl (87)]

112. Within 2 minutes of the impact, the Command Master Chief
directed a manual sounding. The sounding tape yead thirty seven
feet from the stern step starboard lifelines to the sea floor.
The Command Master Chief stated he informed the Commanding
Officer of the thirty seven foot sounding. [Encl (8)]

113. Based on the known height of the stern step on the day of
the incident, the ship’s starboard quarter was in 20 feet of
water, which was 4 feet 9 inches shallower than the maximum
draft of the ship. [Encl (4)]

114. The ship stopped making headway after the grounding, and
the bow began to drift to the north. [Encls {14), (15), (22}]

115. & reconstruction of the DAGR GPS fix at 0727 shows the sghip
inside the ten meter danger contour south of the north jetty.
[Encl (87}%]

116. A series of APU orders were given to attempt to back the
ship, as well as to keep the bow of the ship from rotating
further into shcal water. [Encls (7)), (18), (20}, {(22}]

117. At 0728 the ship’s fathometer lost tracking. [Encl (37)]
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118. The Commanding Officer did not assume the Conn, but he
directed the OOD to take the actions listed in Findings of Fact
120-131 below. [Encls (2), (5), {14}]

119. At 0731 the JOOD ordered the two Gas Turbine Engines {GTE)
1A and 1B to be shut down and the shaft brake engaged based on
his understanding cof the Commanding Officer’s orders. [Encls
{14), (15}, (64)]

120. The Commanding Officer subsequently ordered GTE 1A and 1B
restarted. &t 0733 GTE 1A was restarted. [Encls (14), (15),
126) ]

121. A& "shaft not rolling” report was made to the Bridge along
with the recommendation to secure GTEs within 14 minutes to
prevent engine damage. At 0734 the Commanding OCfficer ordered
GTE 1A and 1B shut down. [Encls (2}, (26}]

122. The Commanding OCfficer coordinated with the Pilct to make
up the tugs so that the ship could be pulled back out of the
approach to the harbor. The aft tug was made up to the ship at
0732. The forward tug was made up at 0734. [Encls (2}, (5},
(7)., (14), (15}, (28}, (28}]

123. The RADAR Operator/TACON watch reported the ship’s closest
point of approach to the north jetty was 70 yards during the
time the ship was without headway. I[Encl (19}]

124. AL 0737 GTE 1A and 1B were ordered restarted. [Encls {2},
(26)]

125. At 0738 GTE 1B was started, but the shaft still 4did not
rotate. [Encls (26}, (64}]

126. At 0740 the shaft began rotating indicating the ship was no
longer aground. In guick succession, engine back 2/3 was
ordered, right 35 degree rudder was crdered, engine back 1/3 was
ordered, and All Stop was ordered. [Encls {2}, (7}, (26), {(64)]

7. The ship was aground for 15 minutes from 0725 to 0740.
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128. In gquick successicn at 0742, left 35 degree rudder was
ordered, engine ahead 1/3 for 2 knots was ordered, and GTE 1A
was reported online. ([Encls (2}, {64)]

129. At 0748 the fore and aft tugs cast off from the ship.
[Encl (2}]

130. At 0755 the ship steadied on course 080 away from the
approach to the harbor. [Encl (2}]

131. At 0801, the Commanding Officer ordered the RHIB lowered
into the water to take soundings at the harbor entrance. He did
this in order to verify whether the channel was safe to transit.
[Encls (21, (5), (8), (11)-(14)]

132. The RHIB used sounding tape to determine depths. The
RHIB's fathometer was ocut of commission. The RHIB reported
normal soundings along the original intended track, with deeper
soundings south of the track. This report correlates with the
chart. [Encls (S}, (7}, (8}, (12}, (14}, {67}, (80}, (81)]

133. At 0805, the EQOW logged abnormal noise coming from the
shaft. The Chief Engineer informed the Executive QOfficer of the
strange sound, and that all other conditions appeared normal.
The Executive Officer stated that Engineering reported all
conditions normal and that the abnormal noise was not reported
unti1l just before the ship apprcached pierside. The abnormal
noise was not reported to Commanding Officer until the ship was
plerside. [Encls (5Y, (73, (9), (26}, (42), (64)]

134. The Commanding Officer did not determine exactly what
happened prior to deciding to reenter the harbor. Specifically,
there was no brief to the Bridge team as to the cause of the
incident prior to reentering the harbor. [Encls {5}, (7), {14),
(18} 1]

135. The Commanding Officer did gather the X0, CMC, Navigator,
Assistant Navigator, Conning Officer, and 00D to discuss a
second approach through the harbor. [Encls {5}, (7}, (8}, (13},
(14), (18), (22)]
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136. The 0O0OD described the gathering as a quick “shoot from the
hip” gathering of key navigation personnel to decide on a plan
everyone felt comfortable with to reenter the channel. [Encl
(43)]

137. Neither the Chief Engineer nor the Plant Control Qfficer
was consulted as part of the discussion. They were in the
Central Control Station (CCS} further asgessing the situation.
[Encls (5}, {9}, (42}-(44)]

138. At that point, the Executive Officer was not tracking any
issues or damages to the engineering plant. He said the
throttle was tested and the shafted was responding
appropriately, so he believed the Commanding Officer had all
engineering reports necessary to make a decision about
reentering the channel. [Encls (42)-(44)]

13%. The Commanding Officer asked if anyone had concerns, and if
all were comfortable with a second approach. The Agsistant
Navigatc initially voiced concern about the condition of the
propeller and not knowing what caused the incident. [Encls (5},
(7). (8), (14), (18), (22)]

140. The Commanding Cfficer decided on a second approach, using
a track more to the south of the original track. The new track
was plotted on both the Bridge and CIC charts. [Encls (5), (7),
(8), (13), (67), (68)]

141. The Commanding Officer ordered the RHIB to take soundings
ahead of the ship throughout the second transit. [Encls {5),
(7), (8), (14}, {(18)]

142. The Commanding Officer ordered the ship to attempt a second
approach into Samsun harbor, passing the jetty at 0856. [Encls
(5), (67)]

143. The ship passed approximately 60 yards south of t
grounding point during the second att apt. [Encl (86}]
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144. The ship transited through the harbor without further
incident and moored at 0917. [Encl (2}]

145. After arriving pierside, the EOOW logged a loss of 23.6
gallons of hydraulic oil from the Controllable Pitch Propeller
{CPP} hydraulic oil sump. [Encl (64)]

146 . After mooring, the Commanding Officer and the Chief
Engineer heard the abnormal noise from the shaft. [Encls (5),
(93]

147. Shortly after mooring, the Commanding Officer coordinated
with Turkish divers to assess the condition of the propeller.
The divers reported a slightly bent propeller blade, along with
0il leaking from the hub. This correlated with the known oil
leak from the CPP system. [Encls (S}, (64)]

