
 

 

 

 

"In making this release to you, we note 
that some of the material may impact 

the deceased’s family’s privacy 
interest. Although this information is 

released under the FOIA, we urge 
discretion in selecting materials for 

public dissemination.” 

- JAGMAN 0225(f)(3) 
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UNITED STATES MARINE CORPS 
THIRD MARINE AIRCRAFT WING, FM 

POST OFFICE BOX 452038 

SAN DIEGO, CA 92145-2030

5830 

CI 

26 Mar 24 

From:  Investigating Officer 

To: /7566 USMC 

Subj:  COMMAND INVESTIGATION TEAM MEMBER APPOINTMENT 

Ref:  (a) Command Investigation Appointing Letter dtd 12 Feb 24

(b) JAGINST 5800.7G w/Ch 2 (JAGMAN)

1. This letter memorializes that you are a Team Member of the Command

Investigation into the Facts and Circumstances Surrounding the CH-53E Super

Stallion Helicopter (CH-53E), Marine Heavy Helicopter Squadron 361 (HMH-361),

Mishap that Occurred on or about 6 February 2024 (Investigation). This is

pursuant to my authorization in paragraph nine of reference (a) to form an

investigative team to provide any necessary expertise and supplemental

investigative or administrative support in accordance with reference (b).

2. Your leadership has agreed to your participation as an Investigation Team

Member and granted you permission to support the Investigation. Please note

that no separate funding is available for your participation. 3d Marine

Aircraft Wing does not directly fund your participation.

3. I have previously directed you as an Investigation Team Member not to

share the information, of any nature and in any format, with any other

persons or entities, including other government personnel, except with other

Investigation Team Members or unless expressly authorized in writing by me.

You have signed a Non-Disclosure Agreement for the Investigation. I hereby

give you permission to share this letter with your unit, leadership, and

anyone else at your discretion. You may use this letter to verify your

participation as a Team Member and justify accommodations for your support to

the Investigation.

4. I greatly thank you for your support to date and for your future

contributions. If you or anyone else has questions about your involvement as

an Investigation Team Member, I can be reached at 
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UNITED STATES MARINE CORPS 
THIRD MARINE AIRCRAFT WING, FM 

POST OFFICE BOX 452038 

SAN DIEGO, CA 92145-2030

5830 

CI 

26 Mar 24 

From:  Investigating Officer 

To: , United States Marine Corps 

Subj:  COMMAND INVESTIGATION TEAM MEMBER APPOINTMENT 

Ref:  (a) Command Investigation Appointing Letter dtd 12 Feb 24

(b) JAGINST 5800.7G w/Ch 2 (JAGMAN)

1. This letter memorializes that you are a Team Member of the Command

Investigation into the Facts and Circumstances Surrounding the CH-53E Super

Stallion Helicopter (CH-53E), Marine Heavy Helicopter Squadron 361 (HMH-361),

Mishap that Occurred on or about 6 February 2024 (Investigation). This is

pursuant to my authorization in paragraph nine of reference (a) to form an

investigative team to provide any necessary expertise and supplemental

investigative or administrative support in accordance with reference (b).

2. Your unit, Judge Advocate Division, Headquarters U.S. Marine Corps, has

granted Direct Liaison Authorized for your role as an Investigation Team

Member. As a Reserve Marine, you are expected to appropriately use and manage

requisite drill and other appropriate funding sources through your unit to

properly serve as an Investigation Team Member. 3d Marine Aircraft Wing does

not fund your participation.

3. Of note, although you currently have the Military Occupational Specialty

of Judge Advocate (4402) and hold a Judge Advocate billet in the Reserve, you

are not the Legal Advisor for the Investigation. The Investigation Legal

Advisor has been separately appointed in paragraph 10 of reference (a).

Therefore, you will not provide legal advice for the Investigation. Rather,

my expectation is for you to provide other necessary expertise and

supplemental investigative or administrative support.

4. I have previously directed you as an Investigation Team Member not to

share the information, of any nature and in any format, with any other

persons or entities, including other government personnel, except with other

Investigation Team Members or unless expressly authorized in writing by me.

You have signed a Non-Disclosure Agreement for the Investigation. I hereby

give you permission to share this letter with your unit, civilian employer,

and anyone else at your discretion. You may use this letter to verify your

participation as a Team Member and justify accommodations for your support to

the Investigation.

5. I greatly thank you for your support to date and for your future

contributions. If you or anyone else has questions about your involvement as

an Investigation Team Member, I can be reached at .
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UNITED STATES MARINE CORPS 
THIRD MARINE AIRCRAFT WING, FM 

POST OFFICE BOX 452038 

SAN DIEGO, CA 92145-2030

5830 

CI 

26 Mar 24 

From:  

To:

Subj:  

Investigating Officer 

/7566 USMC

COMMAND INVESTIGATION TEAM MEMBER APPOINTMENT 

Ref:  (a) Command Investigation Appointing Letter dtd 12 Feb 24

(b) JAGINST 5800.7G w/Ch 2 (JAGMAN)

1. This letter memorializes that you are a Team Member of the Command

Investigation into the Facts and Circumstances Surrounding the CH-53E Super

Stallion Helicopter (CH-53E), Marine Heavy Helicopter Squadron 361 (HMH-361),

Mishap that Occurred on or about 6 February 2024 (Investigation). This is

pursuant to my authorization in paragraph nine of reference (a) to form an

investigative team to provide any necessary expertise and supplemental

investigative or administrative support in accordance with reference (b).

2. Your leadership has agreed to your participation as an Investigation Team

Member and granted you permission to support the Investigation. Please note

that no separate funding is available for your participation. 3d Marine

Aircraft Wing does not directly fund your participation.

3. I have previously directed you as an Investigation Team Member not to

share the information, of any nature and in any format, with any other

persons or entities, including other government personnel, except with other

Investigation Team Members or unless expressly authorized in writing by me.

You have signed a Non-Disclosure Agreement for the Investigation. I hereby

give you permission to share this letter with your unit, leadership, and

anyone else at your discretion. You may use this letter to verify your

participation as a Team Member and justify accommodations for your support to

the Investigation.

4. I greatly thank you for your support to date and for your future

contributions. If you or anyone else has questions about your involvement as

an Investigation Team Member, I can be reached at .
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UNITED STATES MARINE CORPS 
THIRD MARINE AIRCRAFT WING, FM 

POST OFFICE BOX 452038 

SAN DIEGO, CA 92145-2030

5830 

CI 

26 Mar 24 

From:  Investigating Officer 

To: /6113 USMC 

Subj:  COMMAND INVESTIGATION TEAM MEMBER APPOINTMENT 

Ref:  (a) Command Investigation Appointing Letter dtd 12 Feb 24

(b) JAGINST 5800.7G w/Ch 2 (JAGMAN)

1. This letter memorializes that you are a Team Member of the Command

Investigation into the Facts and Circumstances Surrounding the CH-53E Super

Stallion Helicopter (CH-53E), Marine Heavy Helicopter Squadron 361 (HMH-361),

Mishap that Occurred on or about 6 February 2024 (Investigation). This is

pursuant to my authorization in paragraph nine of reference (a) to form an

investigative team to provide any necessary expertise and supplemental

investigative or administrative support in accordance with reference (b).

2. Your leadership has agreed to your participation as an Investigation Team

Member and granted you permission to support the Investigation. Please note

that no separate funding is available for your participation. 3d Marine

Aircraft Wing does not directly fund your participation.

3. I have previously directed you as an Investigation Team Member not to

share the information, of any nature and in any format, with any other

persons or entities, including other government personnel, except with other

Investigation Team Members or unless expressly authorized in writing by me.

You have signed a Non-Disclosure Agreement for the Investigation. I hereby

give you permission to share this letter with your unit, leadership, and

anyone else at your discretion. You may use this letter to verify your

participation as a Team Member and justify accommodations for your support to

the Investigation.

4. I greatly thank you for your support to date and for your future

contributions. If you or anyone else has questions about your involvement as

an Investigation Team Member, I can be reached at .
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UNITED STATES MARINE CORPS

Marine Aircraft Group 16
3D Marine Aircraft Wing FMF

San Diego CA 92145-2060

Marine Heavy Helicopter Squadron 361
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UNITED STATES MARINE CORPS

Marine Aircraft Group 16
3D Marine Aircraft Wing FMF

San Diego CA 92145-2060

Marine Heavy Helicopter Squadron 361
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From:  
Sent: Sunday, February 4, 2024 9:18 PM 
To: HMH361OFFICERS <HMH361OFFICERS@usmc.mil>; HMH361ALLHANDS 
<HMH361ALLHANDS@usmc.mil>; HMH361SNCOS <HMH361SNCOS@usmc.mil>; MAG16HQS3 
<MAG16HQS3@usmc.mil>; SMB MIRAMARMCAS S-3 FLIGHT PLANNING 
<smbmiramarmcas.s3flp@usmc.mil>; SMB MIRAMARMCAS S-3 AIROPS 
<smbmiramarmcas.s3aop@usmc.mil>; MIRAMARMCAS_ODO <miramarmcas.odo@usmc.mil>; 
432OSS.OSAA.1@US.AF.MIL; @US.AF.MIL; @US.AF.MIL 
Subject: [Non-DoD Source] HMH-361 FLIGHT SCHEDULE 5-6 FEBRUARY 2024 

Good Evening Flying Tigers, 

Attached is the Flight Schedule for 5-6 February 2024. If there are any questions or concerns, please 
contact the Operations department. 

Very Respectfully, 

HMH-361 Flying Tigers 
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From:  
Sent: Monday, February 5, 2024 6:19 PM 
To:  HMH361OFFICERS <HMH361OFFICERS@usmc.mil>; HMH361ALLHANDS 
<HMH361ALLHANDS@usmc.mil>; HMH361SNCOS <HMH361SNCOS@usmc.mil>; MAG16HQS3 
<MAG16HQS3@usmc.mil>; SMB MIRAMARMCAS S-3 FLIGHT PLANNING 
<smbmiramarmcas.s3flp@usmc.mil>; SMB MIRAMARMCAS S-3 AIROPS 
<smbmiramarmcas.s3aop@usmc.mil>; MIRAMARMCAS_ODO <miramarmcas.odo@usmc.mil>; 
432OSS.OSAA.1@US.AF.MIL;
Subject: *UPDATED* HMH-361 FLIGHT SCHEDULE 5-6 FEBRUARY 2024 

Good Evening Flying Tigers, 

Attached is the *Updated* Flight Schedule for 5-6 February 2024. If there are any questions or concerns, 
please contact the Operations department. 

V/R, 

HMH-361 Flightline OIC 
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From:  
Sent: Monday, February 5, 2024 11:15 PM 
To:
Cc:

Subject: Re: Flight Schedule for Review 

Approved 

Very Respectfully, 

 USMC 
MAG-16, HMH-361, Commanding Officer 
MAG-16, 3d MAW, I MEF, FMF PAC 
Marine Corps Air Sta�on Miramar | San Diego, CA 
NIPR:
SIPR:
Personal
Office Phone: +1 858-307-7627 
Personal (iPhone/Signal/WhatsApp): 

From:
Sent: Monday, February 5, 2024 10:59:48 PM 
To:
Cc:

; 

Subject: Flight Schedule for Review  

Good Evening Sir, 

An updated schedule and RAW for tomorrow are atached for your review. Please let me or 
know if you have any ques�ons or concerns. 

Very Respec�ully 

 USMC 
HMH-361 
S-3, Schedule Writer
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From:  
Sent: Monday, February 5, 2024 11:38 PM 
To: HMH361OFFICERS <HMH361OFFICERS@usmc.mil>; HMH361SNCOS <HMH361SNCOS@usmc.mil>; 
HMH361ALLHANDS <HMH361ALLHANDS@usmc.mil>; MAG16HQS3 <MAG16HQS3@usmc.mil>; SMB 
MIRAMARMCAS S-3 FLIGHT PLANNING <smbmiramarmcas.s3flp@usmc.mil>; SMB MIRAMARMCAS S-3 
AIROPS <smbmiramarmcas.s3aop@usmc.mil>; MIRAMARMCAS_ODO <miramarmcas.odo@usmc.mil>; 
432 OSS/OSAA <432oss.osaa.1@us.af.mil>;
Subject: *UPDATED* HMH-361 FLIGHT SCHEDULE 6 FEB 2024 V3 

Good Evening Flying Tigers,

Attached are the *Updated* Flight Schedule and RAW for 6 February 2024. If there are any 
questions or concerns, please contact the Operations department.

Very Respec�ully  

, USMC 
HMH-361, MAG-16 
S-3, Schedule Writer
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From:
Sent: Monday, March 25, 2024 12:43 PM 
To:
Subject: RE: TIGER 43 Cell Phones & Ipads 

 
Realized I don’t think I ever responded to this email.  Sorry, been at Cornerstone for the past few weeks 
and am playing some catchup.  This is what we know regarding ForeFlight: 
-2 total iPads were recovered; one was essentially destroyed; no usable info could be pulled.  (It was
found underneath some wreckage, so assumption is that it was somewhere loose in the cockpit…
potentially on the instrument panel, sitting next to the pilot seat, or somewhere else like that).  The
other was in good shape and found inside a nav bag or personal bag.  When it was unlocked, the app
that was open on the screen was ForeFlight and the specific portion within ForeFlight was the MCAS
Yuma ‘info page’ (not the airfield diagram, but the general info like operating hours, freqs, runway info,
etc).  Beyond that, I don’t know if there were any overlays selected beyond airspace.

-I don’t know the total number of phones we recovered- I only recall seeing one of the CC’s phones.  It
was still in good shape and located in his flight bag.  We did not unlock it to access texts, missed calls,
etc. and I believe it was returned to the family like that.  I would have to ask the medical examiner if any
of the other crewmembers’ phones were pulled from their flight suits.

Sorry, not much help other than the single iPad noted above. 

S/F, 

MAG-16 Operations Officer 
3d Marine Air Wing, I MEF 
Work: (858) 307-1662 
Cell:
NIPR:
SIPR: 
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From:
Sent: Tuesday, April 9, 2024 4:07 PM 
To:
Subject: RE: 20240409 Sync-Up 

, 
-We do have confirmation of aircrew seats: was sitting left seat,  was right.  We
confirmed this based on the weight adjustment dials/locking knobs (the seats are mirror-image of each
other, with these dials facing inboard).

-Never able to locate the IMDS after exhaustive search.  We’re wrapping up debris recovery this week
and then I think we’ll sift through again once we get it all to East Miramar.

-I think we’ve probably hit a plateau WRT data updates.  All the smaller components that we submitted
for EI have been received but we haven’t gotten any of those results back yet.  Still waiting to retrieve
the big stuff off the mountain (engines, etc).  Scheduled to start that process on Thursday.

S/F, 

MAG-16 Operations Officer 
3d Marine Air Wing, I MEF 
Work: (858) 307-1662 

NIP
SIPR
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From:
Sent: Wednesday, April 17, 2024 7:27 PM 
To:
Subject: Re: 20240409 Sync-Up 

Sorry for late follow up. In PCola and just now catching up on emails. 

The short answer is that I can’t definitively prove they were wearing goggles because we didn’t recover 
any helmets with parts still mounted. Not surprising, though, considering the state of the helmets (most 
of the visors were also torn off) and how easy it is to knock off the NVG mounts and battery packs under 
just normal use. We did recover lots of individual parts of the goggles- ie, broken tubes, battery packs, 
etc- relatively near the aircrew, indicating to me they weren’t in the case. We also found at least one 
empty NVG case that still had zippers closed next to the aircraft commander’s seat.  

Our assumption is they were all aided, except probably the passenger. The autopsy reports seem to 
confirm NVGs were worn based on some of the facial injuries sustained, though those could have also 
come from literally anything.  

Finally, while this certainly isn’t proof, I’ve never heard of a helo crew flying at night unaided unless it 
was for a specific T&R event requiring it- and even then the instructor is required to be goggled.  

Sorry, probably more circumstantial than you were hoping for. 

S/F, 

MAG-16 Operations Officer 

3d Marine Air Wing, I MEF 

desk: (858) 307-1662 

personal cell:
NIPR
SIPR:
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From
Sent: Tuesday, May 14, 2024 6:23 PM 
To: 
Subject: RE: Follow-Up 

Flightplan file attached for the  route.  BLUF: appears to be a and time at . 

For Golden Acorn, our mx rep watched the video in their security center.  He said it was grainy and 
couldn’t see much, but could definitely tell it was raining (visible precip).  He said it was not foggy but 
there was moisture on the camera and you could see it raining in the parking lot.  He screened the +/-15 
mins of when the aircraft would have flown by but no footage of TR43. 

S/F, 

MAG-16 Operations Officer 
3d Marine Air Wing, I MEF 
Work: (858) 307-1662 
Cell:
NIPR: 
SIPR:
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From:
Sent: Monday, May 20, 2024 10:49 AM 
To: 
Subject: RE: Follow-Up 

 
I combed through all our mishap photos and can’t seem to find any of the RADALT.  Could have sworn 
we had some so I’m asking the other members to take a look.   

In other news, I found some security cam footage from an auto repair shop in Campo.  There is visible 
precip in the foreground (I’d classify it as something less than light drizzle).  The ground is wet and 
doesn’t look foggy but it’s hard to tell with the camera field of view.  File is too big to send but I’ll try to 
get you a link. 

S/F, 

MAG-16 Operations Officer 
3d Marine Air Wing, I MEF 
Work: (858) 307-1662 
Cell:
NIPR:
SIPR: 
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From:
To:
Subject: FW: Incident Reporting Pyramid
Date: Monday, May 20, 2024 9:56:20 AM
Attachments: Incident Reporting Pyramid_Jul_23.pdf

See below and attached for the email from CoS to MAG XOs regarding updated reporting
requirements (specifically WRT PELs). 

The callout box in question is “PEL in-flight emergencies only.  Routine RON for planned mx after
planned fuel or ordnance stop will be reported via flight ops rollup.”

S/F,

MAG-16 Operations Officer
3d Marine Air Wing, I MEF
Work: (858) 307-1662
Cell:
NIPR
SIPR:

From: 
Sent: Monday, May 20, 2024 9:51 AM
To:
Subject: Fwd: Incident Reporting Pyramid

As discussed this morning, this guidance was passed shortly after  took over as Chief
of Staff. This was the interim guidance that the units were operating under. I hope this helps and
please let me know if you need anything else!

V/R,

MAG-16 PSD OIC
Office: 858-307-6845
Work cell:
Personal cell: 

Sent from Command phone 
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From:
Sent: Friday, July 21, 2023 5:37 PM
To: 3MAW GROUP XO'S <3MAWGROUPXOS@usmc.mil>
Cc:
Subject: Incident Reporting Pyramid

XOs,

This is what I’d like you and your squadrons to use to evaluate reporting requirements. Standing by
for questions.

Have a great weekend!

S/F,

Chief of Staff
3d MAW
I MEF, FMFPAC
Office: (858)307-7291
DSN:
VOSIP:
SVTC: 
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SUMMARY OF INTERVIEW OF

Name:.........

Rank.........

Service:...... U.S. Marine Corps 

Unit:......... MAG-16, Commanding Officer 

Date:......... 13 March 2024, 18-20 March, 17 April 2024 

On 13 March 2024, I met with the Investigating Officer in person. The 

Investigating Officer explained the purpose and scope of the interview with 

me, to include the differences between the two simultaneous investigations. I 

understood my statement is not privileged. I swore or affirmed to tell the 

Investigating Officer the truth. I agreed to have my interview with the 

Investigating Officer audio recorded. 

On 18-20 March 2024, I exchanged emails with the Investigating Officer.  

On 17 April 2024, I again met with the Investigating Officer in person.  

During this meeting, the Investigating Officer sought to clarify my answer 

regarding Paragraph 3008 of MAG-16's Standard Operating Procedures (SOP) for 

Air Operations.  

The following is a summary and not a verbatim transcript of my interview with 

the Investigating Officer: 

I did not communicate with on the evening of 

6 February 2024.  I believe my first conversation with  

was just after midnight.  stated his 

aircraft had triggered the 15-minute overdue threshold.   

The Investigating Officer provided me a printout of Paragraph 3008 of 

MAG-16's SOP for Air Operations for review [which addressed PEL authorities 

and requirements].  After review, I stated that my guidance for a night-time 

recovering following a confirmed PEL resided with myself regardless if 

maintenance actions were performed or not.  

I did not authorize , or the aircrew of TIGER 

43, to execute a night recovery at MCAS Miramar following a PEL at Imperial 

County. 

During my email exchange with the Investigating Officer, I provided how 

MAG-16 Commanders and Staff Officers informally communicate reporting 

requirements prior to submitting Flash reports. 
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On 17 April 2024, I clarified my response to Paragraph 3008 and stated 

that my guidance matched the verbatim language within the Paragraph 3008.  

Specifically, that maintenance actions had to have occurred as opposed to my 

previous "regardless" statement. 

I was directed not to discuss my statement to the Investigating Officer 

with others per the Manual of the Judge Advocate General (JAGMAN) with 

certain exceptions.    
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From:
To:
Subject: RE: CUI: Interview Statement
Date: Wednesday, May 29, 2024 11:30:05 AM

Approved, thank you. 

Let me know if you need anything else.

R/S.

Commanding Officer, Marine Aircraft Group 16
Work:  858-307-1614
Cell: 
NIPR:
SIPR: 
Tandberg: 

From:
Sent: Tuesday, May 28, 2024 4:43 PM
To:
Subject: CUI: Interview Statement

Sir,

Attached is a summary of our discussions together. 

If no changes are required, please reply with “Approved”.

If you have like to modify, please do so with track changes enable. 

V/R,

3d Marine Aircraft Wing

Office:  858-307-4549/5077
BB: 
Cell
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SUMMARY OF INTERVIEW OF  

Name:.........  

Rank.........

Service:...... U.S. Marine Corps 

Unit:......... HMH-361 

Date:......... 5 March 2024 

On 5 March 2024, I met with the Investigating Officer in person. The 

Investigating Officer explained the purpose and scope of the interview with 

me, to include the difference with a safety investigation. I understood my 

statement is not privileged. I swore or affirmed to tell the Investigation 

Officer the truth. I agreed to have my interview with the Investigating 

Officer audio recorded.  

The following is a summary and not a verbatim transcript of my interview with 

the Investigating Officer: 

I was originally an enlisted reservist for motor transportation. I did 

my first six years in the fleet as a pilot on the East Coast with HMH-464. I 

volunteered to go to Okinawa for three years. I was the air officer with 5th 

ANGLICO from 2019 to 2022. I arrived at MAG-16 in 2022. I went through my 

refresh. I arrived at the squadron about a year ago and have been an 

Executive Officer for about a year. I received my NSI check back in June 

[2023] with , actually. I started the Executive Officer position 

on 15 March 2024. I will transition next week to be the 31st Marine 

Expeditionary Unit Detachment Officer-in-Charge and the Executive Officer for 

the Aviation Combat Element (VMM-262). 

Traditionally, what I have seen in an HMH is that the senior person in 

the safety shop is a senior captain ASO because there are not enough field 

grade officers to go around and the DOS is not a department head tour. People 

are not left there unless they are just getting in and waiting for a 

different department head spot to open up. When I arrived, a captain was our 

DOS. The then-DOS was a rockstar and is my number one performance-wise. The 

shop had been slightly undermanned, so the DOS had another captain (who is 

now active duty at our Reserve squadron) who took over for the DOS when the 

DOS changed stations. The new DOS was not a fantastic performer. The new DOS 

“held it down” essentially, as an ASO, which was that DOS’ qualification. 
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When that DOS transitioned, came onboard to be the 

DOS. We had a really great cascading turnover plan that was supposed to kick 

off at the beginning of this year. It was two weeks for  to move 

into the OPSO seat with  would then 

turn over to go down and be the AMO. The AMO would have turned over with me 

to be the XO, ending at this time this year. That whole plan went out the 

window when the 15th Marine Expeditionary Unit HMH Detachment Officer-in-

Charge got “soft” relieved. I want to say that was the first or second week 

of December 2023. The AMO was pulled to be the 15th Marine Expeditionary Unit 

Detachment Officer-in-Charge and then  took over OPSO, 

 took over AMO, and I stayed on as the Executive Officer. So, when

transitioned out of DOS,  who had been the ASO, 

“fleeted up” to DOS and has been the DOS ever since.  

 had gone from being the flight line Officer-

in-Charge to ASO and covered the gap between , who left 

before  could go to ASO school, and .  

was also at EWS [at the time].  went to ASO school and was 

our one-of-one ASO here on deck. Right now, we have  who is an 

ASO and the DOS, and we have , who is an ASO. 

had been on the 15th Marine Expeditionary Unit Detachment. After 

the mishap, we got  back sooner-than-planned. The S-1 

Officer-in-Charge is currently at ASO school as a long-term plan to make sure 

we do not have all these gaps. 

The GSO was a captain dual-hatting as GSO and S-2 Officer-in-Charge. We 

do not rate one until we deploy. has been the NATOPS officer 

and has since taken over GSO. 

had left for the 15th Marine Expeditionary Unit on, 

I want to say, mid-January [2024]. It was when the USS Somerset [LPD 25] 

left, mid-to-late January. was supposed to come back 28 

March 2024 when the TACRON was going to be composited, which would trigger 

release back to us. 

was available, and knew to be available, the whole amount 

of time that was on the USS Somerset. I know

would have “one off” days, such as running a marathon this past 

weekend. 

We had a “Class A” mishap in the Spring, which was a mechanical 

failure. It was remarkable that nothing else happened. The problem ended up 

being fleet-wide. had been on that AMB as well. 
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Amongst the other O4s, were doing – had been doing – our due diligence 

all along. There was an additional level of scrutiny that was given to 

scheduling, and crews, and revamping our ORM and Risk Assessment Worksheets. 

I identified early on – I showed up, asked questions like “is this useful?” 

and “how are we doing crew pairings, how are we providing time for training?” 

So, from late springs last year [2023] through now we have been trying to 

improve some of our risk mitigation stuff, sent some individuals to CRM-I. We 

had them come back and teach the ready room. We have had, like I said, we are 

in the process of – the stand board has gone over an hour, and the Risk 

Assessment Worksheet. We have been working on that and the mishap has slowed 

it down. We had slapped the table on what we wanted it to look like and now 

the actual churring out excel stuff has to happen. We have, like, the sheet 

that gets routed with the schedule and that has all the proficiency and 

currency data on it as an opportunity for the OPSO, DOS, and CO to put in 

their mitigation. Then, there is a half sheet that the aircraft commander 

does the day of, and it asks “has there been sufficient time to plan?” and 

similar items. I did not feel that had to be a separate document, because the 

whole back of our RAW is blank and it does not really do anything in terms of 

risk mitigation. So, we went back to “what does this buy for us?” and “is it 

an effective tool for mitigating risk?” We talked through that in the stand 

board and, like I said, we decided what our output of a better product would 

be. It just has to get made. That is in work. I think, that, the OPSO, AMO, 

and I – and I spend a lot of time on the schedule every day looking at group 

pairings, looking at scheduled events, and ground events, before it gets to 

the CO, kind of as the CO’s last stop I look a lot of the operations stuff, I 

spent almost my first six years doing operations, so I look at a lot of 

Training and Readiness stuff, and I look at a lot of the safety stuff, before 

it gets to the CO. 

MAG requires a hard deck report that operations provide. We have had a 

bout of low readiness, long-term down aircraft and some aircraft that were in 

extended depot or reset-level maintenance. We had a lot of the same type of 

issues – some weird hydraulic stuff going on, that multiple aircraft were 

having the same or similar-type issues. It took extended troubleshooting to 

lock some of that stuff down. 

This kind of goes back to October [2023] or November [2023]. With the 

threshold for the flight hours hard deck, we have done a lot to supplement 

with similar usage and stuff like that. If you look back at our historical 

hard deck reports, there are certain people who are below the hard deck that 
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were medically down, or TAD, or at a course. So, if you start to pull out the 

ones that are below the threshold, there was usually some corresponding 

reason other than they were not just flying. 

The MV-22 Red Stripe has impacted HMH-361. We have picked up a lot of 

extra tasking. Prior to the mishap, we were doing POTUS support as part of a 

“tag team” HMH West effort. We did a lot of 15th Marine Expeditionary Support 

for PMC with CERTEX and COMPTUEX. I flew in, I want to say, November [2023] 

or December [2023], I was in the seat for over eight hours for, like, seven-

hour, multiple PMC runs between the ship and here or the ship and Camp 

Pendleton that all should have been Osprey stuff. We have had – it was either 

the day after the mishap, or the following day – we had a fast-rope frag for 

EOTG. That, I got to assume, was on the minds of that crew. Speculating, of 

course. We do not know why they launched that evening out of Imperial. My 

assumption is that our upcoming frag requirements were a factor in their 

decision. It has been – we also had another POTUS support after the new year. 

I think the Marines felt what was being asked of us and the rest of the 

HMHs. We had our CNAF inspection in the beginning of January [2024]. The 

Marines crushed it. But, when the Commanding General came the next week to 

hand out coins and Bravo Zulus, the first question the Commanding General got 

asked is, “when can we expect the Ospreys to start picking up their share of 

the load because we are getting run ragged?” 

Fatigue had been an active leadership challenge to keep everybody 

engaged. Obviously, we had our own readiness reasons to turn a corner. Adding 

to the challenge to improve our readiness for our own needs – on top of it – 

we got all this tasking. And, really, that was impacting our ability to do 

what we wanted to do with those flight hours. You do your best to make sure 

that there was training that went along with the frag support because it kind 

of shoehorns you in to specific, you still have to do this.  

We had the CNAF tasking to take people out to the one of the CVNs, as 

well, so that was also coming up after the mishap. So, I think we were onto 

two or three frag support. Coming out of the CNAP, they had like 40 frag 

requests. 

There was some tasking that we did not have put on our plate because of 

our Creech Detachment. That satisfied the quarterly DFT and it was the MCREE 

for the UDP, and it was also meant to be NSI checks. The MCCRE fell out 

because of lodging availability. So, when the date window shifted or 

compressed, the focus became NSI checks. The plan was to flow aircraft back 

to Miramar to start prepping for the CNAF frags that we had.  
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In the PVFT and Operations/Maintenance synchs, and operations synchs, 

both internal to the squadron and with the MAG, I know there was a lot of 

“sausage making” how to balance the things we had to do and the other things 

we had to do. The deployment requirements, and our own readiness, our own 

MCCRE, our own NSI checks. So, we had blended as much as we could, and then 

we indicated where we could not accept extra things. I would have to go back 

through my emails to find it, but there were things being asked of us for 

Creech – or, there were metrics we needed to hit – or Creech was going to get 

cancelled altogether. I think – or I would assume – that the operations team 

would have any documents about readiness metrics for deployment and the 

additional tasking. The DRRS items are confidential and on SIPR. 

There was a meeting that, I think, went over to 

at the MAG. All the OPSOs, and I want to say, all the XOs were there. I 

remember  saying when came back that “we got 

steamrolled by rank” and there were things we would have to do because we 

were the junior person in the room.  would know better about the 

context of that meeting. At the time, I was the acting CO because the CO was 

in Quantico serving on a Reserve promotion board. said, “that 

was a rough meeting.” 

I had a “By Direction” letter since I got in the seat as XO. And I have 

had acting letters for – I remember this number – for a total of 52 days 

[cumulative] over the last year for left-seat, right-seat leave blocks and 

the bulk of that for the board. “Acting Letters” are not common unless the CO 

is unavailable. There are a couple of things in our SOP, regarding like 

schedule changes, that are covered in the “By Direction” letter. I could 

provide my “By Direction” letter to the Investigating Officer. It says, in 

all cases, except where delegation is not authorized. The CO was in Hawaii 

for Thanksgiving and in Costa Rica. The “By Direction” was for schedule, 

awards, nonjudicial punishment, and anything that did not change policy, 

mission, or – something else. I did not hold nonjudicial punishment during 

those 52 days. 

Per the HMH-361 SOP, the CO is the primary for [flight] schedule 

changes, but the XO, OPSO, and AMO are also delegated the ability to sign it. 

What I have – the approach that we take to that – the CO’s stance and 

guidance is generally, if the CO is reachable, whether present or not, the CO 

likes to be the one to make the schedule change, even if it is a “verbal, yes 

I approve that.”  If the CO is really unavailable, you send it to the CO and 
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the CO will send back. I can only think of a handful of times where I or the 

AMO have done schedule changes in lieu of sending to the CO. 

A crew day is ten hours from showing up for work-related duties to 

landing. That is ten hours for day flights, night flights, FCF, across the 

board, extendable up to twelve hours with the CO’s approval. 

Our SOP is nested within the MAW SOP [no waivers to deviate]. We had 

one occasion where we were being asked to do something – a frag – for a frag-

type event, that required a crew day that violated the MAW SOP. We brought it 

up to the MAG, and asked, is the MAW going to provide us an Exception to 

Policy? And that was, like, a big question that everyone was like, ah, we 

will get with the G-3 on this. 

 

 

Land as soon as practical. It would have NATOPS landing criteria. The 

MAW incident reporting procedures make PELs kind of – you can massage a PEL. 

They were planning on going to Imperial anyway, it is land as soon as 
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practical. They went to Imperial. So, I think [it] does not constitute a PEL 

because they went - they were planning to go and the maintenance discrepancy 

– turned out – seems to be avionics. I believe they landed, confirmed that it

was in fact an avionics gripe, and were able to clear it and proceed on.

texted our group chat that they were on deck in Imperial 

and that  was going to check the weather to decide – to determine 

- if they were going to launch. And, about an hour later, I texted

 directly to say, hey, did you guys end up launching? And, by that point,

they had already crashed.

I do not believe there was a conversation between

and for permission for a night recovery of that 

aircraft. 

That day, the sixth, I had not seen the CO since before the CO went to 

Quantico for the board, because the CO returned from the board straight to 

Creech, so the CO and Sergeant Major flew back that late afternoon from Vegas 

to Miramar. I do not remember their itinerary information, but they flew back 

to San Diego that day. But, the CO had been up on comms in our Signal chat – 

the whole officer one, as well the department head chat. I am not aware of a 

conversation between the CO and or what happened beyond the 

group chat between the CO and

On 6 February 2024, I flew an aircraft out of North Island, it was dark 

by the time I left. I had gone out, there are a couple FCF procedures we have 

to do, landed in North Island, got picked up, brought back up to [Miramar] 

and was getting cleaned up for the day and then headed home. That night was 

supposed to be NSI checks – take two – because they had weathered out the 

night before. So, intimately aware of what was going on and getting updates 

from the Creech ODO. TIGER 43 was the, like, flying backup and once they were 

not needed to execute the plan, they started pushing home. 

I do not think there was a plan to have an ODO back [at Miramar]. I 

think Creech was “ODO’ing” from up there. There was no plan for that. 

I started getting settled down to go to bed at 2330. I was tracking 

updates. I had been looking at their ADS-B for the guys up at Creech, just 

online, make sure they made it out. I saw had about made it to 

Imperial, and shortly after that, they had texted they were on deck. My son 

got out of bed, just after midnight, and when I put my son down, I texted 

and was like – that was just after midnight, fuel closes at one, 

I was wondering where they were “did you guys ever launch out of Imperial?” 

The CO has always been really good about making sure that people knew that 
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there was no expectation to push a bad situation. The CO has been nothing but 

supportive of, “you are the guy flying the plane” and “make whatever decision 

you think is the right decision” and I will support you “but don’t feel like 

you need to be a hero.” That is it, in no uncertain terms. 

I sent that text, went to bed. About 20 minutes later, I 

got the call from the CO saying TIGER 43 had not landed yet. The CO said the 

CO was headed in and that the CO would meet me [at Miramar]. The CO said they 

were going to start getting in touch with a SAR bird. That was at about 0043, 

I want to say. I am comfortable sharing screenshots of the text and call logs 

with the Investigating Officer. There were a lot of phone calls that day. It 

was [indeed] 0049 when the CO called. 

We were on the phone for less than two minutes. Then, at 0051, I called 

the FBO at Imperial to ask them what time – make sure TIGER 43 was not still 

there – and to ask how long it had been since they left. My next phone calls 

from there were to start calling people to head into work. The previous 

adjutant who had just transitioned to be the assistant flightline OIC, I 

called that individual because the current adjutant is at ASO school. The CO 

called me back at 0140. I was just passing the MAW headquarters building. The 

CO was already here. Then, my next calls outbound were around 0315 in the 

morning to start brining people in with their service uniforms for the 

initial DUSTWUN notifications. 

CO wanted to push the individuals who would be the CACOs out early to 

make the notifications as soon as possible. Having gone through the CACO 

training and having talked with the Headquarters, Marine Corps casualty 

branch guys that “you can’t do that,” I had to remind the CO that we could 

not do all that yet. They were – I do not remember the notification times 

stamps – I do have, looking at my phone log for my work phone, a call at 0330 

in the morning [on 7 February 2024] with casualty branch. I called them, we 

spoke for about ten minutes. We spoke again around 0430 for another ten 

minutes.  

The CO had arrived about 30 minutes before me [at work]. 

We reached out to the guys at Creech. They had a MAWTS instructor, 

, there. was one of my old copilots from the 

East Coast. was helping them initiate the missing aircraft plan 

with the ODO.  had some points of contact. They had reached out to 

Coast Guard SAR in San Diego. The thing that is frustrating is that the field 

closed here [at Miramar] so there was no one to do this on behalf of the 

aircraft, from like an air station level, so they are trying to do it at 
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Creech. They call the Coast Guard and the Coast Guard said they are for over 

water – the Air Force handles over land.  knew – had all – the 

points of contact for the Air Force overland search and rescue in Florida. 

So, called them and was working to get them the information they 

needed to determine who and when was going to launch. 

I have been a situation where I have been on my way back and headwinds 

and delays at Imperial were pushing it to where we were not going to land. 

Like, my ETA to land here was a few minutes after the field closed. SO, it 

was like, “where are we going to go? Where do we head next?” We ended up 

getting relayed through SoCal approach, approval from the airfield ODO who 

had contacted the airfield manager to get closed field recovery approved at 

like 0107 in the morning – crash and fire rescue [arrived]. PMO still, like, 

came over and said “you made an authorized landing.” Our plan was to go to 

North Island or back to Imperial had we not gotten that. 

Without having the binder in front of me, and not having it memorized, 

whoever the ODO was for those flight operations – whether it was Miramar or 

it was Creech or 29 Palms – whoever was the ODO would start executing [the 

mishap checklist]. I want to say the first page - page zero - is “bring all 

these people in” in this order and “start delegating” the following tasks to 

them. SAR is one of the first steps. 

 was running the checklist up there.  had 

just found out that had not passed the NSI check. 

had then had to transition from, basically, that debrief to, hey, these guys 

never landed. I feel – I could not imagine – having to do that, what

went through. They transitioned immediately to, “let’s figure out what 

happened” and start executing the mishap – at least the initial steps – while 

we try to locate where they are. 

They were executing the mishap procedures. They had the whole binder up 

at Creech. I was executing the official notification [process] with Marine 

Corps Operation Center, Casualty Branch. We had an S-1  already in, 

so that corporal started doing the DUSTWUN and PCRs. The S-1 chief did not 

have, at the time, computer access. The 

and was the first one able to arrive. The CO was speaking to 

and was in with the S-1  helping that  get some of the 

initial PCR [items] going while I was on the phone with the MCOC and talking 

to casualty branch. The S-1  was pulling all the Records of Emergency 

Data, to provide to Casualty Branch so they could start identifying CACOs.  
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There are twelve CACOs in all, three of them were local and the other 

nine are cross-country for parents and siblings. 

We had gotten to the point where the wreckage had been found – I do not 

have the exact time stamp for that – it was right around first light. After 

Coast Guard said they could not support, from Creech they had called San 

Diego County Sheriff. They were in the process of getting aircraft spooled up 

to launch. They actually did launch and had to turn back for weather. I was 

letting run through the Air Force [Rescue Center] to see if maybe 

they could launch the rescue squadron out of Tucson. I do not think they ever 

ended up launching. I do not have any of the communications or time stamps 

from the Air Force side, but I do not recall them ever supporting. 

Most of the direct communication with people trying to locate the 

aircraft were happening from Creech, I want to say it was  

was talking to the Air Force Command Center in Florida try to get 

them to launch some sort of search and rescue. Ultimately found out, after 

first light, that it was Civil Air Patrol that found them – not airborne, but 

on foot. Border Patrol, they, had by the time we had gotten confirmation that 

the wreckage was found – it was through Civil Air Patrol. I had been talking 

with CalFire – they had – I do not remember the name – some sort of a command 

center.  CalFire may have been the lead agency out in the mountains. I think 

they took it over as a first responder, but not something we initiated. It 

was, “we got people here” [in the mountains]. I have all the points-of-

contact for these entities. I kept a tracker of everybody for, like, those 

first 72 hours. I can send the point-of-contact list to the Investigating 

Officer. I shared the name of the CalFire point-of-contact, who was running 

some sort of a command center. I had points-of-contact for California Civil 

Air Patrol as the incident commander, Forestry Service, Border Patrol, and 

another CalFire individual who was out on the mishap site. My only 

interaction with the San Diego County Sheriff was not direct, it was through 

the guys up at Creech. 

MWSS-371 in Yuma had been mobilized to go out to the site to get 

military out there. This was through the WOCC, which had stood up at this 

point. That was the first points of contact I had for Marines getting out to 

the site. There was a master sergeant and HM1 or HM2, and that was the 

corpsman who could go up and determine that there were five separate 

causalities. I only have the phone number for the WOCC operations floor. 

The master sergeant was the MWSS Detachment OIC. CalFire had said, yes, 

there are casualties here, and the corpsman had actually identified five 
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distinct casualties to definitely say they were all deceased. So, that is 

when we updated the duty status, whereabouts unknown, PCRs deceased, and had 

to make the second notifications some point later in the morning, 0800 or 

0900 timeframe [on 7 February 2024]. The Investigating Officer shared with me 

the relevant time stamps for these events from documents. I have text 

messages with that corpsman.  was the corpsman. 

That night, I got about 25 minutes of sleep. It feels like it was very 

long time, and at the same time happened very quickly. I texted the corpsman 

at 1254 [on 7 February 2024] to see if they had a progress update. They did 

not have signal. So, I spent the next two hours calling the corpsman and the 

master sergeant to see – I knew they had arrived. At 1509, the corpsman 

texted me back to say they had just got back from the site and finished their 

debrief. I texted the corpsman back at 1515 and impressed upon the corpsman 

was whether or not the corpsman could say there were five deceased and could 

verify that as the medical authority. At 1518, the corpsman said four are 

easily identifiable and one is completely identifiable. So, I messaged, for 

reporting purposes, can you say the five people from the aircraft are 

deceased? The corpsman said, yes Sir, they are all five deceased. So, from 

1528, that was, all five are deceased. At that point the S-1 could start 

updating the PCRs with Casualty Branch. 

I do not know why a not seriously injured PCRs went out.  

 was, basically, on the phone with casualty branch, going back-and-

froth with meeting whatever information requirements they had. There were a 

bunch of times the corporal sent them [items] and they would call back and say, 

update this. So, that whole process is frustrating. I do not really thing the 

S-1 chief was that involved – and, I could be totally wrong. The handful of

times I was in there, the corporal was, like, on the phone, plugging away at

stuff. The staff sergeant – the corporal had been sent home because the corporal

had been there a long time – was using the staff sergeant’s CAC and the staff

sergeant was the one doing the deceased notifications, which, again, went back

to the beginning and familiarity with the process, which kind of slowed things

down.

 The first communications I got back from the [MWSS Detachment] master 

sergeant was at 1643 that day, even after I had talked to the corpsman. I got 

the corpsman’s number at 1026 from the MWSS XO. I got the master sergeant’s 

name and number shortly after that. I do not have any messages with the 

master sergeant. I have attempted calls that went to voicemail. The first 

time I heard back was from the corpsman. 
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My understanding is that border patrol was securing the site. CalFire 

and Civil Air Patrol were running their incident command. I have an incident 

command worksheet that I got from the CalFire commander. That is basically 

their equivalent of their running notes. I will send this to the 

Investigating Officer. 

We [the CO and I] had several [speaker] phone calls with

and , with  also nearby. We discussed the reporting 

requirements.  had been by the squadron at that point, and 

 and the CO were talking. We had the CACO Marines come in, 

getting into their alphas. We talked with casualty branch about when they 

could actually go out.  

I discussed with the Investigating Officer what we did for initial and 

family notifications. 

I discussed with the Investigating Officer our “River City” protocols 

and the media guidance and inquiries. 

We pulled all the [TIGER 43] logbooks and secured them in the AOPSO’s 

office, because the AOPSO had come in to be CACO. 

I do not have the time the C-130 departed to arrive to Miramar. I 

believe that portion of our chat is already gone. I discussed with the 

Investigating Officer the return to Miramar and resources available to 

Marines, such as the Chaplain and time. [Before the return,] we were on 

single-shift maintenance [at Miramar] because everyone was at Creech. 

My knowledge of the one-time approval was based on that number two 

engine overheat. I think that was direct comments between and 

the CO. That was not in the group chat. I do not know what the CO said to 

 but the culture, as I said, is “you are the aircraft 

commander,” “don’t violate any policies,” “you are the one that knows what 

the situation is,” [and] “I trust you to make the right decision.” On 7 

February 2024, the CO was talking about “could I have done something to have 

prevent this?” or “what if I had stayed up at Creech and not come back here?” 

I said, “what would you have said different than what you did say to 

” [The CO replied] “same thing I always tell you guys: don’t push a bad 

situation, fly conservatively, and don’t be afraid to [stop] somewhere.” I do 

not know if that is what the CO said to before, but that has 

always been the language and the culture and the guidance that the CO has 

given in general. Certainly, no pressure from the CO to get back. I wish I 

knew why the launched. It is not because someone told them to. 
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There are no I-8 course rules. Course rules end at the class bravo 

shelf at [Lake Jennings]. Spending my whole career on the East Coast, flying 

around here has been a learning curve. People talk about “I-8 course rules” 

as in “it is an option” to get home if you cannot make it up over where is 

Pine Valley as an alternative to going up and around through Banning Pass. 

Alternate means to getting over the hill include going IFR, going through 

Banning Pass, I-8, and – no one really talks about this – the Navy has a set 

of course rules kind of along the border that get you into Imperial Beach, so 

you can go feet wet and come up the course. The I-8 corridor is not an 

official thing but I have heard individuals talk about “course rules” in the 

sense. It ends at Lake Jennings and then it is kind of like guidelines, but 

there are common points that we use. But the altitudes are not dictated, the 

routing is not dictated. It is “rules of the world” but it is ungoverned 

because it is outside of controlled airspace. With that context, the I-8 

course rules are no more or no less official than anything else once you get 

past Lake Jennings. That is my understanding coming from the East Coast. 

Everything past Lake Jennings is “here is generally where we go” and “here is 

generally how we mitigate.” “This is VFR.” “We have these common 

frequencies.” “Here are points known to Navy and Marine Corps pilots that 

operate over here – here are the rules-of-the-road as we transit the I-8 

corridor.” The checkpoints that you use to get in-and-out of Imperial or El 

Centro are from Yuma. It is however you get to Lake Jennings is kind of up to 

you. I have flow modified versions of what is our normal standard routing – 

Placer City to Pine Valley to Lake Jennings is what I would say is the 

standard. 500 altitude heading over the hill and if you are deviating for 

weather, you make that call on the east county common frequency that 

transitions at the boundary between El Centro and Imperial as you head into 

Jennings. Once you are at Jennings, you are on course rules. 

If you are in the I-8 corridor trying to get over the hill, I would not 

even go to Pine Valley because they blasted that highway into the mountains. 

You have to get up and out of there. If it were me, I would be taking I-8 to 

get onto the other side of the terrain and then would head to Lake Jennings, 

at 500 feet. I have gone not over the I-8, but south enough of the ordinary 

checkpoints to get to Jennings. It is unpopulated and 500 feet to clear the 

terrain. Lake Jennings is just north of the Gillespie service area. I have 

only done that – rather, seen that as copilot – during daytime. I have never 

seen that recovery attempted nighttime. I have done Banning – we were at 29 

Palms and had to come through the Banning Pass and then come down the I-15. 
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And I have done IFR recoveries, just climbing up the east side of the hill 

and coming down that way. 

had been back at RBE. I would not say that 

was on the road a long time with “get-home-it is.”  does have a 

young child at home. had been FCF’ing here with me and once 

got to [Creech], was there a handful of days, less than 

the rest of the detachment. I do not know what was going on at home with 

child or conversations with  spouse.

is solid. , to my knowledge, had a healthy home environment. 

had great upbringing. I have met parents now 

several times. I do not think there was anything negative – no pending 

divorce or pending animosity with  spouse. 

was married and, I think, a dog as well.  

had no human factors, to my knowledge.  was always positive and 

also had not been gone long. 

always struck me as someone with a chip on the 

shoulder. There had been times were  – you could tell – was 

comfortable and relaxed in the aircraft to the point where  

would be sitting on the ramp with  feet hanging off. We 

discussed how  could not be doing that – “you are a

and you are WTI.”  corrected. Small adjustments, but nothing 

like  is a rule violator.  has – I do not know 

to what extent – general aviation experience outside of being crew chief, so 

one of the more proficient crew chiefs. For example, during NATOPS brief that 

crew chief will jump up and back us up. is one of the more 

capable crew chiefs to support [pilots] in that way. 

 had some sort of legal thing or nonjudicial 

punishment and had been a for a while.

 had just gotten back to  and probably should have been a 

had never stopped flying. I know during SLTE 

witnessed one of the HMLA maintainers commit suicide. 

That was the first time I had interacted with  father, 

because father called. I know

was, at least initially, struggling with what had seen 

up there. The maintainer  We had a couple 

pilots,  and maintainers who had seen that and had 

p at SLTE, at 29 Palms and also back at [Miramar]. 

 was generally quiet and kept a clean nose after the 

Enclosure (25)

(b)(6),(b)(7)(c) (b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c) (b)(6),(b)
(7)(c)

(b)(6),(b)(7)(c) (b)(6),(b)(7)(c) (b)(6),(b)
(7)(c)

(b)(6),
(b)(7)
(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c) (b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c) (b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)
(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c) (b)(6),(b)(7)
(c)

(b)(6),(b)(7)(c)
(b)(6),(b)(7)(c) (b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c) (b)(6),(b)(7)(c)

(b)(6),
(b)(7)
(c)

(b)(6),(b)(7)(c)
(b)(6),(b)(7)
(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)
(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c) (b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)



1 

2 

3 

4 

5 

6 

7 

8 

9 

10 

11 

12 

13 

14 

15 

16 

17 

18 

19 

20 

21 

22 

23 

24 

25 

26 

27 

28 

29 

30 

31 

32 

33 

34 

35 

36 

37 

38 

SUMMARY OF INTERVIEW
M 

SUMMARY OF INTERVIEW 
15 

NJP. Other than whatever personal struggles was having 

with seeing that suicide, nothing else going on. 

, I believe, was sitting in the back.

has weird family dynamics with parents. I do not know if 

that was affecting  had lost one of 

grandparents. I discussed in further detail the family dynamic with 

the Investigating Officer. was riding in the back. 

I have flown several times before with  was 

knowledgeable, experienced, and had done the 31st MEU out in Okinawa. We flew 

together a bit preparing for NSI checks. I did my NSI “re-punch.” I did get 

some of the debrief on that – again, this is back in June [2023]. There were 

some weaknesses but they were not outside of the performance standard. It 

noted things like, “this is your tendency” and “be aware of your tendencies 

going forward.” By all intents and purposes, was well-prepared 

to go to WTI. was a strong flight leader and solid instructor. 

When we did our MCCRE up in Camp Pendleton – we supported Steel Knight after 

Thanksgiving [2023] into the first week of December. We were in Palm Springs 

for three days and then we came back and had a planning day at Camp 

Pendleton. We did a day and a night TRAP scenario. I watched  as 

the mission XO plan all of that. Captain Nava was a strong planner.  

 was the actual division lead. By the time I had gotten out over the hill 

on that particular flight, one of the other captains had gotten a cockpit 

light so and I flew together. I have extensive working knowledge 

of as a pilot both inter- and intra-flight, I have seen  

planning and I have gone on detachment with  Other than 

some of the noted “weaknesses” from Check, nothing 

remarkable. And, as I have said, those are six months removed. 

I discussed other possible witnesses for the investigation with the 

Investigating Officer. I discussed communications I had with CalFire with the 

Investigating Officer and told the Investigating Officer I would forward the 

written communications. I discussed notification reports with the 

Investigating Officer. I told the Investigating Officer that I could send 

those notifications to the Investigating Officer. 

I signed a Permissive Authorization for Search and Seizure for the 

Investigating Officer. The Investigating Officer did not take possession of 

any of my personal property, such as a cell phone. I provided my personal 

cell phone number to the Investigating Officer. I discussed my future 

availability with the Investigating Officer. I was directed not to discuss my 
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statement to the Investigating Officer with others per the Manual of the 

Judge Advocate General (JAGMAN) with certain exceptions. 

END OF STATEMENT 

I,  U.S. Marine Corps, have had an opportunity to review 

the above summary of my statement to the Investigating Officer for the 

Command Investigation into the facts and circumstances surrounding the CH-53E 

Super Stallion Helicopter mishap that occurred on or about 6 February 2024. I 

agree that the summary accurately reflects my interview and swear or affirm 

that it is true and accurate to the best of my knowledge. 

Signature: ____________________________________ Date: _______________________ 
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From:
To:
Subject: RE: CUI: Interview Summary
Date: Wednesday, May 29, 2024 1:43:05 PM

Sir,
Minus a few typos which do not affect the content or the meaning, there is nothing to change and
I’m comfortable responding with “approved.”

If you think I need to modify the document, please let me know.  I probably won’t have an
opportunity to sit down and make all of the modifications until the end of next week.

Thanks.
r/s

From:  > 
Sent: Wednesday, May 29, 2024 1:06 PM
To: < >
Subject: CUI: Interview Summary

,

Attached is a summary of our discussion together.  If you would like the audio records, please
advise. 

If no changes are required, please reply with “Approved”.

If you have like to modify, please do so with track changes enable. 

S/F,

3d Marine Aircraft Wing

Office:  858-307-4549/5077 
BB:  
Cell: 
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SUMMARY OF INTERVIEW OF  

Name:.........  

Rank.........

Service:...... U.S. Marine Corps 

Unit:......... HMH-361 

Date:......... 29 February 2024, 7 March 2024 

On 29 February 2024 and on 7 March 2024, I met with the Investigating 

Officer in person. The Investigating Officer explained the purpose and scope 

of the interview with me, to include the difference with a safety 

investigation. I understood my statement is not privileged. I swore or 

affirmed to tell the Investigation Officer the truth. I agreed to have my 

interview with the Investigating Officer audio recorded.  

The following is a summary and not a verbatim transcript of my interview with 

the Investigating Officer: 

I am a CH-53 pilot. I did my company-grade tour with HMH-361 as well 

from 2015 to 2019. I did a UDP to Japan in 2016 and deployed with the 13th 

Marine Expeditionary Unit from 2018 into 2019. I did a year of resident 

Expeditionary Warfare School. I have approximately 1,900 flight hours. I have 

just under 700 CH-53 hours. 

I came back here, completed the refresh. I was in the DOSS for about 

two months, and shuffled over to take over the OPSO in December 2023. We are 

still working on the refresh. 

The OPSO turnover was accelerated. The original plan was to do turnover 

between the AMO seat and OPSO seat in February 2024 into March 2024. We would 

come back from Creech and do the turnover. However, in December 2023 that 

accelerated with a 15th Marine Expeditionary Unit detachment vacancy 

occurring. So, the turnover was about two-and-a-half months early. We got 

about a solid week of dedicated turnover. My HMH-361 background is antiquated 

but assisted with my familiarity. There was then plenty of informal turnover 

after that. 

For a daily flight schedule, we do not have signed business rules at 

this time. It is on my plate. The daily writer is usually and officer, 

although we are training aviation specialists to do it. There should be two 

writers assigned, for a 24-hour and 48-hour outlook. They typically write 

NOTICE 
DO NOT DISTRIBUTE THE CONTENTS 
OF THIS DOCUMENT WITHOUT PROPER 

AUTHORIZATION FOR RELEASE 
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offline, then put into MSHARP. We have a separate document for risk 

assessment. It then goes from to the COPSO, to the PTO, to the AOPSO, to me. 

Not all of those individuals are necessary. At the very least, the PTO, 

AOPSO, or I must see it. We sign it for operations. Typically the next stop 

is maintenance, but it could be safety first.  

For safety, we only had one ASO for a while, we now have two. That 

original ASO was the only one who screens it for safety. Then, the flight 

schedule is routed to the XO and then CO. We typically have a weekly 

operations and maintenance synch meeting, where we talk through the current 

and next week. Therefore, the daily should not be the first time they see it. 

The weekly is typically signed on Fridays. 

and promulgated at 1300 daily, which we have not done. My guidance is that it 

should be in routing at 1000. The weekly should be done by Wednesday. 

Within the operations department, either I, my AOPSO, or PTO can sign 

for the flight schedule. Our previous ASO moved downstairs to take over 

flightline. Unfortunately for us, that previous ASO was selected to augment 

the 15th Marine Expeditionary Unit. Even when that previous ASO is not in 

safety, we will use that previous ASO for schedule validation purposes. In 

generalities, losing the two individuals to the MEU did not make terrible our 

readiness ratings because our company-grade officers and field grade 

qualifications. The CO signs the flight schedule, or the XO if the CO is not 

available by direction. The CO, if not in person, will receive digitally and 

will give either verbal or email approval. 

If we email the CO the materials, we include the schedule and the RAWs, 

and any other attachments such as rosters. Validation should go to the CO, 

but it does not always get included when emailed to him. 

For Creech, the scheduling was very similar. I, the AMO, and the ASO 

flew up the main body. The CO was delayed but flew up main body. The only 

regular signer not up there was the XO, so we pulled the XO from the routing 

chain. 

The D minus 30 was an in-person brief to the CO and paper to CG. I was 

originally the RBE OIC and that changed. There were  

 

 They were going to be absent in 

February 2024. That was cancelled due to funding, I believe. Additionally, in 

November 2023,  for the 15th Marine Expeditionary Unit 

for COMPTUEX in January 2024. I was going to be absent until the end of 

Enclosure (26)

(b) (3) (B)

(b) (3) (B)



1 

2 

3 

4 

5 

6 

7 

8 

9 

10 

11 

12 

13 

14 

15 

16 

17 

18 

19 

20 

21 

22 

23 

24 

25 

26 

27 

28 

29 

30 

31 

32 

33 

34 

35 

36 

37 

38 

SUMMARY OF INTERVIEW
M

SUMMARY OF INTERVIEW 
3 

January 2024. It was originally  helicopters in Creech for one month, so I 

was going to miss the fly-off. 

The CO was in Quantico for Marine Corps matters in January 2024 for an 

indeterminate amount of time. That made the AMO the senior person planned at 

the Creech Detachment. The Detachment was then reduced to get out before 

Super Bowl weekend due to lodging in Las Vegas, Nevada. The decision was made 

before the 2023 holidays and we decided to reduce the number of planes to 

take. I ended up only supporting the Marine Expeditionary Unit for a reduced 

timeline. 

The CO is authorized to change flight schedule changes. I want to say, 

up to 15 minutes, the ODO can approve

head can authorize changes and they should be routed as a full schedule 

change with a hard copy and red pen, for full review. Typically, we only do 

another risk assessment if there is a crew change or another significant 

change. Usually on the day of, MSHARP evaluation will not change. 

For 6 February 2024, version one of the flight schedules came out with 

5 and 6 February 2024 together. It is not common to have three different 

versions of the flight schedule. That is the first time we have done that. It 

was due to the amount of red ink we would have put on a schedule. That is the 

reason for the versions. 5 and 6 February 2024 were going to be  

 

 

 

 

  

We were going to do a two-day flight schedule. I generally do not like 

two-day flight schedules because it forces more items in a shorter time 

frame. We were not realistically going to route a flight schedule on Monday 5 

February 2024. We routed the two-day version one on Sunday 4 February 2024. 

This was also the day they were doing all the .  

 

We routed that flight schedule Sunday night. We 

did not rush anything, but time was a finite resource and we were publishing 

a two-day schedule with high-level training and contingency plans. That is, 

there were manning restraints within operations and the safety department 

coming 5 February 2024 that led us to initially draft 6 February 2024 with 

the 5 February 2024 schedule. The schedule release at around 2100 was common 

on det for the flight schedule release. I will offer that I have a very young 
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operations department.  was an outstanding co-pilot and 

operating above the level I would expect for nine months with the squadron, 

and we were training  to write weekly plans. My daily writers 

are all less than a year in the squadron. This is not atypical, but Creech 

was the first schedule writing on a detachment. The goal is that the plan 

should be out during business hours. It is not atypical for a detachment for 

a schedule to be released late, but we failed to promulgate flight schedules 

timely for the detachment. 

