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(80) Chartlet with RHIB soundings plotted by 
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Pr eliminary Statement 

1 . As directed by enclosure (1), per reference (a ), I conducted 
a command i nvestigation to inquire into the facts and 
circumstances surrounding a potential grounding of the USS 
TAYLOR (FFG 50 ) in vicinity o f Samsun, Turkey on 12 February 
2 014. 

2 . from CTF 65 was appointed to assi st me 
. , 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 t he crew including 
the Commanding Officer and Executive Officer . We were not able 
to interview the Turkish pilot. 

3. No difficulties of a substantial nature were encountered 
during the course of this investigation. All witnesses were 
available onboard the ship. Mos t 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 t h e 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 based on position logs, I 
started to question the initial reports. At this point , 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 crew may have been 
derelict in their duties during the approach to port. From that 
point forward, I 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. Al l 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 uni ts a lso 
electronically recorded data. and I used data from 
all three logs to reconstruct the ship's positions leading up to 
the grounding. The positions are plotted by us on enclosure 
( 87) . 

6. Following the incident, 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 oil leaking from t he propeller hub. Thereafter , 
Commander, U.S. SIXTH Fleet , s ent EOD Mobile Unit 8 (EOD MUS ) 
divers to f urther assess t he USS TAYLOR (FFG 50) for potential 
damage. The dive team arrived on 13 February 2014, at the same 
time as and me. Their assessment of damage 
included three bent b l ades and an O ring protruding visibly from 
the hub . Inspection of the hub following removal of the blades 
revealed damage to the hub, requiring a hub replacement as well 
as blade repla cement. A final assessment of damages , as well as 
a total cost for necessary repairs was not available at the 
conclusion of my investigation. 

7 . As u s ed in this r eport, unless otherwise anno tate d , the term 
"the chart" refers to the large scale inset of Samsun harbor on 
NGA chart 55161 2nd edition, Black Sea, Turkey, samsun and 
Approaches. The breakwater l abelled on the chart as "Kuzey 
Mendirek" is referred to in my report as the north jetty. The 
breakwater labeled as "Dogu Mendirek" is referred to as t he 
south jetty. To provide a sense of scale and plotting accuracy , 
1 / 16 of an inch is approximately 22 yards based on the scale of 
the chart . All azimuths, hea dings, courses , and bearings 
described in this report are in rela tion t o true north. 
Finally, all times a re local t o Samsun, Turkey, which is ZULU 
plus two . 

Findings of Fact 

Background 

l. USS TAYLOR (FFG 50) was conducting operations in the Black 
Sea during early to mid February 2014 . [Encl (2) ] 

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

3. is the Commanding Officer onboard USS 
TAYLOR (FFG 50). He r eported aboard 01 April 2011 a s Executive 
Officer and assumed command on 15 November 2012. [Encls (5) , 
( 6) ] 
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onboard USS TAYLOR (FFG 50) . [Encl (7) J 

s. is the Command Master Chief onboard 
USS TAYLOR (FFG 50). [Encl (8 )) 

6. On the day of USS TAYLOR's transit through Samsun harbor , the 
following crew members were assigned key positions on the Sea 
and Anchor detail [Enc l (41 ) ]: 

a . 
b. 
C. 

d. 
e. 
f. 
g. 

Watch ( EOOW) h.­
i. 
j . 
k. 
l. 
m. 

Officer (CICWO ) 

Navigator 
fficer of the Deck (00D) 
Junior Officer of the Deck 

Conning Officer 
Helm Safety Officer 

Plant Control Officer 
Engineering Officer of the 

Combat Information Center Watch 

Assistant Navigator 
CIC Watch Supervisor 
Piloting Officer 

CIC Navigation Plotter 
Bridge Navigation Plotter 

USS TAYLOR (FFG 50) Preparations for Entering Port 
in Samsun, Turkey 

7. The Navigator supervised the generation of the navigation 
transit p lan for USS TAYLOR (FFG 50) to enter into Samsun, 
Turkey on 12 February 2014. [Encls (13 ), ( 66 )-(68)] 

8. assumed duties as the ship's Navigator in 
November 2013 . [Encls (13), (59)] 

9. The Commanding Officer approved and signed the Navigation 
Brie f, which was presented to the Sea and Anchor detail watch 
team at 1400 on ll February 2014. [Encls (13), (66), (7 9 ) ] 
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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 February 2014. [Encl (66)] 

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 souther n j etty . 
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. [Enc ls (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 Navigation Draft/Safety Depth." [Ref (c}) 

15. After passing through the two jetties, the track entered the 
harbor and turned to the left to reach the Industrial Quay where 
the ship p l anned to moor . [Enc ls ( 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. [Enc ls ( 67) , ( 68}) 

17. The navigation light on "NAVAID R-3" is prominently visible 
from the entrance of the harbor. The chart preparation team did 
not designate the light as a visual NAVAID and did not use it to 
take 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 (67), (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 men tion the CPAs to the left or 
right of track. [Encls (42), (43), (66)] 

21. The NAVDORM requires restricted water charts to 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), 
( 6 8) ] 

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, or 
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 c urrents. The husbanding agent 
responded directly stating t hat tidal range and currents were 
minimal inside the harbor. [Enc ls (13), (50), (54 )] 

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

28. The weather report indicated 10-knot winds would come from 
the south 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 detai l 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 could 
provide accurate fixes, then the CIC would use GPS fixes only. 
[ Enc 1 s ( 5) , ( 7) , ( 8 ) , ( 1 o) , ( 11) , ( 3 4 ) ] 

31. During the actual approach 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 to designated NAVAIDs were not 
logged. Further, the inability to get accurate RADAR fixes was 
not reported to the Bridge. [Encls (5), (13 ), (35), (6 2)] 

32. The CIC only used GPS position for fixes. 
( 6 3) ] 

[Encls (3 5 ), 

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 also 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 navigation teams obtained 
visual or RADAR fixes every third fix. [Encls (62), (63), (67), 
( 6 8) ] 

35. 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 of 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) J 

38. All required chart corrections, including Notice to Mariner 
(NOTMAR) corrections, were plotted and recorded correct l y. 
[ Enc 1 s ( 6 7 ) - ( 6 9 ) ] 

39. served as the Navigation Plotter during the Sea 
and Anchor detail into Samsun harbor. On 17 February 2014, the 
Investigating Officer observed correctly setup the 
Parallel Motion Protractor (PMP) for the chart used during the 
approach to Samsun harbor, including correctly accounting for a 
O .4° east gyro error. [Encls (3), (41)) 

40. On 17 February 2014, t he Investigating Officer observed -
- correctly demonstrate how to compute gyro error by 
azimuth to the sun, including sighting and use of the Stella 
program. [Encl (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: 
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a. The ship did not label sounding tripwires . 
b. The ship did not label waypoints for input into GPS 

units. 
[Encls (23) , (67), (68), (90)]; [Ref (c)] 

42. There exists no navigation requirement on the ship to enter 
track points in GPS units. The ship did enter the track into 
the Furuno RADAR and the AN/SSN-6 Navigation Sensor System 
Interface (NAVSSI) s y stems. [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 Equipment 
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 (67 }, 
( 6 8 ) ] ; [Ref ( c) ] 

46. The ship's Harbor Ready Charts checklist includes a 
signature block for danger bearings and danger ranges. [Encl 
( 7 8) ] 

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

47. The ship was equipped with two types of military grade 
Global Positioning 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), 
(14 ), (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 t o 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 Nobeltec does not 
display the electronic chart f or the Samsun port. [Encls (3), 
( 23 ) , (86 ) ] 

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 of arc which equals 20 yards. 
[Encls (61), (63)] 

52. The Furuno GPS data was recorded by the Nobeltec program to 
the nearest .001 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 t o within 27 yards. 
[Enc ls (61), (76)] 

55. The NAVDORM requires 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 
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which the ship was within two nautical miles of shoal water. 
[Encl ( 71)] 

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

58. The NAVSSI system and the Furuno RADAR provided a graphic 
representation of the ship's position rel ative to t he track, but 
no 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 dis played to provide a rough 
measure. [Enc ls ( 3 ) , ( 4) , ( 5) , ( 2 3 ) ] 

59. Neither the Furuno 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 capabilit y. [Enc ls ( 3) , ( 13)] 

61. The watch bill signed by the Executive Officer and approved 
by the Commanding Officer had no department he ads i n 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 CSO was on watch as the Tactical Action 
Officer (TAO}. Per the ship's Navigation Bill, the TAO has no 
navigation responsibilities. 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 Control Officer, but was ill that morning. [Encls (9), 
(41 ), (42), (84)] 
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Environmenta l 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), 
(18)- (20)] 

64. 
{ 2) ' 

Sunrise was at 0634, and visibility was unlimited . 
{ 15) ] 

[Encls 

65. Seas were calm during the Sea and Anchor transit. [Enc l 
( 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 rec orded as 24 feet 
9 inches. [Encl (82)] 

68. The ship entered r estricted waters at about 0700. 
( 61) ] 

[Encl 

69. The NAVDORM requires ships to determine set and drif t 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 is a meas ure of the effect of wind and 
current on the s hip, 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 correla te . In 
one case, the Bridge plotted t he ship 1,200 yards left of track 
and CIC plotted the ship 200 yards left of track . The Assistant 
Navigator went to CIC and discovered that CIC was c alculating 
distance to track incorrectly. The Assistant Navigator 
corrected the calculation discrepancy . [Enc ls ( 13 ) , ( 25) , ( 33 ) , 
(36), (37)] 
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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 Navigation 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 be tween 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) I (18) I {33) I (36) I (38)] 

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

78. The DAGR GPS position 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), {63), {67), 
( 6 8) ] 

79. The APUs were trained to 240 relative at 0716 in preparat ion 
for the upcoming turn to the left. [Encl (2)) 

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 prior to the grounding. [Encls 
(52), (61), (63), (67), (68)) 

81. The fact that the CIC incorrectly plotted the 0718 fix was 
not detected until this investigation commenced. [Encls (52)) 
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82. 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), (7), (8), (10), (13 ) , 
(14 ) , (20), (37) ] 

83. briefed the Pilot on ship's characteristics 
including draft, length, single controllable pitch propeller, 
starboard stern walk, two APUs , and ground tackle make up using 
the Pilot card. [Encls (5), (7), (13), (2 0 ) ,] 

84. At the time of the Commanding Off icer'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) I (68) I (87)] 

86. At some point after 0721, the Conning Officer d irected the 
use of the laser range finder to determine the distance from the 
ship 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 posit ion for time 0724 
shows the ship 60 yards right of track. The Bridge navigat ion 
team neither recorded nor plotted the t i me 0724 DAGR GPS 
position . [Encls (61), (63), (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 f ix i n the vicinity of the actual 0724 position. 
[Encls (48), (6 8 )] 

89. The ship did not correctly plot any fixes be tween 07 18 and 
0725 (the time of the grounding). Instead , sometime between 
0718 and 0721, the ship started using "constants," or plotting 
only continuous lines of position (LOP) from NAVAID V-1 to mark 
the turn point. [Encls (35), (36), (37), (39), (5 1 ), (52)] 
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90. The Bridge and CIC navigation teams stated that after 
entering "constants," p l otting 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) -
( 4 9) ] 

92. The CICWO and CIC Plotter stated that plotting GPS fixes 
after entering "constants" was good practice, but not required. 
[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) ­
( 5 7 ) ] 

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)]; [Ref (c) ] 

96. The ship went at least six minutes without plotting a fix. 
[Encl s ( 2) , ( 61) , ( 6 3) , ( 6 7) , ( 6 8) ] 

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 looked 
at the ship's position relative to a chart prior to recommending 
this course. [Encls (5), (7), (13) J 
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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. [Enc ls (5), (13), (18)] 

99. Instead of following the Pilot's r ecommendation , 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) t (65)) 

101. USS TAYLOR (FFG 50) has a controllable pitch propeller, 
meaning the shaft continues to rotate even when the engi nes a r e 
running with zero ahead or astern propulsion ordered . In such a 
case, the angle of t he propeller blades is set to provide no 
thrust. The shaft stopping while the engines are running is a 
casualty condition. (Enc l (60)) 

102. At the time of impact, the ship's ordered course was 281. 
[Encls (2), (13), (14) , (25), (3 7) ] 

103. At the time of impact, the ship's "crab angl e" was 7 
degrees to port, meaning the stern of the ship was further to 
starboard than t he bow . This "crab angl e" put the stern 
approximately 10 yards closer to shoal water to the north. 
[ Enc 1 s ( 2) , ( 8 7) ] 

104. The Pilot believed t he ship was in good water even t hough 
the ship had impact ed something. [Enc ls ( 5 ) , ( 7) , ( 18) , ( 29) ] 

105. 
( 5) , 

The Bridge team did not suspect they had grounded. 
(13), (14), (22) ] 

[Enc ls 

106 . They also believed the ship was in good water at 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 fouled 
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 (61), (87) ] 

109. The reconstructed Furuno GPS position at the time of the 
grounding has the ship on the ten meter danger contour. [Encls 
( 8 7) ] 

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 
occur red. [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 read thirty seven 
fee t 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. A reconstruction of the DAGR GPS fix at 0727 shows the ship 
inside the ten meter danger contour south of the north j e tty. 
[Encl ( 87) J 

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 shoal water. [Encls (7), (18), (20), (22)] 

117. At 0728 the ship's fathometer lost tracking. [Encl ( 3 7)) 
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118. The Commanding Officer did not assume the Conn, but he 
directed the 00D to take the actions listed in Findings of Fact 
120-131 below. [Encls (2) , (5), (14) l 

119. At 0731 the JOOD ordered the two Gas Turbine Engines (GTE ) 
lA and lB to be shut down and the shaft brake engaged based on 
his understanding of the Commanding Officer's orders. [Encls 
{14), (15), (64)] 

120. The Commanding Officer subsequent ly ordered GTE lA and lB 
restarte d. At 0733 GTE lA was restarted. [Encls (14), (15), 
( 26)] 

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 Officer ordered 
GTE lA and lB shut down. [Encls (2), (26)] 

122 . The Commanding Officer coordinated with the Pilot 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), (29)] 

123. The RADAR Operator/TACON watch reported the ship's closest 
point of approach to the north jetty was 70 y a rds during the 
time the ship was without headway . [Encl (19)] 

124. At 0737 GTE lA and lB were ordered restarted. 
( 26) ] 

[Encls (2 ), 

125. At 0738 GTE lB was started, but the shaft still did not 
rotate. [Enc ls ( 26) , ( 64 )] 

126. At 0740 t he shaft began rotating indicating the ship was no 
longer aground. In quick s uccession, engine back 2/3 was 
ordered, right 35 degree rudder was ordered, eng ine back 1 /3 was 
ordered, and All Stop was ordered. [Encls (2) , (7), (26), (64 )] 

127. The ship was aground for 15 minutes from 0725 to 0740 . 
[ Enc 1 s ( 2 ) , ( 2 6 ) , ( 6 4 ) , ( 6 5 ) ] 
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128. In quick succession at 0742, left 35 degree rudder was 
ordered, engine ahead 1/3 for 2 knots was ordered, and GTE lA 
was reported online. [Enc ls ( 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 (2 ) , (5), (8), (11) - (14)] 

132. The RHIB used sounding tape to determine depths. The 
RHIB's fathometer was out 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 (5), (7), (8), (12), (14), (67), (80), (81)] 

133. At 0805, the EOOW logged abnormal noise coming from the 
shaft . The Chief Engineer informed the Executive Officer 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 
until just before the ship approached pierside. The abnormal 
noise was not reported to Commanding Officer until the ship was 
pierside. [Encls (5), (7), (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) ] 

135. The Commanding Officer did gather the XO, CMC, Navigator, 
Assistant Navigator, Conning Officer, and OOD to discuss a 
second approach through the harbor. [Encls (5), (7), (8) , (13), 
(14), (18), (22)] 
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136. The OOD described the gathering as a quick "shoot from the 
hipn gathering of key navigation personnel to decide on a plan 
everyone felt comfortable with to reenter the channel. [Encl 
( 4 3) ] 

137. Neither the Chief Engineer nor the Plant Control Officer 
was consulted as part of the discussion. They were in the 
Central Control Station (CCS) further assessing the situation. 
[ Enc 1 s ( 5) , ( 9) , ( 4 2) - ( 4 4) ] 

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 shaf ted was responding 
appropriately, so he believed the Commanding Officer had al l 
engineering reports necessary to make a decision about 
reentering the channel. [Enc ls ( 42) - ( 44)] 

139. The Commanding Officer asked if anyone had concerns, and if 
all were comfortable with a second approach. The Assistant 
Navigator 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 Officer decided on a second 
a track more to the south of the original track. 
was plotted on both the Bridge and CIC charts. 
(8) 1 (13) 1 (67) I (68)] 

approach, using 
The new track 

[Encls (5), (7), 

141. The Commanding Officer ordered the RHIB to take soundings 
ahead of the ship throughout the second transit. [Encls (5), 
(7) t (8) I (14) I (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 the 
grounding point during the second attempt. [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 Pit ch 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), 
( 9 ) ] 

14 7 . 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 
oil leaking from the hub. This correl ated with the known oil 
leak from the CPP system. [Encls (5), {64)] 

148. After 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 Commandi ng Officer told the 
Investigating Officer that he was "fair 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 board and prior to the ship's grounding. 
[Encl (5)] 
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Post Grounding Damage Assessment, Hydrographic Survey, and 
Hydraulic Oil Cleanup 

152. On 13 February 2014, Commander, U.S. SIXTH Fleet sent EOD 
Mobile Unit 8 (EOD MU8) divers to further assess the USS TAYLOR 
(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. 
[Encl (3)] 

154. The dive team also took soundings of the Samsun port in 
vicinity of whe re 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 
j et t y . [ Enc 1 s ( 7 3 ) , ( 91) ] 

156. 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. [Enc ls ( 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 2190 Lube Oil 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 2190 Lube Oil from flowing into the 
shaft. Based on ship's logs, approximately 322 gallons of 2190 
Lube Oil was lost from the Tank and Sump. [Encl (32)] 
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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 (3 2)] 

162. The leak has been contained within the oil boom. 
( 3 2) ] 

[Encl 

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

Additional 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) ] 

166. The total azimuthal separation of visual 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), 
( 6 8) ] 

167. The ship took bearings to NAVAIDs V-1, V-2, and V-3 but did 
not use those bearings to plot any visual fixes while in 
restricted waters. [Encls (61), (67), (68)] 

168. The ship took no RADAR fixes while in restricted waters. 
[ Enc 1 s ( 3 5) , ( 61) , ( 6 3) , ( 6 7) , ( 6 8) ] 

169. 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- l and V-2 do correlate with logged GPS 
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positions. Re - plotting the logged bearings demonstrates the 
ship was actually taking bearings to the ferry terminal. [Encls 
(3) I (49) I (61) 1 (87)] 

170. No 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 Assistant 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)) 

174. When asked by the Investigating Officer, the Navigator 
correctly answered most technical questions 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 
yards 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 accura cy was and how 
it varies with scale. Error for chart scale was 14 
yards. 

[Encls (3), (4), (92)] 
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176. A thorough review of the ship's Bridge and CIC charts 
revealed two i dentical 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 
yards. The correct range was 750 yards. 

[ Enc 1 s ( 6 7 ) , ( 6 8 ) , ( 8 7 ) ) 

Opinions 

1. Based on a reconstruction of the Nobeltec GPS positions , the 
ship ran aground at the north jetty charted ten meter c ontour. 
Based on a reconstruction 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), (10 8) , (109)] 

2 . The Nobletec GPS track i s recorded to a higher resolution than 
the DAGR GPS t rack, and thus provides better resolution of t he 
ship's position up to and during the grounding. The Nobeltec 
data was recorded t o nearest .001 minute, while the Bridge DAGR 
was hand recorded only to the nearest one s econd of a rc . The 
ship ran aground at the charted ten meter contour at 
approximately N 4 1 18.256, E 036 21 . 312. [FF {51), (52), (57), 
(100) I (109 )] 

3. Regardless of the precise location of grounding , a prudent 
mariner applying fix and chart error to hazards of navigation 
and complying with the requirements of the NAVDORM and the 
ship' s Navigation Bill would not have run aground tra nsiting 
into Samsun harbor. [FF (17), (20), (23), (31), (3 6), (37), 
(45) / (51) I (5 9 ) t (60) I (75) f (85 ) I (87) f (89 ) 1 (90) f (96) f 

(175)) 

4. The ship's position by GPS was never in doubt. Figure o f 
merit for all GPS fixes logged in the bearing book from 0425 -
0700 is FOM 1. [FF (53)-(56 )] 
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5. The ship experienced a northerly set during the 288 approach 
l eg. I t recognized this, but changed course only incrementally. 
These incremental course changes precluded the ship from 
precisely calculating set and drift. [FF ( 13) , ( 28) , ( 7 5) , 
( 7 6 ) ] 

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 
o f nav igation. Specifically: 

a. Failure to consider fix accuracy (27 yards) and 
accuracy (14 yards) in creating adequate offset 
NGA derived ten meter contour. [FF (20) , (36), 
( 5 7) ] 

chart 
to the 
( 51) I 

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)] 

c. 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 
constant 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 is an across the board knowledge 
deficiency on the ship . The Navigator and Assistant 
Navigator stated no fixes were plotted between 0718 
and 0725 because the ship was taking constant bearings 
and therefor taking fixes was not necessary. No one 
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on the ship questioned this practice. 
( 9 6) ] 

[FF (89), (93) -

8. Additional poor navigation 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)] 

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 orders given immediately after the impact prevented 
the ship from grounding by the bow. [FF (114)-(116)] 

12 . The ship places too 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 
(131), (132 ), (140 ), (141)] 

13. The Commanding Officer's initial report of bei ng 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. 
{109 ) , (149}] 

[FF { 108) , 

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 not maximize the distance from 
hazards. A more northerly approach course would have maintained 
the same 60 yards of clearance from the southern 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 starboard bow, 
and an effective danger range to the sout hern jetty. [FF (13), 
{ 19 ) ] ; [Ref ( d) ] 

16. Although not ideal, the original track still could have been 
safe. A prudent mariner with open water to the l eft of track 
would abort the approach rather than accept being right of track 
in the vicinity of NAVAID V-1. At a minimum, a prudent mariner 
would have taken aggressive action rather than incremental 
changes if 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 t o correct. The use of the laser range 
finder was smart, but fai l ure to prescribe what was 
"safen by tripwires at the Navigation Brief limited 
its effectiveness. [FF (20), (37), (86)] 

b. Not all GPS units capable of 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 
( 6 0) ] 

c. NAVAIDs were not planned effectively. 
{169), (172)] 
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d. Waypoints were not titled on the chart so that they 
could be identifiable with GPS uni ts. [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 
on navigation . [FF (9), (20), (36), (86)] 

i. The ship had multiple errors in t urn bearings and 
ranges on the approved charts . [FF (17 6}] 

18. The ship had sufficient electronic navigation e quipment and 
information to safely navigate if used properly. The navigation 
team lacked an understanding of what information to track, what 
tripwires to set, and what action 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 

(90)-(92), (174)] 
d. Provided negative training in the method the navigation 

team uses during approaches to turns. Specifically, 
the team violated NAVDORM requirements 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 mon ths). 
[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 transi t a s required by the 
ship's Navigation Bill. [FF (35), (176)] 

20. In the opinion of the Investiga tion Office r, the Ass i stant 
Navigator feels no responsibi l ity f or the grounding . [FF (35 ), 
(173)) 

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

a. Only provided advice to match the s h ip's t rack i nstea d 
of recommending a correcting course to close the 
track . [FF (98), (99 )] 

b. Did not adequately prepare the navigation team i n both 
the Navigation Brief and the prepara tion of the 
charts . [FF (9), (20), (24 ), (25), (36), (86), (1 7 6 )] 

c. Allowed the navigation t e am to viola te NAVDORM 
requirements by exceeding three minutes between fixes 
while in restricted waters. [FF (85), (87 ), (90 )­
(92) I (95) I (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 s tanda rds f or entering 
Funchal and Cagliari. Thus, I believe she has not 
been trained appropriatel y . [FF (8), (2 5) , (91 )) 

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

a. He made no recommendations rega rding navigation to the 
Commanding Officer prior to the ship grounding. [FF 
(76)-(99)] 

b. Did not effectively supervise the Na vigator as required 
by the ship's Navigation Bil l. [FF (164) ] 

c. Signed a Sea and Anchor detail watchbill for ent ry i n to 
an unfamiliar port with a constrained entrance without 
any department heads in positions where t hey would be 
required 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: 

a. 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), (12 0 ) ] 

b. Directed GTEs restarted while the tugs were still 
pulling the ship off whatever hazard it encountered, 
potentially further damaging the propeller. This was 
not a good decision 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 involve the Chief Engineer or Plant Control 
Officer in the decision to reenter the harbor. [FF 
(137)] 

e . Reentered the harbor 90 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 a l lowed 
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)] 

c. Failed to prioritize effectively. The brief to the 
Pilot occurred after time 0721. The ship was within 
440 yards of shoal water during this bri ef. He should 
have insisted on an earlier, further boarding point. 
[FF {84)] 
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Recommendations 

1. Prior to the ship leaving port , CTF-65 should direct a survey 
of sufficient resolution 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 Trainer course, and the 
Senior QM Refresher Trainer course are correctly teaching 
NAVDORM requirements, and not teaching students to cease taking 
fixes e very three minutes starting at 1,000 yards from a turn 
while in restricted waters. 

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

a. The use of the Piloting Prepara tions Checklist in the 
NAVDORM 

b. Danger bearings 
c. Danger ranges 
d. Fix accuracy, and how the method o f reco rding GPS data 

impacts decisions regarding fix accuracy 
e. Chart accuracy 
f. Required offsets to hazards to navigation 

4. CTF-65 should work with the ship's administrative chain of 
command to determine if an exportable r eal time training 
capability exists that coul d be used to certify the ship prior 
to exiting Sarnsun harbor. 

5. CTF 65 should review the navigation evaluat ion written 
comments and use them to determine if there are further 
recurring deficiencies to address duri ng recer tificat ion of the 
ship. 

6 . CTF-65 should supervise the outbound transit from Samsun, and 
should monitor at least two actual piloting evolutions to ensure 
the ship is properly tra i ned . 

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 
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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. 

9. 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 
caution for their lack of understanding regarding what the 
seriousness of their responsibilities for safe ship navigation 
entails. 

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

11. 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 Navigation 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 responsibilit y for the 
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grounding and a willingness to supervise the development of the 
navigation team . 

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

a. Ineffective training of the navigation team. As he was 
Executive Officer 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 r estore propulsion. 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 t o reenter the harbor. There were two 
"end states" and a continuum of possibilities between. 
One 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 Off icer 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 properly. Instead, he simply believed their 
statements prior to reentering the harbor. 

d. Incomplete report to the CTF commander. Prior to the 
Investigating Officer'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 Command ing 
Officer's duty to ensure the safety o f the ship. He 
was ineffective at ensuring his team's preparations, 
which made the grounding possible. 
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f. Finally, his recommendation to CTF- 65 that he get back 
underway reflected exceedingly poor judgme nt given the 
casualty the ship suffered. 

14. Commander, SIXTH Fleet should r eview periodicity of harbor 
surveys in conjunction with fleet port scheduling. The EOD MUS 
survey data showing 25 foot soundings indi cate that the survey 
periodicity on this port was insuf f icient to prevent undetected 
shoaling. This does not mitigate the responsibility of the ship 
to remain clear of the hazard if able, and there was ample 
opportunity, informat ion , and ability for USS TAYLOR (FFG 50) to 
do so. 

37 
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FPO AE 011&22-0350 

From: Commander, Task Force SIX FIVE 
To: 

5830 
CTFGS/018 
13 Feb 14 

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

Ref: (a) JAGMAN 5800.7E 

1. This appoints you, per r eference (a} chapter II, to inquire into 
the facts and circumstances surrounding the USS TAYLOR'S possible 
grounding, IVO Samsun. Turkey on 12 February 2014. 

2. Invest igate the USS TAYLOR'S possible grounding, and r ecommend 
appropriate administrative or disciplinary acti on. Report your 
findings of fact, opinions, and recommendations in letter form by 28 
February 2014, unless an extension of time is granted. If you have 
not previously done so, review reference (a) in its entirety before 
beginning your investigation. 

3 . 
you 
email 

_ .. 
investi ation. 

4. You may seek l egal advice 
throughout the course of 
626-4607 or via email at 

CTF 65 is hereby assigned to assist 
He can be reached at DSN 626- 3640 or 

Enc1 {i) 















    

             
       

        

 
  
  

      
      

   
 

   

  

  

    

 
    

  

  
 

  

     

  
   

   

    

  
 

  

 
  

   

   

  

   

 
 

 
   

 
 

    

 

 
 

  

 
 

  
  

 

 

 

 

 

    
  

 

 
      

 
      
              

       
    

      
 

      

         

    

    

     
 

     

    

 

      

         

       

     

             

       

      

  

 

  

 

  

 

 

           
 

     

     

        
    

   
   













WITNESS STATEMENT -----------------=-~~a,_____ __ Name. Rank/Rate: 

CNE/CNA/C6F ACOS 
Command· 

Email 

l , 

Div1s1on· 

Phone· 

hereby make the following statement: 

I . On 13 February 2014, _ and I flew to Samsun, Turkey for this investigation. C6F sent EOD 
MU8 divers on the same aircraft to further assess the ship's damages. 

2. On 15 February 20 I 4, I spoke with the EOD MU8 divers, who told me they found three bent propeller 
blades and an O ring protruding visibly from the hub. 

3 The USS TAYLOR (FFG 50) uses the Nobeltec TimeZero navigation program to prO\ride situational 
awareness to the ship, to include recording ship·s track and provide AlS infonnation. The ship does not 
have the electronic charts for Samsun available, which would increase the effectiveness of this program as 
a situational awareness tool. The ship recorded Nobeltec GPS data continuously to the nearest 00 I minute 
of arc. 