148. BAfter hearing the abnormal noise in the shaft, receiving
the report of a slightly bent propeller blade, and receiving a
report of hydraulic oil leak from the divers, the Commanding
Officer recommended to Commander, CTF 65 that he refuel and
return to sea. [Encl (4}]

149. At approximately 1009, the Commanding Officer reported to
Commander, CTF 65 that he believed the ship was centered in the
channel at the time of the incident. His report did not mention
that he required tugs to clear the channel, nor that he was
stopped in the channel for 15 minutes. His report makes no
mention of the possibility of grounding. [Encl (72)]

150. On 13 February 2014, the Commanding Officer told the
Investigating Officer that he was “falir in the channel” at the
time of the grounding. [Encl (3))

151. In his 16 February 2014 statement, the Commanding Officer
stated that he believed the ship was 50 yards right of track
after the Pilot was on becard and prior to the ship’s grounding.
[Encl (5]
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Post Grounding Damage Assessment, Hydrographic Survey, and
Hydraulic Qil Cleanup

152. ©On 13 February 2014, Commander, U.S. SIXTH Fleet sent EOD
Mobile Unit 8 (EOD MUB) divers to further assess the USS TAYLCOR
(FFG 50} for potential damage. [Encl (3)]

153. The dive team assessment of damage included three bent
propeller blades and an O ring protruding visibly from the hub.
[(Bncl (3)]

154. The dive team also took soundings of the Samsun port in
vicinity of where USS TAYLOR (FFG 50) grounded. [Encls (73]},
(91) )

155. The dive team conducted a hydrographic survey and collected
14 soundings along a 25-foot contour to the south of the north
jetty. [Bnclgs (73), (91)]

i56. The dive team verified the positions by two independent
handheld GPS receivers. The dive team measured the depths by a
handheld depth sounder on the surface and analog depth gauges on
dive equipment. [Encls (73), (91)]

157. The survey data provided by the dive team shows that the
ten meter contour extends further south into the channel than
current chart reflects. [Encls (87}, (91)]

158. Shortly after arriving pierside, the USS TAYLOR (FFG 50)
worked with port authorities to place an oil boom around the
stern of the ship to contain any leaking oil. [Encl {32}]

159. The ship discovered that 2130 Lube 0il was leaking out of
the shaft due to damage to the hub assembly and 4D propeller
blade. [Encl (32)]

160. On 13 February 2014, the ship isolated the CPP Head Tank
and Sump and stopped the 21%0 Lube 0©il from flowing into the
shaft. Based on ship’s logs, approximately 322 gallons of 2190
Lube 01l was lost from the Tank and Sump. [Encl {32)]

24



Subj: COMMAND INVESTIGATION INTO THE FACTS AND CIRCUMSTANCES
SURROUNDING THE USS TAYLOR'S (FFG 50) POSSIBLE GROUNDING
IN VICINITY OF (IVO) SAMSUN, TURKEY

161. Not all of the 322 gallons leaked into the water. Some
still remains in the shaft, but the remaining amount will
continue to slowly leak into the water due to damage to the hub
assembly. [Encl (32)]

162. The leak has been contained within the ©0il boom. [Encl
(32} 1]

163. The ship began cleanup efforts immediately using absorbent
pads. Starting on 15 February 2014, port authorities toock over
cleanup efforts with the support of the ship. [Encl (32)]

Additiocnal Findings of Fact Regarding Navigational Procedures
Used During the Sea and Anchor Transit into Samsun Harbor:

164. Pursuant to the NAVDORM and the ship’s Navigation Bill, the
Executive Officer is responsible for direct supervision of the
Navigator and navigation team while in restricted waters unless
otherwise directed by the Commanding Officer. [Encl (84})]: [Ref
(c)]

165. The ship records visual LOPs to the nearest whole degree
even though half degree resolution is possible from the pelorus.
[Encl (3)]

1566. The total azimuthal separation of vigual NAVAIDs when the

ship first steadied on the approach course was 6 degrees. The
ship designated a NAVAID off the beam to the south, but never
took any bearings to it during the transit. [Encls {61}, (67),
(68)]

167. The ship tock bearings to NAVAIDs V-1, V-2, and V-3 but did
not use those bearings to plot any visual fixes while 1in
restricted waters. [Encls {61}, (&7}, (68}]

168. The ship took nc RADAR fixes while in restricted waters.
(Encls (35), (61), (63), (67), (68)]

165. The bearings taken to NAVAID V-3 do not correlate with the
ship’s position via GPS for any logged positions. Recorded
bearings to NAVAIDs V-1 and V-2 do correlate with logged GPS
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positions. PRe-plotting the logged bearings demonstrates the
ship was actually taking bearings to the ferry terminal. [Encls
(31, (49), (61), (87)]

170. HNo debrief of navigation watch standers occurred either
before reattempting to enter the harbor, or following mooring.
[Encls (5), (7), (8)]

171. The ship was unable to provide any written comments from
the navigation check ride conducted by their administrative
chain of command. They were able to provide the certification
message, but it only contains a statement of certification.
[Encls (4}, {(74), (75)]

172. The Asgsistant Navigator stated that all visual NAVAIDs were
verified during the Sea and Anchor detail. [Encl {(23)]

173. The Assistant Navigator did not feel the ship was standing
in danger in any way before the ship grounded. [Encl (22)]

17 . When asked by the Investigating Officer, the Navigator
correctly answered most technical gquestions regarding navigation
correctly. She did not understand chart accuracy.

Additionally, she stated that the Surface Navigator’s Course
taught her to go to constant lines of position 1,000 yards from
the turn. [Encls (3}, {(17), {(44)]

175. When asked by the Investigating Officer, the Assistant
Navigator:

a. Could not explain how a danger range works. When
asked, the Assistant Navigator stated that an
appropriate danger range would be approximately 2400
yvards from the end of the north jetty.

b. Could not explain how a danger bearing works.

c. Could explain the process by which chart reproduction
is validated through a known 6 inch line on the chart,
but could not explain what chart accuracy was and how

it varies with scale. Error for chart scale was 14
vards.
{Encls (3), (4}, (82)]
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176. A thorough review of the ship’s Bridge and CIC charts
revealed two identical errors on two presumably independently
prepared charts.

a. The turn bearing to V-3 was logged as 116R. The
correct turn bearing should have been 063R.
b. The turn range to R-4 was improperly labelled as 925
yvards. The correct range was 750 yards.
[Encls (67}, (68), (87)]

Opinions

1. Based on a recconstruction of the Nobeltec GPS positions, the
ship ran agrocund at the north jetty charted ten meter contour.
Based on a reconstructicn of the DAGR GPS positions, the ship
ran aground twenty yards to the south of the ten meter danger
contour. (FF (47), (50), (53}, (57), (100}, (108), {109)]