With the original longer Creech schedule, the  were going to 

go later in the week which would have given us more time to plan and prepare. 

As the schedule condensed, we elected not to open the airfield for night 

operations on Saturday 3 February and Sunday 4 February 2024 because of 

candidates. Also, the weather was horrible. It almost precluded any useful 

training for the two weeks we were there.  

The initial intent was we were going to go into work on Sunday 4 

February 2024. Someone asked, why are we going to all drive 45 minutes when 

not required? Creech Airfield does have wifi in the transient building. We 

took some communications Marines to have MCEN ports, which were extremely 

slow. We would use that for anything that had to be ported into MCEN, but 

most of what we were doing was on personals because of the virtual private 

network being down. We went with the intent to have full communication 

abilities. On Sunday 4 February 2024, we elected not to go to Creech, but do 

everything out of the hotel using wifi. 

We did send a PDSS up. We did know there was wifi. Some of it was 

wrote version one of flight schedule. , 

another , and , made the Monday 5 February 2024 changes. 

On 5 February 2024, one of our aircraft went hard down because of the 

nose gearbox. We could not get the engine to get online. We typically would 

not take a spare nose gearbox on detachment, but one is fairly easy to get up 

there. We therefore changed version one to version two because of that 

reduction from four aircraft to three aircraft. Version two to version three 

was mostly about crew legality. We cut  , and 

 with from version one. We removed

because he was not getting any training and was just getting proficiency. 

was a very solid performer and had been idented for fast-track 

for syllabus progression and the aircraft commander syllabus. What version 
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two lacked was identifying that  was not qualified to carry 

HST to and from the zone, which requires an NSQ crew, so the change was made 

for version three. I am confident there is no flight note about 

being unable to carry packs. We will sometimes note limitations on 

the RAW. I have seen in the past, but not during my current time here, that a 

line will reflect what is transporting HST so it is clearly delineated for 

multiple aircraft. This is why  was added to version three; he 

was an NSQ copilot legal to carry passengers. 

was there when we started working the version three, at 

Creech in the ready room. 

HMH-361 defines a day crew day as 10-hours and night crew day as 10-

hours. When I was company grade, it was 12 hours for day. My personal stance 

is that the muster before the 45-minute commute [at Creech] is the beginning 

of your crew day. The counterargument is that [for example] if you live away 

off-base, your commute does not count because it was your decision. My 

response is that you are starting [at Creech] your work, talking to your co-

workers, and accelerating your daily schedule such as going to the gym 

without choice. We did not identify the crew day there, but I would consider 

it mustering at the lobby. We did not have anything written down. It ends at 

rotor shutdown. 

The logistics to and from the hotel to Creech (i.e. the van system) was 

well-run. 

There were no crew day waivers at Creech. We do not have a waiver to 

deviate from 3d MAW SOP for approving flight schedules. 

Version three of the flight schedule, on Monday 5 February 2024, was a 

collective effort. As previous stated, it was supposed to be a division 

during the day, and then was reduced down to, I believe, a single plane 

flying on Monday 5 February 2024. Based on the weather Monday 5 February 2024 

night, and maintenance, essentially all hands were there as version three was 

started, although not there through completion and it being sent out. The 

primaries for writing version three were the PTO, who took the first chop 

two. I do not know who was working version three. I have learned since then, 

it was mostly  with another captain. Version two was sent out 

when taken off teams because of connectivity issues. 

The day crew at Creech was sent out usually around 1700 and 1830, based 

on completion of flights.  
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A hard copy of the schedule validations would not be retained after 

being routed that next day. I will try to pull from MSHARP but I do not know 

if it will do it. There should have been previous versions of the RAW for 6 

February 2024. RAW version three point three is referring to the iteration of 

the document form, not that this is that many versions from that day. The CO 

or OPSO can make comments, but are not required. 

I had a good amount of schedule writers, starting with seven. One 

became the flightline OIC, and then my senior weekly writer/COPSO was moving. 

came over to look at weekly items. Anecdotally, I have been 

curious about SOPs about who must sign flight schedules. I have had 

conversations over my career with others about who has to sign the document, 

including with an installation. I have never found in writing but I will 

check who is required to sign our flight schedule. I am confident we have a 

routing chain. 

I need to double-check, but  aircraft arrived at Creech on  

2024 and  the next day. Our flight schedule at Creech should have 

been sent to our normal distribution list, which should include MCAS Miramar 

base operations. It was mostly FCF back here. 

On 6 February 2024, we had an explicit conversation about an ODO at 

Miramar. We had the only available person at Miramar identified, but that 

person went on leave that day. The ODO does not do much if an aircraft is 

inbound from off station, so I gave instructions to check in with the Creech 

ODO when safe on deck at Miramar. 

I need to change my previous answer: this is not the first detachment 

for a lot of the team. A lot of our new pilots had done a detachment at 

29 Palms, California, and then we did one in Palm Springs, California. 

Turning to my day on 6 February 2024, we were executing version three 

of the flight schedule. Back home, a section was executing a fragmentary 

order with zero impact on or input from us in Creech. At Creech, we had a 

schedule planned  
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scheme of maneuver. I elected to do a weather RECCE with flight out from 

field to see if terrain and TERF route would be workable. It was heavy 

overcast at Creech at that point with okay visibility, and there was heavy 

moisture but no precipitation. We were going to depart to the west toward 

Desert Rock where our tactic scenarios were planned, including NSI checks. 

The terrain gradually slopes up to the west and to check ceilings. We had 

sufficient room to complete plots. The TERF route was completely unworkable 

and, at best, it would have been marginal to try to continue VFR outside the 

TERF routes to the west.  

We came back to the field, we set up HST in the zone and then we worked 

at LZ Peanut. One aircraft stopped getting airspeed indications, and we 

followed them through a lap in the pattern as they went back to the airfield. 

We told them to let us know when they get back. We transitioned to the 

external load at LZ Blackrock. On our third pick, HST called terminate.  We 

had a slight vertical drift up. At the beginning of the flight I had had a 

tough time getting my aircraft started and I did get two engine issues that I 

had never seen before on startup. QA had to look at an issue. The terminate 

was because a hook was jammed with mud and the latch was stuck in the open 

position. The hook issue ended up resulting in swapping a hook. We loaded HST 

back up, took them home, returned and continued flying until the end of our 

scheduled window, and then returned ourselves.  

I do not know, or remember, why 366 which was re-rolled later in the 

evening. 

On 6 February 2024, the CO flew back to Miramar. The CO had flown on 

Monday 5 February 2024, and then returned commercial air with Sergeant Major 

on 6 February 2024. This was planned, but I do not remember the reason for 

the return. 

From my section Tuesday

that day. 

Creech Airfield only does cold gas, which is a constraint. We did 

hotseat startups, where crew would fly the aircraft, shuts down, gets 

aircraft, makes sures systems are working, and turns aircraft over. 

I think on 5 February 2024 after I had shut down, I think, I talked 

over the whether TIGER 41 would fly terrain. I handed over the plane and 

left. 

I think it was when after we shut down that came to talk 

to me on the flightline outsaid the building, I remember saying 
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night. The goals was to give maintenance time with the aircraft to support 

the . I told , if it 

makes sense to get home tonight, the intent is to get it to maintenance 

earlier. If the weather precludes that, and you spend a night elsewhere such 

as in Yuma, you are still giving maintenance a little more time on Wednesday. 

plane around for a return Wednesday day. I distinctly remember this 

conversation. I was explicit it was not critical and there was no pressure or 

driving factor other than giving additional time to maintenance. We talked 

about additional places, such as Palm Springs, California, to land. Landing 

at Imperial was an explicit plan for a fuel stop, and I do not think they 

were going to do Havasu on the way down. 

This conversation would have been roughly 1630, because I know we 

landed within 15 minutes of our scheduled land time and they started up at 

1700. 

When [the] Creech [Detachment] was reduced from a month to two weeks 

and six planes to four planes, that reduced the training benefit of going to 

Creech. As we were looking at the fragmentary orders, maintenance was asking 

if we could fly the planes home earlier on Tuesday night. I was reticent, not 

because I needed the planes in Creech, but because it would reduce the 4.0 in 

Creech and 6.0 retrograde on Wednesday into just a 4.0 in Creech. I did not 

sit in on the final NSI flight brief, so I do not know when they would be 

breaking off, but TIGER 43 would move HST to the zone. They would break off 

and depart as a single via Imperial to [Marine Corps Air Station] Miramar. 

We do not typically put stopovers in flight schedule. We used to put 

the times in the flight schedule, but now we brief that the ODOs would call 

Imperial for fuel. MAG SOP discusses flights outside the local area, but I do 

not think there is a list of airfields where we can or cannot go. 

For TIGER 43, I do not know where the pilots were sitting. In theory, 

could have been flying other than the movement of people. 

At Creech, I used a computer in the ready room. Flight planning and 

discussion occurred in the next room over. I did not have a significant 

conversation about weather for TIGER 43. The only explicit conversation I had 

with the ODO was making sure TIGER 43 checked in at the end of the night, and 

that would be passed to me. 
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When drafting the flight schedule, the only conversations about weather 

were similar to the one I had with about if weather precludes 

the flight, we will recover. 

I have high confidence in the ODO at the time. I have never had to tell 

that ODO to do anything twice. The ODO had a dedicated desk and, radio and 

computer. There was the formal ODO logbook. I do not know if we brought our 

normal logbook or had a Creech-specific logbook. Safety had a mishap kit. A 

captain currently is consolidating different mishap binders we have. It is 

not in our SOP to conduct a mishap drill [at the Detachment] and I am 

confident they did not conduct a mishap drill while we were there.  

The week before the Creech det was supposed to start, we were planning 

on sending a cross-country to Creech for training and site survey, but it was 

cancelled. There was not specific plan about mishaps. 

I have no recollection of who was around the ready room 1800 to 1900 

the night of 6 February 2024. We wanted to make sure work duties were 

completed and no one was being left behind. 

On Monday 5 February 2024, when the CO was present, we watched the crew 

stand around for about an hour and not fly because of the weather. 

On 6 February 2024, I saw  again in the ready room and 

had flight gear on. I was headed out soon thereafter. I know 

had a conversation with  Since then and speaking to 

, I think  and I were of the same mind that getting 

TIGER 43 back for maintenance was the plan but not the priority for the 

night. 

I did not talk to the TIGER 43 personnel about weather considerations 

on 6 February 2024. That said, on Friday 2 February 2024, and I 

were flying together and was a crew chief in the back. There 

was similar but not as bad weather as Monday and Tuesday, and thunderstorms 

came. The signer in the other aircraft and I determined that it made sense 

for and I to pick up HST that had been prepositioned because 

ground transportation could not get them. We flew out, picked them up, flew 

back in. Visibility was horrendous. We shut down and waited about two hours. 

When we then flew again, visibility was clear and a beautiful night for 

flying. During that two-hour window, was very explicit and 

weather. By the time we flew, the weather had cleared. 

There is a signal chat with all the officers, the CO, (our DRC is on-

and-off of it), and Sergeant Major. I will tell you having returned to the 
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squadron that I do not like it. While they were at SLTE, there were a lot of 

updates that should have gone through the ODO to the OPSO to the CO. I think 

not everything was necessary to share with everyone. It was good for 

situational awareness. There is a department head signal chat group with the 

CO, XO, and Sergeant Major, which now includes the DRC. It has the 

maintenance officer, maintenance chief, and DOSS. I know there is at least a 

company-grade WhatsApp chat that has existed since 2016. 

On 6 February 2024, I returned to the Marriot. I worked out. I was 

getting update phone messages and phone calls about the degrading weather. 

None of this was with the TIGER 43 crew. At 2230,  had texted me 

that an NSI check had failed for the pilot candidate. I sent a message (that 

I though was sending to the ODO, and it was sent to all the other operations 

officers on a different chat). I asked for an update around 2330 for TIGER 43 

and the ODO said had not heard anything. I would be absolutely comfortable 

sending any screenshots of conversations to the Investigation Officer. After 

2300, I went to bed. Around midnight, I got a call that they had not heard 

anything from TIGER 43 and that they were starting to look at our mishap 

plan, which should start about 15 minutes after a late arrival. I think this 

was around 30 minutes later. 

I was not part of the phone call, but my understanding is that TIGER 43 

previously spoke to the CO. I think they spoke to the ODO, and know they 

spoke to about a number two overheat engine light. 

This is a concern for the CH-53, generally. My understanding is that this 

occurred close when they landed as planned to Imperial. I know we determined 

this is not a PEL because it was a planned stop, which may be a mannerism of 

the CH-53 community. We will not call it a PEL at times at night if it is a 

preplanned landing and no maintenance was required or performed, and the 

their way to Imperial. I do not know if they secured the engine. I did not 

know about this conversation until when I was speaking to the ODO and Marines 

about the missing aircraft.  

I think is a decent crew chief.  

I get the phone call, and, based on who was at Creech, the ODO and 

other Marines started pulling out the mishap plan and started looking at the 

lost aircraft recovery procedures. I have never heard of us using them before 

because we always know why an aircraft is delayed. I was at the hotel and the 

CO and XO were back at Miramar. I called the CO, who was asleep at home, and 

let the CO know. I asked the CO the intent for reporting procedures. The CO 
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asked what do they need to find them? I told the CO what they had. The CO 

called the XO. The CO and the XO came into work. Then, talking to the 

Marines, my big concern was do you have what you need to execute the plan, 

and, do you need relief? At that point the ODO and Marines said there was no 

benefit bringing anyone in, which is what I shared with the CO. I called the 

XO. We decided it did not make a lot of sense for me to go to Creech just to 

be there. Later in the night, I spoke to . The people on hand 

worked it. 

I came in contact [with them] around 0500 or 0600 when the Marines 

working the plan at Creech returned. They had started coordinating with 

external search agencies. We elected to have everyone muster as normal, 

because we were supposed to muster for movement. We briefed all the Marines 

and we quickly figured out who needed to stay with the aircraft to fly them 

back. We spoke to those Marines who would stay back to fly the helicopters 

the crew chiefs wanted two in the back of the planes. We picked our senior 

guys. We could not extend most rooms until 8 February 2024 because of the 

Super Bowl. We moved to a hotel across the street. Around 1700 on Wednesday 7 

February 2024, the CO said we would not fly back the next day and we would 

drive. We cancelled the plan to fly. The next morning, we drove to Creech, 

buttoned the planes up, and drove back on Thursday 8 February 2024. 

running the [missing aircraft] process. I believe, but cannot confirm, that 

the ASO was running the process at Creech. 

HMH-465 had a presence at Yuma, Arizona. We discussed that they were 

there, but there was no formal reach-out.  

The typical stan-board members were the CO, XO, OPSO, AOPSO, PTO, 

Aircrew Training Manager, AMO, DsS, and, since I have been here, there was no 

separate ASO in the DOSS shop. We just sent a copilot to the ASO school. The 

squadron did not have people available to send to ASO school before I arrived 

at the unit. It has been monthly and ideally we do round tables, a human 

factors council, and stand board over some logical flow over one or two days. 

This requires a concerted flight schedule. This month, we did the HFC, then 

the stand board, then all the round tables. We have been pretty good keeping 

the stand board and HFC separate, which will be line-by-line, name by name. 

At the stand board, we usually start with squadron-wide concerns. We end with 

nominations. The DSS runs the stand board. 
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For course rules from the East to the West, the return is Yuma course 

rules. They actually do not extend past Pine Valley, and I will have to see 

if Pine Valley is an official checkpoint. I think Lake Jennings is the last 

one, going outbound. Coming back, typically, one would leave Imperial after 

getting fuel. Back when I was first with the unit, there were hard and fast 

altitudes for transitioning on the I-8  That 

seems to have gone away. There is no El Centro course rules. It is more or 

less the wild west, VFR operating launching from one of those airfields until 

you are required to be established. I was used to 1500 feet along the I-8 

 We would usually 

point directly to Pine Valley. We do not have an IFR-rated GPS.  

Typically, you point straight up Pine Valley and have a gradual ascent 

to 6,500 feet. You would clear the ridge, and then start your descent. There 

is a set of bravo shelfs that are part of the San Diego Airport airspace. 

That is, you climb 6,500 to 8,500 feet depending on environmental conditions 

and then start descent to 3,500 feet.  

I-8 course rules are not a thing. People will talk about following the 

I-8. What that allows you to do is stay a little further south and know about 

lower terrain. You usually take that to the vicinity to Alpine, and then you 

should have sufficient cloud clearance and visibility to proceed from 

Jennings. This route can possibly avoid cloud clearance and freezing layer. 

 I have only done this route a couple of times. I want to say the MSA is 

7.2, but that is memory. I think there are couple schools of thought. You 

will hear people say be a pilot and be an athlete: go out and execute 

training. Also, the marine and cloud layers may preclude course rules. If I 

am over the hill, and I start my climb up and I see I cannot see course 

rules, I have to pick up an approach or figure out another way to figure out 

VFR. Anything convective or any freezing layers will factor. I have not heard 

of anyone taking this route since I returned to the unit. Another return 

route is via Lake Henshaw. The most conservative way would be to go to 

Banning pass and fly in via I-15 course rules. 

 Taking I-8, you are not in contact with anyone because you are outside 

class bravo coverage area and you are too low to have good VFR flight 

following and also, which is not a good reason, chances are that, if someone 

is doing that, they did not want to pick up an approach and therefore do not 

want to pick up a flight following.  

 The community is averse to talking to controlling agencies when they do 

not have to. 

Enclosure (26)



1 

2 

3 

4 

5 

6 

7 

8 

9 

10 

11 

12 

13 

14 

15 

16 

17 

18 

19 

20 

21 

22 

23 

24 

25 

26 

27 

28 

29 

30 

31 

32 

33 

34 

35 

36 

37 

38 

SUMMARY OF INTERVIEW
M

SUMMARY OF INTERVIEW 
13 

I offer that we had a conversation, I believe at an AOM, about VFR 

flying in general and not restricting yourself to course rules and being 

proficient about communicating your plan to controllers. We did not talk 

about these routes to in your back pocket. 

I did the I-8 here when we were flying over the hill and could see that 

it would make sense to use. I think NATOPS has changed for icing limitations, 

and my recollection from the pre-2019 procedures was if there was visible 

moisture and a freezing layer, you were not going through it. That made 

weather calls straightforward. If I have questions about the weather, I think 

there is a general reticence to go IFR if you can help it. We do always, 98% 

IFR continuation field when we 

launch from Imperial, which would allow us to go in and shoot an approach. 

Again, Creech was originally planned UDT for about a month with six 

aircraft. The two big things that affected that are lodging, and then the 

funding source was different. That is, the people that controlled the line of 

accounting said it would not be used for MAW. I had a new-ish FOPSO who was 

not proactive on scheduling ranges, so we were behind requesting ranges with 

the Air Force. We worked through those things together and worked a viable 

training plan. In conjunction with reducing the Detachment, we cancelled the 

MCCRE, which it was scheduled for. 

External shapers, including the manpower shuffle, and tasking at 

Miramar affected the det.  At Miramar the frag cycle for rotary wing is about 

a month and a half out. In late November 2023, we had a normal task load 

going into the holidays. The first weekend of December 2023, we had day and 

night operations scheduled, I want to say Wednesday and Thursday. We had the 

Osprey Red Stripe and then POTUS support on the weekend of 8 December 2023 up 

to Los Angeles, California. We ended up cancelling a cross-country to Tahoe 

and working that weekend to support. Immediately following that, we got 

tasked with the 15th Marine Expeditionary Unit ARGMEUEX offload. It was not a 

huge lift, but unplanned for  then immediately the POTUS support. Coming out 

of the holidays, we got tasked with either six or eight days of PMC for 

COMPTUEX. Same thing, no Ospreys on the boat. That got split up with each HMH 

taking two days of tasking for it. When we had that conversation, I think it 

is worth capturing, the tasking and prioritization of that tasking by MAG has 

been lackluster at best. 

The monthly cross-country, I believe, is a MAW requirement. There was 

no explicit conversation about seeking relief from higher [from additional 

tasks]. We tried consolidating requirements, such as using the POTUS support 
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for the cross-country. We called Steel Knight at the end of November 2023 our 

cross-country for the month. Also, I would say, MAG has been explicit in 

their support that these are things to be planned and executed based on 

availability and readiness. There has been no pushback 

cancel or reduce. MAG has been accepting of if there is no external support 

or complex training, we use what we have. For example, if we plan to launch 

two aircraft on a Friday to return on a Monday, we only launch one aircraft 

and will not bring in maintenance on Saturday -fail mission. We 

had a Yuma cross-country that did not get out, one that did get out, and then 

planning appropriately. 

I would say we were in a position to do our training PTP. The MCCRE can 

be involved or not involved in a det or exercise. Integrating with Steel 

Knight made sense for 31st Marine Expeditionary Unit, and it would have been 

easy for Creech. The NSI checks were a consideration. 

I would say that most people would know the routes I discussed earlier, 

including using Lake Henshaw.  

I never flew with or  Based on their 

reputations and my interactions with them, I had a high degree of confidence 

in their decision-making and skill. My impression of as the 

toolkit and would have used them, but was risk-considerate in 

decision-making cycle and style as an instructor. 

I only flew once with . My mind is at ease that  

 was vocal because of weather both in-and-out of the aircraft. Before 

flying into bad weather, that is the time I will see crew chiefs speak up. 

Weather and environmental conditions are the time when I have received the 

questioning. I think  was typical of that. 

had a great demeanor and was level-headed, unflappable 

with stress of being a schedule writer.  had poise and good 

humor. 

Again, I cannot remember why the CO departed the day prior with 

Sergeant Major. 

On the night of 6 February 2024, what eventually became our mishap 

board were running pretty independently from Creech. We were supported, but 

positive confirmation from search agencies, and he CO was not concerned as 
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much with higher headquarters notifications, but rather personnel 

notifications.  

There were not River City Protocols explicitly implemented. When we 

mustered with the Marines on 7 February 2024, we gave explicit guidance not 

to call home, not to call your loved ones. Give time until we were able to 

identify the status and pass the word. I believe our senior enlisted 

represented was a master sergeant, who left with the bulk of the Marines on 

the C-130. 

There was no signed flight schedule for 8 February 2024 because we 

stood down the plan to fly home. 

During my second meeting with the Investigating Officer we discussed 

e impact.  I provided details on 

frag tasking, presidential support requirements (December and January 2024), 

and PMC runs.  I stated that these events caused the squadron to modify cross 

countries (in both December and January 2024).  The VMM red stripe forced the 

squadron to manage material readiness by working limited weekends, holidays, 

and truncating our SBTP.  Short-fused, FOS planning requirements before the 

Creech UTD also impacted the unit.  Ultimately, HMH-361 experienced higher 

than normal stress level due to the VMM red stripe. 

I told the Investigating Officer I would provide the 7 February 2024 

flight schedule. 

I told the Investigating Officer I would provide various screenshots of 

communication about TIGER 43 from on or around 6 February 2024, including 

conversations with the ODO. I will confirm if there was a direct message with 

TIGER 43. 

I signed a Permissive Authorization for Search and Seizure. I provided 

my cell phone number to the Investigating Officer. The Investigating Officer 

did not take physical possession of any of my personal property, such as a 

cell phone. 

I told the Investigating Officer I would see if there was a green ODO 

binder for Creech to provide.  

I was directed not to discuss my statement to the Investigating Officer 

with others per the Manual of the Judge Advocate General (JAGMAN) with 

certain exceptions. 
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SUMMARY OF INTERVIEW OF  

Name:.........

Rank.........

Service:...... U.S. Marine Corps 

Unit:......... HMH-361 

Date:......... 29 February 2024 

On 29 February 2024, I met with the Investigating Officer in person. 

The Investigating Officer explained the purpose and scope of the interview 

with me, to include the difference with a safety investigation. I understood 

my statement is not privileged. I swore or affirmed to tell the Investigation 

Officer the truth. I agreed to have my interview with the Investigating 

Officer audio recorded.  

The following is a summary and not a verbatim transcript of my interview with 

the Investigating Officer: 

I am the at HMH-361. Prior to that, I was the HMH-361. I 

was East Coast originally, and did various billets at HMH-461. I was the 

, then came out here and was MAG. I 

was for a year and then became on 1 December 2023. 

The  to  turnover was a very abrupt turnover. It was immediate. 

I had about two hours of turnover with the prior because the previous

got “short-fuse” orders for the 15th Marine Expeditionary Unit. I was going 

to become right after our Creech Det, and this shifted the timeline about 

two months to the left. The turnover for the incoming [successor] was 

much more deliberate and in-stride. 

For ODO procedures, we require ODO training with a qualified ODO. It is 

typically one to two daytime observations and one to two at night. The 

training is going through the binder, how to build the ODO brief, the 

different points of contact (weather, base operations, etc.), the logbook, 

and the rollover email at night. It does not go on the qualification matrix 

for that individual. We have an ODO checklist, but there is no formal ODO 

training. 

We usually have a one to two day, or night, training. We do have a 

mishap binder. We have had mishap drills. Not every ODO has gone through 

NOTICE 

DO NOT DISTRIBUTE THE CONTENTS 

OF THIS DOCUMENT WITHOUT PROPER 

AUTHORIZATION FOR RELEASE 
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mishap drills as the ODO. A significant number of pilots have been exposed to 

the drill. 

I flew a CH-53 to Creech. There were three aircraft the first day, and 

fourth was delayed two to three days later. It was in FCF status. It was 

aircraft 366. I do not remember what it was FCF’ing for. I came out with the 

initial three. At Creech, we did not do a mishap drill when we first got out 

there. 

Generally, AM ODO shows up 30 minutes before the first brief. The PM 

ODO will be there about 30 minutes after the last land time. It will flex 

every now and then. They split it in half. 

We have on paper business rules based on how many aircraft we have 

reporting, how many aircraft are up, etc. It is an agreement between the OPSO 

and the AMO. It has not always fully been adhered to because our readiness 

has been pretty low and if we had strictly adhered to those business rules we 

would have limited flying. We accepted flying and aircraft or two with only 

five or six mission capable aircraft, which per the business rules we would 

not do. During this interview, I do not have a copy of the business rules but 

can provide a copy. We are currently editing the business rules. 
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It was originally planned to be a tow and half week Det in Creech for 

NSI checks and our MCCRE for the UDP. When the action officer (FOPSO) was 

trying to book hotel rooms and had difficulty, we came to the realization 

that the Super Bowl was in Las Vegas, Nevada. That was the reason we cut the 

Det down to a week, because of the lodging limitation, which is why we 

shifted to just NSI.  
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 The schedule typically goes to the OPSO first, then maintenance, then 

safety, then XO, then CO. Sometimes if the OPSO is unavailable or AOPSO is 

unavailable, it would go to maintenance first. I am the primary signer for 

it. If I am unavailable, the double AMO can sign MMCO sign for it. Beyond 

that, I need to at least see it and at least give a concurrence. 

After me, it goes to safety. It again goes to the XO as a catch-all. If 

unavailable, can bypass the XO and go the CO. Changes are recommended and we 

will ask the OPSO. If OPSO concurs, we will ask the CO.  We change the master 

scheduled on the ODO desk. Usually the ODO will annotate the changes and 

there will be a line for each change for the CO to sign or initial. Sometimes 

if the CO is not physically located at the squadron, those changes will be 

made and a picture will be sent to the CO. The CO will digitally sign so 

there is an electronic copy of concurrence. Then, such as next day, the CO 

will come in and sign. 

It is not common for there to be three flight schedule versions. If 

there are multiple changes, the CO prefers only a version two. For 6 February 

2024, one of the changes was we were going to send a section home that night. 

Also, because of the NSI checks the previous night got incomplete for whether 

and I know they had to make changes to accommodate that. The different 

versions did not impact the maintenance department. Our plan going into 6 

February 2024 was to launch all  
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The weather was not great while we were there in Creech. The first day 

I flew it was me and the ASO flying to re-certify the turf route we would be 

using. We cut part off, even thought it was probably workable, even with 

cloud clearances. For the most part, there were clouds. Just southwest of the 

airfield, north was fine. A couple of nights the southern part was not 

workable. The first night I flew out there, we had a delay because of a cell. 

The fifth, they cancelled NSI checks due to weather. The sixth was workable. 

I did not fly on 6 February 2024. I was originally going to be the dash two 

flying home that night. 

On 6 February 2024, I saw the TIGER 43 crew in the ready room. I saw 

them doing there planning. I did talk with the aircraft commander,  

, that day. In the afternoon, prior to  flight brief, if 

weather was bad at Miramar if they should stay at Creech or continue to 

Imperial. The aircraft commander’s original plan was to push to Imperial to 

get gas. The aircraft commander was not in flight gear. The aircraft 

commander asked stay in Creech, or push to Imperial to reevaluate to go to 

Miramar. I told the aircraft commander, I said if weather is good along the 

route, push to Imperial. From there, you have to options. If weather is good 

at Miramar, push to Miramar. If not, either stay at Imperial or HMH-465 is in 

Yuma–about 30 minutes–and could push there to have some sort of maintenance 

support. That was the only interaction I had with the aircraft commander with 

dialogue. I saw the aircraft commander throughout. I saw the aircraft 

commander and the crew chief come in–I think they were looking at weather 

again. I saw them again, gave them a fist bump, as they were heading out the 

door to go to Imperial. 

 

 

 The crew chief called one of our QARs,  I was 

in the hotel lobby, walking by the table, as they were talking over the phone 

about it. From what I overheard, they were on the phone talking about what it 

Enclosure (27)

(b)(6),(b)(7)(c)
(b)(6),(b)
(7)(c)(b)(6),

(b)(7)
(c)

(b)(6),(b)(7)(c)

(b) (3) (B)

(b) (3) (B)



1 

2 

3 

4 

5 

6 

7 

8 

9 

10 

11 

12 

13 

14 

15 

16 

17 

18 

19 

20 

21 

22 

23 

24 

25 

26 

27 

28 

29 

30 

31 

32 

33 

34 

35 

36 

37 

38 

SUMMARY OF INTERVIEW 

M 

SUMMARY OF INTERVIEW 

6 

was and what they could look at to see and what was the issue with the 

system. 

You land as soon as practical. We have a single and dual-landing 

profile in our PCL. Some people follow that exactly, and we also train for 

running landings. I do not know which TIGER 43 did at Imperial. 

I heard the next day, I think, that they had shut down the flight. We 

have a group chat for all the pilots. I did not see anything in that chat 

from the flight, which we try to avoid in the group chat. I heard–did not 

hear firsthand–that did secure. This is not firsthand.  

 

I still do not know what troubleshooting steps they executed to secure 

that. 

 

Jennings, and then you follow the published course rules from there. 

did not mention specific weather when we spoke on 6 

February 2024. I know, secondhand, the things that were talked about were 

ceilings and icing. It was known that the freezing layer was, I think, at 

5,000 feet that night. What we all, essentially, understood, was that

would not be able to execute an IFR approach it because the AIRMET was 

moderate icing (I do not remember off the top of my head). We knew there 

would be icing conditions which would prohibit and instrument approach in. 
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On 6 February 2024, I was at work probably another 30 minutes to an 

hour. I walked through the lobby, saw those guys, went back to my room. 

Before I went to bed, I checked my phone. There was nothing in the group 

chat. I checked aviation weather out of curiosity for Miramar and say, if I 

remember, 5,000 foot ceilings. I remember METAR showing better than 

forecasted, but not by much. I thought, “maybe they’ll be good” and get in. 

The Commanding Officer was back at Miramar. I believe it departed the 

morning of 6 February 2024 by commercial air to go the commander’s 

conference. I was the Det OIC. I believe on the D-30 brief I was designated  

as the Det OIC. We also were not sure if the CO would make it out there at 

the beginning. The CO had Marine Corps matters leading up to the Det. I 

believe the CO flew directly from Quantico, Virginia to Las Vegas, Nevada. 

My TV woke me up at 0315 in the morning. I had two missed calls from 

the OPSO and a text saying that TIGER 43 had not made it back to Miramar and 

they did not know where it was. I immediately called the OPSO back and we 

talked about it. Most of the situation was being handled by the ASO, PTO at 

the ready room at Creech and I believe the CO and XO were on deck in Miramar 

already working through the missing aircraft procedures. 

The 366 books were, as far as I know, have been quarantined at Creech. 

We had one maintenance controller over there on night shift and I believe 

they were set off to the side. When we got to Creech on 7 February 2024, I 

believe, I took possession of 366’s ABB and gave it to  The 

ASO asked me who would be the maintenance representative for the AMB and I 

told them , and I went ahead and gave the books to  

so  could have possession. 

For the AMB, we have a primary and secondary identified within the 

squadron. I know we have not always adhered to it, based on availability. 
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We were in contingency mode, unfortunately. Our primary was VPN was 

back to Miramar, and then ivante. But, the day before we went, ivante got cut 

off. The alternate was to have the comm Marines set up satellite to get on 

MCEN. The problem was the IP address did not work with UMA server. We could 

have changed our UMA server, but then only we at the Detachment would see the 

aircraft and no one back home could. The contingency was pushing information 

to a Detachment server. I had to sit down with ALMS Marine the second day of 

the Detachment when we were using paper books and that Marine was working 

through an anti-virus issue. We thought on Friday that we would probably stay 

with paper, as contractors were not working through weekend. 

When we do mishap drills, the paper books always exist. I believe that 

by the time I sent a text to the ASO if they had taken care back home, they 

had already placed it in the mishap folder. We will do that and then secure 

any logbooks for the aircraft, such as brown logbooks that maintenance data 

has, the trends binder and QA, or the paper ADB that control has. We will 

quarantine all those. 

We primarily use Signal. We have one that is all officers and key staff 

NCOs, such as Sergeant Major. That chat is the main one. There is a 

department head chat as well that has the CO, XO, Sergeant Major, myself, 

OPSO, DOSS, maintenance chief, and the flight doc. Right now, but not 

normally in it, is our DRC. 

In those chats, someone did start a “regular” text group chat about 

TIGER 43. It initially started with the search and rescue efforts and who was 

helping with it, such as border patrol, Sheriff Department. Then U.S. Forest 

Service. That all started that morning. Then, it had a plan on the eighth how 

to get everyone home if given green light. Responding, we had U.S. border 

patrol, San Diego Sheriff (who, I believe, launched their aircraft but was 

unable to proceed due to weather), and U.S. Forest Service. I have shared the 

point of contact name and phone number for Border Patrol with the 

Investigating Officer. The Investigating Officer already had the U.S. Forest 

Service point of contact. I shared the CalFire point of contact name and 

contact information with the Investigating Officer. I shared a number for San 

Diego Sheriff, which was not associated with a name, with the Investigating 

Officer. I shared their case number. 

The text chain discussed items such as CBRN requirement, ERT 

requirements, and CACO requirements. Our primary ERT was , and 

alternate was our corrosion chief, who is a staff sergeant. I believe that 

staff sergeant was in Creech at the time, so I do not know who it was here. I 
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believe the XO was, without saying for certain, in charge of ERT. When they 

went to the site, it was not the full ERT. They picked certain people that 

they needed for certain things. The XO did not go to the site. MWSS arrived 

at the site, I believe, on 7 February 2024 to help secure it. 

There was no other communication between myself and TIGER 43. I know 

TIGER 43 commander spoke to the OPSO. I only have hearsay, asking how 

important was it to get the aircraft back to Miramar. The OPSO told me that 

“it is not important at all, if it doesn’t make it back, it doesn’t make it 

back.” This is just what I heard after-the-fact. I believe the TIGER 43 

aircraft commander talked to the CO while at Imperial, although I cannot 

confirm that. 

I do not think there were any additional trends with the TIGER 43 

aircraft. I do not recall any utility hides with that aircraft.  

I would describe  as a stellar pilot and instructor, one of 

the best ones we have.  showed great compassion with

students.  was not somebody I would have even hesitated to 

put in a decision and I have no doubt would have made a good 

decision. I saw  as a conservative decision-maker, who was not 

aggressive.  accepted criticism. 

 was the best co-pilot we had, from early on when 

checked in. stick skills were phenomenal.

academics improved with studying and then was above  

peers.  was a co-pilot for me on a flight that we ordinarily 

would have someone more experienced doing.  was not a very 

aggressive person at all. 

 was one of our best crew chiefs, who was very 

competent.  is one of the few who will speak up to someone and 

say “that is a bad idea.” 

It is not typical for someone to safe the book and then go fly in the 

same day. I cannot say it has been or has not been done before. 

I was not aware of any human factors for the TIGER 43 aircraft within 

the last several months. I know  had previously been married 

and that  had a child a few months prior.  took some 

but not all of leave due to a newborn. though was 

eager to maintain currency and would come in to fly. 

witnessed a suicide at 29 Palms during the summer with HMLA. 

 was observed due to that. 
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Nothing was discussed about personal reasons for getting home. 

came out late to the Detachment, and was already there a truncated time. 

I had never seen exhibit “get-home-itis.”  

The OPSO and I were on the phone, and the OPSO was in constant 

communication with our ASO and the PTO that were running items at Creech. A 

lot of it was being run from back home. The PCRs, OPREP, and flash reports 

were completed. I took a shower around 0415 and went to the lobby to make 

sure people did not check out of their hotel rooms. We had a 0530 muster to 

keep people from check out. The 0530 muster was aircrew, pilots, and crew 

chiefs that were flying out on 7 February 2024. Muster was 0630 for day crew. 

It is about a 45-minute drive to Creech from the hotel. 

 

. I think  had been in the squadron about 

two years. Some crew chiefs are more timid than others. I teach seek opinions 

from the lowest rank first to avoid influencing opinions. 

There were a couple days when crew days began at arrival at work 

station, but we settled when we arrived a muster. This is based on 

discussion. Crew day was 10 hours, and CO can extend to 12 hours.  

I do not know if the CO gave a crew day waiver to TIGER 43. 

The CO did not give any specific direction after learning about 

TIGER 43. We took charge and it was understood we were not flying that day. 

The decision I made and the CO supported was we could fly back home, but we 

should not because people would be distracted. We created a plan to fly home 

the next day. We identified who would need to stay behind to fly the aircraft 

back. It was experienced pilots and senior crew chiefs and maintainers.  

Leading up to Creech, it was high tempo with the tasking we were doing, 

including in January 2024. We were reactive to the tasking that came up. 

COMPTUEX came up, which required us to work over a 96 (long weekend). We cut 

a lot of ULT to help mitigate. The week leading up to Creech, we pared it 

down significantly because of our readiness statistics. There were flights 

that had to be made to prepare for Creech. 

I think that fatigue level seemed low. Typically, back here, we fly 

six-hour flights. There, we flew four-hour flights. No one enjoys the 45-

minute commute to and from the hotel to work, but I did not see visible signs 

of fatigue from maintenance or air crew. 

Returning to the conversation about crew day, the OPSO and I, if I 

recall, were the ones who spoke about crew days. I do not recall the CO being 
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part of the conversation. We do not put crew day starts “here” on the flight 

schedule. 

I want to state that, me, personally, I felt the pressure from higher 

that was perceived to “get things done” with the tasking coming from higher. 

I tried to shield everyone I could. My personal opinion is that the Red 

Stripe (e.g. service-wide Osprey grounding) contributed to the mishap. This 

is not saying it caused the mishap. There was a perceived lack of reduction 

in tasking that was pushed from MEF and MAW. The reason we put on the flight 

schedule a flight home on 6 February 2024 was because they assigned us back-

to-back fragmentary orders the day we were scheduled to return from Creech 

Detachment. This is why we worked weekends and 12-hour shifts in December 

2023 was because of all the tasking that we knew was coming down. 

I do not know if any relief from tasking was sought. I spoke with the 

OPSO and my impression was that MAG was trying to ease the burden as best 

they could. Timing is everything. One of the squadrons was deployed. One was 

supporting SLT. That left two to support anything in January 2023 that came 

our way. 

The Investigating Officer did not take possession of any of my personal 

property, such as a cell phone. I provided my cell phone number to the 

Investigating Officer. I was directed not to discuss my statement to the 

Investigating Officer with others per the Manual of the Judge Advocate 

General (JAGMAN) with certain exceptions. 

END OF STATEMENT 

I,  U.S. Marine Corps, have had an opportunity to 

review the above summary of my statement to the Investigating Officer for the 

Command Investigation into the facts and circumstances surrounding the CH-53E 

Super Stallion Helicopter mishap that occurred on or about 6 February 2024. I 

agree that the summary accurately reflects my interview and swear or affirm 

that it is true and accurate to the best of my knowledge. 

Signature: _ ______ Date: _______________________ 29 May 2024 (JST)
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SUMMARY OF INTERVIEW OF

Name:.........

Rank..........

Service:...... U.S. Marine Corps 

Unit:......... HMH-361 

Date:......... 4 March 2024 

On 4 March 2024, the Investigating Officer met with

(the “Interviewee”). The Investigating Officer explained the purpose and 

scope of the interview to the Interviewee, to include the difference with a 

safety investigation. The Interviewee understood that the Interviewee’s 

statement is not privileged. The Interviewee is a member of the AMB for the 

CH-53 mishap on or around 6 February 2024. The Interviewee swore or affirmed 

to tell the Investigation Officer the truth. The Interviewee agreed to have 

Interviewee’s interview with the Investigating Officer audio recorded.  

The following is an abridged summary and not a verbatim transcript of what 

the Interviewee told the Investigating Officer during the interview: 

I checked in with HMH-361 in April 2021. 

I deployed in May 2022 for UDP and was completing HAC syllabus. 

I went to ASO school in September 2023. 

I am currently ASO and DOS since around 1 December 2023 when current 

OPSO assumed OPSO position. 

I am currently in the NSI syllabus. 

There are two ASOs in the squadron, and we just sent one to ASO class. 

There has been a gap the past year and a lot of turnover. The other 

individual was with the 15th MEU. 

I think the XO has been in that position long enough to speak to 

manpower. 

It was tough to get a grasp on the safety culture because I was out and 

busy. Overall, it was good. I did not have any massive concerns. It was 

different from what I was used to. My previous command was more hesitant to 

make schedule changes and operational changes. This is more flexible than I 

was used to.  

I had not seen three signed flight schedules (as on 6 February 2024) as 

a trend. One new flight schedule is not uncommon. Typically, if something was 

NOTICE 
DO NOT DISTRIBUTE THE CONTENTS 
OF THIS DOCUMENT WITHOUT PROPER 

AUTHORIZATION FOR RELEASE 
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identified the night prior, changes occur that same day. The schedule writers 

are good at running the schedule through me. I generally see schedule 

changes. I would not say there are the full routing process, such as with a 

new RAW. It is more informal. Changes are not common but not uncommon. 

  I was the only DOS that could review flight schedules on 6 February 

2024 (the other one was on the 15th MEU). 

We have been in the big RAW form revision process for the past four 

months. I was not a big fan to it. The new document will be similar but with 

more columns. I discussed with the Investigating Officer we complete the RAW. 

The first version of the flight schedule had a RAW. I do not believe – 

I could be wrong – that I signed a second version because I was conducting 

NSI checks. The reason for the third version was to make carrying PAX legal 

(putting an NSQ co-pilot with  – to carry HST). 

was NSQ and being accelerated based on people’s opinion 

of acumen. I further discussed with the Investigating Officer 

why the pilots were placed as they were. 

I likely reviewed version three [of the flight schedule]. 

Typically, for flight schedules, I screen the schedule. I will assess 

all crews and instructors legal. I further discussed what I review with the 

Investigating Officer. I will review crew days. 

Crew days are defined as 10 hours for both daytime and nighttime per 

the new SOP signed in August [2023]. It begins when you first show up for 

work duties. At Creech, I believe they were planning it based off leaving 

from the hotel. This is conservative based on arriving for work functions. I 

do not think anyone thought it was when one went into the van. 

I discussed TIGER 43’s crew day with the Investigating Officer, and how 

it would have been “bust” if crew defined started as muster. If we accepted 

that it had started at the bus time, it would have been a tight window to 

make the flight brief. I think they showed up ten hours and 15 minutes prior. 

I think some of them went to go get food to mitigate that afterwards. I 

cannot speak to exactly what happened. 

In the squadron, our culture is we give our HACs a lot of 

responsibility to form their own plan. 

Typically, the section lead or division lead would not spell out for 

the HAC in the flight brief the times. 

I used to work in operations. 

I discussed with the Investigating Officer what requires MAG CO or MEU 

CO approval. 
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I have never – in my experience in operations or safety – seen someone 

annotate weather in flight schedule. I cannot say for certain that it has not 

happen. The operations tempo may dictate comments, but weather is not 

included. In the ODO brief, if someone decides to weather cancel, they are 

not going to have a hard time about it from anybody. It is not a part of our 

culture. 

The end of the crew day is rotor shut down. We debrief afterwards, and 

that is not part of your crew day for planning purposes. That will go into 

your crew rest, which starts when you leave your duties with the squadron. 

The CO can extend crew days up to – I cannot recall what the MAG SOP 

was, because that is a limitation – 12 hours. I am not aware of any extension 

on 6 February 2024. 

ASO school did not provide much training on flight schedule screening. 

Part of it is that the represented communities are different. I spoke to 

 about what I do when I screen the schedule. I cannot recall an 

ASO or DOS telling me about screening the schedule. I did not talk about my 

training from ASO school with the CO. I further discussed the flight schedule 

and RAWs with the Investigation Team, to include retention. 

Weather is commonly put down on risk assessments. I further discussed 

with the Investigation Team what is considered with risk assessments. I do 

not remember discussing what to consider during roundtables, in a formal 

setting. I discussed with the Investigation Team how this has come up as we 

modify the documents. I have seen NATOPS brief away from the desk, where the 

“half sheets” are, and then after the brief will go up to the desk and sign. 

Now we say, get your crew. 

Part of the HAC syllabus is making risk-based decisions and smart 

decisions. It should be engrained in people and I felt I got that going 

through my HAC syllabus. Nothing where you sit down with the CO and the CO is 

saying, hey, look at these things when you fly. 

For culture, there is no hard feelings if operations cannot get 

completed. CH-53s do not always start up on time. 

We do roundtables once a month, and typically with the stan board. I 

have asked to do stan boards first. I am always concerned people are not 

reading the stan board minutes. I discussed the roundtables with the 

Investigation Team. Average times are 30 minutes to an hour. Since the 

mishap, people were more hesitant to get back into flying. There were no 

major red flags. I would say they are normal for what I would expect post-

mishap.  
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Overall, the HACs are receptive to criticism. The conversations are 

productive. I will be a screen when passing criticism. We have to be that 

moderator. It is not a very dismissive atmosphere – every so often you get 

someone who dismisses it. 

I discussed the risk assessment for Creech with the Investigating 

Officer. We started with the previous unit’s assessment. We identified the 

turf routes not being certified. I discussed the terrain concerns with the 

Investigating Officer. 

We did not complete a mishap drill at Creech. I discussed with the 

Investigating Officer when we last conducted a mishap drill at Steel Knight. 

I discussed the mishap plan at Creech. The goal of mishap drill provisions 

was to make it applicable to where we would go. I hindsight, I would have 

included phone numbers for other airfields near Creech. 

Creech was a fast-paced Det. Usually, Dets are not one week. 

We had a Det mishap kit at Creech. It was more intact than one we had 

used in May [2023] for a Class A mishap, no fatalities. I discussed with the 

Investigation Team the documents we brought to Creech. 

I discussed my experience on 6 February 2024 with the Investigating 

Officer. We all went into the van and went to Creech. I was in the front, 

working on my computer. There were a few conversations about the weather in 

transit. It was not the “talk of the van,” – I believe it was Toby Keith had 

died, and that was the talk. The weather the day prior was not good and we 

were concerned for that night. There was going to be a little bit of a break 

to make it executable. I think everyone acknowledge that we were unlucky with 

weather. We joked, everything has gone wrong with this Det – it got reduced 

because of the Super Bowl, etc. That day I was not optimistic about flying, 

but it got better. Everyone was checking out the next day. There were no more 

contingency dates. I was looking at weather. 

I get out of the van quickly. I start doing final preparation. The day 

flight was already line up. I was making changes to my brief and setting up 

the projector. I further discussed my preparation with the Investigating 

Officer. I discussed my brief and the ODO brief. I do remember some questions 

about Miramar stuff. The focus of the brief was on Creech. I do not think I 

had Miramar weather on there, only NOTAMS. 

There were FPC-type things brought up about the TIGER 43 crew. I 

discussed these with the Investigating Officer.  

 – was a pretty relaxed individual. 

. . I personally 
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talked to and had recovered well.  We were 

not worried about it [on 6 February 2024]. 

   was a go-

getter and no issues. The Investigating Officer reinforced to the Interviewee 

not to share any privileged data from the AMB. 

I discussed with the Investigating Officer what we were looking for 

Miramar weather. The 1801s were discussed. Given that we were required to do 

1801s, it made sense to complete for the whole flight plan.  

I would have to check if  was current for an EP exam. We 

identified [system] issues. If someone logged an EP quiz today, it would 

expire at the end of April. I discussed our policy with the Investigating 

Officer. I told the Investigating Officer that I would look for the hard-copy 

quizzes. 

I discussed the tactical brief with the Investigating Officer. The 

standard would have been for the entire TIGER 43 crew to be at the brief. The 

three officers most certainly would have been present. I discussed NATOPS 

briefs with the Investigating Officer. I want to say the TIGER 43 crew went 

one space over from where I was. 

I have flown with .  NATOPS briefs were 

pretty standard – I know it is hard to give what that means. I discussed the 

NATOPS briefs with the Investigating Officer. My brief had IIMC 

considerations, loosely.  

An outbrief with the ODO is standard and would have occurred on 6 

February 2024. 

I had spoken with and another captain that day or the day 

prior about icing and weather [the turf requirement] was accomplishable – it 

was most likely about routes to the south. 

I discussed why 366 had to return to Miramar. Loosely, it was for frag 

requirements. I would not say there was pressure at the squadron level. We 

were adjusting accommodate it – I can see how this could be perceived as 

pressure. It is hard for me to explain. I am confident, within the squadron, 

nobody would have come down on  for not bringing the aircraft 

back despite there being a frag. No company-grade officer felt pressure to go 

into bad weather or make bad decisions. 

I discussed how others were interested in weather before the flight, 

and . My understanding is that weather looked good getting to 

Imperial and, generally, good getting to Miramar.  

Enclosure (28)

(b)(6),(b)(7)(c) (b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c) (b)(6),(b)(7)(c) (b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c) (b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)



1 

2 

3 

4 

5 

6 

7 

8 

9 

10 

11 

12 

13 

14 

15 

16 

17 

18 

19 

20 

21 

22 

23 

24 

25 

26 

27 

28 

29 

30 

31 

32 

33 

34 

35 

36 

37 

38 

 

SUMMARY OF INTERVIEW 
M 

SUMMARY OF INTERVIEW 
6 

I discussed with the Investigating Officer TIGER 43’s flight plan and 

how it was going to change. We had a revised plan. TIGER 43 took off first, 

to complete HST and transition to LZ Peanut. I cannot think of any 

communication other than standard radio calls. I do not remember if I heard 

 or  voice over the radio. Generally, an hour 

after departing, we come back. We do section CALS. I discussed my flight that 

night with the Investigating Officer – I did not meaningfully interact with 

TIGER 43 and TIGER 43 had already departed when I returned. I landed around 

2200 and we had an extension. 

I do not recall a conversation with the ODO when I returned about 

TIGER 43. 

I discussed with the Investigating Officer how I learned about TIGER 43 

not arriving on time. The ODO came in during my debrief and interrupted. I 

was thinking of pulling out the mishap binder, but we were still in the 

window. We step out – they are making phone calls and confirm have not heard 

anything. At that point, we start the mishap checklist. I do not have the 

notes in front of me and cannot confirm times. I discussed the general steps 

we took for the mishap checklist. We called airfields where they could be. 

None had heard from them except Imperial, so I knew they had gone there. We 

could not necessarily confirm if they had taken off from Imperial. It is 

unusual not to give an outbound text, but it is not unheard of. The SOP or 

standard is to make them aware that you took off.  

I continued to explain to the Investigating Officer what we did for the 

mishap checklist. In my opinion, TIGER 43 executed a PEL. This is more-or-

less what the SOP and NATOPS say, too. They secured the number two engine in 

flight and landed in Imperial – this is what the ODO told me. I discussed 

what the ODO told me about what had happened. To my knowledge, the CO did not 

speak to the MAG-16 CO.  

We were calling reasonable agencies first to make sure no one had heard 

anything and then called leadership. I went over the mishap checklist with 

the Investigating Officer. I was “quarterbacking.” I discussed what others 

were doing, including the scribe. From my understanding, the Miramar ODO has 

the authority to launch SAR. We were attempting to contact them. The Miramar 

field closed at midnight. They still had not heard from TIGER 43, and the 

base ODO went home. I contacted the 3d MAW CDO to see if they could contact 

the Miramar ODO, they could not (it was a non-flyer). The Investigating 

Officer went through the contacts in the log.  

I discussed the mishap checklist timeline.  
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I discussed the attempt to launch [air] SAR. I was on the phone with 

the Sheriff’s office, initially. I discussed this with the Investigating 

Officer. We had the ADS-B tracker at this point. I cannot put a time on it – 

maybe 0100 or 0130. They could not make it within 10 miles of suspected sites 

due to weather. Ground assets could not make it to the site due to weather. 

We had three “pings” at this point: two were close to what was the site, and 

one was away, south of the I-8. 

I would say I had the support I needed at Creech for the mishap 

checklist. Maybe a pilot or two more would have been helpful. I discussed 

with the Investigating Officer how we asked people to leave, “less is more.” 

Either the ODO or myself reached out to base operations, not really about 

launching SAR. I discussed with the Investigating Officer that we reached out 

to Miramar ODO. I discussed with the Investigating Officer our conversations 

with CalFire and the Coast Guard. At some point, they formed a unified 

command. We then communicated with the unified command as opposed to the 

individual agencies. I cannot remember which agency was the head of the 

unified command – I think it was CalFire. 

I discussed with the Investigating Officer our communications with 

Border Patrol for SAR. This is more or less 0130 or 0200. The [mishap] notes 

will reference that.  

We headed back to the hotel. I think we made it back around 0415 or 

0500. I discussed with the Investigating Officer conversations with the CO. 

The CO and XO made it back to the squadron at Miramar. I had numerous updates 

to update the CO [during the evening]. It was probably a total of three or 

four conversations. 

By the time we returned to the hotel, a message was already on the 

officer chat to muster in the lobby at 0530, I believe. This was earlier than 

what was expected. Nothing was made much of the mishap. I made announcements 

that night for individuals not to communicate on their phones about the 

mishap. I discussed with the Investigating Officer how the individuals in the 

hotel were briefed. I was not sure I was going to be part of that meeting. 

They discussed not using phones. Noone confiscated phones. 

I think after the brief to everyone, around 0600, a CalFire 

representative called me and provided me an update. We discussed radiation 

considerations. I discussed with the Investigating Officer unified command 

points of contact and phone call timelines. I discussed with the 

Investigating Officer the phone numbers I did not save. Border Patrol and 
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CalFire told me their plan to go out to the site at daylight. I returned home 

on the C-130. 

I had the [mishap] binder in my hand pretty much the whole time. I 

discussed with the Investigating Officer the status of the checklist. I 

contacted EOD.

 had a conversation with TIGER 43 about 

 they had on deck. The CO had a phone call with TIGER 43 – it 

was not a text, as far as I was tracking.  had texts 

, who was sitting in the back of the aircraft at the 

time. I discussed with the Investigating Officer the messages I believe 

 had from TIGER 43. 

I was not tracking any communication from the enlisted ranks. 

I discussed with the Investigating Officer additional conversations 

about the mishap checklist, including with the XO and about contacting PMO. 

I discussed with the Investigating Officer the conversations about site 

security, and conversations with PMO. 

I discussed with the Investigating Officer what I did once I arrived 

back on the C-130. I do not think a site had been identified at this point. 

The Command Team pulled everyone in for a conversation about the situation. I 

discussed with the Investigating Officer a phone call I had with a 

representative from the Naval Safety Center.  

I discussed with the Investigating Officer creating a timeline of my 

phone log. 

I went to my office to work. It was pretty close to noon at this point, 

or 1100. At some point, before the C-130 flight at around 0830 (I cannot 

fully remember the time), the CO told me to focus on ASO duties. The XO will 

manage everything from that point. I think around that time, when I was 

getting on the C-130, they made it to that site. We landed around 1100. I 

left work probably around 1630 or 1700. 

It was tricky to be the only ASO or DOSS. I was not overloaded or task 

saturated.  

I do not think there was a formal message from the Command that we 

could talk to our families about the events. I was a little out-of-the-loop. 

Once the notification of the missing individuals was complete, I was 

comfortable talking to my family about the mishap. I discussed with the 

Investigating Officer how people departed Miramar.  

Before we flew on all, given that Imperial information was briefed, I 

knew TIGER 43’s primary COA was to go down to Imperial, get fuel, and go 
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direct over the hill from there. I cannot confirm that they considered 

Banning Pass as an option, theoretically. It was a less likely option. I 

discussed with the Investigating Officer why this was a less likely option. 

My main assumption was that they were going to go to Imperial. I learned from 

the ODO that they did land at Imperial and took off from there. I do not for 

certain if they were going to go VFR over the hill – common sense tells me 

they would not go IFR because of the freezing layer. They would have 

attempted to go over the clouds, assuming the weather allows them to do so. 

And then, it seems, they went I-8 route, which was never discussed. 

I discussed with the Investigating Officer how I-8 has been discussed 

in the squadron, only as an option, and people making it very clear that it 

is not course rules. I have never flown it and I have not necessarily looked 

into its legality. It was presented to me in the squadron as legal and as an 

option but [at the same time] also presented is not our primary way of 

getting home and it is not course rules.  

I do not remember  discussing the I-8 that night. 

Previously, I cannot confirm from memory, I would not be surprised if  

 “threw it around” as an option, just as much as anyone else would have 

thrown it around as an option to get over the hill. I do not have information 

that  was more or less inclined than anyone else to use I-8. 

I have flown with  when weather along the mountains has not 

been the best, but had been suitable to climb over the top. Our typical 

cursing altitudes are 7.5 going eastbound, 6.5. That is VFR cruising 

altitudes, not course rules. But, if weather precluded that, it is not not

standard to climb above that or to deviate from that to get over the weather. 

I discussed with the Investigating Officer getting below weather. What raises 

people’s hairs on the back of their neck the fact that people present I-8 as 

an option when weather is poor. I would presume – and it is my personal 

assessment – this is because of the terrain. I do not like hearing people 

talking about it, even before the mishap, questioning why would you fly a 

route you are not familiar with, for the first time, when weather is poor? We 

have cursing altitudes for a reason and we have IFR for a reason. 

I discussed with the Investigation Team if I-8 has come up on paper. I 

would not be surprised if it had. People had heard about the I-8, but I think 

there are very few people in this ready room who actually flew it. The only 

context I have heard is to get underneath weather, day or night. 

We teach as instructors, start with the lower comfort level. Start with 

the opinions of crew chiefs regarding safety. That is standard and considered 
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the norm. Some crew chiefs are more involved in that, and others will “feed 

off” the HAC’s energy. I discussed with the Investigation Team how this was 

an experienced crew.  was very experienced and the most vocal 

crew chief we have. Of the experienced individuals,  was one 

of the most conservative.  had pilot experience. I flew with 

 much in Okinawa. Once, when there was bad weather and I was a 

co-pilot,  was very vocal. That experience and others, with 

the summer weather in Okinawa, showed me  was conversative. 

There were instances when pilots would experience vertigo and  

would already be at the jump seat to assist because 

anticipated it. 

 was, by more nature, reserved and quiet. I would 

believe  would speak up about an issue if in the back of 

an aircraft. 

I discussed with the Investigating Officer who else to speak to for the 

Investigation.  

, I would say, was an extremely experienced pilot and a 

very level-headed and calm person. That is how  acted in the 

aircraft. had sound judgment and decision-making, based off what 

I have seen and what others said.  liked to train a lot, 

accomplishing what  could on the flight schedule. This was not at 

all to the detriment of safety, but more operations-focused than others. 

 is one of the better night pilots and pilots, generally, in the 

squadron. 

was considered an extremely competent co-pilot. It was 

recommended and getting set up to “fast track”  to the next peer 

group.  had a lot of energy and was enthusiastic. I have not 

flow with  enough to speak to crew comfort level. I flew with 

the Friday prior to the mishap. We did encounter something. 