4 The Master Bearing Book shows that TAYLOR records visual bearings to the nearest integer degree. By 
standard instrument rules, without a vernier, the ship could record visual bearings to the nearest 0.5 degree. 

5 The Assistant Navigator could not explain how a danger bearing worked. While consulting the chart. he 
stated that an appropriate danger range to R-IN-1 would be about2400 yards. The actual danger range for 
R-IN-1 should be 150 yards. 2400 yards would completely enclose the harbor entrance. 

6. None of the members of the navigaLion team I interviewed discussed crab angle at the navigation brief or 
how it would affect the ship's proximity to shoal water. 

7 On the 55161 chart large scale inset, I 000 yards is about 2.88 inches. 1/16 of an inch at this scale is thus 
equal to about 22 yards. 

8 Both the NAVSSI display and the Furuno Radar display provide a graphic representation of the ship 
relative to the ship's crack, but no direct measure of the ship's distance to track. Furuno Radar range rings 
do provide the means to estimate the cross track error. 

9 The ship did not enter the track into the DAGR GPS units, the Northstar 951 X, nor the Nobeltec TimeZero 
application. TI1ey have entered tracks into tbe Northstar GPS in the past based on the stored tracks in the 
unit. Entering the tracks into the Nobeltec TimeZero will provide real rime indication of distance to track. 

10. Upon my arrival to the ship, the Commanding Officer offered his unsolicited opinion that the incident 
occurred while "fair in the channel" 

11 On lhe l 71h, I watched - correctly setup the PMP for the chart used during the approach tO 

Samsun harbor, including correctly accounting for a 0.4° east gyro error. 
I'.!. On the 17th• I watch - - correctly demonstrate how to compute gyro error by azimuth to the 

sun, including sighting and use of the Stella program. 

I swear (or affirm) that the information in the statement above is true to the best of my 
knowledge or belief. 

2SF&5?.o-t 
(Date) 

Sworn to beti 

i~ y:-, I, { Lf 
tLegal Advisor's (Date) 

/5'2. ( 
Time 

[ ~1\ 
Time 

Encl (3) 



WITNESS STATEMENT 

:-lwrae, R:wk/Rn1c. 

-!!Pl------------------------::-,Di:-:vi~~l---<Oll' _ __ _ 

CTF 65 Europe OPS 
f~na_il. Phone - '----------~-==== 
I, hcroby make lhc following statement 10, , who has 1dcnti lied 
himself as the 1m csl1gating officer for the USS TAYLOR 12 Feb 20 l 4 grounding incident 

As the CTF 65 Europe Operations Officer l was involyed with planning TA VLOR·s Black Sea 
operations TAYLOR was scheduled to conduct a brief stop for fuel (BSF) tn Samsun. Turkey on 12 
Februaf') 2014 in order to take on fuel and proYisions This BSF was scheduled as part of her OYeraU C6F 
deployment C-ONOPS. approved in December 2013 

On 13 February, I was assigned Lo assist in a command mvestigation of details surrounding TAYLOR 's 
possible grounding during her transit into Samsun Harbor c.he day prior (12 February). 

J obsen ed the TA YLOR·s recorded position histof} saYed in the ship ·s Nobcltec elcctromc navigation 
S) stem that runs ou a stand-alone laptop Nobeltec uses the ship ·s Furuno GPS antenna for 1ts position 
mputs By placing the cursor over the image of the track history ll1 Nobeltec, the lattlude and longitude 
can be read for an) gi"cn pos1tto11. No :issociated tunes are recorded for each position. The ship docs not 
have any electronic chans loaded mto the Nobcltec system 

ln order to sec the ship ·s Nobeltcc position histor.) rn relaliou to the charted shoal water. I transferred the 
positions in , 1cimty of the grounding from onto paper Chart 55161 by reading the latitude and Jongitude 
on the track history image~ here the ship ·s wcsn,·ard movement appears to stop and immediate ly begins 
moving to the north. l then captured three previous positions in 100yard increments down the ship's 
posit.Jon lus1ory leading up to the grounding. The recorded pos1uo11s were: 

I) 41° 18.529'N; 36° 21.296.E 
2) 41 ° 18 515.N: 36° 2 1.359'E 
3) 41° 18.499.N. 36° 21.421 .E 
4) 41° 18481'N. 36° 21.482"E 

Tlus pos1uon hisLo~ 1s depicted in the atLached photograph of Chart 55 I 61 labeled '·Nobeltec:· 

l plotted tbe ship ·slogged 0725 position that was plotted b) the bridge team immediately upon gomg 
aground The latitude and longitude came from U,e bridge DAGR GPS and was logged as: 41 ° 1s· 31''N; 
36° 21' 18"E. This plotted position is depicted in the attached photograph of Chart 55161 labeled 
.. DAGR -, 

I also plotted Nobeltec Positioo I) from the abm e four pos1t1ons on the chart with the DAGR fixes, and 
saw that the Nobeltec fix correlates to the 0725 bridge DAGR fix \\ilhin 20 yards. 

When the Lnvest1gating Officer asked TA YLOR·s Executive Officer and Navigator to produce any 
wntten comments from the na,igahon check ride conducted by the slup' s administratn-e !SIC. they stated 
that the~ onl~ had 1.he ce111f1cat.Jon message. but did 1101 ha, e at1) \\ ntten comments or feedback of the 
ship's performance 

Encl (l-f) 



The ship was unable to provide any ,~ rilten comments from the na,·igation check ride conducted by their 
adminislratiYe cham of conuna:nd. They were able to provide the certification message. but it only 
contains a statement of certification. 

When asked a series of technical questions regarding navigation by the lm·estigating Officer, the 
Navigator was able to correctly explain a cable ·s Length. the significance of offset angle during crabbing, 
tide and current stations. how to lake a composite fix, and how to take a running fix. She was not able to 
conectly explain chart accuracy. She also stated that the Navigator course taught ber to sLop taking fixes 
and switch to taking constant lines of position to the NA VAID designated for lhe tum bearing 1,000 yards 
pnor to the turn. she did not mention any consideration for speed when deciding when lo switch to 
constant bearings. 

In his statement. the ship's CMC reported that a sounding was taken from the starboard side of the stem­
step while the ship was aground. The sounding measured 37 feet from the sea Ooor to the top of the 
lifeline. On 17 February I measured tJ1e height from the waterline to the lop of the lifeline at the stern-step 
as l5 feeL seven inches. By comparing lhe 12 February Draft Report with the 17 February Drafl Report, I 
detem1ined that the aft draft on the day of the grounding was one foot, five inches deeper lhan Lhe day I 
measured the height of the stem-step above tbe waterline. By subtracling 15 feet, seven inches and one 
foot., five inches from the tolal 37 feet, l estimate the ,Yater depth by the starboard side of the stern at the 
lune of the 12 February sounding while the ship was aground was 20 feet. 

T was in office during a pbone conversation between the 
- al around noon on 12 February. After hanging up. the Commodore said that CDR Volpe provided 
lhe following tiroclinc: 

The ship was scheduled to arrive inport at 0800 

I I 50- The Ship's CMC called CTF65 and said CO needed to talk to the Commodore 

1205- The CO called and explained the situation The initial report was there was seepage from the hub. 
but no tank level drop or sheen m the water. Turkish divers also said there was a minor bend to one of the 
blades. The co· s assessment - nothing significant- lhal he was able to proceed on duties assigned; he 
would get fuel and get back underway. The Commodore told him to wait for his c learance. 

I swear (or affirm) that the information in the statement above is true to the best of my 
knowledge or belief. 

2 '5/ FE f5 Z.e!>{l..f !2{20 

Sworn to before me this date. 

(Investigator'~ Signature) 

(Da1c) Time 

2'S F£=&.>co,C(· 
(Date) 

I t..5o 
Timc 



DEPARTMENT OF THE NAVY 

VOLUNTARY STATEMENT 

I, 

Free and voluntary statement to 

Whom I know to be INVESTIGATING OFFICER 

Place 

USS TAYLOR (FFG 50) 
CO CABIN 
2. CASE CONTROL NUMBER (CCN) 

----------------- , make the following 

I make this statement of my own free will and without any threats or promises extended to me. I fully understand that this statement is 
given concerning my knowledge of. USS TAYLOR (FFG 50) Possible Contact with Uncharted Object on 12 FEB 14. TAY conducted an 
inbound transit into Samsun, TU on 12 Feb 14. Charts were reviewed and signed by the Chain of Command on 10 FEB 14 and a 
Navigation Brief was conducted for both the inbound and outbound transits on 11FEB14. The Navigation Brief discussed the existing 
shoal water on both sides of the channel entrance, the 200 yd width of the channel between the breakwater , the 80' turn into the harbor 
basin, SPS 55 and MK92 radar performance ISO navigation requirements and fix precedence and the 2009 AAR which discussed 
inaccurate water depths inside the harbor basin. 

I had the ship enter the approach channel from the Southeast through the Samsun anchorage due to the presence of multiple anchored 
vessels and to properly line up on the 288 approach leg I embarked the pilot IVO of the pilot pick up point outside of the breakwater and 
commenced my inbound transit at 6 kts with APUs tested and available and Restricted Maneuvering Doctrine set once the pilot was on the 
bridge. I personally briefed the pilot on the ship's characteristics, tug line up requirements, and intended track towards the harbor 
entrance. Base course was 288 and the ship was steering between 284 and 281 to make 288 good based on a Southern 10 kt wind. 
The Conning Officer, the pilot and I conned the ship from centerline and from the STBD bridgewing. As we proceeded inbound, I 
confirmed with the pilot that the ship was in good water and the Bridge Navigation team verified we were in good water to proceed through 
the breakwater into the harbor Visually we appeared to be in the center of the channel based on the distance to the Red Flashing light on 
the port side, the quay wall/Green Flashing Light on the STBD side and structures on the piers on the Western side of the harbor. The 
Navigation team held the ship 50 yds right of track and correcting on course 282. The Pilot recommended altering course to STBD to 
course 290 but based on the prevailing wind conditions. I ordered the Conning Officer to come left to course 281 to further close the 
center of the channel based on the Navigator's recommendation. We continued through the channel on course 281 at 6 kts and IVO of 
the breat<water, there was a shudder felt aft at approx 0724U0524Z. Almost simultaneously with the shudder, I received a report of a loss 
of both main engines and the shaft had stopped and the fathometer lost tracking. I ordered both engines stopped, shaft brake engaged 
and started APUs for propulsion and ordered the pilot to make up the tugs. The Navigation team immediately took a round of foces and 
held the ship in good water and charted shoal water greater than 50 yards in the direction of the Northern quay wall. My CMC went to CIC 
to determine fix position and CIC held the ship in good water. The 000 took a laser range finder range from the Northern quay wall at a 
distance of approximately 147 yds which concurred with the plotted position. APUs were utilized to maintain the ships position while 
awaiting tugs. Tugs and APUs were required to back out of the harbor channel. Once outside the breakwater, I re-started main engines 
and cleared the channel to test throttle and pitch control. Engine throttle and pitch tests were SAT and all system readings were in 
parameters. 

Upon ~ mpletion of throttle checks, with permission from the pilot, I launched the RHIB and conducted soundings along my inbound 
track to venfy channel depth and determine if the channel was safe to transit. Soundings along the southern side of the inbound track 
were in eicess of 45 ft and in excess of charted depth. I met with the XO, CMC. NAV, ANAVand Conning Officer to discuss making 
another approach based on the soundings from the RHIB and utilizing a track on the southern side of the approach leg utilizing our last 
position in the channel as known shoal water and the RH IB as an escort. I again confirmed the track with the pilot and proceeded 
Inbound and moored without further incident. 

Once moored, I received a report from Engineering concerning an unusual shafVprop noise IVO of aft steering. I proceeded to aft 
steering and listened to the shaft noise and determined diver support was required to verify the propellers and hub were free from any 
obstruction I received Turkish Navy diver support and photos that indicated a bent propeller blade and a CPP leak from the blade/hub 
seal. Photos were provided to the CTF 65 COC to determine the next course of action. Additionally, I requested and received 
authorlzanon from the Samsun port authority to conduct additional soundings in vicinity of my position at 0724U0524Z. S/F soundings 
indicated actual water depth and charted depth in the vicinity of my position at 0724U0524Z were different by approximately 5.0m or 15ft 
S/F requested an additional boom once refueling was complete to contain the CPP leak and associated sheen. S/F has utilized the RHIB 
and absorbent pads to clean up the CPP oil sheen on a continuous basis. Currently awaiting a U.S. Navy Dive Team inspection result 
adjudication to determine extent of hub/prop damage and repair plan. 

Article 31B rights were acknowledged and signed prior to interview. 
Amplifying explanation{s) during interview: 

I recall sh~ was 50 yards nght of track based on Navigator's report AFTER pilot was onboard. 
DiscussioP of SPS-55 degradation {unable to use radar in short pulse) first came up al OPS brief on 10 Feb. At the Nav brief, it was 
discussedagain. I asked whether there would be any issues with navigation keeping the SPS-55 in long pulse, and received an answer of 
"no, there should be none." It was decided that the piloting team in CIC would attempt to take radar fixes using the SPS-55 and if no 
success. ten would attempt to use the Mk-92 radar. If neither radars would work to take fixes, then the CIC plot would rely on a separate 
GPS fix sOJrce from the bridge. The MK92 radar is my newest radar and was installed and operationally tested in December to support 
deployed operations. 
As far as twas aware at the time. CIC was !akin both radar and GPS fixes. I had received no re ort to the contra . 

F.nrl le.\ 



At the Nav brief, we discussed lowering the APUs and training them to port prior to entering the hatbor so that we would have them 
a,·ai,able ,o assist in making the turn to 181T if necessary. This is not uncommon for sharper turns in restricted water for this ship. The 
pre:;autton was taken due to the notes on the chart WRT inaccurate water depth within the harbor and reinforced by discussions with the 
local NCIS agenl 
We did not discuss at the Nav brief the potential of backing out of the channel prior to entering the harbor. Backing characteristics of the 
ship have been trained to personally with my conning officers. 
As far as I could see, the pilot did not have a handheld GPS with him. 
Pilot did not look at any fix info prior to urging the bridge team to come right. 
I told pilot I did not concur with coming right. and that I was going to come left. This was based on Nav's previous fix holding the ship right 
of track, and my visual perception 
There is a Furuno radar console on the port side of the pilothouse and a slaved Furuno display by my bridge chair. The track was 
displayed on the Furuno. From the Furuno picture, I could tell we were slightly right of track, but looking at the slaved display, I could not 
manipulate the repeater to determine how far right of track. 
I understood I was being set slightly to the north, which was why Nav recommended coming left to 281T and why I concurred. 
The Nav brief discussed predictions that prevailing winds would be from the South and that currents in the harbor would be negligible. 
While not specifically discussed at the Nav brief, I had established limits in my own mind that I would let the ship get no more than 50 
yards right or left of track on the approach to the hatbor entrance (between the jetties). 
I recall fuel state on 12 Feb was around 50%. 
The ship had no more FFV onboard. 
My initial thoughts during the Incident were that I had experienced an unexplained engineering casualty, I had fouled my propeller on 
something on the bottom, or I had run soft aground in good water. I believed and was briefed that the ship was 50 yards right of track in 
good water at that time. 
Prior to making second attempt to enter the harbor, l had the bridge and CCS both test for positive control of engines, both astern and 
ahead. The fact that both control staltons demonstrated positive control and, there were no reports of unusual noise or vibrations within 
the engineenng plant, convinced me that I did not have an engineering casualty, so I then believed the propeller had "snagged" something 
on the bottom at the harbor entrance and I put the boat in the water to sound the channel In vicinity of the harbor entrance.. During this 
time, the TAO contacted the SDO via chat to inform them that the fathometer had lost tracking in the channel and tugs and APUs were 
utilized to exit the harbor as well as the plan for putting the RHIB in the water to conduct soundings of the harbor entrance. If the 
soundings were UNSAT or I lost fathometer tracking on the second attempt, the TAO informed the SDO I would anchor and make preps to 
refuel via barge. 
With Pilot concurrence, I sent the RHIB to the harbor entrance while the ship waited outside the harbor. Once the RHIB established 
depths consistently in excess of 45 feet on the south side of the channel, I consulted with the XO, 00D, CONN, CMC, NAV, and ANAV as 
to whether they felt comfortable making a second attempt to enter, this time remaining to the south of our original planned track utilizing 
our last known position in the channel as known shoal water. QMCS initially felt uncomfortable, but then said he would feel ok with the 
idea if the RHIB were to precede the ship along the track taking soundings along the way. 
I had Nav lay down a new track to the south our original planned track utilizing our last known position in the channel as known shoal 
water and confirmed with the pilot that the new track would be safe. 
I reported via chat to CTF 65 that I was putting the RHIB in the water to take soundings of the harbor entrance and 1f SAT escort me into 
the harnor. 
I sent a Navy Unit SITREP after discussing details of the event with the CORE. 
I attempted to call the CORE to give an initial voice report once safely moored. When unsuccessful, I directed my OPS to contact the 
S00 via the Iridium phone because CBSP was down when we initially entered port. I also directed my CMC to contact--and 
inform the CORE I needed to speak to him. 
I did not conduct an immediate debrief upon securing from sea and anchor detail because I was informed of an unusual propeller wash 
noise coming from aft steering and I went to investigate. Once complete, I was informed of a possible oil leak from the CPP system which 
look priority over an Immediate sea and anchor debrief. Once the refueling boom was in place and the oil leak was stabilized I conducted 
a DH debrief and discussed with the XO and NAV that an event debrief would be conducted prior to the outbound navigation brief. 
I do not recall being advised that azimuth/gyro-error had not been computed for 11 Feb. 

Ill I 111111 /II Ill II I//IIII II If II II II II I Ill Ill II/ I/ llll ll II If II II Ill Ill II I/ Ill llE ND OF ST ATE MEN T II/II I/II/Ill/I II I I/ Ill/II Ill/I If Ill II II Ill Ill/II II II II II If lfllllll II/ I Ill Ill 
THE ABOVE STATEMENT CONSISTING OF 02 PAGES WAS PREPARED BY AND COMMENTS WERE 
ANNOTATED BY THE INVESTIGATING OFFICER($) AS WE DICUSSED CONTENTS. I HAVE BEEN GIVEN THE OPPORTUNITY TO 
MAKE ANY CHANGES I 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 Officer 



SUSPECT'$ RIGHTS ACKNOWLEDGEMENT/STATEMENT (See JAGMAN 0170) 

SUSPECT'S RIGHTS AND ACKNOWLEDGEMENT/STATEMENT 

FULL NAME (ACCUSED / 
SUSPECT) 

(BRANCH) 

DATE OF BIRTH 

USS TAYLOR (FFG 50) 
__ ,_ 

NAME { INTERVIEWER) RATE/RANK SERVICE {BRANCH) 

1111 OSN 

ORGANIZATION BILLET 

COMNAVEUR-COMNAVAF-COMSIXTHFL1 Assistant Chief of Staff 

LOCATION OF INTERVIEW TIME DATE 

USS TAYLOR, in port Samsun, Turkey o~(i5 -2B 16 F~b 2014 

RIGHTS 

I certify and acknowledge by my signature and ini~ials set forth below 
~hat, before the interviewer requested a statement from me, the 
interviewer warned me that: 

(ll I am suspected of having committed the following 
offenses 

Derelict i on of duty; 

(2) I have the right to remain silent; 

(3) Any statement I do make may be used as evidence against 
me in trial by court-martial (or NJP); 

(4 ) I have the right to consult with lawyer counsel prior to 
any qcestioning. This lawyer counsel may be a civilian lawyer 
retained by me at my own expense, a military lawyer appointed 
co ace as my counsel without cost to me, or both ; 
15 , : have ~he right to have such retained civilian lawyer 
and/or appointed military lawyer presen~ during this 

Initial.s 

A-1-m{l) 



interview; and 

(6) If: decid~ to answer quescions now without a lawyer 
present, l wi.l have the right co scop this interview at any 
time. 

WAIVER OF RIGHTS 

J further certify and acknowledge t hat I have read the above statement 
of my rights and fully understa~d them, und that , 

(1) I expressly desire to waive my right to remain s i lent ; 

2) I expressly desire to make a s tatement; 

(3 ) I expressly do not desire to consult with either a 
civilian lawyer retained by me or a military lawyer appointed 
as my counsel without cost to me prior to any quest~oning ; 

(4) I expressly do not desire to have such a lawyer present 
wich me during this incerview; and 

5) This acknowledgement and waiver of rights is made freely 
and voluntarily by me, and without any promises or thr eats 
having been made to me or pressure or coercion of any kind 
having b~en used against me . 

6 I further understand that, even though I initially waive 
my rig~t.s to counsel and to remain silent, I may, during the 
interview, assert my right to counsel or to remain silent . 

Initials 

NOTE: IF THE SUSPECT INDICATES THEY ARE WILLING TO MAKE A STATEMENT , 
THEY SHOULD FIRST BE ASKED WHETHER THEY HAVE MADE A STA'l'EMENT IN 
RESPONSE TO QUESTIONS ABOUT THE SUSPECTED OFFENSE TO ANYONE THEY 
BELIEVED WAS ACTING IN A LAW ENFORCEMENT CAPACITY PRIOR TO THE PRESENT 
INTERVIEW. IF THE SUSPECT INDICATES THEY HAVE PREVIOUSLY MADE SUCH A 
STATEMENT, ADVISE THE SUSPECT AS FOLLOWS : 

CLEANSING WARNING 

(1) Your previous statement may not be admissible at courts­
martial (or NJP) and may not be usable against you . (It may 
not be possible to deLermi ne whether a previous statement 
made by the suspect will be admissible at some future court-

Initials 
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martial (or NJP) ; this suggests it may be wise to t r ea t i t as 
inadmissible and provi de t he cleans ing wa r ni~g) . 

2 1 Regardless of -he fact chat you have talked about this 
offE"nse before, you s t ill have t:he right t o remai n silent: 
now. 

(3) (Continue with the Rights Advisement and Waiver o f Rights 
above.) 

TIME DATE 

cJ' I 8 I UJ Pftf!,. I- i.f 

TIME DATE 

D81 ?_ /~ ~5 X✓'f 
SIGNATURE (WITNESS) TIME DATE 

eJ&2Y 1l, r:£13 
--------~- - - -

The statement which appears on this page (and the following 
page(s), all of which are signed by me) , is made freely and 
voluntarily by me, and without any promises or threats having been 
made to me or pressure or coercion of any kind having been used 
agains-c me. 

SIGNATURE (ACCUSED/SUSPECT) 

°?4)/LJ 

A-1-m{l) 



Page 1 of 1 

USS TAYLOR 

USS TAYl.OR CONTACTS CREST HJSTORY LEADERSHIP • 

is originally from and 
attended the United States Naval Academy where he graduated with a 
Bachelor of Science Degree 1n History in 1996. 

His first tour of duty was aboard USS SPRUANCE(DD 963) from 
January 1997 until November 2000, where he served as communications 
o:f1cer. Training O:ficer and First Lieutenant. In October 2004, he 
reported to USS GETI'YSBURGICG 64) and served as Weapons otficer and 
Combat syatems Officer until January 2008. 1 recently 
finished his Execut~ve Officer tour on USS TAYLOR (PPG SO) from April 
2011 u.~til October 2012. •••• has parcicipa~ed in deployments in 
the Mediterranean sea, B!ack sea, Caribbean sea, Eastern Pacific, 
Arabian Gulf and the Horn of Africa. 

tours ashore include instructor duty at the United 
States Naval Academy as a member of the Leadership, Ethics, and Law 
Department. Whi.e assigned to the United States Naval Academy, he 
obtained a Master's Degree in Leadership and Human Resource 
Development from the Naval Postgraduate School . rn February 2008, -
- was selected to attend the Naval command and Staff College at 
the Naval War College in Newport, Rhode Island. While assigned to 
the Naval war college he obtained a Master's Degree in National 
Security and Strategic Studies, a counterinsurgency subspecialty and Joint Professional Military 
Education Phase I. 1•11• served as a long-range operational planne= (CJS) at the IS.AP Joint 
Command ( IJCJ in Kabu~. AJ:gnanistan from July 2009 until July 2010. 

awards include the Defense Meritorious Service Medal; Navy Commendation Medal (<( 
awards ) ; Navy Achievement Medal S awards) and various unit, aervice and campaign awards. 

Commanding Officer :: Exearttve Officer .• Command Master Chief 
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1 PLACE 

DEPARTMENT OF THE NAVY USS TAYLOR (FFG 50) 

VOLUNTARY STATEMENT 
2. CASE CONTROL NUMBER (CCIV) 

N/A 

I. USS TAYLOR FFG 50 , make the following ______ __,...___ __ _,_ ______ _ 
Free and voluntary statement to 

Whom I know to be INVESTIGATING OFFICER, USS TAYLOR (FFG 50) 

1 make this statement of my own free will and without any threats or promises extended to me. I fully understand 
that this statement is given concerning my knowledge of: 

Sea and Anchor Detail was set at 0615 as scheduled as TAYLOR approached Samsun, Turkey Contact was 
established by the CO and the 000 with the Samsun Pilots. ET A to the Pilot pick-up point was arranged for 0700, on 
TAYLOR sport side. Due to traffic density, predominantly anchored vessels surrounding the entrance to the harbor. the Pilot 
pick-up time was revised to 0720 as the Bridge team managed the contact picture in the approaches of the harbor. 

After executing a nght turn, ordered speed was at 6 knots when the ship steadied on the first leg of the planned track 
of 288 degrees True The Pilot boat approached the ship on the port side as previously arranged on or about 0716. The Pilot 
was onboard at 0720 and on the Bridge at 0721 as the ship approached the harbor entrance The ship speed over ground 
was 4 to 5 knots and the port and starboard APUs were lowered. The CO briefly discussed ship characteristics with the Pilot 
The pilot assessed the ship's position and proceeded to the starboard bridge wing with the Captain and the Conning Officer. 
Ship's ordered course was 281 degrees True to regain track, and left of the planned track course of 288T As forecasted and 
briefed, 10-knot winds were coming from the South setting the ship to the North. As the CO, Conning Officer, and the Pilot 
proceeded to the starboard bndge wing. they, I, the navigation and CIC teams held the ship m good water. The nearest shoal 
water was to starboard. 

The Bridge and Combat team were not working on any emergent issues. The Pilot was at ease, confernng with the 
CO and the Conning Officer about the ships next turn to port, to planned course 218 degrees True As briefed and planned, 
the APUs were trained to 240 degrees Relabve to the ship in preparation for the next turn. The ship's head was within the 
channel, pointing towards a tower building under construction In preparation for the turn to port, I made my way to the 
starboard bndge wmg m order to track the ship's stern dunng the port turn to the next leg planned course. 218 degrees True. 
As I stepped and looked aft on the starboard bridge wing, the ship shuddered. 

The CO asked, "what was that?" Reports from the Bridge and CCS were that the shaft stopped, this became evident 
as the ship rapidly slowed The exact time of the shudder was determined to be on or about 0725 local. The CO asked the 
Pilot if we were tn good water, he said yes. The CO employed the APUs and told the Pilot to direct tugs to make-up and 
assist An astern bell order was given but the shaft did not respond The CO then gave the order engage the shaft brake to 
stop the shaft. stopping any further potenltal movement of the sha~ The tugs reached the ship about 5 to 6 minutes after the 
shudder occurred (on or about 0731 ). By that time the ship had drifted due north what I estimate was 40 to 50 yards closing 
shoal water to starboard 

As the ship was backed and exited the harbor with APUs and Tugs, Engineering reported no electrical, damage 
control or Gas Turbine casualties The only indications reported to me that accompanied the shudder was loss or shaft rpm 
and the loss tachometer signal data on 1 B and 1 A GTE Power Turbines (Channels A & 8). On or about 07 40, the ship 
regained propulsion No abnormal conditions were reported, all propulsion plant parameters were reported within 
specifications. The CO ordered the RHIB launched in order to conduct soundings to assess the viability of reentering the 
harbor and port. During this period I directed the Navigator and the Navigation team, the TAO and the CIC Navigation team to 
preserve and not disturb the charted positions of the ship, specifically between the times of 0720 and 0730. Immediately after 
the event I urged the Navigation and CIC teams to ensure GPS FOM was checked and documented as well as to document 
any degradation to sensors or systems 

After the RHIB conducted several soundings. the CO gathered myself, CMC Navigator and Assistant Navigator and 
asked if, given the reported soundings, we were comfortable to reenter the harbor Concerned about the potential of 
encountering uncharted shoal water, recommended against pulling into port The CO made the decision to 
enter port with tugs made-up, on a track avo1d1ng what the chart shows as good water South and Southwest of the Kuzey 
Mendrick quay wall ltght (Fl G 2s 15m 10M) and trailing a track cleared by RHIB soundings. TAYLOR moored safely on or 
about 0915 local Several of the soundings conducted at the entrance of the harbor later in the day did not concur with charted 
depth 

Encl ('1\ 



Amplifying explanation(s) during Interview: 
was on bridge entire Sea and Anchor detail with the exception of a 1-2 mmute penod after the grounding to visit CIC and 
direct the piloting team to preserve the charts (tape down over top of the previous fixes) 
1 remained inside the Pilot House when CO and Pilot went onto the starboard bridge wing immediately after the CO introduced 
himself and his bridge team and relayed the general ship's specifications. 
After CO and pilot went outside, I checked surrounding areas of the ship, to include port side and forward, then went to my 
chair to compare my situational awareness with the chartlets. 
Stern was not moving any direction during and immediately after ship shuddered and lost headway 
co asked pilot if this was good water upon feeling shudder and loss of headway. Pilot responded with yes. 
When I checked the chart on the 288T leg (approximately 4-5 minutes prior to grounding), the plot held the ship shghtly to the 
right, we came left to 282T to regain track. 
Do not recall specific depths the RHIB crew sounded the harbor entrance after the ship was moored do recall they were in 
the 20 to 30 foot range. 
Took me approximately a half hour to review the charts on the 10th

. l reviewed them m the chart room. 
Nav brief lasted 40-45 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 1n degradation of fixes 
Do not recall brief covering proximity of shoal water to track, but did bnef the overall width of the entrance channel and the 
fact that the shoal water surrounding the Jetties would have a very abrupt contour 
Navigation check nde was conducted while I was onboard 
I did not notice whether the pilot had a handheld GPS with him. 
No formal debnef was conducted following this transit; normally one is conducted following every sea and anchor transit 
Sea and anchor debrief records are retained in the next nav brief. 
Recommended both tugs be made up prior to making second attempt to enter harbor Both tugs were made up on the 
starboard side prior to second attempt to enter harbor 
Gauged ship's position by comparing landmarks around the port visually with last observed fix on the chart. 
No-go criteria was discussed at the nav brief, to include a major casualty, unavailability of tugs and pilots as well as inclement 
weather (25-30kts} 

Ill lllfllll/l Ill llll I/I IIIIIIIII II III/IIII IIIIIIIIII/IIIIIIIIIIII/IIIII I/Ill I/END OF ST A TEM ENT Ill/I/II Ill Ill II I/ I/II/ Ill I II/ I I I /Ill II I/I I I Ill/ I/I Ill Ill/If /I II I IIII II I/I /I I 
THE ABOVE STATEMENT CONSISTS OF 02 PAGES. I HAVE BEEN GIVEN THE OPPORTUNITY TO MAKE ANY 
CHANGES I 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 TAY OR (FFG-50). 