2. The Nobletec GPS track is recorded to a higher resolution than
the DAGR GPS track, and thug provides better resolution of the
ship’s position up to and during the grounding. The Nobeltec
data was recorded to nearest .001 minute, while the Bridge DAGR

was hand recorded only to the nearest one second of arc. The
ship ran aground at the charted ten meter contour at
approximately N 41 18.256, E 036 21.312. [FF {(51), (52), (57),
(1oQ), (109)]

3. Regardless of the precise locaticn of grounding, a prudent
mariner applying fix and chart error to hazards of navigation
and complying with the regquirements of the NAVDORM and the
ship’s Navigation Bill would not have run aground transiting

into Samsun harbor. [FF (17), {(20), (23), (31}, (36), (37},
(45), (51), (59}, (606), (75}, (85), (87), (89}, (90), (96),
{175)]

4. The ship’s position by GPS was never in doubt. Figure of
merit for all GPS fixes logged in the bearing book from 0425-
0700 is FCM 1. [FF {53}-(56}]

27



Subj: COMMAND INVESTIGATION INTO THE FACTS AND CIRCUMSTANCES
SURRQUNDING THE USS TAYLOR'S {(FFG 50) POSSIBLE GROUNDING
IN VICINITY OF (IVO) SAMSUN, TURKEY

5. The ship experienced a northerly set during the 288 approach
leg. It recognized this, but changed course only incrementally.
These incremental course changes precluded the ship from
precisely calculating set and drift. [FF (12}, (28), (75},

(76)]

6. The inability to predict tides and currents did not
appreciably contribute to the grounding. The primary cause for
the northerly set was winds from the south. [FF (26)-{28)]

7. The principal cause of the grounding was an overall poor
level of knowledge, combined with low standards in the execution
of navigation. Specifically:

a. Failure to consider fix accuracy (27 vards) and chart
accuracy {14 yards) in creating adeguate offset to the
NGA derived ten meter contour. [FF (20), (36), (51},
(57)1]

b. Failure to recognize that the manner in which they
chose to plot GPS fixes impacted the margins they had
in a narrow channel. Bridge DAGR GPS was recorded to
the nearest second of arc which equals 33 yards. CIC
DAGR was recorded to the nearest .01 minutes of arc
which equals 20 yards. This method is not
inappropriate; however, the ship did not account for
this by applying an offset to the hazard. [FF (19),
{20}, (51)]

¢. Failure to provide a danger range or danger bearing to
keep the ship clear of the ten meter danger curve.

[FF (21} -(23}]

d. The ship stopped taking fixes when they entered
censtant bearings 1,000 yards from the turn, which
meant the ship went at least six minutes without a
fix. The NAVDORM and Navigation Bill require no more
than three minutes between fixes while in restricted
waters. This 1s an across the board knowled :
deficiency on the ship. The Navigator and Assistant
Navigator stated no fixes were plotted betw n 0718
and 0725 because the ship was taking constant bearings
and therefor taking fixes was not necessary. No cne
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on the ship questioned this practice. [FF (89), (93)-
(96)1]

8. Additicnal poor navigaticn practices that did not directly
contribute to the grounding, but do indicate low navigation
standards on the ship included:

a. Failure to correctly identify visual NAVAIDs. [FF
{169} 1]

b. Failure to plot any visual fixes. [FF (167), {(169)]

c. Failure to obtain RADAR or visual fixes every third fix
in restricted waters. [FF {(34), (168}]

d. Failure to properly prepare turn bearings and ranges.
The improperly labelled turn range may explain why the
ship ended up left of track on the final leg while
approaching the pier. [FF (176)]

9. While almost all members of the navigation team knew they
were right of track, no one recommended or took aggressive
action to correct the situation. [FF (75), ({(76), (98}, {(99))

10. The Turkish Pilot added to confusion when he recommended a
course of 290, further to the right, with the ship already right
of the planned track. Since he did not check ship’s position
against a navigation reference, he simply directed the ship to
parallel the jetty course and did not account for set and drift.
[FF (13), (97), (98)}]

11. The APU corders given immediately after the impact prevented
the ship from grounding by the bow. [FF (114}-(116)]

12. The ship places toc much confidence in the ability of a RHIB
with a sounding tape to accurately and safely determine the

navigability of waters. This should not be enough to convince a
prudent mariner that it is safe to reenter the channel. [FF
{1313, (132), (140}, (141}]

13. The Commanding Officer’s initial report of being centered in
the channel was factually wrong. This reflects poorly on his
judgment regarding the importance of establishing facts or
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acknowledging uncertainty with formal reports. [FF (108),
(1091, (149)]

14. A prudent Commanding Officer would have concluded from all
of the facts available that the ship had run aground regardless
of whether it was inside or outside the danger contour. [FF
(112), (113), ({(121)-(123), (125), (126), (149)]

15. The ship’s original track did ncot maximize the distance from
hazards. A more northerly approach course would have maintained
the same 60 yards of clearance from the scuthern jetty danger
contour and greatly opened the range from the northern jetty
danger curve. The only added risk would have been a larger turn
angle. This would have been mitigated with prediction of
advance and transfer, with a tug made up on the starbcocard bow,
and an effective danger range to the southern jetty. [FF {13),
{191]; ([Ref (d}]

16. Although not ideal, the original track still could have been
safe. A prudent mariner with open water to the left of track
would abort the approach rather than accept being right of track
in the vicinity of NAVAID V-1. At a minimum, & prudent mariner
would have taken aggressive action rather than incremental
changes 1f right of track. [FF (28}, (75}, (76), {(98), (99)]

17. The Navigation team’s preparation for entering port was
inadequate. Specifically:

a. Maximum allowable deviation from track was not briefed,
with actions to correct. The use of the laser range
finder was smart, but failure to prescribe what was
“safe” by tripwires at the Navigation Brief limited
its effectiveness. [FF (20}, (37}, (86)]

b. Not all GPS units capable cf loading the ship’s track
were programmed. More specifically, neither of the
two GPS units with the track loaded provided real time

direct indication of distance from the track. [FF
(60)1

c. NAVATIDs were not planned effectively. [FF {17), (166),
(169), (172)]
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d. Waypoints were not titled on the chart so that they
could be identifiable with GPS units. [FF (41)]
e. The ship did not plot danger ranges and danger bearings

for hazards not marked by NAVAIDs. [FF {(24), (45)]

f. Minimum Soundings were not briefed or plotted. [FF
{24)]

g. The ship did not develop a sensor plan of how to ensure
the ship was to be maintained safe. [FF (86}]

h. The navigation brief was focused on many areas beyond
navigation {(e.g. force protection, material
conditions, etc), but did not have sufficient detail
cn navigation. [FF (9}, (20}, {(36), (86)]

i. The ship had multiple errors in turn bearings and
ranges on the approved charts. [FF (176}]

18. The ship had sufficient electronic navigation equipment and
information to safely navigate i1f used properly. The navigation
team lacked an understanding of what information to track, what
tripwires to set, and what acticn to take when tripwires were
met. [FF (37), (47), (53)-(56), (59), (60), (172)-(175)]

19. The Assistant Navigator was derelict in his duties.
Specifically he:

a. Failed to demonstrate the level of knowledge expected
of a Senior Chief Quartermaster or of an Assistant
Navigator. {FF (175)]

b. Did not validate NAVAIDs during piloting. [FF (169)]
c. Did not effectively train the navigation team. [FF
(807 -1(92), (174)])

d. Provided negative training in the method the navigation
team uses during approaches to turns. Specifically,
the team violated NAVDORM reguirements by exceeding
three minutes between fixes while in restricted
waters. [FF (85), (87}, (90)-(92), (95), (96}]

e. Failed to detect that the ship was standing into
danger. [FF (173)]

f. Did not effectively train a new Navigator (3 months).