Weather was bad. We had HST in zone set up from the day crew. We discussed as 

a crew if we felt comfortable picking up HST. I think and the 

crew chiefs said they were okay with it. I made the decision not to go. The 

other crew did – and did, I believe. It was 

torrential downpour and we were seeing lightning. That was a concern leaving 

them in the zone, but also us flying into it. I know that does not provide a 

lot of context. lack of experience may have contributed to 

 ORM, but we also had two very experienced crew chiefs in the 

back that were okay with it. 
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 was conservative and “average” on the conservative side – 

I am trying to compare  with our current ready room. Overall, 

compared to all pilots,  is conservative. There have been times 

where I have flown with and expressed more conservative intent 

than is comfortable with, but  had nearly 200 more 

hours and experience than me.  

I discussed with the Investigating Officer a hypothetical low-light 

scenario if I were to transit from Imperial to Miramar. 

I discussed with the Investigating Officer providing non-personal 

documents, written timelines, and other non-personal items. 

I was directed not to discuss my statement to the Investigating Officer 

with others per the Manual of the Judge Advocate General (JAGMAN) with 

certain exceptions. 

END OF STATEMENT 
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SUMMARY OF INTERVIEW OF  

Name:.........  

Rank..........  

Service:...... U.S. Marine Corps 

Unit:......... HMH-361 

Date:......... 27 February 2024 

On 27 February 2024, I met with the Investigating Officer in person. 

The Investigating Officer explained the purpose and scope of the interview 

with me, to include the difference with a safety investigation. I understood 

my statement is not privileged. I swore or affirmed to tell the Investigating 

Officer the truth. I agreed to have my interview with the Investigating 

Officer audio recorded.  

The following is a summary and not a verbatim transcript of my interview with 

the Investigating Officer: 

I am a schedule writer with HMH-361. 

The check-in process went pretty well when I joined. I wanted to go 

HMH-361. I had a couple of weeks to find a house, and then started around 

Thanksgiving 2023. I think the tempo was good and I did not feel much 

pressure. 

When I checked in, I was introduced to everyone. I sat down with the 

XO. I received a little bit of layout. I was with our OPSO previously and the 

OPSO had explained what it would be like. 

The check in with the safety department went well. Right when I checked 

in, the OPSO was starting that role. The DOSS had just taken over. 

I was flying about two times a week, which I thought was pretty good. I 

checked in with another captain. There were other squadrons were, I heard, 

they were just flying nights. 

Originally, the goal was set to be ready for deployment in May 2024. 

The priority is to get everyone warmed up and then turn to nights. 

I like being a schedule writer. It is making me learn the trade. I feel 

like I am in operations and have a better idea what is going on in the 

squadron. If I am not writing a schedule, I have a little more freedom. I can 

go down the line and study. 

NOTICE 
DO NOT DISTRIBUTE THE CONTENTS 
OF THIS DOCUMENT WITHOUT PROPER 

AUTHORIZATION FOR RELEASE 
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For schedule writing business rules, we work 0700 to 1600 and will 

schedule a main schedule writer and have a “48” schedule writer. We like to 

have it the schedule reviewed for grammar and spacing and then a weekly 

writer will review. We prefer to have the AOPSO review. Then, we will have 

OPSO sign and then will go to maintenance. From maintenance, we will go to 

safety for the ASO. That was , who was very thorough. We as 

daily writers like to have every validation explained or the ASO. Then, it 

will go from XO to CO. 

In operations, we have four, I think, total writers, after the mishap. 

We have one weekly “in training.” We have one for COPS and FOPS. We have one 

person writing the weekly, and the PTO has been assisting. Sometimes we will 

give input on the weekly.  

We have someone in a meeting for operations. We have tried to get our 

operations clerks how to write a schedule and to have them understand the 

process and the RAW. They help. Our staff sergeant has been trying to get 

them involved in writing the schedules. 

The schedule binder basically will have that day’s schedule, the 

current weekly, and then it will have T&R codes, and standard coding sheet to 

have as a reference. We have the basic coding, such as for high light and low 

light. We have mission codes. For the RAW, we have a risk assessment coding 

guide. 

When the schedule goes to the binder, the daily schedule writer brings 

the binder and briefs the CO. We are pretty much doing “wet” signatures 

unless we work later or the CO is unavailable.  

At Creech, this process was pretty similar because the OPSO, AMO, and 

safety were there. We pretty much had every daily writer there. We had to use 

wifi so we could not download off teams, which created version control. 

However, it was the same process because everyone was there. 

The CO may not have access to everything for afterhours approval, but 

we will send the CO PDF copies of the validations, RAW, and schedule. I do 

not know if the CO has a copy of the binder. 

We will pen and ink validations. Sometimes M-SHARP is not reading the 

proper prerequisite, so we will write it or if a paper is in routing.  

I do not remember who was the schedule writer on 4 February 2024, for 5 

February 2024 and 6 February 2024. We all basically worked on it because of 

the night flights and rain. I remember I worked on it heavily. 

Nothing that I know was out-of-the-normal for that schedule writing 

process. Everyone saw validation reports. 
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Normally, for schedule changes, we will talk to the OPSO or AOPSO. The 

XO will frequently have input. The ODO will start working the pen and ink 

changes. Then, we will take it to the CO for approval, or send a picture if 

unavailable in person. 

I do not think I have ever seen three versions of a flying schedule. It 

is unusual. From what I remember, we had to make some changes. I believe we 

had “frags” for 366 to return back to Miramar on 6 February 2024. From what I 

remember, the NSI checks fell out because weather was bad. I actually flew 

that day and we were only able to get one hour for calibrations. You could 

not even get to the turf. I believe we had two good aircraft at Miramar and 

we had a bigger frag the next week. 

We execute our flight briefs by showing up an hour before. The co-

pilots work first. ODO will handle the ODO brief at first, which will include 

briefing weather. The next person will come up and give their section or 

tactical brief. NATOPS will be discussed. Normally, the HAC conducts the 

NATOPS. I have seen some of the “older” copilots give the NATOPS brief. 

At Creech, we had a small ready room and ODO desk, with a podium and 

projector. It was a tight space. We would close the door because it was noisy 

outside. The ODO will remain for the entire brief, at the desk which is right 

there. 

Often, NATOPS briefs are by exception only because the ODO brief will 

cover material, such as weather. We cover as a crew to put us on the same 

page to set expectations, such as power margins. For example, what if we have 

to cut of an engine? We will discuss vertigo and emergency procedures. We 

talk about landing possibilities.  

I have seen emergency procedures briefed in detail, as practice. You 

discuss engine failures in weight and power portion. I do not think it is we 

will say the EPs every time – that is more HAC discretion.  

Up at Creech, for my experience, we briefed “try our best” not to enter 

the clouds because the freezing layer was low. We knew that it was pretty 

heavy moisture. It was raining the whole time. We were close to home field. 

It was not great instrument conditions. Most of it was, like, we had on every 

come cards every MSA listed and we had every approach listed and tower 

frequencies. It was known, but, if clouds are not good, as soon as we pick 

up, you should head back. 

For the schedule, I could be wrong, I remember the different versions 

were due to line and crew changes because we did not get the NSI check done 
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the night before and what we wanted to get done as a whole group. We 

reallocated crews to fix that.  

I do not exactly know what  and

were moved because, I thought, their experience. I think, we put together a 

“senior” crew flying in questionable, obviously, conditions to back home. 

This was my guess. I do not know if it was correct. I think it was a 

discussion that was had, from what I know. Normally those conversations are 

held at the training officer level. was only on version three 

because, should anything come up with  getting an “X”, 

would be there. That is my guess. 

was working both days and nights. I think  

then transitioned to nights. I believe , I believe, transitioned 

to nights, but I am not sure. It was a normal conversation with  

to see if could be on TIGER 43. That is my guess. 

I was at Creech on 4 February 2024 or 5 February 2024 pretty much 

during the day. On Sunday 4 February 2024, that Monday, I had dinner with 

 that night at the hotel – I am pretty sure it was that day, 

because all the copilots went out. This would have been around 2100. On 5 

February 2024, I think  would have been around. I was not with 

, but I saw  at the hotel, I believe, the night of 

5 February 2024. I did not have a conversation with  on 5 

February 2024 about  flying the next day. 

I was the schedule writer on 6 February 2024. The ODO desk was in the 

ready room. We had two desks and we pretty much shared with the weekly 

writer, with three or four computers. Behind us were the jumps computers. 

That is where the officers would be there planning, so we were close. 

For 6 February 2024, discussions about weather were ongoing throughout 

the week. I do not remember a day that weather was that good. It was low 

cloud layer, low freezing and raining that week. For that day, we had an 

internet issue and could not get onto teams. Through personal computers, we 

could access .mil through browsers. I could build the brief that way. We used 

both Miramar and Creech maxes. I was pretty involved with the weather 

discussion and had a good idea what it was like. We had messages in group 

chats and signal. Everyone was close and could overhear each other. 

The ODO brief is on Microsoft Teams. It would not let us download 

because we were using the Creech wifi. The brief will still be saved on 

Teams. I can download it and send the brief to the Investigating Officer. 
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I know the weather was better Wednesday [sic] night than the last two 

nights in the local area. I was pretty confident we were going to get the NSI 

checks done. I was still in the building when TIGER 43 landed. I remember 

, , and  coming in. They checked 

weather again with the ODO. The ODO, I am pretty sure, was talking to 

Miramar. I remember  saying, like “we are going to go.” I do not  

know, actually, if  came in because someone would have had to 

stay in the aircraft. They asked about Havesu weather, Imperial, and at 

Miramar. The writers left the spaces pretty much after they left because we 

were done. I know, over the phone–using WhatsApp and Signal–they were asking 

for weather updates. I do not know if they were in the air. I have copies on 

my phone, to include a company-grade (e.g. captain’s) chat. 

Flying from Imperial to Miramar, to the course rules do not cover the 

whole way. We use Plaster City as a point, and then use the I-8. We come in 

from Imperial coming into San Diego, at 1,000 feet and then climb to 7,500 

feet, and then down to 3,500. The 7,500 is to get over the hill. I think the 

course rules for going out to Imperial end at 3,500 around Plaster City. 

If it was IMC, I know that you can contact SoCal approach and pick up 

clearance and PAR. You could also cut north, over Ramona, and come down the 

I-15.

I know that do not go into a freezing layer, and cannot fly more than 

30 minutes which is NATOPS best case. Given how heavy it was raining, you do 

not want to go into it. 

I know we have talked after the mishap, maybe TIGER 43 could have gone 

north and turned around. But we were thinking it was normal course rules. 

We use the I-8 for navigation pretty heavily going in and out of there. 

I have never heard of using the I-8 for going low to avoid clouds. You 

stay at the altitudes and do not deviate. If you get lower than you should, 

you can get into other airspaces that you should not go into. 

I have never flown the I-8 when there are heavy clouds. There have been 

scattered layers, but I have never had any issues. Normally, it is just pick 

up an approach into Miramar if able. 

We did not complete an exact mishap drill at Creech. We met as a group 

and talked about it. I feel like we had a pretty good idea what to do. We 

reviewed the binder. I do not know if we pretended to walk through anything. 

We discussed this on the first day. 

ODO training is one day and one night. You follow someone along, 

preferably on a flight day. Pretty much everything is covered: get there one 
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hour early, we walk to maintenance and how to ask for the information, going 

through the PowerPoint and the links to pull the information. It is step-by-

step. To be honest, I did not run through the mishap checklist through my 

training. We opened the binder. I have looked through a couple of pages on my 

own. 

The squadron runs mishap drills, maybe once since I had been here. I 

was not present. I was either flying or at a symposium, something like that. 

During our meetings before a flight, we will talk about how everyone is 

doing and how comfortable you are. I do not think it matters who it is in the 

cockpit. We are pretty good working as a team and talking it through. I do 

not think rank has any place in talking through comfortability. 

Since I checked in, in November 2023, I think the operation tempo has 

been pretty good. I was moving through pretty well and I think most people 

were. We were getting a lot done and the only reason we would not have been 

doing something is because the bird would not have been working. These 

aircraft are old and delicate. They have issues just like everything else, 

not necessarily maintenance. 

I flew out to Creech, riding in the back. I was originally supposed to 

get a code, but as we got there, we had a hydraulic leak on 518. I think 

three left, maybe, the first day, and the fourth came later that day or the 

next morning. I cannot remember.  

On WhatsApp, at 2120, asked for a freezing level at KNKX, 

and it was provided. asked for the cross-section to see if there 

are clouds about 5,000 feet. A response was provided.  asked for 

the base frequency at Yuma hangar 220. Additional base weather information 

was sent to . About 40 minutes later, the frequency was sent. I 

am willing to send a screenshot of the group conversation to the 

Investigating Officer. 

In the chat that includes the CO and the XO, for administrative items, 

 at 2100 asked for an extension. At 2116, says 

landed at Imperial and reevaluating weather toward home field. That was 

“thumbs up” by the ODO. 

For flight schedules, we would carbon copy personals along with the 

military email. That night, some of the personal emails did not receive it, 

so we sent it over a chat to the captains. We have a co-pilot chats and it 

was requested on 4 February 2024 for 5 February 2024 and 6 February 2024. It 

did make it to the military emails. The flight schedule changes would be sent 

as pictures, sometimes, if it is red-inked. On Monday 5 February 2024, 
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version three for 6 February 2024 was sent by chat at 2248. The assumption is 

that  would receive that chat at 2248. 

There should be a complete big RAW. I am sure one is saved somewhere. 

Normally, we do the hard copies, the ODO gets the stamped version, and we 

will print the electronic one. I do not remember if we had a stamp at Creech, 

but that was what we did.  had the schedule binder on 

, and I would guess they would be in there. 

We have a Signal group with all the officers, Sergeant Majors, and some 

maintenance, for official business. The co-pilot WhatsApp group is called “B-

List Celebrities.” “Okatraz” is the company-grade chat on WhatsApp. 

I texted until around 1945, it is nothing about 

weather. It was just about the schedule on 7 February 2024 that I could work 

on as much as I could.  

 had the physical master copy flight schedule on  

 person. 

I think the aircraft, I heard, had a faulty light on the aircraft for 

the number two engine overheat. I think I first heard about this after-the-

fact. Some people were asking, “do you think that was a factor?” I trust our 

maintenance team. 

The signed flight schedule is sent by .mil and personal emails. It is 

not usually distributed during chat. It may be if someone did not get it, or 

if there is a large red ink change.  

I do not know of anyone else who communicated with TIGER 43 while they 

were in the plane. I would guess the ODO. 

We got a text from OPSO around 0500 and 0530 about meeting in the lobby 

the next day on 7 February 2024 and to not check out of their rooms.  

and individuals like that were still in their flight suits. The OPSO 

pulled everyone into the conference room at the hotel and told us that TIGER 

43 did not make it home and search and rescue efforts were ongoing. We were 

told not to use our phones. 

The crew day is 10 hours, starting the moment you step into the 

squadron and ends when you leave the spaces. At Creech, I think it was when 

we arrived at Creech. It was a 45-minute drive. 

Sometimes we handle the debrief the next day if we depart. I have seen 

those occur the next morning. The assumption as a writer is that there is 

more crew day when someone lands. I believe the crew day should be in the 

SOP. 
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Typically, during briefs, the HACs discuss RAWs by different ways. I do 

not think there is a standard. They will ask personally how are you doing, 

like sleep. If anyone says anything, like they flew late the day prior, it is 

talked about. It is very conversational. 

Again, I have never heard going lower than the altitude standards for 

the I-8. 

The safety culture in the squadron is pretty good. When I checked in, 

again, I had a good sit down and we discussed why it was important to look 

for certain things. That was a good introduction. I have a good idea of the 

RAWs and the purpose of that. We have had ORM classes. Culture overall is 

positive. 

I feel the most junior member would be comfortable voicing concerns. 

For example, to weeks ago, I was the lowest comfortable crew member with 

 and  for a cross-country due to weather. We ended 

up not flying the cross-country and did an hour instead. 

 would go through procedures during briefs. We were having 

good discussions about the flights. “Do we need to?” was asked. Inadvertent 

IMC diverts were discussed, such as going to North Island. During the NATOPS 

brief,  discussed here and North Island. 

I would characterize  as pretty awesome as an aircraft 

commander.  was a good instructor. would let you fly 

and then talk to you about your corrections.  knew everything 

I was about to do before I did that. I thought they were two of the better 

individuals I flew with. 

 and  were very comfortable talking openly 

to everyone. They asked me, as the young co-pilot, what I thought. I do not 

think they cared much about being higher rank or more experience.  

No one on the TIGER 43 crew was overbearing. They had the character to 

discuss options or go different courses of actions. 

In November 2023, we did 12 hours on, and 12 hours off. This was the 

entire squadron, including the S shops. It was my first week. I believe it 

was for maintenance. With the Ospreys going down, there was small talk and 

discussions about us picking things up. I do not think we ever talked about 

it being too much. 

On average, at Creech, we tried to adhere to the 0700 to 1600 day. 

On 6 February 2024, I was not aware of any human factors that could 

have affected that crew. 
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I signed a Permissive Authorization for Search and Seizure to provide 

screen shots to Investigating Officer. I will also provide the brief I built 

to the Investigating Officer. The Investigating Officer did not take 

possession of any of my personal property, such as a cell phone. I provided 

my cell phone number to the Investigating Officer. I was directed not to 

discuss my statement to the Investigating Officer with others per the Manual 

of the Judge Advocate General (JAGMAN) with certain exceptions. 

END OF STATEMENT 

I, , U.S. Marine Corps, have had an opportunity to 

review the above summary of my statement to the Investigating Officer for the 

Command Investigation into the facts and circumstances surrounding the CH-53E 

Super Stallion Helicopter mishap that occurred on or about 6 February 2024. I 

agree that the summary accurately reflects my interview and swear or affirm 

that it is true and accurate to the best of my knowledge. 

Signature: ____________________________________ Date: _______________________ 

Enclosure (29)

(b)(6),(b)(7)(c)



From:
To:
Subject: RE: CUI: Interview Summary
Date: Thursday, May 30, 2024 7:28:25 PM

Sir,

Apologies for the late reply, I have been battling computer access issues out in Okinawa.

Approved.

V/R,

 USMC.
S-3 ACOPSO

From: 
Sent: Wednesday, May 29, 2024 8:44 AM
To: 
Subject: CUI: Interview Summary

Attached is a summary of our discussion together.  If you would like the audio records please advise. 

If no changes are required, please reply with “Approved”.

If you have like to modify, please do so with track changes enable. 

S/F,

3d Marine Aircraft Wing

Office:  858-307-4549/5077
BB: 
Cell:
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SUMMARY OF INTERVIEW OF 

Name:.........  

Rank..........

Service:...... U.S. Marine Corps 

Unit:......... HMH-361 

Date:......... 27 February 2024 

On 26 February 2024, the Investigating Officer conducted an interview 

with , HMH-361 Weekly Schedule Writer. The Investigating 

Officer explained the purpose and scope of the interview, to include the 

difference with a safety investigation.   affirmed he 

understood his statement was not privileged. He swore or affirmed to tell the 

Investigating Officer the truth. He agreed to have the interview with the 

Investigating Officer audio recorded.  

The following is a summary and not a verbatim transcript of my interview with 

the Investigating Officer: 

In August 2021,  checked into HMH-361 initially holding 

the S-5/S-6 and Digital Interoperability Officer billets. He’s deployed as a 

copilot with the squadron to Okinawa, Japan, in support of the Unit 

Deployment Program.  currently works in the Operations 

Department as the Future Operations Officer and was designated a Helicopter 

Aircraft Commander (HAC) this past fall. Regarding the HMH-361 check-in 

process; he found it to be standardized, noting that the Safety Department 

stressed the differences between HMHT-302 (FRS) and the fleet, stating the 

squadron expected copilots to be a contributing crewmember as a designated 

Helicopter Second Pilot (H2P). Additionally,  sat down with the 

operations & training department in which he was briefed expectations and 

syllabus progression. 

 completed the LLL NSQ syllabus within one year, and 

earned his HAC designation the year following, which he stated was longer 

than the squadron average of 18 months. 

Regarding schedule writing tasking and responsibilities, and who 

primarily writes the Daily Schedule;  stated the Aviation 

Operations Clerks primarily focus on ground training tasks, and typically 

write the schedule as an alternate, or on a low hours fly day/Functional 

NOTICE 
DO NOT DISTRIBUTE THE CONTENTS 
OF THIS DOCUMENT WITHOUT PROPER 

AUTHORIZATION FOR RELEASE 
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Check Flight (FCF) days, being that HMH-361 had six officers fulfilling the 

schedule writer billet leading up to the mishap. 

stated that two-day schedules are only written if the 

primary signers are unavailable the following day due to competing 

responsibilities, and their department aims to write schedules that have 

redundancy built in, vice if Monday’s codes are not completed it will require 

the rest of the Weekly schedule to be re-written.  As the Future Operations 

Officer,  focuses on the Monthly schedule and scheduling 

outside of two weeks.   

 stated the schedule is traditionally routed from the 

Daily Schedule writer, screened by the COPSO, then PTO, followed by the OPSO 

for signature, then the AMO or AAMO’s signature, Safety, XO, and finally the 

CO. To the best of his knowledge, documents routed with the schedule are the 

Risk Assessment Worksheet, the weekly Qual/Des Matrix, hot boards and 

validations from MSHARP (with the appropriate justifications written in), as 

well as the Weekly and Monthly schedules. 

Regarding the Weekly Schedule, he stated it is typically 90% accurate, 

but with the V-22 reds-tripe it has become less consistent due to short 

notice tasking. 

 stated schedule change standard practice is to bring the 

schedule to the OPSO, then the CO for signature; he was uncertain if the 

Safety Department screens all schedule changes. Most times, the schedule 

change is discussed in parallel within squadron messaging forums. He stated 

that the CO is the only one authorized to sign off on schedule changes, in 

cases that the CO is unavailable or on Crew Rest,  was unaware 

of who is authorized to sign the schedule or what the process is to obtain 

the appropriate authorized signature. As far as how often schedule changes 

happen at HMH-361, he stated they receive the scrutiny they deserve and are 

not done often. However, if a schedule is changed, it is screened & annotated 

appropriately, and the weekly is adjusted appropriately to maximize training. 

Regarding the flight schedule publication and distribution, it was 

typically done in garrison between 1600-1700. During the Creech UTD, it was 

typically released later in the evening due to connectivity and printer 

issues at Creech AFB.  

 stated, there is no written ODO UT syllabus, but they 

typically have all pilots new to the squadron conduct two “under training” AM 

and two PM ODO shifts, before acting as the official ODO. ODO briefs are 

tailored from a PowerPoint template. When asked of the contents of the ODO 
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binder on the Creech UTD,  was unaware of its contents being 

that he did not stand ODO while on the detachment.  

Regarding individual cockpit NATOPS briefs,  stated they 

are tailored for each mission, and that the Emergency Procedure section (EP) 

is performed differently by each pilot, and that he personally briefs every 

EP listed in the section. He further stated, if pilots and aircrew are 

rushed, the section will not be briefed in detail and will be briefed 

stating, “All EPs will be handled in accordance with NATOPS.” HACs typically 

conduct the NATOPS brief, however, Copilots will sometimes brief it for 

proficiency. Following the NATOPS brief, the specific mission briefs will be 

covered IAW the Tactical Pocket Guide.  had flown with the 

Mishap Aircraft Commander (MAC) multiple times and characterized the MAC’s 

NATOPS briefs as “in depth.” 

For ODO brief contents,  said the weather, NOTAMS, TFRs, 

the ambient minimums and maximums, freezing level, cloud layers, radar 

snapshots (no radar videos/progressions – unless asked for specifically by 

the crew, at which time the ODO fulfills their request). While on the Creech 

UTD, he stated due to the time of year and elevation, the freezing level was 

briefed in detail. 

Regarding the filing of flight plans while on the Creech UTD, it was a 

requirement due to the Creech airfield being an Air Force Base. For IFR 

flights, the squadron will file with Base Operations via a “Hotel-8-A” and 

while at Creech, flight plans were filed via DD-1801s with Creech AFB 

regardless if it was IFR or VFR. It is common practice to receive the “Dash 

One” from the weather briefer when filing an IFR flight plan. 

 stated Crew Day for HMH-361 is 10 hours day and night. 

It starts when, “you first show up to work and ends with the engine or rotor 

stop.” During the Creech UTD, he stated the Crew Day for aircrew began from 

the transit in to work. 

Regarding the planning leading up to the Creech UTD,

stated the det was thought o be “on the chopping block” multiple times, due 

to range space and a demanding op-tempo back at MCAS Miramar. Since the V-22 

was red-striped and HMH-465 was supporting SLTE, it left only HMH-361 and 

HMH-462 to provide all assault support for the MAW. Following the mishap, 

during aircrew roundtables, many aircrew felt there was a higher than normal 

op-tempo leading up to the mishap, however everyone was still willing to 

execute the mission.  
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Regarding 3d MAW guidance for how often UTDs shall be conducted by 

units,  stated it is a quarterly requirement, but did not know 

why it is a quarterly requirement.  stated mishap drills are 

typically run on a quarterly basis, and he characterized them as realistic, 

and all pilots participate. He was unsure if maintenance is involved in the 

mishap drills.  stated mishap drills are normally done when the 

squadron goes on detachment. 

Regarding aircraft deployment timeline to Creech UTD,  

stated a section of aircraft launched and arrived to Creech initially, and 

due to maintenance issues, a single “straggler aircraft” arrived later that 

day, for a total of three aircraft. Additionally,  was crewing 

the straggler aircraft.  

stated the “Read and Initials” process is currently in 

transition, formerly being done on ITS and is now done on MSHARP. EP quizzes 

are currently done via physical paper EP quizzes and done on the last week of 

the month. Everyone shall be done prior to the first day of the month, and if 

you are delinquent on your EP quiz, you will be pointed out via a slide in 

the ODO brief, you will be called out by the ODO and you, “shall not go fly.” 

Regarding the ODO brief,  stated all pilots attend the 

ODO brief, only one aircrewman is required to attend. Following the ODO 

brief, individual cockpit briefs are completed, then the HAC goes up to the 

ODO to hand in and sign the RAWs. It is standard to check out with the ODO 

prior to stepping to the aircraft. He characterized the Ready Rooms’ view of 

the RAW process as, “above a check in the box.”  

When asked if there is a “checks and balances” process applied to the 

HAC’s determination of risk level on the RAW, if the ODO determines the HACs 

characterization of risk as unsafe, the ODO will speak up. 

When asked what comments the CO typically provides on the “big RAW”, 

 stated he usually inputs, “Concur with Ops and or DOSS 

comments.” In  experience he has never seen further 

clarification or guidance on the big RAW from the CO. 

When asked how he would execute a rotary wing flight returning from 

KIPL (Imperial Airfield) to KNKX (MCAS Miramar),  stated 

following takeoff from KIPL, you follow the I-8, west at 1,000’ or 1,500’, 

talk to El Centro Tower, pass through their airspace, kiss off with El Centro 

Tower once clear of their airspace, then head to Plaster City, then utilize 

GPS to navigate to Pine Valley, he noted there are intermediate ground visual 

checkpoints to assist in navigation to Pine Valley, such as a wind farm, 
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which you stay north of. En route to Pine Valley you climb to 6500’ MSL for 

VFR cruising altitudes westbound and terrain clearance, and dependent on 

weather, if it is windy, he typically will climb earlier to obtain a PIREP of 

weather conditions. After Pine Valley, you proceed to Lake Jennings, descend 

to 3,000’ to stay out of Gillespie Airfields airspace. Then proceed to Santee 

Lakes, calling KNKX Tower to request entry to their airspace, and he stated 

this procedure does not change at night.  

When asked if there was a hypothetical moderate freezing layer 

preventing you from climbing to 6500’ MSL westbound from Plaster City to 

KNKX, stated as a junior HAC, he would not fly through a 

moderate icing layer.  

When asked if HMH-361 is in the habit of going VFR below and utilizing 

the I-8 for navigation to Pine Valley,  stated its dependent on 

Aircraft Commanders and that there are two schools of thought in the 

squadron; with one school briefing, “I-8 as course rules”, and the other 

school who believe that if Yuma Course rules are closed due to weather, you 

should not be attempting to enter Yuma Course rules VFR. He further stated, 

at the same time if you maintain your VFR cloud clearances, you are legal to 

fly in Bravo airspace. 

explained further that some squadron aircrew view the I-

8 as a tool to see how weather is, “a little farther in”, but they are 

cognizant that by doing that they do run the risk of boxing themselves in.  

When asked if squadron aircrew are worried when conducting VFR below 

flight IVO the I-8 with the aircraft operating below the typical westbound 

VFR cruising altitude of 6500’ MSL, or if they deliberately adjust their 

airspeed to provide more reaction time, he was unable to confirm the 

aforementioned aircrews’ opinion of the situation without making assumptions. 

Making an educated guess, if he was part of one of those aircrews, he 

would expect the NATOPS brief to include some sort of a slow down if there 

was anticipated bad weather. He further stated, if there was bad weather and 

the crew desired to “poke and prod” to see if there is in fact “bad weather” 

they would slow down and go lower, but it would be a very deliberate action 

so everyone was aware. 

When asked if flight hour distribution had been well balanced in light 

of the perceived high op-tempo,  stated they are appropriately 

spread-loaded based on where specific aircrew are at in their respective 

syllabi. 
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 then provided a timeline of his day on 6 February 2024, 

stating he mustered at the hotel, drove to Creech AFB, which took 30-40 

minutes, assembled his products for the day flight, the mission was day 

tactics for the younger copilots. Further, they were going to conduct 

external operations and section Confined Area Landings.  

Recalling the weather that day, there were cloud layers around the 

mountains, and a relatively lower freezing layer of around 5500’ MSL. Upon 

takeoff, the crew was aware the weather was questionable to execute the 

planned training. His Section Lead was the OPSO, ,  

was the wingman HAC. He stated they had a discussion of the game plan, they 

planned to do a “recce” of the working area to give a good PIREP to the night 

flight. Upon arriving to the working area, they determined the weather was 

questionable and they determined they could not do their training as planned 

in any of the mountainous area and they could not conduct the planned Terrain 

Flight (TERF) route. So the section returned to Creech AFB, executed section 

CALs, picked up HST, inserted them into the External zone so that the HST 

could set up, they then proceeded to the section CAL zone to further practice 

CALs.  

During the practice CALs, aircraft experienced an 

Airspeed Indication and Fuel transfer issue so they RTB’d while  

aircraft conducted externals. After aircraft was 

fixed, they returned to the working area and conducted more section CALs with 

 aircraft.  

They then hot-seated the aircraft to the night flights. Due to no hot-

gas being available at Creech AFB, they shutdown to receive gas.

 hot-seated to . He could not recall who

hot-seated to.  

 stated he then went inside, passing who was 

on his way out to his aircraft, which was a cold-go. In passing, 

 stated to , “Good luck, have fun.” crew 

then conducted a debrief. 

When asked if weather conditions discussions were had after his flight, 

 stated the only discussion he was a part of, “if

did not depart Creech to RTB to Miramar, the aircraft was still there the 

next day, there was potential I was going to fly the aircraft the next day. 

Take the aircraft home.” He then asked how probable that scenario was, and 

what the limiting factor was, it was stated that the weather would be the 
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limiting factor, and that the schedule was still in routing. If  

did not RTB, the plan was to return the following day as a four-ship. 

When asked if anything stood out regarding TIGER 43’s aircrew on 6 

February,  stated he saw  and  in 

the planning spaces speaking separately to individuals. In that time,  

 was speaking to the AMO, . The only thing  was 

able to hear regarding their discussion was about the aircraft 

troubleshooting a utility hydraulics leak around the left main landing gear 

that ultimately got resolved.  stated that he had experienced 

it a week or so prior on that same aircraft and wrote a MAF on it, and he 

characterized it as an aggressive leak associated with the brake system. 

 leak the week prior, was rapid enough to shutdown on deck in 

MCAS Yuma, requiring them to conduct a patch job, before flying back to KNKX 

during which they experienced no further leak. 

When asked if  was aware of any human factors that may 

have been affecting TIGER 43’s crew, was unaware of any human 

factors concerns or issues. 

After debriefing his flight,  returned to the hotel, ate 

dinner, and retired for the evening. On the morning of 7 February,

was slated to return to Miramar via C-130. He awoke around 0630-0700, 

and stated he saw a first alert on his phone of a helicopter crash. He then 

checked his squadron messaging apps, that informed him there was an all hands 

meeting that morning to pass word. Due to the “cryptic” nature of the 

message, called another pilot to ask what the meeting was 

about to which he was informed of the mishap. He then proceeded to the all 

hands meeting in which the department heads informed the detachment personnel 

of the mishap. 

 then sat down with the ASO, , who was also 

returning to Miramar via C-130, to run through the mishap binder and 

checklist once more to ensure they did not miss anything.  

When asked if anything was passed over the squadron’s messaging apps 

regarding TIGER 43’s flight on 6 February,  stated that TIGER 

43 messaged Safe On Deck at KIPL, and while on deck messaged 

asking if Yuma was open,  replied with the closure time, and 

 provided the MCAS Yuma base frequency. Additionally at 2120 

local,  asked the ODO if he could get him the freezing level at 

Miramar, the ODO replied, “5.5k per base weather.” At 2141, then 

asked for the cross section to see if there are clouds above 5k. The ODO then 
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messaged the TAF line for Miramar, which included a broken layer at 020, and 

the freezing layer (exact screenshots of this conversation are included the 

investigation enclosures). 

When asked if there is a designated ODO chat at HMH-361,  

stated no, however the messaging chat labeled as, “Cat Facts”, serves a lot 

of the similar purposes of an ODO chat.  

When asked if there is anyone else the IO should speak to or if  

 was aware of any other information that would contribute to the 

investigation,  stated it would be important to obtain how the 

flights ODO brief went, specifically what weather was briefed or considered.  

Regarding multiple versions of the 6 February schedule being 

distributed, with the final version being released after 2300 on 5 February, 

 stated all the night aircrew on 6 February were aware they 

were on the flight schedule the next day, even if they weren’t on Version 2 

(which was released late in the evening), and were added to the final 

version, Version 3. 

When asked about the recent op-tempo leading up to the Creech UTD, 

 stated they worked “12-on-12-off”-meaning they worked 12 hour 

shifts, one day shift, one night shift back to back – for a six day period 

when the Ospreys were first grounded, due to tasking that their squadron now 

had to pick up. Leading up to the UTD, the squadron had two aircraft ready to 

launch, but the other two aircraft were still having inspections and MAFs 

closed out the morning of 31 January.  stated that

crew flew the Mishap Aircraft (MA) up to Creech UTD on 31 January, but 

was that aircraft was not yet FCF complete. 

Regarding the Safety culture at HMH-361 from his check-in to leading up 

to the mishap,  stated that following the recent UDP, they had 

an, “adequate at best”, ASO, and that the Safety department was trending 

negatively. But after they sent  and to ASO school, 

the Safety department and culture improved, specifically after SLTE 5-23. 

 stated his understanding as to why TIGER 43 was required 

to return the MA to KNKX on 6 February, it was to support a FRAG later that 

week. 

When asked how he would characterize  as a HAC, 

 stated he was very knowledgeable, and he learned a great deal doing 

his night HAC review with , he was a mentor in the squadron, 

people looked up to him. When he flew he was very calculated, and had a well-

thought out approach.  
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characterized  CRM approach as calm, cool 

and collected. Furthermore, when  encountered issues, he was open 

to hearing “whatever” and never showed anger to other crewmembers regarding 

their opinions.   

 signed a Permissive Authorization for Search and Seizure 

to provide screen shots to Investigating Officer. was directed 

not to discuss his statement to the Investigating Officer with others per the 

Manual of the Judge Advocate General (JAGMAN) with certain exceptions. 
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SUMMARY OF INTERVIEW OF  

 

Name:........

Rank.........

Service:...... U.S. Marine Corps 

Unit:......... HMH-361 

Date:......... 28 February 2024  

 

On 28 February 2024, the Investigating Officer met with 

 (the “Interviewee”). The Investigating Officer explained the 

purpose and scope of the interview to the Interviewee, to include the 

difference with a safety investigation. The Interviewee understood that the 

Interviewee’s statement is not privileged. The Interviewee swore or affirmed 

to tell the Investigation Officer the truth. The Interviewee agreed to have 

Interviewee’s interview with the Investigating Officer audio recorded.  

 

The following is an abridged summary and not a verbatim transcript of what 

the Interviewee told the Investigating Officer during the interview: 

 

I told the Investigating Officer where I was from and where and when I 

went to college. I commissioned [as an Officer in the Marine Corps] in the 

summer of 2019 and then went to The Basic School. I went to flight school at 

the height of the COVID-19 pandemic. Then, I completed my completed my 

aviation training. 

I joined the squadron, HMH-361, in June 2023. The check in process was 

pretty good. The conversations you will have with the XO or CO will discuss 

“we are not here to crush you” and “we know you have families.” I was 

encouraged to make time to go to the gym, which I appreciated. The hardest 

issue was probably getting computer access, which is the same for everyone. 

Otherwise, no problems with the check-in process. 

Check-in with training officers, at the time, “Nuke”’ was the PTO. Nuke 

started us off by telling us about how, for Nuke, everything was a mystery. 

“Now, we want you more involved in your training.” “We are going to ask you 

to do things. If you genuinely do not want to do something, it will not be 

held against you.” We did get “ambush university” which is a bunch of 

prerequisites. Your introduction to higher level codes is through 

publications, which is also the eye-opener for tactics. We were also all 

bound for SLTE. So, the ambush university set the expectation of what is 

NOTICE 

DO NOT DISTRIBUTE THE CONTENTS 

OF THIS DOCUMENT WITHOUT PROPER 

AUTHORIZATION FOR RELEASE 
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expected of you as co-pilot and then you will get the HAC syllabus. I have 

not completed the HLL syllabus. I was a couple of flights away before [the] 

Creech [Detachment in February 2024]. It was all low-light there. The mishap 

put my training on hold. 

Check-in with safety - it was were I was going - was with a lot of 

changeover. As I came in, the DOSS was leaving. When I returned from PTAD, 

there was a new DOSS. I was going to be NATOPS officer. I was told I would be 

the GSO, but there was no course. I am currently the NATOPS officer and the 

GSO. I remember that I received all the initial training that all the check-

ins receive now, with a check-in sheet they sign, with a check-in binder. It 

goes over the CO’s safety policy, such as hearing protection, emergency exit 

plans. They sign it. Then, we tell them how to report safety concerns, 

including anonymously. That is what the process looked like with me. I picked 

up NATOPS at SLTE.  There was some “hand-holding” at the beginning, but it 

became easier. I do not have a call sign yet. 

My initial ODO training was a nighttime one, but not a daytime one. I 

believe they are pretty much the same thing. I do not remember who I was on 

the desk with. The ODO that night (or day) usually starts with the ODO brief. 

They are building it to give to the crews that are about to fly. They start, 

for example, pulling whether. At training, you learn the process how that is 

supposed to go, but at least how we do it here at HMH-361. It is like what I 

had at 302, but now there is no ADO or someone to report to. You will prepare 

NOTAMS, weather, the schedule, and you have the aircraft, Safe for Flight, 

flight notes that pertain to that particular crew, those are the first 

things. You go through the weather, METAR, TAFS, and you go through that 

line-by-line. With NOTAMs, it is the same thing. You point out the most 

significant ones, that are more recent. Ones that have been there a while, 

you can go over them again, but for the most part, people know them. We also 

use SKYVECTOR for TFRs for weather. I executed my training right before we 

left for SLTE in around July 2023. It was “this is how we do it at HMH-361.” 

You usually have a daytime and a nighttime, but I only receive one training – 

I do not remember which one. 

For mishap checklist execution, the training is “you have all these 

numbers to call” and who to call first, determining what to tell them. We 

have the mishap binder. There are also instructions in the ODO binder. The 

mishap binder was a training I mostly got at SLTE. Anyone standing ODO, we 

went through a simulated mishap similar. The person running the binder starts 

to delegate. You push those tasks out to other people and have a runner. 
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People will make calls and tell you what happened or go around base and bring 

you information. “You go with questions, they come back with answers kind of 

thing.” You have a scribe who is always writing everything down. We really 

only practiced this once. It was a big, squadron effort. It was kind of like 

everyone to the ready room, and simulated. The person on ODO started the 

checklist. The ADO is there supervising. 

We did not do a mishap drill at Creech. The mishap binder was out there 

at Creech. When I did my mishap training, I did not practice a mishap drill. 

I was told, “this is the mishap binder” and included “this is the checklist” 

and “this is how you would begin tackling this mishap.” Things like RMI and 

IRS that we used at 3d MAW were in there, too, “hey, if we have a flash 

report . . . this is where you could go to find that information.” At the 

time (of training), I did not have IRS access. We made sure that we then had 

it. 

Before 6 February 2024, I probably viewed the mishap binder a couple of 

times. We had the mishap drill. After that, I went through it on my own and 

to refresh. And, then, another time when I was on ODO because I wanted to 

look at it again. My ODO training was similar to my peers receiving the 

training. I cannot say there was a drastic difference at the time. 

I was not part of building the training binder at [the] Creech 

[Detachment]. All I can speak to is ” was new to the safety shop.

took over and had just returned from ASO school. wanted to revamp a 

couple of things and started going through everything to update everything. 

I know there are two Risk Analysis Worksheets. I know the big one that 

tells you things like flight hours, last time you flew, low light, high 

light, and the risks associated with those: high, medium, and low. The small 

risk analysis worksheet basis off the big worksheet. The big worksheet has to 

be signed with the schedule, and the small worksheet is signed with the 

aircraft commander and ODO. I looked at the “big” RAW and “mini” RAW (which 

is a half-sheet of paper) for 6 February 2024. 

On 6 February 2024, I knew I was coming in at night with a 1230 muster 

time. I woke up late because it was going to be a busy night. I was going to 

be ODO for back in Miramar as well, and the schedule told me that I would 

have to get all the information for flights at Creech and at home to report. 

I had a late breakfast – I would not even call it breakfast, I guess. I 

showed up at the hotel café around 1150. I saw a few guys leaving. In that 

group, I for sure saw and . I am not 

sure of everyone who was in the group.  asked me, “are you going 
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to eat here?” I said, “yeh.” He said, “cool. I’m going to try to find 

something at the deli or some other place.” I sit down, I am alone, and think 

I am not going to have enough time to sit here and wait for the food, change, 

and make muster. I ask for food to go. I see  walking back fast, 

and I am thinking “that is the right decision” because we are just going to 

make muster at 1230. I go back to my room, change, and meet everyone at the 

lobby for muster at 1230. 

We get into the van. I am in the very back seat. A captain was to my 

left, was in front of me, and was in front of the 

captain to my left. It is a 40 minute to one hour drive. We did not hit 

traffic. We listened to [country music artist] Toby Keith because Toby Keith 

had recently passed away. We were laughing and joking about the music. There 

were conversations going on, but I was listening to the music. We arrived at 

Creech around 1315 to 1330 and as I walked into the building, it was hectic. 

The ODO before me was coordinating the retrograde.  

For crew day, we have a ten-hour workday. For the ODO, it is the same 

as the aircrew. My training was that the crew day mirrors that of the 

aircrew. For example, if I am supposed to be ODO in the morning and there are 

obligations that do not necessarily require flying, I come in earlier than 

the crews. However, it is around their timeline and brief time. I believe, if 

I remember correctly, that ten hours is extendable by the CO. I do not 

remember at this time who else can extend. It begins when I arrive at work. 

It ends at the debrief. You brief when you get into work, and then, ten hours 

later, “you’re a potato” with exception. 

In all three versions of the flight schedule, I was the “PM” ODO. You 

usually coordinate with the AM ODO when to start, obviously not to interfere 

with your rest. Depending on that overlap, will discuss when the PM ODO can 

come in. That way, I will still have a couple hours not to disrupt my crew 

rest. For me, I was going to start as soon as I got there, in the special 

situation where I am going in with the night crews. Also, there is a van plan 

to adhere. I did not have a discussion with the AM ODO at that point – it was 

more like, “when I get there, I’ll start getting the turnover from you” and 

then take over. At Miramar, there is coordination the night before and day 

of. For example, if I am PM ODO, I will text the AM ODO the night before or 

the morning of, “when do you want me to take over?” “Cool.” It is a fluid 

turnover with implied crew day limitations on 6 January 2024. 

As stated, it was a little chaotic arriving at Creech. The AM ODO 

[“ ”] was busy because there were two or three (I want to say two) 
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aircraft out. I will describe where is the ODO. It is in the ready room. 

There is a door with a window, and in front of it is a desk for the ODO. 

There is internet coming into that computer from the window. On 6 January 

2024, the internet was down. What I do is use my assigned work laptop, which 

needs a hard line. Creech [Air Force Base] had a public wifi network, so I 

could not connect my work laptop. During the interview, I drew a diagram for 

the Investigating Officer to accompany this statement. That diagram says “ODO 

Desk” in the top left-hand corner. The diagram is a drawing of the ready room 

at Creech, to the best of my memory. I think it was five seats on each side, 

but I do not remember exactly. The projector hung down from the ceiling. We 

would enter the room by one of the two doorways noted on the diagram. The 

room fits about 20 or 30 chairs on each side. The windows were blacked out, 

and even if you could see outside in the direction of the flightline–which 

was outside that wall–I think there were bushes blocking the view. It was a 

single-story building. The door goes directly outside and then to the 

flightline. The door lacks a window. They were also running a cord through 

the window for the radio. 

 If you walked past the planning spaces, it would take you to another 

area where there was a consolidated staff section space. You would continue 

further to get to the maintenance through the first three. Eventually, you 

would branch off into a hallway that could take you straight to flight-e, and 

further down that hallway was a conference room where airframes would be. 

That would then take you to maintenance; that is where control was.  

 Going back to the internet, the wifi was public and could not be used 

with government laptops. I did not bring my personal laptop. The hard line 

was down. I do not remember if it was down for the previous ODO. I had my 

personal cell phone and my personal iPad, connecting to the internet wifi. 

Air Force assets were not available to me. 

 We keep our ODO briefs on Microsoft Teams and updated them every day. 

Usually, the PM ODO builds the ODO brief by making a skeleton for the next 

day’s ODOs. It will have space for weather, such as a slide for weather at 

specific airports. Here, it would be for Miramar and Creech. The problem was 

I was unable to get on Teams. I asked another Marine to build the brief on 

that Marine’s personal computer.  

 I am aware that, as far as I can remember, one flight schedule came out 

on 6 February 2024. I do not remember when it was distributed. I learned I 

had PM ODO on 5 February 2024, when I was looking at the schedule, and I may 

have seen it on the weekly. I try to look the day before to see what I am 
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going to be on the schedule for and then I look for changes. Usually PM ODO 

does not change, so that is likely why I do not remember when it came back. 

 I rode with  to the air station. I remember asking 

 either the night or day before, or a couple of days before, “are you 

all going? That is, meaning going back to Miramar, because we knew the 

weather was kind of poor. It was really cold. We had some weather a couple of 

nights before, when crew was coming in. We just knew that – 

well, I knew – that there were tornado watches back in Miramar at the time.  

 worked in operations.  had, in my head, got 

promoted. Our last weekly writer went to flightline so someone needed to fill 

that position. While at Creech, had filled that position and 

was in the know. This is why I asked  about the flight returning 

to Miramar and I knew  was going to be on crew as well. I do not 

know why the airplane had to return on 6 February 2024 and that is a question 

I have. 

 During the car ride to Creech, I do not remember a conversation about 

the third flight schedule or when it was disseminated. The only conversations 

I heard, before I turned on music, was about Toby Keith. There was nothing 

about the schedule. Individuals were talking the weather and around that 

third aircraft leaving to return, things like “this is kind of weird.” 

 It was going back-and-forth between being day crew and night crew at 

Creech. I was ODO twice while we were out there: the nights of, and a few 

nights before (both were PM). I was on for a day flight either the day before 

or a couple of days before. I am not sure what the looked like for 

maintainers. I am certain it was for the crews, like pilots and crew chiefs. 

On Monday 5 February 2024 they could not complete the NSI check because of 

weather. I was on for a flight that day. Right before the night crews went, 

the AMO and I went and started the aircraft, kind of like a hotseat. 

 On 5 February 2024, we went out at our scheduled time (1200) to try to 

make the takeoff time. I was not in the seat. The AMO and OPSO were both in 

the seat. I was going to be the hotseat later on in the flight. We got out 

there and there were problems, I believe, something with the main gearbox. I 

do not remember. I think it had to do with the number three engine. We shut 

it down, drained it. A bunch of flight liners and maintainers were out there. 

We got back in the aircraft. They were like, “okay, we will do a thirty-

minute ground guarantee to see if it will come back on.” It was a light. I 

was up by ICS in the back of the cabin. I do not remember which aircraft it 

was – was the aircraft for the day flight that did not go.  
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Again, we did not go due to weather and partly due to maintenance. Two 

of those aircraft went out. It was not us. It was not 366, because I would 

remember if it was 366. 

I was only on ODO one other time at Creech. I will say that the NSI 

crews were all the same at Creech because they tried to keep it the same from 

Monday to Tuesday. We hot seated that aircraft to on 5 February 

2024. Then, I went home and it did not end up going. Then we came in for 

Tuesday. 

On 6 February 2024, I showed up around 1315, 1320ish. I started getting 

a passdown from the AM ODO, who, again, was running around. I took a picture 

of the AM ODO’s scratch pad. I really got the aircraft from the day from the 

AM ODO. The main thing I got was which aircraft was going to each crew. I 

feel comfortable sharing copies of my notes about the day with the 

Investigating Officer, including the notes. I voluntarily give permission for 

my notes to be reviewed. I voluntarily give permission for screenshots of 

chats and other messages about the mishap to be reviewed. I can share 

relevant screenshots from the mishap, although I do not know if the person 

from the other end would be comfortable. From that night, one conversation 

was with the OPSO, one was with Jabba , and one was with the 

XO. They touched on TIGER 43 and operations at large. I would want to treat 

this as showing a conversation between friends and do not know how they would 

feel about me sharing the messages. I do not mind sharing any conversations 

with the mishap crew. I signed the Permissive Authorization for Search and 

Seizure with the Investigating Officer. 

The AM ODO’s notepad has notes from 6 February 2024. The ODO passdown 

usually involves reviewing the logbook and notes of items not in the logbook. 

The thing I mostly took a picture of was which aircraft was going to which 

crew. Four one was going to have 518, four two was going to have 366, and 

four three was 387. Obviously, that changed. That was mostly what I wanted so 

I could brief to the crews. I wanted any problems from the day crews to 

brief. The turnover was pretty quick, because the AM ODO was running around 

doing other stuff. It ended with this picture and the AM ODO asking me if I 

needed anything else. I began to prepare the brief. This was around 1330. We 

discussed which aircraft were airborne. We briefly discussed weather. I had 

seen the weather coming in. I think the AM ODO told me an aircraft was at a 

zone that was “doable” that was previously not because of weather. I think 

this was how they did the NSI check – if we could get to certain areas. We 
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discussed the lineup of the aircraft out and then those aircraft would 

hotseat to the night.  

The ODO logbook is a long “green monster.” At Creech, we called it a 

Det ODO logbook. I do not know where the logbook is from 6 February 2024. The 

AM ODO opens it, and the PM ODO closes it out. You put departures and 

arrivals with airfields. Once everyone is back, safe on deck, close it out. I 

usually put the lines and have the page setup for the next day. I do not have 

a copy of the ODO log from that night from the logbook. The turnover was 

probably five, seven minutes. It was not that long. They usually are not 

long. The longest ones I have been in are when there are maintenance issues, 

maybe 10 minutes. The AM ODO was walking around. The photo of the notes I 

took was by the printer. You would be unable to hear a radio call from one of 

the helicopters that was out. The radio was week (a PRC). I clip it to my 

collar. There was no way either of us could hear radio calls while we were 

talking and walking. I do not know if the AM ODO had someone manning the 

radio. 

On ODO, we have a clipboard that usually has the original schedule and 

RAW beneath it. I do not believe we had a clipboard at Creech. I think it was 

just sitting at the ODO desk. I do not remember if it had the original stamp. 

I reviewed the three schedule versions with the Investigating Officer. When I 

took the duty desk, the squadron was operating off version three of the 

schedule. I do not remember the original stamp. Again, the schedule and RAW 

are usually in a clipboard, not in a binder. Big RAW 3.3 looks like what was 

at the desk in Creech. When the crews were filling wing powers, I think I was 

still trying to get the big RAW – came up to me and was asking for 

it. What ended up happening was they found it, or another one was printed. I 

think  found it while I was continuing to work, or it was printed. 

I did not make any notes on the big RAW. I do not remember seeing any notes 

from the CO or DODS in the righthand column. 

When I took the desk, I believe  was on a flight per the 

schedule. The AMO was around, I do not remember exactly where the AMO was. I 

do not remember if the AMO was designated nights. The XO was back a Miramar. 

I do not remember where the CO was. I believe the CO was around because the 

AMO and OPSO left at the same time, and had the CO with them. I did not see 

the CO. I did not see the CO later when the mishap occurred. 

After I got the turnover from the AM ODO, I called KNKX [ICAO code for 

Miramar Air Station] for the maxes from base weather (temperature, etc.), for 

the maxes at Creech. They told me that they were busy and that there was 
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inclement weather down at Miramar. They were fielding requests that they 

would usually do during their day-to-day. When we call for weather for bases 

outside of the usual airfields (like Creech), it takes a while. I tried 

calling first and they gave me a callback number and could not provide them 

at the time. I called base weather at Creech for the Creech maxes. I wrote 

them down. Temp: 5 PA: 33 61 DA 3218 Freezing Level: 5,522. I got the maxes 

there for Creech. At 1400 I believe the ODO brief began. So, TIGERs 421, 442, 

and 443 were all there in the room. I reviewed the 6 February 2024 brief with 

the Investigating Officer. Along with internet being down and me being unable 

to get on teams, I asked for assistance building the 

brief. I believe he and were working on something schedule-

wise. was assisting . They looked kind of 

stressed, too. was able to get on Teams but there was no 

current brief built for the sixth, which the AM ODO traditionally would have 

built. I asked the AM ODO what the AM ODO used to brief and I asked the PM 

ODO the night before what was used. The AM ODO said it must not have saved. 

It was tense between the previous PM ODO and I because the previous PM ODO 

was busy time was running short. When I started getting maxes, it was 1330, 

so we only had 30 minutes to prepare the brief. I remember feeling like I was 

in a rush. I remember feeling that it was ridiculous that there was no brief 

for me to fill in and use. started building the brief while 

I was figuring out weather. I tried getting a dash one for them. By 1400, the 

brief was made and had things that I knew I was going to need upfront: 

NOTAMs, weather, and crews. I gave the brief. I made a timeline of the events 

and am willing to share them, to include cell phone call log information and 

messages. 

The ODO brief lasted about 15 minutes. They then gave the tactics 

brief, going on behind me. One of the last things I asked was if “there were 

any taskers for me?” wanted a dash one from Miramar for 

Creech. We could get a dash one from Creech at Creech, but the weather was 

not super accurate the night before, so  wanted one from Miramar 

as well. All of TIGER 41 through 43 crew, including enlisted aircrew, were 

present for the brief. The ODO brief went, and will always go, first. I 

reviewed the brief with Investigating Officer. 

Reviewing the ODO brief, I briefed the crews the airborne flights. The 

circle is Safe for Flight. I believe there was maintenance going on – but it 

was Safe for Flight, as far as I could remember, because there were two 

flights outbound. I do not remember why  and the crew took 366. 
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Looking at my notes from that night, I wrote “387  and crew 

hotseat from us had to return with no airspeed indication.” That is, 387 

returned to Creech because no airspeed indication. I believe they rectified 

the problem and went back outbound. I do not remember when the switch 

happened or why the switch happened.  

I do not remember exactly when the switch could have happened. By the 

time they had walked, it had changed after the ODO brief. It was between the 

ODO brief at 1400 time and takeoff time at 1700 (those three hours). I 

remember the switch happening after the tactics brief, which went pretty 

long. It can take an hour, if not longer, because this was an NSI check. I 

did not find out about the switch until after the tactics brief was over. I 

believe I spoke with control about the switch to find out. For allocation, I 

would go to maintenance and, if I have not gotten already what I needed from 

the ODO, I will call them to back up what I said. That night – that day – I 

do not believe I did. I believe told me those two aircraft were 

outbound, 387 was ready to go, and there were no problems already at that 

time. I believe it was three to make three (that is, no spare). My notes 

show, I believe, the last aircraft was FCF status – 784 was not ready to go. 

For the brief, the podium was in front of the screen, and I was 

briefing the room. The OPSO was flying. may have been sitting 

at the desk, because  was going to get up for  

brief. 

TIGER 43 took off, supported the NSI check, and returned to Creech. It 

is common that there was no flight note that TIGER 43 stopped at Imperial, 

since it said they would go from Creech to Miramar. The flight plan would not 

list a stopover. The plan would come from the crew. I am not sure if it is 

signed off by the CO or anyone else, but usually that crew comes up with that 

plan and they are obviously going to talk about it with others before 

executing it. I believe there were a couple plans “thrown around” for 

TIGER 43, such as going from Creech to Havasu [in Nevada], and then going to 

either Yuma because 465 was there or go to Imperial, and, if needed, to back 

to Yuma. Or, Havasu to Imperial, then back to Miramar. told me 

their plan was Havasu via Bull City. I got a safe on deck. They skipped over 

Havasu and went straight to Imperial. 

Going through the ODO presentation, the slide deck includes day and 

night maxes. The brief includes “holdover” for weather. I honestly think that 

slide was doing. I started briefing KINS [Creech Airfield] 

and I made it to Las Vegas (LAS). Then the crew wanted to review it on their 
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own. The weather was pulled collectively by me, , and

 

I remember thinking, going through the slide deck, that Miramar weather 

is not on here. I do not remember discussing the weather with a member of 

TIGER 43. At the end of the brief,  asked for the dash one from 

Miramar for Creech and asked for maxes as well because they thought the 

weather was not as good. wanted to know about the NOTAMs at 

Havasu. I believe my first time asked about it I looked at it on my own. I do 

not remember the exact first time. I know for sure, when they landed again 

from supporting the NSI check, before they left,  , 

and all came inside. I believe they were still spinning and 

 was in the seat. did not come in, as far 

as I know. 

HII [Havasu] had an applicable NOTAMs about the apron closed; parking 

(the very first one). There was a NOTAM about Havasu.  wanted to 

know more about that and I texted about when they expected to 

arrive. I looked it up and it was an irrelevant NOTAM from the seventh. 

I do not remember, as stated, the first time I discussed weather with 

. I remember they came inside and we talked about weather. 

 came in and sat next to me and asked “how is the weather?” I 

was still using my iPad and cell phone. I had SKYVECTOR and the TAFFS and 

METARS up on my iPad. I said, “it is fine” and “you will at least make it to 

Imperial.” I may have said or thought that, including “you will at least make 

it to Miramar.” was behind me, and my back was to the rest of 

the room. , I believe, had a conversation with the AMO. I am 

telling  about the weather, and comes up to my 

right side and looks at the weather too. On SKYVECTOR there were layers to 

select such as icing, which was pulled up. It was pretty big. The icing layer 

covered a very large area. Freezing layer, I kept getting all night, was 

5,523. I got that from KINS for the freezing level there. Miramar told me 

5,580. Later on, when I called Miramar base weather to get the Miramar maxes, 

it was 5.5 as well – or I got those maxes from the AM ODO from Miramar. There 

was not necessarily going to be a PM ODO for Miramar – I was going to be it 

for both places.  

When TIGER 43 was arriving back at Miramar, there was no ODO at 

Miramar. I remember when looking for TIGER 43, I called the ODO at Yuma, 

Arizona, because they may have landed there or Yuma knows something. As far 

as maintenance, I do not know if we had a maintenance footprint at Miramar. I 
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called Miramar and our SDO picked up and that is who I was talking to back at 

Miramar. 

In the brief, the EP quiz on MSHARP showed that was 

delinquent. I cannot confirm that was not delinquent. I remember 

seeing that before we left for Creech, we made everyone do an EP quiz. 

Someone back home helped me put those in MSHARP. There were some 

delinquencies when we got to Creech. I did not check. I do not if they 

checked. I was still briefing this part. No one spoke up to say something 

along of the lines that this is incorrect. 

The RAP cycle is factual data in the brief. 

Again, wanted an 1801 dash one for the flight originating 

and ending in Creech, and the maxes. had asked me before the 

brief, and wanted the maxes from Creech to Miramar. That is,  

wanted Marine Corps weather forecasters providing the data. Maxes discuss 

temperature, pressure altitude, density altitude, and the freezing level. 