Investigating Officer 

SN 017- LF- 055-2,10 



SUSPECT'$ RIGHTS ACKNOWLEDGEMENT/STATEMENT (See JAGMAN 0170) 

SUSPECT ' S RIGHTS AND ACKNOWLEDGEMENT/STATEMENT 

FULL NAME (ACCUSED / 
SUSPECT) -

RATE/RANK SERVICE (BRANCH) 

USN 

ACTIVITY/ UNIT DATE OF BIRTH 

USS TAYLOR (FFG 50) - • 
NAME ( INTERVIEWER) RATE/RANK 

1111 

SERVICE (B~.NCH) 

USN 

ORGANIZATION BILLET 

COMNAVSOR-COMNAVAF-COMSIXTHFLT Assi stant Chi ef of Staff 

LOCATION OF INTERVIEW TIME DATE 

USS TAYLOR, in port Samsun , Turkey 2.([J [G/_- 28 15 Feb 2014 

RIGHTS 

I cert~fy and acknowledge by my signature and i n itia l s set forth below 
that, before the interviewer requested a statement from me , the 
interviewer warned me that : 

(1) I am suspected of having committed the followi ng 
offense(s) 

Dereliction of duty; 

(2) I have Lhe right to remain silent ; 

(3) Any statement I do make may be used as eviden ce against 
me in trial by court-martial (or NJP) ; 

(4) I have tne right to consult with lawyer counsel prior to 
any quesuon1ng . Th.is lawyer counsel may be a ci·Jilian lawye.r 
reLained by me at my own expense , a military lawyer appointed 
to act as my counsel without cost to me , or both; 
(5) I have the righL to have such retained civilian lawyer 
and/or appointed military lawver resent during this 

Initials 

A-1-m ( 1 ) 



interview; and 

(6) If I decide to answer questions now w thout a lawyer 
present, I will have the right to stop th s interview at any 
time. 

WAIVER OF RIGHTS 

I further certify and acknowledge that I have read the above statement 
of my rights and fully understand them , and that , 

(1) I expressly desire to waive my right co remain silent ; 

(2) I expressly desire to make a statement ; 

(3) I expressly do not desire to consult with either a 
civilian lawyer retained by me or a military lawyer appointed 
as my counsel without cost to me ptior to any quest~oning ; 

(4) I expressly do not desire to have such a lawyer present 
with me during this interview; and 

(5) This acknowledgement and waiver of rights is made freely 
and voluntarily by me , and without any promises or threats 
having been made to me or pressure or coercion of any kind 
having been used against me . 
(6) I further understand that, even though I initially waive 
my rights to counsel and to remain silent , I may, during the 
interview, assert my right to counsel or to remain silent . 

Initials 

NOTE : IF THE SUSPECT INDICATES THEY ARE WILLING TO MAY.EA STATEMENT , 
THEY SHOULD FIRST BE ASKED WHETHER THEY HAVE ~ADE A STATEMENT IN 
RESPONSE TO QUESTIONS ABOUT THE SUSPECTED OFFENSE TO ANYONE THEY 
BELIEVED WAS ACTING IN A LAW ENFORCEMENT CAPACITY PRIOR TO THE PRESENT 
INTERVIEW . IF THE SUSPECT INDICATES THEY HAVE PREVIOUSLY MADE SUCH A 
STATEMENT , ADVISE THE SUSPECT AS FOLLOWS: 

CLEANSING WARNING 

(ll Your previous statemen~ may not be admissible a t courts­
martial (or NJP) and may not be usable against you . (I t may 
not be possible to determine whether a previous scatement 
made bv the sus ect will be admissible at some future court-
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martial (or NJP); this suggests it may be wise ~o treat it as 
inadmissible and provide the cleansing warning) . 
(2) Regardless of the fact that you have calked about this 
offense before, you still have the right t.o remain silent 
now . 

(3) (Continue witn the Rights Advisement and Waiver of Rights 
above.) 

SIGNATU PECT) TIME DATE 

lol1 l 5 Fet1 
TIME DATE 

2.C>{'? IS,~~ zc.;y 
TIME DATE 

Z I I 3 t 6 FEB Zd'LLI 

The statement which appears on this page (and the following 
page(s), all of which are signed by me) , is made freely and 
voluntarily by me, and without any promises or threats having been 
made to me or pressure or coercion of any kind havi ng been used 
against. me. 

SIGNATURE (ACCUSED/SUSPECT) 

A- 1- m ( 1) 



1. PLACE 

DEPARTMENT OF THE NAVY USS TAYLOR (FFG 50) 

VOLUNTARY STATEMENT 
2. CASE CONTROL NUMBf.R (CCNJ 

N/A 

I, USS TAYLOR (FFG 50) , make the following 

Free and voluntary statement to 

Whom I know to be INVESTIGATING OFFICER, USS TAYLOR (FFG 50) 

I make this statement of my own free will and without any threats or promises extended to me. I fully understand that this 
statement is given concerning my knowledge of: Possible contact with an unknown submerged object 
on the morning of 12 FEB 14 I arrived on the bridge at approximately 0550 as the ship made its way towards Samsun, Turkey. The 
weather was clear with unrestricted visibility. winds' blowing from the south -south west around 10 kts, sea state was almost zero, and no 
shipping contacts of any concern with in 5+ nm of TAYLOR. Sea and anchor was set on time at 0615 and all manned and ready reports 
were received from an controlling stations, TAYLOR was ready for entering port. 
As TAYLOR made ,ts way towards the Samsun harbor the Samsun pilot arrived via pilot boat. The CO, 000, and Pilot discussed 
intentions for entenng port and agreed. From the centerline polaris the CO, 00D, and Samsun Pilot agreed TAYLOR was in center of 
channel and in good standing navigationally for entering through the breakwater and into the Samsun harbor; TAYLOR continued to 
proceed inbound. The CO, 000, and Samsun pilot and I were out on the stbd bridge wing as we began to take the breakwater down 
TAYLOR's STBD side Visually we were in the center of channel. Approx 0726 as we took the breakwater down the STBD side I felt what 
was a small nudge, seeing how the CAPT. 000, and Pilot were on the STBD bridge wing, I thought II was the tugs making up on Port side 
so I went over to verify and observe. As I stepped out onto the port bridge wing I felt the ship shudder. I immediately stepped back in the 
pilot house as I fell the ship lose thrust. In the background I heard the report of "F athomeler has lost tracking•. Simultaneously the CO 
stepped in from the STBD bridge wing and asked the status of the engines as CCS was making the report over the 21 MC that they had no 
ind1cat1ons of shaft rotation and manually shut down the engines. The CO immediately ordered the use of APU's to keep us fair In the 
channel and ordered the Pilot to bring the tugs alongside. 
I ran to the aft portion of the 0-2 Level and asked the Safety observer on the fhght deck if he had seen any discoloration in the water. his 
reply was no. I then ran back into the pilot house and reported to the CO there was visually no silt in the water anywl1ere surrounding the 
ship The tugs were then coming alongside and bridge was ordering the restarting of both engines. I then dropped down to CIC and 
verified the ships position on their chart. rt was plotted slightly right of track, but still very clear of any shoal water. I then proceeded down 
lo the flight deck and met •• I who had a sounding tape and ordered him to take a sounding from the STBD corner of the stern 
step, which read 37ft to the top of the hfehne. I returned back to the pilot house at which point we had regained propulsion and were 
backing out of the channel using APU's. tugs, and own ships power. I had the 00D shoot our current distance from the STBD bridge wing 
to the quay wall with a laser range finder, to which he replied 147 yards. as we began to back out TAYLOR then proceeded outbound 
from the channel under her own power The CO ordered the lowering of the RHIB to proceed inbound ln order to conduct soundings of 
the channel, harbor entrance and our designated berth. 
Pnor to reentering the harbor the CO asked XO, 000, NAV, ANAV and I If we all felt comfortable reentering port, after the RHIB had 
conducted soundings ana the ships track was modified from the ongmal track. we all agreed we were comfortable with the new approach 
track and the ship would be following the RHIB to continually take fixes as we proceeded inbound. 
TAY moored safely PORT side to under her own power in Samsun harbor thereafter without incident. 

Article 318 rights were acknowledged and signed prior to interview. 
Amplifying explanation(s) during interview: 
Normally go the bridge during Sea and Anchor 
Went to CIC to check foe position after asking flightdeck Safety 1f he had any discoloration in the water. 
Stem step is the deck aft and lower than the flight deck. 
Discussion of whether or not to attempt entering the harbor again occurred after the RHIB took soundings of the harbor entrance. RHIB 
continued to take soundings ahead of the ship as the ship proceeded m again. 
Course of action for fixes in CIC would be to use the SPS-55 in long-pulse If that wouldn't work, the Piloting team would attempt to use 
MK-92. If that failed, CIC would use GPS only. 

Ill/ I I /JI/ I JJ/ I II JJ/ II JIii/i JI JIii II JIii Ill/I Ill II Ill JIii/ JIii JIii /Ill/ II I/ I IJIE ND OF ST A TE ME NT////1 Ill I I/I II Ill Ill I/ Ill I/ I/Ill II JI I/ II II II /I JI IIJ JIii/ I/ II JI II II Ill II /JIil I 
THE ABOVE STATEMENT CONSISTS 01 PAGE. I HAVE BEEN GIVEN THE OPPORTUNITY TO MAKE ANY CHANGES I 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 US 

Investigating Officer 

SN 017- LF-0$5- 2710 

Encl (5) 



SUSPECT ' S RIGHTS ACKNOWLEDGEMENT/STATEMENT (See JAG~.AN 0170) 

SUSPECT ' S RIGHTS AND ACKNOWLEDGEMENT/STATEMENT 

FOLL NAME {ACCUSED/ 
SUSPECT) -

RATE/RANK 

-
SERVICE (BRANCH) 

USN 

ACTIVITY / UNIT DATE OF BIRTH 

USS TAYLOR (FFG 50) 

NAME ( INTERVIEWER) RATE/RANK 

1111 

SERVICE (BRANCH) 

USN 

BILLET ORGANIZATION 

COMNAVEUR-COMNAVAF-COMSIXTHFLT Asskstant Chief of Staff 

LOCATION OF INTERVIEW TIME DATE 

USS TAYLOR, in port Samsun, Turkey -28 15 Feb 2014 

RIGHTS 

I certify and acknowledge by my signature and initials set forth below 
that, beforP the interviewer requested a statement from me, the 
interviewer warned me that: 

(1) I am suspected of having committed the following 
offense(s) 

Dereliction of duty; 

(2) I have the right to remain silent ; 

(3) Any statement I do make may be used as evidence against 
me in trial by court-martial (or NJP) ; 

(4) I have the right to consult with lawyer counsel prior to 
any questioning. This lawyer co~nsel may be a civilian lawyer 
retained by me at my own expense , a military lawye r appointed 
~o act as my counsel without cost to me , or both ; 

51 I have the right ~o have such retained civilian lawyer 
and/or appointed military lawyer present during this 
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interview; and 

(6) If T decide to answer quest ions now without a lawyer 
present, I will have che right to stop this interview at any 
tL11e. 

WAIVER OF RIGHTS 

-
I further certify and acknowledge that I have read the above statement 
of my rights and fully understand them, and that , 

(1) I expLessly desire to waive my right to remain silenc ; 

(2) I expressly desire to make a stat ement ; 

(3) I expressly do not desire to consult with either a 
civilian lawyer retain~d by me or a military lawyer appointed 
as my cou~sel without cost to me prior to any questioning ; 

(4) I e~pressly do not desire to have such a lawyer present 
with me during this interview; and 

(5) This acknowledgement and waiver of rights is made freely 
and voluntarily by me, and without any promises or threats 
having been made to me or pressur e or coercion of any kind 
having been used against me . 
(6) I further understand that , even though I ini t ially waive 

my rights to counsel and to remain silent , I may, dur i ng the 
interview, assert my right to counsel or to remain silent . 

Initials 

• 
NOTE : IF THE SUSPECT INDICATES THEY ARE WILLING TO MAKE A STATEMENT, 
THEY SHOULD FIRST BE ASKED WHETHER THEY HAVE MADE A STATEMENT IN 
RESPONSE TO QUESTIONS ABOUT THE SUSPECTED OFFENSE TO ANYONE THEY 
BELIEVED WAS ACTING IN A LAW ENFORCEMENT CAPACITY PRIOR TO THE PRESENT 
INTERVIEW . IF THE SUSPECT INDICATES THEY HAVE PREVIOUSLY MADE SUCH A 
STATEMENT , ADVISE THE SUSPECT AS FOLLOWS: 

CLEANSING WARNING 

( 1) Your previous statement may not be admissible at courts­
martial (or NJP) and may no~ be usable against you . (I t may 
not be possible to determine wr.e~her a previous statement 
made by the suspect will be a dmissible at some future court-
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martial (or NJP); this suggests it may be wise to treat it as 
inadmissible and provide the cleansino war~ing} . -,21 Regardless of the fact t hat you have talked about this 
offense before, you still nave the right to remain silent 
now . 

(3) (Continue with the Rights Advisemen t and Waiver of Rights 
above.) 

TIME DATE 

15--t S 1~g~'\ 

SIGNATURE (INTERVIEWER) TIME DATE 

/~1f;'"(?) / 5 ~B'::i c:c 1'1 
SIGNATURE (WITNESS) TIME DATE 

Zr.1) <bG_., I~ F-ct?; - . -- - --------------

The statement which appears on this page (and the following 
paoe1s), al- of which are signed by me), is made freely and 
vo.untarily by me, and without any promises or threats having been 
made to me or pressure or coercion of any kind having been used 
against: me. 

SIGNATURE (ACCUSED/SUSPECT) 

-~,i 

A-1-m (l) 



!. PLACE 

DEPARTMENT OF THE NAVY USS TAYLOR (FFG 50) 

VOLUNTARY STATEMENT 
2 C""SE CONTROi.. NUMBER (CCN) 

N/A 

I, USS TAYLOR (FFG 50) , make the following ______ ....:...._ __ _;,_ ________ _ 
Free and voluntary statement to 

Whom I know to be INVESTIGATING OFFICER, USS TAYLOR (FFG 50) 

1 make this statement of my own free will and without any threats or promises extended to me. I fully understand 
that this statement is given concerning my knowledge of : 
The events that occurred during and shortly thereafter the Inbound (Sea & Anchor) transit to Samsun, Turkey. 

On 12 February. 2014 I was assigned as the Condition Ill Section II TAO and stood duty m CIC during the "0200 to 
0700" Watch (app. 0145 - 0620) At or around 0600, the Commanding Officer came in to CIC for a morning brief, 
dunng which time I informed him that I was not feeling well {nausea and dizziness resulting from a head cold) and that 
I would be going to see HMC as soon as I was relieved. I informed him that my MPA, would be 
standing b~ Plant Control Officer m my absence. He acknowledged and stated that was fine. I 
contacted__... and told him I would come to CCS as soon as I was able. I was relieved as TA~ 
~ 620 and left immediately for Medical. Upon my arrival 1n Medical, I was greeted by both -
~ - I Informed them that I was light-headed and nauseas and thought I might be a little dehydrated 
HM3 asked me to sit and began to take my vitals (temp normal, BP slightly elevated). then conducted a 
series of tests to estimate my level of dehydration Upon completion of the tests, asked me to lie down 
~ e me an IV drip in my right arm. After the IV bag was emptied (app. 15-20 mins), I got off the table ­
- told me I should get some rest and that he could assign me SIQ but I told him rt was not necessary that I had 
too much to do. I then thanked - and left Medical. I then walked up one deck to my stateroom to drop off 
my waterbottle and to take some cold medicine (over-the-counter Non-Drowsy DAYQUIL) . When I got to my 
stateroom I called my MPA---) to inform him I was out of medical and I was going to take my meds 
and sit for a minute as I was~ headed and nauseas. MPA stated all was fine and he had made a his 
report to the Executive Officer in the Pilot House that Engineering Department was ready to enter port and then we 
hung up the phone. I sat down in my stateroom chair and shortly thereafter (2-3 minutes) I felt a shudder followed by 
another shudder Immediately, my phone rang and 1t was my MPA ) informing me that the shaft had 
stopped and that there were several alarms in CCS. I informed t I was on m wa down and I left 
m stateroom for CCS. U n entering CCS. I observed 

all standing between the EPCC and PCC consoles. I then observed that 
both Gas urbine Engmes had been secured, the PCC was in Remote Manual and (the EOOW) 
passing information to the Pilot house. Shortly thereafter. the JOOD asked for both engines to be restarted and Max 
Plant be restored and began to start the engines one at a time. Shortly thereafter the shaft began 
to roll and Max Plant was reset I observed via the Focsle Camera (displayed on the TV. in CCS) that we began to 
move and I began to assist~ with makin~ anges as we had not yet transferred 
throttle control back to the ~ thereafter, ........ transferred throttle control to the Pilot 
House IAW EOP CTB. Shortly thereafter, I ordered all Engineering Personnel to conduct space and equipment 
mtegnty checks throughout the Engineering Plant Shortly thereafter. I received an "all conditions normal report· from 
all Engmeenng Spaces with the exception of Aft Steering. - reported hearing a strange sound coming 
from under Aft Steering I then ordered to investigate and he returned stating he too heard a 
strange sound coming from under Aft Steering. I reported this "strange sound" to the Executive Officer and informed 
him that all other conditions appeared normal. After mooring in Samsun, I ordered the shaft be left spinning so I and 
others could go to Aft Steering to observe for ourselves the conditions in and around the space. The Commanding 
Officer came into CCS and we then went into Aft Steering where we observed a strange noise commg from under Aft 
Steering Shortly thereafter we ordered the shaft stopped and with it. the strange noise coming from under Aft 
Steering also stopped I then received a report from that there appeared to be 011 in the water 
astern of the ship and I left to investigate. Upon my arrival. I noticed a small sheen of black/blue 011 just astern of the 
ship and reported 1t to the Commanding Officer I recommended we continue with securing the Engineering Plant 
from the Sea and Anchor detail and make an attempt to have divers investigate the propeller and shaft for any 
obstructions or damage. Later that morning, Turkish Divers came and I explained to them what they should look for 
and stood ~ dove under TAYLOR and collected several pictures with an underwater camera that was given 
to them by..... The pictures were downloaded to - personal computer and we shortly thereafter 
they were shown to the Commanding Officer in his Cabin Several of the pictures revealed what appeared to be a 
bent propeller blade and oil coming from a separated hub seam I then left the Commanding Officer's Cabin and 
went to CCS where I observed the CPP Head Tank Level reading via a DOI on the PCC The DOI revealed an 
unaccounted for loss of 34 allons of 2190 Lube Oil from 0000 until m readin (ap . 0830). I informed the 

Encl (Ql 



Commanding Officer of this loss and ordered and to take readings every hour on 
the CPP system to try and calculate ·weepage," "seepage" or "leakage." I then began making preparations for taking 
on fuel. 

Amplifying explanation(s) provided during interview: 
I believed the incident was caused by something caught in the propeller, such as a net or a line. 
The max speed ordered up following the incident was approximately 12 knots. 
After ship was p1erside with O percent pitch, I was able to hear "whoosh" noise approximately every 1-2 seconds. 
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THE ABOVE STATEMENT CONSISTS OF 02 PAGES. I HAVE BEEN GIVEN THE OPPORTUNITY TO MAKE ANY 
CHANGES I 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 

SN 017- LF- 055-2710 



t PLACE 

DEPARTMENT OF THE NA VY USS TAYLOR (FFG 50) 

VOLUNTARY STATEMENT 2. CASE CONTROL NUMBER (CCN) 

N/A 

I, USS TAYLOR (FFG 50) - TA ) , make the following ----------'-----'---....... "---------
Free and voluntary statement to 

Whom I know to be INVESTIGATING OFFICER, USS TAYLOR (FFG 50) 

I make this statement of my own free will and without any threats or promises extended to me. I fully understand 
that this statement is given concerning my knowledge of: 
At approximately 0717 It was reported to me that the pilot was on board and had reported to the pilot house. At approximately 
0725 I was in CIC as the TAO and felt the ship begin to shake. I thought at first a tug had come along side to hard. I had the 
MK38 operator check for a tug tn the area. When I realized there were no tugs along side yet, I immediately checked the 
Fathometer and saw that 1t had a depth of 16 feet. I also checked the MK38 camera again to see ifwe were moving and 
found that we were not. I then began to hear engineering reports about the shaft stopping. 
The plot team then shifted to one minute fixes. I checked the chart and 1t fixes being plotted directly on our fix line. The fixes 
then began to be right of track after the loss of propulsion. I checked the chart again after the tug had pulled us loose and 
saw that approximately three fixes had been taken in off our track since the lost propulsion. 
After the tug pulled us loose, engineering was able to regain propulsion and the ship began to back out under its own power. 

Article 318 rights were acknowledged and signed prior to interview. 
Amplifying explanation(s) during interview: 
TAO is responsible for overall supervision of CIC. 
Periodically checked Mk38 camera! and chart table. 
SPS-55 degradation had been discovered a couple days prior to the 12 Feb Nav transit. 
SPS-55 degradation was discussed at the Nav brief. 

brought up point that SPS-55 would not be able to obtain accurate fixes 
It Is still possible to obtain a degraded (less accurate) fix with the SPS-55 in long pulse. 
Fixes being plotted after ship shook fell on the track initially, then after loss of propulsion, began falling to the right of track. 

Ill/ /JI Ill/II II Ill II II Ill JI Ill Ill Ill II II II II II II II II I/ II Ill Ill II II Ill /I II II ////END OF ST A TE ME NT //I Ill Ill I I/I II/ Ill If Ill II II/ Ill I/ II II I/ II I/I Ill I/ II Ill I/ I I II// ll ll Ill II Ill II 
THE ABOVE STATEMENT CONSISTS OF 01 PAGE. I HAVE BEEN GIVEN THE OPPORTUNITY TO MAKE ANY 
CHANGES I 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). 

Investigating Officer 

?NAV 5527/2 12-8_) SN 0.7 - LF- OSS- 2710 
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SUSPECT ' S RIGHTS ACKNOWLEDGEMENT/ STATEMENT (See JAGMAN 0170) 

SUSPECT 'S RIGHTS AND ACKNOWLEDGEMENT/STATEMENT 

FULL NAME (ACCUSED/ RATE/RANK 

• 
SERVICE (BRANCH) 

USN 

DATE OF BIRTH 

USS TAYLOR (FFG 50) 

~ ( INTERVIEWER) RATE/RANK 

11111 

SERVICE (BRANCH) 

OSN 

ORGANIZATION BILLET 

COMNAVEU?.-COMNAVAF-COMSIXTnFLT Assistant Chief of Staff 

LOCATION OF INTERVIEW TIME DATE 

USS TAYLOR, in port Samsun , Turkey - 2B 15 Feb 2014 

RIGHTS 

I certify and acknowledge by my signature and initials set forth below 
that, before the interviewer requested a statement from me , t he 
inte1viewer warned me that : 

(1) I am suspected of having committed the following 
offense (s) 

Dereliction of duty ; 

(2) I have the right to remain silent; 

(3) Any statement I do make may be used as evidence against 
me in trial by court-martial {or NJP); 

(~) I have the right to consult with l awyer counsel prior co 
any questioning . This lawyer counsel may be a civi lian lawyer 
retained by me at my own expense, a military lawyer appoin~ed 
to act as my counsel without cost to me, or both ; 
(5) I have the right to have such retained civilian lawyer 
and/or appointed military lawyer p resent dur ing this 

Initials 



interview; and 

(6) If I decide to answer questions now wi t hout a lawyer 
present, I will have the right LO stop this interview at any 
time. 

WAIVER OF RIGHTS 

I further certify and acknowledge that I have r ead the above statement 
of my rights and fully understand them, and t hat , 

(1) I expressly desire to wa i ve my right to remain silent; 

(2) I expressly desire to make a statement ; 

(3) I expressly do not desire to consult with either a 
civilian lawyer retained by me or a military lawyer appointed 
as my counsel without cost to me prior to any questioning ; 

(4) I expressly do not desire to have such a lawyer present 
with me during this incerview ; and 

(5) This acknowledgement and waiver of rights is made freely 
and voluntarily by me, and without any promises or threats 
having been made to me or pressure or coercion of any kind 
having been used a ainsc me . 
(6) I further unders~and ~hac , even though I initially waive 

my rigtts to counsel and co ~ernain silenc , I may, during the 
interview, assert my right to counsel or to remain silent . 

Initials 

NOTE : IF THE SUSPECT INDICATES THEY ARE WILLING TO MAKE A STATEMENT , 
THEY SHOULD FIRST BE ASKED WHETHER THEY HAVE MADE A STATEMENT IN 
RESPONSE TO QUESTIONS ABOUT THE SUSPECTED OFFENSE TO ANYONE THEY 
BELIEVED WAS ACTING IN A LAW ENFORCEMENT CAPACITY PRIOR TO THE PRESENT 
INTERVIEW. IF THE SUSPECT INDICATES THEY HAVE PREVIOUSLY MADE SUCH A 
STATEMENT , ADVISE THE SUSPECT AS FOLLOWS: 

CLEANSING WARNING 

(1) Your previous statement may not be admissible at courts­
martial (or NJP) and may not be usable against you . (It may 
not be possible co decermine whecher a previous statement 
made by the suspect will be ad..~issible at some futu r e court-

Initials 



martial (or NJ?) ; this suggests it may be wise to t reat it as 
inadmissible and prov~de the cleansing warning) . 
(2) Regardless of ere face that you have t a l ked about this 
offense before, you still have the right to remain silent 
now. 

(3) (Concinue with the Right s Advisement and Waiver of Rights 
above. ) 

TIME DATE 

/3Jv /J/:.~L,l i 
~TURE (INT RVIEWER) TIME DATE 

l62& 1:.;~~Z61l(· 
TIME DATE 

l52Cl / S r-e1_3 26~1 l{ 

The statement which appears on this page (and the following 
page(s), all of which are signed by me), is made freely and 
voluntarily by me, and without any p~omises or threa ts having been 
made to me or pressure or coercion of any kind having been used 
aga1.nst me . 

SIGNATURE (ACCUSED/SUSPECT) 

A-l-m (1) 



1. PLACE 

DEPARTMENT OF THE NAVY USS TAYLOR (FFG 50) 

VOLUNTARY STATEMENT 2 CASE CONTROL NUMBER (CCN) 

N/A 

I, USS TAYLOR (FFG 50) , make the following ------"-----'---------
Free and voluntary statement to 

Whom I know to be INVESTIGATING OFFICER, USS TAYLOR (FFG 50) 

I make this statement of my own free will and without any threats or promises extended to me. I fully understand 
that this statement is given concerning my knowledge of: 
After Sea & Anchor detail was set, I began making my rounds to receive manned and ready reports from my Department. 
Once complete. I went to the Bndge to observe the remainder of the evolution. While on the Bridge, I spent most of my time 
walking back and forth between to two bridge wings to help locate and identify contacts. I was on the Port bridge wing when 
we made the turn to place us on the inbound leg After steadying on the course, I observed us to be visually left of the center 
of the channel. Looking at the Furuno repeater, I noticed our COG was approximately 6 degrees greater than our Heading 
Moving to the Starboard bridge wing. I still held us visually left of track and our COG trended as before. As we proceeded 
inbound. the ship slowly shuddered and I heard a report of the fathometer losing tracking I moved to the Port bridge wing 
and began supervising preparations for making up the Forward tug We backed out of the channel and launched the RHIB to 
conduct soundings 

Amplifying explanation(s} during interview: 
Noticed COG was 6 degrees different from ship's heading on 288T leg 
No specific recollection of Nav reporting set and drift 
North Jetty of breakwater was 500-1000 yds away when visually estimated ship was left of track. 
Nav1gation/Admin Department is not part of Ops Department. 
Did not hear any conversations with pilot because I was on the bndge wings. 
Was not involved in conversation or decision to make second attempt at entering harbor. 
SPS-55 short-pulse degradation was discussed during the Nav Brief, but don't recall specific discussion of impact to 
navigation fixes from CIC 
Contact picture was light on the way in. 
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THE ABOVE STATEMENT CONSISTS OF 01 PAGE. I HAVE BEEN GIV EN THE OPPORTUNITY TO MAKE ANY 
CHANGES I 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). 