[FF (8)]
g. Did not effectively observe the navigation team while
in restricted waters. [FF {35)]
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h. Did not effectively assist the Navigator in all aspects
of the navigation, piloting, and navigation
administration during the transit as required by the
ship's Navigation Bill. [FF (35), (176}]

20. In the opinion of the Investigation OQOfficer, the Assistant
Navigator feels nc responsibility for the grounding. [FF (35},
(173}

21. The Navigator was derelict in her duties. Specifically she:

a. Only provided advice to match the ship’s track instead
of recommending a correcting course to close the
track. [FF (98), (929)]

b. Did not adequately prepare the navigation team in both
the Navigation Brief and the preparation of the
charts. [FF (9), (20), (24), (25), (36), (86), (176)])

c. Allowed the navigation team to violate NAVDORM
requirements by exceeding three minutes between fixes
while in restricted waters. [FF (85}, (87), {90})-
(923, (95), (96)]

d. These failures to execute her duties are mitigated
somewhat by the short period of time she has been
Navigator. She used the same standards for entering
Funchal and Cagliari. Thus, I believe she has not
been trained appropriately. [FF (8}, (25), {91)]

22. The Executive Cfficer was derelict in his duties.
Specifically he:

a. He made no recommendaticns regarding navigation to the
Commanding Officer prior to the ship grounding. [FF
(76} -(99)]

b. Did not effectively supervise the Navigator as required
by the ship’'s Navigation Bill. [FF (164)]

c. Signed a Sea and Anchor detail watchbill for entry into
an unfamiliar port with a constrained entrance without
any department heads in positions where they would be
reguired to provide navigation backup. [FF (61},

(62)]
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23. The actions of the Commanding Officer following the
grounding call his ability to make good judgments under stress
into question. Postulate for the moment that the ship
shuddered, the shaft stopped, the ship came to a stop while in
the center of the channel, and there was no report of abnormal
noise on the shaft. Given this, the Commanding Officer:

d. Directed main propulsion restored without clear
understanding of the cause of the shaft stopping, and
after having regained control of the movement of the
bow toward the jetty with the APUs. [FF (116}, {(120)]

b. Directed GTEs restarted while the tugs were still
pulling the ship off whatever hazard it encountered,

tentially further damaging the propeller. This was
not a good decisicn with two tugs made up and
sufficient control of ship established. GTEs were
running while still aground (as indicated by no shaft
movement) for three minutes. [FF (124)-(126)]

c. Made the decision to reenter the harbor without
debriefing the entire navigation team to determine if
it was possible the ship ran aground. [FF (134)]

d. Did not invelve the Chief Engineer or Plant Control
Qfficer in the decision to reenter the harbor. [FF
{(137)]

e. Reentered the harber S0 minutes later without
consulting with CTF-65. [FF {140}, (142), {(149)]

24 . The Commanding Officer was derelict in his duties.
Specifically, he:

a. Approved and executed a navigation plan that allowed
the ship to run aground. [FF (7)-(46), {(63)-{100)]

b. Failed to detect when his ship was standing into
danger. He did not effectively determine that the
ship was heading into peril. [FF (75), (105), (106)]

¢. Failed tc prioritize effectively. The brief to the
Pilot occurred after time 0721. The ship was within
440 vards of shoal water during this brief. He should
have insisted on an earlier, further boarding point.
[FF (84}]
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Recommendatione

1. Prior to the ship leaving port, CTF-65 should direct a survey
of sufficient resclution to ensure safe navigation of the ship
out of the port.

2. CTF-65 should verify that the instructors at the Surface
Navigator’s Course, the RADNAV Team Trailner course, and the
Senior QM Refresher Trainer course are correctly teaching
NAVDCRM requirements, and not teaching students to cease taking
fixes every three minutes starting at 1,000 vards from a turn
while in restricted waters.

3. CTF-65 should ensure the ship receives immediate training on:

a. The use of the Piloting Preparations Checklist in the
NAVDORM

b. Danger bkearings

c. Danger ranges

d. Fix accuracy, and how the method of recording GPS data
impacts decisions regarding fix accuracy

e. Chart accuracy

f. Required offsets to hazards to navigation

1. CTF-65 should work with the ship’'s administrative chain of
command to determine i1f an exportable real time training
capability exists that could be used to certify the ship prior
to exiting Samsun harbor.

5. CTF 65 should review the navigation evaluation written
comments and use them to determine if there are further
recurring deficienc: 3 to address during recertification of the
ship.

6. CTF-65 should supervise the outhound transit from Samsun, and
should monitor at least two actual piloting eveclutions to ensure
the ship is properly trained.

7. The ship should obtain, and test through operation on a RHIB,
a method to plot the ship’s position in real time on an

34



Subj: COMMAND INVESTIGATION INTO THE FACTS AND CIRCUMSTANCES
SURROUNDING THE USS TAYLOR'S (FFG 50) POSSIBLE GROUNDING
IN VICINITY OF (IVO) SAMSUN, TURKEY

electronic chart as a situational awareness tool. This is not a
replacement for the certified navigation of the ship on paper
chart. A possible method is to purchase electronic charts for
the Nobeltec program.

8. The CIC Piloting Officer, CIC Watch Officer, CIC Watch
Supervisor, and CIC Plotter should be disqualified, and receive
letters of instruction. Sufficient information was available in
the CIC to prevent the ship from grounding if properly applied.
%. The Officer of the Deck and the Conning Officer have specific
responsibilities for the safe navigation of the ship. They did
not prepare themselves, in that they did not determine and brief
in conjunction with the navigation brief what sensors they would
use to ensure the ship was safe. They did not independently
assess whether the corrective actions recommended by the
Navigator were sufficient to keep the ship safe. Mitigating
this, they are both very junior in their careers and it is
apparent that they were executing at the standard they were
trained to. I recommend issuing them non punitive letters of
cauticn for their lack of understanding regarding what the

seriousness of their responsibilities for safe ship navigation
entails.