My brief was about 15 minutes. TIGER 41 through TIGER 43 did not ask me 

anything else notable that was not already discussed, except that I was going 

to write the flight plan for them – the 1801 submissions. The single 

destination is Creech.  

 I completed my ODO brief, and they transition into the tactics portion 

led by  All commanders, all copilots, and majority of aircrew 

TIGER 41 through 43 were there. was there. 

was flying that night. I believe was in the seat for the 

first leg – the NSI certification – was and . 

 was still out there. and  come in 

to talk. and go out, and  gets in 

the back. I do not know who was sitting in which seat. It is not standardized 

where the HAC was sitting – it depends on preference and mission. Every other 

time I was sitting with I was in the right seat. 

is awesome to fly with.  is very proficient. 

My best flights are with . They way  instructed and 

broke things down made sense. I once asked  what 

degree was, and responded something like Oceanography.  

 talked like a physicist. Again, my best flight tours were with

 That was just the kind of guy was to fly with. 

They go into their tactics brief. About after an hour, there is the 

change to 366. Then, they break off to individual NATOPS briefs in different 

places. I remember leaving the ready room, I do remember exactly what I was 
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doing. and crew was briefing in the hallway. I do 

not remember if they were all there yet, as they were gathering to begin the 

brief. I believe  and crew stayed in the ready 

room. I remember briefing. I did not hear any of 

briefs. 

In my experience,  NATOPS briefings are like everyone 

else’s. The brief starts by going through the look-out doctrine, seat 

assignment, NOTAMs to point out, weather, and emergencies.

briefs landing criteria, no fights in the cockpit. says go 

through everything “cookbook” style, which means reading everything line-by-

line. We then brief landing criteria. I think goes into 

pertinent pieces in detail and what are expectations. Then 

they discuss TPG. They will discuss night-vision goggles. 

That evening, they were using night-vision goggles. The only reason why 

I believe slap data was briefed – I cannot confirm it was covered – but I 

believe it was covered because it was an NSI check and we usually brief slap 

data for any night flight. There was a separate slide, I believe, for the 

data. However, I do not remember hearing anything specifically, although I 

was back to writing flight plans for submission. 

Mountainous and non-mountainous was not per se traditionally covered. A 

couple of days before, or a night before, the OPSO gave us a class on 

mountainous operations and what to expect for airflow, turfing, being in a 

section, and all those types of things. Going back to think about this, this 

is ironic. The inadvertent IMC procedures are briefed in the tactics brief. 

Inadvertent IMC procedures are discussed twice – how the section or division 

are going to execute IMC. For a single, we usually brief – we suspect we will 

go IMC – we will circumnavigate to remain VMC however if we go inadvertent 

IMC, we will fly straight level, level the wings, level the nose, center the 

ball, squawk 770 and fly up to our MSA. The MSA was funny because usually 

here we have a set number that we are ready to brief. Out there, it changed, 

because the mountains were higher and I think we were set higher. I do not 

remember what the MSA was set out of Creech.  

We dial up approach and look for a PAR back at the home field. So, for 

Creech, I forget what we were going to brief. 

Turning back to the crew connecting their NATOPS brief, afterwards, 

they did not receive an outbrief from me. At that point, there was no 

discussion of weather specific in Miramar or any of the diverts such as Camp 

Pendleton, North Island, or other locations in the vicinity, and field hours 
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at Yuma before the crews walk for the NSI check. I do not believe any 

discussion was given to Yuma hours at that time, but it comes up later in 

text messages. 

I wrote the flight plans for TIGER 41, TIGER 42, and TIGER 43. They 

were three separate documents. I placed them in hands and 

asked to walk them over to base operations. 

 submitted them and said there were no issues. I reviewed 

the flight plans with the Investigating Officer and noted the only one that 

would change would be TIGER 43. I wrote destination airfield KNKX. The 

remarks would be to operate as a flight with TIGER 41 and TIGER 42, but then 

to break off to go to KNKX. I took a picture of one of the flight plans to 

get the dash one. It was one a stopover flight plan. I did not write in a 

separate airfield because I would have wrote it in. Again, the flight plan 

was given to Creech base operations. I had not seen the document since 

handing over to . Later that night, I was regretting not 

taking pictures of all the documents because I usually would take a picture. 

Creech requires 1801s before taking off. A couple of nights before, we 

did file a flight on just one, and they “screamed” at us. They said they 

needed plans for every single plane. 

I received a dash one from Creech and one from Miramar. I used 

TIGER 41’s, so that is why it will only say KINS [ICAO code for Creech 

airfield] to KINS. As far as I am aware, any type of professionally 

forecasted weather from Creech to Miramar was not provided. Only TIGER 41 was 

submitted to Miramar and Miramar provided the 1801. I only used TIGER 41’s 

flight plan to get that. None of the 1801s covered Miramar or weather in 

route to Miramar. 

I am not aware of any other flight plans filed for TIGER 43 after they 

landed in Creech when they went to Imperial, and then Imperial back home. 

That is, no flight plan for the stopover. I personally did not write one and 

I do not know if the crew did. I did not discuss this with them. 

In the ODO log, I logged their takeoff time and land time. TIGER 43 

took off before the other two aircraft, around 1733. They were going to 

insert HST into the zone. Then, the other two aircraft would leave. 1752, 

TIGER 41 and TIGER 42 go outbound. 

I do not remember TIGER 43 relaying anything noteworthy to me during 

the NSI certification, from Creech to Creech. At 2100 there was an extension 

requested by for a 30-minute extension of the flight time for 

TIGER 41. This was for externals. They had a problem with the sling – I think 
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TIGER 41 was the only one that came back for the sling. I do not have a copy 

of TIGER 41’s division brief. I think TIGER 43 had already come back inside 

at this time. There is an officer’s chat, in essence. I believe 

called me over the radio and I was the one that sent the request in the 

message. That is, I put the thirty-minute extension request over the chat. 

The OPSO approved it. The OPSO had already departed for the day. 

 and crew came inside around 1900. They were outbound for 

Miramar around 1923. Again, they took off around 1723 to execute the insert. 

They then returned and landed around 1900. As previously discussed, 

 and  came in, and so did . 

 and are outside. This is where they 

asked me about weather. I do not remember what the then conversation with 

[the AMO] was about. I remember hearing  say something 

to  along the lines of, “if you think you can make it, go.” This 

is not verbatim. It was almost like was asking, “should I go?” 

There was never a conversation about the aircraft’s hydraulics, or 

warnings, cautions, or advisories with the aircraft at this point, prior to 

them leaving. I flew 366 a month earlier in Yuma and we had a plethora of 

problems with it, to include a number two engine overheat, hydraulics, and 

main gear box. The utility hydraulics had a leak – it was not a little leak. 

That crew was me, , a sergeant, a corporal, and a lance 

corporal. There was not conversation at that point that I heard between 

and about any maintenance issues with the aircraft. 

Again, I admire aviation acumen. I knew that 

 is usually the one that has the plan and is pretty confident. A 

lot of people will character  as “friend ” and then 

“instructor ” or “planning ” because  is the one who 

delegates or tasks. Going back to that conversation with , it felt 

like  was looking for corroboration for what  was 

about to do. I have not thought about it this way until now. Just from what I 

overheard, it sounded like  wanted someone to tell

it way “okay” to go. I do not know if this is speculation, but when I was ODO 

a few nights before and when  crew was coming into Creech, the 

weather that night was pretty bad. There were a lot of things going on. It 

started hailing, rain, and thunderstorms. There were two aircraft on deck. I 

asked if they could get HST, they were unable. We still sent one of our two 

aircraft to go. The field is about to go IFR, which means the aircraft would 

not be able to go. walks in, after landing, and after making it 
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there, and  reaction, when asked “are you alright?” was “I 

don’t know if I was going to make it.” I bring this up because if I look at 

the conversation with taking that risk again given that 

 had just come back from a flight with bad weather, and I 

consider  a very proficient pilot about to go to advance 

schooling, who you feel very comfortable flying with. I do not see 

 taking another chance, so the “okay” would be from someone else 

higher than . 

is, sometimes I feel, dismissive, when I am a copilot. For 

people like , , and other pilots,  is 

very open. I am not saying  is a bad person. Co-pilots and young 

Captains speak with , is what I am saying. The higher qualified 

guys get a little more than we do. We still joke around and things like that. 

Again, I do not recall why the aircraft had to return to Miramar. Right 

after  says, “do you think you can make it go,”

comes into the ready room and says 465 is at Yuma and “we can go there if we 

need to” or something along those line. Someone said we could do DNTs as 

well, that is, with 465. So, the implication I take from that is that they 

will have the necessary materials and tools they need. And someone mentioned, 

“yeah, and there will be a Q there [in Yuma].” That is, support would be in 

Yuma if departed that night. 

In summary, it seemed that was seeking someone more senior 

them  to make the call based on the weather. The OPSO was 

present, but I do not know if the OPSO had any input into the weather. 

 came over, looked at skyvector, and the airmet – giant, light 

blue – and there was a SIGMET over Miramar – it was read. You could see the 

actual clouds. It looked like the weather was moving north then east. 

looked at the METARS. looked at Miramar for sure. I 

do not remember if looked at Miramar or Havasu. I do not think 

 looked at North Island, Ramona, or Pendleton. 

TIGER 43 called outbound 1923. had to say it twice, 

because the radio was not good and I had to ask the aircraft to repeat 

itself. At that point, weather conditions were really cold. I do not believe 

it was raining because the night before it was raining really bad. I remember 

the weather I had given them was that it had broken up. They were going to 

depart VFR. I do not know if they had discussed a VFR flight following. 

Between Creech and Imperial, I did not speak with the crew. I called 

down to Imperial to get them a fuel hit around 2115 – I had been asked to do 
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that by the crew. They called safe on deck around 2116, which was in the 

chat. Before they went outbound from Creech, I was texting both 

 and  in a group message, before they went 

outbound from Creech because I had not heard anything. I asked, “are you guys 

outbound yet” or “are you still around?” The only reason I know 

 was in the seat was because answered. So, the one that 

answered me was not in the seat. I had texted them both waiting for a 

response from either one.  

 Backing up, at 1822, I asked, are you all out, or still helping out and 

then leaving? said sitting on deck somewhere.

then texted “I will let you know more when you are out.” I said, “cool.” 2115 

I texted them at Imperial. I texted them something along the lines what is 

going on – I heard you all shut down. I believe I heard about the shutdown 

from maintenance. This is unusual because you usually leave the aircraft 

spinning for “hot” fuel and then take off again.  texted me 

back, “I don’t know” and in the back, and  will update. Then, 

messages safe on deck in Imperial in CATFACTs. I message  

 I saw the message. At 2116,  states safe on deck, getting 

fuel, and reevaluating weather toward NKX [Miramar]. then says 

“TIGER 43.” At 2120,  texts in our company-grade chat, can you 

get freezing level at NKX. “5.5 per base weather.” And that was, I believe, 

from the data from Miramar for Miramar. At that point, it was old.  

asks, can you look at the cross-section and see if there are clouds 

above 5K. This is when I pull up METARS and TAFS  Clouds layer is low 

right about now from the TAF, METARS says otherwise. I like, still, a MCEN 

computer to go into the SharePoint to get a cross-section. Right after that, 

another pilot recommends calling base weather and asking for that. I called 

base weather again at Miramar. also asks about the frequency for 

the hangar at Yuma. A couple minutes after I call base weather at Miramar 

asking specifically for a cross-section, the ceilings were at 7.5K, cloud 

tops were at 17K, and the freezing level was still at 5.5K. Base weather told 

me between 2200 and 2300.  says “copy.” asks what 

are Yuma’s field hours. Another captain responds with “2300 Yuma time” based 

on last cross-countries but will double-check and do not have any packages 

saved on desktop and cannot verify at this time. There are no additional 

conversations at that point. I have a screenshot of the weather I sent 

TIGER 43. 
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After that, I was talking to  who gave me mostly 

everything I needed. At 2158, texted me from the back of the 

aircraft, Nava fill you in, or no? I said, “no.” “How many NVGs did you take” 

for the flight – one of the sergeants from the flight-E was asking about how 

many night-vision goggles. Everyone is packing up. Then,  says 

number two engine overheat inflight, secure engine, no issues there. Landed 

in Imperial. Shut down to just four hot to check – the APU. Then, went cold 

to discuss.  

Then in another paragraph, stated the light was false, 

no issue with the engine at all. Stated that number two overheat sensor can 

implode. They had loose wires in housing and taped the wires so would not 

erroneously give warning. stated got permission from CO to 

launch and spoke to  at length. stated 

bird is fine and then gave me the night-vision goggle amount, and would 

confirm when could – it was seven total. 

 stated, the plan is to head home VFR. Stated, if light 

before Pine Valley, back to Pine Valley or Imperial.  messaged 

after, Pine Valley but before clouds, will discuss, but likely continue. 

 messaged, in clouds but after Pine Valley, will continue. 

That conversation ended at 2209. I will provide this chat. That was my last 

contact with anyone from TIGER 43, which was with  when they 

were pretty much starting. 

I get a call from the GDO before 2330. I was able at this point able to 

use another captain’s laptop, who had returned from flying, to keep an eye on 

the weather. That is why a captain could respond to (callsign: 

“Sloth”) when asked for a base frequency at Yuma. I start 

packing up the radio to move into the planning spaces because there was no 

one really left to talk to. At 2304, the OPSO asked me about operations and 

where was TIGER 43. This is where I try to figure out where they were.  

I did not learn about the Interstate 8 until after learning about the 

conversation  had in the backseat with . As far as I 

know, they had said they were 500 feet over I-8, going back along I-8 to 

Miramar. The significance of this was that 500 feet is pretty low and I-8 is 

further south than what we usually travel for course rules. It would be 

considered a deviation from course rules. It is, like, parallel to our course 

rules, but we do not usually fly right over I-8. At some point, you will fly 

over I-8, but I do not know where they were. The 500 feet stuck out to me 

because it was pretty low and they were usually flying 1,000 to 1,500 feet. 
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When the OPSO asked about TIGER 43, that is when I began looking for 

them. The GDO also called around that time asking about flight operations 

being complete. Around that time, debrief was about to 

happen. I decided I wanted to sit in because it was the first time I was in 

an NSI debrief and I could learn. In the back of my head, I was unable to 

find TIGER 43. I have called a few people at this point. At 2306, I sent the 

OPSO my last update about the crew. I had never received an outbound text or 

call from the TIGER 43 crew when they were outbound. Apparently, the 

conversation between  and (which I learned 

about days later) was apparently after they took off from Imperial and they 

were in flight. 

At 2306, I asked if the crew had taken off. At 2329, I 

called the Imperial FBO for the status of TIGER 43. I wanted to know if they 

were still there or had taken off. The person who picked up the phone is 

essentially a duty. I woke this person up, whoever it was – afterhours, it 

goes to a cell phone and that duty picks up the phone. I asked, “hey, 

TIGER 43” and the duty said that the duty believes they took off around 2230 

– but for that duty, this was also word of mouth. So, at the time that I

called that duty, that is all I got. That is what I went with. Later I would 

call back twice, and then I would learn that it was someone else who said and 

told that duty they took off at 2230. 

Continuing through the timeline, 2329, I called Imperial. At 2335, I 

received another call from the GDO about flight operations and the rollup. I 

called our SDO at Miramar for any update. A staff sergeant answers and 

believes another aircraft has not returned. The SDO is sitting in the ODO 

seat at Miramar, and may or may not hear a radio call back from them. The SDO 

does not necessarily have to be sitting there, where the base radio is, but 

the SDO can forward the phone to their cell phone. At this time, I call 465 

and I ask about any update from their operations out there and if they have 

seen TIGER 43. This was at 2345. At 2349, I attempted to call Yuma tower. At 

2350, I attempted to call Miramar base ODO and get in contact with the tower, 

which reported they had no contact with TIGER 43. Then, around 2352 is when I 

broke it to  and  because of the debrief occurring. At 

first, I was thinking, how am I going to break this? I interrupted and told 

them it was 20 minutes past TIGER 43’s land time.  continues the 

debrief.  goes out the room and we start making calls. Throughout this 

as well, I am also calling , , and . 

 and  go straight to voicemail. 
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 rings about twice and then goes to voicemail. At 2356, I attempted to 

call Yuma tower again. I do not believe they picked up.  

Between 0005 and 0011 on 7 February 2024, I attempted to call them all 

again on their cell phones. This is then when I call Imperial again – the 

second time – to confirm that they took up. This is when I learned that the 

duty had it word-of-mouth, and I told that duty to go in and confirm. 

Before I called the Miramar tower, I had already called Imperial and 

spoken with the ODO. I am not exactly sure when I spoke with the ODO, to try 

and get in contact with the tower to see if they had contact with TIGER 43. 

Tower said they did not. When I contacted the Miramar ODO, I had known at 

that time that TIGER 43 had taken off from Imperial. I did not relay that. I 

was confirming – again, at 2350 – that they had landed. After that, I called 

the FBO again. I tried the crew members a second time. At 0030, I attempted 

to call El Centro. I attempted calling Pendleton. At 1241, that is when I 

contacted the Public Affairs Officer. At this point, I was already executing 

the mishap checklist. I had taken out the mishap binder before telling 

 and . 

When  came out of the debrief,  was leading 

the process. We were all making calls between , me, ,  

, . It reaches a point where  told me to call the 

PAO. We were calling the San Diego Police Department, Coast Guard, and Air 

Force, trying to get a SAR in the air. I remember it being hard to get that 

to happen. When I called the Miramar base ODO, there was someone there, and 

we tried to call them later to go through mishap plans. There was no 

response. I guess everyone had just gone home. I was confused, should not 

they be around until our aircraft returned? We were also confused why it was 

so difficult to contact the base ODO because our assumption was that they 

facilitate SAR. I told the PAO the aircraft was overdue.  

Throughout the rest of the night, it was the same making calls. The 

Imperial duty calls me back and confirms they were getting gas at 2115, 

because has the gas receipt and sends me a screenshot. Tomorrow, my boss will 

be here tomorrow and confirm when they took off. That duty told me they lack 

a log. The next day, the boss calls me and that does not really know when 

they took off, but has ring footage of them taxiing, getting fuel, and 

 walking inside to use the restroom. The footage has them taxiing 

away, and the next thing the footage shows is, around 2230-ish, the 

silhouette is gone. I still to this day do not know exactly when they take 

off.  
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We ended up leaving Creech around 0400 on 7 February 2024. At the 

beginning of the night, I remember a crew chief walking in and asking, “who 

has a van?” I remember telling that crew chief, “we’re trying to find an 

aircraft.” I remember we were in the planning spaces room. The crew chief did 

not pass anything. The feeling was, from some of them, we want to go home – 

but they did not know the mishap was going on. The team working the mishap 

binder was quiet, and I remember telling myself I am not going to think 

anything bad so I can focus on the calls I need to make. We did have other 

people around who were not doing anything and we kicked them out. It was not 

to be rude.  was our scribe and writing notes, such as calls 

made and who picked up. At some point, I sit down and write a preliminary 

timeline. is helping us out making calls. actually 

found then on the ADSB tracker, and it said TIGER 11 but we knew that was 

them because it was the only aircraft we had in that vicinity. That is what 

we started passing to various agencies to see if they could get SAR to go 

find them. I want to say left the debrief around 0000, 0015. 

This is when  starts initiating things. By the time I call the 

0041 call to the PAO, that is why we got to that step in the book.  

I feel like executed the mishap binder more organized 

than we had done at SLTE. That said, there were more people there. The five 

or six of us made it feel more contained. I felt knew what 

was doing. Again, ,   

, , and  were in the 

room. They were making calls. I personally tried calling Yuma tower, which 

was not open, El Centro, Imperial, Pendleton. I tried calling the ODO 

multiple times and told the GDO. 

The AMO, OPSO, and CO do not come back to Creech. Calls were made to 

them. First, it was the OPSO, that I remember. I do not remember exactly when 

that call was made. I think it was around the time I was calling the PAO, and 

then, I want to say, 20 minutes later, we called the CO. 

We left pretty late. The last thing I knew was going to happen was that 

Air Force SAR was not going to go. Coast Guard SAR said the weather was not 

good enough to go. San Diego County Police [Sheriff] was going to try and 

then determined could not make it. I do not remember if they tried. 

  had a contact with the civil air patrol that said aware of the 

situation but was not going to go that night. This was 0030. The morning crew 

was going to try to make their way up there. This was the last thing I had. 

Again, we left for the hotel around 0400 and the sun is about to come up. 
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Looking at the mishap checklist, I believe the checkmarks are from 

, who was managing the checklist. They were constructing the 

OPREP-3 message and flash report. I do not remember anything past the PAO 

call [item 11] being checked off. I do remember seeing this sheet. I could 

not speak to the next-of-kin notification. The only thing I can state about 

that, is that we do not know enough to notify next of kin. The checklist the 

Investigating Officer during my interview is what it looked like when we 

left. 

The first time I saw the OPSO and AMO were at hotel when I walked in. 

The plan that morning was for everyone to arrive early to check out. The OPSO 

walked right up to us. I believe the OPSO stops to talk to  and 

go to rooms. I believe they were going to meet with everyone and the OPSO 

tells us to go back to room, start packing up, shower, and get breakfast. 

I do not remember when I learned they found the mishap site for 

TIGER 43. We retrograded via C-130 [military transport aircraft] to Miramar. 

That is when I may have learned they found the mishap site. 

I know for a fact usually had an iPad. I do not know how 

much used it during flight. Both of our iPads lack cellular. It 

was four flight capable. Every pilot is issued MAGTAB [Marine Air-Ground 

Tablet]. I do not remember whose MAGTABs they found, but there were various 

iPads that were found that were smashed. At least one of them had to be 

 I believe they found a MAGTAB for  I do not 

know if they found one for . 

I do not know of any human factors that are relevant for TIGER 43. 

I was told this after-the-fact:  was in the ready 

room that could speak to the conversations between  and 

 or anything when the crew came back inside. 

Out of my class there were five of us.  was likely the 

best out of all of us. was lowlight qualified. I have been in 

the simulator with  a few times and is one of the most confident 

people I have met in my life.  just knew what to do in the 

simulator. I think that  confidence plays a large part into 

how  flew.  was confident outside and inside the 

cockpit. 

 was probably the one I knew the least out of the 

TIGER 43 crew. I actually flew with up to Creech. 

 was highly respected. On the flight itself, nothing notable 

from the crew chief. When we landed,  was all over a 
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maintenance issue we had.  knew where to look and was on the 

aircraft when we shutdown looking for the issue, before maintenance arrived. 

It gave you a confidence that  knew what  was 

doing. In short, from what I had seen and what I had heard,  

was well-versed, respected, and a crew chief you would want. 

I will voluntarily provide my timeline notes from the interview and 

screenshots of relevant chats, and any other relevant non-privileged photos 

or items. As previously stated, I signed a Permissive Authorization for 

Search and Seizure. The Investigating Officer did not take possession of any 

of my personal property, such as a cell phone. I provided the Investigating 

Officer my telephone number. I was directed not to discuss my statement to 

the investigating officer with others per the Manual of the Judge Advocate 

General (JAGMAN) with certain exceptions. 

END OF STATEMENT 
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SUMMARY OF INTERVIEW OF  

Name:.........  

Rank..........  

Service:...... U.S. Marine Corps 

Unit:......... HMH-361 

Date:......... 26 February 2024 

On 26 February 2024, the Investigating Officer conducted an interview 

with , HMH-361 Staff Non-Commissioned Officer 

(SNCO) and Maintenance Control Chief. The Investigating Officer explained the 

purpose and scope of the interview, to include the difference with a safety 

investigation.   affirmed he understood his 

statement was not privileged. He swore or affirmed to tell the Investigating 

Officer the truth. He agreed to have the interview with the Investigating 

Officer audio recorded.  

The following is a summary and not a verbatim transcript of  

interview with the Investigating Officer: 

provided his background, stating his MOS 

as a CH-53E Flight Line Mechanic and Aircrewman, beginning his career in 

flight line, then Quality Assurance. Upon checking into HMH-361, he was 

slated into Maintenance Control (MC), where he acted as a Maintenance 

Controller/Safe For Flight (SFF) for one year, prior to being promoted to 

Maintenance Control Chief due to the previous Chief departing the unit. Prior 

to the mishap he acted as the Maintenance Control Chief. He stated the check-

in process seemed rushed which was a byproduct of the lack of manpower and 

deployment requirements across West Coast HMH units.  

His SFF syllabus was common and IAW the NAMP, additionally he was 

provided on the job training commensurate with his experience level, which 

took him approximately nine months to complete. Once promoted to Maintenance 

Control Chief, he stated he updated the squadron’s SFF syllabus to last for a 

minimum of six months (instead of rushing to make qualifications) to improve 

upon a perceived “gap of knowledge” amongst his SFF candidates. 

 has made one SFF since running the syllabus. He stated 

his unit currently has four SFFs, with four more in the syllabus, expecting 

three of those to attain the qualification within 90 days. He further stated 

NOTICE 
DO NOT DISTRIBUTE THE CONTENTS 
OF THIS DOCUMENT WITHOUT PROPER 

AUTHORIZATION FOR RELEASE 
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HMH units typically have 6-8 SFFs. Lastly, he stated the HMH-361 Maintenance 

Chief is overall responsible for the unit’s maintenance training, not the 

AAMO.   

 stated the Maintenance Control Division is 

currently staffed with eight controllers, himself, three Staff Sergeants and 

four Sergeants. Regarding the QA and MC relationship, he characterized it as 

dynamic, while he believes they are striving for the same end state, he is of 

the opinion that they have competing interests, with MC striving for 

productivity over quality. As of this date, he believes the relationship has 

been improving since he joined the unit, and that, “they are at least able to 

communicate”, due to previous personality conflicts that resulted in an 

unprofessional environment. An example being, a QAR calling a job “bad” due 

to them perceiving the worker to be incompetent, not due to improper 

maintenance. 

Regarding the relationship between the squadron’s Maintenance and 

Operations Departments; he stated it has been growing. They understand there 

is a job to do on both sides and the squadron balances the demands of both. 

Due to the aging nature of the CH-53E airframe, maintenance man hours and 

discrepancies have increased while the parts available have decreased, making 

readiness challenging, thereby negatively impacting overall flight hours 

across the squadron and CH-53E fleet. 

 On 5 February 2024, three signed schedules were sent out, with the 

final revised schedule being released near midnight. When asked if that was 

common and if he was aware a third schedule was released that day, 

 replied, “No” to both. Regarding the usual procedure for 

schedule changes in the squadron, he stated they typically conduct “Red Pen” 

changes the day of, routed through the CoC to the CO for signature. When 

asked if that day’s updated schedule versions were routed through MC, he 

stated each change was emailed out – but did not confirm if it was sent 

through MC for screening purposes. When asked if there was any electronic 

messaging platform to pass word through maintenance, he stated MC does not 

use it, as it was reported to be “compromised” during their previous 

deployment.  

Regarding the squadron’s TEEP and tempo, he stated deployment workups 

are inherently busy, and that the squadron passed its maintenance inspection 

cycle, but he believes there was room to improve. Further he believes that 

most of their senior leadership positions are filled with youthful or 
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inexperienced personnel but described that as normal with the life cycle of 

the squadron. 

For MC staffing during the Creech UTD, MC had two SFFs, with one SFF in 

the syllabus, acting as the Day Crew SFF, 

 (Avionics Marine by trade) acting as Night Crew SFF, acting 

as a HMH-361 SFF for about one year, and will be departing the unit in April 

for Recruiting Orders. 

Regarding HMH-361’s readiness, he stated since November it has been, 

“consistently below 75%”. He stated the DCA and therefore MAW/MAG have been 

the key drivers for this “75%” readiness standard. He feels this standard is 

unachievable with an aging airframe, and no proportional decrease in DRRS T-

Rating demands. The squadron maintains the phase tree to the best of their 

ability, but due to the turnover of key personnel the squadron is unable to 

maintain consistency in long-term planning/phase tree management. Further, on 

top of deployments, mandatory exercises such as SLTE and WTI further deplete 

aircraft longevity. As an example of how this strains maintenance, he stated 

there was one point in time that he had nine down aircraft due to the same 

component, MALS didn’t have the ability to repair it, and supply didn’t have 

the part on the shelf, causing the squadron to resort to part 

cannibalization. As to whether cannibalization is commonplace in the squadron 

he stated, “we try to keep it as low as possible, because it is double 

maintenance.” They generally only cannibalize if the component is not 

expected to be available for months. Further, regarding the recent Creech UTD 

aircraft requirements and cannibalizing parts, he stated they must meet 

operational requirements regardless of the cost. 

Regarding the schedule of the maintenance department, he stated they 

typically work 10-hour days, and only work 12-hour days if it is deliberately 

planned and briefed. He stated there are no officially established 

maintenance working hours, but rather understood “business rules”. In his 

experience, working 12 hours on and 12 hours off schedules are uncommon at 

the squadron. 

Regarding desk sergeants and shop pass down, as MC Chief,

 works with the divisions’ leadership to maintain 

consistency in the desk sergeant position and pass down is done through 

Microsoft Teams. Additionally, for redundancy, the shops keep physical duty 

binders. However, there is not a specific format across the unit, it is not 

standardized. Pass down during the Creech UTD was conducted via verbal and 
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written means between Day Crew and Night Crew, sometimes it was passed via 

Signal chat between the maintenance controllers. 

The Creech UTD Roster underwent a normal number of changes leading up 

to the UTD, with a normal operational tempo. The UTD was planned to be 

supported by four aircraft, however two aircraft were late due to 

maintenance. The mishap aircraft BUNO 164366 was late to Creech AFB, arriving 

on 1 February 2024, as it was conducting FCF. He was unable to recall the 

specifics or who was the FCF crew that tested the aircraft up. He noted no 

abnormal “push” or requirement to give extra attention to A/C 366 to get it 

to an “up” mission capable status, and it had been a solid performing 

aircraft. From a maintenance perspective, the UTD was planned for 

appropriately to include manpower, parts supply, and logistical support.  

Discussing review and “safing” of BUNO 

164366’s Aircraft Discrepancy Book (ADB) on 6 February 2024, nothing 

noteworthy was found, and he screened the ADB IAW official guidance and 

publications, finding the aircraft to be safe for Tiger 43’s mission that 

evening. The only abnormality found was due to a lack of wireless and 

hardline internet ports, the unit resorted to utilizing OOMA in “contingency 

mode” and tracking/screening ADBs on paper. 

On 6 February,  flew as an aircrewman on 

the day flights, and was the primary maintenance controller 

that day. He characterized the day flights as “preparatory” to identify any 

issues with the aircraft prior to that evening’s NSI checks. During his 

flight on Aircraft 387, they encountered RADALT and Pitot Static instrument 

issues, which were all resolved prior to hot-seating the aircraft to the 

night flights. He did note that “there was some weather rolling in” as they 

returned for the hot-seat. 

On the morning of 7 February 2024,  was 

informed the ADB and Logbook from BUNO 164366 had been collected by the 

Safety Department as the aircraft was missing and may have been involved in a 

mishap. The squadron detachment personnel we’re gathered and informed that 

the aircraft was overdue and missing – with personnel in a DUSTWUN status.  

When asked if he was aware of any communications from TIGER 43 on 6 

February 2024 to squadron members, he was informed well after the mishap that 

TR 43’s crew did call back to a Quality Assurance Representative, Staff 

, while shutdown on deck at Imperial Airfield (KIPL), to 

discuss a No. 2 Engine Overheat caution light. However, he was unaware of the 

details of that conversation. He had secondhand knowledge of the conversation 
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which included what could have been causing the issue, possible secondary 

indications, if the system was inoperative – what the risks were if they 

continued the mission, as well as if the benefits outweighed the risks.   

When asked if there is anyone he recommended the IO speak to, he 

recommended to ascertain the details of the 

aforementioned phone conversation. 

Regarding return routing from KIPL to KNKX (MCAS Miramar), he stated 

it’s common to pick up an IFR approach if weather is not permissible, or to 

enter KNKX VFR below via I-15 course rules. He was unaware of a culture in 

the squadron of going VFR below and utilizing the I-8 as a navigational 

feature to MCAS Miramar. He stated that the KNKX ATIS tended to be delayed, 

and as far as an ORM process he would not accept that risk as a senior 

aircrewman. 

When asked if there is a perceived pressure or culture to rush 

maintenance or engage in any malpractice within the squadron or community, he 

stated no, especially as an individual that flies on the airframe as crew. 

From a maintenance perspective, and as the MC Chief,  

 would have preferred if three aircraft returned on the evening of 

6 February, to execute the FRAG they had that Friday, 9 February. This would 

have provided sufficient redundancy and time to conduct Daily and Turnaround 

maintenance. However, he did not communicate this outside of maintenance and 

it was decided to only support with TIGER 43’s aircraft. No further topics of 

note were discussed. 

 was directed not to discuss his statement 

to the Investigating Officer with others per the Manual of the Judge Advocate 

General (JAGMAN) with certain exceptions. 
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SUMMARY OF INTERVIEW OF  

 

Name: .........

Rank ..........   

Service: ...... Quality Assurance Chief 

Unit: ......... HMH-361 

Date: ......... 1 March 2024  

 

On 1 March 2024, the Investigating Officer conducted an interview with 

, HMH-361 Quality Assurance Chief, in-person. The 

Investigating Officer explained the purpose and scope of the interview, to 

include the difference with a safety investigation.  

affirmed he understood his statement was not privileged. He swore or affirmed 

to tell the Investigating Officer the truth. He agreed to have the interview 

with the Investigating Officer audio recorded.  

 

The following is a summary and not a verbatim transcript of  

1 March 2024 interview with the Investigating Officer: 

  

  stated he knew a member of the Command 

Investigative Team in both a personal and professional capacity.  This 

relationship did not impact statement or comfortability 

during the interview. provided his professional 

military background and recalled his time within HMH-361's maintenance 

control and quality assurance divisions.  He became the unit's Quality 

Assurance Chief in July 2023.  stood three different 

maintenance inspections while serving in the billet to include the unit's 

successful January 2024 CNAF inspection.   

 addressed the relationship between HMH-361's 

maintenance control and quality assurance divisions from both the perspective 

of a maintenance controller and that of a quality assurance representative 

(QAR). highlighted an environment of professional 

communication, clear pathways, and mutual efficiency. 

  was not present at Creech AFB and he identified 

 as the UTD's senior QAR.   was 

described as a well-respected, experienced, all-systems QAR.  

 was further characterized as a professional, safe, and technically 

proficient QAR who possessed an avionics MOS background. 

NOTICE 
DO NOT DISTRIBUTE THE CONTENTS 
OF THIS DOCUMENT WITHOUT PROPER 

AUTHORIZATION FOR RELEASE 
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 No adverse trends were identified or tracked regarding BuNO 164366.  It 

was deemed "above all, a good plane".   discussed the 

FCF that occurred on BuNO 164366 prior to the aircraft's departure to Creech 

AFB.   stated he had no idea why BuNO 164366 was brought 

back to MCAS Miramar when it was and why it was operating as a single-ship. 

  commented on an efficient aircraft phase tree.  

He stated that RBE maintenance was a "little rough" and that maintenance 

officer manning within the maintenance control division was experiencing a 

period of transition. 

 stated the first time he spoke to  

 regarding BuNO 164366 was on the morning of 7 February 2024 

(approximately at 0615).  The conversation was short and only addressed

 safety status.   was aware of the 

mishap prior to this conversation as he had been assigned as  

CACO.   did not speak to  

regarding his conversation with TIGER 43 on the evening of 6 February 2024.   

  stated a maintenance action would be triggered 

when a maintenance procedure exists to address an issue.   

 stated the caution light that TIGER 43 experienced prior to its 

landing at Imperial County would have require a maintenance action to remedy; 

however, he was not personally familiar with the procedure and avionics is 

not his specific area of expertise.  stated he was not 

aware of anyone else who spoke to the crew of TIGER 43 that evening.  

 identified as a Flightline CDQAR 

(the highest maintenance qualification one could attain within the 

workcenter).  With this qualification he would be able to inspect flight 

critical components at any time and, in the case of TIGER 43, he would be the 

senior maintenance representative.  In this role, he would be empowered to 

make certain maintenance decisions or advise the Pilot-in-Command regarding 

maintenance actions. was described as a rounded, senior, and 

top tier flightline CDQAR.  He was also characterized as a humble individual 

especially when faced with challenging or uncomfortable scenarios.   

  was described as a junior, confident, and 

qualified plane captain.   was unable to speak to his 

overall maintenance acumen in-depth.   

  highlighted a squadron that was busy and that the 

unit's successful CNAF "was a big win". stated 

maintenance personnel did not work over the Christmas and New Year's 96-hour 
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liberty periods.  QAR's were always engaged and vigilant to monitor fatigue, 

work order documentation, and to cultivate an environment of learning. 

stated communication regarding the Creech UTD was clear.  

Minus date shifts, marines understood the aircraft, maintenance, and 

administrative requirements well in advance. 

 addressed a period of 12-on/12-off maintenance.  

This only occurred once (in early December).  The metrics and goals were 

clearly established, and the desired end state was articulated.   

 discussed VMM's red strip impact.  He stated 

normal working hours were executed.  However, a "couple of weekends in both 

December and January" required that the entire maintenance department worked.  

Clear goals were established during each weekend work period.   

was directed not to discuss his statement to the 

Investigating Officer with others per the Manual of the Judge Advocate 

General (JAGMAN) with certain exceptions. 
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SUMMARY OF INTERVIEW OF  

 

Name:.........

Rank..........  

Service:...... U.S. Marine Corps 

Unit:......... HMH-361 

Date:......... 28 February 2024  

 

On 28 February 2024, I met with the Investigating Officer in person. 

The Investigating Officer explained the purpose and scope of the interview 

with me, to include the difference with a safety investigation. I understood 

my statement is not privileged. I swore or affirmed to tell the Investigation 

Officer the truth. I agreed to have my interview with the Investigating 

Officer audio recorded.  

 

The following is a summary and not a verbatim transcript of my interview with 

the Investigating Officer: 

 

I am an avionics quality assurance representative. I am also a 

flightline and airframe Quality Assurance Representative. I am an aerial 

observer. I picked up my NSI last July [2023]. I wanted to do everything I 

could do with the CH-53. I love working on it and flying on it. I do not 

consider it a job. It is a hobby and passion. 

Going in every single day, it is usually something new and something is 

broken. “How do we fix it?” Or, something happens in-flight that is broken. I 

feel good. I know pretty much everything about the helicopter – it is either 

going to be a fix, or it is a landing because I need, this, this, and this.  

There were three Quality Assurance Representatives on Det in Creech. 

There was a day crew and night crew. I was pretty much working the flight 

schedule. I could support as a Quality Assurance Representative and flight 

chief/aerial observer. 

On the night of 6 February 2024, texted me that they 

received the number two engine overheat light and asked for troubleshooting 

tips. I gave them troubleshooting tips. This was when I was at the hotel – we 

had just left work. One of the other crew chiefs volunteered to get food. 

texted me around 2102, about right when I returned to the 

hotel. I showered and changed over. I went downstairs to wait for the food. 

That is when  called me from  phone at around 
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2132. I spoke to  and . The phone call lasted 

about six minutes. I will send text message screenshots to the Investigating 

Officer. 

I read the text message exchange to the Investigating Officer. The 

initial text messages from  said, first at 2101, was about a 

number two engine overheat and troubleshoot. I replied with a troubleshooting 

tip. By punching it (jokingly), but sometimes just tapping it will make stuck 

relays unstick. replied that they shut down the engines at 

Imperial for sake and that will take a look. I 

gave additional instructions. If a loop turns off the light, may be a bad 

loop. If the light stays on with both unplugged, it is a bad overheat switch. 

 sent me a picture of the cannon plug with a back shell with a 

lot of wear grease on it.  sent me another picture. I answered 

jokingly about the wear grease. said the light went off. I 

said, that is a downer for the light to be on but it did turn off once they 

plugged everything back in. The only argument made is that they had another 

loop. Once they unplugged the bad one, that will let them know if there was 

an overheat compartment and fly home. acknowledged. After our 

text messages is when called me.  

The conversation that was had was with was that 

 though a wire was touching the back shell and caused the 

light to turn on. This kind of made sense. It is just a ground. If the loops 

melt, it grounds out the system. If one of those loops melt from the 

compartment itself overheating–not the exhaust–that is when you will get the 

light that the compartment is overheating.  

 said that inspected the forward side, 

the aft side, the inboard side, the cowing itself, and saw no 

evidence of anything overheating or getting hot. It was just a normal hot 

compartment with the number two engine light. There was nothing crazy 

inspection-wise. started talking, saying, “right now, I assume 

that they got the light to turn off.” said, “hey, probably, what 

is going to happen, is when we fly out through the clouds and we get that 

number two overheat engine light, I am going to be very hesitant about 

pulling that engine off until we get out of the clouds.” I said, “okay, 

sounds good, just make sure that light does not come back on.”

did not say much, other than that. I used to have this memorized in my head. 

Essentially, all it was, if  got the light in-flight, in the 
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clouds, was going to be hesitant to pull it back and I said 

“good to go.” said, “talk to you later” and then hung up. 

They did not say if they shut down the number two engine in flight. I 

assume they did and then landed in Imperial. I look at “we shut down the 

engine” for  “sake.” I am not sure what time they landed in 

Imperial. From 2101, to four minutes later, is when they said “we shut down 

the message.” It could have been prior, or then. They did not give me the 

specifics of when they shut the engine down. 

They did not discuss executing a PEL into Imperial. 

For the aircraft 366, I do not think this is a repeat issue because 

and I tested that aircraft on the initial test on Thursday 1 

February 2024. That is when the other three aircraft left. We were on the 

test aircraft to get it tested fly there. The only issues we had was one of 

the items we landed, we received a number two generator engine light. We re-

set it and it did not come back. And then there was a little bit of a leak 

for the engine start system. Once we do the start, no more leaking. We 

service it up. 

During the days we tested the aircraft on Wednesday 31 January 2024, 

Thursday 1 February 2024, and Friday 2 February 2024, signed off on the FCF, 

and then flew the aircraft to Creech, there was nothing to do with the number 

two engine overheat. The whole time we were at Creech no one talked about the 

number two engine light. It was a FCF D Card for drive trains, rotors, and 

flight controls. 

The aircraft, for the FCF, they were changing out a number five damper 

and then found a damaged horizontal hinge pin (the bonded washer was no 

longer bounded). We had to take off the sleeve and spindle that the blade 

attaches to. It is just an IPS verification. We were going to test en route 

because, in theory, all the vibes should be just fine. All we did was, in 

essence, take off the sleeve and spindle and then put on sleeve and spindle. 

It is just an IPS verification of just one. There is no special note in the 

book saying for removal and reinstallation. We abided by it and we FCF’d it. 

On Wednesday 31 January 2024, as soon as well did the hover regime , it 

failed at point four and change. and I discussed how we will 

come back and put adjustments in and not test en route because the vibes were 

bad. That was the initial test day. 

We flew the aircraft 366 to Creech on 2 February 2024. On Wednesday 31 

January 2024, we got stuck because the vibes did not pass. We were testing en 

route because IPPs verification. Test-and-go needs CO approval and was 
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received. We inspected and then done for the day. I do not remember if we did 

another run that day. The next day Thursday 1 February 2024, we tested it 

again, it failed by a little bit, we put adjustments in. We tested another 

bird. On Friday 2 February 2024, aircraft 366 was identified as ready to go. 

I did not go on the test flight that day. We screened the card and all the 

vibes were awesome. We loaded the aircraft up, loaded up on gas at Imperial, 

and flew to Creech. I was on the operational flight for aircraft 366 to 

Creech.  

Returning to the text messages, at 2122,  texted me 

roger, roger. At 2131–ten minutes later–is when called me. 

There was verification that they executed the troubleshooting that I had 

passed by text. never said that  actually 

stated that  “unplugged them,” but from the messages I will 

assume did. “Try to find the issue.” Do you have an element 

that is burnt out, or something that just needs to be reset like everything 

on the aircraft? After my dinner, when they called, I am going to assume they 

fixed it or else they would not be calling me about flying. They unplugged 

some things, they plugged it back in, no more light. If the loop was messed 

up, the light would have turned back on because you cannot “unmelt” a loop – 

once it is melted, you have to change it out. So, if the light goes away, it 

is just something that wants to go on. What I got from

calling me back is that it is fixed, and what to do if the light comes on 

again. 

I am assuming that they called me, they fixed it–otherwise I would have 

received a call or message to the contrary–they unplugged everything, plugged 

it back in, and the light is off. At this point, it was them letting me know 

what they were doing. saying I am going to be hesitant to pull 

the number two engine light off, especially if clouds. I am unsure, again, if 

the engine was shut off in flight or on deck. I am unsure if they executed 

the PEL. I am unsure if the troubleshooting worked, but it is an assumption 

based on the follow-up conversation. They did not ask for parts. They did not 

say that the troubleshooting did not work, otherwise, they would have 

continued to ask what to do and we would have continued down the troubleshoot 

tree. 

At this point, did not mention any conversations with the 

Commanding Officer. 

I have troubleshot that quite a bit, and it is a relatively easy 

system, where you have a messed up control unit in the back or a loop that 
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has, like, started to melt, and there is literally no damage to it. Most of 

the time it is a wire has rubbed up against a part of the airframe on the 

back wall and all it needs to do is touch a ground. It is not going to pop a 

circuit breaker, but will make the light turn on. Or the belt that it is on 

starts to sag a little bit, and now that loop element is in the exhaust and 

will definitely melt and will turn the light on. My comfortability with that 

exact situation is that I do not think I would have done anything else 

differently. Like anything else on the aircraft, what are the procedures? 

Pull a circuit breaker, leave it out, push it back in. If the light goes 

away, continue flight. If the light stays on, land as soon as practicable, 

possible, or immediately. That system does not really affect me, not like 

other systems that are “actual and factual.” This one is there for a 

precaution because the number two engine is isolated from the wind flow. If I 

am on an aircraft and I get a number two engine overheat light, okay, cool. 

All the EPs, I can go in the back and test which loop it actually is and 

respond.  

They did not state [regarding the light] it was intermittent. The whole 

time they were talking, they said they got the light, tested both loops, and 

the light stayed on. They would have stated intermittent–I do not think they 

would have shut down the engine, but would have landed in Imperial. That they 

shut down the engine makes me think the light was not intermittent.  

The troubleshooting steps, even though unplugging and plugging 

something in, and even though very small, I would consider a maintenance 

step. For me, resetting a canon plug, you can argue is a maintenance action. 

If it were removed and installed (remove and install the canon plug), then 

by-the-book, it is performing maintenance. I do not agree with it, but by-

the-book, yes, it is maintenance. 

and did not put anything in the 

flyer group chat. I assume was listening to the phone call on 

speaker. No one else from TIGER 43 talked to me during that time period.  

In sum, aircraft 366 is a good, solid bird. We did shut down in 

Imperial when going to Creech because of a loose line. We tightened it and 

there were not issues. Flew it then the hour and forty-five minute flight 

without issue. The engine was good and the vibes were amazing because we had 

just adjusted it.  and the copilot to Creech and the crew did not 

once complain of the aircraft. It is a good helicopter to me. Tuesday 6 

February 2024 was just a normal operating day. The TIGER 43 crew looked good 
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and normal. I saw nothing wrong with them and was not tracking anything wrong 

with the aircraft after flying for three days straight. 

I will provide screenshots of the conversation with  to 

the Investigating Officer. The Investigating Officer did not take physical 

possession of any of my personal property, such as a cell phone. I provided 

my cell phone number to the Investigating Officer. I was directed not to 

discuss my statement to the Investigating Officer with others per the Manual 

of the Judge Advocate General (JAGMAN) with certain exceptions. 

 

END OF STATEMENT 

 

I, , U.S. Marine Corps, have had an opportunity 

to review the above summary of my statement to the Investigating Officer for 

the Command Investigation into the facts and circumstances surrounding the 

CH-53E Super Stallion Helicopter mishap that occurred on or about 6 February 

2024. I agree that the summary accurately reflects my interview and swear or 

affirm that it is true and accurate to the best of my knowledge. 

 

 

Signature: ____________________________________ Date: _______________________ 

. 
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From:
To:
Subject: RE: CUI: Interview Summary
Date: Sunday, June 2, 2024 3:57:52 PM

Apologies sir,

“Approved”

From:
Sent: Saturday, June 1, 2024 3:36 AM
To:
Subject: RE: CUI: Interview Summary

Just circling back.

S/F,

3d Marine Aircraft Wing

Office:  858-307-4549/5077
BB:  
Cell:

From:
Sent: Wednesday, May 29, 2024 9:26 AM
To:
Subject: RE: CUI: Interview Summary

Thank you for corrections.  I saved your edited word doc with track changes not shown as a PDF.

Please sign or email “approved”.
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S/F,

3d Marine Aircraft Wing

Office:  858-307-4549/5077
BB:  
Cell:

From:
Sent: Tuesday, May 28, 2024 6:57 PM
To:
Subject: RE: CUI: Interview Summary

Good Morning Sir,

Attached is the word document with track change enabled and a pdf with the edits and my
signature. If there is anything else required of me please let me know. Thank you Sir.

R/S

Quality Assurance Representitive
Heavy Marine Helicopter Squadron 361
MCAS Futenma, Okinawa
Work: 636-5626
Cell:

From: 
Sent: Wednesday, May 29, 2024 8:48 AM
To: 
Subject: CUI: Interview Summary

Attached is a summary of our discussion together.  If you would like the audio records please advise. 

If no changes are required, please reply with “Approved”.
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If you have like to modify, please do so with track changes enable. 

V/R,

3d Marine Aircraft Wing

Office:  858-307-4549/5077
BB: 
Cell:
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SUMMARY OF INTERVIEW OF

Name:.........

Rank..........

Service:...... U.S. Marine Corps 

Unit:......... HMH-361 

Date:......... 6 March 2024 

On 6 March 2024, I met with the Investigating Officer in person. The 

Investigating Officer explained the purpose and scope of the interview with 

me, to include the difference with a safety investigation. I understood my 

statement is not privileged. I swore or affirmed to tell the Investigation 

Officer the truth. I agreed to have my interview with the Investigating 

Officer audio recorded.  

The following is a summary and not a verbatim transcript of my interview with 

the Investigating Officer: 

I am a  with HMH-361. I have been with the unit for 

about a year and a half. I just picked up my TERFI. The crew chief syllabus 

it not too bad. It is difficult enough to make you think. A lot of good 

instructors at 302 and here. It has been fun. 

I was at Creech. I was crew to fly to Creech and returned with the main 

body. I do not remember exactly which day I went up. We were – number three – 

out of four. We were later in the day, but the same day as those other two.  

We have “361 flyers” group chat with crew chiefs and aerial observers. 

I do not think any pilots are in the chat. On 6 February 2024, nothing was 

passed from TIGER-43, , or  in that chat. 

The night of 6 February 2024 we had the NSI plane and my plane, which 

was TIGER 42. When TIGER 43 went to Miramar, we were still flying to do NSI 

checks. When we landed, after we debriefed,  told us trying to 

get ahold of TIGER-43 and asked, if you have a way to find them – like 

snapchat or locate my iPhone – to try. I sent one singular message to

, like “how is it going?” It was emphasized to otherwise not 

talk to anyone else outside of the building. We were sitting there, waiting a 

while, as the pilots were making their contacts. 

I was in the ODO brief and tactical brief. I do not remember if Miramar 

weather was talked about. I know that  and  were 

NOTICE 
DO NOT DISTRIBUTE THE CONTENTS 
OF THIS DOCUMENT WITHOUT PROPER 

AUTHORIZATION FOR RELEASE 

Enclosure (35)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c) (b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),
(b)(7)(c)(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c) (b)(6),(b)(7)(c)



1 

2 

3 

4 

5 

6 

7 

8 

9 

10 

11 

12 

13 

14 

15 

16 

17 

18 

19 

20 

21 

22 

23 

24 

25 

26 

27 

28 

29 

30 

31 

32 

33 

34 

35 

36 

37 

38 

SUMMARY OF INTERVIEW 
M 

SUMMARY OF INTERVIEW 
2 

both on their phones and other means of checking weather. They were talking 

back-and-forth with about the conditions at Miramar and right at the hill. 

This was a little bit before the brief.  was loading the plane 

up and  was at the brief. I cannot say for sure, but I 

can imagine they talked about it after the brief. 

I had flown with  several times.  

, it was by-the-book. It was  passion. 

 was not going to cut corners. That was  

 thing and what enjoyed doing. Same with

, who gave me a lot of my gouge when I first joined the fleet.  

 formed me into the crew chief I am now. I speak very highly about 

 and  ability to safely crew the aircraft. 

was vocal.  always maintained that the 

junior guy was always going to speak up in the crew.  would 

also then say piece.  

I flew with  It was very professional.  did 

not like to take risks. We would take the flight and have fun doing it. But, 

we would never sacrifice safety doing the right thing. That is why the whole 

thing confuses me. The three Marines ,  and  

all had instructor qualifications and were professional and 

did things safely. I have been racking my brain on that piece. 

 NATOPS briefs per the NATOPS, and had it in hand. 

 would brief it all per the checklist and not skip over 

something.  would go through all the EPs step-by-step, even if 

boring. We had not doubt what we were supposed to be doing at that time. We 

discussed double IMC procedures. They always brief lower and slower, 

circumnavigate. No lower than 200 feet and no slower than 60 knots. Crew 

chief in the back jump up in the jump seat to monitor gauges and assist the 

pilots, if have vertigo. Talk them onto the “meatball” – the attitude 

indicator (talking back to wings level). “Hit the bar out” if necessary, 

which will hold the altitude. What I said would be expected as crew chief. If 

both the pilots say that they have vertigo, or if I notice, and I call out, 

then I will say that I will hit the bar out and take them back to wings 

level. 

I have not heard “I-8 course rules.” I have heard Yuma course rules. I 

cannot accurately remember if I have heard someone brief anyone using the 

Interstate Eight to bypass weather that is high, such as freezing layers. I 
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would say, if that is our last effort to navigate, then we will use to 

navigate.  

I flew with  As a junior copilot, was 

really good.  made it easy to talk to. was good 

with crew coordination and being personable. I was not afraid to correct on 

actions, and vice-versa. I did not have a chance to fly with  a 

whole lot, and mostly on FCF lines.  was a good person. 

I am about right in the middle in terms of seniority. In our shop, 

would be the most senior. In the squadron, a couple 

other gunnery sergeants would be the most senior. I have not done a 

deployment yet. I did the SLTE detachment. I did the Creech detachment. I did 

the WTI detachment. I went to El Centro around .  

I would have night vision goggles at night. Legally, we cannot fly with 

less than two crew chiefs in the back. One has right side, one has left side 

(twelve to six). You are actually looking outside the aircraft–you are 

holding onto your goggles, feeling the slipstream of the aircraft. The 

visibility is about as good as it can get with goggles. If you know where to 

stand by your window to get out of the wind, you can still see forward. It is 

unobstructed all the way to the tail. Looking below, as far you can look 

down, you can see pretty far down. You cannot see directly under the aircraft 

unless going to land or hover and you can actually stick your body outside 

the window. But, otherwise, pretty much straight down. 

Hypothetically, if flying at night, and there is an overcast layer and 

cannot fly VFR, at 500 feet, and are navigating the Interstate 8, in the back 

we always discuss keep a good scan, and we preach “out, forward, and down” to 

help prevent you from messing up because you can get disoriented quickly. 

This prevents missing other aircraft. Forward makes sure there is nothing in 

front of us, like windmills and power lines. For every two scans, you peek in 

and check instruments and gauges. You step in and can look in at the cockpit. 

You can tilt the goggles and look to see the cockpit. If we are at 500 feet, 

I personally would not feel comfortable “smoking and joking.” I would treat 

it as we are turfing and give call-outs. 200 feet and below is considered 

turfing. It depends – because you are in the mountains–you are still 200 feet 

(laterally) within the terrain. Especially, on goggles at lowlight I would 

only be making the same standardized calls. If I were to stop seeing the 

ground reference, such as a fog layer while navigating the Interstate 8, I 

would say “hey Sir, got a little fog, lost my ground reference.” We would ask 

about the other crews’ ground reference. We would then discuss how to get out 
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of the situation. You absolutely voice it up, anytime you use reference. You 

are unsure what is going on. I would expect to hear a call from up front 

about a lost ground reference, from the pilots. If we all concurred and lost 

reference, I would say, with my comfortability, can we turn around and just 

land. I will sleep in the desert – crazier things have happened. I would not 

be comfortable seeing the ground below me or sky above me.  

Regarding any “human factor” concerns with  on 6 

February 2024. When were at SLTE, witnessed on the 

flightline the Marine who walked into the tail rotor and said that “messed 

with” . One of ’ good friend from the 

VMM committed suicide.  was ’ 

best friend. I provided the Investigating Officer

telephone number.  

I do not know of any “human factors” with any of the other TIGER-43 

crew. From prior of the flight brief, through the tactical brief, into the 

individual NATOPS briefs, what stood out was  displayed a 

little bit of that “get-home-itis" as we like to call it. There were three 

different versions of the flight schedule. and  

 were added to the crew late.  did text me before, 

because I was on the flight, and “hey, don’t pack” and something to the 

effect of “they are going to change crews.” I feel like that was 

feeling rushed to get home. I also base this on how  

was acting before the flight.  was displaying that “I want to 

get home now” attitude, and definitely wanted to leave. It may have been 

 100% wanted to get home.  did say would stay 

in Imperial or Havasu if needed. It did not make sense to me why it had to be 

right then and there, a day early. I personally thought this was odd. It was 

not out of character for . I do not think it is not the best 

way to think when going into an aircraft, especially a low-light flight. 

 had the tendency to think get this done, let us get home. 

I have pre-deployment leave coming up in March 2024. The Investigating 

Officer did not take possession of any of my personal property, such as a 

cell phone. I provided my cell phone number to the Investigating Officer. I 

was directed not to discuss my statement to the Investigating Officer with 

others per the Manual of the Judge Advocate General (JAGMAN) with certain 

exceptions. 

 

END OF STATEMENT 
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I, , U.S. Marine Corps, have had an opportunity 

to review the above summary of my statement to the Investigating Officer for 

the Command Investigation into the facts and circumstances surrounding the 

CH-53E Super Stallion Helicopter mishap that occurred on or about 6 February 

2024. I agree that the summary accurately reflects my interview and swear or 

affirm that it is true and accurate to the best of my knowledge. 

Signature: ____________________________________ Date: _______________________ 
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From:
To:
Subject: RE: CUI: Interview Summary
Date: Tuesday, June 4, 2024 8:12:41 PM

Good afternoon sir,

I apologize for the delay in correspondence.
Approved.

Very Respectfully,

From:
Sent: Wednesday, May 29, 2024 8:50 AM
To:
Subject: CUI: Interview Summary

,

Attached is a summary of our discussion together.  If you would like the audio records, please
advise. 

If no changes are required, please reply with “Approved”.

If you have like to modify, please do so with track changes enable. 

S/F,

3d Marine Aircraft Wing

Office:  858-307-4549/5077
BB: 
Cell:
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SUMMARY OF INTERVIEW OF  

Name:.........

Rank..........

Service:...... U.S. Government 

Unit:......... MCAS Miramar (Airfield ODO) 

Date:......... 5 March 2024 

On 5 March 2024, the Investigating Officer conducted an interview with 

, the assigned Airfield ODO on the evening 6 February 2024, in 

person. The Investigating Officer explained the purpose and scope of the 

interview, to include the difference with a safety investigation. 

affirmed he understood his statement was not privileged. He swore or 

affirmed to tell the Investigating Officer the truth. He agreed to have the 

interview with the Investigating Officer audio recorded.  

The following is a summary and not a complete verbatim transcript of

interview with the Investigating Officer: 

provided his background as a 22-year METOC Marine. 

 was the MCAS Miramar METOC Chief from 2005-2008.  After his 

retirement, he took a position as a MCAS Miramar Airfield ODO and had 

operated in that role for the past 15-years.  recalled his 

familiarity, ODO, airfield, and on-the-job training. total 

training lasted for approximately two months and that he deemed the training 

to be sufficient. 

 served as the Airfield ODO in support of the 2008 VMFAT-

101 F/A-18 mishap. stated that he had actively participated in 

at least two additional mishaps during his 15-year career. 

spoke on generic overdue aircraft procedures stating he 

would look to determine if ATC or Flight Planning "had any strips on them".  