Investigating Officer 

PNAV 5'':,'27/2 (12-8:.?) SN 017-~f-055-2710 

Encl (ii) 



1, PLACE 

DEPARTMENTOFTHENAW USS TAYLOR (FFG 50) 

VOLUNTARY STATEMENT 
2. CASE CONTROL NUMBER (CCN) 

N/A 

I, USS TAYLOR (FFG 50) , make the following - - - - ---'-- ---"--------
Free and voluntary statement to 

Whom I know to be INVESTIGATING OFFICER, USS TAYLOR (FFG 50) 

I make this statement of my own free will and without any threats or promises extended to me. I fully understand 
that this statement is given concerning my knowledge of: 
To my knowledge, all components of the RHIB were in working condition the morning of 12FE8, to include the Depth Finder 
and GPS. After discussing RHIB operations wrth previous Boat Officers, I was made aware that the Depth Finder was not 
working Coordmatmg with CE d1vis1on, the Depth Finder was fixed the evening of 1-2F1::!:r• · · r::,-g 

IJII/II IJIIIII/IIIIIIII/ II /fll II/ IIIII If II/JI II I/JIii/ I/fl/If /I Ill/ IIIJ/ IJ(JI IJEN D OF ST A TEM ENT II I II I III/IJ/l II I Ill/ Ill II I I I I l ll/ I IIJI I II/ I/II I Ill I I/ II I I II I I II I Ill f I I I/ I Ill 
THE ABOVE STATEMENT CONSISTING OF 01 PAGE WAS TYPED BY AS WE DICUSSED 
CONTENTS. I HAVE BEEN GIVEN THE OPPORTUNITY TO MAKE ANY CHANGES I DESIRE. THIS STATEMENT IS 
TRUE AND CORRECT TO THE BEST OF MY KNOWLEDGE. 
Subscribed to and sworn before me this date of 17FEB14 on board 

Investigating Officer 

TAYLOR Legal Officer 
Witness 

~NAV 5~21/2 !l2-B2I 

Encl (1~) 



1. PLACE 

DEPARTMENT OF THE NAVY USS TAYLOR (FFG 50) 

VOLUNTARY STATEMENT 
2 CASE CONTROL NUlolBER (CCN) 

N/A 

------- , make the following 
------

Free and voluntary statement to 

Whom I know to be INVESTIGATING OFFICER, USS TAYLOR (FFG 50) 

I make this statement of my own free will and without any threats or promises extended to me. I fully understand 
that this statement is given concerning my knowledge of: 
While preparing for the Samsun Sea and Anchor, I read on the chart and m the Black Sea Sailing Directions that "Depths m 
the harbor are continuously changing and manners are advised to consult the port authorities for the latest information.' There 
are also no current or tide tables available to Samsun. I consulted , the MLS Turkey representative for Samsun 
He confirmed via email that the charted depths on the chart are current and correct, and that tides and currents for Samsun 
are negligible. This was bnefed at the Nav Brief 

1 arrived on the bridge al 0600. The JOOD hailed the pilot of BTB ch 12/16 an hour pnor to pilot pickup as briefed with no 
response We attempted to hail again as 'US NAVY WARSHIP 50' and had positive comms with the pilol They said to call 
again at 2 nm outside of the breakwater. Shortly after that, they hailed us again and told us to contact them when 7 cables 
outside the breakwater We set sea and anchor at 0615. The navigation detail was manned and ready with no issues. As we 
continued along our track (on the approach panel of the chart at this point), we saw multiple anchored vessels outside of the 
harbor We were in 5 minute fixes as we were 3-4 nm from land. I shifted to 3 minute fixes prior to entering restricted waters 
to give the navigation and bridge team better situat10nal awareness. One anchored vessel was on our track line, specifically 
on our waypoint to turn to course 288. Course 288 was the course that would bring us through the enter to the harbor. We 
decided to come South of the vessel instead of North. My input was that maneuvering North of the vessel would place us to 
close to the breakwater when It came time to come to course 288 and we would want more time to hne up and ensure we 
were on track. When we were approximately 5 nm from the entrance to the harbor I had a good visual on the lighted towers 
that mark the breakwaters and the entrance to the harbor While transiting close to other anchored vessels, we slowed to 10-
15 kts. This resulted in us being slightly later than planned to our pilot pickup point 

Every fix was compared with combat. On the approach chart, approx 5 nm from the harbor, there were two fixes in which our 
reports did not concur. I held us 1,200 yds left of track and CIC held us 200 yds left of track went to CIC to 
correct the issue. Our fixes were in the same place and accurate, but CIC has measured distance left of track incorrectly. It 
did not occur again after it was corrected. 

The Pilot came onboard at approx 0715 and talked through the upcoming evolution with the Captain At that time 
communications with the Pilot appeared effective and the Pilot spoke adequate English Because we had come South to 
maneuver around an anchored vessel, we were left of our planned track Once my bearing takers were within visual range of 
the hghts marking the entrance to the harbor, we started doing composite fixes and all composite fixes were excellent I had 
full confidence that our fixes were accurate At this point our base course was 288. 

As we closed the breakwater, TAY experienced a strong set to North. Steering 5-1 O degrees left of our course was required to 
make our desired course over ground Using my Nav reports, I recommended to the CO/OOD/CONN courses to steer based 
on our desired course. At this point we were approaching the breakwater. At time 21 , my fix held us slightly right of track with 
approx 1,200 yds from our tum After giving my report. we shifted to constants on V-1, which was the light on the Northern 
breakwater. Approaching our turn (next course 218), I called out ranges to turn. Combat's ranges to turn varied ours by 
approx 50 yds. I noticed we were getting set to the North so I recommended coming left to 285 (base course 288) We were 
still getting set to North, so I recommended coming left to 281 to make 288 good as our last charted fix was on track. At this 
point we were still in constant bearings on V-1 approaching our turn Our speed over ground was 4 kts and our steered course 
281, making 287-288 over ground I visually held us in center of the channel, however our bow was slightly to the left due to 
steering left of track to make our desired course At this time, the pilot continued to recommend coming nght. saying that 
there was plenty of good water in that direction. At approx 0725 I felt shuddering back aft. We immediately dropped a fix at 
time 0725. Our fix held our position in good water (not in charted shoal). At that point we switched to one minute fixes. I held 
us drifting North at approx 0.5 kts. Before the event, our last fathometer reading was 27 feet beneath the keel Al the event, 
we lost tracking on the fathometer. We stayed in one minute fixes until the tugs and our maneuvering successfully pulled us 
out of the hazard. While we were drifting North, I held us on shoal water at our furthest Northern position At this time I 
received a report from CIC via our phone talker that CIC held us in shoal water after TAY had drifted North for 3-4 minutes At 
time of event. and electronic range finder held us at 120 m from the breakwater, concurring with charted position (not in 
charted shoal water 

Encl (1g) 



After the event, I heard that engines were offline and shaft break had been engaged. I heard a lot of communication about the 
engines being brought back online, APUs being trained, and making up the tugs to pull us out. At this point I '!'as foc_used on 
our plot. After being pulled from the hazardous location, TAY headed EasVNortheast towards good water while we discussed 
what our next course of action would be. At this point, the Nav team picked a location for anchorage based on the contact 
picture and plotted it We were moving towards good water and open ocean. 

While loitering outside of the harbor, we put the RHIB in the water to conduct soundings. The RHIB confirmed that port s1de 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 
bndge and Nav team had a discussion on the bridge wing to see 1f everyone was comfortable pulling in. At that pornt, I was 
comfortable pulling in as long 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 again, 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 to help keep us from drifting further North. 
On our second approach, I held TAY approx 60 yds from our original track and position of the frrst approach. Once inside the 
harbor, TAY experienced a strong set towards the East. We needed to steer 5-10 degrees right to make our desired course. 
Once safely alongside the pier, TAY sent lines over and moored. 

Article 318 rights were acknowledged and signed prior to interview. 
Amplifying explanation(s) during interview: 
Military-grade GPS fix sources onboard are WRN-6 and DAGR(sp?). 
Shoat water is marked at 36feet or 1 0meters 
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 time from 0720 local until ship moored 
Nav brief was held 1400 local the day prior ( 11 Feb). 
Ship's ordered course at the time of the incident was 281T; base course was 288T. 
Could see a light on the feature designated as R3 from the inbound (288T) leg on approach to the harbor entrance. 
Shifted to large scale chart inset prior to pilot embarking. 
No means to predict tides or currents for Samsun 
Set and drift was not reported on 288T leg because too many course changes were being made; I knew from course over 
ground that ship was being set to the north. 
Pilot looked at our chart after coming onto the bridge. 
I did not see the pilot look at a handheld GPS or any other fix source prior to making the recommendation to come right. 
Nav brief lasted approximately 45 minutes. The fact that a casualty 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 solely GPS fixes. but the CIC log shows only GPS info with no radar ranges. 
CIC was passing ranges to turn that were based on a designated turn range to R3. 
D1d not specifically brief max limits right or left of track, but briefed entrance channel depth, position of shoat water relative to 
the track. 
I approved the track with no changes from the proposed track submitted to me. 
There were no danger bearings or danger ranges on any of the cl1arts I have forwarded with approval 
I have forwarded charts with approval for 20 restricted water transits. 
There was no debrief conducted following the sea and anchor transit. Debriefs are always conducted as a matter of general 
policy, but on this occasion 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. 
I laid down a new track approximately 60 yards south of the original track. 
I made reports of being 40 yards right of track for the 0721fix. We switched to constants immediately following 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-concurring fixes were actually plotted m the same position as the bridge's fixes, but that CIC 
was measuring distance from track incorrectly. 
While in constants. my determination of righVleft of track was based on prior distance from track taking into account course 
over ground indications. 
Nav team (at the chart table) was not using Furuno radar. 
QMCS verifies the track entered into the Furuno is correct. 
In contact with C6F lessons learned manager. 
Consulted sailing directions, PVST AARs and the MLS Turkey representative. 
Could not use Admiralty Total Tide because Samsun has no tide/current station. I check Admiralty Total Tide prior to all 
Navigation transits 
Gyro error was not computed on the 11!11 because of cloud cover. 
Do not regularly log no-azimuths m celestial calculations book. 
Computed set/drift every third fix on the leg previous to the 288T leg 
DAGR GPS antennas are on to of the Pilot House se arated b 8 feet. 



Pilot recommended coming nght: I immediately announced non-concurrence; the Pilot continued to recommend coming right, 
saying •good water " 
On command climate· crew hkes coming to work and sailors are extending onboard specifically because of CO CO is a great 
Captain 
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THE ABOVE STATEMENT CONSISTS OF 02 PAGES. I HAVE BEEN GIVEN THE OPPORTUNITY TO MAKE ANY 
CHANGES I 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). 

LTJG USN 
Investigating Officer 

SN 017-LF-055-2710 



SUSPECT'$ RIGHTS ACKNOWLEDGEMENT/ STATEMENT (See JAGMAN 0170) 

SUSPECT ' S RIGHTS AND ACKNOWLEDGEMENT/STATEMENT 

FULL NAME (ACCUSED/ 
SUSPECT) 

RATE/RANK 

-
SERVICE (BRANCH) 

USN 

ACTIVITY/UNIT DATE OF BIRTH 

USS TAYLOR (FFG $0) 

NAME ( INTERVIEWER) RATE/RANK 

-
SERVICE (BRANCH) 

USN 

BILLET ORGANIZATION 

COMNAVEUR-COMNAVAF-COMSIXTHFLT Assiscant Chief of Staff 

LOCATION OF INTERVIEW TIME DATE 

USS TAYLOR, in port Samsun, Turkey -2B 15 Feb 2014 

RIGHTS 

I certify and acknowledge by my signacure and inicials set forth below 
that, before the intervi ewer r equested a statement from me , the 
interviewer warned me that : 

(1) I am suspected of having committed the following 
offense(s) 

Dereliction of duty; 

(2) I have the right to remain silent ; 

(3) Any stac.ement I do make may be used as evidence aoainst 
me in trial by court- martial (or NJP) ; 

(4) I have the right to consul t with lawyer counsel prior to 
any questioning . This lawyer counsel may be a civil.:.an lawyer 
retained b) me at my own expense , a military lawyer appointed 
to act as my counsel without cost to me, or both ; 
(5) I have the right to have such retained civilian lawyer 
and/or appointed military lawyer present during this 

Initials 
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interview; and 

(6) If I decide to answer questions now without a lawyer 
present, I will have the right co stop this inter view at any 
dme. 

WAIVER OF RIGHTS 

I further certify and acknowledge t hat I have read the above statement 
of my rights and fully understand them, ~nd that , 

(1) I expressly aesire to waive my right to rema i n sil ent ; 

(2) I expressly desire to make a statement ; 

(3) I expressly do not desire to consult with either a 
c1vilian lawyer retained by me or a mi litar y lawyer appointed 
as my counsel without cost co me prior to any questioning; 

(4) T expressly do not desir~ to have such a lawyer present 
with me during this interview ; and 

(5) This acknowledgement and waiver of rights is made freely 
and voluntarily by me, and wi~hout any promi ses o r thr eats 
having been made to me o r pressure or coercion o f any kind 
having been used against me . 
16) I further understand that , even though I ini t ially waive 

my Iights to counsel and to remain silent , I may , dur i ng the 
interview, assert my right to counsel or to remain silent . 

Initials 

NOTE : IF THE SUSPECT INDICATES THEY ARE WILLING TO MAKE A STATEMENT , 
THEY SHOULD FIRST BE ASKED WHETHER THEY RAVE MADE A STATEMENT IN 
RESPONSE TO QUESTIONS ABOUT THE SUSPECTED OFFENSE TO ANYONE THEY 
BELIEVED WAS ACTING IN A LAW ENFORCEMENT CAPACITY PRIOR TO THE PRESENT 
INTERVIEW. IF THE SUSPECT INDICATES THEY HAVE PREVIOUSLY MADE SUCH A 
STATEMENT , ADVISE THE SUSPECT AS FOLLOWS: 

CLEANSING WARNING 

(1) Your previous statement may not be admissible at courts­
martial (or NJP) and may not be usable against you. It may 
not be possible to determine whe t her a previous statement 
made by the suspect will be admissible at some future court-

Initials 
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martial (or NJP}; this suggests it may be wise t o treat it a s 
inadmissible and provide the cleansing warning ) . 
(2) Regardless of the fact that you have ~alked about this 
offense befo~e, you still have t he right to remain silent 
now . 

(3) (Continue with the Rights Advisement and Waiver of Rights 
above.) 

L------------------- - - - -------------'---

SIGNATURE (ACCUSED /SUSPECT) TIME DATE 

(53 7 16F"C6i'-J 

SIGNATURE (INTERVIEWER) TIME DATE 

2 <:',C> I I )f?.?-<S -;c .::r (.,( 
SIGNATURE (WITNESS) TIME DATE 

J,00-5 rSra, 2-aJi'-I 

The statement which appears on this page (and the following 
page(sl, all of which are signed by me) , i s made freely and 
voluntarily by me, and without any promises or t hreats having been 
made to me or pressure or coercion of any kind having been used 
.:i.gninst me . 

SIGNATURE (ACCUSED/SUSPECT) 

.-;- 1 - m(l) 



I , PLACE 

DEPARTMENT OF THE NAVY USS TAYLOR (FFG 50) 

VOLUNTARY STATEMENT 
l. CASE CONTROL NUMBER (CCN) 

NIA 

I, USS TAYLOR (FFG 50) , make the following ----- ---'----'-- - ----------
Free and voluntary statement to 

Whom I know to be INVESTIGATING OFFICER, USS TAYLOR (FFG 50) 

I make this statement of my own free will and without any threats or promises extended to me. I fully understand 
that this statement is given concerning my knowledge of: 
I took the deck at ap~ Wednesday, February 12, 2014 My JOOD was ~ and my 
Conning Officer was ~ - The evolution was very smooth and orderly as ~ the INPORT 
checklist and my CONN was maneuvenng as necessary to mamtam charted course. We had set max plant with the exception 
of the 3rd ssdg to avoid light loading the generators I was receiving manned and ready reports and establishing 
communications with various watch stations. Just pnor to taking the deck, my JOOD contacted the SUMSUN Pilot on 8/8 
channels 16 confirming 2 tugs and 1 pilot. We informed him that we expected to be near our pilot pick up point around 0700 
He responded by requesting for us to once again contact him when we were approximately "7 cables" before our pilot pick up 
point. Still on our south/westerly track, we encountered several anchored merchant ships that were on our charted course . 
We slowed to maneuver around the vessels causing us to be east (left) of track. My JOOD had contacted the pilot again to 
inform him of our revised pilot pickup time of approx 0720 Once clear of the anchored merchants, we turned to starboard to 
course 288 On this leg several small Turkish coast guard boats maneuvered around Taylor to provide security during our 
transit into port. I than ordered CCS to start the 3rd SSDG. Soon after we slowed to extend and aptest P/S APU's. Operational 
APU test was satisfactory We than set the Restricted Maneuvering Doctrine. At approximately 0720 we took on the pilot and 
1mmed1ately - went over the pilot card and tug make up with him. It was decided that the fwd tug would be made up 
on the starboard side foc'sle and the aft tug to the amidships chalks. Along the 288 track and prior to the P/S entrance jetties, 
we noticed we were getting set to the north approx 5-7 degrees. The CONN had turned to port to make approximately 288 
good. As Taylor proceeded into the jetties at approximately 4knts SOG we noticed the 2 tugs within the harbor waiting for us 
to enter the basin As Taylor proceeded further into the harbor, the ship unexpectedly shuddered and stopped making 
headway There was confusion al this point as to what had caused the shutter. The navigator immediately dropped a fix and 
held Taylor ,n charted good water. The ship slowly drifted to the north/right of track as the winds were coming from approx 
220T at 1 0knts The CONN had ordered an astern bell and trained the APU to approx 200 The ships began to shutter again 
and - shouted stop" or something of that affect. At this time, I received a report from the JOOD that the engines 
were stopped The Pilot, - and I were discussing a new plan for making the fwd tug to the port side foc'sle and the 
aft tug through the stern caulk We had some difficulty relaying our intens,ons to the Turkish Pilot Making up fwd/aft tugs took 
some time as the tugs proceeded outbound from the basin to our position. - than ordered that we bring 1N1 B 
GTE's back onhne In order to back out from our position. At this point the fwd/aft tugs were made up starboard side and 
pulling. I recall the APU's were trained between 240 and 180 to assist with backing out. I than received a report that that shaft 
had begun rolling again and an astern bell was ordered up. At this point, throttle control had been shifted to CCS for several 
minutes Engine orders were given using the Engine Order Telegraph (EOT) and 21 MC The ship than began to move to the 
south (port) and backed out from its position. As the ship continued to back out of the entrance channel and cleared the 
1etties the fwd and aft tugs were cast off. The Boat Deck was manned in order to lower the RHIB to take soundings of the 
entrance channel using a sounding tape. Once the boat crew was briefed, the RHIB was loaded, lowered and launched. 
Some of the initial readings were 40-42FT in the centerline of the entrance channel and much deeper to the south (port side) 
of the entrance channel. Readings on north side (stbd side) of the entrance channel were 36-38FT. - ordered the 
navigator to find a good anchorage while my bridge team maneuvered the shtp away from the harbor into much deeper 
charted waters At this point - . XO, JOOD, NAV, ANAVand I discussed our next plan. We decided that we would 
make a second attempt at entering port based off the readings of the RHIB crew, this time entering port of centerline of the 
entrance channel - and the CONN maneuver the ship around the anchored merchant vessels to come to approx 
course 288. As this was happening, my JOOD and I were communicating with the RHIB on where we wanted soundings 
within the harbor. I also ordered CCS to transfer throttle control back tot the pilot house. As Taylor made here second 
approach, we received several reports from the RHIB crew that the depth of the water along our charted track was 
consistently between approx 60-?0FT. As we entered the jetties for the second time, we had kept the ship slightly south (port) 
of our original charted track Again, a more southerly course was needed to make approx 288 good as we passed through the 
Jetties. Once I received reports that the stern was clear of the P/S Jetties, The CONN came to port to approx 181 . Due to the 
winds, a more westerly course was needed to make 181 good. The Tugs were made up and the ship maneuvered as 
necessary to come port side too along the pier. 

Article 31B rights were acknowledged and signed prior to interview. 

Encl (11) 



Amplifying e xplanation{ s) during intervi ew : 
Pilot was embarked on 288T leg. 
Don't recall set and dnft, but know course over ground was approximately 5 degrees to the right of course steered. 
Originally interpreted CO s Irnttal direction to mean bring EOT to all stop, but not sure what was passed to CCS via 21MC 
since I was on the starboard bridge wmg. 
After ship shook and lost headway, pilot insisted there was good water ahead and to keep going forward. 
When JOOD reported engines were shut down, CO directed engines brought back online. 
ANAV had concerns about attempting to enter the harbor again. 
Boat crew used a handheld Motorolla and a bridge to bridge radio to report soundings back to the ship 
Boat crew reported consistently deeper soundings on the port side of the entrance than on the starboard side. 
Boat continued taking soundings inside harbor along track between entrance and berth. 
Received reports of ranges from fantail, but those ranges are visual estimates only. 
Pilot was given Max Draft of the ship by mistake, rather than that day's actual draft. 
Don't recall whether Nav gave any maneuvering recommendation 
Nav plotted fix immediately after ship lost headway began shaking. Fix was in good water slightly right of track. 
Pilot seemed to have no problem with the current position and course and gave no maneuvering recommendations prior to 
ship shaking and losing headway 
Reviewed charts with Nav and Conn the previous day (11 Feb). 
Noted 700 yards between shoal water near one Jetty and shoal water near the other jetty, but do not recall how close track 
was to shoal water on either side. 
Nav brief lasted approximately 40 minutes. 
Do not recall whether there was any discussion about SPS-55 degradation during Nav brief. 
Track was displayed on Furuno radar 
Don't recall whether Furuno held ship on the track displayed. 
Believed ship was in good water at the time of the incident. 
Belteve there was a new track laid down on chart for second attempt to enter harbor, but not certain 
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THE ABOVE STATEMENT CONSISTS OF 01 PAGE. I HAVE BEEN GIVEN THE OPPORTUNITY TO MAKE ANY 
CHANGES I 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 . 

Investigating Officer 



SUSPECT'S RIGHTS ACKNOWLEDGEMENT/STATEMENT (See JAGMAN 0170) 

SUSPECT ' $ RIGHTS AND ~CKNOWLEDGEMENT/STATEMENT 

FULL NAME (ACCUSED / 
SUSPECT) 

RATE/RANK 

1111 

SERVICE (BRANCH) 

USN 

DATE OF BIRTH 

USS TAYLOR (FFG 50) 

NAME ( INTERVIEWER) RATE/RANK 

-
SERVICE (BRANCH) 

USN 

BILLET ORGANIZATION 

COMNAVEUR-COMNAVAF COMSIXTHFLT Assistant Chief of Staff 

LOCATION OF INTERVIEW TIME DATE 

USS TAYLOR, in porL Samsun, Turkey I::>::>') -2B 15 Feb 2014 

RIGHTS 

I certify and acknowledge by my signature and initials set forth below 
that, berore the interviewer requested a statement from me, the 
interviewer warned me that : 

(1) I am suspected of having committed the following 
offense(s) 

Dereliction of duty; 

(2) I have th~ right to r~main sil~nt; 

(3) Any statement I do make may be used as evidence against 
me in trial by court-martial tor NJ?) ; 

(4) I have the right to consult with lawyer counsel prior to 
any questioning. This lawyer counsel may be a civilian lawyer 
retained by me at my own expense , a military l awyer appointed 
to act as my counsel without cost to me , or both; 
(5) I have ~he righ~ to have such retained civilian lawyer 
and/or appointed military lawyer present during this 
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interview; and 

(6) If I iecide to answer questions now without a lawyer 
present, I will have the right to stop this interview at any 
time. 

WAIVER OF RIGHTS 

I further certify and acknowledge that I have r ead the above statement 
of my right~ and fully understand them, a~d that , 

(1) r expressly desire co waive my righc to remain silent ; 

(2) I expressly desire co make a statement ; 

(3) I expressly do not desire to cons ult with e ither a 
civilian lawyer retained by me or a military lawyer appoi nted 
as my counsel without cost to me prior to any questioning ; 

(4) I expressly do not desire to have such a lawyer present 
with me during this i nterview; and 

\5) This acknowledgement and waiver of rights 1s made freely 
and voluntarily by me, and without any promises or threats 
having been made to me or pressure or coercion of any kind 
having been used a ainsc me . 
(6) I further understand that , even though I initially waive 

my righLs ~o counsel and to remain silent , I may, during che 
interview, assert my right to counsel or to remain silent . 

Initials 

NOTE : IF THE SUSPECT INDICATES THEY ARE WILLING TO MAKE A STATEMENT , 
THEY SHOULD FIRST BE ASKED WHETHER THEY HAVE MADE A STATEMENT IN 
RESPONSE TO QUESTIONS ABOUT THE SUSPECTED OFFENSE TO ANYONE THEY 
BELIEVED WAS ACTING rN A LAW ENFORCEMENT CAPACITY PRIOR TO THE PRESENT 
INTERVIEW. IF THE SUSPECT INDICATES THEY HAVE PREVIOUSLY MADE SUCH A 
STATEMENT , ADVISE THE SUSPECT AS FOLLOWS: 

CLEANSING WARNING 

(1) Your previous statement may not be admissibl e at courts­
martial (or NJP) and may not be usable against you . (Ic may 
not be possible to determine whether a previous statement 
made by the sus ect will be admissible at some future court-

Initials 
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martial (or NJP); this suggests it may be wise to treat it as 
inadmissible and provide the cleansin warning) . 
(2) Regardless of the fact that you have talked about this 
offense before, you still have the right to remain silent 
now. 

(3) (Continue with the Rights Advisement and Wa iver of Rights 
above.) 

SIGNATURE (ACCUSED /SUSPECT) TIME DATE 

\~Y\ \~feb\L\ 
TIME DATE 

l52(v ")?0:S 2 ..::..r'-j 
TIME DATE 

152ef1 16 f=eB 

The statement which appears on this page (and the following 
page(s), all of which are signed by me), is made freely and 
voluntarily by me, and without any promises or threats having been 
made to me or pressure or coercion of any kind having been used 
against me. 

SIGNATURE (ACCUSED/SUSPECT) 

2-e'lL\ 

A- 1-m (1) 



1. PLACE 

DEPARTMENT OF THE NAVY USS TAYLOR (FFG 50) 

VOLUNTARY STATEMENT 
2. CASE CONTROL NUMBER {CCN) 

NIA 

USS TAYLOR (FFG 50) - JOOD , make the following ---- ----'----------- - - -----
Free and voluntary statement to 

Whom I know to be INVESTIGATING OFFICER, USS TAYLOR (FFG 50) 

I make this statement of my own free will and without any threats or promises extended to me. I fully understand 
that this statement is given concerning my knowledge of : 
I relieved the watch around 0538 to establish situational awareness prior to setting the sea and anchor detail. The checklist 
was in good order with the maJor items complete the night prior, such as rudder swing checks and the digital flux gate 
magnetic compass checks. The draft report was not on the bridge yet but was around the time of setting S&A the S&A 000 
and CONN relieved their watches pnor to setting S&A. Once the draft report was received, I updated the pilots card with the 
max draft found in the nght column of the report as a matter of precaution , the max draft on the card read 8.1 meters even 
though the actual draft was less. I hailed the pilot at 0600 on CH16 and confirmed two tugs and pilot pickup at 0700 outside 
the harbor entrance The checklist was complete with the exception of placing CHT in transit mode and setting Restricted 
Maneuvering Doctrine (RMD) because we were still greater than 3NM from land and we briefed setting RMD just prior to 
entenng the harbor At around 0644 I hailed the pilot again to inform him of our delayed arrival due to slowing for anchored 
traffic outside the harbor, and informed him of our new p1iot pickup time of 0720. He copied all. We started the third ship 
diesel and upon slowing, lowered and tested both APUs. satisfactory. I don't exactly remember when, but at one point the 
CONN requested that I shoot some laser ranges to the northern quay wall. The laser range finder could not pickup any return 
at first, but eventually 1t did so I would call out ranges on the starboard bridge wing where the CONN, OOD, and CO were. The 
second to last range I called was 125 meters, shooting the rocks at the base of the starboard harbor entrance light house 
nearly on our starboard beam before taking station inside the pilothouse to monitor the bridge team and remain in earshot of 
the 21 MC The pilot was already onboard at this time. I accidentally hit the mode button before that hit, changing it from yds 
to meters I quickly reverted back and called 140 yds The CONN acknowledged and I stepped inside Shortly after, the ship 
shook I don't remember what CCS initially said , but they did say that the shaft stopped rolling Simultaneously to this report, 
the CONN and CO loudly ordered all stop over the X 1 JV and then standing in the starboard bridge wing door, the CO yelled 
something to the effect of stop engines Whatever was said exactly, I ordered CCS to stop the GTEs, When they reported PT 
brake engaged and GTEs stopped, I relayed that to the 000 and CO. The CO then ordered GTEs back online so I ordered 
CCS to restart GTEs. At this time, we were using APUs to try to back out and were making-up tugs to assist. I stepped out to 
the starboard bridge wing and insure the CONN, OOD, and CO knew that the shaft lost all turns pnor. CCS almost 
immediately reported 1 GTE online, but the shaft would not roll. The 14 minute timer before automatically shutting down the 
GTE had started The tugs were now made-up to help back out Between them and the APUs. the ship started to back out 
and CCS reported that shaft fouled sensor had cleared Shortly after CCS reported turns on the shaft and we continued to 
back out. Throttle control was in CCS so I relayed throttle orders over the 21 MC on behalf of the CONN until the situation had 
stabilized After asking for permission from the CO to transfer control, we transferred throttle control to the pilot house and 
continued to circle the harbor entrance while the RHIB deployed and conducted soundings. The RHIB reported sounds 1n 
excess of 42 ft from the center of the channel to the southern harbor entrance, but reported at least one 16ft sounding closer 
the the northern quay wall As we steered closer to the southern entrance, the RHIB remained ahead of us and continued to 
report soundings in excess of 49ft. The soundings in the vicinity of the pier were over 72ft so we decided to moor. 