10. The Assistant Navigator should be held acccuntable at Non
Judicial Punishment (NJP}, detached for cause, and removed from
the ship.

il. The Navigator should be held accountable at NJP, but not
detached for cause. If partnered with an effective Assistant
Navigator, I believe she can be a successful Navigator and
restore the standards required for safe navigation within the
watch team. I believe she can be part of the solution.

12. The Executive Officer should be held accountable at NJP for
failing to supervise the Navigation team effectively in
accordance with the ship’s Navigaticn Bill. The decision to
detach him for cause is difficult. I recommend retaining him
onboard the ship to provide leadership continuity, if he
indicates an understanding of his responsibility for the
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grounding and a willingness to supervise the develcopment of the
navigation team.

13. The Commanding Qfficer should be held accountable at NJP and
detached for cause. He was derelict in his duties and
negligently hazarded USS TAYLOR (FFG 50) as evidenced by the
following:

a. Ineffective training of the navigation team. As he was
Executive QOfficer prior to Command, he was or should
have been aware of the standards of the team and
either did not detect or did not correct them.

b. Improper actions at the time of the grounding.
Restoration of propulsion occurred after the tugs were
already made up, so there should have been no sense of
urgency to restore propulsicon. Restoration of
propulsion with the propeller stuck in the mud may
have caused further damage to the controllable pitch
propeller or main reduction gears.

c. The decision to reenter the harbor. There were two
*end states” and a continuum of possibilities between.
Cne end state was that the ship ran aground or afoul a
submerged object while in charted good water. The
other end state is that the ship ran aground in known
bad water due to ineffective navigation. In either
case the Commanding Officer should not have reentered
port until he had at least informed CTF-65 of the
incident and gotten technical resolution regarding
further use of the propulsion plant. He should have
further determined whether his navigation team had
executed preoperly. Instead, he simply believed their
statements prior to reentering the harbor.

d. Incomplete report to the CTF commander. Prior to the
Investigating Cfficer’s arrival on the ship,
Commander, CTF 65 was not aware that tugs were
required to free the ship, nor that the ship had been
aground for 15 minutes.

e. This was a preventable grounding. It is the Commanding
Officer’s duty to ensure the safety of the ship. He
was 1neffective at ensuring his team’s preparations,
which made the grounding possible.
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The ship was unable to provids any urilten cominents frowm the navigation check nde conducted by thetr
administrans ¢ cham of command  They were able 1o provide the certification message. but 1t only
contams a slatement of certification.

When ashed a senies of technical questions regarding navigation by the lovestigating Olbicer. the
NWavigator was able to correctly explain a cable’s fength. the sigmficance of off'set anple during crabbing,
ttde and current siations. how o take a composite fix. and how to take a nuneing fix She was not able o
comrestly explain charl accuracy. She also stated that the Navigator course {aught her Lo stop taking [ixes
and switch to taking constant lines of position to the NAVALD designated [or the turn bearing 1.600 vards
prier to the wi she did nol mention any consideration for speed when dectding when © switch to
constant bearings

{n hrs statement. the ship's CMC reported that a sounding was taken from the starbeard side ol the stern-
step while the ship was aground The sounding measured 37 feetl lrom the sea (loor Lo the top ol the
lifeline On 17 Februan I me  ired the height from the waterline {o (he top of the Lifeline af the stern-step
as 15 feet. seven mches By comipaning the 12 February Draft Report with the 17 February Draft Report. |
determuned that the aft dratl on the day of the grounding was one [ool. five inches decper than the dav |
measured the height of the stern-step aboyve the walerline, By subiracting 15 leet, seven inches and one
fool. frve inches fron the total 37 feet. T estimaie the water depth by the starboard side of the stern at the
tune of the 12 February sounding while the ship was aground was 20 feet.

fwas r'nl Io['i'wc dunng a phone conversation between [hcl l
L drouna noon on 12 rebruary. Afier hanging up. the Commaodore said thar w L voipe provided
the fallowing timelime

The ship was scheduled w0 amve tnpor at G800
[130- The Shup's CMC called CTF&3 and sard CO needed to talk 1o the Commodore

1205- The CO called and explained the situation  The wutial report was there was seepage {rom the hub,
but no tank level drop or sheen m the water. Turkish disvcrs also smd there was a minor bend 10 one ol the
blades. The CO'y agsesement — nothing signilicant - that he was able 16 proceed on duties assiened: he
would get fuel and get back underway. The Commodore told him 1o wait {or lus clearance

I swear (or affirm) that the nformation 1n the statement above is true to the best or my
knowledge or belief

oy

iAness” Signarture) {Mate) Time

Swwnrn tn hefare me thic dare

l I o5 FERewq | LSt
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Amptifying explanation(s) guring interview:

‘Was on ordge entre Sea and Anchor detail with the exception of a 1-2 minute penod atler the grounding to visit CIC and
direct tha piloting team to preserve the charts (tape down over top of the previous fixes)

| remaingd ins.de the Plist House when CO and PHot wenl oito (he starboard bndge wing immadiately after the CO intivduced
himself and fhis bridge team and relayed the general ship's specifications

Aler CC and pilot went ouisice, | checked surrounding areas of the ship, to nclude porl side and forward. then went to my
chair to compare my sitlational awareness with the chant

Sierr was nol moving ary directron during and immediately after ship shuddered and lost headway

CO askad piot f thus was good water upon feeling shudder and ioss of headway. Pilot responded with yes

VWhen | checked the chart on the 288T leg (approximately 4-5 minutes pror to grounding). the plot held the ship shghtly to the
right we came teft to 282T {5 regain track

Do not recall specific depths the RHIB crew sounded the harbor entrance after the shup was moored 4o recail they were in
the 22 to 30 footrange. .

Took me approximately a half hour to review the charls on the 10"t reviewed them in the charl room

MNav brief lasted 46-45 minutes At the nav brief it was discussed that the SPS-55 would not be able to be used in short pulse
which would result in degradation of fixes

Do not recall brief covering proximity of shoal water to track, but did brief the overall width of the enfrance channel and the
fact that the shoal water surrounding the jethes would have z very abrupt contour

Navigation check ride was conaucted while | was onboard

{ did not notice whether the pilot had a handheld GPS v him

No formal debnef was conducted following this transit; normally one 1s conducted following every sea and anchar transit

Sea and a2nchor debnet records are retained in the next nay brief

Recommended both tugs be made up prior to making secand attempt to enter harbor Both tugs were made up on the
starboard side pricr to second allempt to enter harbor

Gauged ship s postion by comparing {andmarks around the porl visually with last gbserved fix on the charl

Nc-go crteria was discussed al the nav brief, (o include a major casualty, unavailability of tugs and pilots as well as inclement
weather 1 25-30k{s

SN R TTPEND OF STATEMENTHHHH I I R T I 1
THE : (/ESTATEMENT CONSISTS( 02 PAGES. | HAVE BEE GIVEN THE OPPORTUNITY TO MAKE ANY
CHANGES DESIRE. THIS STATEMENT IS TRUE AND CORRECT TO THE BEST OF MY KNOWLEDGE.
Subscribed to and sworn before me this date of 15FEB14 on board the USS TAYLOR (FFG-50).