He would then contact Miramar Tower, and possibly SoCal TRACON, to determine 

if they had any awareness regarding an overdue aircraft.  stated 

his actions would then cease at this point as it is the "squadron's 

responsibility to find their aircraft".   

 stated that he would have to speak to his supervisor (MCAS 

Miramar Airfield Manager, ) regarding follow-on actions to support 

an off-base SAR or mishap.  stated that current mishap checklist 
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procedures only address Miramar Tower's control radius.  Outside of that 

area, an Airfield ODO "wouldn't have much control of it". 

discussed the Emergency Operations Center and gave a brief overview of the 

agency to the Investigating Officer. 

At 2350, 10 minutes before field closure, received a call 

from HMH-361 asking if TIGER 43 had landed. spoke to the 

Miramar Tower Supervisor.  The Tower Supervisor passed that no aircraft had 

landed for two-three hours and that no information regarding TIGER 43 was 

available.  MCAS Miramar Flight Planning stated the same. 

relayed both entities' lack of information.   

clarified his 2350 logbook entry which stated the HMH-361 

ODO could not confirm that TIGER 43 had departed. 

clarification verbatim below: 

"I don't remember the wording exactly but the way I took it from [our] 

conversation after was that he wasn't sure if the aircraft was in flight from 

its last location.  He couldn't confirm that, or he didn't want to confirm 

that I really couldn't tell and I didn't really inquire too much about it 

because the weather was really bad that night.  We were going in and out of 

IFR conditions."   

stated that the HMH-361 ODO was indecisive "as to whether 

the bird was actually enroute" or not.  stated the HMH-361 ODO 

did not say anything specific and that his logbook entry was based off his 

demeanor.  Neither the HMH-361 ODO, or , asked or directly 

confirmed if TIGER 43 had taken off.  

At 2358, another officer called from HMH-361.  The HMH-361 officer 

again asked if any information or contact had been made with TIGER 43.  

confirmed with Miramar Tower and Flight Planning a second time and 

relayed that no information regarding TIGER 43 was known.  The HMH-361 asked 

if the Airfield ODO had the capability to track aircraft inflight.  

stated no but SOCAL TRACON likely could.  The HMH-361 asked for and 

received SOCAL TRACON's telephone number.  The phone call then ended. 

At 2400, closed the airfield and immediately departed.  

The Airfield ODO phone was not forwarded, and was not aware of 

any additional incoming phone calls made prior to his departure.  

 acknowledged he had reviewed HMH-361's flight schedule, 

that he was aware of TIGER 43's mission and its destination of MCAS Miramar.  

acknowledged that he was aware that a VFR aircraft would not 

have an ATC generated "strip". 
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did not speak to anyone else regarding TIGER 43 until the 

next morning when he received a phone call from 

acknowledged it was uncommon to receive an overdue aircraft notification from 

an ODO, specifically that in the last 15-years it could be quantified is a 

"very rare" instance.  

stated he traditionally receives phone calls from ODO's 

stating that inbound aircraft would be late.  During these circumstances he 

would either extend the airfield hours or, if weather permitted, would 

approve closed field operations.  However, these options would only be 

exercised if it was confirmed that the late aircraft was airborne and 

enroute.  If the late aircraft did not meet these requirements, they would 

have to divert.    

 was directed not to discuss his statement to the 

Investigating Officer with others per the Manual of the Judge Advocate 

General (JAGMAN) with certain exceptions. 
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SUMMARY OF INTERVIEW OF

Name:.........  

Rank..........

Service:...... U.S. Government 

Unit:......... MCAS Miramar (Airfield ODO) 

Date:......... 5 March 2024 

On 5 March 2024, the Investigating Officer conducted an interview with 

, the assigned Airfield ODO on the morning of 7 February 2024, in 

person. The Investigating Officer explained the purpose and scope of the 

interview, to include the difference with a safety investigation. 

affirmed he understood his statement was not privileged. He swore or 

affirmed to tell the Investigating Officer the truth. He agreed to have the 

interview with the Investigating Officer audio recorded.  

The following is a summary and not a complete verbatim transcript of  

interview with the Investigating Officer: 

provided his background as a 20-year Logistics Distribution 

Marine.  After his retirement, he took a position as a MCAS Miramar Airfield 

ODO and operated in that role for the past 15-years. discussed 

new ODO training in-depth.   stated that a new ODO's training 

lasts approximately three to four months. deemed the training to 

be sufficient as new ODOs are then placed on a "swing shift" to enable 

continued learning and on-the-job training for the next 12 months.   

stated he has actively worked four to five mishaps in the 

last 15 years. One of those mishaps dealt directly with an overdue aircraft. 

was asked what his follow-on actions would be if faced with 

an overdue aircraft.   stated he would contact Flight Planning 

then the squadron owning the aircraft to determine if the aircraft had indeed 

taken off or diverted.  would also reach out to MCAS Miramar 

Tower personnel and SOCAL TRACON for information.  If those efforts were 

exhausted, he would have reached out to (the MCAS Miramar 

Airfield Manager). stated that he would contact USCG or CALFIRE 

to alert SAR; however, he would default to (or the Station and 

Airfield Operations Officers) to make the final call if in contact with them. 
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On the morning of 7 February 2024, when arrived at work, he 

began to receive continuous phone calls from multiple entities (e.g., local 

units, news organizations, civilians).  After reviewing the logbook for 6 

February 2024, he contacted at approximately 0645-0700.   

confirmed an aircraft was missing.   

Shortly after the phone conversation with

received a call from a  at the AFRCC.  stated he was 

unfamiliar of the AFRCC and was confused as to why he was receiving so many 

calls about TIGER 43. passed TIGER 43's route of flight, last 

known location, time, and elevation.  relayed this information to 

 as the MCAS Miramar EOC was being stood up.    

 was directed not to discuss his statement to the 

Investigating Officer with others per the Manual of the Judge Advocate 

General (JAGMAN) with certain exceptions. 
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SUMMARY OF INTERVIEW OF  

Name:.........

Rank..........

Service:...... U.S. Government 

Unit:......... MCAS Miramar (Airfield Manager) 

Date:......... 5 March 2024 

On 5 March 2024, the Investigating Officer conducted an interview with 

 in person. The Investigating Officer explained the purpose and 

scope of the interview, to include the difference with a safety 

investigation.   affirmed he understood his statement was not 

privileged. He swore or affirmed to tell the Investigating Officer the truth. 

He agreed to have the interview with the Investigating Officer audio 

recorded.  

The following is a summary and not a complete verbatim transcript of

interview with the Investigating Officer: 

 stated he did not receive a phone call on the evening of 6 

February 2024 regarding TIGER 43.   initial notification of an 

overdue aircraft bound for MCAS Miramar was via the morning news. 

stated he immediately contacted, and spoke with, both the Station and 

Airfield Operations Officers.  At approximately 0645,  received a 

phone call of the on-duty Airfield ODO  asking if he knew 

anything about an overdue aircraft. confirmed that he did as he 

was just recently informed.  

was asked what his follow actions would be if faced with an 

overdue aircraft and all efforts to locate the aircraft had been exhausted.  

 stated he would extend the airfield out to the maximum allowable 

crew day of ATC personnel.  If ATC personnel reached their maximum crew day a 

waiver would be requested from the MCAS Miramar Commanding Officer. 

stated he would have departed his home and proceeded into work to help 

coordinate the effort and would have contacted both the Airfield Operations 

Officer and the Station Operations Officer.  Once at MCAS Miramar, 

would have synced with the on-duty Airfield ODO and then contacted

, MCAS Miramar's Mission Assurance Officer.  A limited stand up of the 

Emergency Operations Center (EOC) would have occurred.  If a mishap was 
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confirmed, stated that a full standup of the EOC would have been 

actioned, the airfield would have remained open, and the EOC would have been 

fully integrated into San Diego County's EOC.   stated he would have 

been extremely proactive in determining the status of the overdue aircraft, 

but at a minimum the airfield would have been kept open when that 

determination was being made.  Once  had spoken with or 

the two Operations Officers, USCG or CALFIRE SAR assets would have been 

alerted.   

It was acknowledged that the procedures discussed by , while 

incredible, were not clearly defined or written.  It was also noted that a 

proactive ODO would be able to achieve the same result even without plainly 

articulated procedural steps. then reviewed enclosure (39) and 

discussed EOC interactions, procedures, and data inputs and outputs. 

 stated that MCAS Miramar previously had access to SAR 

personnel in Yuma, AZ; however, that capability no longer exists. 

stated he would provide the telephone numbers to the USCG, 

FACSFAC, MCAS Miramar Fire, and would reach out to  regarding 

written EOC SOPs. 

 was directed not to discuss his statement to the 

Investigating Officer with others per the Manual of the Judge Advocate 

General (JAGMAN) with certain exceptions. 
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From:
To:
Cc:
Subject: RE: JAGMAN Investigation
Date: Thursday, February 22, 2024 3:25:15 PM

No Mishap Checklist was done since we had no known information on the flight, declared emergency, or
confirmed Mishap that night before the airfield closed.  ODO logbook entries are below for 6-7 Feb:

V/R

 ACE, C.M., C.A.E
Airfield Manager/Asst. OPSO|MCAS Miramar
S-3 Dept. Bldg. 9211|Airfield Operations Division
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From:
Sent: Wednesday, May 8, 2024 11:01 AM
To:
Cc:
Subject: TIGER 43 JAGMAN INVESTIGATION
Signed By:

Regarding EOC acƟvaƟon, we alluded to a five-mile ring around the installaƟon where we acƟvely employ the EOC to 
monitor the situaƟon and collect informaƟon for the CO. It would probably extend a bit farther to reach the La Jolla 
coast and down to I-8 Mission Valley.  There is no doctrinal publicaƟon that I am aware of which specifies when and 
where an EOC would acƟvate WRT distance from the incident to the installaƟon.. 

If we look back the 2008 FA-18 University City Mishap, my Fire Chief rolled up to the scene as an Engine 
Captain at the same Ɵme as SDFD arrived. They worked together and the Incident Command Post turned into a Unified 
Command with SDFD as the lead because the site was not on military property.  Our EOC was working with the IC and 
the San Diego County Office of Emergency Services.  We worked the response because my CO has the foresight to 
understand this incident was going to impact the enƟre installaƟon at a Ɵme when we were fighƟng a ballot iniƟaƟve to 
turn Miramar into a joint-use facility. 

During the TIGER 43 incident, I reached out to  San Diego OES, for assistance contacƟng the Unified 
Command to get informaƟon on the mishap site locaƟon and the response plan. They did not stand up their EOC as the 
incident was localized and did not have mass casualƟes beyond the aircrew.  If an incident occurred within the county 
that had impact on residents or presented a major media situaƟon, then they would stand up.  

Hope this provides the clarificaƟon you need. I cc’d  in the event you have any follow-on quesƟons for 
them. 
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2

Director, Mission Assurance-Installation Protection 
MCAS Miramar 
Comm: 858.307.8530 DSN 307 
Cell:
NIPR:
SIPR: 
SVOIP:
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SUMMARY OF INTERVIEW OF  

Name:.........  

Rank..........  

Service:...... U.S. Marine Corps 

Unit:......... MAWTS-1 

Date:......... 19 March 2024 

On 19 March 2024, the Investigating Officer conducted an interview with 

, MAWTS-1 Instructor Pilot, via telephone. The Investigating 

Officer explained the purpose and scope of the interview, to include the 

difference with a safety investigation.   affirmed he understood 

his statement was not privileged. He swore or affirmed to tell the 

Investigating Officer the truth. He agreed to have the interview with the 

Investigating Officer audio recorded.  

The following is a summary and not a verbatim transcript of  

interview with the Investigating Officer: 

On the evening of 6 February 2024,  stated that he was 

debriefing the TIGER 41 Prospective NSI certification flight when  

 knocked on the door and interrupted.   stated that 

he had not heard anything from TIGER 43 and that they were expected back 30 

minutes ago.   stated that , who was in the 

debrief as well, stood up, said something along the lines of "Sir, finish up 

the debrief.  I'll work with the ODO".   then departed the room. 

After approximately 10 minutes,  stated that he and  

 finished the debrief and that both then proceeded to the ODO 

desk to see if there was any update.   took charge of the 

situation and began executing the squadron's mishap plan, specifically the 

overdue aircraft procedures section at approximately 1200. 

The members present in the ready room then began calling all air 

traffic control agencies from LA Center to SoCal Approach and various 

airfields to include Imperial County and Gillespie.  

 stated the last time someone had spoken to TIGER 43 they 

were getting ready to depart Imperial after a maintenance issue with the No.2 

Fire Light that was erroneous.   also stated that the crew had 

spoken with  and had been given approval for a "one 
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shot" back to MCAS Miramar.   stated he did not have an in-depth 

understanding of TIGER 43's request for launch approval or the aircrew's 

troubleshooting on-deck at Imperial County as his focus was on determining 

where TIGER 43 was at the time. 

Upon reaching the step that directed those working the mishap checklist 

to initiate airborne SAR procedures multiple attempts to contact MCAS Miramar 

Base Operations were made but were unsuccessful.   then contacted 

the U.S. Coast Guard at approximately 1230-1250.  During his conversation 

with one of two of the duty officers,  stated he passed a brief 

narrative of TIGER 43 and the helicopter's BuNO.   completed the 

call and was called back shortly after.  The U.S. Coast Guard duty officer 

stated that the weather was too bad for Coast Guard aviation assets and was 

advised that they were not the primary overland SAR agency and that it would 

be the Air Force.   stated that that may have been the last time he 

spoke with the U.S. Coast Guard. 

 stated that the mishap checklist members were also in 

contact with the San Diego County Sheriff's Department.   stated 

that the Sheriff's Departments helpfulness exceeded that of any other agency 

contacted that evening.  San Diego County Sheriff launched ground-based SAR 

but weather prohibited aviation-based SAR from reaching the mishap site.    

 then received a phone call from the AFRCC (a SSgt).  

Multiple items were discussed with the AFRCC representative who was in 

Florida.   stated he assumed the AFRCC had received his telephone 

number from the U.S. Coast Guard duty officer.   was given the 

impression that the AFRCC didn't have UAS or C-130 assets on alert if needed. 

 stated that this individual provided the last known ADS-B location 

of TIGER 43 and the open-source website where the information could be found.  

 forwarded the mishap crew's cell phone numbers for CAP National 

Headquarters forensics analysis.  At 0226, the AFRCC representative forwarded 

an email from the CAP Radar Analysis Team that stated terrain impact had been 

likely.   

At approximately 0400,  was notified, via his own CAP unit 

group chat, that AZ CAP had been authorized to launch prior to daybreak in 

support of the TIGER 43 search effort.  

At approximately 0430-0500, it was determined that no additional 

efforts by those executing the squadron specific mishap checklist would be 

beneficial.  Shortly before his departure  stated he received a 

call from , a BORSTAR representative.   asked if BORSTAR 
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support was needed.   confirmed it was.  Shortly after, 

called back and confirmed BORSTAR had accepted the tasking and that they were 

mobilizing.    

 stated he would provide the Investigating Officer a brief he 

had created for his local CAP unit highlighting the open-source information 

from a lessons learned prospective. 

 was directed not to discuss his statement to the 

Investigating Officer with others per the Manual of the Judge Advocate 

General (JAGMAN) with certain exceptions. 
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INCIDENT NAME DATE & TIME ON SCENE ICP LOCATION 

Pg. 1 REV. 
09/06/2018 

INCIDENT COMMANDER CHECKLIST 
DIRECT PROTECTION 

☐BLM/BIA -CF DPA ☐ SRA ☐ FRA ☐ LRA

JURISDICTION / LAND OWNERSHIP

☐ Local: AREP: 

☐ State: AREP: 

☐ Federal: AREP: 

☐ BIA: AREP: 

☐ BLM: AREP: 

☐ Parks: AREP: 

☐ US Fish & Wildlife: AREP: 

UNIFIED ORDERING POINT (UOP) 

UNIFIED COMMAND 
IN OUT 

AGENCY NAME DATE/TIME: 

AGENCY NAME DATE/TIME: 

AGENCY NAME DATE/TIME: 

AGENCY NAME DATE/TIME: 

AGENCY NAME DATE/TIME: 

OR Management Action Points identified for when you would go into Unified Command: 

COOPERATING AGENCIES 

☐ CALFIRE
Liaison: ☐ Liaison: 

☐ USFS
Liaison: ☐ Liaison: 

☐ CBP BORSTAR
Liaison: ☐ Liaison: 

☐ San Diego Sheriff
Liaison: ☐ Liaison: 

☐ USAF,Ca. Civil Air Patrol 

Liaison: ☐ Liaison: 

☐ Liaison: ☐ Liaison: 

☐ Liaison: ☐ Liaison: 

☐ Liaison: ☐ Liaison: 

☐ Liaison: ☐ Liaison: 

INCIDENT MAP 

☐ Incident Map (perimeter with DPA) Date /Time requested: 

PIO / MEDIA / NEW RELEASES 
Unified IC’s will all agree and approve all news and social media information releases via Incident PIO. 

IC’s ALL INTITIAL: x x x x x x 

IMMEDIATE THREAT (Life, consider NO DIVERT for Air Tankers, Property, Community, Critical Infrastructure) 

KITCHEN CASDU003404 02/07/2024  02:45 USFS 3766 Kitchen Creek Rd.
Pine Valley, Ca. 91962

X

San Diego County Fire/CALFIRE

SDCF/CALFIRE
USFS
CBP BORESTAR

SD Co. Sheriff Search & Rescue

Ca. Civil Air Patrol

1

        

 

 

02/07/2024  02:22

02/07/2024   02:48

02/07/2024   04:19

02/07/2024   05:42

02/07/2024  06:00

CBP BORESTAR     02/07/2024   05:00

USFS     02/07/2024   02:31

SD Co. Sheriff Search & Rescue 02/07/2024   05:30

Ca. Civil Air Patrol     
Ca. Civil Air Patrol 02/07/2024 06:00

02/07/2024 06:30

USFS  02/07/2024 02

USMC Miramar
USMC

USCG
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Pg. 2 REV. 090616 

STRATEGY / POTENTIAL 

☐Initial attack:
The fire can be contained by the resources first dispatched, without substantial augmentation*, within two hours of the 
report time. 

☐Extended attack:
The fire can be contained within the first burning period, but requires substantial augmentation of the first-dispatched 
suppression resources 

☐Major:
The fire CANNOT be contained within the first burning period, even with substantial augmentation of resources*; long-
term resource commitment and logistical support will be required. 

INCIDENT MANAGEMENT TEAM 
Request Date: Time: Type: 

Transition Date: Time: Location: 
IMT’s may be utilized when the emergency incident cannot be mitigated: With substantial augmentation of resources 
during the first operational period. When long-term resource commitment and logistical support will be required. During 
multi-agency multi-branch incident. When the scope of the planning is long-term and complex 

RESOURCE ORDERS 

☐ All Unified ICs will track initial resources orders w/ a single collection point of the lead IC or designee.

☐ Placing orders to UOP, identify the mission and payment mechanism (Local, State, Federal/Local Agreement,
MMA, CFAA, CFMA, ABH).

☐ Identify Type/Kind/Immediate/Planned need.   ALL ORDERS WILL GO THROUGH THE UOP

☐ Request/implement a Resource UL position early for expanding incident.
DIVS/GRPS will track resource effort and accountability.

ANY ORDERS NOT PLACED PROPERLY THROUGH THE IDENTIFIED UOP 
WILL BE CHARGED TO THE AGENCY THAT IMPROPERLY ORDERED THE RESOURCE. 

COST SHARE (multi-jurisdiction) METHODOLOGY 

IA* YOYP** BA*** CA**** 

Local 

State 

Federal 

*IA =                                      Cost share agreement may be needed if incident goes beyond the initial response goes beyond 12 
      hours 

**YOU ORDER YOU PAY =  Each agency is fiscally responsible for their ordered resources regardless of where they are used. 
***BURNED ACRES =  Costs shared based on acres burned percentage within agencies DPA. Used when responsibilities, 

 objectives  and suppression costs are similar. 
****COST APPORTION =      Costs are shared based on the suppression effort expended to protect each agencies DPA including 

 threat. 

EXHAUSTION (Local Government and Operational Area resource) 

AGENCY LEVEL DATE TIME IC’s Initial 

Local Y  /  N 
Remarks 

Local Y  /  N 
Remarks

Local Y  /  N 
Remarks

OpArea Y  /  N 
Remarks
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. Cancelled do to Weather condition

02/07/2024 - 0615 UNIFIED COMMANDERS establish Search Group BORSTAR intial team begin search in snow weather.

02/07/2024 - 08:32:01 3RD MARINE AIRCRAFT WING CONTACT - WATCH FLOOR 858-307-5128

02/07/2024 - 08:41:19 BORSTAR HAS VISUAL ON CRASH SITE 

02/07/2024 - 08:54:56 B4 ADV BORSTAR GROUND RESOURCES AT THE CRASH SITE TRYING TO MAKE ACCESS//
DIFFICULT ACCESS DUE TO HEAVY BRUSH, MUD, AND SNOW

02/07/2024 - 09:54:39 UPDATE FROM B4 - 11-44 x5 AT CRASH SITE

02/07/2024 - 11:46:46 OES CALLED ASKING OF "UNMET NEEDS" PER D3304 NO NEEDS NEEDED. OES 
ADVISED WILL CALL WITH ONE MORE UPDATE

02/07/2024 - 11:46:46 B4 turnover to D3304.3304 assume Ic from B4 and B4 on R &R  available.at 16:00 hours

Enclosure (44)

(b)(6),(b)(7)(c)
(b)(6),(b)(7)
(c) (b)(6),(b)

(7)(c)(b)(6),(b)(7)
(c) (b)

(6),
(b)
(7)
(c)

(b)(6),(b)
(7)(c) (b)(6),(b)(7)

(c)(b)(6),(b)(7)
(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)(b)(6),(b)(7)(c)

(b)
(6),
(b)
(7)
(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c) (b)(6),(b)(7)(c)
(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)
(c)

(b)(6),(b)
(7)(c)

(b)(6),(b)
(7)(c)

(b)(6),(b)
(7)(c)(b)(6),
(b)(7)
(c)
(b)(6),(b)
(7)(c)

(b)(6),(b)
(7)(c)(b)(6),(b)(7)

(c)

(b) (3) (B)



Date: Time: 

Resource
Resource 
Identifier

Date/Time 
Ordered ETA A

rr
iv

ed

Notes (location/assignment/status)

Name: Position/Title: Signature: 

Date/Time: 02/07/2024 13:00 hours

Calfire

USFS

42

D4, B41, 
B42

Customs Border Patrol (CBP BORESTAR

San Diego Sherrif Search & 
Rescue

USAF, Ca. Air Patrol IC & 
Overhead

USMC, Miramar IC & 
Overhead

02/07/2024
 02:21

02/07/2024
 02:21

02/07/2024
 03:36

02/07/2024
 03:49

02/07/2024
 06:05

02/07/2024
 02:21

Incident Command Post 
USFS Kitchen Creek Helibase

3766 Kitchen Creek Rd.
Pine Valley, Ca. 91962
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The Incident Briefing (ICS 201) provides the Incident Commander (and the Command and General Staffs) with 
basic information regarding the incident situation and the resources allocated to the incident. In addition to a briefing 
document, the ICS 201 also serves as an initial action worksheet.  It serves as a permanent record of the initial response 
to the incident.

  The briefing form is prepared by the Incident Commander for presentation to the incoming Incident 
Commander along with a more detailed oral briefing.

  Ideally, the ICS 201 is duplicated and distributed before the initial briefing of the Command and General 
Staffs or other responders as appropriate. The “Map/Sketch” and “Current and Planned Actions, Strategies, and Tactics”
sections (pages 1–2) of the briefing form are given to the Situation Unit, while the “Current Organization” and “Resource 
Summary” sections (pages 3–4) are given to the Resources Unit. 

The ICS 201 can serve as part of the initial Incident Action Plan (IAP). 

If additional pages are needed for any form page, use a blank ICS 201 and repaginate as needed. 

Enter the name assigned to the incident.

Enter the number assigned to the incident.

Date, Time

Enter date initiated (month/day/year) and time initiated (using the 24-
hour clock).

(include sketch, 
showing the total area of 
operations, the incident 
site/area, impacted and 
threatened areas, overflight 
results, trajectories, impacted 
shorelines, or other graphics 
depicting situational status and 
resource assignment)

Show perimeter and other graphics depicting situational status, 
resource assignments, incident facilities, and other special information 
on a map/sketch or with attached maps.  Utilize commonly accepted 
ICS map symbology.

If specific geospatial reference points are needed about the incident’s 
location or area outside the ICS organization at the incident, that 
information should be submitted on the Incident Status Summary (ICS 
209).

North should be at the top of page unless noted otherwise. 

for 
briefings or transfer of 
command): Recognize potential 
incident Health and Safety 
Hazards and develop necessary 
measures (remove hazard, 
provide personal protective 
equipment, warn people of the 
hazard) to protect responders 
from those hazards.

Self-explanatory.

Name 

Position/Title

Signature

Date/Time

Enter the name, ICS position/title, and signature of the person 
preparing the form.  Enter date (month/day/year) and time prepared 
(24-hour clock).

Enter the objectives used on the incident and note any specific problem 
areas.
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Time
Actions

Enter the current and planned actions, strategies, and tactics and time 
they may or did occur to attain the objectives.  If additional pages are
needed, use a blank sheet or another ICS 201 (Page 2), and adjust 
page numbers accordingly. 

(fill in 
additional organization as 
appropriate)

Incident Commander(s)

Liaison Officer

Safety Officer

Public Information Officer

Planning Section Chief

Operations Section Chief

Finance/Administration
Section Chief

Logistics Section Chief

Enter on the organization chart the names of the individuals 
assigned to each position.  

Modify the chart as necessary, and add any lines/spaces needed for
Command Staff Assistants, Agency Representatives, and the 
organization of each of the General Staff Sections.

If Unified Command is being used, split the Incident Commander 
box.

Indicate agency for each of the Incident Commanders listed if 
Unified Command is being used.

Enter the following information about the resources allocated to the 
incident.  If additional pages are needed, use a blank sheet or another 
ICS 201 (Page 4), and adjust page numbers accordingly.

Resource Enter the number and appropriate category, kind, or type of resource 
ordered.

Resource Identifier Enter the relevant agency designator and/or resource designator (if 
any).

Date/Time Ordered Enter the date (month/day/year) and time (24-hour clock) the resource 
was ordered.

ETA Enter the estimated time of arrival (ETA) to the incident (use 24-hour 
clock).

Arrived Enter an “X” or a checkmark upon arrival to the incident.

Notes (location/
assignment/status)

Enter notes such as the assigned location of the resource and/or the 
actual assignment and status. 
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b4@sdcfd.com 

Incident: 

CASDU003404 
Incident Number:24003449 

Report Number:
Incident: CASDU003404 

Call Type:FIRE, AIRCRAFT 

Incident Name:CANYON 6 

Common Place Name:USCG REPORTING POSS DOWNED AIRCRAFT 

Location Comment:USCG REPORTING POSS DOWNED AIRCRAFT 

Agency:SDF 

Start Time:02:20:02, February 07 2024 

Modified Time:13:10:45, February 07 2024 

Address:=L , LAKE_MORENA CA 

Caller Number:619-278-7031 

Radio Channels:
Cmd: 11CTac: 11DTACTICAL-2: 11E 

Aircraft Fire 

Units 

10 

Unit DSP RSP STG ONS TR AH AVL Personnel

B4 02:22:02 
02/07/2024 

02:27:14 
02/07/2024 

06:01:32 
02/07/2024 

06:01:17 
02/07/2024 

10:00:00 
02/07/2024 

BAT

M44 02:22:02 
02/07/2024 

02:25:44 
02/07/2024 

FAE
FFP

E3384 02:22:02 
02/07/2024 

02:27:27 
02/07/2024 

02:55:27 
02/07/2024 

04:27:38 
02/07/2024 

FF1
M
CPT
FF1

E44 02:22:02 
02/07/2024 

02:26:16 
02/07/2024 

04:29:51 
02/07/2024 

05:43:55 
02/07/2024 

FAP
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Unit DSP RSP STG ONS TR AH AVL Personnel

FAE
JAMES
FFP
FAP

E3374 02:22:02 
02/07/2024 

02:27:38 
02/07/2024 

02:55:12 
02/07/2024 

04:19:51 
02/07/2024 

FF1
FF1
FAE
GARRETT

PIO3328 02:22:02 
02/07/2024 

06:01:49 
02/07/2024 

05:36:48 
02/07/2024 

13:10:44 
02/07/2024 

CPT
C 

RA42 02:25:50 
02/07/2024 

02:38:31 
02/07/2024 

02:55:59 
02/07/2024 

05:38:19 
02/07/2024 

FF2
FFP

CNFB41 02:48:18 
02/07/2024 

02:48:18 
02/07/2024 

06:01:40 
02/07/2024 

06:01:17 
02/07/2024 

D3304 07:48:19 
02/07/2024 

07:48:19 
02/07/2024 

09:39:47 
02/07/2024 

09:39:43 
02/07/2024 

DIC

CNFE343 11:24:30 
02/07/2024 

11:24:30 
02/07/2024 

Comments 

53 
 02/07/2024 - 11:46:46 OES CALLED ASKING OF "UNMET NEEDS" PER D3304 NO NEEDS NEEDED.
OES ADVISED WILL CALL WITH ONE MORE UPDATE

 02/07/2024 - 11:46:00 ES CALLED INQUIRING OF

 02/07/2024 - 09:54:39 UPDATE FROM B4 - 11-44 x5 AT CRASH SITE

 02/07/2024 - 09:02:52 STA 44 HAD RP CALL TO ADV THAT SHE HEARD A COPTER 'LATE LAST
NIGT/EARLY THIS MORNING'//RP - 

 02/07/2024 - 08:54:56 B4 ADV BORSTAR GROUND RESOURCES AT THE CRASH SITE TRYING TO
MAKE ACCESS//DIFFICULT ACCESS DUE TO HEAVY BRUSH, MUD, AND SNOW

 02/07/2024 - 08:41:19 BORSTAR HAS VISUAL ON CRASH SITE 

 02/07/2024 - 08:32:01 3RD MARINE AIRCRAFT WING CONTACT - WATCH FLOOR 858-307-5128

 02/07/2024 - 08:25:5 RP CALLED TO SAY HE HEARD AIRCRAFT OVER THE AREA AROUND 0200
HRS. THINKS IT COULD BE IN THE AREA OF BEAR MOUNTAIN OR CORTE MADERA. HIS CALL BACK NUMBER IS 

. 

 02/07/2024 - 08:23:4 COUNTY  CONTACT IF ANY RESOURCES
NEEDED

 02/07/2024 - 07:55:35 USCG CONATCT IS 

 02/07/2024 - 07:54:54 USMC  CALLED AND ADV THAT THE USAF IS
OFFERING UAV FOR SEARCH//B4 ADVISED

 02/07/2024 - 07:51:3  FROM USCG CALLED AND ADV THAT THEIR
COPTERS CAN ACCEPT THE MISSION//B4 ADVISED//B4 TO TALK WITH CAP AND UNIFIED COMMANDERS
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 02/07/2024 - 07:01:01 ]P/ USFS FRED CANYON RD IS 4X4 ONLY

 02/07/2024 - 07:00:15 Command Name: CANYON 6

 02/07/2024 - 06:05:42 CIVIL AIR PATROL CALLED AND THEY ARE SENDING GROUND PERSONNEL
TO ICP//CAP CONACT IS 

 02/07/2024 - 05:47:2  WITH THE SDSO SEARCH AND
RESCUE HEADING TO THE ICP FROM GILLESPIE. ALL HIS UNITS AND EQUIP WILL BE STAGED AT THE USFS 
STATION CAMERON AREA BUT THE SGT WILL BE ENR TO THE KITCHEN CREEK ICP

 02/07/2024 - 05:45:00 B4 REQ AREP FROM USMC TO ICP//SPOKE WITH  AND 
, THEY WILL BE REQ AREP FROM THE AIRCRAFT'S UNIT TO THE ICP

 02/07/2024 - 05:42:08 SDSO SEARCH AND RESCUE GROUND UNITS ARE ENR TO THE CALL AND
HAVE BEEN NOTIFIED OF THE ICP LOCATION - NO ETA GIVEN BY SDSO

 02/07/2024 - 05:29:46 B4 ICP AT KITCHEN CREEK HELIBASE

 02/07/2024 - 05:04:38 [Hazard]Hazard Status:ACTIVE AIRCRAFT HAZARDS RADIOACTIVE MATERIAL

 02/07/2024 - 05:02:37 SPOKE WITH USMC  ADV OF
AIRCRAFT HAZARDS - IBIF DETECTOR IS RADIOACTIVE WITH INJESTION HAZARD, SUGGESTED PPE IF 
APPROACHED//ADD HAZARD AUX FUEL TANKS WITH DISCHARGE CARTRIDGES

 02/07/2024 - 04:59:4 DUTY CHIEF ADV AND BRIEFED//DUTY TO CALL B4 ON HIS CELL

 02/07/2024 - 04:55:4 HALF OF THE SQUADRON IS STILL IN IMPERIAL COUNTY AND WAS DUE
TO HEAD TO MIRAMAR TOMORROW, WITH THE OTHER HALF HEADING TO MIRAMAR 1 DAY EARLY (DUE 
2/6/2024 AT 2330 HRS).

 02/07/2024 - 04:54:19 ] ADVISED THE SQUADRON IS OUT OF CREECH AIR FORCE
BASE IN NEVADA AND WENT TO IMPERIAL COUNTY FOR TRAINING. THE AIRCRAFT LEFT IMPERIAL COUNTY 
AFTER GETTING FUEL, AND WAS DUE BACK AT MIRAMAR BASE AT 2330 HRS. DID NOT SHOW UP AND HAS NOT 
BEEN HEARD FROM SINCE LEAVING IMPERIAL COUNTY. LAT/LONG PROVIDED WAS FROM ATSB TRACKING

 02/07/2024 - 04:52:4  -  IN CHARGE OF THIS
SQUADRON - . IS THE MAIN POINT OF CONTACT

 02/07/2024 - 04:38:10 BP REP ENRT

 02/07/2024 - 04:36:27 NO COAST GUARD RESPONSE AS OF RIGHT NOW

 02/07/2024 - 04:28:49 ]LAST KNOWN ALTITUDE WAS AROUND 5525FT WITH A HEADING OF325
DEGREES

 02/07/2024 - 04:28:16 FROM BP COPIES THE REQUEST FOR A REP TO MEET AT KITCHEN
CREEK HELIBASE // WILL WORK ON IT BUT MAY TAKE SOME TIME

 02/07/2024 - 04:25:42 B4 REQ THE DUTY CHIEF TO BE NOTIFIED AND TO CALL HIS CELL

 02/07/2024 - 04:24:47 REQ BP TO SEND A REP TO KITCHEN CREEK ICP

 02/07/2024 - 04:19:06 BORSTAR IS ABLE TO ACCEPT THE MISSION

 02/07/2024 - 03:57:05 AFRCC 800-851-3051 IS RUNNING THE INCIDENT AT THIS TIME SINCE
THEY ARE 5-6 HRS OVERDUE //  IS THE  FOR THE THAT MARINE AIR FORCE 
SQUADRON. THE SQUADRON IS FROM NEVADA AIR FORCE BASE.

 02/07/2024 - 03:49:04 ]B4 ADVISING HE WILL CONT SEARCHING THE AREA - CXL E3374 AND
E3384 FOR NOW

 02/07/2024 - 03:44:07 ]ICP WILL BE AT THE KITCHEN CREEK HELIBASE
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 02/07/2024 - 03:36:16 REQ FROM B4 TO SEE IF BORSTAR CAN ASSIST US TO FLY OVERHEAD.
CALLED USBP AND SPOKE WITH - GAVE HIM THE INFO WE HAD AND HE WILL CALL BACK TO LET US 
KNOW IF THEY CAN ACCEPT THE MISSION

 02/07/2024 - 03:26:1 HEAVY SNOWFALL - B4 IN THE AREA SEARCHING THE AREA. VERY
REMOTE ACCESS

 02/07/2024 - 03:05:17 CNF DIVISION 4 ALSO RESPONDING

 02/07/2024 - 02:54:43 ALL UNITS TO STAGE AT CIBBETS FLATS CAMPGROUND. SNOW ON THE
GROUND AND THE TRUCK TRAIL IS DIFFICULT TO ACCESS

 02/07/2024 - 02:48:35 CNF BATTALION CHIEF 41 IS ENR

 02/07/2024 - 02:48:03 CNF NOTIFIED AND HAS A BATTALION CHIEF ENR

 02/07/2024 - 02:47:54 ASTREA CXLLD ENR TO THE LAT/LONG DUE TO WEATHER

 02/07/2024 - 02:47:08 MIRAMAR BASE CONFIRMED THE AIRCRAFT IS 3 HOURS OVERDUE WITH
NO COMMUNICATIONS SINCE 2330 HRS.

 02/07/2024 - 02:39:49 SDU ECC DUTY CAPTAINS NOTIFIED

 02/07/2024 - 02:39:39 ASTREA IS ENR AND WILL COME UP ON 10G

 02/07/2024 - 02:26:58 M44 CAN CANCEL // RA 42 TO HANDLE

 02/07/2024 - 02:22:03 [TC]Command Name: B4R6F 31

 02/07/2024 - 02:22:02 [Segment]TRNS G/SDU

 02/07/2024 - 02:22:00 ASTREA AND 2 GROUND UNITS ENR TO ASSIST THE AREA

 02/07/2024 - 02:20:02 LAST PINGED LOC FOR THE AIRCRAFT - HASNT BEEN HEARD OF SINCE
2330 AND IS NOW MISSING. CH53E HELICOPTER SUPERSTALLION - 5 SOULS WERE ON BOARD.

 02/07/2024 - 02:20:02 [TC]Address: =L( , LAKE_MORENA CA

 02/07/2024 - 02:20:02 [TC]TC Incident Number: 24003449

 02/07/2024 - 02:20:02 [TC]Location Comment: USCG REPORTING POSS DOWNED AIRCRAFT
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b4@sdcfd.com 

Incident: 

CASDU003404 

Incident Number: 

24003449 

Report Number: 

Incident: CASDU003404 

Call Type: 

FIRE, AIRCRAFT 

Incident Name: 

CANYON 6 

Common Place Name: 

USCG REPORTING POSS DOWNED AIRCRAFT 

LocaƟon Comment: 

USCG REPORTING POSS DOWNED AIRCRAFT 

Agency: 

SDF 

Start Time: 

02:20:02, February 07 2024 

Modified Time: 

13:10:45, February 07 2024 

Address: 

=L , LAKE_MORENA CA 

Caller Number: 

Radio Channels: 
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Cmd: 11C 

Tac: 11D 

TACTICAL-2: 11E 

AircraŌ Fire 

Units 

10 

Unit DSP RSP STG ONS TR AH AVL Personnel 

B4 

02:22:02 

02/07/2024 

02:27:14 

02/07/2024 

06:01:32 

02/07/2024 

06:01:17 

02/07/2024 

10:00:00 

02/07/2024 

BAT -

M44 

02:22:02 

02/07/2024 

02:25:44 

02/07/2024 

Enclosure (44)

(b)(6),(b)(7)(c)



FAE -

FFP - 

E3384 

02:22:02 

02/07/2024 

02:27:27 

02/07/2024 

02:55:27 

02/07/2024 

04:27:38 

02/07/2024 

FF1 -

CPT -

FF1 -

E44 

02:22:02 

02/07/2024 

02:26:16 

02/07/2024 

04:29:51 

02/07/2024 

05:43:55 
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02/07/2024 

FAP -

FAE -

FFP -

FAP - 

E3374 

02:22:02 

02/07/2024 

02:27:38 

02/07/2024 

02:55:12 

02/07/2024 

04:19:51 

02/07/2024 

FF1 -

FF1 -

FAE -

PIO3328 

02:22:02 

02/07/2024 
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06:01:49 

02/07/2024 

05:36:48 

02/07/2024 

13:10:44 

02/07/2024 

CPT -  

RA42 

02:25:50 

02/07/2024 

02:38:31 

02/07/2024 

02:55:59 

02/07/2024 

05:38:19 

02/07/2024 

FF2 -

FFP -

CNFB41 

02:48:18 

02/07/2024 

02:48:18 

02/07/2024 

06:01:40 
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02/07/2024 

06:01:17 

02/07/2024 

D3304 

07:48:19 

02/07/2024 

07:48:19 

02/07/2024 

09:39:47 

02/07/2024 

09:39:43 

02/07/2024 

DIC -

CNFE343 

11:24:30 

02/07/2024 

11:24:30 

02/07/2024 

Comments 

53 

02/07/2024 - 11:46:46 ]OES CALLED ASKING OF "UNMET NEEDS" PER D3304 NO NEEDS 
NEEDED. OES ADVISED WILL CALL WITH ONE MORE UPDATE 

02/07/2024 - 11:46:00 OES CALLED INQUIRING OF 

02/07/2024 - 09:54:39 UPDATE FROM B4 - 11-44 x5 AT CRASH SITE 
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02/07/2024 - 09:02:52 STA 44 HAD RP CALL TO ADV THAT SHE HEARD A COPTER 'LATE LAST 
NIGT/EARLY THIS MORNING'//RP - , 3757 LA POSTA TRUCK TRAIL,

02/07/2024 - 08:54:56 B4 ADV BORSTAR GROUND RESOURCES AT THE CRASH SITE TRYING TO 
MAKE ACCESS//DIFFICULT ACCESS DUE TO HEAVY BRUSH, MUD, AND SNOW 

02/07/2024 - 08:41:19 BORSTAR HAS VISUAL ON CRASH SITE  

02/07/2024 - 08:32:01 3RD MARINE AIRCRAFT WING CONTACT - WATCH FLOOR

02/07/2024 - 08:25:54 RP CALLED TO SAY HE HEARD AIRCRAFT OVER THE AREA AROUND 0200 
HRS. THINKS IT COULD BE IN THE AREA OF BEAR MOUNTAIN OR CORTE MADERA. HIS CALL BACK 
NUMBER IS . LIVES AT 28819 DEER CREEK TRL. 

02/07/2024 - 08:23:44 COUNTY OES EDWIN CONTACT IF ANY RESOURCES 
NEEDED 

02/07/2024 - 07:55:35 USCG CONATCT IS LTJG ENGLISH AT

02/07/2024 - 07:54:54 USMC  CALLED AND ADV THAT THE USAF 
IS OFFERING UAV FOR SEARCH//B4 ADVISED 

02/07/2024 - 07:51:31 FROM USCG CALLED AND ADV THAT THEIR 
COPTERS CAN ACCEPT THE MISSION//B4 ADVISED//B4 TO TALK WITH CAP AND UNIFIED COMMANDERS 

02/07/2024 - 07:01:01 P/ USFS FRED CANYON RD IS 4X4 ONLY 

02/07/2024 - 07:00:15 [TC]Command Name: CANYON 6 

02/07/2024 - 06:05:42 ]CIVIL AIR PATROL CALLED AND THEY ARE SENDING GROUND PERSONNEL 
TO ICP//CAP CONACT IS LARAMIE UHLES 661-381-3935 

02/07/2024 - 05:47:25 ]760-685-3381 WITH THE SDSO SEARCH 
AND RESCUE HEADING TO THE ICP FROM GILLESPIE. ALL HIS UNITS AND EQUIP WILL BE STAGED AT THE 
USFS STATION CAMERON AREA BUT THE SGT WILL BE ENR TO THE KITCHEN CREEK ICP 

02/07/2024 - 05:45:00 B4 REQ AREP FROM USMC TO ICP//SPOKE WITH AND 
MIRAMR PROVOST MARSHAL, THEY WILL BE REQ AREP FROM THE AIRCRAFT'S UNIT TO THE ICP 

02/07/2024 - 05:42:08 ]SDSO SEARCH AND RESCUE GROUND UNITS ARE ENR TO THE CALL 
AND HAVE BEEN NOTIFIED OF THE ICP LOCATION - NO ETA GIVEN BY SDSO 

02/07/2024 - 05:29:46 B4 ICP AT KITCHEN CREEK HELIBASE 

02/07/2024 - 05:04:38 Hazard Status:ACTIVE AIRCRAFT HAZARDS RADIOACTIVE MATERIAL 

02/07/2024 - 05:02:37 SPOKE WITH USMC //  ADV OF 
AIRCRAFT HAZARDS - IBIF DETECTOR IS RADIOACTIVE WITH INJESTION HAZARD, SUGGESTED PPE IF 
APPROACHED//ADD HAZARD AUX FUEL TANKS WITH DISCHARGE CARTRIDGES 

02/07/2024 - 04:59:42 DUTY CHIEF ADV AND BRIEFED//DUTY TO CALL B4 ON HIS CELL 
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02/07/2024 - 04:55:49 HALF OF THE SQUADRON IS STILL IN IMPERIAL COUNTY AND WAS 
DUE TO HEAD TO MIRAMAR TOMORROW, WITH THE OTHER HALF HEADING TO MIRAMAR 1 DAY EARLY 
(DUE 2/6/2024 AT 2330 HRS). 

02/07/2024 - 04:54:19 ] ADVISED THE SQUADRON IS OUT OF CREECH AIR 
FORCE BASE IN NEVADA AND WENT TO IMPERIAL COUNTY FOR TRAINING. THE AIRCRAFT LEFT IMPERIAL 
COUNTY AFTER GETTING FUEL, AND WAS DUE BACK AT MIRAMAR BASE AT 2330 HRS. DID NOT SHOW UP 
AND HAS NOT BEEN HEARD FROM SINCE LEAVING IMPERIAL COUNTY. LAT/LONG PROVIDED WAS FROM 
ATSB TRACKING 

02/07/2024 - 04:52:47 ] - MARINE CAPTAIN IN CHARGE OF THIS 
SQUADRON . IS THE MAIN POINT OF CONTACT 

02/07/2024 - 04:38:10 BP REP ENRT 

02/07/2024 - 04:36:27 NO COAST GUARD RESPONSE AS OF RIGHT NOW 

02/07/2024 - 04:28:49 ]LAST KNOWN ALTITUDE WAS AROUND 5525FT WITH A HEADING 
OF325 DEGREES 

02/07/2024 - 04:28:16 ]  FROM BP COPIES THE REQUEST FOR A REP TO MEET AT KITCHEN 
CREEK HELIBASE // WILL WORK ON IT BUT MAY TAKE SOME TIME 

02/07/2024 - 04:25:42 B4 REQ THE DUTY CHIEF TO BE NOTIFIED AND TO CALL HIS CELL 

02/07/2024 - 04:24:47 REQ BP TO SEND A REP TO KITCHEN CREEK ICP 

02/07/2024 - 04:19:06 BORSTAR IS ABLE TO ACCEPT THE MISSION 

02/07/2024 - 03:57:05 AFRCC 800-851-3051 IS RUNNING THE INCIDENT AT THIS TIME SINCE 
THEY ARE 5-6 HRS OVERDUE // IS THE MAJOR FOR THE THAT MARINE AIR 
FORCE SQUADRON. THE SQUADRON IS FROM NEVADA AIR FORCE BASE. 

02/07/2024 - 03:49:04 B4 ADVISING HE WILL CONT SEARCHING THE AREA - CXL E3374 AND 
E3384 FOR NOW 

02/07/2024 - 03:44:07 ICP WILL BE AT THE KITCHEN CREEK HELIBASE 

02/07/2024 - 03:36:16 REQ FROM B4 TO SEE IF BORSTAR CAN ASSIST US TO FLY OVERHEAD. 
CALLED USBP AND SPOKE WITH - GAVE HIM THE INFO WE HAD AND HE WILL CALL BACK TO LET 
US KNOW IF THEY CAN ACCEPT THE MISSION 

02/07/2024 - 03:26:10 HEAVY SNOWFALL - B4 IN THE AREA SEARCHING THE AREA. VERY 
REMOTE ACCESS 

02/07/2024 - 03:05:17 CNF DIVISION 4 ALSO RESPONDING 

02/07/2024 - 02:54:43 ALL UNITS TO STAGE AT CIBBETS FLATS CAMPGROUND. SNOW ON 
THE GROUND AND THE TRUCK TRAIL IS DIFFICULT TO ACCESS 

02/07/2024 - 02:48:35 CNF BATTALION CHIEF 41 IS ENR 
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02/07/2024 - 02:48:03 CNF NOTIFIED AND HAS A BATTALION CHIEF ENR 

02/07/2024 - 02:47:54 CXLLD ENR TO THE LAT/LONG DUE TO WEATHER 

02/07/2024 - 02:47:08 MIRAMAR BASE CONFIRMED THE AIRCRAFT IS 3 HOURS OVERDUE 
WITH NO COMMUNICATIONS SINCE 2330 HRS. 

02/07/2024 - 02:39:49 SDU ECC DUTY CAPTAINS NOTIFIED 

02/07/2024 - 02:39:39 IS ENR AND WILL COME UP ON 10G 

02/07/2024 - 02:26:58 ]M44 CAN CANCEL // RA 42 TO HANDLE 

02/07/2024 - 02:22:03 Command Name: B4R6F 31 

02/07/2024 - 02:22:02 [Segment]TRNS G/SDU 

02/07/2024 - 02:22:00 ] AND 2 GROUND UNITS ENR TO ASSIST THE AREA 

02/07/2024 - 02:20:02 ]LAST PINGED LOC FOR THE AIRCRAFT - HASNT BEEN HEARD OF SINCE 
2330 AND IS NOW MISSING. CH53E HELICOPTER SUPERSTALLION - 5 SOULS WERE ON BOARD. 

02/07/2024 - 02:20:02 [TC]Address: =L ), LAKE_MORENA CA 

02/07/2024 - 02:20:02 [TC]TC Incident Number: 24003449 

02/07/2024 - 02:20:02 [TC]LocaƟon Comment: USCG REPORTING POSS DOWNED AIRCRAFT 
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SUMMARY OF INTERVIEW OF  

Name:.........

Rank..........

Service:...... N/A 

Unit:......... California Department of Forestry 

and Fire Protection (CAL FIRE) 

Date:......... 12 March 2024 and 30 April 2024 

On 12 March 2024, the Investigating Officer conducted an interview with 

via telephone.  The Investigating Officer failed to properly 

advise of the purpose, scope, and his understanding of the 

differences between the JAGMAN and safety investigations.  On 30 April 2024, 

was re-contacted by the Investigating Officer and advised of 

the purpose, scope, and the investigation differences.  No privileged or 

incriminating information was discussed during the initial interview.  

 elected not to change or modify his initial statement when 

retroactively contacted and advised.  affirmed he understood 

his statement was not privileged.   

The following is a summary and not a verbatim transcript of 

12 March 2024 interview with the Investigating Officer: 

stated that at 0220 CALFIRE received a call from their 

dispatch center.  In San Diego County, incoming calls go to what is called 

"Station X" and then "Station X" determines what government agency the call 

would go too. ["Station X" is the actual name].  stated that 

the situation was unique in that the land is managed by the USFS but isn't 

staffed for 24 hour operations. 

stated that San Diego County Fire is responsible for 

all accidents to include aircraft and military aircraft.  San Diego County 

then contracts with CALFIRE to be the San Diego County Fire Department in 

various locations.  On the morning of 7 February 2024, stated 

he was State of California employee but was working on behalf of San Diego 

County. 

CALFIRE responded at approximately 0222 with himself leading several 

fire engines to the site.  stated that he was part of the 

2009 UH-1 incident and was familiar with the area. stated 

NOTICE 
DO NOT DISTRIBUTE THE CONTENTS 
OF THIS DOCUMENT WITHOUT PROPER 

AUTHORIZATION FOR RELEASE 

Enclosure (45)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),
(b)(7)(c)(b)(6),(b)(7)

(c)
(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b) (6)



1 

2 

3 

4 

5 

6 

7 

8 

9 

10 

11 

12 

13 

14 

15 

16 

17 

18 

19 

20 

21 

22 

23 

24 

25 

26 

27 

28 

29 

30 

31 

32 

33 

34 

35 

36 

37 

38 

SUMMARY OF INTERVIEW 
M 

SUMMARY OF INTERVIEW 
2 

the notes within his Incident Checklist were not all-encompassing of what 

occurred on the radio. advised the Investigating Officer on 

how to request dispatch recordings if required. 

 again stated he was familiar with the terrain and was 

familiar with current weather. , with two CALFIRE Paramedics, 

and San Diego Sheriff were able to make general access to the site. 

 stated that the access road was difficult to transverse and that 

"white out" conditions were present with visibility of less than 25 feet.  

stated that based upon last known location data, the initial 

response team was in vicinity of the mishap site but topography, vegetation, 

weather, and visibility prevented them from seeing anything.  The last known 

location data was provided by dispatch personnel.  wasn't 

sure how dispatch had received that information. 

At approximately 0330, then requested BORSTAR and San 

Diego County SAR.  stated that San Diego County SAR is a 

volunteer organization that requires time to mobilize.   

stated that BORSTAR was U.S. Customs and Border Protection's SAR team and 

that they help San Diego County as needed.  However, BORSTAR is not staffed 

at night and were required to recall their members to proceed to the site. 

stated this call for additional SAR assets coincided 

with his arrival back to Kitchen Creek Helibase. stated USFS 

was responding as well. 

 At 0344, the Incident Command Post (ICP) at Kitchen Creek was 

established.  Cell phone service was prohibitive on the mountain but was 

permissible at the ICP.  

 stated he waited for SAR ground units to form. 

 also stated he received calls from the U.S. Coast Guard.  Upon 

speaking with the U.S. Coast Guard's pilot in charge ( , a weather 

report was provided, and it was determined that the current weather was 

prohibitive to U.S. Coast Guard aviation assets. 

During this time,  stated he also received multiple 

phone calls from military personnel (  and another 

individual who discussed a UAS response option), BORSTAR, and an update from 

San Diego Sherriff County regarding the SAR team's estimated arrival time of 

0530-0600. 

then addressed all the Unified Command members listed 

within enclosure (44).  stated that all members synced and 

determined the need for a priority of effort due to site access.   
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 deferred to BORSTAR and San Diego County Sheriff's SAR teams as the 

technical experts in ground-based SAR. stated he believe San 

Diego County Sheriff would be the primary SAR, based upon governance, and 

that BORSTAR would be an assisting agency.  It was decided that a single team 

would proceed to the general mishap site, determine what was needed based 

upon weather and road conditions. 

then stated he received a phone call regarding the CA 

CAP. stated that he never heard or worked with CA CAP 

before.  He was informed that CA CAP was prepping a specialized SAR aircraft 

from Yuma or northern CA.  When the CA CAP supervisor arrived at the ICP he 

was incorporated into the Unified Command.  stated that he 

did not work directly with the AFRCC but the CA CAP supervisor very well may 

have.  stated that the CA CAP supervisor's direct boss was 

coming from somewhere far away but was enroute.  

At 0925, stated that he had confirmation that five 

souls in the crash had been located and that he worked with the military 

police and .  At approximately 0935-1000, 

transferred with responsibilities to another CALFIRE Chief and departed to 

write his report.   

distilled acronyms, shorthand, processes, and how to 

read the documents within enclosure (44).  stated that he was 

the Unified Commander. 

 provided the Investigating Officer on how to request 

dispatch records.    
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Koepke LtCol John J

From:
Sent:  12:28 PM
To:
Subject: RE: JAGMAN Discussion
Signed By:

Good aŌernoon sir,  

Here is my clarifying statement of the events regarding Tiger 43: 

On this 20th of May, 2024, I,  confirm the accuracy of my recollection regarding 
the events detailed in my logbook entry dated February 6th, 2024. Providing additional context for the 
entry at 0510, I received a call from during which he inquired whether I had informed 
anyone else in the chain of command, as he had not responded to my text or call. I responded in the 
negative. conveyed that this was the first he had heard of the matter. I got the impression 
neither the Commanding General nor the Chief of Staff had been made aware of the incident until that 
moment. I have no recollection of any further communication between Group Duty and myself between 
0116 and 0600. Additionally, I cannot recall any direct communication with the squadron during that 
time. 

Very Respectfully, 

Assistant Operations Officer, G-6 
3d Marine Aircraft Wing 
NIPR:
SIPR: 
Comm: 8  

FOR OFFICIAL USE ONLY - This transmission may contain material covered by the Privacy Act of 1974 and should be 
viewed only by personnel having an official "need to know".  If you  are not the intended recipient, be aware that any 
disclosure, copying, distribution, or use of the content of this information is prohibited.  If you have received this 
communication in error, please notify me immediately by email and delete the original message. 

From:   
Sent: Monday, May 20, 2024 12:05 PM 
To: 
Subject: RE: JAGMAN Discussion 

, 

As discussed. 

V/R, 

Enclosure (46)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)
(c)

(b)(6),(b)(7)
(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b) (6)

(b) (6)



3
Enclosure (46)

(b)(6),(b)(7)(c)

(b)(6),
(b)(7)(c)

(b)(6),
(b)(7)(c)

(b)(6),
(b)(7)
(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),
(b)(7)(c)

(b)
(6),
(b)(7)
(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b) (3) (B)



Enclosure (47)

(b) (3) (B)



Enclosure (47)

(b) (3) (B)



Enclosure (47)

(b) (3) (B)



closure (47)

(b) (3) (B)



Enclosure (47)

(b) (3) (B)



Enclosure (47)

(b) (3) (B)



Enclosure (47)

(b) (3) (B)



Enclosure (47)

(b) (3) (B)



Enclosure (47)

(b) (3) (B)



Enclosure (47)

(b) (3) (B)



Enclosure (47)

(b) (3) (B)



Enclosure (47)



Type Note
Time 07/0946Z SS KRCCYCYX

Message Number LIGHT 070946 KZLAZRZX�����
ALNOT TIGER43 
FLIGHT RULES.........................UNKN

HOW DETERMINED.......................ADSB
DEPARTURE POINT......................IPL
DESTINATION..........................NKX
ADDITIONAL INFORMATION...............NEGATIVE REPLIES REQUESTED
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Type Note
Time 07/1926Z

Message Number ALLEY
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From:
To:
Subject: [Non-DoD Source] FW: Information request TIGER43 2/6/2024
Date: Tuesday, March 5, 2024 10:48:48 AM
Attachments: image001.png

The unofficial data you requested as provided by the FAA is in the thread below, for an official
document (should it become necessary), a FOIA request will need submitted.

Was an IFR flight plan filed and/or activated for TIGER 43 (CH-53E) on 6 Feb 2024? A: Leidos
Flight Services and 3rd party vendors utilizing the LFS system had no IFR or VFR flight plans
filed and/or activated for TIGER43 on 6 Feb 2024.
Was an IFR handling beacon code ever issued to TIGER 43 (CH-53E) on 6 Feb 2024? A:
According to a report we received, an IFR flight plan was filed but the aircraft departed VFR
without services.
Was a VFR flight plan ever filed and/or activated for TIGER 43 (CH-53E) on 6 Feb 2024? A: Not
to our knowledge but Leidos can confirm.
Was VFR Flight Following ever provided to TIGER 43 (CH-53E) on 6 Feb 2024? A: No flight
following. 
Was an emergency beacon ever reported on Guard ( ) from 2243PST
(0643Z) on 6 Feb 2024 onward IVO ? A: No emergency beacon was reported
on any frequency.

Department of the Navy Representative (NAVREP)
Federal Aviation Administration Western Service Area (ANM-903)
2200 South 216th Street, Des Moines, WA, 98198-6547
COMM (206) 231-2503
DSN (322)322-5205

From: R-FFSP-QA <r-ffsp-qa@leidos.com> 
Sent: Tuesday, March 5, 2024 10:32 AM
To: (FAA) >
Cc: R-FFSP-QA <R-FFSP-QA@leidos.com>
Subject: Information request TIGER43 2/6/2024

CAUTION: This email originated from outside of the Federal Aviation Administration (FAA). Do not click on links or
open attachments unless you recognize the sender and know the content is safe.

FOUO

Good afternoon,

Leidos Flight Services and 3rd party vendors utilizing the LFS system had no IFR or VFR flight plans
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filed and/or activated for TIGER43 on 6 Feb 2024. 

Sincerely,

Quality Specialist, FFSP 
Health & Civil Sector

| www.leidos.com
+1 (703) 726-4448 O

This email and any attachments to it are intended only for the identified recipients. It may contain proprietary or otherwise
legally protected information of Leidos. Any unauthorized use or disclosure of this communication is strictly prohibited. If
you have received this communication in error, please notify the sender and delete or otherwise destroy the email and all

attachments immediately.