Article 31B rights were ackn owledged and signe d prior to i nter view. 
Amp lifying e xplanation (s) during intervie w : 
Laser range of 140 yards to the jetty to starboard was obtained prior to ship shaking; the end of the jetty was just forward of 
the beam of the ship 
First laser range that was obtained was over 200 yards to the end of the jetty 
Recalled from bnef that danger depth curve began approx 90 yards out from the jetty (toward the track) 
When shaking started, ship seemed to lose all headway. Shortly thereafter, Engineering reported shaft had stop turning. 
I heard CO order the engines to be stopped (do not recall exact words CO used), so I relayed the order via 21MC to CCS to 
stop main engines 
CO then asked why engines were stopped and ordered engines brought back on line. After relaying the order to CCS to bring 
engines back onhne I answered his question by reporting to the CO that engineering had reported the shaft had stopped 
turning pnor 
Visibility was unlimited 
I was assigned to take soundings of the area near the north jetty after the ship moored, and found soundings less than 25 feet 
farther south from the Jetty than the chart depicts I determined distance from jetty via laser range finder 

Encl (ls) 
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THE ABOVE STATEMENT CONSISTS OF 01 PAGE. I HAVE BEEN GIVEN THE OPPORTUNITY TO MAKE ANY 
CHANGES I DESIRE. THIS STATEMENT IS TRUE AND CORRECT TO THE BEST OF MY KNOWLEDGE. 
Subscribed to and sworn before me this d ate of 15FEB14 on bo ard the USS TAYLOR (FFG-50). 

Investigating Officer 

llAt 55:7/2 (::.2-821 SN 017-Lf-055-2710 



SUSPECT'S RIGHTS ACKNOWLEDGEMENT / STATEMENT (See uAGMAN 0170) 

SUSPECT ' S RIGHTS AND ACKNOWLEDGEMENT/STA~EMENT 

FULL NAME (ACCUSED/ 
SUSPECT) 

RATE/RANK 

11111 

SERVICE (BRANCH) 

USN 

ACTIVITY/UNIT DATE OF BIRTH 

USS TAYLOR (FFG 50) 

NAME (INTERVIEWER) RATE/RANK 

11111 

SERVICE (BRANCH) 

USN 

ORGANIZATION BILLET 

COMNAVEUR-COMNAVAF COMSIXTHFLT Assistant Chief of Staff 

LOCATION OF INTERVIEW TIME DATE 

USS TAYLOR, in port Samsun , Turkey 0908 B 15 Feb 2014 

RIGHTS 

I ctrtify and acknowledge by my signature and initials set forth below 
thar, before the interviewer requested a statement from me, the 
interviewer warned me that : 

(1) I am suspected of having committed the following 
offense, (s) 

Dereliction of duty; 

(2) I have the right to remain silent ; 

(3) Any statement I do make may be used as evidence against 
me in trial by court-martial {or NJP) ; 

(4) I have the right to consult with lawyer counse~ prior to 
any questioning. This lawyer counsel may be a civilian lawyer 
retained by me at my own expense , a military lawyer appointed 
co ac~ as m counsel without cos~ to me , or bot h ; 

5 1 : ~ave ~he right to have such retained civilian lawyer 
and/or appointed military lawyer present during this 

Initials 
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in~erview; and 

(6 ) I: I decide to answer questions now without a lawyer 
present, I will hav@ the right to stop this interview at any 
-cirne . 

WAIVER OF RIGHTS 

I further certify and acknowledge that I have read the above statement 
of my righcs a~d fully underscand chem, and thac , 

(1) I expressly desire to waive my right -co r emain s i lent ; 

(2) I expressly desire to make a statement ; 

(3) I expressly do not desire to consult with either a 
civilian lawyer retained by me or a military lawyer appointed 
as my counsel without cost to me prior to any questioning ; 

(4) I expressly do not desire to have such a lawyer present 
with me during this interview; and 

(5) This acknowledgement and waiver of rights is made freely 
and voluntarily by me, and without any promises or threats 
having been made to me or pressure or coercion of any kind 
havin bePn used against me. 
(6) I further understand that , even though I initially waive 
my rights to counsel and to remain silent , I may, during the 
interview, assert my right to counsel or to remain silent . 

Initials 

NOTE : IF THE SUSPECT INDICATES THEY ARE WILLING TO MAKE A STATEMENT, 
THEY SHOULD FIRST BE ASKED WHETHER THEY HAVE MADE A STATEMENT IN 
RESPONSE TO QUESTIONS ABOUT THE SUSPECTED OFFENSE TO ANYONE THEY 
BELIEVED WAS ACTING IN A LAW ENFORCEMENT CAPACITY PRIOR TO THE PRESENT 
INTERVIEW. IF THE SUSPECT INDICATES THEY HAVE PREVIOUSLY MADE SUCH A 
STATEMENT , ADVISE THE SUSPECT AS FOLLOWS : 

CLEANSING WARNING 

Initials ,--- -----,-------------------,------- - -----,-( 1) Your previous statement may not be admissible at courts-
martial (or NJP) and may not be usable against you. (It may 
not be possible to deter.nine whether a previous statement 
made E.,¥ the suspect will be admissible at some future __ c_o_u_r_t_-_ _,_ _ _ _ __, 

A-1-m ( 1} 



marrial (or NJP); chis suggests it may be wise to treat iL as 
inadmissible and rovide the cleansing warning) . 
(21 ~egardless of the facL cha: you have ~alked about this 
offense before, you SLill have the right to remain silent 
now. 

( 3) (Continue with the Rights Advisement and Waiver of Ri ghts 
above., 

TIME DATE 

SIGNATURE (INTERVIEWER) TIME DATE 

TIME DATE 

The sta~ement which appears on this page (and the following 
page (s), all of which are signed by me), is made freely and 
voluntarily by me, and without promises or threats having been 
made to me or used 
dgainst me . 

A-1-m ( l ) 



1 PLACE. 

DEPARTMENT OF THE NAVY USS TAYLOR (FFG 50) 

VOLUNTARY STATEMENT 
2. CASE CONTROL NUMBE~ (CCNJ 

N/A 

I, , USS TAYLOR (FFG 50) -ATTWO , make the following --- - ----'--- --'--- --- ----
Free and voluntary statement to 

Whom 1 know to be INVESTIGATING OFFICER, USS TAYLOR (FFG 50) 

I make this statement of my own free will and without any threats or promises extended to me. I fully understand 
that this statement is given concerning my knowledge of: 
On 13 February 2014 I was standing ATTWO for Sea & Anchor on the 0-2 level tracking and reporting small vessels. Once 
the ship was getting closer to the harbor entering into the channel I noticed the ship shutter a little In an unfamiliar manner I 
was standing on the Port side directly behmd the Pilothouse and did not notice anything so I quickly moved over to the 
Starboard side to take a look. There was nothing on either side of the ship and it appeared we were rn the center of the 
channel. 1 heard the Captain quickly order for the boat deck to be manned. I assumed the boat was being launched so we 
could verify the depth of the channel by having the RHIB take soundings. I reached the Turkish Coast Guard on VHF Ch 14 to 
inform them we were dropping our RHIB m the water to verify the depth of the water The ship backed out of the channel and 
had the RHIB take soundings of the channel and harbor From the same position on the 0-2 level the second trip through the 
channel appeared exactly the same as the first track except there was no shuttering Shortly after entering mto the harbor the 
ship moored safely 

Amplifying explanation(s) during interview: 
I was on port side aft of pilothouse when I felt the ship shake/shudder. I saw the tugs were not near the ship. I immediately 
went to the starboard side to see if there was a boat or tug coming alongside, and saw no tugs or boats alongside either side. 
Assessment of being centered in the channel was based on visual estimate that jetty on port side the same distance from the 
ship's path as the Jetty on the starboard side 
Turkish Coast Guard acknowledged, but did not ask any additional details about TAYLOR launching RHIB 

Ult I I l/l/1////III Ill I II II Ill/I II II I Ill I Ill II /II I/I/ /Ill/ I/I /Ill/I I I I I I/ Ill Ill/END OF ST A TE M ENT I I Ill/II/II Ill/I /I I I I II /Ill/ I Ill /Ill I/Ill llll Ill/I II llllf I/Ill /Ill I/ I /Ill I II I 
THE ABOVE STATEMENT CONSISTS OF 01 PAGE. I HAVE BEEN GIVEN THE OPPORTUNITY TO MAKE ANY 
CHANGES I 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). 

Investigating Officer 

PNAV 5527/~ 112-8 \ SN 017-LF-055- 2710 
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1 PLACE 

DEPARTMENT OF THE NAVY USS TAYLOR (FFG 50) 

VOLUNTARY STATEMENT 
2. CASE CONTROL NUMBER (CCN) 

N/A 

I, USS TAYLOR (FFG 50) , make the following ----- - ------- ------
Free and voluntary statement to 

Whom I know to be INVESTIGATING OFFICER, USS TAYLOR (FFG 50) 

I make this statement of my own free will and without any threats or promises extended to me. I fully understand 
that this statement is given concern ing my knowledge of: 
I was the off going Officer of the Deck prior to setting the Sea and Anchor detall. At approximately 0615, I was relieved as 
Officer of the Deck by . The ship was on track and on time for Pilot Pickup at 0700. After being relieved as 
00D, I went to bed since I was not assigned to a watch station for inbound Sea and Anchor. I needed to get some sleep 
since I was tired from the previous watch and, I was assigned to be the Outbound Sea and Anchor Anti-Terronsm Tactical 
Watch Officer (A TTWO). 

Amplifying explanation(s) 
Took the watch at approximately 0145 local 
Conducted flight ops from 0300 until 0330 I called the CO several times during flight ops. He seemed alert during all calls. 
Approximately 1 5 hours behind PIM when took the watch. 
Regained PIM and making 15 kts by the time I was relieved. 

I/ I II II II Ill II /I II II Ill I II Ill II Ill Ill II II Ill II Ill II /I II II JI Ill Ill Ill II I/ II II II/END OF ST A TE M ENT II/ Ill Ill II Ill II II/ Ill/If II Ill I /Ill I Ill 1/1 Ill I Ill II// Ill JI/ I Ill I/ II II II I/I Ill 
THE ABOVE STATEMENT CONSISTS OF 01 PAGE. I HAVE BEEN GIVEN THE OPPORTUNITY TO MAKE ANY 
CHANGES I DESIRE. THIS STATEMENT IS TRUE AND CORRECT TO THE BEST OF MY KNOWLEDGE. 
Subscribed to and sworn before me this date of 14FEB14 on board the 

Investigating Officer 

Encl (t'7\ 



1 PLACE 

DEPARTMENT OF THE NAVY USS TAYLOR (FFG 50) 

VOLUNTARY STATEMENT 2. CASE CONTROL NUMBER (CCNJ 

N/A 

1, - • USS TAYLOR (FFG 50) , make the following 

Free and voluntary statement to 

Whom I know to be INVESTIGATING OFFICER, USS TAYLOR (FFG 50) 

I make this statement of my own free will and without any threats or promises extended to me. I fully understand 
that this statement is given concerning my knowledge of: 
I arrivea on the bridge at approximately 0555 and took che conn after a 
proper ~urnover. Sea and anchor was set at 0615 . At about 9 miles northeast 
of the =irst turn I spotted numerous anchored vessels just outside the 
harbcr, c~e of which was in the middle of our initial track . Once the ship 
got about 3 miles from the anchored vessels , we a ltered course to port to 
avoid the anchorea vessel which lied in the middle of our track . This course 
change would force us to be l eft <souLh} of track once we made our turn wesc 
LO course 288T towards che narbor entrance. Once we curned , I reca ll being as 
far as 300 yards left of track as we proceeded cowards the harbor . The ship 
experienced a strong northerly set as we approached the harbor entrance . We 
ad~usted our co1 rse as necessary, keeping the bow pointed be~w9en ~he two 
breakwaters and using the condominium in t he middle of the channel as a 
visual reference. We made several slight course changes to the left and~ ht 
to account for the northerly set and for being south of track . I asked -
_ , Junior Officer of the Deck, to grab the laser range finder and 
provide ranges to the starboard breakwater, as I was concerned about the 
northerly set and 00r proximity to shoal water on the starboard side . As we 
approached within 500 yards east of the breakwater , the pilot ~ecom.mended 
courses to the right of 285T . At this point , navigat i on held the ship on 
track. The Navigator and I continued to vocally and openly express our 
disagreement w~t~ the pilot's recommendations due ~o our northerly set . As a 
result, we steered courses between 282T and 288T (to the best of my 
re~ol~ection,, maintaining a course over ground of around 288T, which was the 
course plotted on our track. Once the ship was abeam of the breakwater on the 
s~arb-~rd side, I s~ee~ed -ourse 281T to maintain 288T over ground (this of 
which I am certain of). Navigation still held us on track . The JOOD reported 
12U meters to the b1eakwater , and I knew we were in good charted water . 
Immediately thereafter, the ship shuddered and came to a stop . We initially 
asked if a tug hit us ; the 00D reported no tugs were alongside . The JOOD 
reported the shaft had stopped turning and therefore both main engines were 
emerqency stopped. We already had the APU ' s down , so we trained them to 240R 
and turned both on to try to pull us out . Captain told Lhe pilot co bring the 
tugs alongside, make up , and pull us astern to get us out . The pilot was 
adamant that we were still 1n good wa~er and that we should proceed into the 
~arbor. The Captain demanded the pilot make up the tugs and pull us out . The 
pilot did so. As Lhe tugs were being made up , the APU ' s kicked up a lot of 
mud but did not successfully move the ship. I continuously observed thP bow, 
beam, and scern to check for motion and nociced nothing until the tugs began 
co pu~l . unce ~he tugs got us safely away from the breakwater and the harbor 
entraPce, I pertormed a port twist and began driving the ship to the 
northeast away from the harbor and surrounding a nchored vessels . I left the 
AP~'s on and the engine at 5 knocs to keep the ship concrolled and moving 
slowly to give the navigation team and the Captain time to discuss an 

Encl { tPi\ 



alternate plan. It was determined that we could not get the much needed fuel 
and &upplies at anchoi . The Captain called the Navigator, QMCS, XO , CMC , OOD, 
JOOD, and I to the bridge wing and asked if any of us were uncomfortable 
trying again to enter the harbor . QMCS was the only one who was 
un~omfortable. He was afraid it might happen again and be even worse . The 
rest of the assembly seemed to agree that if we lowered the PHIB to take 
so_nd.~gs we:1 ahead o~ the ship , we would be able to turn around or back out 
in time, if shoal water was detected . As a result , we lowered the RHIB which 
took soundings with a sounding tape in front of the ship , all around the 
harbor entrancP, and eventually into the harbor . Navigator laid a secondary 
track that had the ship approaching the entrance from the southeast and 
ma'n~aining closer proximity •o the breakwater on the left side of the 
channel. We proceeded safely along this new track ~nto the harbor, and with 
some on-setting wind , moored safely to the pier . The pilot was of little 
assistance. 

Article 3 1B rights were acknowledged and signed prior to interview. 
Amplifying explanation(s) during interview: 
Decided lo use condominium as a reference based on it bei ng directly ahead of 
the ship when the ship was in the center of the channel . 
Did not hear any Navigation reports that caused me to be alarmed prior to the 
inrident. 
I recall being 300 yards left of track at the start of the 288~ leg . 
Pilo initially recommended course 290T after arriving in the pilothouse ; at 
that time, course over ground was to the right of 290T as reported by the 
Navigator and dS: saw visually displayed on the Furuno. 
Pilo~ urqed CO to continue on even after ship shook and lost all headway , 
repeating that the ship was in "good water.u 
Pi~o~ was interacting with both the conn and the CO . 
While pulling the ship, the line came off the bitt on the tug . 
Do not recall what the pilot did after the ship s tar~ed making way on its own 
power prior making the tugs up again . 
Pilot was noL involved in conversation on whether or not to re- attempt to 
entex the harbor. 
I reviewed the charts prior to the Nav brief . I recall observing there was 
approximately 100 yards of safe water on both sides of the track at the 
harbor entrance . 
Dvn'L recall w,ether Naviga~or repoited the ship being right or track a t any 
time on the 288T leg ; I do recall Navigator reporting the ship being on track 
as the ship was approaching the jetty . 
Nav brief was approximately 30 minutes . I briefed the track dur ing the brief . 

U II /Ill/ I II II Ill/ Ill I I/ I II/ II/Ill Ill/I /Ill/I/ I I I fl/Ill/I Ill I/ Ill/II/I fl II I I/I /ENO OF ST A TEM ENT fl I II I I II I Ill/ I/ I// Ill// I/ I I /II/II I I I Ill/ Ill/I/ I I I /I I I Ill// II I I I// I// I I/If// I 
THE ABOVE STATEMENT CONSISTS OF 02 PAGES. I HAVE BEEN GIVEN THE OPPORTUNITY TO MAKE ANY 
CHANGES I 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). 



SUSPECT ' S RIGHTS ACKNOWLEDGEMENT/STATEMENT (See JAGMAN 0170) 

SUSPECT'$ RIGHTS AND ACKNOWLEDGEMENT/STATEMENT 

FULL NAME (ACCUSED/ $SN RATE/RANK 

• 
SERVICE (BRANCH) 

USN 

ACTIVITY / UNIT DATE OF BIRTH 

USS TAYLOR (FFG 50) 

NAME ( INTERVIEWER) RATE/RANK 

-
SERVICE (BRANCH) 

USN 

ORGANIZATION BILLET 

COtv'JNAVEUR-CONNAVAF COMSIXTHFLT Assistant Chief of Staff 

LOCATION OF INTERVIEW TIME 
/0 l/ 'f 

DATE 

USS TAYLOR, in port Samsun, Turkey - 2B 15 Feb 2014 

RIGHTS 

I -erLify and acknowledge by my signature and initials set forth below 
that , before the interviewer requested a statement from me, the 
interviewer warned me that : 

(1) I am suspected of having committed the following 
offense(s) 

Derelic~ion of duty ; 

(2) I have the right to r emain silent ; 

(3) Any statement I do make may be used as evidence against 
me in trial by court - martial (or NJP) ; 

(4) I have the right to consult with lawyer counsel prior to 
any questioning . This lawye= co~~sel may be a ci~ilian lawyer 
retained by me at my own expense , a military lawyer appointed 
to act as my counsel without cos~ to me , or both ; 
(5 ) I have ~he right to have such retained c i vilian lawyer 
and/or appointed military l awyer present during this 

Initials 
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interview; and 

( 6) If I decide to answer questions now without a lawyer 
present, I will have the right:. to stop th.:.s interview at any -time . 

WAIVER OF RIGHTS 

I further certify and acknowledge t:.hat I have read the above statement 
of my righ.:s and fully undersLdnd :.hem, and that , 

(1) I expressly desi1e t:.o waive my right:. to remain silent; 

(2) I expressly desire to make a statement ; 

(3) T expressly do not desire to consult with either a 
civilian lawyer recained by me or a military lawyer appointed 
as my counsel without cost to me prior to any questioning ; 

(4) I expressly do not desire to have such a lawyer present 
with me during this interview ; and 

(5) This acknowledgement and waiver of rights is made freely 
and voluncarily by me, and without any promises or threats 
having been made to me or pressure or coercion of any kind 
having been used against:. me . 
(6) I fur.:r.er understand that , even thougr I init:.ially waive 
my rights to counsel and to remain silent , I may, during the 
interview, assert my right to counsel or to remain silent . 

Initials 

-
-
-
-

NOTE : I F THE SUSPECT INDICATES THEY ARE WILLING TO MAKE A STATEMENT, 
THEY SHOULD FIRST BE ASKED WHETHER THEY HAVE MADE A STATEMENT IN 
RESPONSE TO QUESTIONS ABOUT THE SUSPECTED OFFENSE TO ANYONE THEY 
BELIEVED WAS ACTING IN A LAW ENFORCEMENT CAPACITY PRIOR TO THE PRESENT 
I NTERVIEW . IF THE SUSPECT INDICATES THEY HAVE PREVIOUSLY MADE SUCH A 
STATEMENT , ADVISE THE SUSPECT AS FOLLOWS: 

CLEANSING WARNING 

(1) Your previous statement may not be admissible at courts­
ma~cial (or NJP) and may noc be usable against you . (le may 
not be possible to determine whether a previous statement 
made by the suspect will be admissible at some fut:.ure court-

Initials 
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martial (or NJP}; chis suggests it may be wise to treat i~ as 
inadmissible and provide the cleansing warning) . 
(2) R~gardless of the fact that you have talked about this 
offense before, you still have the right to remain silen~ -
now . 

(3 ) (Con~inue with the Rights Advisement and Waiver of Rights 
above.) 

SIGNATURE (ACCUSED/SUSPECT) TIME DATE 

;c ' I 'i I t; FC fl> ?..C"' ILf 

SIGNATURE (INTERVIEWER) TIME DATE 

(52,q; I Sfrd3? c; ( I 
TIME DATE 

1£24- (6 i=e._13 Z,~IL{ 

The statement which appears on this page (and the following _2.=-­
page(s), all of which are signed by me), is made freely and 
voluntarily by me, and without any promises or threa~s having b~en 
made to me or pressure or coercion of any kind having been used 
against me. 

SIGNATURE (ACCUSED/SUSPECT) 

A-!-m ( l ) 



1 PLACE 

DEPARTMENT OF THE NAVY USS TAYLOR (FFG 50) 

VOLUNTARY STATEMENT 2. CMlECONTROL NUMBER (CCN) 

N/A 

Free and voluntary statement to 

Whom I know to be INVESTIGATING OFFICER, USS TAYLOR (FFG 50) 

I make this statement of my own free will and without any threats or promises extended to me. I fully understand 
that this statement is given concerning my knowledge of: 
Upon setting the Sea and Anchor detail at 0615, I assumed the watch as Radar!Tacon operator on the Bridge. I was keeping 
track of the anchored vessels and small contacts outside the harbor. All contacts were safely avoided. Once we were well 
clear of all contacts and on track to enter the harbor, I began taking ranges via Furuno to the edge of the breakwater on the 
starboard side I passed ranges and speed over ground to the conning officer when he was inside the pilot house and the 
OOD when the conn was on the bridgewings. While making our approach to the harbor, the highest speed I passed was Just 
over 5kts over ground. 

As we continued I was comparing the reports I heard from the Navigator regarding left or right of track to the overlay of the 
track on the radar screen. During our first attempt to enter the port, I continually heard Nav pass, "On track", which was what I 
observed on the radar as well. We continued on track up to the breakwater. I passed when we were within 100 yards of the 
starboard side breakwater as we were passing the lighthouse. Since I believed we were beyond that navigation hazard I 
began to take ranges to the port side breakwater After passing one range of about 250 yards, the ship began to shake. I 
looked up from my radar screen to see that the ship had begun to walk sideways towards the starboard side breakwater. 

At this point I immediately started calling ranges to the starboard side breakwater. The shortest range we closed to according 
to the Furuno was 70 yards After that, our range began opening as we backed out towards the anchored vessels and moved 
to the north. We then made our second approach and moored successfully 

Amplifying explanation(s) during interview: 
Nav track was displayed on the Furuno screen. 
Prior to ship shaking/stopping, the closest the ship came to the breakwater to starboard (per Furno) was 100yds. 
After the ship lost headway, the closest the ship came to the breakwater to starboard (per Furuno) was 0.035 NM. 
Furuno was in S1 (shortest possible pulse) during Sea and Anchor 
Don't remember how close any of the anchored vessels outside the harbor were in relation to the trackline displayed on the 
Furuno 
SPS 55 long/short pulse degradation was discussed at the Nav brief. 
SPS 55 material degradation was discovered 2-3 days prior to transit and documented with 2K/work candidate 
Track !me in Furuno entered by Navigation team, but is used for SA only 
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THE ABOVE STATEMENT CONSISTS OF 01 PAGE. I HAVE BEEN GIVEN THE OPPORTUNITY TO MAKE ANY 
CHANGES I 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 

Investigating Officer 

PNAV 5527/2 (12 - 821 
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1 PLACE 

DEPARTMENT OF THE NAVY USS TAYLOR (FFG 50) 

VOLUNTARY STATEMENT 2. CASE CONTROL NUMBER (CCN) 

N/A 

1, - • USS TAYLOR (FFG 50) - Helm Safety , make the following 

Free and voluntary statement to 

Whom I know to be INVESTIGATING OFFICER, USS TAYLOR (FFG 50) 

1 make this statement of my own free will and without any threats or promises extended to me. I fully understand 
that thi ment is iven concern in my knowledge of: 
ram , the Electronic Warfare Ofricer on boara USS Taylor 
{FFG 50). On Wednesday February 12 , 2014 , Sea and Anchor was set at 0615 and 
r made it up to the bridge at 0620 to assume the duties of Helm Safety . : am 
a qualified ~e'rn Safety Officer . We made our approach toward the anchorage 
outside the Samsun Port . There were a few small contacts , but nothing that 
th=eatened the ship at any time . We moved through the anchorage at a speed of 
about 5 knots , and began to lower APU ' s . Afterwards , we picked up the pilot 
on the port side . The pilot came to the pilot house , and the Captain 
introduced himself , the 00D , and the CONN . The Captain then proceeded as he 
always does with the pilot card to explain to the pilot the controlling 
forcPs for maneuvering the ship i . e . one propeller , starboard stern walk, 
APU ' s. We began to turn to starboard to make our way into the break water of 
the port. When we finally finish making our turn to starboard , the navigation 
derail based on an excellent GPS fix held us left of track and recommended 
that we come right to get into the center of t he channel . The CONN and 
Captain obliged and proceeded to come right . Before we reached the break way , 
I looked at furuno and noticed the ship was right in the middle of the 
channel. As I loo~ed back forward we felt a shudder . I looked around, and 
then we felt another shudder and the Captain told us to s~op the engines , and 
then subsequenLly stop the shaft . We then used APU ' s to pull the bow away 
from the rocks and shoal water on our starboard side . However we needed to 
hook up the tugs in order Lo maneuver the entire ship away from the channel. 
After we were safely out of the channel, we manned the boat deck , and proceed 
to place the rhib in the water . The rhib then proceeded to take sou~dings of 
the depth of the water in che channel which ranged from 41-65 feet . 
Meanwhile, the ship did circles just outside the channel in the anchorage 
a1ea. Wher- we made out second approach we were slightl y l eft of track , and 
made it into the Lhannel and subsequently moored port side successfully . Up 
to this point the navigation detai l and CIC navigat ion detai l were both 
agreei~g on fixes and the position of the ship to my knowledge . 

Ampi i fying explanation(s) during i n ter view: 
Don'· recall wher£ the heading line on the Furuno was in relation to the 
jett_es . 
Do nvt remember whether curn to scarboaro onto the 288T leg occurred before 
or arter the pilot came onboard . 
t:1sed 5 degrees o:: rudder for all course changes of "come right ... or come 
left." leading up to the incident . After the incident , rudder angle orders 
were given with no steadying courses . 
No debrief was conducted following tre Sea and Anchor evolucion. 
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THE ABOVE STATEMENT CONSISTS OF 01 PAGE. I HAVE BEEN GIVEN THE OPPORTUNITY TO MAKE ANY 
CHAN<:iES I DESIRE. THIS STATEMENT IS TRUE AND CORRECT TO THE BEST OF MY KNOWLEDGE. 

Encl foo) 



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

Investigating Officer 

::!- •· SJ; 017-LF-055-:!710 



1, PLACE 

DEPARTMENT OF THE NAVY USS TAYLOR (FFG 50) 

VOLUNTARY STATEMENT 2. CASE CONTROL NU If BER /CCN) 

NIA 

I, USS TAYLOR (FFG 50) - Plant Control Officer , make the following 

Free and voluntary statement to 

Whom I know to be INVESTIGATING OFFICER, USS TAYLOR (FFG 50) 

I make this statement of my own free will and without any threats or promises extended to me. I fully understand 
that this statement is given concerning my knowledge of: 
On 13 February 2014 around 0725 while SLanding the wacch as PCO in CCS in our 
way to entering import to Samsun Turkey , the ship shook and came to an abrupt 
stop and I looked tne ~ach loss channel A/B signal illuminated on lA and 1B 
GTE- on the PCC and shaft was not rota~ing . The EOOW called the bridge in the 
21MC and noti f ied t he shaft was not rotating then after several minutes the 
shaft suddenly started to speed up and the bridge ordered the EOOW t o stop 
the shaft . The EOOW placed l A/1B in remote manual and the shaft came up to a 
complete stop . EOOW recommended che oridge t o scop lA/1B GTE to prevent 
damage co the PT and the GTE . The bridge concurred and o rdered to stop the 
shafc and EOOW stop lA/1B GTE; EOOW o~dered to the watchstanders to 
in·esri1ate For aDy damage or u•1usual noise in ~heir spaces and pPrsonnel 
reported a_l conditions normal . The bridge ordered to start lA and 1B GTE, 
the EOOW started lA but still no rotation on shaft , EOOW recommended to the 
bridge co stop lA and bridge concurred ; then bridge ordered EOOW to start lB 
GTE but no shaft rotation indicat ion upon s t art 1B GTE , the EOOW notified 
bridge and after approximately two minutes the shaft started t o rotate and 
the bridge ordered engines back l/3 then all stops . Bridge ordered s care lA 
GTE and then transfer control of lA and 1B GTE to sec from PCC . Subsequently 
sh~p continued 0n route to Sarnsun TO pierside. 