__,{Feﬁi"j

lnvestigating Officer




























Commanding Otficer of this loss and ordered anc to take readings every hour on

the CPF system 0 Wy and calculate "weepage, svepaye w @kage. 1 wien pegan making preparations for taking
on fugl

Amplifying explanation(s) provided during interview:

I beheved the incident was caused by something caught in the propeller, such as a netor a line.

The max speed ordered up following the incident was approximately 12 knots,

Afrer ship was pierside with O percent prich, | was abie to hear “whoosh' noise approximatetly every 1-2 seconds.

VR R HEN D OF STATEMENT TR i
THE ABOVE STATEMENT CONSISTS OF 02 PAGES. | HAVE BEEN GIVEN THE OPPORTUNITY TO MAKE ANY

CHANGES | DESIRE. THIS STATEMENT IS TRUE AND CORRECT TO THE BEST OF MY KNOWLEDGE,
Subscribed to and sworn before me this date of 16FEB14 on board the USS TAYLOR {FFG-50}.

Investigating Office

























After the event | heard that engines were offine and shaft break had been engaged | heard a lot of communication about the
engines being brought back oniine, APUs being trained, and making up the tugs to pull us cut. At this point | was focused on
our plot After beng pulled from the hazardous location, TAY headed East/Norheast towards good water while we discussed
what our next course of action would be At this pont. the Nav team picked a location for anchorage based on the contact
picture and plotted it We were maoving towards good water and open ocean

While loitering outside of the harbor we put the RHIB in the water to conduct soundings The RHIB coniirmed that port side of
the channel had much deeper water. We re-laid a track that kept us In the port side {more Southern side) of the channel The
bridge and Nav team had a discussion on the bndge wing to see if everyone was comfortable puilling in. At that pomnt, | was
comfortable pulling in as iong as we stayed to the left of the channel and had the tugs on our starboard side to help keep us
away from the hazard Upon deciding we would attempt to enter agan, TAY turned around to approach the channel keeping
on the port side We were still In one minute fixes. Tugs were put on starboard side {o help keep us from gnfting further North.
On our second approach, } hela TAY approx 60 yds from cur oniginal track and position of the first approach. Once inside the
harbor TAY experienced a strong set towards the East We needead to steer 5-10 degrees right to make our desired course
Once safely alongside the pier TAY sent lines over and moored

Article 3 righ were acknowledged and signed  ior to inferview.

Amplifying explanation(s) during i  -view:

Military-grade GPS fix sources onbcard are WRN-6 and DAGR({sp?).

Shoal water 1s marked at 36feet or 10meters

On day of incident, light wind unrestricted visibility, sea state 1

Contact picture did impact navigation transit, but did not distract me from navigating.

Pilot was onboard entire ttime from 0720 local untit ship moored

Nav brief was heid 1400 ioca! the day prior (11 Feb).

Ship's ardered caurse at the time of the incident was 281T, base course was 288T

Could see ight on the feature designated as R3 from the inbound {288T} leg on approach to the harbor entrance

Shifted to large scaie charl inset prior to piiot embarking.

No means to predict tides or currents for Samsun

Set and dnft was not reported on 2887 leg because too many course changes were being made; | knew from course over
ground that ship was being set to the north.

Priot lookea at our chart after coming onte the brnidge.

| did not see the pitot look at a handheld GPS or a1 other fix source prior to making the recommendation to come right
Nav brief 1asted approximately 45 minutes The fact that 2 casu:  to the SPS-55 had occurred the previous day was briefed
and discussed even though the casualty was thought to have been resolved.

Unaware whether CIC was using radar fixes or solety GPS fixes, but the CIC log shows only GPS info with no radar ranges
CIC was passing rangas to turn that were hased on a designated turn range to R2

Did not specifically bnief max imits nght o1 ft of track. but briefed entrance channel depth, position of shoal water relative to
the track

! approved the track with no changes from the proposed track submitled to me

There were no danger bearings or danger ranges on any of the charls | have forwarded with approval

| have forwarded charts with approval for 20 restricted  iter transits.

Tnere was no oebrief conducted following the sea and anchor transit. Debriefs are always conducted as a matter of general
policy. but on this accasion none was conducted

i felt comfortable with making a second attempt to enter the harbor staying to the left of our planned track, because RHIB had
taken soundings of the harbor entrance showing depths around 70 feet on the south side of the breakwater entrance.

| laid down a new frack approximately 60 yards south of the orniginai track.

| made reports of baing 40 yards nght of track for the 0721fix. We switched to constants immediately foliowing this

in three minute fixes prior to switching to constants on V1

Ship's position was never in doubt in my mind

Later determined that CIC's non-concurming fixes were actually plotted in the same position as the brdge s fixes, but that CIC
was measuring distance from track incorrectly.

While m constants my determination of right/lefl of track was based on prior distance from track taking into account course
over ground indications.

Nav team (at the charn table) was not using Furuno radar.

QMCS verifies the track entered nte the Furuno is correct

In zontact weth C5F lessons tearned manager

Consulted saiing directions PVST AARs and the MLS Turkey representative

Couid not use Admiraity Total Tide &b ause Samsun has no tidefcurrent station I check Admiratty Total Tide prior to alt
Navigation transits

Gyro eror was not computed on the 11" because of cloud cover

Do net regularly log no-azimuths in celestial calculations book.

Computed drift every third fix on the leg previous to the 288T leg

DAGR GPS antennas are on top of the Piiot House separated by 8 feet









































































Subscribed to and sworn before me this date of 14FEB14 on board the

Investigating Officer

1o TAVI AD IEC/™ EM







































































































Summary of Interview
[ [ Executive officer)
Tnterview Location: C4I Building and USS TAYLOR {via phone)
Interview Date: 24 Feb 14

Assistant Investigating Officer: [JJj i
Legal Support Present at Interview: |

On 24 Feb 14, I re-interviewed | | with follow-up
guestions regarding the grounding of USS TAYLOR (FFG 50) IVO
Samsun, Turkey. Pricor to commencing the interview, I reminded
kim of his Article 31b rights previously read to him in his
earlier interview. He stated he understood his rights and

agreed to continue the interview.

I asked him if the Furuno RAEDAR or NAVSSI operators called out
distances to the right or left of track during the ship’'s
transit. He sald he recalled the ranges being called -om the
Navigator’s report. He said the last one he remembere was 25
vards right of traclk. He said that report was at least 3
minuces prieor to the grounding. He sald another report could
Lhave happened before the grounding but he did not hear it. He
gald rangesg from the Furuno were called out, but only ranges to
the WAVAIDs, not distance from track.