From: 
Sent: Tuesday, March 5, 2024 12:29 PM
To: R-FFSP-QA <r-ffsp-qa@leidos.com>
Subject: EXTERNAL: FW: Phone Call Follow-Up IRT TIGER 43

Sir/Ma’am,
Based on the below RFI’s I am looking for some information surrounding TIGER43 and the recent
mishap in February. The specific information I am hoping to receive is as follows:
-Was an IFR flight plan filed and/or activated for TIGER 43 (CH-53E) on 6 Feb 2024?

Anything provided is helpful, thanks.

Department of the Navy Representative (NAVREP)
Federal Aviation Administration Western Service Area (ANM-903)
2200 South 216th Street, Des Moines, WA, 98198-6547
COMM (206) 231-2503
DSN (322)322-5205

From:  (FAA) 
Sent: Tuesday, March 5, 2024 7:40 AM
To: (FAA) >; 'AJV-W-QCG-Accident-Litigation <AJV-
W-QCG-Accident-Litigation@faa.gov>
Subject: RE: Phone Call Follow-Up IRT TIGER 43

Morning Sir,

Please see responses below.
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Regards,

Management and Program Analyst
Accident and Litigation Team
Quality Control Group, AJV-W14
Western Service Center
Office:  206-231-2374
AJV-W-QCG-ACCIDENT-LITIGATION
KSN Aircraft Info Page

From: (FAA) > 
Sent: Monday, March 4, 2024 3:39 PM
To: 'AJV-W-QCG-Accident-Litigation <AJV-W-QCG-Accident-Litigation@faa.gov>
Cc: (FAA) < >
Subject: FW: Phone Call Follow-Up IRT TIGER 43

Sir/Ma’am,
I recall there were two very similar requests a couple of weeks back to support investigations by the
USMC surrounding the TIGER43 mishap last month. The USMC is requesting response to the
following RFI’s:

Was an IFR flight plan filed and/or activated for TIGER 43 (CH-53E) on 6 Feb 2024?  For
historic flight plans please contact Leidos at r-ffsp-qa@leidos.com.
Was an IFR handling beacon code ever issued to TIGER 43 (CH-53E) on 6 Feb 2024? 
According to a report we received, an IFR flight plan was filed but the aircraft
departed VFR without services. 
Was a VFR flight plan ever filed and/or activated for TIGER 43 (CH-53E) on 6 Feb 2024?  Not
to our knowledge but Leidos can confirm.
Was VFR Flight Following ever provided to TIGER 43 (CH-53E) on 6 Feb 2024?  No flight
following. 
Was an emergency beacon ever reported on Guard ( ) from 2243PST
(0643Z) on 6 Feb 2024 onward IVO ?  No emergency beacon was reported
on any frequency.

Thank you for the assistance.

Department of the Navy Representative (NAVREP)
Federal Aviation Administration Western Service Area (ANM-903)
2200 South 216th Street, Des Moines, WA, 98198-6547
COMM (206) 231-2503
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DSN (322)322-5205
Cell 

From: 
Sent: Thursday, February 15, 2024 10:50 AM
To: (FAA) <
Subject: FW: Phone Call Follow-Up IRT TIGER 43

The below information is being requested by the USMC for the investigation surrounding Tiger43. I
realize you may not be the best POC to route this through so would appreciate a point in the right
direction.

Department of the Navy Representative (NAVREP)
Federal Aviation Administration Western Service Area (ANM-903)
2200 South 216th Street, Des Moines, WA, 98198-6547
COMM (206) 231-2503
DSN (322)322-5205

From:  
Sent: Thursday, February 15, 2024 9:23 AM
To: (FAA) 
Cc: 
Subject: Phone Call Follow-Up IRT TIGER 43

Good morning.  As discussed a few moments ago, I’ve been assigned as the IO for the TIGER 43
JAGMAN investigation.  A few RFIs are listed below.  Thank you so much for your help.

Was an IFR flight plan filed and/or activated for TIGER 43 (CH-53E) on 6 Feb 2024?
Was an IFR handling beacon code ever issued to TIGER 43 (CH-53E) on 6 Feb 2024?
Was a VFR flight plan ever filed and/or activated for TIGER 43 (CH-53E) on 6 Feb 2024?
Was VFR Flight Following ever provided to TIGER 43 (CH-53E) on 6 Feb 2024?
Was an emergency beacon ever reported on Guard ( ) from 2243PST
(0643Z) on 6 Feb 2024 onward IVO ? 

V/R,

F-35 Pilot Training Center OIC
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From:
To:
Subject: [Non-DoD Source] FW: Information request TIGER43 2/6/2024
Date: Tuesday, March 5, 2024 10:48:48 AM
Attachments: image001.png

The unofficial data you requested as provided by the FAA is in the thread below, for an official
document (should it become necessary), a FOIA request will need submitted.

Was an IFR flight plan filed and/or activated for TIGER 43 (CH-53E) on 6 Feb 2024? A: Leidos
Flight Services and 3rd party vendors utilizing the LFS system had no IFR or VFR flight plans
filed and/or activated for TIGER43 on 6 Feb 2024.
Was an IFR handling beacon code ever issued to TIGER 43 (CH-53E) on 6 Feb 2024? A:
According to a report we received, an IFR flight plan was filed but the aircraft departed VFR
without services.
Was a VFR flight plan ever filed and/or activated for TIGER 43 (CH-53E) on 6 Feb 2024? A: Not
to our knowledge but Leidos can confirm.
Was VFR Flight Following ever provided to TIGER 43 (CH-53E) on 6 Feb 2024? A: No flight
following. 
Was an emergency beacon ever reported on Guard ) from 2243PST
(0643Z) on 6 Feb 2024 onward IVO ? A: No emergency beacon was reported
on any frequency.

Department of the Navy Representative (NAVREP)
Federal Aviation Administration Western Service Area (ANM-903)
2200 South 216th Street, Des Moines, WA, 98198-6547
COMM (206) 231-2503
DSN (322)322-5205
Cell

From: R-FFSP-QA <r-ffsp-qa@leidos.com> 
Sent: Tuesday, March 5, 2024 10:32 AM
To: (FAA) 
Cc: R-FFSP-QA <R-FFSP-QA@leidos.com>
Subject: Information request TIGER43 2/6/2024

CAUTION: This email originated from outside of the Federal Aviation Administration (FAA). Do not click on links or
open attachments unless you recognize the sender and know the content is safe.

FOUO

Good afternoon,

Leidos Flight Services and 3rd party vendors utilizing the LFS system had no IFR or VFR flight plans
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filed and/or activated for TIGER43 on 6 Feb 2024. 

Sincerely,

| Leidos
Quality Specialist, FFSP 
Health & Civil Sector

 | www.leidos.com
O

This email and any attachments to it are intended only for the identified recipients. It may contain proprietary or otherwise
legally protected information of Leidos. Any unauthorized use or disclosure of this communication is strictly prohibited. If
you have received this communication in error, please notify the sender and delete or otherwise destroy the email and all

attachments immediately.

From:  (FAA)  
Sent: Tuesday, March 5, 2024 12:29 PM
To: R-FFSP-QA <r-ffsp-qa@leidos.com>
Subject: EXTERNAL: FW: Phone Call Follow-Up IRT TIGER 43

Sir/Ma’am,
Based on the below RFI’s I am looking for some information surrounding TIGER43 and the recent
mishap in February. The specific information I am hoping to receive is as follows:
-Was an IFR flight plan filed and/or activated for TIGER 43 (CH-53E) on 6 Feb 2024?

Anything provided is helpful, thanks.

Department of the Navy Representative (NAVREP)
Federal Aviation Administration Western Service Area (ANM-903)
2200 South 216th Street, Des Moines, WA, 98198-6547
COMM (206) 231-2503
DSN (322)322-5205
Cell 

From:  (FAA)  
Sent: Tuesday, March 5, 2024 7:40 AM
To: (FAA) >; 'AJV-W-QCG-Accident-Litigation <AJV-
W-QCG-Accident-Litigation@faa.gov>
Subject: RE: Phone Call Follow-Up IRT TIGER 43

Morning Sir,

Please see responses below.
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Regards,

Management and Program Analyst
Accident and Litigation Team
Quality Control Group, AJV-W14
Western Service Center
Office:  206-231-2374
AJV-W-QCG-ACCIDENT-LITIGATION
KSN Aircraft Info Page

From: (FAA) < > 
Sent: Monday, March 4, 2024 3:39 PM
To: 'AJV-W-QCG-Accident-Litigation <AJV-W-QCG-Accident-Litigation@faa.gov>
Cc: (FAA) < >
Subject: FW: Phone Call Follow-Up IRT TIGER 43

Sir/Ma’am,
I recall there were two very similar requests a couple of weeks back to support investigations by the
USMC surrounding the TIGER43 mishap last month. The USMC is requesting response to the
following RFI’s:

Was an IFR flight plan filed and/or activated for TIGER 43 (CH-53E) on 6 Feb 2024?  For
historic flight plans please contact Leidos at r-ffsp-qa@leidos.com.
Was an IFR handling beacon code ever issued to TIGER 43 (CH-53E) on 6 Feb 2024? 
According to a report we received, an IFR flight plan was filed but the aircraft
departed VFR without services. 
Was a VFR flight plan ever filed and/or activated for TIGER 43 (CH-53E) on 6 Feb 2024?  Not
to our knowledge but Leidos can confirm.
Was VFR Flight Following ever provided to TIGER 43 (CH-53E) on 6 Feb 2024?  No flight
following. 
Was an emergency beacon ever reported on Guard ) from 2243PST
(0643Z) on 6 Feb 2024 onward IVO ?  No emergency beacon was reported
on any frequency.

Thank you for the assistance.

Department of the Navy Representative (NAVREP)
Federal Aviation Administration Western Service Area (ANM-903)
2200 South 216th Street, Des Moines, WA, 98198-6547
COMM (206) 231-2503
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DSN (322)322-5205
Cell 

From:  (FAA) 
Sent: Thursday, February 15, 2024 10:50 AM
To: (FAA) < >
Subject: FW: Phone Call Follow-Up IRT TIGER 43

,
The below information is being requested by the USMC for the investigation surrounding Tiger43. I
realize you may not be the best POC to route this through so would appreciate a point in the right
direction.

Department of the Navy Representative (NAVREP)
Federal Aviation Administration Western Service Area (ANM-903)
2200 South 216th Street, Des Moines, WA, 98198-6547
COMM (206) 231-2503
DSN (322)322-5205

From: > 
Sent: Thursday, February 15, 2024 9:23 AM
To: (FAA) < >
Cc: >
Subject: Phone Call Follow-Up IRT TIGER 43

Good morning.  As discussed a few moments ago, I’ve been assigned as the IO for the TIGER 43
JAGMAN investigation.  A few RFIs are listed below.  Thank you so much for your help.

Was an IFR flight plan filed and/or activated for TIGER 43 (CH-53E) on 6 Feb 2024?
Was an IFR handling beacon code ever issued to TIGER 43 (CH-53E) on 6 Feb 2024?
Was a VFR flight plan ever filed and/or activated for TIGER 43 (CH-53E) on 6 Feb 2024?
Was VFR Flight Following ever provided to TIGER 43 (CH-53E) on 6 Feb 2024?
Was an emergency beacon ever reported on Guard ) from 2243PST
(0643Z) on 6 Feb 2024 onward IVO ? 

V/R,

F-35 Pilot Training Center OIC
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From:
To:
Subject: [Non-DoD Source] FW: CH-53E Mishap RFI - 2
Date: Wednesday, May 8, 2024 2:09:40 PM
Attachments:

I presented your RFI to both NAVAIR and the FAA and got a response from NAVAIR first. Below is the
thread, hopefully it answers the mail for your analysis, if you want mare info feel free to contact the
PMA-209 office directly as they can likely expand further.

Department of the Navy Representative (NAVREP)
Federal Aviation Administration Western Service Area (ANM-903)
2200 South 216th Street, Des Moines, WA, 98198-6547
COMM (206) 231-2503
DSN (322)322-5205

From: (PMA209) CIV USN COMNAVAIRSYSCOM PAX (USA)
> 

Sent: Wednesday, May 8, 2024 1:15 PM
To: (USA) < >
Cc:  CIV USN DCNO N9 (USA) >;
USMC USN CNO (USA) < >;  (USA)

>;  (FAA) < >; 
(USA) <

(USA) < >; 
(USA) ;

Subject: RE: CH-53E Mishap RFI - 2

The CH-53E is fully certified for ADS-B (out). The platform is responsible for equipage and
maintaining the Fleet.

Respectfully,

PMA-209 Air Combat Electronics
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DPM Airspace Integration, Navigation and Safety
Naval Air Warfare Center Aircraft Division (NAWCAD)
47123 Buse Rd, Bldg. 2272 Rm.351, Patuxent River, MD 20670
NIPR:
SIPR: 
Cell:

Privacy Act Notice:  Controlled Unclassified  Information (CUI) - PRIVACY SENSITIVE.  This e-mail
communication, including all attachments, may contain information subject to the provisions of the
Privacy Act (P.L. 93-579) or may be business sensitive.  If you have received this e-mail in error,
please immediately notify me by return e-mail and delete this message from your system.  Thank
you.

This email shall not be construed as a contract or a commitment by the US Government of any kind. 

Controlled by: Department of the Navy
Controlled by: NAWCAD Comptroller Group

CUI Category: PRVCY
Distribution/Dissemination Control: FEDCON

From (USA) > 
Sent: Wednesday, May 8, 2024 4:11 PM
To: (USA)

Cc: USA) ; 
 < >;

Subject: RE: CH-53E Mishap RFI - 2

Specifically the mishap AC.

s/f

From: CTR (USA) 
Sent: Wednesday, May 8, 2024 4:08 PM
To:

>
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Cc: ;
;

A)
A)
A)

Subject: RE: CH-53E Mishap RFI - 2

And the CH-53E fleet is all ADS-B(out) complete – Correct?

s/f

From:

Sent: Wednesday, May 8, 2024 3:56 PM
To:
Cc:

Subject: RE: CH-53E Mishap RFI - 2

Here is the response to your RFIs provided by 

 The ADC is usually a DAL A
device and used for airspeed and altitude. However, their accuracy, resolution, and response are not
good for very low altitude flight in IMC.

What is the FAA’s known margin of error IRT ADS-B altitude returns?  ADS-B reports Mode C
altitude from the aircraft, so it is the same margin of error. It is dependent on the resolution
of the ADC.

What is the average (within 1 SD) of these errors? Not sure. It depends on the baro altimeter
pressure setting.

Does the margin of error average change when referencing low-altitude aircraft (e.g.
Helicopter at approximately 1000-1500 AGL in mountain terrain)? If so, do this data points still
fall within the average.”? If the ADC and pitot static system is properly maintained, margin of
error should not vary in a low altitude environment, especially for a helicopter which normally
operates below 10k’ MSL. In the weather conditions of this mishap, the main concern would
have been icing of the pitot static sensors, so the pilots would have being using pitot heat.
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Please let us know if you have any questions. Have a great day.

Respectfully,

PMA-209 Air Combat Electronics
DPM Airspace Integration, Navigation and Safety
Naval Air Warfare Center Aircraft Division (NAWCAD)
47123 Buse Rd, Bldg. 2272 Rm.351, Patuxent River, MD 20670
NIPR:
SIPR: 
Cell:

Privacy Act Notice:  Controlled Unclassified  Information (CUI) - PRIVACY SENSITIVE.  This e-mail
communication, including all attachments, may contain information subject to the provisions of the
Privacy Act (P.L. 93-579) or may be business sensitive.  If you have received this e-mail in error,
please immediately notify me by return e-mail and delete this message from your system.  Thank
you.

This email shall not be construed as a contract or a commitment by the US Government of any kind. 

Controlled by: Department of the Navy
Controlled by: NAWCAD Comptroller Group

CUI Category: PRVCY
Distribution/Dissemination Control: FEDCON

From:
Sent: Wednesday, May 8, 2024 2:22 PM
To

Cc:

Subject: FW: CH-53E Mishap RFI - 2
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Any progress/update on this?

s/f

From:
Sent: Friday, May 3, 2024 3:53 PM
To:

Cc:

Subject: CH-53E Mishap RFI - 2

All,
Sorry to clobber your in-box on a Friday.  Additional info and investigators version of the RFI’s
below. 

V/r

Naval Airspace and Air Traffic Control
Standards and Evaluation Agency (NAATSEA)
OPNAV N980A
Air Warfare Division, N98

Office (703)614-2635

From:
Sent: Friday, May 3, 2024 3:42 PM
To:
Subject: [Non-DoD Source] FW: Request for radar tapes

The thread provided below is an email from the FAA QA folks a while back. It was provided to the
AMB for TIGER43 (the CH-53 that crashed 6 Feb in SoCal), I believe the BuNo on this airframe is
164366. Looking at the explanation and the 3 attachments it appears the CH-53 was broadcasting

 VFR. The investigating officer for the JAGMAN has reached out
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looking for some answers to RFI’s that have come up, I am hoping you have a contact with an
individual at NAVAIR who may be able to assist providing some background and data. Some context
from and his RFI’s (addressed to the FAA but I believe NAVAIR may be a better source
for answers) are provided below, thanks in advance:

).

RFIs: 
- What is the FAA’s known margin of error IRT ADS-B altitude returns?
- What is the average (within 1 SD) of these errors?
- Does the margin of error average change when referencing low-altitude aircraft (e.g. Helicopter at
approximately 1000-1500 AGL in mountain terrain)? If so, do this data points still fall within the
average.”

Department of the Navy Representative (NAVREP)
Federal Aviation Administration Western Service Area (ANM-903)
2200 South 216th Street, Des Moines, WA, 98198-6547
COMM (206) 231-2503
DSN (322)322-5205
Cell

From: (FAA) > 
Sent: Tuesday, February 13, 2024 2:09 PM
To:  (FAA) >
Cc: 'AJV-W-QCG-Accident-Litigation <AJV-W-QCG-Accident-Litigation@faa.gov>
Subject: RE: Request for radar tapes

As discussed, I have attached a Google Earth kmz with Falcon and ADS-B data. 
*Please note:  The call sign TIGER43 was not matching up in our systems.  I found the
flight using .

Falcon track data (airplane icon and folder labelled Falcon).
ADS-B (arrow icon and folder labelled with Date_ICAO_Operation ID).  The arrows
may appear green or red, red indicates there was a failure in the plot NOT that there
was a violation. 

To view the Mean Sea Level (MSL) Altitude in the ADS-B data, expand the folder
as shown below and select the radio button for UAT 3D BaroAlt [100ft Offset] (purple
arrow). 
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PLEASE NOTE – There are important differences between Falcon and ADS-B:

Falcon
1. Only available if ERAM or STARS (En Route systems) tracked the aircraft.  Poor

radar coverage means no plot.
2. Contains corrected altitude which is updated at 100 foot increments.
3. Updates in 6-10 second increments.
4. Contains speed.

ADS-B
1. Sensors can be anywhere on the ground, increasing the likelihood of plots.
2. Altitude is NOT corrected which means it is in smaller increments 25 feet or less

depending on amount and type of sensors in the area.
3. Updates in 1 second increments.

To see individual plot information select either icon and an information bubble will
pop up.  Examples below:

To calculate the Above Ground Level Altitude, determine the elevation of the place in
question and subtract it from BAlt, a.k.a. MSL.
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W-ROC: MILITARY ACC/INC @ PINE
VALLEY, CA
CORRECTION: MILITARY REGISTRATION NUMBER IS N164366.. W-ROC/KC 

USMC, TIGER 43, N64366, H53, 5POB/FATAL, SUBJECT OF ALNOT, CRASHED
UNKN CIRCUMSTANCES, 
NO ATC SVCS ZLA... W-ROC/KC

Published on: 02/07/2024 14:53:19 (UTC-05:00) Eastern Time (US & Canada) By: Kimberly
Carlson.

Sent By: Federal Aviation Administration

Regards,

Management and Program Analyst
Accident and Litigation Team
Quality Control Group, AJV-W14
Western Service Center
Office:  206-231-2374
AJV-W-QCG-ACCIDENT-LITIGATION
KSN Aircraft Info Page
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 CURRENT COMM CARD: v1.0
 DIRCM CARD FROM AVI, MAF IF THERE ARE ISSUES

 Training Cards now available
 PRINT NAVFLIR FOR ODO AND MX CONTROL BEFORE

DEBRIEF
 ENSURE KYS ARE SECURED AFTER EACH FLIGHT
 EP QUIZ:

 PILOTS: NONE.
 CC’S: NONE.
 AO’S: NONE.

ADMIN



(b) (3) (B)



Sqdn 
   Patch

PRINTING AND PUBLICATIONS MANAGEMENT TEAM 

AERO APP CYCLE:

21 FEB 2024



Sqdn 
      Patch

EP / NATOPS / Tactics

COVER IN YOUR COCKPIT BRIEFS



Sqdn 
   Patch

Remember That No Mission Is So Important 
That It Must Be Flown At The Expense Of Safe 

And Sound Operating Procedures



Sqdn 
   Patch

 QUESTIONS/TASKS FOR ODO?



From:
To:
Cc:
Subject: FW: Overheat Questions
Date: Monday, March 18, 2024 5:06:40 PM
Attachments: Overheat.pdf

Good evening, sir,

Attached and below are the details for the requested items. Individuals sought were an AVI CDQAR
who is now a SFF in maintenance control, and a current flight line QAR in our QA shop.

Let me know if you have further questions or information requirements.

Semper,

From: 
Sent: Monday, March 18, 2024 4:40 PM
To:
Subject: Overheat Questions

Good afternoon,

Attached is the PDF for troubleshooting the Overheat system on the #2 Engine. Included in this email
will be the references and explanations for the following words: Maintenance, Troubleshooting, and
Maintenance Action.

Reference: CNAF 4790.2D

Maintenance: The function of retaining material in or restoring it to a serviceable condition.
Maintenance includes servicing, repair, modification, modernization ,overhaul, rebuild, test
,reclamation ,inspection, and condition determination.

Maintenance Action: Any one of a number of types of specific maintenance operations necessary
to retain an item in or restore it to a specified condition.

Troubleshooting: This code is used when the time expended in location a discrepancy is great
enough to warrant separating troubleshooting time from repair time. Use of this code
necessitates completion of two separate documents, one for the troubleshooting phase and one
for the repair phase. When recording the troubleshooting time separately from the repair time,
the total time taken to isolate the primary cause of the discrepancy is recorded on a separate
MAF, using the system, subsystem, or assembly WUC (as appropriate).

Quality Assurance recommendation for #2 Engine Overheat based off the NAMP and IETMS
troubleshooting procedures, would be to document the discrepancy appropriately as it is a
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Maintenance Function per the NAMP definition. The troubleshooting PDF attached provides ample
directions on how to locate the issue within the Overheat System, the directions specifically lay out
each step-in detail.

Respectfully,

HMH-462
Quality Assurance Representative
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Weather Brief Graphics

CROSS SECTION.

PART V - BRIEFING RECORD
36. WX BRIEFED TIME

Z

37. FLIMSY BRIEFING NO. 38. BRIEFER'S INITIALS 39. NAME OF PERSON RECEIVING BRIEFING

40. VOID TIME

Z

41. EXTENDED TO/INITIALS 42. WX REBRIEF TIME/INITIALS 43. WX DEBRIEF TIME/INITIALS

Z

DD FORM 175-1, OCT 2002 2 of 5
Unclassified//For Official Use Only

Unclassified//For Official Use Only
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07/0200
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IFR.

PART V - BRIEFING RECORD
36. WX BRIEFED TIME

Z

37. FLIMSY BRIEFING NO. 38. BRIEFER'S INITIALS 39. NAME OF PERSON RECEIVING BRIEFING

40. VOID TIME

Z

41. EXTENDED TO/INITIALS 42. WX REBRIEF TIME/INITIALS 43. WX DEBRIEF TIME/INITIALS

Z
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PART V - BRIEFING RECORD
36. WX BRIEFED TIME

Z

37. FLIMSY BRIEFING NO. 38. BRIEFER'S INITIALS 39. NAME OF PERSON RECEIVING BRIEFING

40. VOID TIME

Z
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Z
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PROG CHART.

PART V - BRIEFING RECORD
36. WX BRIEFED TIME

Z

37. FLIMSY BRIEFING NO. 38. BRIEFER'S INITIALS 39. NAME OF PERSON RECEIVING BRIEFING

40. VOID TIME

Z

41. EXTENDED TO/INITIALS 42. WX REBRIEF TIME/INITIALS 43. WX DEBRIEF TIME/INITIALS

Z

DD FORM 175-1, OCT 2002 5 of 5
Unclassified//For Official Use Only
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Z °C °F °C °F -2 °C 28 °F FT FT INS

BMNT Z

SR Z MR Z

SS Z MS Z

EENT Z ILLUM %

X YES X

X NONE RIME SNOW

MT

MT X

MT

MT

DEST Z Z KT °C

Z KT °F

Z Z KT °C

Z KT °F

Z Z KT °C

Z KT °F

Z Z KT °C
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Z

Z Z / Z / Z /

DD FORM 175-1, OCT 2002

ENTIRE ROUTE

LOCATION

ENTIRE ROUTE

LOCATION LOCATION

040-120

LEVELS FREEZING

ISOLATED 1 - 2%

MODERATEMODERATE

HAIL, SEVERE TURBULENCE & ICING, HEAVY 

PRECIPITATION, LIGHTNING & WIND SHEAR EXPECTED 

IN AND NEAR THUNDERSTORMS.

LEVELS

SEE REMARKS AND ATTACHED

MODERATE

SEVERE

HEAVY

SHOWERS

LIGHTFEW 3 - 15%

SCATTERED 16 - 45%

NUMEROUS - MORE THAN 45%

SEVERE

EXTREME

RAIN PELLET

LIGHT

NONE DRIZZLE

X

NONE IN CLEAR IN CLOUD CLEAR

23. TURBULENCE

AREA LINE

LIGHT TRACE

BIFROST FITL CHARTS

X

24. ICING

055010, ENTIRE ROUTE 250, ENTIRE ROUTEFT AGL

CHART BIFROST FITL CHARTS CHARTCHART BIFROST FITL CHARTS

22. THUNDERSTORMS 25. PRECIPITATION

NONE MIXED

CHART BIFROST FITL CHARTS

FT MSL

NO IN AND OUT X YES NO TYPE CLOUDS

FT MSL

17. CLOUDS AT FLT LEVEL 18. OBSTRUCTIONS AT FLT LEVEL RESTRICTING VISIBILITY

X

GPS

RAD 211

X

16. SOLAR/LUNAR

FREQ X 1314

2235

12

1439

114

KINS

1342NO IMPACT MARGINAL

LOCATIONX SEE ATTACHED 15. SPACE WEATHER

SEVERE

3463 29.59

9. SFC WIND 10. CLIMB WINDS 11. LOCAL WEATHER WATCH/WARNING/ADVISORY 12. RSC/RCR

CH53E KINS 0130

13. REMARKS/TAKEOFF ALTN FCST

LIGHT SHOWERS, SCT006 OVC030, ICING ABV 020

FLIGHT WEATHER BRIEFING

PART I - TAKEOFF DATA

1. DATE (YYYY-MM-DD) 5. DEWPOINT 6. TEMP DEV 7. PRES ALT 8. DENSITY ALT ALTIMETER2. ACFT TYPE/NO

PART III - AERODROME FORECASTS

3. DEP PT/ETD 4. RWY TEMP

7 45 5 40 3434

19. MINIMUM CEILING  - LOCATION

LOCATION

26. DEST/ALT 29. VSBY/WEA27. VALID TIME 28. SFC WIND 30. CLOUD LAYERS 31. ALTIMETER

6

43

RWY TEMP PRES ALT

TO FT3407
OVC040

29.62 INST

INS

-SHRA

T

0430

6030

0530

TO T

FT

INS

TO T

FT

FTINS

INS

TO T

FT
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33. PMSV

23. PLS SEE ATTACHED LL TURB CHART; AREA OF TURB IS LOCATED JUST E OF PROJECTED ROUTE

34. ATTACHMENTS X

*CONTACT THE432 OSS/OSW FOR UPDATES @ DSN 384-1723 (COMM 702-404-1723)*

NOT AVAILABLE32. BRIEFED RSC/RCR

SEE ATTACHED

35. REMARKS

X

T

41. EXTENDED TO/INITIALS

37. FLIMSY BRIEFING NO. 38. FORECASTER'S INITIALS

PART V - BRIEFING RECORD

39. NAME OF PERSON RECEIVING BRIEFING36. WX BRIEFED TIME

42. WX REBRIEF TIME/INITIALS

0200Z

0030Z

40. VOID TIME 43. WX DEBRIEF TIME/INITIALS
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FT

PRW

PART IV - COMMENTS/REMARKS

2024-02-06

23010KT, 02C

14. FLT LEVEL/WINDS/TEMP

28012KT
24010KT

PART II - ENROUTE & MISSION DATA

NA

TO

YES
SEE BLK 35

YES

21. MINIMUM FREEZING LEVEL - LOCATION

AFWA SPACE WX 06 FEB 1800Z

T

FT

TO

KINS

TO

FT

TO

VRB06

20. MAXIMUM CLOUD TOPS - LOCATION

T
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1. Figure 1 depicts the mishap site, MA ABS-B derived flight path data
(green arrows), and the nearest six airfields in which aviation weather data
was available (black pointers outlined in white).  Chart 1 depicts the
associated distances.

Weather Reporting Station Distance to Mishap Site (Approximate)
Gillespie Field (KSEE) 27 nautical miles
Borrego Vally (L08) 29 nautical miles
Brown Field (KSDM) 30 nautical miles
MCAS Miramar (KNKX) 36 nautical miles
NAF El Centro (KNJK) 38 nautical miles

Imperial Municipal (KIPL) 42 nautical miles
Chart 1.  Distances from Mishap Site to Weather Reporting Stations.

1. Figures 3 through 9 are both raw and decoded Terminal Aerodrome Forecasts
(TAF) and Aviation Routine Weather Reports (METAR) for the six different
weather reporting stations to include MCAS Yuma for overall divert
situational awareness (50 nautical miles east of KIPL).  Additionally,
expanded aviation weather data is also provided later within enclosure (25)
to address weather conditions well before and after the mishap.
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MCAS Miramar (KNKX) TAF
Approximately 36 nautical miles NW of Mishap Site   

MCAS Miramar (KNKX) METARs

Imperial County (KIPL) TAF and METAR
Approximately 42 nautical miles E of Mishap Site   

Figure 5. KIPL TAF and METAR.

Figure 3. KNKX METAR.

Figure 2.  KNKX TAF.
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Gillespie Field (KSEE) METARs  
KSEE utilizes KNKX TAFs 

Approximately 27 nautical miles NW of Mishap Site   

Figure 6.  KSEE METARs.

NAF El Centro (KNJK) TAF  
Approximately 38 nautical miles NW of Mishap Site  

NAF El Centro (KNJK) METARs

Borrego Valley (L08) METARs
Approximately 29 nautical miles NW of Mishap Site   

Valid Time/Date:  2215 PST 6 February 2024
Visibility:  10 statute miles  
Ceilings (AGL):  Few 2200 feet, Scattered 3900 feet, Broken 4900 feet 
Temperature / Dewpoint:  13 and 4 degrees Celsius 

Valid Time/Date:  2235 PST 6 February 2024
Visibility:  10 statute miles  
Ceilings (AGL):  Scattered 4600 feet, Broken 6000 feet, Overcast 7000 feet 
Temperature / Dewpoint:  12 and 5 degrees Celsius 

Valid Time/Date:  2255 PST 6 February 2024
Visibility:  10 statute miles  
Ceilings (AGL):  Few 4600 feet, Broken 5500 feet, Overcast 6500 feet 
Temperature / Dewpoint:  12 and 5 degrees Celsius 

Figure 8.  L08 METAR only.  TAF not recorded.
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Brown Field (KSDM) METAR
Approximately 30 nautical miles NW of Mishap Site  

Decoded 

Valid Time/Date: 2151 PST and 2153 PST 6 February 2024
Wind Direction and speed:  190 degrees (true), 8-9 knots 
Visibility:  10 statute miles  
Ceilings (AGL):  Scattered 1500 feet, Broken 5000 feet, Broken 7500 feet 
Temperature / Dewpoint:  8.9 and 7.8 degrees Celsius 

Valid Time/Date: 2253 PST 6 February 2024
Wind Direction and speed:  150 degrees (true), 9 knots 
Visibility:  10 statute miles  
Ceilings (AGL):  Few 1700 feet, Scattered 2400 feet, Overcast 5000 feet 
Temperature / Dewpoint:  9.4 and 7.8 degrees Celsius 

MCAS Yuma (KNYL) TAF and METAR  

Figure 11.  KNYL TAF and METAR for divert situation awareness purposes.

Figure 9.  KSDM METAR.  TAF not available during IO data collection.
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3. Figures 9-14 are NASA produced infrared satellite images from taken at
2200 PST, 2230 PST, and 2300 PST on 6 February 2024.  Cloud bases along the
mishap route of flight ranged from approximately 1650 to 6500 feet AGL.
Cloud thicknesses along the mishap route of flight ranged from approximately
3200 to 23000 feet AGL.

Figure 12.  Infrared satellite depicting Cloud Bases (kft) at 2200.
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’

Figure 13. Infrared satellite depicting Cloud Thickness (km) at 2200.
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Figure 14. Infrared satellite depicting Cloud Bases (kft) at 2230.
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Figure 15. Infrared satellite depicting Cloud Thickness (km) at 2230.
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Figure 16. Infrared satellite depicting Cloud Bases (kft) at 2300.
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4. Figures 14 through 16 are NOAA produced Multi-Radar/Multi-Sensor System
(MRMS) 3-Dimensional (3D) Radar Mosaic images taken at 2200 PST, 2230 PST,
and 2300 PST on 6 February 2024 at approximately 6500 feet MSL.  Lower tilt
angles are invalid due to radar line of issues with terrain.  Radar mosaics
are unable to detect the presents of clouds (or cloud bases) but rather speak
to the intensity of precipitation in decibels (dBZ) as radio energy strikes
moisture.  “Light” precipitation is defined as less than 26 dBZs.  “Moderate”
precipitation is defined as 26-40dBz.  Beginning approximately 15 nautical
miles east of the mishap site areas of light to moderate precipitation are
observed.  NOTE:  MA’s approximate route of flight is depicted via a dashed
red line through Figures 14 through 16.

Figure 17. Infrared satellite depicting Cloud Thickness (km) at 2300.
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Figure 18.  3D Reflectivity at approximately 6500 feet MSL at 2200.
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Figure 19.  3D Reflectivity at approximately 6500 feet MSL at 2230.
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Figure 20.  3D Reflectivity at approximately 6500 feet MSL at 2300.
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5. Three Airman’s Meteorological (AIRMET) advisories were active and were a
factor to MA's  flight leg.  AIRMETs advise of weather conditions
that maybe hazardous specifically to single engine, light aircraft, and VFR
pilots.  AIRMETs also may impact operators of large aircraft as well.

6. AIRMET Sierra, SFOS WA 070444 AMD Update 1 IFR, was valid from 2044PST to
0100PST advising of ceilings less than 1000 feet AGL and/or visibility less
than 3 miles affecting over 50% of the outlined area in Figure 17 and Figure
18. MA's route of flight from approximately 2212 to 2243 resides within this
AIRMET.  SFOS WA 070444 AMD Update 1 IFR textual data is listed within Figure
29.

Figure 21.  AIRMET Sierra, SFOS WA 070444 Graphical Overview (IFR).
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7. AIRMET Sierra, SFOS WA 070444 AMD Update 1 Mountain Obscuration, was
valid from 2044PST to 0100PST advising of extensive mountain obscuration
outlined area in Figure 18.  Mountain obscuration is a condition in which
mountains or ridges are obscured due to clouds, precipitation, smoke, or
other obscurations.  MA's entire route of flight from 2209 to 2243 resides
within this AIRMET.  SFOS WA 070444 AMD Update 1 Mountain Obscuration textual
data is listed within Figure 29.

Figure 22. AIRMET Sierra, SFOS WA 070444 Graphical Overview (Mountain Obscuration).
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8. AIRMET Zulu, SFOZ WA 070245, was valid from 1845 to 0200 advising of
moderate icing and freezing levels as outlined in Figure 19.  Moderate icing
accretion rate is 1 to 3 inches per hour.  SFOZ WA 070245 captured moderate
icing from the freeze level to Flight Level 250 and the freeze level between
the surface and 7000 feet AGL.  MA's entire route of flight from 2209 to 2243
resides within this AIRMET.  SFOZ WA 070245 textual data is listed within
Figure 29.

Figure 23. AIRMET Sierra, SFOS WA 070245 Graphical Overview (Moderate Icing).
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9. MRMS Freezing Height snapshots within Figures 20 and 21 reinforce SFOZ WA
070245 (Figure 19) forecast depicting Freeze Heights at approximately 5400
feet MSL (1.645 kilometers) from 2200 to 2300.  MA’s approximate route of
flight is depicted via a dashed red line.

Figure 24.  Freezing Height (km MSL) at 2200.

Figure 25.  Freezing Height (km MSL) at 2300.
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10. MRMS Supercooled Liquid Water snapshots within Figures 22 and 23 also
reinforces SFOZ WA 070245’s forecast depicting Supercooled Liquid Water
between approximately the surface and 6500-8200 feet MSL (2.0-2.5 kilometers
MSL) from 2200 to 2300.  MA’s approximate route of flight is overlayed via a
dashed red line.

Figure 26.  Supercooled Liquid Water (km) at 2200.

Figure 27.  Supercooled Liquid Water (km) at 2300.
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11. One Convective Significant Meteorological (SIGMET) advisory was active
but was not a factor to the MA as the MA route of flight and mishap location
laterally outside the Convective SIGMET.  Convective SIGMETs are weather
advisories that pertain to convective weather conditions that significantly
affect the safety of all aircraft.  Convective SIGMETs are issued for the
following sever weather events:  tornadoes, lines of thunderstorms, embedded
thunderstorms, areas of thunderstorms with more than 40% of coverage, and/or
hail with a diameter of 3/4 inch or greater.

12. Convective SIGMET 11W was valid from 2055 to 2255 as outlined by Figure
24. MA’s approximate route of flight is depicted via a dashed red line.
Convective SIGMET 11W textual data is listed within Figure 29.  MA did not
enter the Convective SIGMET 11W.    

Figure 28. Convective SIGMET 11W Graphical Overiew
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13.

.  The distance between the two points is 13.65 kilometers.  “MRMS
North Point” is approximately 4.68 kilometers northwest of the mishap site.

Figure 29.  ADS-B Flight and MRMS South / MRMS North Points.

14. MRMS 3D Beta Radar Mosaic Cross Section snapshots within Figures 26
through 28 depict precipitation and corresponding altitude values along the
MA’s route of flight at 2240, 2242, and 2244.  3D Radar Mosaics are radar
products that combine multiple returns within a 200-mile radius.  NOAA’s 3D
Beta Radar Mosaic Cross Section allows these multiple returns to be layered
in MSL altitude.  The solid, vertical red line is representative of the
mishap site.  The solid, red dot depicted is representative of MA ownship at
the depicted time.  NOTE:  NOAA's Beta MRMS software was required as it
enabled the Investigating Team to minimize the impact of mountainous terrain
and the impact of radar line of sight in vicinity of the mishap site.  MRMS
3D Beta Radar Mosaic Cross Section modeling limitations enable only “point
and click” functionality (i.e., exactly latitude / longitude inputs are not
enabled).
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Figure 30.  3D Mosaic Cross Section at 2240.   
MA located within “light” precepitation.  

Figure 31. 3D Mosaic Cross Section at 2242.               
MA located within “moderate” precepitation 10 km prior to the mishap site.   

.
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Figure 32. 3D Mosaic Cross Section at 2244.  Ownship located within “moderate” precepitation at the mishap site.   

15. United States Customs and Border Protection (CBP), via the United States
Border Patrol, maintains an Interstate 8 security checkpoint (with video
surveillance) at N32.795925 W116.495750   The security checkpoint is
approximately 3.63 miles northwest of the mishap site.  Figure 29 depicts a
video surveillance footage screenshot taken at 2243:39PST approximately 15
seconds after the last ADS-B data point.  Rainfall at the surface is visible,
however the rate and precipitation are not discernable within the video.  The
road sign in background can clearly be seen at an approximate distance of 0.1
miles.  The security checkpoint elevation is 3783 feet MSL, approximately
1300 feet lower than the mishap site.

Figure 29. CBP Interstate 8 Security Checkpoint Video 3.63 miles from the mishap site at 2243 captures 
active rain fall. 
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Figure 33.  Textual AIRMET and Convective SIGMET Data
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Figure 34. Solar / Lunar Illumination Summary and Summary Table 
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TEAR OUT AND HAND TO THE DESIGNATED SCRIBE 

CHRONOLOGICAL LOG 

The Duty Officer, or designated person, shall maintain a log of all events as they occur. All telephone 
conversations, message releases, receipts, events, and any unusual problems encountered shall be logged. 
Use the log below instead of the SDO log. 
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SUMMARY OF INTERVIEW OF BORDER PATROL  

Name:.........  

Rank.......... Border Patrol Agent 

Service:...... N/A 

Unit:......... U.S. Customs and Border Protection 

Date:......... 9 April 2024 and 1 May 2024 

On 9 April 2024, the Investigating Officer conducted an interview with 

Border Patrol  via telephone.  The Investigating Officer failed 

to properly advise  of the purpose, scope, and his understanding 

of the differences between the JAGMAN and safety investigations.  On 1 May 

2024,  was re-contacted by the Investigating Officer and advised 

of the purpose, scope, and the investigation differences.  No privileged or 

incriminating information was discussed during the initial interview.   

elected not to change or modify his initial statement when 

retroactively contacted and advised.   affirmed he understood 

his statement was not privileged.   

The following is a summary and not a verbatim transcript of  9 

April 2024 interview with the Investigating Officer: 

 stated when he arrived at work [at the Campo Border 

Patrol Station] on the morning of 7 February 2024, he overheard the need from 

a temporary supervisor that agent support was needed to search for a lost 

aircraft in the vicinity of Mount Laguna, CA.   stated he was 

familiar with the area and requested to be dispatched to aid in the search 

after muster. 

 transited to the Kitchen Creek Helibase, checked in with 

the Unified Command, and was assigned to a search party with a USFS member.  

Both , and the USFS member, proceeded from the Helibase north 

along Fred Canyon Road.  During their transit,  stated that an 

additional set of coordinates were passed via radio.  After approximately 25 

minutes,  located another SAR team that was in the area.   

departed the USFS vehicle and proceeded to discuss the new 

coordinates with the second SAR team that was led by BORSTAR personnel.  

After a brief discussion, it was decided that the BORSTAR team would proceed 

to one set of coordinates in a canyon area and that  would 

NOTICE 
DO NOT DISTRIBUTE THE CONTENTS 
OF THIS DOCUMENT WITHOUT PROPER 

AUTHORIZATION FOR RELEASE 

Enclosure (79)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)
(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)
(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c) (b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)



1 

2 

3 

4 

5 

6 

7 

8 

9 

10 

11 

12 

13 

14 

15 

16 

17 

18 

19 

20 

21 

22 

23 

24 

25 

26 

27 

28 

29 

30 

31 

32 

33 

34 

35 

36 

37 

38 

SUMMARY OF INTERVIEW 
M 

SUMMARY OF INTERVIEW 
2 

proceed to the new set of coordinates.   departed as a single-

man team due to the USFS member's lack of cold weather gear.   

After approximately 30 minutes of foot travel,  stated he 

smelled what he thought was jet fuel and passed that information to the 

Incident Command Post (ICP) via a common frequency.  The BORSTAR team stated 

that their grid coordinate search was unsuccessful, and they would be 

proceeding to the second coordinate site.  

After an additional 15 minutes,  was able to see smoke at 

150 yards.   passed the information on the common frequency.  

Once , had traversed the 150 yards he discovered that TIGER 43 

was actively on fire and that it looked like the aircraft had just fallen out 

of the sky, burst, as there was wreckage everywhere.   stated 

that it was actively snowing and most of the aircraft was covered.   

At 0847,  stated he reached the fuselage and was careful 

not to touch or disturb the site.   then passed his exact 

coordinates over the common frequency.   stated he was visually 

able to identify four of the five mishap aircrew.   called out 

multiple times but did not hear any replies.   stated he did not 

wear PPE at the mishap site but was wearing a balaclava face mask. 

 remained on-site and waited for follow-on SAR personnel 

to arrive.  After approximately 40 minutes, BORSTAR and CA CAP personnel 

reached the mishap site, and a grid search was executed.  At approximately 

1000,  departed due to cold weather fatigue and exposure to 

hazardous material/fumes.  No other SAR members were witnessed by  

 prior to his departure. 

 was advised by the Investigating Officer to ensure the 

exposure event was documented within his medical record.    
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From:  
Sent: Wednesday, April 17, 2024 12:43 PM
To: 
Subject: RE: 20240320 Phone Con Follow-Up

,

Thank you very much.

S/F,

3d Marine Aircraft Wing
l

Office:  858-307-5077
Cell:  

From:  
Sent: Wednesday, April 17, 2024 12:31 PM
To: >
Subject: RE: 20240320 Phone Con Follow-Up

Sir,

LCDR, MC (FS), USN
HMH-361 Flight Surgeon
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From: > 
Sent: Tuesday, April 16, 2024 3:35 PM
To: 
Subject: RE: 20240320 Phone Con Follow-Up

,

I would like to follow up:

V/R,

3d Marine Aircraft Wing

Office:  858-307-5077
Cell:  

From:  
Sent: Thursday, March 28, 2024 4:04 PM
To: 
Subject: RE: 20240320 Phone Con Follow-Up

Sir,

Apologies for the delay.

There were five marines involved in the Tiger 43 mishap:
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Very respectfully,

LT, MC (FS), USN
HMH-361 Flight Surgeon
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SUMMARY OF INTERVIEW OF   

Name:.........  

Rank.......... Hospital Corpsman Second Class 

Service:...... U.S. Navy 

Unit:......... MWSS-371 

Date:......... 29 April 2024 

On 29 April 2024, the Investigating Officer conducted an interview with 

Hospital Corpsman , MWSS-371's assigned Hospital 

Corpsman, via telephone. The Investigating Officer explained the purpose and 

scope of the interview, to include the difference with a safety 

investigation.   affirmed he understood his statement was not 

privileged. He swore or affirmed to tell the Investigating Officer the truth. 

He agreed to have the interview with the Investigating Officer audio 

recorded.  

The following is a summary and not a verbatim transcript of  

interview with the Investigating Officer: 

 stated that from approximately 0700-0730, he was alerted by 

his supervisor that MWSS-371 assets were required at Kitchen Creek Helibase 

and that additional details were not readily available.   stated 

that the MWSS-371 contingent [Aircraft Rescue and Firefighting] and himself 

departed MCAS Yuma, Az at approximately 0830-0910 after professional required 

gear and equipment were retained.  After an hour and a half transit, the 

group arrived at Kitchen Creek Helibase.   stated that MWSS-371 

personnel coordinated with Unified Command members and during his period he 

was informed that TIGER 43 had been located and all crew members had been 

pronounced deceased.    

Following this notification, , and the MWSS-371 contingent 

began to transit to the mishap site; however, due to vehicle maintenance 

issues he was delayed by approximately an hour and a half.  Once repairs were 

complete,  arrived at the mishap site at approximately 1330-1345.  

 stated his immediate job was to locate all the mishap aircrew and 

declare them deceased as a military medical authority.   stated he 

first located MCC2.  MCC2 was entangled in brush and equipment, and it was 

clear he had been killed.  HM2 stated that a USFS member pointed him to MP1 
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and MP2.  MP1 and MP2 were still in their seats, face down, and it was clear 

that both had been killed.   then transited to the main area of the 

mishap site and located MCC1.   stated he was only able to see one 

of MCC1's legs as he was completely entangled in wires and crushed by 

aircraft wreckage.  After a bit of time,  was able to confirm that 

MCC1 had been killed.  MP3 was the final member declared deceased as he was 

found in a burning pool of jet fuel and his body had been completely burned.  

 stated that in his opinion that the deaths of MP1-3 and MCC1-

2, due to the extreme nature of the injuries sustained, would have been 

instantaneous.  

 stated that he did not provide a time of death, rather he 

simply confirmed the time of death passed earlier that morning as a 

Department of Defense member.   stated he was able to clearly 

identify that USFS, California CAP, and MWSS-371 personnel were on-site with 

him during his determination.   stated the aircraft's "black box" 

was empty and that MWSS-371 personnel were confused on who had taken 

possession of it.      

 was directed not to discuss his statement to the 

Investigating Officer with others per the Manual of the Judge Advocate 

General (JAGMAN) with certain exceptions. 
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SUMMARY OF INTERVIEW OF  

Name:.........  

Rank..........  

Service:...... U.S. Marine Corps 

Unit:......... MWSS-371 

Date:......... 30 April 2024 

On 30 April 2024, the Investigating Officer conducted an interview with 

, Staff Non-Commissioned Officer-in-Charge 

(SNCOIC) of MWSS-371's 7 February 2024 response contingent, via telephone. 

The Investigating Officer explained the purpose and scope of the interview, 

to include the difference with a safety investigation.   

 affirmed he understood his statement was not privileged. He 

swore or affirmed to tell the Investigating Officer the truth. He agreed to 

have the interview with the Investigating Officer audio recorded.  

The following is a summary and not a verbatim transcript of  

s interview with the Investigating Officer: 

 stated that he received a phone call from 

the MWSS-371 Operations Department at approximately 0630 on 7 February 2024.  

 was made aware of a possible rescue mission and 

proceeded directly from his place of residence to Kitchen Creek Helibase at 

0700.   desire to leave immediately was to 

ensure advance party coordination was complete prior to additional MWSS-371 

personnel arrival. 

 arrived at Kitchen Creek Helibase at 

approximately 0930 and began to coordinate with on-site Unified Command 

(i.e., CALFIRE, San Diego County Sheriff, USFS, CA CAP) and 3d MAW personnel 

(i.e., ).  The coordination with 3d MAW personnel was 

conducted via voice and signal group messaging.   

 stated that a media presents at Kitchen Creek had already started 

massing (20+ personnel).  Upon entering the Incident Command Post (ICP), 

 stated that it was chaotic as a centralized 

effort was lacking (i.e., differing priorities, no access control). Prior to 

1000,  was informed by a BORSTAR representative 
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that TIGER 43 had been located and that all five aircrew had been confirmed 

deceased.   

 quickly refocused the Unified Command, 

ensured the mishap site was properly cordoned, and updated enroute MWSS-371 

personnel that the mission had shifted from a rescue effort to an aircraft 

and personnel recovery operation. 

Once the entire MWSS-371 team arrived at Kitchen Creek (at 

approximately 1200-1230), all members began to transit to the mishap site but 

were delayed due to vehicle maintenance issues.  After a one-hour delay, 

 and his team arrived in the approximate 

vicinity of the mishap site.  USFS personnel remained on the access road as 

MWSS-371 team transited on foot.  Upon arrival at the mishap site,  

 stated the only other individuals present were CA CAP 

personnel.  MWSS-371 team did not wear any type of Personal Protective 

Equipment and did not initially have cold weather gear.   

 stated that the team were aware of the hazards.  

 stated that the weather conditions at the 

mishap site were extreme with below freezing temperatures, 8-10 inches of 

active snow fall, winds between 30 to 40 miles per hour, with visibility of 

10-15 feet.  These conditions remained static and grew worst that evening.

 confirmed  1345 (plus or minus 

15 minutes) time of death concurrence.  The MWSS-371 team remained on the 

site for approximately one hour then transited back to the ICP arriving at 

1445-1500.  

 stated he provided  the 

names of the CA CAP personnel on-site during MWSS-371's initial site arrival.  

 stated he possessed additional information 

regarding follow-on events post 1445-1500, if needed (i.e., site transfer, 

handover, Unified Command standdown, and additional 3d MAW personnel 

arrival).  

 stated he would provide the Investigating 

Officer his phone screenshots regarding the TIGER 43 Signal group.   

 signed a Permissive Authorization for Search and 

Seizure.    

 stated that the MWSS-371 team and himself 

completed and submitted hazardous exposure forms to military medical 

authorities.    
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 was directed not to discuss his statement 

to the Investigating Officer with others per the Manual of the Judge Advocate 

General (JAGMAN) with certain exceptions. 
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SUMMARY OF INTERVIEW OF  

Name:.........  

Rank..........  

Service:...... U.S. Marine Corps 

Unit:......... 3d MAW 

Date:......... 1 May 2024 

On 1 May 2024, the Investigating Officer conducted an interview with 

, 3d MAW Current Operations, via telephone. The 

Investigating Officer explained the purpose and scope of the interview, to 

include the difference with a safety investigation.   affirmed 

he understood his statement was not privileged. He swore or affirmed to tell 

the Investigating Officer the truth. He agreed to have the interview with the 

Investigating Officer audio recorded.  

The following is a summary and not a verbatim transcript of  

interview with the Investigating Officer: 

 stated that at approximately 0630 on 7 February 2024 he 

received a group text message from  (Assistant Chief of 

Staff G-3, 3d MAW) to proceed into work and to activate the Wing Operations 

Command Center (WOCC) as an aircraft was overdue. 

 stated he was the first uniform member, outside the 3d 

MAW Command Duty Officer (CDO), to arrive at the WOCC at approximately 0700.  

Shortly after speaking with the CDO,  stated that  

,  (3d MAW Operations Chief), and  

 (3d MAW Assistant G-3) then arrived.   stated that no 

later than 0800, the WOCC was fully functional and senior 3d MAW leadership 

was present.   

 stated he contacted MAG-16 and was passed the last known 

grid location that HMH-361 had for TIGER 43.  WOCC members spoke and 

coordinated with CALFIRE ( ), CA CAP ), 

and USFS ( ), who were all members of the Unified Command and 

were located at Kitchen Creech Helibase.  The WOCC's initial focus was to 

determine TIGER 43's location, the status of the aircrew, and to support the 

Unified Command's search efforts. 

NOTICE 
DO NOT DISTRIBUTE THE CONTENTS 
OF THIS DOCUMENT WITHOUT PROPER 

AUTHORIZATION FOR RELEASE 
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 stated the WOCC also began to coordinate an airborne SAR 

response with Coast Guard Sector San Diego aviation assets and organic 

aircraft from HMLA-169, VMM-165, and VMFA-323 (T-34C) as situational 

awareness and weather allowed.   stated that to best of his 

knowledge no direct coordination with the AFRCC was made by WOCC personnel 

and that all coordination was made directly with the established Unified 

Command.   noted that multiple other efforts within the WOCC 

were occurring simultaneously, however his notes and account address only his 

prospective of events. 

At 0806, USFS  passed to the WOCC that a foot of snow had 

fallen, USFS and US Border Patrol were conducting a foot search, that weather 

was prohibitive to airborne SAR assets, and that  was now the 

Incident Commander.  Following this notification,  stated that 

WOCC personnel pivoted and began UAS coordination. 

From 0837 to 0844,  spoke with MWSS-371.  During this 

time, he was passed MWSS-371 points of contact and was informed that the 

senior member was enroute ).   

At 0846,  spoke with the VMM-165 Operations Officer 

) and discussed SAR specifics and frequency coordination 

requirements. 

At 0858, the WOCC received a report from the Unified Command that SAR 

personnel had visually located TIGER 43.   

At 0905, the WOCC received a report from  that SAR 

personnel were physically on-site and then spoke directly with  

At 0918,  stated that UAS airspace was actively being 

coordinated.  

At 0927, the WOCC received updated information that personnel from 

MWSS-371 were enroute.  

At 0933,  stated that VMM-165 was poised to support at an 

Alert+15 status. 

At 0940, HMLA-169, VMM-165, and VMFA-323 (T-34C) alert lines were stood 

down. 

At 0951,  passed to the WOCC that the remains of the TIGER 

43 crew had been located, however they did not know the full disposition.  

Senior Leadership then passed priorities of work indicating that the recovery 

of the crews remains were the top priority, followed by investigation 

efforts, and environmental concerns.  According to , detailed 
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discussions regarding site transfer between CA CAP and USMC and the required 

follow-on actions then occurred. 

 stated he would provide the Investigating Officer his 

notes from 7 February 2024. 

 was directed not to discuss his statement to the 

Investigating Officer with others per the Manual of the Judge Advocate 

General (JAGMAN) with certain exceptions. 
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Air Force Rescue Coordination Center
(AFRCC)

Mission Brief

CONR-1AF (AFNORTH)

This briefing is: UNCLASSIFIED

Commander

Director of Operations
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Mission Statements

Tasked Mission
“The AFRCC supports domestic civil authorities by coordinating federal civil search 

and rescue (SAR) services.
These services are provided to the fullest extent practical on a non-interference basis 

with primary duties of the requested unit.” 

Unit Mission Statement
The AFRCC saves lives by providing expert coordination capability while fostering 

cooperation and providing first responder education in support of the National Search 
and Rescue Plan.

AFRCC priorities
1 - Those in distress 
2 - Those executing the mission
3 - Our fellow SAR controllers
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US Civil SAR Architecture

Chair

FEMA   USCG

DHS

DOT

DOI

NASA
DoD

DOC

FCC

AFRCC
Research & 

Development

Enclosure (84)



First to Defend

UNCLASSIFIED

UNCLASSIFIED
10

US Civil SAR Architecture

CDR USNORTHCOM – SAR Coordinator (Inland)
Peterson AFB, CO

• Strategic Responsibilities
• Policy, Guidance, Interagency Coord
• Federal ESF-9

AFNORTH/CC – SAR Coordinator (CONUS) 
Tyndall AFB, FL

• Operational Responsibilities
• Advocate for OT&E

NSARC/NSP/NSS

AFRCC (Air Force Rescue Coordination Center)
Tyndall AFB, FL

• Routine SAR for Aeronautical SRR (Langley)
• Coordinate between SRRs (maritime, Mexico, Canada)
• Mass Rescue Operations (MRO)

CDR USCG – SAR Coordinator 
Washington DC

• Strategic Responsibilities
• Policy, Guidance, Interagency Coord
• Operational Responsibilities

Coast Guard Districts (RCC’S)
Various Locations

• Routine SAR for Aeronautical & Maritime SRRs
• Coordinate between SRRs (inland, Mexico, Canada)
• Mass Rescue Operations (MRO)
• Catastrophic Incident SAR (CISAR)
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US Civil SAR Architecture

CANADIAN SRR

US MARITIME SRR

US AERONAUTICAL SRR

USNORTHCOM AOR

© AFNORTH/A3X PR-SAR Branch 
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Delineation of Authorities

International Treaty Compliance
Chicago Conventions of 1944 (9th ed 2006) – Created ICAO

• International Aeronautical and Maritime Search and Rescue Manual

Federal Policies
National SAR Plan (NSP)

National SAR Supplement (NSS)
• Multiple Addendums: CISAR, Land SAR, etc

DoD Guidance
DoDI 3003.01 DoD Support to Civil SAR

United States Air Force Guidance
AFPD 10-45 Air Force Support to Civil SAR

NORTHCOM OPORD 01-21

Catastrophic Incident Search And Rescue (CISAR)
DoDD 3025.18 Defense Support to Civil Authorities (DSCA)
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Execution of Authorities

National Search And Rescue Plan (NSP)
“State, Tribal, Territorial, & Insular Areas (STTIA) are 

responsible for land-based SAR… within their respective 
jurisdictions.”