Amplifyi ng e xplana tion(s} during interview: 
Felt like something hit the ship (simi la r co a tug coming alongside) . 
StGpped engines after shaft stopped turning che second t ime . 
It was instantaneous both times the shaft stopped turning . 
H~ard ·hump at the same t~rne th~ snaft stoppea turni~g the first time . 
Heard no noise when the shaft stopped t urning the second t ime . 
No leaks were found in any of the engineering spaces during or after the 
incident . 
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THE ABOVE STATEMENT CONSISTS OF 01 PAGE. I HAVE BEEN GIVEN THE OPPORTUNITY TO MAKE ANY 
CHANGES I 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). 
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1 PLACE 

DEPARTMENT OF THE NAVY USS TAYLOR (FFG 50) 

VOLUNTARY STATEMENT 
2. CASE CONTROL NUMBER (CCN) 

N/A 

I, , USS TAYLOR (FFG 50) , make the following ----- ---'-----'--- - ------
Free and voluntary statement to 

Whom I know to be INVESTIGATING OFFICER, USS TAYLOR (FFG 50) 

I make this statement of my own free will and without any threats or promises extended to me. I fully understand 
that this statement is given concerning my knowledge of: 
At 0725 I was standing by the Captains chair looking out the window from the bow 
perspective between the jetties just making sure that Taylor wasn't drifting to far left or right of track ensuring we were in the 
center of the channel. Thinking about how the chart referenced shoal water and what was apparent visually TAYLOR was fair 
centered in the channel to enter port safely On or about 0726 I felt the ship jerk and immediately stated "What was that? The 
Jerk stopped and then I felt 1t again at that moment I ran out to the bridge wing to see if a tug was getting tied then I noticed 
the ship completely stopped a forward motion. Simultaneously I heard over the 21MC the both engines stop from the EOOW 
and that was followed by we have no shaft rotation at that moment the only issue I thought was going on was an engineering 
casualty which would be resolved very shortly Then I heard the 000 inform engineering to restart engines and the CO inform 
them not to do anything just yel Once we figured out what the issue was as in the possibility of being stuck in sand or mud we 
tied up tugs trained APU's and freed ourselves and TAYLOR was underway her own power, and entered port safely 

Amplifying explanation(s) during interview: 
I started plotting fixes to venfy ship's position only after ship had entered the harbor following backing out after first attempt to 
enter harbor 
Immediately before shaking started, starboard jetty appeared by visual estimation to be approximately 160-170yards away, 
while the jetty to port appeared to be 300-400 yards away (also by visual estimation). 
Was assigned Senior QM watchstation on watchbill 
Estimate 120-130 yards (visual estimate only) away from the jetty to starboard immediately before ship began to gain 
sternway backing away from the harbor entrance. 
Did not feel ship was standing mto danger at any point until ship lost headway and began drifting toward jetty to starboard. 
Recommended not attempting aga,n to proceed into port based on uncertainty that arose from first attempt 
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THE ABOVE STATEMENT CONSISTS OF 01 PAGE. I HAVE BEEN GIVEN THE OPPORTUNITY TO MAKE ANY 
CHANGES I DESIRE. THIS STATEMENT IS TRUE AND CORRECT TO THE BEST OF MY KNOWLEDGE. 
Subscribed to and sworn before me this date of 14FEB14 on board the 
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1 PLACE 

DEPARTMENT OF THE NAVY USS TAYLOR (FFG 50) 

VOLUNTARY STATEMENT L CASE CONTROL NUMBER (CCN} 

N/A 

I, , USS TAYLOR (FFG 50) , make the following ,;...._------'------'------- ---
Free and voluntary statement to - -----
Whom I know to be INVESTIGATING OFFICER, USS TAYLOR (FFG 50) 

I make this statement of my own free will and w ithout any threats or promises extended to me. I fully understand 
that this statement is given concerning my knowledge of: 

Not aware whether visual fixes were obtained during transit. My watchstation would not normally be expected to know what 
type of fixes are being taken at any given time. 
All visual NAVAIDs were visually verified prior to entering the harbor 
Azimuths are taken every day underway. That 1s a good practice to find gyro error. Senior QM/Nav refresher did not specifiy 
whether that requirement was still in place, so unaware of whether it is still a written requirement, but I continue to ensure one 
is taken daily as a matter of safe/good practice regardless of whether the requirement is written 
The only occasions an azimuth would not be taken at sea is if no sun could be observed due to overcast weather. In that case 
no log entry would be made m the Navigation Workbook. 
Chart waypomts are not required to be entered into any other system, but as a matter of safe/prudent practice we enter rt into 
the Furuno Radar NAVSSI and Nobeltec On this occas,on we did not enter the track into Nobeltec because previously it was 
down 
Unaware of whether a track could be entered into DAGR or not. I have never attempted to. 
Composite NAVAID 1s an aid that could be used as both a visual and a radar NAVAID (such as a pier with a light at the end). 
Black Sea Sailing Directions exist. 
We do not use the piloting preparation checklist appendix from the NAVDORM; we use the preparation checklist that is 
included in TAYLOR's NAVBILL. 

Article 31B rights acknowledged and s igned prior to interview. 
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THE ABOVE STATEMENT CONSISTS OF 01 PAGE. I HAVE BEEN GIVEN THE OPPORTUNITY TO MAKE ANY 
CHANGES I 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 

Investigating Officer 
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SUSPECT ' S RIGHTS ACKNOWLEDGEMENT/STATEMENT (See JAGMAN 0170) 

SUSPECT ' S RIGHTS AND ACKNOWLEDGEMENT/STATEMENT 

FULL NAME (ACCUSED / 
SUSPECT) 

RATE/RANK 

-
SERVICE {BRANCH) 

USN 

ACTIVITY/UNIT DATE OF BIRTH 

USS TAYLOR (rFG SO) 

NAME {INTERVIEWER) RATE/RANK 

1111 

SERVICE (BRANCH) 

USN 

BILLET ORGANIZATION 

COMNAVEUR-COMNAVAF-COMSIXTHFLT Assistant Chief of Staff 

LOCATI ON OF INTERVIEW TIME DATE 

USS TAYLOR, in port Sarnsun , Turkey -2B 16 Feb 2014 

RIGHTS 

I certify and acknowledge by my signature and initials set forth below 
that, before the interviewer requested a statement from me, thP 
interviewer warned me that : 

(1) I am suspected of having committed the following 
offense ts, 

Dereliction of duty; 

(2) I have the right to remain silent ; 

(3) Any statement I do make may be used as evidence against 
~e in trial by court-martial (or NJP) ; 

(4) I have the right to consult with lawyer counsel prior to 
any questioning . This lawyer counsel may be a civilian lawyer 
retained by me at my own expense , a military lawyer appointed 
to act as my counsel without cost to me, or both ; 
(5) I have the right to have such retained civilian lawyer 
and/or appointed mil.:tary lawyer present during this 

Initials 

-

-

J:..-1-m(l) 



in~erview; and 

(6) If - decide to answer questions now wi~hout a lawyer 
present, I will have Lne =ight to s top t his inte rview at any 
time. 

WAIVER OF RIGHTS 

-
I further certify and acknowledge that I have read the above statement 
of my r1gh~s and fully understand them, and that , 

(1) I expressly desiie to waive my right to remain silent ; 

(2) l expressly desire to make a statement; 

(3) I expressly do not desire Lo consult with either a 
civilian lawyer rPtained by mp or a military lawyer appointed 
as my counsel without cost to me prior to any questioning ; 

(4) I expressly do not desire to have such a lawyer present 
wiLh me during this interview ; and 

(5) This acknowledaement and waiver of rights is made freely 
and voluntarily by me , and without any promises or threats 
having been made to me or pressure or coercion of any kind 
havin~ been used against me . 
(6) I further understand that , even though I initially waive 

my ~ights to counsel and to remain silent , I may, during the 
interview, assert my right to counsel or to remain silent . 

Initials 

-

NOTE : IF THE SUSPECT INDICATES THEY ARE WILLING TO MAKE A STATEMENT , 
THEY SHOULD FIRST BE ASKED WHETHER TREY HAVE MADE A STATEMENT IN 
RESPONSE TO QUESTIONS ABOUT THE SUSPECTED OFFENSE TO ANYONE THEY 
BELIEVED WAS ACTING IN A LAW ENFORCEMENT CAPACITY PRIOR TO THE PRESENT 
INTERVIEW. IF THE SUSPECT INDICATES THEY HAVE PREVIOUSLY MADE SUCH A 
STATEMENT, ADVISE THE SUSPECT AS FOLLOWS: 

CLEANSING WARNING 

1) Your previous statement may not be admissible at courts­
martial (or NJP) and may not be usable against you . (IL may 
not be possible :o determine whether a previous sta~ement 
made by the suspect will be admissible at some future cour~-

Initials 

A-1-m{l) 



martial (or NJP); this suggests it may be wise to treat it as 
inadmissible and pro·,ide the cleansing warning) . 
12 Rpgardle~s o= the &ac- that you have talked about this 
offense before, you SLill have the right to remain silen~ 
now. 

<3) (Continue with the Rights Advisement and Waiver of Rights 
above.) 

SIGNATURE (INTERVIEWER, 

TIME 

TIME 

.t: z ., I ) t., 
TIME 

DATE 

DATE 

The statement whic~ appears on this page (and the following 
page(s), all of which are signed by me\ , is made freely and 
voluntarily by me, and without any promises or threats having been 
made to me or ~ressure or coercion o~ any kind having been used 
against me. 

SIGNATURE (ACCUSED/SUSPECT) 

A-1-m (1) 



1, PLACE 

DEPARTMENT OF THE NAVY USS TAYLOR (FFG 50) 

VOLUNTARY STATEMENT 
2. CASE CONTROL NUMBER (CCN} 

N/A 

, make the following 

Free and voluntary statement to 

Whom I know to be INVESTIGATING OFFICER, USS TAYLOR (FFG 50) 

I make this statement of my own free will and without any threats or promises extended to me. I fully understand 
that this statement is given concerning my knowledge of: 
1 - was the safety observer on the forcastle for the Sea Anchor detail on February 12, 2014 al 0715 I was standing 
in front of Line 2 bitts on port side looking forward and watching my guys prepare to tie up the tug when they approach At 
0725 I felt the ship shake and come to a stop I looked over the Bow and notice we where m the middle of the channel Then I 
switched over to starboard side main deck and noticed mud being kicking up by the APU's so I had my POIC have the anchor 
detail to stand by to drop the anchor I know something was wrong. Then the tugs approached they d id not have lines so we 
passed them hnes, then the ship began to back down to port Shortly after that the tugs released the forward tug line them 
selfs after we exit the Jetties However I still had my anchor detail ready to drop the anchor al a moments notice as the word 
was being passed to man the boat. We put the boat m the water in the anchorages area and they began to take sounding in 
the entrance of the channel and they continued to take soundings the entire way until we got pier side. 

Amplifying explanation(s) during interview: 
Estimate of being in the center of the channel was based on visual estimate - both jetties looked to have the same bearing 
from the focsle. 
As soon as felt JOit, immediately looked at starboard Jetty and could tell that the ship had lost almost all headway. 
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THE ABOVE STATEMENT CONSISTS OF 01 PAGE. I HAVE BEEN GIVE THE OP ORTUNITY TO MAKE ANY 
CHANGES I DESIRE. THIS STATEMENT IS TRUE AND CORRECT TOT BEST F MY KNOWLEDGE. 
Subscribed to and sworn before me this date of 14FEB14 on board the S TAYL R 

Investigating Office 

PNAV 5527/2 (.~ - 82 SN 017 - L?-055- 2710 
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1. PLACE 

DEPARTMENT OF THE NAVY USS TAYLOR (FFG 50) 

VOLUNTARY STATEMENT 2. CASE CONTROL NUMBER (CCN) 

N/A 

I, USS TAYLOR (FFG 50) - CICWO , make the following 

Free and voluntary statement to 

Whom I know to be INVESTIGATING OFFICER, USS TAYLOR (FFG 50) 

I make this statement of my own free will and without any threats or promises extended to me. l fully understand 
that this statement is given concerning my knowledge of: 

Watch seemed normal to begin with. 
TAO was on watch prior to my arrival. 
RADM watchbill muster sheet was on station ahead of time as always. 
All reports were flowmg smoothly. 
I was spending more time than normal supervising the log-keeper, since log-keeper was new. 
Saw pilot boat approach through Mk-38 camera. 
Received word that pilot boat was alongside, then 1-2 minutes later, received report that pilot was on the bridge. 
I maintained stand-off distance from the plot so as not to crowd the pilotlng team. 
The piloting team was using GPS to plot fixes which is normal. 
No gyro error that day. 
No issue getting fixes. I watched the team plot some fixes. 
Changed course to 284T and changed speed, possibly to 10 knots (don't recall exactly) . 
Then changed course to 281 T 
During the course change to 281T, felt the ship vibrate and heard a noise that sounded like APUs typically sound. 
CCS then reported via 21MC that screw was possibly "hung on something." It physically stopped the shaft from rolling. 
I did not immediately think the ship had run aground. 
CCS then reported loss of both engines 
Bridge ordered engines to be re-energized. 
After engines were brought back online, the vibrations continued again and the bridge ordered engines stopped. 
Bridge ordered APUs trained and tugs brought alongside. 
The APU was what moved the ship, not the tugs. 
The tug made up aft had heavy strain on the line. I could not see the second tug. 
Ship backed out of harbor entrance where incident occurred then turned around once in good water. 
CMC came down and briefed me on the new plan to attempt to enter the harbor a second time. 
Don't recall what time ship entered inside breakwater second time, but it was less than an hour later. 
Watched the piloting team plot approximately 2-3 times pnor to incident. 
All reports from the piloting team were that the ship was on track; none reported right or left of track. 
Earlier in the watch, the bridge and CIC had at least one fix that did not concur. 
I instructed the log keeper to log it. 
At the nav brief, it was discussed that the SPS-55 would not be able to be used in short pulse and that fixes would be 
degraded in long pulse. 
Mk 92 was energized , but don't believe any fixes were taken via Mk 92. 
Article 31 B rights acknowledged and signed prior to interview. 
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THE ABOVE STATEMENT CONSISTS OF 01 PAGE. I HAVE BEEN GIVEN THE OPPORTUNITY TO MAKE ANY 
CHANGES I 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 Officer 
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SUSPECT ' $ RIGHTS ACKNOWLEDGEMENT/STATEMENT (See JAGMAN 0170) 

SUSPECT ' S RIGHTS ANO ACKNOWLE DGEMENT/STATEMENT 

FOLL NAME (ACCUSED/ 
SUSPECT) 

SSN 

-
RATE/RANK 

1111 

SERVICE (BRANCH) 

USN 

ACTIVITY / UNIT DATE OF BIRTH 

USS TAYLOR (FFG 50) 
11 Li' i I I c..tl I 

NAME { INTERVIEWER) RATE/RANK SERVICE {BRANCH) 

ORGANIZATION 

COMNAVEUR-COMNAVAF- COMSIXTHFLT 

LOCATION OF INTERVIEW 

USS TAYLOR, in port Samsun , Turkey 

RIGHTS 

-
BILLET 

Assistant 

TIME 

- 2B 

USN 

Chief of Staff 

DATE 

1 6 Feb 2014 

I re=tify and acknowledge by my signat ure a nd init i als set fo r th below 
that, befor~ -he interviewer reques~ed a sta temen t from me , Lhe 
interviewer warned me that : 

(1 ) : am suspected of hav i ng committed the f ollowing 
orfense1s) 

Dere11ction of duty ; 

(2 ) 1 have the right to remain silent; 

(3) Any statement I do ma ke may be used as evidence against 
me i n trial by court-marti al (or NJP) ; 

(4 ) I ~ave Lne right to consult with lawyer counsel prior to 
any questioning . Ttis lawyer counsel may be a civilian lawyer 
retained by me at my own expense , a mi li t ary lawyer appo i nted 
co a c e as my counsel withouc cost to me , or boch ; 
(5 ) I have the right co have such r etained c i vilian lawyer 
and/or appoin~ed military lawye~ present du r ing this 

Initials 

A-1-m(l) 



interview; and 

(6\ If I decide to answer questions now wit~out a lawyer 
present , : will have the right to stop this interview at any 
time . 

WAIVER OF RIGHTS 

I further certify and acknowledge that I have read the above statement 
of my rights and fully understand them, and that, 

(1) I expressly desire to waive my right to remain silent ; 

(2) I expressly desire to make a statement ; 

(3) I expressly do not desire to consult with either a 
civilian lawy~r r 0 tainPd by me or a military lawyer appointed 
as my counsel without cost to me prior to any questioning ; 

(4) I expressly do not desire to have such a lawyer present 
with me during this interview ; and 

(5) This acknowledgement and waiver of rights is made freely 
and voluntarily by me , and without any promises or threats 
having been made to me o= p~essure or coercion of any kind 
having been used against me . 
( 6) : further understana that , even though I initially waive 

my rigtts to counsel and to remain silent , I may, during the 
interview, assert my right to counsel or to remain silent . 

Initials 

NOTE: IF THE SUSPECT INDICATES THEY ARE WILLING TO MAKE A STATEMENT, 
THEY SHOULD FIRST BE ASKED WHETHER THEY HAVE MADE A STATEMENT IN 
RESPONSE TO QUESTIONS ABOUT THE SUSPECTED OFFENSE TO ANYONE THEY 
BELIEVED WAS ACTING IN A LAW ENFORCEMENT CAPACITY PRIOR TO THE PRESENT 
INTERVIEW. IF THE SUSPECT INDICATES THEY HAVE PREVIOUSLY MADE SUCH A 
STATEMENT , ADVISE THE SUSPECT AS FOLLOWS: 

CLEANSING WJ!..RNING 

-(1) Your previous statement may not be admissible a t courts­
martial (or NJP) and may not be usable against you . (It may 
not be possible to determine whether a previous statement 
made by the s~spect will be admissible at some future court-

L.ru.tials 
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:nart:ial (or NJP); t.his suggests it may be wise to treat it as 
.:.nadmissible and provide the cleansing warning) . 
( ')) Regardless of the fact that you have talked about this 
offense be:ore, you st.i _l have tne right to remain siler.c 
now. 

( 3' (Continue with the Rights Advisement and Waiver of Rights 
above . ) 

TIME DATE 

\l.:-1~ il-~t.b t'-i 
TIME DATE 

/b1·z J(, FP>-1'-
TIME DATE 

I G, I Z /~ Ft.-"B I~ 
----- - - -- - - - --

rre st.atement which appears on this page (and the following 
oage(s), all of which are signed by me), is made freely and 
voluntarily by me, and without any promises or threats having been 
made to me o~ press~re oi coercion of any kind hav_ng been used 
against me. 

SIGNATURE (ACCUSED/SUSPECT) 

A- 1-m ( 1) 



1, PLACE 

DEPARTMENT OF THE NAVY USS TAYLOR (FFG 50) 

VOLUNTARY STATEMENT 2 CASE CONTROL NUMBER (CCNJ 

N/A 

I, USN, USS TAYLOR (FFG 50) , make the following - - - - - - ------- -----
Free and voluntary statement to 

Whom I know to be INVESTIGATING OFFICER, USS TAYLOR (FFG 50) 

I make this statement of my own free will and without any threats or promises extended to me. I fully understand 
that this statement is given concerning my knowledge of: 

I was the EOOW during the sea and anchor mooring to Samsun , Turkey on 
12FEB2014 . Around 0724 I heard an unusual noise corning from the bottom of the 
ship :ol:owed by a shake . Soon af~er the shaft SLopped abruptly and alarms on 
Lhe Propulsion Control Console started to go off on lost of Power Turbine 
speed signals due to no movement. I notified the bridge that the shaft has 
stopped and that I have no casualties in the eng ineer ing plant indicating the 
cause. A moment past and the shaft seemed to brake free for a brief second 
and speeded up rapidly over 100 Shaft RPM . The bridge called down to stop the 
shaft and since the bridge had throttle control and were at all stop the onl y 
ching ~ could do was to place che engine in remote manual so I notified the 
bridge and I placed che engines in remote manual . At that point the shaft 
suddenly stopped again and I advice the bridge to shut down the engines to 
prevent damage to the PT turbines and MRG , because the shaft was not moving . 
The bridge ordered me to shutdown t he engines and I manually stop lA and lB 
GTE . Afcer a rew minuces che bridge ordered me co start main engines so I 
started lA GTE . After increas i ng the throttle 10 t o 12 percent to archive 
shart movement it was unsuccessful . I notified the bridge that the s~aft was 
noc r otating a~d I remind them that after 14 minutes of the GTE running 
without the Power Turbine moving it could damage the Power Turbine . The 
bridge ordered me to stop main eng ines so I manually stopped lA GTE . After a 
few minutes the bridge ordered me to start main engines again so I s~arted lB 
GTE. After increasing the throttle 10 to 12 percent to archive shaft movement 
it was unsuccessful . I notified the bridge of t he shaft still not moving . A 
moment later the shaft broke free and we had rotation . I notified the bridge 
we had rotation of the shaft and they ordered all engines back 1/3 a~d then 
all stop which I executed . Soon after that I started the second turbine lA 
GT8 and I notified ~he bridge I ' m at full power and the engine room reported 
all conditions normal . The bridge ordered several speed commands and then 
they ordered for throttle control to be transfer back to the bridge . I 
trans:erred thrott~es to the bridge and monitored my plant . After further 
investigation from the watchstanders aft steering reported an unus ual noise 
coming from the shaf~ . They described it as a cupping noise . I notified the 
bridge and we proceed to pull in~o port . After we moored 
went -opside for a visual inspection and noti:ied me we were leaking oil :rom 
the back of the ship . I checked my sump l evels and I noticed a dropped of 
about 30 gallons of L/0 from the CPP sump . I notified the bridge of the lost 
of 0 i l and monitor~d the level throughout the day . 

Ampli fying explanation(s) dur ing inter view: 
Loud roise from beneath the ship sounded like scraping . Watchscanders were 
able ~o ~ear noise in CCS . 
MER reported al: condicions normal after shaft SLOpped and locked 
Afc steering reported "cupping noise . u Not sure what aft s teering 

Encl (~<o) 



watchstanders meant by "cupping .n Cuppi ng noise could not be heard in CCS . 
CPP hydrdulic oil tank level had been at 671 gallons for the past month , and 
read 646 gallons after a r rived pierside . 
Stopped GTEs only after received permission from the bridge . 
Shaft stopped for 2-3 minutes . 
Ill/ Ill II/ II I JI/ I I/ I I I Ill I I /I I I /Ill/ /I/Ill II Ill I/I /lllll I/ II I Ill I/Ill /II I //11/ IEN D OF ST A TEM ENT/ I II/ I Ill /I Ill I IIII I/ I I I/I I Ill II I I I Ill I Ill II fl fl Ill I II/fl Ill/II II/ Ill I /Ill! I I 

THE ABOVE STATEMENT CONSISTS OF 01 PAGE. I HAVE BEEN GIVEN THE OPPORTUNITY TO MAKE ANY 
CHANGES I DESIRE. THIS STATEMENT IS TRUE AND CORRECT TO THE BEST OF MY KNOWLEDGE. 
Subscribed to and sworn before me this date of 14FEB14 on board the USS TAYLOR (FFG-50). 

Investigating Officer 

SN 017-LF-055-2,10 



1. PLACE 

DEPARTMENT OF THE NAVY USS TAYLOR (FFG 50) 

VOLUNTARY STATEMENT 
2. CASE CONTROL NUMBER (CCNJ 

NIA 

I, USS TAYLOR (FFG 50) - CIC Watch Sup , make the following - ------ - ---- - --- --
Free and voluntary statement to 

Whom I know to be INVESTIGATING OFFICER, USS TAYLOR (FFG 50) 

I make this statement of my own free will and without any threats or promises extended to me. I fully understand 
that this statement is given concerning my knowledge of: 
1 was standing CIC Watch Supervisor at the time of the incident. At 0924L I was standing by the TAO console looking at the 
shipping traffic when I felt the ship shake, I thought it was the tug coming along side, then around 0927L I felt the ship shake 
again at that time I went over to the chart table to look at our plot where I saw we had just come off of constants and laid a 
GPS posit which had us right outside of shoal water on the Starboard side Not knowing if we had ran aground I made sure 
everything that was said over the 21 me was getting into both C IC's watch log and NAV log. 

Amplifying explanation(s) during interview: 
Thought something was wrong after felt the ship shake a second time; felt like a different type of shake than when tugs come 
alongside - felt harder with more shaking. 
Did not feel the ship lose headway. 
Second fix after plot came off constants was just outside the danger depth contour line in fair water. 
Don't recall whether first fix after plot came out of constants was before or after the shaking. 
Did not review chart preparations because Nav/CICO took the charts to review personally prior to my having a chance 

1///f /lllJ/III fl I/I/I Ill II /J II Ill ll/Jll f/llllf/ I /J /J /J fl Ill I I I II fl II/ I I/II /Ill /END OF ST A TEM ENT /I/ fl Ill/ II I/I I II/I I II I I Ill I II fl II II/If/I II/ /fl II I I I fl I II I II Ill I II II Ill /Ill I I 
THE ABOVE STATEMENT CONSISTS OF 01 PAGE. I HAVE BEEN GIVEN THE OPPORTUNITY TO MAKE ANY 
CHANGES I DESIRE. THIS STATEMENT IS TRUE AND CORRECT TO THE BEST OF MY KNOWLEDGE. 
Subscribed to and sworn before me this date of 14FEB14 on board the USS TAYLOR (FFG-50). 

Investigating Officer 

PNAV 552712 (12-82) SN 017 - LF-055-2710 
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1, PLACE 

DEPARTMENT OF THE NA W USS TAYLOR (FFG 50) 

VOLUNTARY STATEMENT 2, CASE CONTROL NUMBER (CCII) 

N/A 

I, 

Free and voluntary statement to 

Whom I know to be INVESTIGATING OFFICER, USS TAYLOR (FFG 50) 

I make this statement of my own free will and without any threats or promises extended to me. I fully understand 
that this statement is given concerning my knowledge of: 
On February 12 at 0700 am (local) I was standing Flight Deck Safety Observer for the line handlers during Sea and Anchor 
detail My point of view of the channel was from the helicopter hangar doors aft, across the flight deck. We appeared to be 
entenng port as normal, in the center of the channel, similar to any of the multiple sea and anchor details I have observed as 
a safety 

At approximately 0725-0728 I felt the ship shudder, sort of a slow and shimmy. The movement was a slight side to side 
motion, while taking off way A few minutes there after, we (the ship) appeared to be drifting, or blowing from the center of the 
channel towards the starboard side from our perspective, nearer to the green lighthouse indicator at the mouth of the Jetties 

Following the unusual shudder, while we were closing in on the quay wall, the tugs were used to pull us backwards out to 
sea in a reverse manner. I had no means of accurately determining distance i e. no instrumentation, but we appeared to be in 
the center of the channel. Some individuals made comments about the color of the water, but the tugs were already making 
quite a bit of current in the area of my watch station I could not determine tf the water were any murkier, or muddier than it 
was before we entered the channel. nor could I determine accurately if it was TAYLOR making the current operating her 
astern propulsion, or the tugs doing so with their forward propulsion. 

Amplifying explanation(s) during interview: 
Deceleration was very quick but felt very smooth, simultaneous with side-to-side motion 
Did not have a laser range-finder on the fantail during the transit 

Ill/ II II/ I I/ Ill/ I/I I /JIii /I /Ill/II/ Ill Ill I/I Ill I Ill/II Ill/Ill I II/ Ill/ I/ II II Ill /END OF ST A TE M ENT //////1////////// I/ II I II Ill I/II I/I IJ IIIJ I/IIIIJ II I/II I/I I I I/I /I/II I/Ill JI /Ill 
THE ABOVE STATEMENT CONSISTS OF 01 PAGE. I HAVE BEEN GIVEN THE OPPORTUNITY TO MAKE ANY 
CHANGES I DESIRE. THIS STATEMENT IS TRUE AND CORRECT TO THE BEST OF MY KNOWLEDGE. 
Subscribed to and sworn before me this date of 14FEB14 on board the USS TAYLOR FFG-50. 

Investigating Officer 

Pt-:A\ 5~r 12 ( i2-B2 l SN 017-LF-0<5- 2710 
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1. PLACE 

DEPARTMENT OF THE NAVY USS TAYLOR (FFG 50) 

VOLUNTARY STATEMENT 
2. CASE CONTROL NUMBER (CCNJ 

N/A 

I, 

Free and voluntary statement to 

Whom I know to be INVESTIGATING OFFICER, USS TAYLOR (FFG 50) 

I make this statement of my own free will and without any threats or promises extended to me. I fully understand 
that this statement is given concerning my knowledge of: 
While standing Anti-Terrorism Tactical Watch Officer under Instruction for USS TAYLOR during sea and anchor entering port 
in Samsun Turkey on 12FEB2014. I was standing on the port side bndge wing when I felt a slight drag underfoot. I then 
noticed a slight list to the starboard side of lhe ship. I proceeded to the starboard side bridge wing and heard- tell 
the Pilot something was wrong The CO then asked ~ to verify the charts to verify "exactly where we are 1n the 
channel. After 1t was confirmed we were dead cente~ 120 yards from the quay wall the CO said "hook these 
tugs up and get me out of here, something is not right." The pilot said "No, no these waters are good these waters are good · 
The CO proceeded to have the tugs hook up port side forward and aft and pull us back out to sea. He then directed to man 
the boat deck to conduct soundings in the Channel After soundings were complete we proceeded back into the Channel to 
our pier 

Amplifying explanatlon(s) during interview: 
Did not feel like an immediate stop. Felt a little vibration like a tug would have felt like coming alongside. Also noticed a slight 
list to starboard that coinc,ded with lime that the ship was shaking. When ship stopped shaking, list went away. 