I asked him if the CHEHNG or Plant Control Officer was present
during the meeting held by the COC prior to reentering the port
area. He sald the meeting was between CO, XO, CMC, AKAV, NAV,
and 20D and did not include CHENG or the Plant Control Officer.
He saxd it cccurred on the starboard bridge wing. He said that
the CHENG and PCO were assessing the plant at the time. He said
that therefore, they were remote and not accessible for the
meeting. Fe said that they were not tracking any issues or
camages to the engineering plant. He said the throttle was
cested and the shafted was responding appropriately, so the CO
had all the reports. He sald the CHENG reported an unusual from
the shaft just prior ko approaching pierside. He said he told
che U0 of the noise just after mooring.

I asked him why there were no Department Heads on the Bridge
watchbzll. He said the ship normally has a second tour Jlivision

Encl (42)



officer assigned to be the 0OCD during special evolutions, in
this case the DCA. He also said the ship normally has a
departwment head roam the ship to watch all matters, in this case
it was the Operations Officer. He said this roaming position
was not officially on the watchbill. He said the TAO for
special evolutions was normally a department head, in this case
the C50.

I asked him who created and approved the second track into the
port area. He said the CO approved the second track, but he
does not recall who put the track on the chart. He said he was
not 100% sure the charts were reliable or whether the ship had
fouled the shaft.

Z asked him how Efar he thought the original track was from shoal
water to the north. He said 75-100 vards. He dees not recall
that being briefed, but remembers it based on his chart review.
He does remsmber the width of the channel being briefed as 200
yvards.

I asked him why the ship stopped plotting GPS fixes at 1000
yards from the turn. He said this was normal and that hey had
practices anrnd operated that way. He said in kindsight, the ship
should started taking constant bearings at less than 1000 yards.
When asked about the requirements, he stated that plotting a fix
every 3 minutes was regquired.

|8



Summary of Interview
| J cfficer of the Deck)
Interview Location: C4I Building and USS TAYLOR (via phonej
Interview Date: 24 Feb 14

Assistant Investigating Officer: [ I
Lagal Support Present at Interview: i

On 24 Fel 14, I re-interviewed with follow-up
questions regarding the grounding of USS TAYLOR (FFG 50) IVO
Samsun. Turkey. Prior to commencing the interview, I reminded
him of his Article 31b rights previocusly read to him in his
earlier interview. He stated he understcocd his rights and

agreed to continue the intcerview.

I asked him if the Furuno RADAR or NAVSSI operators called out
distancee to the right or left of track during the ship’s
transit. He sald they did not, but that the Ravigator made it a
part of her repeorts. He said he did not know from where she got
ner information. He gaid the Furuno operator was calling out
speed ovel ground but not course over ground.

T asked him if the CHENG or Plant Control QOfficer was present
during the meeting held by the CO prior to reenterirng the port
area. He said the CO, NAV, ANV, 00D, and Conning Cfficer got
ogether, but the CHENG and PCO were not thers. He said the
nmeatlng was just a gquick grouping of key navigational personnel
o

[

(1

{n

e rf everyone felt comfortable waking a second attempt to
¥ the harbor. He said it was a “shoot from the hip meeting”
o come up with a gquick plan everyone felt comfortable with. He

4
m

nt

said there were no indicaticons of an engineering casualbty at
~hat time, which is why CHENG or the Plant Control Officer ware
not called. He said he did not believe there had been an an
enginecring casualty .

I asked kim who created and approved the second track iato the
port area. He said he assumed it was the navigater, but did not
nzve eyes on the actual chart when it was wrictten down. He dces
call that the RHIB found deeper soundings to the south of the
inal track, which 1s why the new track went to the south.

5
@
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o
[
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i asked him how far he thought the original track was from sheoal
water to the north. He said he thought the distance was a
couple hundred feet. He said he did not recall that number
briefed, but he remembers looking himself at the chart. He said
there was no specific limit briefed on how far from track (or
how close to shoal water) would he allowed, and he said he did
not have such a specific limit in mind during the transit.



Summary of Interview

[ B (vavigator)

Interview Location: C4T Building and USS TAYLOR (vis phone)
Interview Date: 24 Feb 14

Assistant Investigating Officer: [
Legal Support Present at Interview:

On 24 Feb 14, I re-interviewed with follc -up
questions recarding the grounding of USS TAYLOR (FFG 5( IVO
Samsun, Turkey. Prior to commencing the interview, I 1 minded
her of her Article 31b rights previously read to her it her
earlier interview. 8She stated she understood her rights and
agreed to continue cthe interview.

I asked her if set and drift was being logged. She dir not
recall whether it was being logged. But she said it w:

required Zo be logged. She said she repeated set and ¢ ift in
her Nav reports. She said was assigned to ecord
information in the deck log bacause the ship did not h: e enough
OMs to man that watch. She said it was possible the Y¢ man did
not hear the report, or did not realized he was requir:t to log
the reports.

I asked her 1f the Furunc RADAR or NAVSSI operators cal’ed out
distances to the right or left of track during the shir s
transit. She said neither operator called out distance . Gre
said her report of distances was based on fix positions
corncurred on by the Bridge and CIC. She said the HNAVS!
operator was not using the cursor to determine the exar
distance of the ship from the track.

I asked her if the CHENG or Plant Control Officer was 1 =sent
during the meetinc held by the CO prior to reentering t e port

area. She said CHENG was not present because he could 2t leave
Central Control Station (CCS).

I asked her who created and approved the second track i to the
port area. She sald that she proposed the new track anu the 0
approved 1t.

Encl (4)



I asked her why no visual fixes were plotted. She said the
NZVDORM requirement was that every third fix must come from a
different fix source. Thus, she salid it was not required to
take wvisual fixes because the ship was taking composite fixes.
She said the composite fixes were excellent and the position of
the ship was never in doubt.

I asked him how far she thought the original track was from
shoal water to the north. She said 100 yards. She said she
measured this from the track when she was reviewing the charts
during chart preparation.

I asked him why the ship stopped plotting GPS fixes at 1000
yards from the turn. She said the ship does not normally take
fixes after entering “constants.” She said that this was common
practice and instructed to her. She said she learned this at
the Surface Nav course in Newport.

I asked her when she took over as Navigator. She said she
attended the school in October 2013 and assumed duties as
Navigator in November.



Summary of Interview
B B cIcwo)
Tnterview Location: C4I Building and USS TAYLOR (via hone)
Interview Date: 24 Feb 14

Assistant Investigating Officer: . |
Legal Support Present at Interview: |
On 24 Feb 14, I re-interviewed with follow-uy

questions regarding the grounding of USS TAYLOR (FFG 50) IVO
Samsun, Turkey. Priocr to commencing the interview, I r inded
him of his Article 31b rights previously read to his in .is
earlier interview. He stated he understood his rights . 1d

agreed to continue the interview.