Memorandum of Agreement (MOA)
“Executive” Level Support Agreement

Between a State’s Governor and
Commander 1st AF (Air Forces Northern)

Memorandum of Understanding (MOU)
Detailed Execution Contract

Between a State’s SAR Coordinator and
AFRCC Commander 

Flex File
AFRCC Execution Document
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DoD Methods for Executing SAR

• Immediate Response Authority (DoDD 3025.18)
• Member of community requests
• Resources remain under control of installation commander
• MUST re-evaluate every 72 hours (max)

• AFRCC Mission Number (DoDI 3003.01)
• Requests come through appropriate channels outlined in MOU
• “Ask not task” federal units to support Local/Incident Commander

• Federal Tasking (DoDD 3025.18 / DSCA EXORD)
• Declared event(s)
• National Response Framework (FEMA)

• ESF #9 – Search and Rescue
SAR-OCE / JPRCD
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SAR Responsibilities

• AFRCC is an “ask not task” agency
• Responsible for 48 contiguous states (CONUS) and for assistance to Canada 

and Mexico
• Coordinates routine SAR missions as requested (ex: lost hiker, missing aircraft)
• No forces assigned
• We do not have a radio

• Funding is addressed in each MOA 
• The state requesting assistance is not billed
• Agency providing support funds their own activities
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AFRCC Notifications & Execution

Aircraft /
Federal Aviation 

Administration (FAA) 
Alert Notification (ALNOT)

Non-Aircraft /  
Missing Person(s) 

Report

Distress Beacons / 
Cospas-Sarsat

Programme

Other Rescue 
Coordination 

Centers (RCC)

SAR Points of 
Contact (SPOC)

Hospitals / 
Medical

FBOs

FSSs

State 
Emergency 

Mang

Family 
Members

Military 
Units

Park 
Service

Tribal 
Affairs

STTIA and Local 
Authorities / First 

Responders

Validate Request / Determine 
Authority /  Identify Federal 

Support (As Needed)

Coordinate Support
(“Ask Not Task”)

Monitor Incident / Mission Until 
Resolved
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EMERGENCY BEACONS

EPIRB

ELT
PLB
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SAR Resources: Federal Assets

Army Navy Air Force USCG
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SAR Resources: Civil Air Patrol (CAP)

USAF Aux Capability
• 550 Aircraft
• 57,015 Total Members
• 34,679 Adult Members

TACON to 1AF (AFRCC)
• Search and Rescue
• Aerial Imaging/Damage 

Assessment
• Disaster Relief
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Unique Tools for Searches
Radar Forensics

• Sources – FAA, & NHQ CAP
(volunteers)

• Last Known Position (LKP)
• Heading, Altitude, & Speed
• Maneuvers

Cell Phone Forensics
• Source – NHQ CAP (volunteers)

• Recent Activity
• Last Known Position (LKP)

Likely locations are on the 
orange distance ring, within 
the red sector wedge 
outline, and in places that 
have yellow coverage. 
Examples are outlined in 
light orange.

Huntley Park is 
inside one of the 
likely areas. 
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Workload Growth
Manning

~35 Total Personnel
Active-Duty Military 
Government Civilians
Air Force Reservists
Contractor

24/7/365 Ops
2-6 Controllers on
the Floor at a time

2023 was consistently above previous years on a month-by-month basis, 
led to a 6.7% increase from 2022, we expect that to continue into 2024.

700

800

900

1000

1100

1200

1300

Jan Feb Mar Apr May Jun Jul Aug Sep Oct Nov Dec

Incidents / Month 

2021 2018 2019 2020 2022 2023
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Additional Responsibilities

• National Search and Rescue School (Inland SAR)
• Basic Inland Search and Rescue Course (BISC)
• USAF advisor to OSD/DPMO (DoD) on NSARC
• NSARC Working Groups
• ICAO-IMO Joint SAR Working Group
• Combat Search and Rescue (CSAR) support
• National Crash Locator Database
• Support to foreign RCCs and COCOM JPRCs/PRCCs
• SARSAT Program Steering Group & Joint Working Gp

 One of three primary funding agencies w/NOAA & USCG
• Federal interface lead for annual state/NASAR/CAP conference(s)
• United States Personal Locator Beacon (PLB) Program
• Distress Alerting Satellite System (DASS) Program
• Human Space Flight Support (HSFS)

All required under 
ICAO/IMO Treaty, 
NSARC/NSP, DoD 

Directive, or SARSAT 
interagency agreement
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July 27, Hiker Rescue

OPR: A-Dir OCR: P-Staff CAO: 20220605
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11 Nov, Injured Climber

OPR: A-Dir OCR: P-Staff CAO: 20220605
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INJURED MERCHANT SAILOR
AFRCC MSN 23-M-0324A

57

Summary: At 31JUL22/1800Z US Coast Guard District 11 (USCGD 11) requested support for a long-range medical support for an international (EST) sailor experiencing a 
heart attack 400 miles off the coast of California. At 31/1826 the 129th RQW and 563rd RQG accepted the mission. At 31/2216 the 129th launched 2xHH60 and 1xHC-
130. At 31/2316Z the 563rd launched 1xHC-130 2316Z. From 01/0018Z until 01/0155Z the HH60s and HC130s conducted three refuelings. At 01/0250 HH60 hoisted the
patient. At 01/0539Z patient was transferred to Scripps Memorial Hospital, La Jolla, CA.

Mission Highlights:
Objective: 48 y/o Estonian male experiencing chest pain on 
738ft tanker vessel “Commander”400NM SW of San Diego) 
• USCG made request to AFRCC for support 31/1800Z
• 129 RQW/563 RQG confirms mission support 31/1826Z
• 2xHH-60 and 1xHC-130 (129RQW) Launched 31/2215Z
• HC-130 (563RQG) Launched 31/2316Z
• 2xHC-130/2xHH60 conducted HAAR/0018Z-0155Z
• Patient hoisted to HH60 01/0250
• HC-130 landed NAS North Island (KNZY) 01/0456Z
• HH60 completed patient transfer 01/0539
• RON at KNZY, San Diego, CA
• 2 Aug all units RTB to KNUQ and KDMA

Assets involved:
• HH60x2 & HC-130x1 (129 RQW)
• HC-130x1 (563 RQG)
• PJs x 4  (129 RQW)

Mission Status:  Mission Complete/1 Saved
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2023 Mission Activity

228
SAVES

~95% SOLVED
WITHOUT

FEDERAL RESOURCES
COMMITTED

19,000+ SAVES SINCE
ACTIVATION IN 1974

Busiest RCC in the World!!

1.5 MISSIONS
per DAY

35
INCIDENTS

per DAY

~.75 LIVES SAVED
EVERY DAY

~7% increase from 2022
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Points of Contact

AFRCC Console (24/7 ops for civil SAR)
- Commercial:  (800) 851-3051 or (850) 283-5955
- DSN: 523-5955
http://www.1af.acc.af.mil/units/afrcc/

Commander:
Director of Operations:  
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From:  
Sent: Wednesday, April 17, 2024 2:25 PM 
To:  
Subject: RE: HMH-361 AMSRR data  

Sir, 

Attached as requested. 

R/ 
 

From:   
Sent: Wednesday, April 17, 2024 1:35 PM 
To:  
Subject: RE: HMH-361 AMSRR data  

 

If able, could I please have the exact same data for HMH-462 and HMH-465 during the discussed period? 

S/F, 

 
3d Marine Aircraft Wing 

 
 

 
Office:  858-307-5077 
Cell:   
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84 RADES Data Reduction
2024-02-07 NSC (MH-53E)

13 February 2024

Requested by:  
 USN,  

Provided By:  84th Radar Evaluation Squadron/RESA

Please refer any questions to:

 

DISTRIBUTION STATEMENT B:  Distribution authorized to U.S. Government agencies, Administrative/Operation Use, Vulnerability, 13Feb2024.  Other 
requests for document must be referred to 84 RADES/RES at 7976 Aspen Ave, BLDG 1283, Hill AFB, UT 84056-5846.  
WARNING – This document contains technical data whose export is restricted by the Arms Export Control Act (Title 22, U.S.C., Sec. 2751, et seq.) or the 
Export Administrative Act of 1979, as amended, Title 50 U.S.C., App. 2401 et seq.  Violations of these export laws are subject to severe criminal penalties. 
Disseminate in accordance with the provisions of DoD Directive 5230.25.
DESTRUCTION NOTICE:  Destroy by any method that will prevent disclosure of contents or reconstruction of the document. 

Controlled by:  84 RADES/RESA
CUI Categories:  CTI, EXPT
Distribution Statement B
POC:  Flight Chief,CUI

CUI
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Release of all provided data pursuant to the following:

AFI 91-204 (27Apr18) Safety Investigations and Hazard Reporting; p 4.3, 4.3.1, 4.3.2, 4.3.3
4.3. Identifying Privileged Safety Information. Privileged safety information refers to information that is exempt by case law from disclosure outside the DoD Safety 
Community. The DoD Safety Community consists of DoD personnel and certain DoD contractors with a specific need to know particular information exclusively for the 
prevention of DoD mishaps. The military safety privilege is judicially recognized and protects the investigative process and promises of confidentiality. The AF treats this 
information as limited use/limited access. Safety privilege assures commanders obtain critical information expeditiously during a safety investigation and ensures that 
completed final reports are protected, thereby proactively promoting safety, and preserving combat readiness and mission accomplishment. Privileged safety information 
includes: 
    4.3.1. Analysis, findings, conclusions, causes, recommendations, other findings and recommendations of significance, and the deliberative process of safety 
investigators.           Diagrams and exhibits are privileged if they contain information which depicts the analysis of safety investigators. This includes draft versions of the 
above material and notes (see paragraph 4.2 for exceptions). 
   4.3.2. Information given to safety investigators pursuant to a promise of confidentiality and any information derived from that information to include direct or indirect 
references to that information (see paragraph 4.5 for promise of confidentiality). 
   4.3.3. Computer-generated animations, simulations, or simulator reenactments in which safety investigator analysis or confidential witness statements are incorporated. 
Animations made exclusively from recorder data (including Military Flight Operations Quality Assurance data) are not privileged. Although not privileged, actual intra-
cockpit voice communication has legal protection as private communication and any request for access must be coordinated through legal channels. Requests to any 
safety office for intra-cockpit voice communications should be directed to the AFSEC/JA. 

AFI 91-204 (27Apr18) Safety Investigations and Hazard Reporting; p 4.8, 4.8.4.3
4.8. Authorized Use and Release of Privileged Safety Reports and Information. In order to ensure courts honor the assertion of privilege, and DoD 
personnel maintain confidence in the limited use of privileged safety information, the rules described in this paragraph must be followed meticulously.

4.8.4.3. Historical Safety Reports. The AFSEC/CC or AFSEC/CV may release the findings portion only (not analysis, conclusions, recommendations, or witness statements, 
etc.) of a Safety Board, contained in historical safety reports prepared in accordance with DoDI 6055.07 (or its predecessors), provided no national defense or safety 
interest exists.

84th Radar Evaluation Squadron (RADES) Analysis (RESA)
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Release of all provided data pursuant to the following (cont):

AFI 91-204 (27Apr18) Safety Investigations and Hazard Reporting; p 6.7.2.1, 6.7.2.1, 6.7.3.1.1
6.7.2.1. Technical experts supporting an investigation are bound to follow Safety Investigation Board President and the Single Investigating Officer guidance while directly 
working and serving the Safety Investigation Board. This applies to DoD military and civilian personnel as well as contractor representatives. The Safety Investigation Board 
President or Single Investigating Officer should involve technical experts as early in the investigation as possible, ideally at the start of the investigation with the Interim 
Safety Board hand-off brief. The Safety Investigation Board President or Single Investigating Officer should also include technical experts in deliberations to formulate valid 
findings and viable recommendations. 
6.7.2.2. Upon completion of their investigations, technical experts must provide a written report detailing results of their work. 
6.7.2.3. Safety Investigation Board Presidents and Single Investigating Officers must ensure a Non-Disclosure Agreement-Safety Investigation or Non-Disclosure 
Agreement – Contractor Reps Serving as Tech Experts to SIBs (as applicable) on protection of privileged data is prepared and endorsed by all non-AF Safety Investigation 
Board personnel (e.g. contractors, National Transportation Safety Board) offered a promise of confidentiality or provided access to privileged safety information. Use the 
templates located in the AF Safety Automated System Pubs & Refs section

AFI 91-204 (27Apr18) Safety Investigations and Hazard Reporting; p 6.10.10, 6.14
6.10.10. Do not include people’s names, call signs, DoD Human Factors Analysis and Classification System codes, names of AF bases or companies in the findings. Use 
terms such as "the mishap aircraft," "the mishap vehicle operator," "the mishap pilot," “the mishap maintainer," etc.
6.14. Releasing Investigative Information During an Active Safety Investigation. It is AF policy to keep the public informed of AF events and safety investigations and to 
release non-privileged safety information, both favorable and unfavorable. AF policy complies with the requirements of Title 10, United States Code, Section 2254(b) 
regarding the public disclosure of certain non-privileged aircraft accident investigation information. The Safety Investigation Board President approves the release of all 
information (including electronic/digital media, photographs, etc.) from the Safety Investigation Board to the Accident Investigation Board or other legal investigation, but 
will not communicate directly with the media or other members of the public. The release of non-privileged safety information to news media, relatives, and other 
agencies is through the Accident Investigation Board President, Survivor Assistance Program point of contact, Family Liaison Officer, or Public Affairs representative as 
appropriate.

84th Radar Evaluation Squadron (RADES) Analysis (RESA)
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Release of all provided data pursuant to the following (cont):

AFI 91-204 (27Apr18) Safety Investigations and Hazard Reporting; p 9.2.7
9.2.7. AF/SE is the releasing authority for Class A Memorandums of Final Evaluation. AFSEC/CV is the releasing authority for Class B Memorandums of Final Evaluation. The 
AF Safety Center will release the Memorandum of Final Evaluation via the Air Force Safety Automated System. When transmitted, the Memorandum of Final Evaluation 
becomes the official AF position on findings, recommendations, and DoD Human Factors Analysis and Classification System codes. 

AF Man 91-223 (14Sep18) Aviation Safety Investigations and Reports; p 6.5.4.3, 6.5.5, 6.5.5.4.1
6.5.4.3. The CA approves the release of any photographs or videos to the public IAW AFI 91-204.
6.5.5. Recorded Data. Collect and analyze data from on-board and off-board sources. Numerous data sources and collection devices are available for use in investigations 
including Crash Survivable Flight Data Recorders, Cockpit Voice Recorders (CVR), Flight Control Seat Data Recorders, Head Up Displays, Advanced Data Transfer Cartridges, 
Automatic Ground Collision Avoidance System Log files, and Personal Computer Debriefing System files. Additionally, secure data recorded by other off-board recording 
systems such as wingman CVRs. Contact AFSEC Technical Assistance prior to downloading data recorders.
6.5.5.4.1. AFSEC/MAAF will be the primary source for animations intended to represent the actual mishap sequence. If AFSEC/MAAF cannot produce a specific mishap 
animation, or if additional animations are produced, SIBs will submit externally-generated mishap animations to the AFSEC/MAAF for review. (T-1) AFSEC/MAAF will 
analyze the externally-generated animation for any shortfalls, inadequacies, or inaccuracies that may impact accurate SIB deliberations or CA conclusions. If it is not used, 
they will not enter the animation into the formal report Tabs. (T-1) 
All animation products must be appropriately marked to indicate whether or not they are privileged. (T-1)

84th Radar Evaluation Squadron (RADES) Analysis (RESA)
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Release of all provided data pursuant to the following (cont):

DoDI 6055.07 (06Jun11) Mishap Notification, Investigation, Reporting, and Record Keeping;
Encl 4 para 4.b.(2), Enclosure 5 para 2.b.(4), Encl 5 para 4.b, Encl 5 para 4.e
Encl 4 p 4. AVIATION SAFETY INVESTIGATIONS INVOLVING CIVIL AND MILITARY AIRCRAFT
b. Mishaps Involving Only DoD Aircraft
(2) In all other mishaps involving only military aircraft, the DoD Components shall provide the Department of Transportation or the NTSB information determined by the
DoD Components as contributing to the promotion of air safety. Privileged safety information shall be protected as required by Enclosure 5.
Encl 5 p 2. IDENTIFYING PRIVILEGED SAFETY INFORMATION. DoD Components protect privileged safety information to ensure commanders
quickly obtain accurate mishap information. For a safety investigation, privileged safety information includes:
b. Products of deliberative processes of safety investigators, including:
(4) Photographs, films, and videotapes that are staged, reconstructed, or simulated reenactments of possible or probable scenarios developed by or for the analysis of the
safety investigator. However, photographs depicting a measuring device or object contrasted against mishap evidence for the sole purpose of demonstrating the size or
scale of the evidence are not considered privileged safety information and may be released.
Encl 5 p 4. USE, SHARING, AND RELEASE OF SAFETY INFORMATION
e. Privileged safety information that has been sanitized shall no longer be treated as privileged. Only a DoD Component safety center is authorized
to sanitize and release a privileged safety report.
(1) To sanitize a document, remove identifying information including:

(a) The date and location of the mishap.
(b) Materiel identification number.
(c) Names, social security numbers, and other personal identifying information of participants, witnesses, and investigators.
(d) Information given to a safety investigator pursuant to a promise of confidentiality and any information derived from that information or direct or indirect references

to that information.
(e) Any other detail that directly, indirectly, or in aggregate identifies the mishap or any individual who has given information pursuant to a promise of confidentiality.

(2) Some mishaps, due to widespread publicity or other unique circumstances, cannot be adequately sanitized. Under such circumstances, removal of this information may
be inadequate since the identity of the mishap is disclosed by the unique mishap sequence. This information is not sanitized
and shall not be released.
(3) When privileged safety information is sanitized, the findings, conclusions, causes, recommendations, opinions, analyses, and other indications of
the deliberative processes of safety investigators, safety investigation boards, endorsers, and reviewers are no longer considered privileged.

84th Radar Evaluation Squadron (RADES) Analysis (RESA)
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32 CFR 250.9 - NOTICE TO ACCOMPANY THE DISSEMINATION OF EXPORT-CONTROLLED 
TECHNICAL DATA - DODD 5230.25, ENCLOSURE 5: 
Export of information contained herein, which includes, in some circumstances, release to foreign nationals within the United States, without first obtaining approval or license from the Department of 
State for items controlled by the International Traffic in Arms Regulations (ITAR), or the Department of Commerce for items controlled by the Export Administration Regulations (EAR), may constitute a 
violation of law. 

Under 22 U.S.C. 2778 the penalty for unlawful export of items or information controlled under the ITAR is up to 2 years imprisonment, or a fine of $100,000, or both. Under 50 U.S.C., appendix 2410, the 
penalty for unlawful export of items or information controlled under the EAR is a fine of up to $1,000,000, or five times the value of the exports, whichever is greater; or for an individual, imprisonment of 
up to 10 years, or a fine of up to $250,000, or both.

In accordance with your certification that establishes you as a ‘‘qualified U.S. contractor,’’ unauthorized dissemination of this information is prohibited and may result in disqualification as a qualified U.S. 
contractor, and may be considered in determining your eligibility for future contracts with the Department of Defense.

The U.S. Government assumes no liability for direct patent infringement, or contributory patent infringement or misuse of technical data.

The U.S. Government does not warrant the adequacy, accuracy, currency, or completeness of the technical data.

The U.S. Government assumes no liability for loss, damage, or injury resulting from manufacture or use for any purpose of any product, article, system, or material involving reliance upon any or all 
technical data furnished in response to the request for technical data.

If the technical data furnished by the Government will be used for commercial manufacturing or other profit potential, a license for such use may be necessary. Any payments made in support of the 
request for data do not include or involve any license rights.

A copy of this notice shall be provided with any partial or complete reproduction of these data that are provided to qualified U.S. contractors. 
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Buno 164366 Mishap Investigation – Rotor Systems
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164366 Drive System Mishap Findings 

POC:  

Date: 16FEB2024, UPDATED 29FEB2024 
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Controlled Unclassified Information – NO Privileged 
Safety Information 

CUI 

ASIST 
Aeromechanics Safety Investigation 

Support Team Report 

Engineering Analysis and Supporting Data 
Report 

CH-53E; BuNo: 164366 
Class A – Mishap 

Mishap Date (06-FEB-2024) 

JAG Version – NO PSI 
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From:
To:
Cc:

Subject: Radiation CH-53 Mishap
Date: Monday, April 29, 2024 11:51:45 AM

Radiation exposure and radioisotope source recovery IRT CH 53 mishap.

Respectfully,

CBRN Officer 
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From:
To:
Subject: FW: Costing Estimate IRT HMH-361 CH-53E Aviation Mishap
Date: Tuesday, April 23, 2024 12:31:41 PM

Sir,

Below are the responses in red. Can you see these?

Regards,

 USMC
Deputy Assistant Chief of Staff G-8
3d Marine Aircraft Wing
Desk: (858) 307-6017
Cell: 

From:  
Sent: Friday, April 12, 2024 5:02 PM
To: 
Subject: CUI: Costing Estimate IRT HMH-361 CH-53E Aviation Mishap

,

I’m the Investigating Officer into the facts and circumstances surrounding the HMH-361 CH-53E
aviation mishap on 6 Feb 2024 (appointment letter attached).  I was hoping to determine the
following:

- Estimated replacement cost for CH-53E BUNO 164366? $71.8 Million
- Estimated cost personnel on temporary duty orders to address various matters relating to the
BUNO 164366 mishap? $6,066.75 MAG-16 Hq (Port-o-johns, bleachers, keypad)
- Estimated transport costs of BUNO 164366 from the mishap site to MCAS Miramar? $9.8K in fuel
from MWSS 371
- Estimated storage costs of BUNO 164366 on MCAS Miramar (if applicable).  TBD, no requests to
station at this time. East Miramar is the historical open-air storage area; currently no closed-storage
is being asked by 3d MAW.   is helping to confirm if station will charge if asked to support
closed-storage options.
- Estimated environmental and hazardous waste clean-up charges to California are $500,000.

S/F,

3d Marine Aircraft Wing
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Office:  858-307-5077
Cell:  

CUI//PRIVACY SENSITIVE This e-mail contains information that is privileged, attorney work product,
privacy sensitive or that is otherwise exempt from disclosure under applicable law.  Any misuse or
unauthorized disclosure of privacy sensitive information may result in civil and criminal penalties.  If
you have received this message in error, or are not the named recipient(s), please immediately
notify the sender and delete this e-mail message from your computer.
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From:
To:
Subject: RE: DEOCS - HMH
Date: Friday, May 3, 2024 2:57:49 PM
Attachments: HMH DEOCS Comparative Analysis - 

Good afternoon Sir,
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V/r

3d MAW EOA
(

From:  
Sent: Tuesday, April 30, 2024 8:16 AM
To: 
Subject: RE: DEOCS - HMH

Thank you for the touch point.  Friday sounds great.

S/F,

3d Marine Aircraft Wing
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Office:  858-307-5077
Cell:  

From:  
Sent: Tuesday, April 30, 2024 8:15 AM
To: 
Subject: DEOCS - HMH

Good morning sir, 

Respectfully requesting an extension to compile the DEOCS information. There was an influx in
complaints last week but I can likely finish it all up by this week Friday! 

I apologize for the delay Sir.

Very Respectfully 
 

3d MAW EOA 
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Marine Aircraft Group 16
“60 Years of Assault Support Excellence”

3D Marine Aircraft Wing
FIX – FLY – FIGHT

Creech AFB, Nevada / KINS

22 Dec 2023

Action Officer:

CO:

SgtMaj:

HMH-361 31JAN-15FEB UTD 

BRIEF
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HMH-361 KINS UTD CONOPS
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KINS Climatology Summary
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Orientation
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Orientation
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Execution: Week 1
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Execution: Week 2
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▪ RBE Manpower

• Total personnel: 

• RBE OIC: 

• RBE SNCOIC: 

▪ RBE Operations

•

▪ RBE Maintenance Goals

• WTI prep/packup

RBE Summary
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▪ Resupply Plan:
• Primary: Ground MARLOG. Alternate: CH-53 MARLOG.

Tertiary: None.

▪ Cargo / Personnel Transportation:
• TT for transportation of tools and GSE approved.

• All other cargo/pax movement will go via ground or air
MARLOG internal to HMH-361.

▪ Maintenance:

▪ Ordnance:
• None.

Administration / Logistics
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▪ Public Affairs:

• Creech AFB regularly hosts training. No expected media impact.

• 3d MAW COMMSTRAT participation pending.

▪ Medical:

• Hunters Medical Clinic (Creech), 1033 Viper Road Creech Air Force 

Base, NV 89018; 702-404-1142; Monday – Friday 7:30 a.m. - 4:30 p.m.

• Embedded corpsman support

• Primary medical support: Role 1 / sick call and triage in hangar.

• Primary local medical facility: Hunters Medical Clinic.

• Emergency Room: Mike O'Callaghan Federal Medical Center at Nellis 

AFB.

▪ Force Protection:  

• .

Administration / Logistics
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▪ DTS:
• DTS authorizations complete NLT 20 Jan 2024.

▪ Billeting:

▪ Vehicles:
• .

▪ Per Diem:
• Commercial Meal Rate (CMR)

▪ Total Cost:       $210,745.44 Blue
• Lodging $65,664.00

• M&IE $79,695.00

• Vehicles $32,879.00

• Airline Tickets $1,790.60

• Gas (Rentals) $7,308.84

• Range & Training $74,069.00

Administration / Logistics
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Liberty

◼ Liberty off-base will be permitted for Marines to get food in town after base

facilities close

◼ 40-mile radius covers urban area

◼ Liberty will secure at 0100L

◼ Groups of 2 or more, check out / in with NCO on duty in person at JW

Marriott

◼ Will adhere to Air Force off-limits areas list
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KINS Aviation Safety ORM
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▪ Det OIC is

• Cell: 

• AOIC is  (Cell: )

▪ Senior Enlisted on Det is 

▪ RBE OIC is

• Cell: 

▪ Senior Enlisted on RBE is 

• Cell: 

Command and Signal

QUESTIONS/GUIDANCE
Enclosure (96)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c) (b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)

(b)(6),(b)(7)(c)



UUNITED STATES MARINE CORPS 
MARINE HEAVY HELICOPTER SQUADRON 361 

MARINE AIRCRAFT GROUP 16 
3D MARINE AIRCRAFT WING FMF 

MARINE CORPS AIR STATION MIRAMAR 
PO BOX 452060 

SAN DIEGO CA 92145-2060
 IN REPLY REFER TO: 

3500 
S-3
22 Jan 24

LETTER OF INSTRUCTION 

From: Commanding Officer, Marine Heavy Helicopter Squadron 361 
To: All Hands 

Subj: LETTER OF INSTRUCTION FOR CREECH DETATCHMENT FOR TRAINING 31 JAN – 7 
FEB 2024 

Encl: (1) Schedule of Events
(2) Training Plan
(3) Parking Diagram
(4) Gear List

1. Situation.  Marine Heavy Helicopter Squadron 361 (HMH-361) will execute
training at Creech Air Force Base (CAFB) in support of the squadron’s Pre-
Deployment Training Program (PTP). CAFB is located approximately 230 nautical
miles northeast of Marine Corps Air Station (MCAS) Miramar. 

. CAFB
also provides a base of operations in close proximity to several training
areas that include multiple Confined Area Landing sites (CAL) and Terrain
Flight (TERF) routes.

2. Mission.  On 31 January 2024, HMH-361 will deploy CH-53E aircraft
and associated personnel to CAFB in order to conduct training in support of
the squadron’s PTP. On 7 February 2024, HMH-361 retrogrades four CH-53E
aircraft and personnel back to MCAS Miramar.

3. Execution

a. Commander’s Intent and Concept of Operations

(1) Commander’s Intent

(2) Concept of Operations.  HMH-361 will conduct the detachment in a
 plan.  See enclosure (1) for schedule of events. 

b. Coordinating Instructions
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Subj:  LETTER OF INSTRUCTION FOR CREECH UNIT TRAINING DETACHMENT 31 JANUARY – 
7 FEBRUARY 2024 

2 

(1) Coordination with CAFB has been made.  The point of contact (POC) is Technical 
. 

(2) CAFB ramp and Bldg 91 has been reserved. Parking at the hangar
will be per enclosure (3). 

(3) Department heads will ensure each Marine has access to this
Letter of Instruction (LOI). 

(4) The Action Officer is ; forward all questions and
concerns to him regarding this LOI at  or via phone: 

. 

(5) All Marines are responsible for bringing the required gear to
CAFB per the enclosure (5). 

4. Administration and Logistics

a. Transportation of personnel and equipment pack-up will be conducted
via  CH-53E aircraft and contracted tractor trailers for equipment and C-
130 for personnel with 12 rental vans as contingency ground transportation. 

b. All shops will identify necessary gear by 20 January 2024 and
coordinate with S-4 to ensure all assets are staged by 28 January 2024. 

c. The squadron is authorized the Commercial Meal Rate.  All Marines
regardless of ownership of meal cards will be required to pay cash for all 
meals.  Variation in Defense Travel System (DTS) itinerary will only be 
authorized by the S-1 DTS Approving Officials. 

d. The squadron detachment will be billeted at  in Las
Vegas, Nevada.  

e. Questions concerning administrative matters should be addressed to
the S-1 Officer in Charge (OIC), o, at  

f. Questions concerning logistics should be addressed to the S-4 OIC,
, at ( 0. 

5. Command and Signal

a. Command.  This LOI applies to all Marines deploying to CAFB,  Indian
Springs, NV.  The Detachment OIC is the Aircraft Maintenance Officer,  

, at .  The Operations POC is  at 
.  The Detachment Staff Non-Commissioned OIC is  

.

b. Signal.  The primary means of communication is phone and email.  The
action officer can be reached at , or . 

Distribution:  All Hands 
Copy to:  S-3 Files 
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SCHEDULE OF EVENTS 

Date       Event 
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Execution: Week 1
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Execution: Week 2
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GEAR LIST CREECH 2024 

REQUIRED ITEMS: 
Cold weather gear 

-Windproof outer layer
-Appropriate base layers
-Gloves

2 Green flight suits (Aircrew) 
2 Coveralls (Aircrew/Maintainers) 
1 Woodland MARPAT utilities w/ cover and insignia 
1 Pair combat, safety, or flight boots 
1 Camelback w/ bladder 
1 Set of military identification tags 
1 Military ID card 
5 Pair brown/black socks 
5 Pair underwear 
5 Green T-shirts 
1 Sea bag or parachute bag 
1 Cranial w/ goggles 
1 Helmet (Aircrew) and earplugs  
2 Set appropriate civilian attire 
1 Valid Government Charge Card 

RECOMMENDED ITEMS: PROHIBITED ITEMS 
Sunscreen   Large knives 
Sunglasses, military style  Firearms 
Flashlight  
Camp chair 
Civilian PT gear, gym shoes  
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SUMMARY OF INTERVIEW OF  

Name:.........  

Rank..........N/A 

Service:...... Supervisor 

Unit:......... California Civil Air Patrol 

Date:......... 27 March 2024 and 30 April 2024 

On 27 March 2024, the Investigating Officer conducted an interview with 

 via telephone.  The Investigating Officer failed to properly 

advise  of the purpose, scope, and his understanding of the 

differences between the JAGMAN and safety investigations.  On 30 April 2024, 

was re-contacted by the Investigating Officer and advised of 

the purpose, scope, and the investigation differences.  No privileged or 

incriminating information was discussed during the initial interview.  

elected not to change or modify his initial statement when 

retroactively contacted and advised.  affirmed he understood 

his statement was not privileged.   

The following is a summary and not a verbatim transcript of  

27 March 2024 interview with the Investigating Officer: 

 provided a general overview and hierarchical structure 

of the Civil Air Patrol (CAP) and addressed its auxiliary relationship with 

the USAF, its National Headquarters (NHQ) location, and its regional 

distribution throughout CONUS and OCONUS. stated that each 

wing (or region/state) has an on-call, 24-hour a day Wing Mission Alerting 

Officer that the USAF can contact regarding mission tasking. 

addressed how California (CA) CAP enables mass communication via automation 

and we cesses. 

stated that once a phone call is received the Mission 

Alerting Officer will coordinate for a qualified Incident Commander based 

upon their rating, location, and mission requirements.  

stated it typically takes a few minutes for an Incident Commander to be 

identified.  Once identified, the Wing Mission Alerting Officer then passes 

AFRCC data, points of contact, and mission specifics.  The Wing Mission 

Alerting Officer then steps back from the problem-set and the designated 

Incident Commander then takes the SAR lead and works directly with the AFRCC. 

NOTICE 
DO NOT DISTRIBUTE THE CONTENTS 
OF THIS DOCUMENT WITHOUT PROPER 

AUTHORIZATION FOR RELEASE 
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stated that he received a call early in the morning of 

7 February 2024 from the individual who had been identified as the Incident 

Commander.  stated the Incident Commander was coordinating 

personnel for a ground-based SAR as current weather prohibited an aviation-

based SAR response.  stated ground-based SAR personnel were 

dispatched from the Southern California area.  was asked to 

operate as a liaison officer to the Unified Command as the designated 

Incident Commander was enroute from Northern CA.  Due to the CAP being a 

volunteer force, the Northern CA-based Incident Commander was selected 

because he replied first.  The reason why didn't take the 

Incident Commander role was due to his qualification being lapsed.   

At approximately 0900,  arrived at the ICP at Kitchen 

Creek Helibase with multiple CA CAP members.   stated that the 

Unified Command elements were already executing individual searches.  . 

 provided the Unified Command a second last known location that 

was generated by the NHQ CAP Radar team.  NHQ CAP Cell Phone data was not 

received but  stated that it would not have been as accurate 

as the radar data in his opinion.  The last known radar data location was 

unknown by the Unified Command until that point.  The location was passed via 

common frequency and CA CAP ground-based SAR personnel pushed forwarded to 

aid in the search effort.   stated the weather at the ICP was 

cold (50 degrees F), winds were consistent at 15-20+ miles per hour, with a 

low overcast ceiling, and visibility of 8-10 miles.  At the mishap site, 

weather conditions were reported as active snow fall, winds at 50+ miles per 

hour, and near "white out" conditions.   

 stated a turnover between CALFIRE and himself occurred 

at this time.  Although "loose" it was sufficient.   stated he 

spoke to multiple 3d MAW individuals (Squadron Commander, WOCC) to ensure the 

most updated information was being provided.   stated it was 

his job to find TIGER 43 but he didn't want to stand in the way of Marines 

taking care of their own.  

Less than an hour later, there was a report that a SAR member had 

visually located TIGER 43.   stated that the mishap site was 

within 300 feet of the passed NHQ CAP radar data.  Over the next 45-60 

minutes, additional Unified Command SAR members arrived on-site and the 

mishap crew was accounted for.   stated he directed CA CAP to 

maintain site security as USMC personnel were less than an hour away from the 

ICP.  Once MWSS-371 personnel arrived they transited to the mishap site.  
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After a period, MWSS-371 personnel arrived at the site, completed a 15-minute 

examination, and then returned to the ICP.   

  stated additional USMC security personnel then arrived, 

search teams were released, and the site was transitioned to USMC personnel.     

  stated that he would provide the location products 

generated by the NHQ CAP Radar Analysis Team. 
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Select Acronyms and Abbreviations 

3d MAW.....................3rd Marine Aircraft Wing 

AFB........................Air Force Base 

AFRCC......................Air Force Rescue Coordination Center 

ADS-B......................Automatic Dependent Surveillance-Broadcast 

AGL........................Actual Ground Level 

AMB........................Aviation Mishap Board 

BORSTAR....................Border Patrol Search, Trauma, and Rescue 

CAP........................Civil Air Patrol 

CBP........................U.S. Customs and Border Protection 

CALFIRE....................California Department of Forestry and Fire 
Protection 

CH-53E.....................CH-53E Super Stallion Helicopter 

CDO........................Command Duty Officer 

CDQAR......................Collateral Duty Quality Assurance Representative 

CFIT.......................Controlled Flight into Terrain 

CG.........................Coast Guard (United States Coast Guard) 

CG SEC SD..................Coast Guard Sector San Diego 

CI.........................Command Investigation 

CRM........................Crew Resource Management 

DEOCS......................Defense Organization Climate Survey 

GDO........................Group Duty Officer 

HAC........................Helicopter Aircraft Commander 

HMH-361....................Marine Heavy Helicopter Squadron 361 

ICP........................Incident Command Post 

IFR........................Instrument Flight Rules 

IIMC.......................Inadvertent Instrument Meteorological Conditions 

IMC........................Instrument Meteorological Conditions 

IO.........................Investigating Officer 
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LLL........................Low Light Level 

MA.........................Mishap Aircraft 

MCAS.......................Marine Corps Air Station 

MCC........................Mishap Crew Chief 

METAR......................Meteorological Terminal Air Report 

MS.........................Mishap Squadron 

MSL........................Mean Sea Level 

NAF........................Naval Air Facility 

NAS........................Naval Air Station 

NHQ........................National Headquarters 

MP.........................Mishap Pilot 

PEL........................Precautionary Emergency Landing 

PMC........................Parts, Mail, and Cargo 

PST........................Pacific Standard Time 

PTP........................Pre-Deployment Training Program 

ODO........................Operations Duty Officer 

QAR .......................Quality Assurance Representative 

RAW........................Risk Assessment Worksheet 

SAR........................Search and Rescue 

SDO........................Squadron Duty Officer 

SDCS.......................San Diego County Sheriff 

SDPD.......................San Diego Police Department 

SFF........................Safe For Flight 

SLTE.......................Service Level Training Exercise 

SRR........................Search and Rescue Region 

UCMJ.......................Uniform Code of Military Justice 

TAF........................Terminal Aerodrome Forecast 

UTD........................Unit Deployment for Training 
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UTC........................Coordinated Universal Time 

VMC........................Visual Meteorological Conditions 

VFR........................Visual Flight Rules 

WTI........................Weapons and Tactics Instructor
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TITLE RANK NAME UNIT / ORGANIZATION

Investigating Officer 3d MAW, G-3 
Command Investigation Team Cival and Adminstrative Law Branch - Reserve, Detachment A

HMH-462, MAG-16, 3d MAW
HMH-465, MAG-16, 3d MAW
HMH-462, MAG-16, 3d MAW

AMB Senior Member MAG-16, 3d MAW
MAG-16 Commanding Officer MAG-16, 3d MAW

Commanding Officer HMH-361, MAG-16, 3d MAW
Executive Officer HMH-361, MAG-16, 3d MAW

Operations Officer HMH-361, MAG-16, 3d MAW
Aviation Maintenance Officer HMH-361, MAG-16, 3d MAW

Director of Standardization and Safety    Aviation 
Safety Officer HMH-361, MAG-16, 3d MAW

Daily Schedule Writer HMH-361, MAG-16, 3d MAW
Weekly Schedule Writer HMH-361, MAG-16, 3d MAW
Operations Duty Officer HMH-361, MAG-16, 3d MAW

AM ODO HMH-361, MAG-16, 3d MAW
MS SDO HMH-361, MAG-16, 3d MAW

Safe for Flight Maintenance Controller HMH-361, MAG-16, 3d MAW
Quality Assurance Chief HMH-361, MAG-16, 3d MAW

Quality Assurance Representative HMH-361, MAG-16, 3d MAW
TIGER 42 Crew Chief HMH-361, MAG-16, 3d MAW

MCAS Miramar PM Airfield ODO MCAS Miramar
MCAS Miramar AM Airfield ODO MCAS Miramar
MCAS Miramar Airfield Manager MCAS Miramar

MCAS Miramar Mission Assurance Officer MCAS Miramar
MAWTS-1 Instructor Pilot MCAS Miramar

CAL FIRE Chief CAL FIRE
3d MAW Current Operations Officer 3d MAW, G-3 

3d MAW Command Duty Officer (CDO) 3d MAW, G-6
MAG-16 Group Duty Officer VMM-163, MAG-16, 3d MAW

MCAS Miramar CDO MCAS Miramar
3d MAW Staff Secretary (SSEC) 3d MAW, Protocal

AFRCC Representative AFRCC
USCG Representative USCG San Diego Sector

CBP Border Patrol Agent US Border Patrol - Campo Station
Flight Surgeon HMH-361, MAG-16, 3d MAW

MWSS-371 Corpsman MWSS-371, MACG-38, 3d MAW
MWSS-371 Senior SNCO MWSS-371, MACG-38, 3d MAW

Pilot Training Officer HMH-361, MAG-16, 3d MAW
Mishap Squadron Company Grade Pilot HMH-361, MAG-16, 3d MAW
California Civil Air Patrol Representative California Civil Air Patrol