UI Ill Ill l//lll I Ill Ill Ill/I Ill fl/ I Ill I/ I/ I/ II I I/ II/ I/ I/I I I II/ II II /lfl/ I I/ I/II IIEND OF ST A TEM ENT Ill/ I I Ill/ Ill/II I I I/I/ I I/I/ I II II fl I Ill/ I I I/ I/ I I/ Ill I I II I I/II I I I I I I II/ /Ill I I II 
THE ABOVE STATEMENT CONSISTS OF 01 PAGE. I HAVE BEEN GIVEN THE OPPORTUNITY TO MAKE ANY 
CHANGES I DESIRE. THIS STATEMENT IS TRUE AND CORRECT TO THE BEST OF M KNOWLEDGE. 
Subscribed to and sworn before me this date of 14FEB14 on board the USS TAY FFG-50. 

Investigating Officer 

Pmw 552111 ci"-82) SJJ 01 7-Lf - 055-2710 
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1. PLACE 

DEPARTMENT OF THE NAVY USS TAYLOR (FFG 50) 

VOLUNTARY STATEMENT 
2. CASE CONTROL NUMBER (CCN) 

NIA 

1, - • USN, USS TAYLOR (FFG 50) - Nav Brg Recorder , make the following 

Free and voluntary statement to 

Whom I know to be INVESTIGATING OFFICER, USS TAYLOR (FFG 50) 

I make this statement of my own free will and without any threats or promises extended to me. I fully understand 
that this statement is given concerning my knowledge of: 
My ob~~LVdLiuns during USS 7aylor sea a nd anchor detail inbound Samsun , Turkey . Tliti ~ea and 
anchor detail was stationed a t 0615 12Febl4 . The na✓igation team was manned and ready as 
usual and was conducti~g business as usual. Dpon com.~encing our turn at the break water, 
everythi~g seemed normal, fathomete r repeater over the chart table concurred with charted 
depth, V'suals were cutting resulting in composite fjxes and we shi=ted to constants and 
started to conduct count down to make the turn . ~.nd when the visual cut, we obtained 
comuosite fixes. Upon doing our usual count down , as the Nav r~corder, I f~lt a little bang 
and· a very short vibration . l observed the chart to confirm our locat i on . As I looked at the 
chart, we appeared to be in safe water . · assumed that due to the tug being in the process 
of connecting, we might have been bump by one of the tugs . Based on the fact t hat we were in 
good water and didn ' t know what had happened , so I recorrunended to the navigator to shif t to 
one minute fixes. We immediately shifted to one minute fixes . The ships position was 
reconfirmed by the Nav plotter . And it held us within safe water . QMCS ~l~n took the plot 
and confirmed the ship's position and we remained in one minute fixes for almost the entire 
time . The tugs were connected and started to maneuver away from that area . The fathometer 
repeater loss tracking after the vibration took place and later regained tracking when we 
recommenced our approach . After the ship was away from the area where we experienced the 
vibratjon, the boat deck was manned and the Rhib was putced in the water to conduct 
soundings o: the area . After the soundings were completed , we recommenced our approach 
inbound and avoided ~he area of where ~he vi bration occur r ed by going a little south and 
moored safely . 

Amplifying explanation(s) during interview: 
QMCS ~ook Lhe plot for a couple fixes to confirm ship's position after shortly afLer the 
shaking/bump, then turned the plot back over to QM3 . 

II I Ill II/Ill/ I Ill /II llllll lllf /llll llll l/flll I/ IIIIIII/ I fll/ I/If/ II/II/JI/ II/I /END OF ST A TEM ENT// /Ill I/JI// If/ I/I II /If I/ Ill /JIii I !II I 1///J /I I Ill/I I II II/ I fllll I Ill It II Ill fl I 
THE ABOVE STATEMENT CONSISTS OF 01 PAGE. I HAVE BEEN GIVEN THE OPPORTUNITY TO MAKE ANY 
CHANGES I DESIRE. THIS STATEMENT IS TRUE AND CORRECT TO THE BEST OF MY KNOWLEDGE. 
Subscribed to and sworn before me this date of 14FEB14 on board the USS TAYLOR (FFG-50}. 

Investigating Officer 

PNAV 5527/2 (!2-82) SN 017 - ~F-055-27 10 
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1 PLACE 

DEPARTMENT OF THE NAVY USS TAYLOR (FFG 50) 

VOLUNTARY STATEMENT 2 CASE CONTROL NUMBER (COi) 

N/A 

1, - USN, USSTAYLOR(FFGS0) -Flwr.41L PuiC.. , makethe following 

Free and voluntary statement to 

W hom I know to be INVESTIGATING OFFICER, USS TAYLOR (FFG 50) 

I make this statement of my own free will and without any threats or promises extended to me. I fully understand 
that this statement is given concerning my knowledge of: 
On 12FEB14 during Sea and Anchor detail I was the fantail POIC The ship was in the channel about 120 yards from the 
starboard side jetties and the fantail had just made a report to the bridge about the stern passing the green and white maker 
on the starboard side when forward movement stopped. CMC asked me from the 0-2 level to check the color of the water 
behind the stern. I reported to him that the color of the water was blue green. The bridge then ordered the fantail to make up 
the aft tug through the center stern chock. The tug then pulled the ship aft out of the channe l past the end of the jetties. After 
the tug cast off I was asked by the CMC 1f I saw anything in the water. The water was filled with prop wash from the tug but 
nothing else was evident After some time the ship made a second approach with out incident and was moored port side to 
the pier 

Amplifying explanation(s) during interview: 
Estimated visually that ship was 120 yards from the starboard side jetty. 
When CMC asked me to check the color of the water astern of the ship, I noticed no sediment or sheen in the water 

11 I fl 111Il/111/IJ11111111 II Ill I fl I/JI Ill Ill 111 J/l ///1/ fl fl II fl Ill 111 fl I fl l/J 11/E ND OF ST A TE ME NT II Ill JI II Ill Ill 111111 /JI Ill II/JI I I fl Ill 111 I /JI 11//1 Ill 111 Ill 111 JI/ II Ill I/ I/ II 
THE ABOVE STATEMENT CONSISTS OF 01 PAGE. I HAVE BEEN GfVEN THE OPPORTUNITY TO MAKE ANY 
CHANGES I DESIRE. THIS STATEMENT IS TRUE AND CORRECT TO THE BEST OF MY KNOWLEDGE. 
Subscribed to and sworn before me this date of 14FEB14 on board the USS TAYLOR FFG-50 . 

Investigating Officer 

PNAV 5527/2 (1~- 82 SN Ol--LF- 055- 2710 
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From: 
Sent: Monday, February 24, 2014 8:50 PM 

To: 
Cc: -Subject: RE: Follow-up Questions 

- · IRT your questions: 

1. Upon receiving a report of an "unusual sound" coming from Aft Steering. I asked (my Top Snipe) to 
go back and take a listen to see if he heard the same sound and concurred that it was indeed "strange." He returned 
and reported hearing the "unusual sound " 
I do not recall exactly when I reported the "strange sound" to the XO over the phone, but I know it was before we 

moored 

2. IRT the 2190 Lube Oil Spill, the clean-up is ongoing because of the 
2190 contained inside of the hub and the following is my best 
recollection : 
- A boom was pre-arranged for our arrival in Samsun on 12 February as we were scheduled to take on nearly 95,000 
gallons of F-76 (Fuel) . The port brought and hooked the boom up shortly after our arrival. As soon as it was determined 
that Navy Divers were going to assess the propeller damage, a new oil boom was directed to be delivered by the 
Commanding Officer since the refueling boom was removed. 
- Initially (12 FEB), we calculated (and reported) a loss rate of 3-4 gallons per hour but during the 0200-0700 watch on 13 
FEB we observed an increase in the loss rate and revised our reported leakage rate to reflect 6-8 gallons per hour. Upon 
conferring w ith CDS-14's N4 Shop 
(Mayport) on 13 FEB, we isolated the CPP Head Tank and Sump and they 
have not leaked since. 
- The initial report in our SITREP was a loss 200 gallons based on leakage rate. Once the CPP System was isolated and 
secured and LOQM logs were thoroughly reviewed, a total of approximately 322 gallons of 
2190 Lube Oil have been " lost" since 12 FEB. A closeout SITREP has not been sent because the leak from the 4D blade 
has not stopped. The leak is contained inside the oil boom and monitored by ship's force and inner boom cleanup 
efforts are coordinated between S/F and host nation port authority on a daily basis. 
- The Shaft, Hub, Head Tank and Sump associated with the CPP System contain (approximately) 2,000 gallons of 2190 
Lube Oil 
- The shaft can only be drained by using a purge valve located on the hub assembly and we believe it is still intact and 
secure as we have not detected any water intrusion up stream. 
- The blade removal and hub assessment are ongoing with divers in the water. The hub will continue to leak as there is 
no way to completely isolate the oil contained in the hub. The 4D blade, which 1s the only one with a 2190 oil leak, has 
been removed and has been rotated into the 
6 o'clock position to reduce any further 2190 leakage until a temporary 
port cover can be installed 
- S/ F began clean-up efforts immediately and utilized every absorbent resource contained in our "Spill-Kit" and the 
others available onboard shortly after our arrival. Upon exhausting all of our on-hand resources we requisitioned more 
through Supply and our Husbanding Agent (H/A). 
When those arrived, S/F put them out onto the surface of the water. S/F was instructed by the H/A to cease all clean-up 
efforts on the 15th but has continued to assist host nation port authority on a daily basis 

1 Encl (~2.) 



_ Clean-up efforts are ongoing and will continue until diving operations are complete. Once the oil leak is stopped, 
repairs and testing complete, a closeout SITREP will be sent. 

Please let me know if you require anything any further. 

V/R 

Chief Engineer 
swo 
USS TAYLOR (FFG 50) 

-----Original Message-----
From: 
Sent: Monday, February 24, 2014 12:07 PM 
To 
Cc: 
Subject: Follow-up Questions 

- -1 am a JAG at C6F helping and - with the TAYLOR investigation. 
send you some follow-up questions we had on two subjects: 

asked me to 

l. In your statement, you said - reported a strange sound coming from under Aft Steering. You said you 
reported this to the XO. Do you remember when you reported it? If you do not know the exact time, can you give me 
the general time relative to the incident or mooring? 

2. Can you give me a synopsis of the hydraulic oil spill and cleanup? I know the ship sent an OPREP-3, but it was 
incorrectly marked CONFIDENTIAL. 
Specifically, can you tell me, how much oil, was it contained by a boom, who set up the boom, when did the leak stop, 
who cleaned it up, when was it cleaned up, and when was the entire evolution complete? 

Thanks. 

V/r -

Assistant Force Judge Advocate 
International and Environmental Law 
U.S. Naval Forces Europe - U.S. SIXTH Fleet U.S. Naval Forces Africa - Task Force SIX 
DSN: (314) 626-4607 
Comm: 011-39-081-568-4607 

All personally identifiable information in this email and attachments is FOR OFFICIAL USE ONLY -- PRIVACY SENSITIVE. 
Any misuse or unauthorized disclosure can result in both civil and criminal penalties. 
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1 PLACE 

DEPARTMENT OF THE NAVY USS TAYLOR (FFG 50) 

VOLUNTARY STATEMENT 2.. CASE CONTROL NU!olBER (CCNJ 

N/A 

I, , USS TAYLOR (FFG 50) - Pi\c-\.1'\C L1/,1make the following 

Free and voluntary statement to 

Whom I know to be INVESTIGATING OFFICER, USS TAYLOR (FFG 50) 

I make this statement of my own free will and without any threats or promises extended to me. I fully understand 
that this statement is given concerning my knowledge of : 
The events of 12FEB14 curing USS Ta tor sea and anchor detail for pulling into Samsun, TU. During the evolution I was 
Piloting Officer Under Instruction with overseeing my actions En route to the pilot pick up the bridge and CIC were 
intermittent with concurring with each other. went to the chart table in CIC and checked our track on the 
chart. Before picking up the Pilot, the bridge an IC began concurring with thetr fixes. We were either right of track or on 
track Making our way in we shifted to constant fixes along the track. Loss of engines was reported Immediately following that 
report I had Navigation Plotter plot a GPS fix. It showed us outside of shoal water. Our next fix was at 05262 and that fix had 
us m shoal water We shifted to one minute fixes for several fixes and those fixes had in shoal water. Once Taylor was pulled 
out of shoal water by tugs, we made our way out of the harbor. Trace paper was placed on the chart over the area of shoal 
water so that none of the markings on the chart would be disturbed. came over to the chart table with a new 
track for our second approach The second approach was successful 

Amplifying explanation(s) during interview: 
Fixes plotted nght of track after bridge and CIC fixes ~ urring were 80-100 yds right of track 
I performed most of the duties of PIioting Officer with ..... supervising as the qualified watchstander 
CIC piloting team erased zero plotted fixes from the chart after the incfdent occurred 

ll I II II II II II Ill /J Ill lJ II II Ill Ill Ill II IJ IJ II II I/ II I/ II II /I II Ill I I/ Ill Ill If II 1(/E ND OF ST ATE ME NT II/ I II II Ill If Ill If Ill I I/ I/ I Ill If/ I/I I/ II Ill II II I/ Ill JI Ill /I II II/ I Ill I/ II/ Ill I 
THE ABOVE STATEMENT CONSISTS OF 01 PAGE. I HAVE BEEN GIVEN THE OPPORTUNITY TO MAKE ANY 
CHANGES I DESIRE. THIS STATEMENT IS TRUE AND CORRECT TO THE BEST OF MY KNOWLEDGE. 
Subscribed to and sworn before me this date of 14FEB14 on board the USS TAYLOR F -

Investigating Officer 

PNAV 5'27/2 (12 - 82) SN 017- LF-055- 2710 
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1 PLACE 

DEPARTMENT OF THE NAVY USS TAYLOR (FFG 50) 

VOLUNTARY STATEMENT 
2. CASE CONTROL NUMBER (CCN) 

NIA 

I, , USS TAYLOR (FFG 50) - Shipping , make the following 

Free and voluntary statement to 

Whom I know to be INVESTIGATING OFFICER, USS TAYLOR (FFG 50) 

I make this statement of my own free will and without any threats or promises extended to me. I fully understand 
that this statement is given concerning my knowledge of: 
I was the Shipping Officer for the approach to samsun As we approach the break water I was talking 
to the bridge phone talker about contact information When I felt the ship shaking I asked the bridge phone talker what was 
going on and he replied that we stopped in the middle of the break water. I asked where the tugs where at that time and 
recommended getting a tug on the starboard bow to make sure that the ship didn't hit the rock wall right off the bow. I then got 
report that tugs where going to try and pull us back down our track from which we came After we were free we then 
proceeded to go out and tum around and try the approach again. 

Amplifying explanation(s) during interview: 
I reported all vessels around the area of the turn to the 288T leg 
Vessels in the way of making the turn to the 288T leg were at anchor 
Experienced no impact to contact management due to SPS 55 degradation 
SPS 55 has not been able to go into short pulse for 4-5 days 
I personally raised the subject of the SPS 55 short pulse degradation at the Nav Bnef; decision was made to keep the radar in 
local and switch to remote for the inbound nav transit. All agreed to keep in long pulse throughout transit. 

11111 I/ IIIII/IIIJ /lllf/f/ I/ f/ I I/I llf/ I/ II Ill/I I I/I II Ill/ Ill/ II I I I/ Ill Ill/I/I II JEN D OF ST A TE M ENT I Ill/ I fl/ I I/ lllll I I/ I I I II// I I I II/ I I/I/ II Ill I Ill// I I /Ill/ I lll I Ill I I I/ I I// I I II f 
THE ABOVE STATEMENT CONSISTS OF 01 PAGE. I HAVE BEEN GIVEN THE OPPORTUNITY TO MAKE ANY 
CHANGES I DESIRE. THIS STATEMENT IS TRUE AND CORRECT TO THE BEST OF MY KNOWLEDGE. 
Subscribed to and sworn before me this date of 14FEB14 on board the USS TAYLOR (FFG-50). 

Investigating Officer 

Encl (s1) 



1, PLACE 

DEPARTMENT OF THE NAVY USS TAYLOR (FFG 50) 

VOLUNTARY STATEMENT 
2. CASE CONTROL NU JABER (CCN) 

N/A 

Free and voluntary statement to 

Whom I know to be INVESTIGATING OFFICER, USS TAYLOR (FFG 50) 

I make this statement of my own free will and without any threats or promises extended to me. I fully understand 
that this statement is given concerning my knowledge of: 
I was Nav Scope Operator for Sea & Anchor I was unable to get radar fixes due to the condition of the SPS 55 radar This 
limited me to long pulse on the SPS 55 so we switched to the MK92 radar which wasn't any better to navigate. But from what I 
observed everything was going fine on the approach to the turn. The we shifted to Constance off of Longitude and we 
seemed to be on course to make the turn then the ship started to shudder and shift. 

Amplifying explanation(s) during interview: 
Unable to use SPS 55 for radar fixes because being tn long pulse, close to the harbor resulted in double radar video of 
objects (piers, etc) 
Was able to take composite (radar/GPS) fixes until approximately 2-5 NM from the harbor entrance 
Was not aware of short-pulse degradation during the Nav Brief. Only became aware shortly before Sea and Anchor detail was 
manned on 12 Feb Informed plotter and Piloting Officer that ship would be able to take radar fixes as soon as degradation 
became known 
Instructed by general direction not to use Furuno Radar for navigation 
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THE ABOVE STATEMENT CONSISTS OF 01 PAGE. I HAVE BEEN GIVEN THE OPPORTUNITY TO MAKE ANY 
CHANGES I DESIRE. THIS STATEMENT IS TRUE AND CORRECT TO THE BEST OF MY KNOWLEDGE. 
Subscribed to and sworn before me this date of 14FE814 on board the USS TAYLOR (FFG-50). 

Investigating Officer 

Encl (~s) 



1. PLACE 

DEPARTMENT OF THE NAVY USS TAYLOR (FFG 50) 

VOLUNTARY STATEMENT 2. CASE CONTROL NUMBER (CCNJ 

NIA 

I, USS TAYLOR (FFG 50) , make the following ----- --'-----'------------
Free and voluntary statement to 

Whom I know to be INVESTIGATING OFFICER, USS TAYLOR (FFG 50) 

I make this statement of my own free will and without any threats or promises extended to me. I fully understand 
that this statement is given concerning my knowledge of: 
The events of 12Feb14. I was the Piloting Officer. 
Before on the approach to Samsun about 3 to 4 miles out, the bridge and CIC was not concurring . Then we made some 
adjustment and the bridge and CIC was concurring on fixes 2 to 3 miles out. Now after that we were coming up on a turn and 
the fix before we concurred. Afterwards we shifted to constants. Granted when you our on constants you are constantly mark 
longitude as per the Navdorm so we didn't have a fix other than the one we concurred on before and we were slightly right of 
track. So then came the shaking of the ship, then the tug bumped into us. After that we backed out and sent our RHIB in to do 
soundings. 

Ampliying info at interview: 
"Adjustments" when bridge and CIC fixes were not concurring, consisted of verifying GPS data was accurately plotted. 
Last fix prior to shifting to constants was just prior to 1000 yards to turn mark on chart. Fix was 10-20 yards right of track. No 
recommendation based on this fix because bridge already ordered course change to port 
I have been onboard 5 years 
Reported set and drift one or two times. 
Had room (safe water) to be off track by 80-100 yards to either side of the track 
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THE ABOVE STATEMENT CONSISTS OF 01 PAGE. I HAVE BEEN GlVEN THE OPPORTUNITY TO MAKE ANY 
CHANGES I DESIRE. THIS STATEMENT IS TRUE AND CORRECT TO THE BEST OF MY KNOWLEDGE. 
Subscribed to and sworn before me this date of 14FEB14 on board the USS TAYLOR (FFG-50). 

Investigating Officer 

?NAV 5521/2 (12-82) SN 0 17- L~- 055-2710 

Encl(~) 



1, PLACE 

DEPARTMENT OF THE NAVY USS TAYLOR (FFG 50) 

VOLUNTARY STATEMENT 
2. CASE CONTROL NUMBER (CCNJ 

N/A 

I, USS TAYLOR (FFG 50) - CIC Nav Log Keeper , make the following ----------------------
Free and voluntary statement to 

Whom t know to be INVESTIGATING OFFICER, USS TAYLOR (FFG 50) 

I make this statement of my own free will and without any threats or promises extended to me. I fully understand 
that this statement is given concerning my knowledge of: 
I - was cic nav log keeper for the approach to Samsun TU. During our approach to Samsun TU, cic and bridge 
were not concurring on a few fixes several miles out from the pilot pick up point. After several fixes not concurring cic and 
bridge made a few adjustments together, and started to concur on fixes leading up to the pilot pick up point. En route to pilot 
pick up point at fix time 0515z/0715 local, ordered course was 290t, with approximately 6 kts rung up. At fix time 05182/0718 
local, course was ordered to 288t and shortly after that ordered to 284t during the same fix time with 6kts still rung up, en 
route to pilot pick up. At time 0520z/0720 local, pilot was logged aboard Taylor. Shortly after pilot was aboard , at fix time 
0521z/0721 local, cic and bridge shifted to Constance, and I logged the position as we shifted to Constance. During 
Constance, cic was calling out longitude, to determine the distance till the turn. At time 0524z/0724 local course was ordered 
to 281t at this same time the ship shook roughly, as I logged another position at the same fix time the course change 
occurred and the ship shook. The loss of both engines was reported within seconds of the ship shaking, and engines were 
taken off line After the fix was plotted on the chart cic held Taylor right of track slightly. At time 0526z/0726 local, another fix 
was logged, after fix was plotted on chart, cic held us at that time in shoal water. After this fix time, lost tracking on the 
fathometer was logged. Cic continued to hold Taylor in shoal water for several fixes after the 0526z/0726 local fix time. 
Tracking was regained on the fathometer after taylor was able to back out of shoal water. Once free from the shoal water 
taylor navigated away from the harbor, while the rhib was sent to do soundings for depths to determine safe navigation. After 
the rhib started the soundings, Taylor turned around and started the approach a second time. 

Amplifying explanation(s) during interview: 
I do not know what adjustments were made to resolve bridge and CIC non-concurring on fixes earlier in the transit. 
Felt ship shaking at the same time I was logging course change to 281T 
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THE ABOVE STATEMENT CONSISTS OF 01 PAGE. I HAVE BEEN GIVEN THE OPPORTUNITY TO MAKE A 
CHANGES I DESIRE. THIS STATEMENT IS TRUE AND CORRECT TO THE BEST OF MY KNOWLEDGE. 
Subscribed to and sworn before me this date of 14FEB14 on board the USS TAYLOR (FFG-50). 

Investigating Officer 

PNAV 55:7/2 (12 - 82 SN 017- LF-055- 2710 

Encl (3:r) 



1. PLACE 

DEPARTMENT OF THE NAW USS TAYLOR (FFG 50) 

VOLUNTARY STATEMENT 
2. CASE CONTROL NUMBER (CCN) 

N/A 

I, , make the following 

Free and voluntary statement to 

Whom I know to be INVESTIGATING OFFICER, USS TAYLOR (FFG 50) 

I make this statement of my own free will and without any threats or promises extended to me. I fully understand 
that this statement is given concerning my knowledge of: 
The events that happened on 12FEB2014 I wc:1s standing NAV PLOTTER , and we made our approach to the break water 
and we were in state of taking consistent fixes. I took a fix at 05242 and held us roughly 10 yards right of track Moments later 
they past lost power to both engines and we starter to shake Immediately took another fix at 0526z and held us just on the 
12 1 meter depth sounding Just south of the 10-meter curve on the right side of the track and then took another fix after that 
held us 1 O yards 1ns1de of shoal water. At this point I was consistently dropping one fix nght after another and continued to 
hold us in the same spot They had said in combat that the tugs were attempting to pull us out in which they did and we 
continued on taking fixes every min after until we moored up. No other problems from my account after we were pulled away 
from shoal water 
Ill II /II II II II Ill I fl/ If Ill I/Ill II II /I II /fl Ill I II I Ill II II II Ill Ill II Ill I II II II IIIEN D OF ST A TE MEN T II Ill II II I Ill II II I II/ II II II Ill I I II II II II II II If Ill /If Ill I/I I/ Ill I/ Ill II II Ill II 
THE ABOVE STATEMENT CONSISTS OF 01 PAGE. I HAVE BEEN GIVEN THE OPPORTUNITY TO MAKE ANY 
CHANGES I DESIRE. THIS STATEMENT IS TRUE ANO CORRECT TO THE BEST OF MY KNOWLEDGE. 
Subscribed to and sworn before me this date of 14FEB14 on board the USS TAYLOR (FFG-50). 

Investigating Officer 

S~ >17-LF-055-2710 

Encl (38) 



1. PLACE 

DEPARTMENT OF THE NAVY USS TAYLOR (FFG 50) 

VOLUNTARY STATEMENT 
2 CASE CONTROL NUMBER (CCN) 

N/A 

1, ....,,,--- , USN, USS TAYLOR (FFG 50) - Nav Plotter , make the following 

Free and voluntary statement to 

Whom I know to be INVESTIGATING OFFICER, USS TAYLOR (FFG 50} 

I make this statement of my own free will and without any threats or promises extended to me. I fully understand 
that this statement is given concerning my knowledge of: 
It was a very normal sea and anchor detail, everyone was manned and ready. The JOOD was following the checklist, RM0 
was set. As we commenced our approach into Samsun. I was plotting and once we had shifted to the harbor chart we had 
three excellent composite fixes off of V-1 , which was also our turn bearing on our first leg in. Every line of position was cutting 
once we were about eleven hundred yards away from our turn we switched to constants on V-1 . Once we marked our turn we 
felt a lot of movement under the ship and our shaft quit rolling. The Navigation team and CIC then shifted to 1 minute fixes 
due to how much we were getting set prior. Our first fix after the incident still had us roughly one hundred and twenty five 
yards from shoal to the starboard side. I then asked to check the fix recorded in the bearing book with what I 
had plotted on the chart, he concurred with what I had. We slowly started to drift to the north of our track closing the shoal 
water, and the Navigator continuously gave ranges to shoalwater, once our shaft began rolling again we backed down. The 
CO told the pilot he wanted to lower the RHIB and go take soundings of the breakwater and where the ship had began to 
vibrate and shake. Even though the fathometer at the time of all the movement and shaft stopping had us in 27 feet of water 
beneath the keel. After, we got a safe distance away and the RHIB was conducting soundings we slowed down and lowered 
APU's. The Navigator then had us put a track on the chart to hug the south end of the breakwater, knowing that the water was 
safe because the RHIB had Just conducted soundings, most of which ranged from 68 to 73 feet. We commenced our second 
approach in at roughly the same speed as before our 4 knots over ground with tugs and APU's. The RHI B was roughly 150 to 
200 yards away continuously conducting soundings The Navigation teams did not shift from 1 minute fixes until we were 
moored. Our fathometer lost tracking on a dozen occasions because of how rough the tugs pushed the ship. I have been the 
detailed navigation plotter for almost 2 years and there was never a time that I thought anyone was doing anything that was 
unsafe towards the ship and navigation 

Amplifying explanation(s) during interview: 
Marked the turn simultaneous to shaking/vibrations starting 
Navigator announced "Navigation marks the turn; next course .. : simultaneous to vibrations/shaking starting 
New track laid down for second inbound approach toward harbor was laid down on acetate {tracing paper) 
Plotted the 0721fix just prior to switching to constant bearings on V1 
Next fix plotted was at 0725 at the direction of Navigator after shaking/vibrations started 
Set and drift should be recorded in the deck log (not the bearing book) once every third fix for DRs less than 1500yds 
I calculated set and drift 15-20 times over the course of sea and anchor detail, both before and after the shaking/vibrations. 
SeUdrift remained approx 260T / 2kts throughout transit 
Immediately after making turn to 288T leg, fix had ship left of track by approx 150 yards. 
The 0721 fix had the ship 50-75 yards right of track. 
Once pilot came onto the bndge, he recommended coming right, and recommend using white building/tower on the other side 
of the harbor as a range. 
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THE ABOVE STATEMENT CONSISTS OF 01 PAGE. I HAVE BEEN GIVEN THE OPPORTUNITY TO MAKE ANY 
CHANGES I DESIRE. THIS STATEMENT IS TRUE AND CORRECT TO THE BEST OF MY KNOWLEDGE. 
Subscribed to and sworn before me this date of 14FEB14 on board the USS TAYLOR (FFG-50). 

Investigating Officer 

PNAV 552712 (:2-821 SN 017-L~-055- 2710 

Encl (2H) 



1. PLACE 

DEPARTMENT OF THE NAVY USS TAYLOR (FFG 50) 

VOLUNTARY STATEMENT 2. CASE CONTROL NUMBER (CCNJ 

N/A 

I, --• USS TAYLOR (FFG 50) 
, make the following 

Free and voluntary statement to 

Whom I know to be INVESTIGATING OFFICER, USS TAYLOR (FFG 50) 

I make this statement of my own free will and without any threats or promises extended to me. I fully understand 
that this statement is given concerning my knowledge of: 
Everything happened very fast so I don't remember much But what I do remember is feeling a sudden jolt and vibration 
Looking to the side and noticing that we were not moving anymore and seconds later feeling and seeing the ship rapidly 
shake back and forth After that we made up forward tug and it pulled us back and we circled back around 
I/Ill/II 1/1/ f I/Ill /Ill/fl f///ll/lll/l f ff fl f If/ 111 /If I I I/Ill ff ff/ II fl I Ill/Ill l/lEND OF ST AT EM ENT I Ill I II/I I l//llllfllll Ill /lllJ I IIIIIIIIIIJIIIII/ I Ill II Ill/fl I Ill/ I/If I/Ill fl I 
THE ABOVE STATEMENT CONSISTS OF 01 PAGE. I HAVE BEEN GIVEN THE OPPORTUNITY TO MAKE ANY 
CHANGES I DESIRE. THIS STATEMENT IS TRUE AND CORRECT TO THE BEST OF MY KNOWLEDGE. 
Subscribed to and sworn before me this date of 14FEB14 on board the USS TAYLOR (FFG-50). 