I asked him why the ship stopped plotting GPS fixes a: 0a

yards from the turn. CIC was still taking GPS fixes du ng

“constants” based on good practice. He was not sure if che

plotter actually plotted the fixes as he could not see. At

first he was unsure of the rule, but then he said he th ght
taking fixes was net required. He then said that fixes were
required to be taken every three minutes.

Encl ()



Summary of Interview

N B (cicwo)
Interview Location: €41 Building and USS TAYLCOR {via phone)
Interview Date: 24 Feb 14

Assistant Investigating Cfficer: [}
Legal Support Present at Interview:

On 24 Feb 14, I re-interviewed with follow-up

questicns regarding the grounding of USS TAYLOR (FFG 5Q) IVO
Samsun, Turkey.

T asked him why the ship stopped pleotting GPS fixes at 1000
yards from the turn. He said that after starting “constants”
they stoppsd pletting fixes. He said they have always done it
that way. He said he was taught to do it that way in the RAD
NAV course 1in Maypor:t. He said he honestly did not know the
reguirement.

Encl ()



Summary of Interview
1 J (cic Piloting Officer)
Interview Location: C4T Building and USS TAYLOR (via phone)
Interview Date: 24 Feb 14

Asgigtant Investigating Officer: . I
Legal Support Present at Interview: l
On 24 Feb 14, T re-interviewed with fcollow-un

questions regarding the grounding of USS TAYLOR (FFG 50 TIVO
Samsun, Turkey.

I asked him why the ship stopped plotting GPS fixes at )00
vards from the turn. He said that they were taught 1n D NAV
to just mark “constants” at 1000 yards. He said the R2 NAV
cource was taucht by the Center for Surface Combat Syst as
(CSCS) in Mayport. He said he went in January coxr Febrv -y 2013.
He said he did not know the NAVDORM requirement.

Encl (41



Summary of Interview

I Il (cic rlotter

ntervisw Location: €41 Building and USS TAYLOR (via phone)
Interview Date: 24 Feb 14

Assistant Tnvestigating Officer: [
Legal Support Present at Interview:

or. 24 Feb 14, I re-interviewed with follow-up
guestions regarding the groundirng of US3 TAYLOE {(FFG 50) IVO
Samsun, Turkey.

T asked him why the ship stopped pletting GPS fixes at 1000
vards from the turn. He said he was still plotting fixes, but
was in the process of also taking “constants.” He sald was
plotting GPS longitudes because the RADAR was broken. He said
that he was plotting GPS fixes. He said at time 0721, they
started “constants” so he did not plot the actual time 21 GPS
fix. But he said he did pleot the time 24 fix which he pointed
out to the assistant investigating officer on the chart [a fix
does appear in the general area of time 24, but is not labelled,
c¥ the label 1s too obscured to read]. BAs he was finishing
plotting the —ime 24 fix, the ship shuddered. He said plotting
GFS fixes while in “constants” was not a requirement, just good
practice. Ee said he did not attend all of the RAD NAV course
because he had te leave early for perscnal reasons.

Encl )



Summary of Interview
[ | B (Bridge pPlotter)
Interview Location: C4I Building and USS TAYLOR {vi: phone}
Interview Date: 24 Feb 14

Assistant Investigating Officer: [
Legal Support Present at Interview:

On 24 Feb 14, I re-interviewed with fellow- p
questione regarding the grounding of USS TAZYLOR (FFG 5( IVO
Samsun, Turkey.

I asked him why set and drift were not logged. He said it was
probably because a Yeoman was on the deck log and may r -t have
known it was required. He said given manning this was sual.

I asked him when he calculated set and drift whether he recorded
it as though the ship was being pushed from or toward : specific
direction. He said that he -—:corded it as toward. He aid he
calculated set and drift toward 260 just before the tur to 288
around 0710. This means he calculated seta and drift ; shing
the ship to the southwest.

I agked him why he plotted no visual fixes. He said he would
have plotted visual fixes had at least three NAVAIDs b¢ n
“cutting” but only two were “cutting.” He said the rec¢ irement
for an different fix source every third fix interval we for an
alternate source, including composite fixes. Thus, he aid they
did not have to plot visual fixes.

I asked him why the ship stopped plotting GPS fixes at _D0O
vards from the turn. He said ATG recommended switchinc to
corstants 1000 yards from a turn. Ha said the ship use to
switch to constants 500 vards from a turn but during the
Navigation Check Ride conducted by ATG, it was recommern.ad they
switch to 1000 yards. He said he was taught to no longer plot
fixec after starting constants at 1000 yards at the RAT YAV
course in September 2012. He said the former Navigator and
Assistant Navigator were at that course.

Encl ()






>

> Thanks for the assistance, The Sailing Directions state that "The channels and depths shewnint  inner harborare
subject to frequent charges, for the latest information mariners are directed to contact the Harh  master.” Currently
my charts show good weter (greater than 10m) on our approach to the coal pier. | wanted to veri  :hat this is still valid.
Also, as there are no tide or curreni tables available | was wondering what the average current in...e approach to the
harbor is. Also, does Samsun frequently experience strong winds that make mooring difficult? Th:  :you for your help.
>

> V/R,

d i
> NAVIGA UK

> US55 TAYLOR {FFG 50)
>

B Origmal Message-----

> From: MLS Turkey [mailto:turkey@mlscorporation.com]
» Sent: Frida% Enhriian: 07 014 .05 DAY

> To: S 0

> Cc: [ I

> Subject: Re: Navigation questions regarding Samsun for USS TAYLOR
>

» Dear Sir,

>

> lam the best person to talk to, | will be happy to help.

s

>

>

> Best Regards,

el

> MLS Turkey

>

> Office: +90 212 2442600
> Fax- +90 212 2517152

> CONFIDENTIAL.TY NOTICE- This e-mail message (including any document/s attached hereto}is p " ileged and
confidential to the addressee and is intended only for the use of the addressee. I you are not the  med addressee you
are hereby notified that you may not read, copy, forward, disclose or otherwise use it or any partt  reofin any manner
whatsoever. You are kindly asked to urgently notify us accordingly by e-mail reply, and to delete t message.

> P Befare printing this email, assess if it is really needed

>
>0n 7 Sub 2014, at 19:52, i} B mavior nav) Y

>

=

-

>

>

e

=

> lam the Navigator onboard USS TAYLOR and | have a few questions pertaining to navigating wi  n the harbor. Do
you have an email of someone | can direct these questions to? Thank you for your support.

]



VMOW W OV Y Y Y Yy Yy

Very raspectfully,
NAVIGATOR

USS TAYLOR (FFG 50)

















































































































































































































































































































































































































































































































































































































































































































































































