Investigating Officer 













Summary of Intervi ew 

(Executive Officer) 

Interview Location: C4I Building and USS TAYLOR (via phone) 
Interview Date: 24 Feb 14 

Assistant Investigating Officer: 

Legal Support Present at 

On 24 Feb 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 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 RADAR or NAVSSI operators called out 
distances to the right or left o f t rack during the ship's 
transit. He said he recalled the ranges being called f rom the 

Navigator's report. He said the last one he r emembered was 25 
yards right of track. He said that report was at least 3 
minutes prior to the grounding. He said another report could 
have happened before the grounding but h e did not hear it. He 
said ranges from the Furuno were called out, but only ranges to 
the NAVAIDs, not distance from track. 

I asked him if the CHENG or Plant Control Officer was present 
during the meeting held by t he CO prior t o r eentering the port 

area. He said the meeting was between co, XO, CMC, 'ANAV, NAV, 
and 00D and did not include CHENG or the Plant Control Officer. 
He said it occurred 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. He said that they were not tracking any issues or 
damages to che engineering plant. He said the throttle was 

tested and the shafted was responding appropriately, so t he CO 

had all the reports. He said the CHENG reported an unusual from 
the shaft just prior to a pproaching pierside. He said he told 
the CO of the noise just a fter mooring. 

I asked him why there were no Department Heads on the Bridge 
watchbill. He said the ship normally has a second tour division 
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officer assigned to be the OOD during special evolutions, in 
this case the DCA . He also said the ship normally has a 
department head roam the ship to watch all mat ters, in this cas e 
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 CSO. 

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. 

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

I asked him why the ship stopped plotting GPS fixes at 1000 
yards from the turn. He said this was normal and that they had 
practices and operated that way. He said in hindsight, 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 required . 
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Summary o f Intervi ew 

(Officer of the Deck) 

Interview Location: C4I Building a n d USS TAYLOR (via phone) 
Interview Date: 24 Feb 1 4 

Assistant Investigating Officer: 
Legal Support Present at 

On 24 Feb 14, I re-interviewed with follow-up 
questions regarding the grounding of USS TAYLOR (FFG 50) IVO 
Samsun, Turkey. Prior to commencing the int erview, I reminded 

him of his Article 31b rights previously read t o him in h i s 

earlier interview. He stated he understood his r i gh ts and 
agreed to continue the interview. 

I asked him if the Furuno RADAR or NAVSSI operators called out 
distances to the right or left of track during the ship's 

transit . He said they did not, but that the Navigator made it a 

part of her reports. He said he did not know from where she got 
her information. He said the Furuno operator was calling out 
speed over ground but not course over ground . 

I asked him if the CHENG or Plant Control Officer was present 
during the meeting held by the CO prior to r e entering the port 
area. He said the co, NAV, ANV, OOD, and Conning Officer got 

together, but the CHENG and PCO were not t h ere. He said the 
meeting was just a quick grouping of key navigational personnel 
to see if everyone felt comfortable making a second attempt to 

enter the harbor. He said it was a "shoot from the hip meeting" 
to come up with a quick plan everyone felt comfortable with. He 
said there were no indications of an engineering casualty at 
that time, which is why CHENG or the Plant Control Officer were 

not called. He said he did not believe there had been an an 
engineering casualty . 

I asked him who created and approved the second track into the 
port area. He said he assumed it was the nav i gator, b ut 

have eyes on the actual chart when i t wa s writt en down. 

recall that the RHIB found deeper soundings t o the south 

did not 

He does 

of the 
original track, which is why the new track went to the south . 
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I asked him how far he thought the original track was from shoal 
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 be allowed , and he said he did 
not have such a specific limit in mind during the transit. 
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Summary of Interview 
(Navigator ) 

Interview Location: C4I Bui lding and USS TAYLOR (via phone) 
Interview Date: 24 Feb 14 

Assistant Investigating Officer: 
Legal Support Present at 

on 24 Feb 14, I re-interviewed with follow-up 
questions regarding the grounding of USS TAYLOR (FFG 50) I VO 
Samsun, Turkey . Prior to commencing the i nterview, I remi nded 
her of her Article 3lb rights previous l y read t o her in her 
earlier interview . She stated she understood her r i ghts a nd 
agreed to continue the interview . 

I asked her if set and drift was bein g logged. She did not 
recall whether it was being l ogged. But she said it was 
required to be logged. She said she r epeated set and drift in 

her Nav reports. She said was assigned to record 
information in the deck log because the shi p d id not have enough 
QMs to man that watch. She said it was possible the Yeoman did 
not hear the report, or did not realized he was required to log 
the reports. 

I asked her if the Furuno RADAR or NAVSSI operators called out 
distances to t he right or left of t rack during the ship ' s 
transit. She said nei t her operator called out distances . Sh e 
said her report of dis tances was based on f ix positions 
concurred on by the Bridge a nd CIC. She said the NAVSSI 
operator was not using t he cursor to determine the exact 
distance of the ship from the track. 

I asked her if the CHENG or Plant Control Officer was present 
during the meeting held by the CO prior to reentering the port 
area. She said CHENG was not present because he could not leave 
Central Control Station (CCS ). 

I asked her who created and approved the second track int o the 
port area. She said that s h e proposed the new track and the co 
approved it. 

1 



I asked her why no visual fixes were plotted. She said the 
NAVDORM requirement was that every third fix must come from a 
different fix source. Thus, she said it was not required to 
take visual 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 origi nal 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. 
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Summary of Interview 

(CICWO) 
Interview Locat i on: C4I Buil ding and USS TAYLOR {via phone) 

Interview Date: 24 Feb 14 

Assistant Investigating Officer : 
Legal Support Present at 

On 24 Feb 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 r ights previousl y read to his in his 
earlier interview. He stated he understood h is rights and 
agreed to cont inue the interview . 

I asked him why the ship stopped plotting GPS fixes a t 1000 
yards from the turn. CIC was still taking GPS f ixes during 
"constants" based on good practice. He was not sure if the 
p l otter actually plotted the fixes as he could not see. At 
first he was unsure of the rule, but then he said he t hought 
taking fixes was not required. He t hen said that fixes were 
required to be taken every three mi nutes. 
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Summary of Interview 

(CICWO) 

Interview Location : C4I Building and USS TAYLOR (v ia phone) 
Interview Date: 24 Feb 14 

Assistant Investigating Officer: 
Legal Support Pres ent at 

On 24 Feb 14, I re-interviewed with follow-up 
questions regarding the grounding of USS TAYLOR (FFG 50) IVO 

Samsun, Turkey . 

I asked him why the ship stopped plotting GPS fixes at 1000 

yards from the turn. He said that after starting " constants" 

they stopped plotting fixes. He sai d they have always done it 
that way . He said he was taught to do it that way in the RAD 
NAV course in Mayport. He said he honestly did not know the 

requirement. 
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Summary of Interview 
(CIC Piloting Officer ) 

Interview Location: C4I Buildi ng and USS TAYLOR (via phone ) 

Interview Date: 24 Feb 14 

Assistant Investigati ng Officer: 

Le ga l Suppo rt Present a t 

On 24 Feb 14, I r e- i ntervi ewed with follow- up 
q u estions rega r d i n g t he grounding of USS TAYLOR {FFG 50 ) IVO 

Samsun, Turkey. 

I asked h i m why t h e ship stopped plotting GPS fixes at 1 0 00 

yards from the t urn. He said that they were t a ught in RAD NAV 
to just mar k "constants" at 1000 yards. He sai d the RAD NAV 
course wa s taught by the Center for Surface Combat Systems 
(CSCS) in Mayport . He said he wen t in January or February 2013. 

He said he did no t know the NAVDORM r equirement. 
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Summary of Interview 

(CIC Plotter) 
Interview Location: C4I Building and USS TAYLOR (via phone) 

Interview Date: 24 Feb 14 

Assistant Investigating Officer: 
Legal Support Present at 

On 24 Feb 14, I re-interviewed with follow-up 
questions regarding the grounding of USS TAYLOR (FFG 50) IVO 
Samsun 1 Turkey. 

I asked him why the ship stopped plotting GPS fixes at 1000 

yards from the turn. He said he was still plotting fixes, but 
was in the process of also taking "constants." He said 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 plot 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, 
or the label is too obscured to read]. As he was finishing 
plotting the time 24 fix, the ship shuddered. He said plotting 

GPS fixes while in ''constants" was not a requirement, just good 
practice. He said he did not attend all of the RAD NAV course 
because he had to leave early for personal reasons. 
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Summary of Interview 

(Bridge Plotter) 

Interview Location: C4I Building and USS TAYLOR (via phone) 
Interview Date: 24 Feb 14 

Assistant Investigating Off icer: 
Legal Support Present at 

On 24 Feb 14, I re-interviewed with follow-up 
questions regarding the grounding of USS TAYLOR (FFG 50) IVO 

Samsun, Turkey. 

I asked him why set and drift we r e not logged. He said it was 
probably because a Yeoman was on the deck log and may not have 
known it was r equired . He said given manning this was usual . 

I asked him when he calculated set and drift whether he recorded 

it as though the ship was being pushed from or toward a specif i c 

direction. He said t hat he recorded i t as toward. He said he 
calculated set and drift toward 260 just before the turn to 288 

around 0710. This means he calculated seta and drift pushing 
the ship to the southwest. 

I asked him why he plotted no visual fixes. He said he would 
have plotted visual fixes had at least three NAVAIDs been 

\\cutting" but only two were "cutt i ng." He said the requirement 
for an different fix source every third fix interval was for a n 
alternate source, including composite fixes. Thus , he s a id t hey 
did not have to plot visual fixes . 

I asked him why the ship stopped p lotting GPS fixes at 1000 

yards from the turn. He said ATG recommended switching to 
constants 1000 yards from a turn . He said the ship used to 
switch to constants 500 yards from a turn but during the 

Navigation Check Ride conducted by ATG, it was recommended they 
switch to 1000 yards. He said he was taught t o n o longer plot 
fixes after s tarting constants at 1000 yards at the RAD NAV 

course in September 2012. He said the former Navigator and 
Assistant Navigator were at that course. 

1 
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From: 
Sent: Monday, February 24, 2014 12:50 PM 
To: 
Subject: FW· Navigation questions regarding Samsun for USS TAYLOR 
Attachments: 

Sir 

Please see forwarded email correspondence below. My designation letter is also attached. 

V/R, 

USS TAYLOR (FFG 50) 

-----Original Message-----
From: 
Sent: Friday, February 07, 2014 8:55 PM 
To: 
Subject: Re. Navigation questions regarding Samsun for USS TAYLOR 

The charts are still vahd . There are no currents inside the breakwater, but there may be st rong winds or low visibility 
situations ( mists/ fogs) that may effect navigating during winter, fogs are seen especially in the early morning hours. 
The dephts to the coal pier is 11+ I strongly advise to go bow in ( mooring port side to) and stay close to the breakwater 
on the approach. 
Tides are very very low and to be diregarded. 

Best Regards, 

MLS Turkey 

Office: +90 212 2442600 
Fax· +90 212 2517152 

CONFIDENTIALITY NOTICE: This e-mail message (including any document/s attached hereto) is privileged and 
confidential to the addressee and is intended only for the use of the addressee. If you are not the named addressee you 
are hereby notified that you may not read, copy, forwa rd, disclose or otherwise use it or any part thereof in any manner 
whatsoever. You are kindly asked to urgently notify us accordingly by e-mail reply, and to delete the message. 
P Before printing this email, assess if it is really needed 

> On 7 ~ub 2014, at 20:38, ' (Taylor NAV)" wrote: 
> 

1 Encl (so) 



> 
> Thanks for the assistance. The Sailing Directions state that "The channels and depths shown in the inner harbor are 
subject to frequent changes. For the latest information mariners are directed to contact the Harbor master." Currently 
my charts show good water (greater than 10m) on our approach to the coa l pier. I wanted to verify that this is still va lid. 
Also, as there are no tide or current tables avai lable I was wondering what the average current in the approach to the 
harbor is . Also, does Samsun frequently experience strong winds that make mooring difficu lt? Thank you for your help. 
> 
> V/R, 
> 
> NAVIGATOR 
> USS TAYLOR (FFG SO) 
> 
> -----Original Message-----
> From: MLS Turkey [mailto:turkey@mlscorporation.com] 
> Sent: Friday, February 07, 2014 8:06 PM 
> To: 
> Cc: 

> Subject: Re: Navigation questions regarding Samsun for USS TAYLOR 
> 
> Dear Sir, 
> 
> I am the best person to talk to, I will be happy to help. 
> 
> 
> 
> Best Regards, >-> 
> MLS Turkey 

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

> -> 
> 

> CONFIDENTIALITY NOTICE: This e-mail message (includ ing any document/s attached hereto) is privileged and 
confident ial to the addressee and is intended only for the use of the addressee. If you are not the named addressee you 
are hereby notified that you may not read, copy, forward, disclose or otherwise use it or any part thereof in any manner 
whatsoever. You are kindly asked to urgently notify us accordingly by e-mail reply, and to de lete the message. 
> P Before printing this emai l, assess if it is really needed 
> 
> On 7 Sub 2014, at 19:52, ' 
> 
> 

> >_, 
> 
> 
> 

(Taylor NAV)" wrote: 

> I am the Navigator onboard USS TAYLOR and I have a few questions pertain ing to navigating within the harbor. Do 
you have an email of someone I can direct these questions to? Thank you for your support. 
> 

2 



> 
> 
> Very respectfully, 
> 

> 
> 

> NAVIGATOR 

> 
> USS TAYLOR (FFG SO) 
> 
> 

3 



From: 
Sent: Thursday, February 20, 2014 6:36 AM 

To: 
Subject: RE: Time 0721 fix 
Attachments: Bridge Chart Page 2 - 288T leg close-up (3).JPG 

Sir, 

I concur that there is not a fix time 0721 plotted . It seems that my prior statement was Incorrect. We had sh ifted to 
constants prior to time 21, and my bearing recorder logged the GPS position at time 21. I have circled fix 0718 on the 
provided image This is affirmed by the LOPs that are plotted directly after fix 18 since we had just started constants on 
V-1. Once we shift to constants, constants take preference over plotting the next fix because we are concerned about 
marking the next turn correctly 

V/R, -USS TAYLOR (FFG SO) 

----Original Message----
From: 
Sent: Wednesday, February 19, 2014 9:11 PM 
To 
Cc: 
Subject: Time 0721 fix 

Nav, 

In further reviewing the bridge's 12 Feb inbound chart, I don 't see a time 0721 fix plotted. I'd like to confirm with you 
that I'm just not missing it somewhere. If I have missed it, please circle the fix on the attached photos and re-send. 

Please acknowledge receipt of this email. Also, keep in mind your Art. 

318 rights still apply, and I ask that you do not discuss this email request with anyone else onboard until after the 
investigation is completed and the report is released. 

Thanks in advance. 

Very respectfully, 

Europe OPS Officer 
CTF-65/CDS-60 

DSN. 626-3640 
Comm: +39-081-568-3640 

1 Encl (s,) 





























































          

      

        

 

 
  

 

     

    

     

   

     

    
     

           

    

      

            

  

 
 



















     

     

 
    
      

    

       
     
     

  
  

    
      
   
    

     
   
    
     
      
    
        
      
     
     
      
      
     
     

    
     

  
   

  
   

   
      

   
  

       
  

    
  

    
    

    
  

      
      

     
    
    

  
   

       
   

   

   

     
         

  

 
       

      
       

     
   

      
      

     
    

    
    

    
    
    

   
  

    
   

    

     
  

  
     

     

    

    

    

       
       
       
    
    

     
   

    
         

  
  

     
     
     
     

  
    

   
  

         
      
      

    
   

   
    

 





























 





















 

 

 

  

 

 

 

  

 

      

      

      

  

  

   
          

 
     





 

 

 

 

 

 

 

   

    
   

         
  

    

       
   

     

  
  

 

 

 
   

     
 

   

     
 

 
     

 

  

    

 
     

   

 

    
   

    

    

   
 

  
     

   
   

    

    
 

   

  

      
  

   
   

    
    

     

 
 
    

 

 

 
 

  

  
  

 
 
 

  
    

  

  
   

 

 
    
     
   

      

  

 
 

 
     

 
     

   

 

 

   

 
 

 

 























































 

   

    

       

    

    

       

      
    
  
       

  





 

   

     
    

  

   
  

    
  

  





  

      

    

      

    

     

  











   



 

    

       

   

             

    

 

   



 

 

       

       

      

  

    
 

    

         

  

  



 

 

 
 

         
 

  

 

   

       

  



 

  

  

             

      

       

         

    

    

    

    

            

    

  







 

 
 

  

 

       

 

  
              

    
            

      

  

 

    

    

 



 

 

 
 

      

      

 

  

          

 

           
     

  



 
 

     

  

    

  

  

   

   











 
 

































   

   

             
                

  

   





 

  

 
    

 

   

 
 
   

  



 

  

 

   

  

  

     

      

  

  

    

  



  
 

  

  

 

 

 

    

   

     

  



  

 

 

 

 

 

 

 

 

  















 
 

 
       

 

 

 

   

 

 
 

 

 

 





 

 

 

 
 

 

 

 

 

 

 
  

    

 

  

 
    

   
  

 
 

 

 

 

 





  

    

    
      

           

    

               
                 

 

 

 

 

 

 

 

     

      

     
        

  

  

 

 

    

      
        

      
        

      
        

  

 

      

       
  

  

 

      

        
        

 

 

 

 

  

  

    







      
      

      
      

      
      
      
       

      
      
      
      

      
      

      
      

      
      
        

      
      
      
      
      

      
       

      
      

      
      

        
      
      
      

       
      

       
      
      
      
       

       
       

      
      
      

  
  

     
  
 

  



      
      

      
      
      
      
      
      
      
      
      
      

       
      

      
      

      
      

       
      

      
      
      
      
      

      
        

      
      

      
      

        
      

      
      
      

      
      
      

      
      

      
      

      
      

      



      
      
      
      

      
      
      
      

      
      
      
      

       
      
      
       
      

         
      

      
      

      
      
      
      

      
      
      
      











  

  
     

        

         
      

      

      

       

      

      

      

    

                       
                   

                       
              

      

      

     

         

           

         

       

       

         

        

     

                      
                       

                       
                        

                     
                   
       

                   
                    

              

   

  































    

  
   

         
        
        

        
           

           
          

            
          

           
          

           
           

        
    

         
           

        
             

           
         

        
         

         
          
         

          
           

 

          
             
          

        
           
          

 

            
           

 



  
   

         
          

        
        

        

        
          

        
         

        
        
     

         
 

      

         
          

         
          

   

      
        

 

        
          
 

       
         

           
  

           
         

              
    

       
        

           

      
        

 



  
   

           
        

       
         

          
           

          
         

         
         

           
           

 

        
        

    

       
         

           

        
           

          
          

            

        
         

           
           

          
          

           
             

        
          
    

       
        

        
            

    

 



  
   

        
        
             
          

         
          
          
         

         
          

      

         
          

 

         
     

        
        

       
         

        
          
       

          
           

 

        
          

             
       

         
         

          
          

  

      
        
       
        

 



  
   

        
        

    

          
         

         
         

         
      

         
            

        
          

  

       
          

     

        
        
      

     

       
        

        

          
     

          
   

          
            

          
        

        
        

          
         
      
           

 



  
   

             
         

          
     

        
             

        

         
       

          
        

        
         

   

        
         

       
         

         
    

        
          

        
   

          
         

          
          

         

         
         

         
       

           
          

            
          

          
          

 



  
   

        
     

  

       
         

           
          
        

         
        

 

      
             

           
           

         
       

           
           

          
       

          
           

      

        
        
         

         
         

      
           

            
         

       
         

      
        

          
        
          

           

 



  
   

          
    

       
           

         
         

          
         

       
         

        

       
          

         
         

          
        

         
         

           
         

        
        

          
     

       
          
        

         
 

       
      

       
          

        

       

         
         

       

 



  
   

     
       

       
           

          
          

        

       
        

            
            

 

        
          

   
           
 

         
           

           
  

       
            
            
     

         
           
      

        
     

      
      

        
       

     

 



  
   

        
        
        

        
          

         
         

        
         

       
          

         

       
           

  

   
   
   
      
     
     
     
    
    
       

       
   

       
  

       
         

         
     

      
             

           
            

         
      

         
       

 



  
   

        
        

          
    

         
       

       
        

          
          

         

     
        

        
          

          
           

          
  

      

         
          

          
         

         
        

           
          

  

          
         

            
           

          
           

         
        

             
            

    

 



  
   

          
          

         
            

         
        

          
            

            
           

            
        

          
         

            
          
          

 

            
             

           
           

         
         

        
         

           
          

         
         

        
  

           
          
             
          

          
        

   

     
     
     
     

      

 



  

   

   

   

  

  

  
   

            
           

       
 

         
            

          

       
        

        
          
          

       

         
          

   

          
             

      

         
           

           
           

          
  

        
          

           
          

           
         

           
           

         

 



  
   

           
          
          

        

          
        
         
      

        
           

         
  

         
           

           
         

             
            
      

        
        

      
          

   

       

        
        

       

          
       

          
         

         

         
          

           
         

 



  

   

             
        

         
          

           
       

       
          

       
      

        
           

         

         
     

        
              

           
         
             

    

           
         

       
        

         

           
         

          
         

          

  
  

  
  

 

 
 
 
 
 

  
  

 
 

 



   

  

   

 

          
          

       
       

     

      

           
        

         
         

       
         

            
   

          
             
        
           

        
 

            
            

           
         

          
   

         
           

  

              
           
           

     

            
         

          
            

 





  
   

    

 
     

         
            

        

          
        

       
           

       

         
           

    

       
          

         
        

        
         

  

           
            
            

 

           
         

         

            
   

        
     

        
  

      
       

  



 
 
 

  
   

         
   

        
         

          
      

         
 

            
          

         
           

            
    

          
         

          
           

       

        
       

     
     
       

  
      
      
     
       
         
         

    
    
    

 





  
   

          
  

   

       
       
     
     
      
     

       
 

          
 

         
       

   

            
            

            
     

           
            

         
  

            
        

        
          

                
              

 

 





  

 
 

 

 

 

 

 

 

  

 
   

    
    

       

 
     

     

     
    

      
 

 

    

    

 

  

 

 
 

 

 

 

 

 

 

           
          

 
 

 

 

 

 

 

 

 

 

 

 
     

    

     

     

     
   

  

    

    

     

  

  

 
 

 

 

 

 

 

 

 

 

 

  



  
   

         
 

 
  

  

    

    

    

  

   

   

  

  

  

   

    

    

  

  

 

 

 
  

  

  

  

    

   

     

     

   
   

   
  

      
   

 

       

    
   

     
   

     
    

 

  
  

 





  

  

     
    

     

      
 

  

   

      

     
      

    

      

      
  

     
      

     
  

       
    

 

    
   

     
    
     

 

      

       
    

      
     

 

      
    

     
 

    

  

 

 

 

 

 

 

 

 
 

 

 

 

 

 

 
 

 
 

 
 

 
 

  

  





  

     
  

               
            

            
             

             
          

            
         

            

 
 

 
     

     

     
       

   

       
       

   

        
 

        

   

      
   

    

    

            
   

  

      
       

     

     
     

  
        
 

    
     

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

  

  



  

 

  

      
    

   

  

      
      

   
       

   

       
  

       
     

     

  
  

  
 

 
 

   
 
  
 

 
  

  

       
    

    

     

       
     

     
      

   

    

      
   

     
     

      
     

 

 

 

 

 

 

 

 

 

 

 

 
 

 

  

 

  

  

  



   

 

 
 

       
     

     
     

   
       

   

   

    
     

      
      

      
    

      
    

      
       

     

     
  

     
      
      

      
 

      
 

     

    
     

     
 

      
  

    

      

 

  

 

 

  

  

   

 

 

 

 

 

    

 

 

 

 

 

 
 

 

 

 

  





  

   
  

       
        

   
      
 

      

         
        

           
           

       

     

     

     

    

      

  

     

 

 

 
 

      

 

  
   

        
        

 
      

        
   

        
        

         
          

          

  

  



  

 

     
        

          
           
       

    
      

          
         

         
      

      
      

  
     

         
 

  

      
  
        

       
        

    
       

        
        

  
     

       
            

 

        
      

        
          

      
     

        
       
     

       

       

    

        

   



  

         
         

        
 

 

 
          

   



  

   
  

               
               

             
             

              
 

        

  

       
       

 

      
     

     

       
      

 

 

 

 

 

 

 

 

  

 
     

    

       
    

     
 

        
      

      
        
    

       
   

 
      

     
      

       
      

 

       
      

    
  

 

 

 

 

 

 

 

 

 

 

 

 

  

  



  

 

 

     
      

      

     
   

      
    

 

 
 

 

      
  

       

    
      

 

   

       
  

  
                

             
         

            
   

    
     
            

  
            

         
              
         

               
 

                
       

          
             
             

   
             
          
            
             

             
    

   



  

     

  
     

               
         

             
          

           
               

            

               
             

            
              

             
         

              
             

             
       

                
               

           
           
     

              
            

              
  

               
                

             
             

                 
           

                
     

              
            

            
               

   
                
               
             

          
                 

          
           

               
             

      

   





     

    
  

 
 

 
  
 

     
    

   
    

    
 

         
    

   
 

     
      

     
      

  

    
 

  

     
  

     

      

      

 

 

 

 
 

 

 

 

 

    
     

     

        
    

     
   

      
    

    

      
     

     
     

 

 

 

 

 

  

  

  



    

    
      

   
    

     
   

    
  

        
   

    
 

    
   

     
 

     
   

      
       

  

    
     

     
     

        
    

    
   

      
 

      

    

     
     

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

  

  







   
  

  

               
             

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

     
   

   

    

     
     

      
 

     
    

       
     

   

 

      
   

      
  

      
   

       
  

        
  

    

   

  

     

       

     
     

 

 

 

 
 

 

 

 

 
 

 

 

 

 

 

 

 

 

 

 

 

 

  

  



  

   

               
              

     

      

 

 

 

 

      
      

  

   

     
      

      
   

         
      

         
  

        
       

    

 

 

      
   

      
   

 
       

 

 

 

       
  

    

        
 

 

 

 

      

     

    

       
    

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

  



  

     
  

               
              

            
             

          

 
  

  

 

     

     

      

     

    

     

     
   

        
  

        
        
  

      
    

    

     
    

 
 

 

 

 

 

  

  

 

 

 

 

      

  

 

    
     

    
     

 

 

       

     
   

     

 

 

 

 

  

      
    

  

  





  
 

  

  

               
            

            
             

         

           

  
      

  

  

   

     
 

       
  

     
 

     
    

     

     
   

     
     

     
     

      
   

 
   

  
     

 

   
  

   

    
  

   

       
    

   

   
     

     

 
 

  

 

 

 

 

 

 

 

 

 

 

 

 

 

 

  

  





  

     

   







 

  

 
  

     

       
 

          
  

        
  

      
       

  

        
  

        
   

   

         

          
          

       
     

      
         

   

 

 

        
   

     
     
  

    
   

         

      
      

     

       

  

 
 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

  

 

      

          
        

     

   





   
        
 

      
    

      
      

      

        
         

        
   

          

  

 
 

 

 

 

 

 

 

 

    

  

    

       

 
        

      
      

        
        

         
  

     

        

 

 

 

 

 

 

 

        
       

         
       

       
         

  

 
     

      
   

     

    

   

 

 

 

 

 

 

  





  

      
   

            
               

           

 
     

 
        

 

       
   

      
      

      
     

      
 

       
   

    
  

    
       
  

      
      

      
  

       
     

      
      

       
        

    

         
   

   



 

 

 

 

 
       

  
      

        
 

 
      

 

     
     

 

 
 

 

 
 

 

 

 
 

  

 

 

 

 

  



 

 

 

 

 

 

 

 

 

 

 

 

 

 

    
 

       

   

      
  

   

     
     

       
  

   
 

       
     

        
   

      
  

     
     

 

  

   

 

 

 

 

 

 

 

 

 

 

 

  



  

   
  

               
            

            
             

             
          

       
           

 

 

 

 

 

 

 

 

 

 

 

 

 

 

       

    

    
     

     
   

     
   

    
  

    
    

    
  

     
    

      
     

    
 

      
     

 

      
     

    
     

    

     
     

 

 

 

 

 
 

  

 

 
 

  
 

  
 

 

  
 

  
 

 

  

  



  

   



   
  

        

 

 

 

 

 

 

 

 

  
    

     
 

      
     

    
   

    
    

     
      

    
    
    

    
   

     
    

    
     
    

 

    
     

     
    

    

   
   

   
     

     
 

     
 

      
   

     
  

    
     
   

   
     

   

 

 

 

 

 

 

 

 

 

  

  

  



 

 

 

 

 

 

 

 

 

   

      
     

   
  

    
    

    
     
    
     

    
     

     
 

   
 

    

   

    

  

 

 

 
 

 

 

  

   

    

      
    

    
   

   
    
    

    
 

    
    

  
   

    
   

 

 

 

 

 

 

 

  



   
   

     

     

    

    

     

      

       
 

  

      

            

        

 

 

 
  

  

   
   

     

     

    

    

     

      

       
 

  

       

            

        

 

 

 
  

  

 
 

 

 
 

 

 
 

 

 

 

 

 

 

 

 

 

 

  

   
   

     

     

    

    

     

      

       
 

  

      

           

        

 

 

 
  

  

   
   

     

     

    

    

     

      

       
 

  

       

            

        

 
 

 
  

  

  













   
  

   

  





























      
       
      

       
      

       

      

      
      
       

      

      

      
      

      

  





    

                 
        

                      
                

 

                 
      

                
                   

                     
                   
               

                 
                 
                 

                     
       

               
                   

        

  
                

                         
                         

                       
                    
                      
                  

            

 
                

                    
               

                
                 

                 
                  

       

                   
                     

                      
                     

   
      

     

    







 
 

 

 

 

 

 
 

 