Mishap Checklist Team HMH-361, MAG-16, 3d MAW
MCAS Miramar

HMH-361, MAG-16, 3d MAW
HMH-361, MAG-16, 3d MAW
HMH-361, MAG-16, 3d MAW
HMH-361, MAG-16, 3d MAW
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	(CLASS A Mishaps Only)
	DOSS  04+00................................................. RMI Initial Notification (Step 20 / pg 49)
	04+00........................................ FAA Notification Report (If Required) (Step 22 / pg 51)
	S-1  04+00............................................................ PCR Message Report (IF REQUIRED)
	(MADE BY SQUADRON S-1, RELEASED BY MAG S-1)
	See Step 10 and Page 40, & MCO 3040.4E
	You made it! The tasks below are not ODO/SDO responsibilities.  Flip through the rest of the binder to ensure all steps and tasks are completed.  Remember to delegate and supervise.  The safety of the mishap crew, survivors, mishap responders, and mai...
	24+00……………….… 1ST AMENDED TO RMI INITIAL NOTIFICATION (IF REQUIRED)
	(Step 23 / Pg 52)
	72+00……………………..………..................…...  FFPB CONVENED BY CO (MCO P1000.6)
	7 DAY……………….........…………….….... 8 DAY BRIEF TO CG 3D MAW (Step 24 / Pg 53)
	(MADE BY SQUADRON) MCO 5100.29B
	30 DAYS……………………………....................………………………..………. SIR MESSAGE
	7 DAYS AFTER SIR MESSAGE........................................................…  CO ENDORSEMENT
	NOTE:  Ensure timelines are met.  Use known information only in reports and update as new information becomes available.
	AVIATION MISHAP CHECKLIST
	Tear out and initial each step when complete
	KEY SQUADRON PERSONNEL
	STEP 0
	OVERDUE AIRCRAFT PROCEDURES
	When an aircraft fails to make its land time and is 15 minutes overdue:
	Step 1:  Check with CO/XO/OPSO/Maint Control to see if a chock extension or request for one was relayed by aircrew. Check with previous ODO.
	Step 2:   Attempt to contact the aircraft by radio over base frequency.
	Step 3:  Have another HMH aircraft attempt contact with overdue aircraft if another aircraft is currently in radio contact.
	Step 4:  Contact other squadron ODO’s to determine if they have any aircraft operating in the  vicinity of the overdue aircraft’s last known location. Have them attempt radio contact  utilizing all available frequencies (all HMH TAC frequencies, base ...
	common, etc.).
	Step 5:  If you are still unable to contact the overdue aircraft, contact the following agencies that
	could have been in contact with the overdue aircraft:
	AGENCY    PHONE
	SOCALTRACON  ( 858)-537-5900
	MCAS Miramar  DSN 267-4277 / 267-1875
	(858) 307-4277 / (858) 307-1875
	Yuma Range (Legiron) DSN 269-2214/2214/2231
	R-2510 (Sandbox)
	NAF El Centro  DSN 658-2507 / 658-2601
	(760) 339-2507 / (760) 339-2601
	Imperial Flying Service (760)-353-1182/1375
	MCAS Yuma  DSN 269-2326 / 269-2361
	(928) 269-2326 / (928) 269-2361
	Camp Pendleton Range (Longrifle) DSN 365-3974/4604
	(760)-725-4219
	Camp Pendleton  DSN 361-1154 / 365-8016
	(760) 763-1154 / (760) 725-8016
	Palomar Tower  (760) 438-4969
	29 Palms Range (Bearmat) (760) 830-6535/6623/6313
	DSN 230-6535/6623/6313
	29 Palms Air Field Ops  (760) 830-7815
	DSN 230-7815
	FACSFAC (Beaver) DSN 735-1775
	(619)-545-1775
	San Clemente Base Ops DSN 524-9240
	NAS North Island  DSN 735-8233 / 735-8234
	(619) 545-8233 / (619) 545-8234
	Step 6:  Get input from CO/XO/OPSO/DOSS as to whether the Pre-Mishap Plan should be activated. Their cell phone numbers are listed at the ODO desk. If they are not present, use your best judgment. Most scenarios will already be known (maintenance prob...
	Step 7:  If an aircraft is missing and a SAR effort needs to be initiated, jump ahead to STEP 3 LAUNCH THE SAR. Once SAR has been activated, proceed with contacting MAG and MAW.
	Step 8.  Contact MAG-16 and 3d MAW:
	MAG-16 DOSS 307-4534
	MAG-16 GDO 307-1779
	3d MAW DOSS 307-8901
	3d MAW DUTY 307-5145
	DET POCs
	STEP 1
	RECEIPT OF NOTIFICATION
	If you are notified of a mishap, record the following information:
	DATE:____________                                                     TIME:____________
	1. "What is your name and what is a phone number that I can call you back at?”
	___________________________________________________________________
	2. "Where are you?"
	______________________________________________________________________
	3. "Did you witness the crash?"    YES  /    NO
	4. "How many aircraft?" ____________________________________________
	5. "Where was the crash?"
	______________________________________________________________________
	6. "Would you describe the aircraft?"
	______________________________________________________________________
	______________________________________________________________________
	7. "Can you see the 3-digit number on the side of the aircraft or on the nose?"   ____________________________________
	8. "Was or is there a fire?"  YES  /    NO
	9. "Has the Fire Department been notified?"    YES  /    NO
	10. "How many civilians were involved and what is their condition?” _____________________________________________________________________
	11. "How many military personnel were involved and what is their condition?” ______________________________________________________________________
	12. "Has medical aid been summoned?"  YES  /    NO
	Continued  >
	13. "What is the extent of damage to private property?" ______________________________________________________________________
	______________________________________________________________________
	14. "What is the extent of damage to the aircraft?" ______________________________________________________________________
	______________________________________________________________________
	15. "Are you able to remain there in order to direct emergency equipment to the site?"   YES  /    NO
	16.  (If the caller is military)  "Has a SAR effort been initiated?"  YES  /    NO
	17. "Please direct emergency vehicles to the crash site when they arrive.  Remain clear of any aircraft wreckage because it is extremely hazardous.  The U.S. Government greatly appreciates your help in assisting any survivors. Hang up your phone and ...
	IMPORTANT:
	Call back person who notified you about the Mishap to verify their number and the authenticity of their report.
	STEP 2
	DETERMINE IF THERE HAS BEEN A MISHAP
	CAUTION!
	Unless directed by the CO or the
	Mishap Plan, give no information over the phone
	about the mishap.  Politely tell the caller:
	“I am not able to comment.  Please call the
	3d maw Public Affairs Office at
	(858) 307-4396 (DUTY).”
	STEP 3
	LAUNCH THE SAR
	ENSURE RESCUE TO AIRCREW AND INJURED PERSONNEL
	CALL BASE OPERATIONS AT:
	DIRECT LINE:  858-307-9101  BASE CDO:  858-307-1141
	BASE ODO:  858-307-4277            BASE CDO CELL:  858-307-3434
	AND MAKE THE FOLLOWING REPORT:
	"THIS IS THE HMH-361 DUTY OFFICER.  A CH-53E FROM THIS SQUADRON HAS BEEN REPORTED TO HAVE CRASHED AT __________ (LOCATION).  ACTIVATE THE CRASH ALARM AND LAUNCH THE SAR.  MY TELEPHONE EXTENSION IS 858-307-9289 (SDO TELEPHONE NUMBER) FOR VERIFICATION."
	2.  IF THE MISHAP OCCURRED OUT OF THE LOCAL AREA, CALL BASE OPERATIONS AT THE NEAREST MILITARY FACILITY.
	MCAS MIRAMAR
	DSN 267-4277 / 267-1875 / COMM (858) 307-4277 / (858) 307-1875
	MCAS YUMA
	DSN 269-2326 / 269-2361 / COMM (928) 269-2326 / (928) 269-2361
	MCAS CAMP PENDLETON
	DSN 361-1154 / 365-8016 / COMM (760) 763-1154 / (760) 725-8016
	29 PALMS
	DSN 230-7815 / COMM (760) 830-7815
	NAF EL CENTRO
	DSN 658-2507 / 658-2601 / COMM (760) 339-2507 / (760) 339-2601
	NAS NORTH ISLAND
	DSN 735-8233 / 735-8234 / COMM (619) 545-8233 / (619) 545-8234
	NOTE:  BASE OPERATIONS WILL BE ABLE TO LAUNCH THE SAR AND PROVIDE SECURITY FOR UP TO 48 HOURS.  ALSO, SOME AIR STATIONS DO NOT HAVE INDIGENOUS SAR ASSETS.
	3.  THE U.S. COAST GUARD MAY BE ABLE TO OFFER SOME SAR ASSISTANCE.
	USCG 1-800 NUMBER
	1-800-221-8724
	USCG SAN DIEGO
	COMM (619) 278-6031 / (619) 278-6032 / (619) 278-7033
	USCG LOS ANGELES-LONG BEACH
	COMM (310) 732-2043
	4.  ENSURE THAT YOU LOG WHEN THE SAR AIRCRAFT LAUNCHES.
	TIME COMPLETED:___________________
	PERSON NOTIFIED:___________________
	COMPLETED BY:_____________________
	STEP 4
	NOTIFY THE COMMANDING OFFICER
	AND MAG CO
	1.  NOTIFY THE SQUADRON LEADERSHIP.
	2.  STATE THE FOLLOWING: "SIR/MA’AM THIS IS THE ODO/SDO.  THERE HAS BEEN A MISHAP, AND I AM INITIATING THE MISHAP PLAN.”
	ASK THE CO IF HE/SHE IS GOING TO NOTIFY THE MAG CO.
	3.  NOTIFY MAG.  AFTER WORKING HOURS, CONTACT THE GDO/COC.  DURING WORKING HOURS, CONTACT MAG DOSS/COC.
	TIME COMPLETED:______________________
	PERSON NOTIFIED:______________________
	COMPLETED BY:________________________
	STEP 5
	GET ASSISTANCE
	1.   WHEN YOU ARE NOTIFIED OF A MISHAP, YOU ARE IN CHARGE.  USE ANYONE AND ANYTHING AT YOUR DISPOSAL. GET THE ASO AS SOON AS POSSIBLE.
	2.  SECURE THE READY ROOM.  ASK ANYONE WHO IS NOT NECESSARY TO LEAVE THE READY ROOM, BUT STANDBY FOR FURTHER TASKING NEARBY.  HAVE SOMEONE STAND GUARD AT THE DOOR IF POSSIBLE TO DIRECT TRAFFIC.
	3.  DESIGNATE THE FOLLOWING PERSONNEL
	A. PHONE WATCH (INCOMING CALLS): CLEAR A PHONE LINE FOR INCOMING CALLS.  IF POSSIBLE, USE THE PHONE LINE THAT THE INITIAL NOTIFICATION CALL CAME IN ON.  GIVE THEM A COPY OF THE PHONE WATCH INSTRUCTIONS AND PHONE WATCH CALL LOG. (USE THE DUTY LINE FOR...
	B. PHONE WATCH (OUTGOING CALLS): CLEAR A PHONE FOR OUTGOING CALLS.  THIS PHONE WATCH WILL INITIATE THE RECALL WHEN TASKED.  GIVE THEM A COPY OF THE PHONE WATCH INSTRUCTIONS, STEP 5 AND PAGE III.  (USE A DOSS OR S-6 PHONE FOR THIS)
	C. SCRIBE: KEEPS A LOG OF ALL ACTIONS/EVENTS.  GIVE THEM A COPY OF THE ODO CHRONOLOGICAL LOG.
	D. RUNNERS: ASSIGN THREE RUNNERS TO THIS DUTY.  THEY WILL COLLECT REQUIRED INFORMATION AND ASSIST AS NEEDED.
	4.  ASSIGN SOMEONE TO EACH STEP.  INSTRUCT THEM TO RETURN THEIR ASSIGNED STEPS TO YOU OR THE ODO ONCE COMPLETE.
	TEAR OUT AND HAND TO THE DESIGNATED PHONE TALKER
	PHONE TALKER INSTRUCTIONS
	1.Unless directed by the CO or the Mishap Plan, give no information over the phone about the mishap.  Politely tell the caller:
	“I AM NOT ABLE TO COMMENT.  PLEASE CALL THE  PUBLIC AFFAIRS OFFICE AT
	(858) 307- 6000.”
	2. If a family member of ANYONE in the squadron calls about the mishap and the welfare of their loved one tell them that:
	“I’M SORRY BUT WE DON’T HAVE ANY INFORMATION YET.  WE WILL CALL YOU AS SOON AS WE FIND OUT.”
	DON’T TELL THEM THE STATUS OF THEIR FAMILY MEMBER, GOOD OR BAD!  GET A RECALL NUMBER AND TELL THEM THE CO OR HIS REPRESENTATIVE WILL CALL THEM BACK AS SOON AS POSSIBLE.
	This is hard but necessary: if families start to gather info on who they have heard from, they may piece together who was involved. Properly notifying the next of kin takes absolute priority over reassuring the family of Marines who are not injured.
	NOTIFICATION OF NEXT-OF-KIN IS THE RESPONSIBILITY OF THE CASUALTY ASSISTANCE CALLS OFFICER (CACO) AND HQMC (MRPC).  THIS RESPONSIBILITY WILL NOT BE ASSUMED BY ANY OTHER MEMBER OF THE COMMAND.
	TEAR OUT AND HAND TO THE DESIGNATED SCRIBE
	CHRONOLOGICAL LOG
	The Duty Officer, or designated person, shall maintain a log of all events as they occur.  All telephone conversations, message releases, receipts, events, and any unusual problems encountered shall be logged.  Use the log below instead of the SDO log.
	STEP 6
	RECALL AMB MEMBERS AND EMERGENCY RECLAMATION TEAM
	The phone watch shall notify the following personnel if they have not already been called.  When the individual answers tell them:
	"There has been a mishap and your presence is requested in the ready room."
	Do not discuss any aspects of the incident with family or any other non-squadron personnel.
	PRIMARY AMB
	ALTERNATE AMB
	EMERGENCY RECLAMATION TEAM
	The updated list is held in the monthly maintenance plan. Call Maintenance Control to activate the team leaders. Notify S-1, and S-4 to coordinate travel.
	LAST UPDATE:    28 JAN 2024
	STEP 7
	OPREP-3 TELEPHONE VOICE REPORT
	FOR EXTRA INFO REFERENCE MCO 3504.2
	1.  THE OPREP-3 PHONE MESSAGE WILL NORMALLY BE SENT OUT VIA THE ODO.
	NOTE: IF THE INITIAL NOTIFICATION WAS FROM A MILITARY INSTALLATION, AND AN OPREP-3 VOICE REPORT HAS ALREADY BEEN MADE, DO NOT SEND ANOTHER.
	***SEE APPENDIX 4 FOR OPREP-3 REPORTING REQUIREMENTS AND FLAGWORDS***
	2.  THE OPREP WRITTEN MESSAGE WILL BE SENT OUT VIA THE WING G-3.  IN MOST CASES, YOU WILL SIMPLY BE COLLECTING THE BELOW INFORMATION FOR PROMULGATION THROUGH WING FOR THE WRITTEN MESSAGE.
	3.  DO NOT DELAY THIS CALL!  USE TBD FOR ANY UNKNOWNS.
	*** DO NOT RELEASE THE NAMES OF THE AIRCREW***
	4.  YOU WILL ALWAYS CALL HQMC AT THE MARINE CORPS OPERATIONS CENTER AND POSSIBLY ONE OF THE OTHER SERVICES SPECIFIED BELOW (IF APPLICABLE).
	A.  FOR OPREP-3 SIR REPORTS, ONLY CALL:
	MARINE CORPS OPERATIONS CENTER (MCOC)
	COMMERCIAL (703) 695-5454
	TOLL-FREE (866) HQMC NOW (476-2669)
	DSN 225-5454
	COMMERCIAL STE (703) 693-4450
	DSN STE 223-4397
	RED SWITCH 228-2538/2543
	B.  FOR OPREP-3 PINNACLE (PINNACLE IS AN EVENT OR INCIDENT OF NATIONAL LEVEL INTEREST) REPORTS, CALL:
	NATIONAL MILITARY COMMAND CENTER (NMCC)
	COMMERCIAL (703) 693-8196
	DSN 223-8196
	COMMERCIAL STE (703) 693-8196
	DSN STE 223-8196
	RED SWITCH 228-2696
	C.  FOR OPREP-3 OTHER THAN PINNACLE REPORTS, CALL (IF THE MISHAP INVOLVED ANOTHER SERVICE):
	NAVY OPERATIONS CENTER (NOC)
	COMMERCIAL (703) 693-2006
	DSN 223-2006
	COMMERCIAL STE (703) 693-2006 OR (703) 692-9284
	DSN STE 223-2006 OR 222-9284
	RED SWITCH 228-2525
	ARMY OPERATIONS CENTER (AOC)
	COMMERCIAL (703) 692-2240/ 2241
	DSN 222-2240
	COMMERCIAL STE (703) 693-9102
	DSN STE 223-9102
	RED SWITCH 228-2162
	AIR FORCE OPERATIONS CENTER (AFOC)
	COMMERCIAL (703) 695-7220
	DSN 225-7220
	COMMERCIAL STE (703) 693-5511
	DSN STE 223-5511
	RED SWITCH 228-2301
	COAST GUARD COMMAND CENTER (CG-311)
	COMMERCIAL (202) 372-2100
	DSN (NOT APPLICABLE)
	COMMERCIAL STE (202) 245-0188 / (202) 245-2383 / (202) 245-0086
	DSN STE (NOT APPLICABLE)
	RED SWITCH 427-7805
	5.  STATE THE FOLLOWING:
	A.  YOU:  “HEADQUARTERS MARINE CORPS OPERATIONS CENTER, THIS IS HMH-361, OPREP-3 ________(FLAGWORD)”
	***SEE APPENDIX 4 FOR WHAT FLAGWORD TO USE***
	B.  THEM:   “HMH-361, THIS IS MARINE CORPS OPERATIONS CENTER, SEND OPREP-3 ________(FLAGWORD)”
	C.  YOU:   “MARINE CORPS OPERATIONS CENTER, THIS IS HMH-361”
	D.  “FLASH _________________” (SECRET / CONFIDENTIAL / UNCLASS)
	“OPREP-3 ________(FLAGWORD)”
	E.  “LINE TWO, INCIDENT (TYPE OF INCIDENT, LOCATION, TIME): ___________________________________________________________________
	__________________________________________________________________”
	EXAMPLE: “AIRCRAFT MISHAP, MCAS MIRAMAR, CALIFORNIA, ________ ZULU”
	F.  “LINE THREE, NARRATIVE: (BRIEF DESCRIPTION OF WHAT YOU KNOW – DO NOT SPECULATE)
	___________________________________________________________________
	___________________________________________________________________
	___________________________________________________________________
	__________________________________________________________________”
	EXAMPLE: “CH-53E AIRCRAFT CRASHED AFTER TAKEOFF FROM MCAS MIRAMAR.  AIRCRAFT CRASHED IN AN UNPOPULATED AREA.   INJURIES – TBD.  CRASH-FIRE-RESCUE IS ON THE SCENE.”
	6.  ENSURE THAT THE MESSAGE HAS BEEN RECEIVED CORRECTLY AND END THE PHONE CALL.
	7.  FOR YOUR OWN RECORDS, NOTE THE EXACT TIME AND DATE OF THESE PHONE CALLS: _________________________
	8.  THE INDIVIDUAL ON THE PHONE SHOULD READ THE VOICE REPORT VERBATIM.  ENSURE THAT THE MESSAGE HAS BEEN RECEIVED CORRECTLY AND THEN END THE PHONE CALL.
	TIME COMPLETED:______________________
	PERSON NOTIFIED:______________________
	COMPLETED BY:________________________
	STEP 8
	SUBMIT FLASH REPORT
	AS SOON AS POSSIBLE BUT NO LATER THAN ONE HOUR AFTER MISHAP NOTIFICATION
	1.  DURING WORKING HOURS: CALL THE MAG DOSS
	AFTER WORKING HOURS: CALL THE MAG DUTY OFFICER
	2.  BREAK OUT THE FLASH REPORT BINDER AND HEAD TO THE WING INCIDENT REPORTING SYSTEM SECTION.
	HTTPS://EIS.USMC.MIL/SITES/3MAWIRS/FY19_FLASH_REPORTS/FORMS/ALLITEMS.ASPX
	3.  FILL OUT THE FLASH REPORT.  USE TBD FOR ANY UNKNOWNS.
	4.  WHEN READY TO FORWARD IT TO MAG, GET CO / XO APPROVAL.
	5.  CALL MAG DOSS OR MAG-16 DUTY OFFICER TO ENSURE RECEIPT OF REPORT.
	TIME COMPLETED:______________________
	PERSON NOTIFIED:______________________
	COMPLETED BY:________________________
	LAST UPDATE:
	STEP 9
	OPREP-3 SIR WRITTEN MESSAGE
	REFER TO MCO 3504.2
	Delegate to the Current Operations Officer or an Ops representative if possible
	WITHIN 1 HOUR
	This is a written follow-up to the OPREP-3 voice report, issued via the Automated Message Handling System. Route the report through the Squadron CO, XO, OPSO, or DOSS to the MAW G-3 for release.
	In most cases, this message will be sent out via 3D MAW G-3.  If this is the case, all information will be collected and be passed to the MAG to be passed to3D MAW G-3. Make sure that this is being completed by higher before moving on.
	1. Ensure that the initial OPREP-3 voice report has been made.
	2. The DTG for the OPREP-3 message should be within 1 hour of incident occurrence.
	3. Fill in the OPREP-3 SIR message format for release.
	***SEE APPENDIX 8 FOR AN EXAMPLE OPREP-3 SIR***
	4. The message can be typed into a notepad document by anyone, but must be approved by the CO, XO, OPSO, OR DOSS prior to releasing.
	5. If information for a particular block is unavailable enter “TBD”
	6. The CO, XO, OPSO, or DOSS MUST REVIEW the OPREP-3 message prior to forwarding to MAG for release.
	TIME COMPLETED:______________________
	PERSON NOTIFIED:______________________
	COMPLETED BY:________________________
	STEP 10
	PCR / NEXT-OF-KIN
	REFER TO CACR BINDER LOCATED IN THE ADJ OFFICE FOR MOST UP TO DATE ORDERS, REGULATIONS AND CHECKLIST.  TO MCO 3040.4, MCBUL 3040, AND MARADMIN 752/07
	NOTIFICATION OF NEXT-OF-KIN IS THE RESPONSIBILITY OF THE CASUALTY ASSISTANCE CALLS OFFICER (CACO) AND HQMC (MRPC).  THIS RESPONSIBILITY WILL NOT BE ASSUMED BY ANY OTHER MEMBER OF THE COMMAND.
	NOTIFY THE CACR OR SUITABLE ALTERNATE AND RETRIEVE THE CACR BINDER FOR SPECIFIC INSTRUCTIONS. THE SQUADRON CACR IS CAPT CEREZO CELL:   408-250-2424
	UPON CONFIRMATION OF A REPORTABLE CASUALTY IMMEDIATELY CONTACT MCOC (1-866-476-2669) AND MFPC (1-800-847-1597) TO SUBMIT A VOICE REPORT.
	ENSURE THE CACR OR SUITABLE ALTERNATE IS NOTIFIED AND SO THAT THEY MAY TAKE OVER CACR RESPONSIBILITIES.  IF THE CACR IS NOT AVAILABLE, ALL APPLICABLE ORDERS AND DIRECTIONS CAN BE FOUND IN THE CACR BINDER (LOCATED AT THE S-1 OIC’S DESK).
	1.  IF A FAMILY MEMBER OF ANYONE IN THE SQUADRON CALLS ABOUT THE MISHAP AND THE WELFARE OF THEIR LOVED ONE, TELL THEM THAT:
	“I’M SORRY, BUT WE DON’T HAVE ANY INFORMATION TO RELEASE AT THIS TIME.  WE WILL CONTACT YOU AS SOON AS WE CAN.”
	2.  DON’T TELL THEM THE STATUS OF THEIR FAMILY MEMBER, GOOD OR BAD!
	3.  GET A RECALL NUMBER AND TELL THEM THE CO OR HIS REPRESENTATIVE WILL CALL THEM BACK AS SOON AS POSSIBLE.
	4.  GET S-1 TO RETRIEVE THE APPLICABLE CACO / RECORD OF EMERGENCY DATA FORMS.  THESE FORMS WILL BE NEEDED BY THE CACO AND THE MAG TO GENERATE THE PERSONNEL CASUALTY REPORT (PCR).
	NOTE:  REFER TO CACR BINDER AND MCO 3040.4 TO GENERATE A PCR.
	5.  THE SQUADRON CO OR XO WILL COORDINATE WITH THE MAG TO ENSURE CACO ASSIGNMENT.
	PCR TEMPLATES ARE INCLUDED IN THE NEXT FEW PAGES TO ASSIST THE CACR IN GATHERING INFORMATION.
	DCIPS CAN BE FOUND ON THE SHAREDRIVE OR ONLINE AT:
	HEADQUARTERS\S-1\CASUALTY ASSISTANCE
	https://www.manpower.usmc.mil/webcenter/portal/MF_MPS_CA/pages_hqmccasualty
	IF THE LINK DOESN'T WORK, IT CAN BE NAVIGATED TO ON THE MANPOWER & RESERVE AFFAIRS WEBSITE- TOP REQUEST-CASUALTY ASSISTANCE- CASUALTY REPORTING
	DCIPS USER GUIDE CAN BE FOUND AT:
	HEADQUARTERS\S-1\CASUALTY ASSISTANCE\DCIPS  OLD
	STEP 11
	RELEASE OF INFORMATION TO PAO
	1.  MILITARY PERSONNEL SHOULD COOPERATE WITH THE MEDIA TO A CERTAIN EXTENT.  REMEMBER THAT A STORY WILL BE WRITTEN WITH OR WITHOUT YOUR COOPERATION.  IF THE MILITARY DOES NOT PROVIDE TIMELY AND ACCURATE INFORMATION, IT IS POSSIBLE THAT A STORY MAY BE ...
	2.  HOWEVER, IF ANYONE FROM OUTSIDE THE SQUADRON CALLS AND ASKS QUESTIONS ABOUT THE MISHAP TELL THEM THAT:
	“I AM NOT ABLE TO COMMENT.  PLEASE CALL THE MIRAMAR PUBLIC AFFAIRS OFFICE AT (858-307-6000).”
	3. DURING WORKING HOURS, CONTACT ONE OF THE BELOW LISTED PERSONNEL AT 3D MAW PAO (LISTED IN PRIORITY ORDER):
	A. MAJ PATTERSON (DIRECTOR): 858-577-6847
	B. FRONT DESK: 858-577-6296
	C. DEPUTY: 858-577-7759
	D. LEAD: 858-577-4832
	4. AFTER HOURS CONTACT THE DIRECTOR AT THE FOLLOWING NUMBERS
	A. DIRECTORS BLACKBERRY: 928-502-0163
	B. DIRECTOR'S CELL PHONE: 757-752-0867
	5.  RELEASE THE FOLLOWING INFORMATION TO PUBLIC AFFAIRS WITH THE CO / XO APPROVAL:
	A.  TIME AND DATE OF MISHAP:
	B.  APPROXIMATE LOCATION OF AIRCRAFT AT TIME OF MISHAP:
	C.  TYPE OF AIRCRAFT AND UNIT TO WHICH IT BELONGS:
	D.  TIME AND LOCATION OF LAUNCH:
	E.  IF MISHAP OCCURRED IN A CIVILIAN AREA, WHAT WAS THE DAMAGE:
	F.  WERE CIVILIANS INJURED AND HOW MANY:
	G.  WHERE WERE THE INJURED CIVILIANS TRANSPORTED FOR TREATMENT:
	H.  HOW MANY AIRCRAFT IN THE FLIGHT AND MISSION:
	I.  WAS THE AIRCRAFT CARRYING ORDNANCE:
	J.  WHAT IS THE STATUS OF THE ORDNANCE:
	K.  ALTITUDE AND AIRSPEED AT THE TIME OF THE MISHAP:
	L.  DID ANYONE WITNESS THE IMPACT:
	M.  WHO IS INVOLVED IN THE RESCUE:
	N.  WHO RECOVERED THE AIRCREW (IF RECOVERED):
	O.  INJURIES TO AIRCREW:
	P.  WHERE WERE THE INJURED AIRCREW TRANSPORTED FOR TREATMENT:
	NOTE: DO NOT RELEASE ANY AIRCREW NAMES TO THE PAO AT THIS TIME.
	TIME COMPLETED:______________________
	PERSON NOTIFIED:______________________
	COMPLETED BY:________________________
	STEP 12
	IF CLASS “A” MISHAP
	***SEE APPENDIX 3 FOR AIRCRAFT MISHAP SEVERITY DETERMINATION***
	CALL THE NAVAL SAFETY CENTER
	WITHIN 1 HOUR OF MISHAP NOTIFICATION
	FOR CLASS A MISHAPS ONLY
	THE SQUADRON IS RESPONSIBLE FOR THIS CALL.
	FOLLOW THE STEPS BELOW.
	DO NOT RELEASE THE NAMES OF THE AIRCREW
	1.  This telephone report is required only for class “A” mishaps.  It must be completed within 1 hour of notification.  The purpose of the call is to notify the safety center so they can assist the squadron with the mishap, investigation, and recovery.
	***SEE APPENDIX 3 FOR AIRCRAFT MISHAP SEVERITY DETERMINATION***
	1.   USE THE NSC MISHAP TELEPHONE REPORT BELOW AND FILL IN THE BLANKS. USE TBD FOR ANY UNKNOWNS.
	A. REPORTING CUSTODIAN  __HMH-361         ___
	B. AIRCRAFT TYPE  _________________
	BUREAU NUMBER  _________________
	C. MISHAP LOCATION:
	SHIP OR STATION _________________
	LAT / LONG  _________________
	NAVAID / RADIAL / DME  _________________
	D. MISHAP TIME: LOCAL AND ZULU         ________________________________________________________________
	E. BRIEF NARRATIVE:
	________________________________________________________________
	________________________________________________________________
	________________________________________________________________
	F. DAMAGE:  (AIRCRAFT, DOD PROPERTY, CIVILIAN PROPERTY)
	G. INJURIES / FATALITIES:  (NUMBER OF FATALITIES IF KNOWN, BUT DO NOT GIVE NAMES)
	H. POINTS OF CONTACT:  (GIVE ONLY ONE NAME, DUTY PHONE, AND BILLET OF ASO, XO, OR CO, IN THAT ORDER)
	(1)  NAME _________________
	(2)  BILLET _________________
	(3)  PHONE NUMBER _________________
	I. DOES THE AIRCRAFT MISHAP BOARD OR MISHAP UNIT REQUEST NAVSAFECEN ASSISTANCE WITH THIS INVESTIGATION?
	Y/N: ____________
	3.  CALL THE NAVAL SAFETY CENTER:
	DSN (312)   564-3520 / 2929
	COMM  (757) 444-3520 / 2929
	FAX DSN  564-7049
	NOTE: CALL COLLECT OR DIRECT FROM THE READY ROOM.  COLLECT CALLS ARE ACCEPTED AT THE NAVAL SAFETY CENTER.
	NOTE: WHEN CALLING (757) 444-3520, A COMPUTER VOICE PROMPT WILL SAY "TO REPORT A MISHAP, PRESS 1".
	NOTE: DIALING (757) 444-2929 WILL CONNECT YOU WITH THE AIRCRAFT CRASH LINE IN ORDER TO LEAVE A MESSAGE.  THE DUTY OFFICER WILL CALL YOU BACK.  FOLLOW-ON PHONE CALLS ARE HIGHLY ENCOURAGED IN ORDER TO UPDATE INFORMATION.
	TIME COMPLETED:______________________
	PERSON NOTIFIED:______________________
	COMPLETED BY:________________________
	STEP 13
	ARRANGE FOR SENTRIES
	PMO 858-577-5005/4068 HAS THE INITIAL RESPONSIBILITY TO GUARD THE MISHAP SITE AND CAN BE REQUESTED TO GUARD IT FOR THE FIRST 24 HOURS.  THIS IS TO ALLOW THE SQUADRON TIME TO ORGANIZE ITS OWN SECURITY TEAM:
	1.  CONTACT THE SGTMAJ FOR ASSIGNMENT OF SENTRIES.
	2.  AT LEAST 4 SENTRIES ARE REQUIRED, WITH AT LEAST ONE NCO IN CHARGE.
	3.  THE S-4 REPRESENTATIVE WILL EQUIP THE SENTRIES.
	4.  TRANSPORTATION FOR SENTRIES WILL BE ARRANGED BY THE S-4 REP DURING WORKING HOURS.
	5.  SENTRIES MUST BE BRIEFED BY A MEMBER OF THE AIRCRAFT MISHAP BOARD (AMB) AND THE SERGEANT MAJOR.
	***SEE APPENDIX 9 FOR CRASH SITE SECURITY GUIDANCE***
	TIME COMPLETED:______________________
	PERSON NOTIFIED:______________________
	COMPLETED BY:________________________
	LAST UPDATE:
	STEP 14
	ARRANGE FOR A PHOTOGRAPHER
	1.  DURING WORKING HOURS, CALL THE COMSTRAT PHOTO LAB AND HAVE THE DUTY PHOTOGRAPHER REPORT TO THE SQUADRON.  IF IT IS OUTSIDE OF WORKING HOURS, CALL 3D MAW COMSTRAT PHOTO LAB DUTY CELL.
	2.  THE SQUADRON IS RESPONSIBLE FOR GETTING THE PHOTOGRAPHER TO THE MISHAP SITE.
	A.  3D MAW (MCAS MIRAMAR) COMSTRAT
	COMM:  (858) 307-4396
	DSN:  267-4396
	CELL:  858-231-0190
	B. 1ST MAR DIV (CAMP PENDLETON) COMSTRAT
	COMM:  (760) 207-1443
	DSN:  365-6859
	C. MCAS YUMA COMSTRAT
	COMM:  (928) 269-5505
	DSN:  269-5728
	TIME COMPLETED:_______________________
	PERSON NOTIFIED:______________________
	COMPLETED BY:________________________
	STEP 15
	CALL EOD
	1.  ALWAYS CONTACT EXPLOSIVE ORDNANCE DISPOSAL EVEN IF ORDNANCE WAS NOT HUNG ON THE MISHAP AIRCRAFT.
	2.  AFTER WORKING HOURS, CALL EOD DUTY OR THE STATION DUTY OFFICER
	A. MCAS MIRAMAR EOD
	COMM:  (858) 307-7699
	DSN:  267-7699
	DUTY CELL:  (858) 864-4201
	B. MCAS CAMP PEN EOD
	COMM:  (760) 725-6770/4598
	DSN:  365-4814 / 365-2541
	OFF DUTY CONTACT:  (760) 207-1442 / (760) 846-1748
	C. MCB CAMP PEN EOD
	COMM:  (760) 725-5498
	DSN:  725-6780
	OFF DUTY CONTACT:  (760) 207-1442
	D. 29 PALMS EOD (RUN THROUGH BEARMAT)
	COMM:  (760) 830-6885/6785
	DSN:  230-6885
	RANGE CONTROL (OFF DUTY):  (760) 830-6535
	E. MCAS YUMA EOD
	COMM:  (928) 269-2303
	DSN:  269-2788 /269- 5184
	OFF DUTY: 928-941-1716/1673
	3.  CALL MALS-16 ORDNANCE AND THE SQUADRON’S ORDNANCE DIVISION IF THERE IS ORDNANCE ON THE AIRCRAFT.
	CH-53E:   JP-5/8 FUEL: 977 MAIN W/ 1300 GAL AUX.
	CARTRIDGE ACTIVATED DEVICES
	FIRE BOTTLES
	AUX TANK JETTISON SYSTEM
	UTILITY HOIST SHEAR SYSTEM
	SINGLE POINT HOOK SHEAR SYSTEM
	PRESSURIZED ACCUMULATORS
	CHAFF/FLARES
	ROUNDS: .50 CAL
	OTHER HAZARDS:
	STRONTIUM 90 (RADIOACTIVE MATERIAL IN 7X IBIS, 1X IBIS
	DETECTOR, 1X ICE DETECTOR)
	4.  AT A MINIMUM, THE FIRE BOTTLES AND TIRES WILL NEED ATTENTION BY EOD.   PROVIDE THEM WITH A DESCRIPTION OF ORDNANCE IF APPLICABLE.
	5.  IF EOD/ORDNANCE PERSONNEL NEEDS TRANSPORTATION TO THE MISHAP SITE, HAVE THEM REPORT TO THE SQUADRON.
	TIME COMPLETED:______________________
	PERSON NOTIFIED:______________________
	COMPLETED BY:________________________
	LAST UPDATE:
	STEP 16
	NOTIFY BASE ENVIRONMENTAL RESPONSE TEAM
	1.  ENSURE BASE OPERATIONS NOTIFIES THE ENVIRONMENTAL DEPARTMENT.  THE BASE ENVIRONMENTAL PHONE NUMBERS ARE LISTED BELOW.
	NOTE: CALL BASE EMERGENCY SERVICES AFTER WORKING HOURS.  THIS IS THE BASE EMERGENCY PHONE NUMBER, 858-577-4059 NOT 911.  DO NOT CALL 911 UNLESS IT IS APPROPRIATE.
	INFORMATION ON HAZMAT TYPES AND AMOUNTS ARE IN APPENDIX 9
	THE CH-53E HAS 9 STRONTIUM-90 RADIOLOGICAL SOURCES (ICE DETECT PROBE, IBIS DETECTOR, AND 7X IBIS PRESSURE INDICATOR)
	SQUADRON’S SPILL KIT IS CONTROLLED BY MAINTENANCE CONTROL.
	TIME COMPLETED:______________________
	PERSON NOTIFIED:______________________
	COMPLETED BY:________________________
	E.  NAS NORTH ISLAND
	COMM  (619) 545-3429
	DSN  735-3429/4331
	F.  TWENTYNINE PALMS
	EMERGENCY BASE PHONE  (760) 830-3333
	BEARMAT  (760) 830-6535
	ABATEMENT CHIEF (760) 401-9841
	HEAD HWMS (760) 830-5403
	A.  MCAS MIRAMAR
	COMM  (858) 577-1108
	DSN  267-1108
	B.  MCAS YUMA
	COMM  (928) 269-3161
	DSN  269-3161
	C.  MCAS CAMP PENDLETON
	COMM  (760) 725-9747
	DSN  365-9747
	D.  NAF EL CENTRO
	COMM  (760) 339-2202/2262
	DSN  658-2202/2262
	STEP 17
	EXECUTE DEPARTMENT CHECKLISTS
	1.  OPERATIONS DUTY OFFICER
	A.  YOU ARE RESPONSIBLE FOR SECURING THE LOAD COMPUTATION (IF APPLICABLE), DD-175 (IF APPLICABLE), RISK ASSESSMENT WORKSHEET, AND ANY OTHER PERTINENT INFORMATION FOR THE FLIGHT INVOLVED IN THE MISHAP.
	B.  TAKE A PICTURE OF THE FLIGHT SCHEDULE BOARD.  MAKE A COPY OF THE OFFICIAL ODO FLIGHT SCHEDULE.
	C.  GATHER COPIES OF ANY PERTINENT FLIGHT PLANNING DATA AVAILABLE.  INCLUDE MISSION ROUTE AND PLAN, IF AVAILABLE, AND ANY CHARTS OR MAPS THAT MAY PROVIDE MORE INFORMATION.
	D.  ALL OF THESE RECORDS MUST BE PROPERLY SECURED.  REGARDLESS OF WHERE YOU SECURE THEM, ENSURE THAT NO ONE ELSE HAS ACCESS TO THEM WITH THE EXCEPTION OF THE OIC, AOIC, DOSS OR ASO.  IF ANY OF THESE INDIVIDUALS WERE PART OF THE MISHAP AIRCREW, THEN TH...
	2.  MAINTENANCE DEPARTMENT
	A.  SECURE ALL MAINTENANCE RECORDS, AIRCRAFT LOG BOOKS, DISCREPANCY BOOKS, PASS DOWN LOGS, AND MAINTENANCE ACTION FORMS ON THE AIRCRAFT INVOLVED IN THE MISHAP.  HAVE A RUNNER BRING THEM TO THE READYROOM ASAP.
	B.  THE NALCOMIS SYSTEM MUST BE LOCKED OUT FOR THE INVOLVED AIRCRAFT TO PREVENT TAMPERING WITH MAINTENANCE DATA IN NALCOMIS.  (SEE MAINTENANCE ADMIN).
	C.  THE AIRCRAFT DATA BOOK (ADB) FOR THE AIRCRAFT INVOLVED IN THE MISHAP MUST BE REMOVED FROM MAINTENANCE CONTROL.  DO NOT ALLOW ANYONE TO ADD, REMOVE, OR ALTER ANY INFORMATION IN THE BOOK.
	D.  IF ANY MAINTENANCE GROUND PERSONNEL ARE INVOLVED IN THE MISHAP, THEIR ASM TRAINING, AND GSE LICENSING (IF APPROPRIATE) MUST BE SECURED.
	E.  IF ANY GROUND SUPPORT EQUIPMENT WAS INVOLVED IN THE MISHAP, THE MAINTENANCE RECORDS FOR THAT EQUIPMENT MUST BE SECURED, TO INCLUDE THE RECORDS FOR DAILY INSPECTIONS, AS WELL AS THOSE RECORDS MAINTAINED AT THE GROUND SUPPORT EQUIPMENT DISTRIBUTION ...
	F.  PROVIDE ESTIMATE OF DAMAGES, MAN-HOURS REQUIRED TO REPAIR AND COSTS FOR THE AIRCRAFT INVOLVED.  THIS WILL MOST LIKELY TAKE PLACE A FEW DAYS AFTER THE MISHAP.
	G.  PROVIDE A MEMBER TO THE AMB AND, AS NECESSARY, ASSIST THE SENIOR MEMBER WITH ALL INVESTIGATIVE REQUIREMENTS. THIS WILL BE APPOINTED BY THE COMMANDING OFFICER VIA THE DOSS/ASO.
	H.  ENSURE THE EMERGENCY RECLAMATION TEAM IS NOTIFIED TO BEGIN PLANNING THE RECOVERY.  PROVIDE SUPPLEMENTAL PERSONNEL FOR THE SECURITY AND SALVAGE OF THE AIRCRAFT AS REQUIRED.  ADDITIONALLY, PROVIDE FOR THE IDENTIFICATION, RETRIEVAL AND STATUS REPORTI...
	I.  PREPARE FOR THE TEAR DOWN, REMOVAL, INSPECTION, PACKING, AND SHIPPING OF ANY AIRCRAFT PARTS AS REQUESTED.
	J.  SUBMIT REQUIRED REPORTS IN CASES WHERE A MATERIAL FAILURE OR MAINTENANCE DEFICIENCY IS INDICATED.
	K.  PROVIDE A HANDBOOK OF MAINTENANCE INSTRUCTIONS AND ILLUSTRATED PARTS BREAKDOWN FOR READY USE.  PERSONNEL WILL CONDUCT NECESSARY LIAISON FOR COORDINATING TECHNICAL ASSISTANCE, FROM SOURCES INTERNAL OR EXTERNAL TO THE COMMAND, AS REQUIRED.
	L.  PROVIDE WEAPONS/EOD PERSONNEL WITH THE LOCATION OF ALL EXPLOSIVE CARTRIDGES/DEVICES FOR THE INVOLVED AIRCRAFT AND ASSIST AS REQUIRED/CAPABLE.
	M.  REQUEST A PLANNING AND ESTIMATING (P&E) INSPECTION AS REQUIRED.
	N.  SUBMIT MAINTENANCE PUBLICATION PROCEDURE CHANGES RECOMMENDED BY THE AMB.
	O.  BE PREPARED TO COORDINATE THE MOVEMENT OF THE WRECKAGE IF FEASIBLE AND REQUIRED.
	P.  VERIFY MAINTENANCE CONTROLLER QUALIFICATIONS FOR CERTIFIED SAFE FOR FLIGHT.
	3.  OPERATIONS DEPARTMENT
	A.  SECURE THE FOLLOWING INFORMATION/RECORDS UNTIL THE MISHAP BOARD IS ABLE TO TAKE CUSTODY OF THEM.  THE FOLLOWING ARE CONSIDERED MINIMUM:
	(1)  PILOT/AIRCREW LOGBOOKS
	(2)  PILOT/AIRCREW PERFORMANCE RECORDS AND TRAINING JACKETS FOR ASSOCIATED PERSONNEL.
	(3)  FLIGHT SCHEDULES, WEIGHT AND POWER, WEATHER BRIEF, BRIEF FORMS, SUN/MOON POSITION CHARTS AND DD-175.
	(4)  NOTAM REPORT FOR ANY POTENTIALLY INVOLVED NAVAL AIR FACILITY/AIRFIELD.
	(5)  EXISTING AND FORECAST WEATHER AT THE TIME OF THE MISHAP.
	(6)  ANY RECORD OF RADIO COMMUNICATIONS/VIDEO RECORDINGS/IFF TRACKING/ETC.
	(7)  APPLICABLE STANDARD OPERATING PROCEDURES (SOP) AND SYLLABUS BRIEFING GUIDES.
	(8)  PERTINENT NATOPS PUBLICATIONS, PERFORMANCE CHARTS AND ANY OTHER DOCUMENT THAT MAY PROVIDE NECESSARY TECHNICAL INFORMATION.
	(9)  CLOSE OUT FLIGHT AND SECURE M-SHARP RECORD. (REP: MR ROBERT REED, PHONE 619-851-6330)
	B. PROVIDE A MEMBER TO THE AMB AND, AS NECESSARY, ASSIST THE SENIOR MEMBER WITH ALL INVESTIGATIVE REQUIREMENTS.
	(1) BE PREPARED TO PROVIDE FLIGHT HOUR TOTALS AND THE LAST 30/60/90 DAY TOTALS.
	(2) BE PREPARED TO PROVIDE NIGHT TIME TOTALS.
	***SEE APPENDIX 4 FOR THE OPREP-3 REPORTING REQUIREMENTS***
	C.  REVIEW ALL PRE-FORMATTED MESSAGE REPORTS FOR ACCURACY, THOROUGHNESS, AND CORRECT ADDRESSEES.
	D. VALIDATE THAT ALL REQUIRED REPORTS HAVE BEEN SUBMITTED AND OFFER REPRESENTATIVE INFORMATION.  IF INACCURACIES EXIST, CORRECTIONS WILL BE SUBMITTED AS APPROPRIATE.
	E.  DETERMINE WHETHER FAA FACILITIES WERE INVOLVED.  IF REQUIRED, SUBMIT
	FAA NOTIFICATION REPORT.
	4.  SAFETY DEPARTMENT
	A.  SECURE ALL NATOPS JACKETS OF AIRCREW INVOLVED.  DO NOT ALLOW ANYONE TO ALTER ANYTHING IN THE RECORDS.
	B.  PROVIDE A MEMBER TO THE AMB AND, AS NECESSARY, ASSIST THE SENIOR MEMBER WITH ALL INVESTIGATIVE REQUIREMENTS.
	C.  MAINTAIN AND PROVIDE THE AMB MEMBERS GOVERNING PUBLICATIONS AND INSTRUCTIONS TO ASSIST AND GUIDE THEM IN THE MISHAP AND REPORTING.
	D.  PROCEED TO THE SCENE OF THE MISHAP WITH THE MISHAP KIT UNLESS OTHERWISE DIRECTED BY THE SENIOR MEMBER.
	***SEE APPENDIX 5 FOR THE MISHAP KIT INVENTORY SHEET ***
	E.  ASSIST THE SENIOR MEMBER, OTHER AMB MEMBERS, AND WATCH OFFICERS IN THE ORGANIZATION, SUPERVISION, AND COORDINATION OF EFFORTS REQUIRED TO ACCOMPLISH ALL FACETS OF THE MISHAP INVESTIGATION AND SUBSEQUENT REPORTS.
	(1) BE PREPARED TO PROVIDE QUALIFICATIONS AND DESIGNATIONS HELD BY AIRCREW; TO INCLUDE DATES RECEIVED.
	(2) BE PREPARED TO PROVIDE INFORMATION ON NATOPS AND INSTRUMENT CHECKRIDES.
	F.  MONITOR CORRECTIVE ACTIONS ASSIGNED BY THE AMB OR OTHER SOURCES.
	G.  COMPILE AND MAINTAIN MISHAP STATISTICS, HAZARD REPORTS AND OTHER SAFETY RELATED INFORMATION AS DIRECTED.
	H.  LIAISON WITH SAFETY CENTER PERSONNEL FOR GUIDANCE AND ASSISTANCE WITH MISHAP INVESTIGATION IF NECESSARY.
	I.  SUBMIT CHANGES TO NATOPS OR OTHER OPERATIONAL PUBLICATIONS AS RECOMMENDED BY THE AMB.
	NOTE:  HAMMER ACE IS AN AIR FORCE RESOURCE THAT IS ON CONTINUOUS ALERT AND CAN BE AT THE SITE IN 24 HOURS OR LESS.  (ANYWHERE IN THE WORLD)  HAMMER ACE IS A MOBILE SATELLITE COMMUNICATIONS TEAM FROM SCOTT AFB, IL.  DSN 576-5891/3431 OR COMM (618) 256-...
	5.  ADMIN DEPARTMENT
	A.  PROVIDE EMERGENCY DATA RECORD INFORMATION TO THE OIC AND FORWARD PERSONNEL SERVICE RECORDS TO THE AMB.
	B.  ENSURE COMPLIANCE WITH APPLICABLE DIRECTIVES REGARDING CASUALTY REPORTING AND SEPARATION OF LEGAL INVESTIGATIONS IN THE EVENT OF AN AIRCRAFT ACCIDENT INVOLVING A DEATH, MISSING PERSON, OR SERIOUS INJURY.
	C.  PREPARE OR PROVIDE THE FOLLOWING ADMINISTRATIVE ITEMS FOR THE COMMANDING OFFICER PER APPLICABLE DIRECTIVES:
	(1)  CASUALTY REPORTS (e.g. PCR, SIR, etc.)
	(2)  ASSIGNMENT OF CACO
	(3)  NOTIFICATION OF PRIMARY/SECONDARY NEXT OF KIN (PNOK/SNOK)
	(4)  INJURY REPORTS
	(5)  JAG INVESTIGATION CONVENING LETTER
	(6)  DRAFT LETTER TO NEXT OF KIN
	D.  PROVIDE CLERICAL ASSISTANCE AND ADMINISTRATIVE MATERIALS AS REQUIRED.
	E.  PREPARE AND ISSUE NECESSARY ORDERS FOR THOSE PERSONNEL PERFORMING TRAVEL IN RESPONSE TO OR ASSOCIATED WITH THE MISHAP AND ITS INVESTIGATION.
	F.  COMPLY WITH THE ADMINISTRATIVE PROCEDURES GOVERNING CLAIMS, RELEASE OF INFORMATION, PROHIBITED USE OF REPORTS, JAG MANUAL INVESTIGATIONS, AND SECURITY CLASSIFICATION.
	G.  ENSURE THE PUBLIC AFFAIRS MESSAGE HAS BEEN TRANSMITTED AND THAT PAO HAS BEEN NOTIFIED OF THE MISHAP.
	H.  FOR AIRCREW NOT EXPECTED TO LIVE, CONTACT THE PHYSICAL EVALUATION BOARD AT THE NEAREST MILITARY HOSPITAL.  ASK THE PHYSICAL EVALUATION BOARD TO CALL AN EMERGENCY BOARD TO RETIRE THE SERVICE MEMBER.  THIS WILL RETIRE THE AIRCREW MEMBER, BUT MAINTAI...
	6.  LOGISTICS DEPARTMENT
	A.  COORDINATE GROUND TRANSPORTATION (IF NEEDED) TO THE MISHAP SITE FOR THE FOLLOWING PERSONNEL:
	(1)  AMB MEMBERS
	(2)  SENTRIES
	(3)  EMERGENCY RECLAMATION TEAM
	(4)  S-4 REPRESENTATIVE TO COORDINATE LOGISTICS AT THE MISHAP SITE
	B.  COORDINATE PERSONNEL LOGISTICS SUPPORT AT THE MISHAP SITE.
	(1)  SHELTER
	(2)  WATER
	(3)  FOOD
	(4)  HYGIENE
	(5)  TRANSPORTATION
	(6)  GENERATORS/PORTABLE LIGHTS
	(7)  COORDINATE COMMUNICATIONS LINK WITH THE MISHAP SITE (CELL  PHONES, RADIOS, SAT PHONES (S-6) ETC.)
	NOTE:  HAMMER ACE IS AN AIR FORCE RESOURCE THAT IS ON CONTINUOUS ALERT AND CAN BE AT THE SITE IN 24 HOURS OR LESS.  (ANYWHERE IN THE WORLD)  HAMMER ACE IS A MOBILE SATELLITE COMMUNICATIONS TEAM FROM SCOTT AFB, IL. DSN 576-5891/3431 OR COMM (618) 256-...
	C.  COORDINATE REQUIRED BILLETING / TENTS FOR ANYONE WHO WILL REMAINING OVERNIGHT.  COORDINATE WITH CLOSEST MILITARY BASE FOR LODGING IF APPLICABLE.
	D.  BE PREPARED TO COORDINATE THE MOVEMENT OF THE WRECKAGE IF FEASIBLE AND REQUIRED. IT WILL TAKE SOME TIME UNTIL THE WRECKAGE IS ABLE TO BE MOVED BUT MAKING LIAISON AND GIVING THE WARN-O IS HELPFUL.
	7.  SERGEANT MAJOR
	A.  CONTROL INFORMATION ABOUT THE MISHAP.  ENSURE ALL ENLISTED MARINES HAVE BEEN BRIEFED TO REFER ALL QUESTIONS TO THE DUTY OFFICER OR PUBLIC AFFAIRS OFFICER.
	B.  REQUEST MARINES FROM EACH DEPARTMENT TO FORM A SECURITY TEAM.  A SECURITY TEAM MAY NOT BE REQUIRED IF THE WRECKAGE IS ON A MILITARY AIRFIELD.  THE TEAM SHOULD WEAR A UNIFORM THAT READILY IDENTIFIES THEM AS MEMBERS OF A SECURITY TEAM.  UTILITIES SH...
	C.  BRIEF THE MEMBERS OF THE SECURITY TEAM ON THEIR RESPONSIBILITIES AND ON THE NEWS MEDIA COOPERATION STATEMENT.  PROVIDE THEM WITH A COPY OF EACH (FROM THE MISHAP KIT).
	***SEE APPENDIX 9 FOR THE CRASH SITE SECURITY GUIDANCE***
	D.  ASSIST THE OIC IN MAKING THE NOTIFICATION LETTER TO NOK.
	E.  ASSIST THE COMMANDING OFFICER IN MAKING THE CONDOLENCE CALL AND LETTER TO NOK.
	**SEE STEP 13 “ARRANGE FOR SENTRIES”**
	8.  FLIGHT SURGEON
	A.  SECURE THE MEDICAL RECORDS OF ALL AIRCREW INVOLVED IN THE MISHAP.
	B.  UNLESS OTHERWISE DIRECTED, PROCEED IMMEDIATELY TO THE MISHAP SITE.  PROVIDE FOR THE CARE AND TREATMENT OF MISHAP SURVIVORS.  ASSIST IN THE IDENTIFICATION AND REMOVAL OF FATALITIES AT THE MISHAP SCENE.
	C.  AS THE OFFICER RESPONSIBLE FOR THE REMOVAL, STORAGE, AUTOPSY, AND FINAL DISPOSITION OF THE REMAINS, ENSURE PRIOR LIAISON WITH THE LOCAL FORENSIC OFFICIALS FOR MISHAPS THAT OCCUR WITHIN THEIR JURISDICTION.  COMMUNICATION WITH THE LOCAL CORONER AND ...
	D.  THE FLIGHT SURGEON WILL ENSURE SURVIVORS RECEIVE CONTINUED CARE AT A MEDICAL FACILITY AND BRIEF AMB ON SURVIVOR STATUS.  FLIGHT SURGEON WILL ALSO CONDUCT IN-HOSPITAL INTERVIEWS AS REQUIRED.
	E.  PROVIDE EXPERTISE TO THE AMB ON THE INVOLVEMENT OF HUMAN FACTORS, INCLUDING ANY SOCIOLOGICAL, PSYCHOLOGICAL, AND PHYSIOLOGICAL FACTORS.
	NOTE:  UTILIZE THE DOD HFACS MODEL FOUND ON THE NSC WEBSITE.
	F.  CONDUCT AEROMEDICAL ANALYSIS ON AIRCRAFT WRECKAGE AND FLIGHT EQUIPMENT, SUBMIT RESULTS TO SENIOR MEMBER OF THE AMB.
	NOTE:  USE THE FLIGHT SURGEON’S INVESTIGATIONS HANDBOOK.
	9.  AIRFRAMES DIVISION OFFICER (HAZMAT)
	A.  NOTIFY MAG OF THE MATERIALS HAZARDOUS TO THE ENVIRONMENT THAT WERE ONBOARD THE AIRCRAFT.  IF AVAILABLE, PROVIDE CONFIRMATION OF HAZMAT RELEASE, FIRE AND/OR EXPLOSION.
	B.  STRONTIUM 90 (RADIOACTIVE MATERIAL, 7X IBIS, 1X IBIS
	DETECTOR, 1X ICE DETECTOR). CONTACT SQUADRON RPA FOR PROPER
	HANDLING GUIDANCE.
	C.  GRAPHITE OR CARBON/EPOXY COMPOSITE MATERIALS. THE INHALATION OF GRAPHITE COMPOSITE FIBERS RESULTING FROM AIRCRAFT FIRES AND/OR AIRCRAFT MATERIAL DAMAGE MAY BE HARMFUL TO PERSONNEL. WEAR A CARTRIDGE-TYPE RESPIRATOR AND GOGGLES WHEN EXPOSED TO THESE...
	NOTE:  IT IS RECOMMENDED THAT ASSISTANCE OF INDUSTRIAL HYGIENE/SAFETY PERSONNEL BE REQUESTED TO PROVIDE SPECIFIC INFORMATION REGARDING HAZARDS TO PERSONNEL REGARDING CLEANUP.
	(1)  SPRAY MIL-C-81309, TYPE II, ON DAMAGED COMPOSITE SURFACES.  THIS WILL PREVENT THE SPREAD OF GRAPHITE FIBER CONTAMINATION BY  CAUSING THE FIBERS TO STICK TOGETHER AND TO THE DAMAGED SURFACE. COVER DAMAGED SURFACES WITH PLASTIC AND TAPE SECURELY.
	(2)  AIRCRAFT, FACILITIES, CLOTHING AND EQUIPMENT THAT HAVE BEEN EXPOSED TO DEBRIS FROM THE AIRCRAFT FIRE MUST BE VACUUMED AND/OR WASHED DOWN PRIOR TO REUSE OR MOVEMENT INTO A SHIP’S INTERIOR.
	(3)  DECONTAMINATION OF THE IMMEDIATE AREA OF THE AIRCRAFT WRECKAGE MAY REQUIRE VACUUMING, WASHING, AND BAGGING, OF COMPOSITE MATERIAL FRAGMENTS.  USE A SEALED INDUSTRIAL VACUUM AND STORE COLLECTED DEBRIS IN SEALED PLASTIC BAGS FOR THE ACCIDENT INVES...
	(4)  IF WRAPPING AND SECURE TAPING OF THE AIRCRAFT WRECKAGE IS NOT POSSIBLE, TRANSPORTING THE WRECKAGE MUST BE PLANNED, BYPASSING HEAVILY POPULATED AND INDUSTRIAL AREAS.  AIRCRAFT PARKED ALONG THE PLANNED ROUTE MUST HAVE THEIR CANOPIES AND ACCESS DOO...
	D.  BORON/TUNGSTEN COMPOSITE MATERIALS.  THE EXTINGUISHING, CONTAINMENT, AND CLEANING PRACTICES FOR BORON FIBERS ARE THE SAME AS THOSE FOR CARBON/GRAPHITE FIBERS.
	STEP 18
	REQUEST WEATHER CONDITIONS
	1.  CONTACT STATION WEATHER AND REQUEST A MISHAP WEATHER REPORT.  THIS REPORT SHOULD INCLUDE THE ACTUAL WEATHER AT THE TIME AND LOCATION OF MISHAP AND THE FORECASTED WEATHER THE PILOT RECEIVED PRIOR TO TAKEOFF.  IF THE MISHAP OCCURRED OUT OF THE LOCAL...
	2.  IT IS ESSENTIAL TO THE MISHAP INVESTIGATION THAT YOU OBTAIN THE ACTUAL WEATHER OBSERVATION AT THE MISHAP.
	3.  CONTACT THE WEATHER OFFICE NEAREST TO THE MISHAP SITE AND OBTAIN THE NECESSARY INFORMATION.
	MCAS MIRAMAR 577-4028 OR DSN 267-4028/4029
	MCB CAMP PEN DSN 365-8374
	29 PALMS DSN 230-7809
	MCAS YUMA DSN 269-2265
	NAF EL CENTRO - DSN 658-2523
	4.  USE THE FOLLOWING WORKSHEET TO FILL OUT THE WEATHER REPORT.
	A.  DATE AND TIME OF REPORT: ________________________________ (DAY/NIGHT)
	B.  BRIEFED BY: ______________________________________________
	C.  WEATHER AS BRIEFED:
	(1)  AIR TEMP:  ______________________
	(2)  REL HUM:  ______________________
	(3)  DEW PT:  ______________________
	(4)  WATER TEMP:  ______________________
	(5)  WIND DIR:  ______________________
	(6)  WIND VEL:  ______________________
	(7)  WIND GUSTS:  ______________________
	(8)  CEILING:  ______________________
	(9)  SKY COND:  ______________________
	(10)  HORIZON:  ______________________
	(11)  VISIBILITY:   ______________________
	(12)  OBSTRUC: ______________________
	(13)  ALTIMETER:  ______________________
	(14)  ICING:   ______________________
	(15)  PRECIP:  ______________________
	(16)  EXTREME WX:  ______________________
	E.  TEMPO: ___________________________________________________________________
	F.  ACCURACY OF BRIEF: ___________________________________________________________________
	G.  FORECAST WEATHER:
	___________________________________________________________________
	H.  VALID TIME OF FORECAST:  ______________________
	I.  ACTUAL WEATHER:
	(1)  AIR TEMP:  ______________________
	(2)  REL HUM:  ______________________
	(3)  DEW PT:  ______________________
	(4)  WATER TEMP:  ______________________
	(5)  WIND DIR:  ______________________
	(6)  WIND VEL:  ______________________
	(7)  WIND GUSTS:  ______________________
	(8)  CEILING:  ______________________
	(9)  SKY COND:  ______________________
	(10)  HORIZON:  ______________________
	(11)  VISIBILITY:   ______________________
	(12)  OBSTRUC: ______________________
	(13)  ALTIMETER:  ______________________
	(14)  ICING:   ______________________
	(15)  PRECIP:  ______________________
	(16)  EXTREME WX:  ______________________
	J.  FORECASTER’S NAME: _______________________________
	K.  FORECASTER’S PHONE NUMBER: _____________________
	TIME COMPLETED:______________________
	PERSON NOTIFIED:______________________
	COMPLETED BY:________________________
	STEP 19
	DEATH IMMINENT
	REFERENCE: MARADMIN 051/99
	CMC WASHINGTON DC MSG 090616ZFEB99
	1.  IF APPLICABLE, THIS ADMINISTRATIVE ACTION SHOULD BE CARRIED OUT BY THE ADMIN DEPARTMENT OR THE FLIGHT SURGEON.  CALL THEM AT ONE OF THE NUMBERS BELOW.
	LAST UPDATE
	2.  IF A MARINE'S DEATH IS EXPECTED WITHIN 72 HOURS, HE OR SHE SHOULD BE PROCESSED FOR IMMEDIATE MEDICAL RETIREMENT.  THIS PROCESS CAN BE INITIATED 24- HOURS A DAY 7-DAYS A WEEK.
	3.  THIS PROCESS IS TO INCREASE THE MARINE’S SURVIVOR BENEFITS.
	4.  A COMPETENT MEDICAL AUTHORITY MUST SUBMIT A STATEMENT TO THE USMC PHYSICAL EVALUATION BOARD (PEB).  THE STATEMENT MUST INCLUDE MEDICAL EVIDENCE TO SUPPORT THE CLAIM THAT THE MARINE IS EXPECTED TO DIE WITHIN 72 HOURS.
	5.  RESPONSIBILITIES OF THE SQUADRON:
	A.  IMMEDIATELY NOTIFY THE HQMC OPERATIONS CENTER AT COMM (703) 695-5454 / DSN 225-5454 AND THEN RELEASE A PERSONNEL CASUALTY REPORT (PCR) (FORM DD-3040-02) CONCERNING THE INCIDENT.
	B.  IN THE EVENT THE TERMINALLY ILL MARINE IS RECEIVING CARE IN A TREATMENT FACILITY OTHER THAN AN MTF (I.E. CIVILIAN HOSPITAL):
	1.  IMMEDIATELY NOTIFY THE NEAREST MTF AND ENSURE COMMUNICATION IS ESTABLISHED BETWEEN THE TREATMENT FACILITY AND THE MTF.
	BALBOA QUARTERDECK 619-532-6400
	BALBOA OFFICER OF THE DAY 619-572-6323
	PATIENT ADMIN OFFICE 619-532-8375
	2.  NOTIFY THE MILITARY MEDICAL SUPPORT OFFICE (MMSO) IN GREAT
	LAKES (888-647-6676 OPTION 7 EXT 127670) SO THAT MMSO CAN OFFICIALLY ASSIGN MEDICAL COGNIZANCE TO THE MTF CLOSEST TO THE TREATMENT FACILITY. WILL NEED MEMBERS SSN.
	C.  IF REQUIRED, ENSURE A LINE OF DUTY DETERMINATION OR LINE OF DUTY INVESTIGATION IS INCLUDED WITH ALL NECESSARY ENDORSEMENTS.  THE LINE OF DUTY DETERMINATION OR LINE OF DUTY INVESTIGATION WILL BE PROVIDED TO THE MTF TO BE FORWARDED WITH THE MEDICAL...
	TIME COMPLETED:______________________
	PERSON NOTIFIED:______________________
	COMPLETED BY:________________________
	STEP 20
	RMI INITIAL NOTIFICATION
	1.  THIS WILL NORMALLY BE THE RESPONSIBILITY OF THE ASO, OR ANY MEMBER OF THE AIRCRAFT MISHAP BOARD (AMB) IF THE ASO CANNOT BE FOUND.  THE REPORTING CUSTODIAN (CO) IS RESPONSIBLE FOR RELEASING THE INITIAL NOTIFICATION.
	2.  DUE WITHIN 4 HOURS FOR CLASS A AND B MISHAPS.  DUE WITHIN 24 HOURS FOR CLASS C MISHAPS.  INITIAL NOTIFICATIONS ARE NOT PRIVILEGED.  DO NOT INCLUDED PRIVILEGED INFORMATION!
	WESS link: https://wess.safetycenter.navy.mil/collective/
	3.  IF THE AMB IS SENT TO THE MISHAP SITE, YOU MAY BE TASKED TO DRAFT THE INITIAL NOTIFICATION.  DETAILED INSTRUCTIONS CAN BE FOUND IN OPNAV 3750.6S (CHAPTER 4, PARAGRAPH 404 and CHAPTER 6), WHICH IS LOCATED ELECTRONICALLY ON THE FOLLOWING SITE:
	HTTP://WWW.PUBLIC.NAVY.MIL/NAVSAFECEN/PAGES/AVIATION/INDEX.ASPX
	***SEE APPENDIX 7 FOR AN EXAMPLE INITIAL NOTIFICATION WORKSHEET***
	4.  WHEN THE MESSAGE IS READY, HAVE THE OIC READ THE INITIAL NOTIFICATION AND APPROVE IT FOR RELEASE.  THE MESSAGE SHALL THEN BE RELEASED USING WESS AVIATION MISHAP HAZARD REPORTING SYSTEM (WAMHRS).
	NOTE: ONLY SAFETY PROFESSIONALS WILL HAVE ACCESS TO WESS / WAMHRS FOR INITIAL NOTIFICATION INPUT. YOU MAY STILL BE TASKED WITH GATHERING ALL THE INFORMATION AND FORMATTING IT CORRECTLY.
	5.  DURING WORKING HOURS, CALL MAG DOSS, WING DOSS, OR THE NAVAL SAFETY CENTER FOR ASSISTANCE.
	A.   MAG-16 DOSS
	DSN  (267-4534)  COMM (858-307-4534)
	B.   3D MAW DOSS
	DSN  267-8901 COMM (858) 307-8901
	C.   NAVAL SAFETY CENTER (IF ALL ELSE FAILS)
	DSN  564-3520 COMM (757) 444-3520
	STEP 21
	REQUEST ATC VOICE TAPES AND FLIGHT PATH DATA
	1.  IF THE MISHAP OCCURRED IN THE LOCAL AREA CALL MARK KUCK.  IF IT OCCURRED ELSEWHERE AND YOU ARE UNSURE OF WHO TO CONTACT, CALL BASE OPS.  THEY WILL BE ABLE TO PROVIDE AN APPROPRIATE POINT OF CONTACT PHONE NUMBER.
	NOTE: THE FAA ALSO CAN ASSIST IN LOCATING AND CONTACTING THE NEAREST AIR TRAFFIC CONTROL FACILITY.
	MARK KUCK (FAA MILITARY LIASION FOR OUR LOCAL AREA)
	WORK: 858-577-1637
	CELL: 858-260-0319
	ATC PHONE NUMBERS
	ATC TAPES
	577-4260-4273
	SOCAL TRACON
	858-537-5895 (REQUEST TAPES)
	BASE OPERATIONS PHONE NUMBERS:
	MCAS MIRAMAR
	DSN 267-4277/1875 / COMM (858) 307-4277/1875
	MCAS YUMA
	DSN 269-2326/2361 / COMM (928) 269-2326/2361
	MCAS CAMP PENDLETON
	DSN 361-1154/365-8016 / COMM (760) 763-1154/725-8016
	29 PALMS
	DSN 230-7815 / COMM (760) 830-7815
	NAF EL CENTRO
	DSN 658-2507/2601 / COMM (760) 339-2601
	NAS NORTH ISLAND
	DSN 735-8233/8234 / COMM (619) 545-8233/8234
	TIME COMPLETED:______________________
	PERSON NOTIFIED:______________________
	COMPLETED BY:________________________
	STEP 22
	NOTIFY FAA
	1.  IF APPLICABLE, SUBMIT WITHIN 4 HOURS OF MISHAP NOTIFICATION
	2.  IF THE FAA WAS INVOLVED (ATC CONTROL, CIVIL/COMMERCIAL AIRCRAFT MIDAIR, ETC.) A TELEPHONE REPORT SHOULD BE MADE MARK KUCK WILL ASSIST
	MARK KUCK (FAA MILITARY LIASION FOR OUR LOCAL AREA)
	WORK: 858-577-1637
	CELL: 858-260-0319
	USE THE MESSAGE FORMAT IN APPENDIX 10 TO FILL IN THE PHONE REPORT DETAILS.
	3.  OTHER PERSONNEL TO BE NOTIFIED WHEN MISHAP OCCURS WITHIN SOCAL TRACON.
	A.  SOCAL TRACON OPS MANAGER COMM (858) 537-5900
	4.  FOR ALL COMMERCIAL CALLS, USE THE READY ROOM PHONE.
	NOTE: THESE PHONE NUMBERS CAN ALSO BE USED TO CONTACT THE NATIONAL TRANSPORTATION SAFETY BOARD.
	6.  IF THE FAA DEEMS IT APPLICABLE, HAVE 3D MAW DOSS RELEASE A MESSAGE AS SHOWN IN APPENDIX 10.  GET CO APPROVAL AND THEN FORWARD IT TO THE MAG S-3 AND MAW G-3 FOR RELEASE.
	***SEE APPENDIX 10 FOR AN EXAMPLE FAA MESSAGE***
	TIME COMPLETED:______________________
	PERSON NOTIFIED:______________________
	COMPLETED BY:________________________
	STEP 23
	1ST AMENDED INITIAL NOTIFICATION (MDR) (IF REQUIRED)
	Submit within 24 hours of mishap notification or as required
	NOTE: This is a continuation of the initial notification (step 20).
	1.  SUBMIT AMENDED REPORTS WHENEVER NEW OR CORRECTED INFORMATION BECOME AVAILABLE.  OTHERWISE, DO NOT RELEASE AN AMENDED MDR.
	2.  THIS WILL NORMALLY BE THE RESPONSIBILITY OF THE ASO, OR ANY MEMBER OF THE AIRCRAFT MISHAP BOARD (AMB) IF THE ASO CANNOT BE FOUND.
	3.  REFER TO THE INITIAL MDR PROCEDURES IN ORDER TO SEND AN AMENDED MDR.
	4.  INCLUDE PARAGRAPH 1 AS INITIALLY REPORTED PLUS ONLY THOSE OTHER PARAGRAPHS THAT HAVE CHANGED.
	5.  PRECEDE AND FOLLOW ALL NEW OR CORRECTED MATERIAL IN THE TEXT BY THE SYMBOL XXX.
	Detailed instructions can also be found in OPNAV 3750.6S (Chapter 6).
	File the report via WESS/WAMHRS
	***SEE APPENDIX 7 FOR AN EXAMPLE INITIAL REPORT***
	STEP 24
	8 DAY BACK BRIEF
	SUBMIT WITHIN 7 DAYS OF MISHAP TO CG 3D MAW
	1.  THIS REPORT IS REQUIRED FOR ANY CLASS A OR CLASS B AVIATION MISHAP, AND ALL FATALITIES.
	2.  THIS WILL NORMALLY BE THE RESPONSIBILITY OF THE SQUADRON COMMANDING OFFICER; PREPARED BY THE ASO.
	3.  REFER TO MCO 5100.29B MARADMIN 558/16 FOR GUIDANCE ON THE 8 DAY BACK BRIEF.  EVEN THOUGH THIS IS A GROUND SAFETY ORDER, THE 8 DAY BACK BRIEF STILL APPLIES TO AVIATION MISHAPS.
	***SEE APPENDIX 11 FOR THE 8 DAY BACK BRIEF TEMPLATE***
	APPENDIX 1 - ODO CHRONOLOGICAL LOG
	THE DUTY OFFICER, OR PERSON DESIGNATED BY THE DUTY OFFICER, WILL MAINTAIN A LOG OF EVENTS CONNECTED TO ANY MISHAP AS THEY OCCUR.  ALL TELEPHONE CONVERSATIONS, MESSAGE RELEASES, RECEIPTS, EVENTS, AND ANY UNUSUAL PROBLEMS ENCOUNTERED SHALL BE LOGGED AS ...
	APPENDIX 2 - AIRCRAFT MISHAP CATEGORY DETERMINATION
	WAS AN AIRCRAFT INVOLVED?
	YES            NO
	NO YES
	NO YES  NO   YES
	NO YES
	*IF YOU HAVE ARRIVED AT EITHER AN AVIATION GROUND, FLIGHT, OR FLIGHT RELATED MISHAP, TURN TO APPENDIX 3 TO DETERMINE SEVERITY.
	Not reportable as an aircraft mishap under OPNAVINST 3750.6S.  SEE GROUND MISHAP BINDER.
	Was there intent for flight:
	- T/O power & brakes released for T/O?
	- In-flight?
	- Not clear of the runway after landing
	Was there $50,000 or more of AIRCRAFT damage?
	Was there a reportable injury or $50,000 or more total  property & aircraft damage?
	Report as an AVIATION GROUND MISHAP (AGM)*
	Was there $50,000 or more damage to property or a reportable injury or death?
	Report as a FLIGHT MISHAP (FM)*
	Not reportable as an aircraft mishap.  Forward info to ASO for a possible HAZREP.
	Report as a FLIGHT RELATED MISHAP (FRM)*
	Not reportable as an aircraft mishap.  Forward info to the ASO for MAG-36 Aviation Flash Report and possible HAZREP.
	APPENDIX 3 - AIRCRAFT MISHAP SEVERITY DETERMINATION
	AVIATION GROUND, FLIGHT, OR FLIGHT RELATED MISHAP
	NO      YES
	NO YES
	NO      YES
	FATAL INJURY – AN INJURY RESULTING IN DEATH FROM A MISHAP OR COMPLICATIONS ARISING THERE FROM, REGARDLESS OF THE TIME BETWEEN THE MISHAP AND THE DEATH.  (OPNAVINST 3750.6S PARA 311)
	PERMANENT TOTAL DISABILITY – AN INJURY WHICH, IN THE OPINION OF A COMPETENT MEDICAL AUTHORITY, PERMANENTLY INCAPACITATES SOMEONE TO THE EXTENT THEY CANNOT PURSUE GAINFUL EMPLOYMENT.  (I.E. THE AMPUTATION OF, OR LOSS OF USE, OF BOTH HANDS, BOTH FEET, O...
	PERMANENT PARTIAL DISABILITY – AN INJURY WHICH, IN THE OPINION OF A COMPETENT MEDICAL AUTHORITY, RESULTS IN PERMANENT IMPAIRMENT OR LOSS OF ANY PART OF THE BODY.  (I.E. THE LOSS OF THE GREAT TOE, THE THUMB, OR AN UN-REPAIRABLE INGUINAL HERNIA, WITH TH...
	LOST WORKDAY INJURY – AN INJURY THAT DOES NOT INCLUDE ANY OF THE ABOVE BUT DOES RESULT IN 5 OR MORE CONSECUTIVE LOST WORKDAYS.
	Was there a total cost of damage to property and aircraft of $2,000,000 or more and/or a FATAL INJURY* and/or PERMANENT TOTAL DISABILITY*?
	Was the total cost of damage to property and aircraft of $500,000 or more but
	< $2,000,000 and/or PERMANENT PARTIAL DISABILITY* and/or hospitalization of 3 or more personnel?
	SEVERITY CLASS A
	SEVERITY CLASS B
	Was the total cost of damage $50,000 or more but < $500,000 or 1 or more LOST WORKDAYS* due to injury?
	Not reportable as an aircraft mishap.  Forward info to ASO for Aviation Flash Report and possible HAZREP.
	SEVERITY CLASS C
	APPENDIX 4 – OPREP-3 REPORTING REQUIREMENTS
	APPENDIX 5 – MISHAP KIT INVENTORY SHEET
	HMH-361 MISHAP KIT
	LAST UPDATE: 13 JUL 2023
	APPENDIX 6 – AIRCRAFT/UAV REPORTING TIMELINES
	APPENDIX 7 – INITIAL NOTIFICATION WORKSHEET
	INITIAL NOTIFICATION WHILE EMBARKED (W/ NO WAMHRS CONNECTIVITY)
	POC:  Duncan, Leslee A CIV NAVSAFECEN, 44J <leslee.duncan@navy.mil>
	Aircraft Operations Asst Div Head
	Naval Safety Center
	(757) 444-3520 Ext 7245 (Temp ext 7058)
	DSN  564
	1. Type all information in required for an INITIAL NOTIFICATION per the PMP in a word doc with little to no formatting (#’s and bullets only).
	2. Email the word doc to Leslee above and request a draft for review prior to release (if desired).
	3. She will email you the draft *.pdf copy.
	4. Submit changes and approved for release.
	5. If time constrained approve release of message without steps 2&3.
	6. If after 1500 EST call DSN 564-2969.
	REQUIRED INITIAL NOTIFICATION DATA
	1. What commands do you want notified besides the ones required by 3750?
	2. Your POC; name, work number and e-mail address.
	3. Was this a Flight, Flight related or ground mishap?
	4. What class mishap or unknown?
	5. What type of mishap was it or Undetermined
	6. Are you requesting mishap support and if so what?
	Ex.  Investigator assistance, salvage support.
	7. Give me the name, rank, e-mail, phone, etc for the ASO.
	8. What time zone?
	9. Event date
	10. Local time
	11. Day or night
	12. DOD property damage; yes no or unknown
	13. Non-DoD property damage; yes no or unknown
	14. Short narrative (no more than 100 characters)
	Ex.  Aircraft crashed into mountain. 4 souls onboard. SAR effort ongoing.
	15. Reporting command name or UIC.
	16. Parent squadron if different that reporting command.
	17. Number of fatalities, if any.
	Use 0 if unknown (“unknown” selection will be added in software update)
	18. Was the location classified?  If not, list country, airspace, lat/long and any location remarks you feel necessary.
	19. Pick the T/M/S, BuNo, Controlling Custodian, departure location, destination, # aircrew, # injured aircrew, TMR code of type of mission, was it VMC/IMC and were they using NVGs.
	APPENDIX 8 – EXAMPLE OPREP-3 MESSAGE
	REFER TO MCO 3504.2
	FM  CG 1ST MAW G3(UC)
	TO  CMC WASHINGTON DC AVN ASM(UC)
	CMC WASHINGTON DC(UC)
	CMC WASHINGTON DC PPO(UC)
	CC  SECNAV WASHINGTON DC(UC)
	CMC WASHINGTON DC PA(UC)
	CMC WASHINGTON DC SD(UC)
	CMC WASHINGTON DC MRA MR MRC(UC)
	CMC WASHINGTON DC MRA MM(UC)
	CMC WASHINGTON DC MRA MM MMMA(UC)
	CMC WASHINGTON DC JA(UC)
	NAVY JAG WASHINGTON DC(UC)
	COMNAVSAFECEN NORFOLK VA(UC)
	CG MCI WEST(UC)
	COMMARFORPAC(UC)
	COMMARFORPAC G3(UC)
	COMMARFORPAC PAO(UC)
	COMMARFORPAC SAFETY(UC)
	CG I MEF FWD(UC)
	CG I MEF G3(UC)
	CG I MEF(UC)
	CG 1ST MAW(UC)
	CG 1ST MAW ADJ(UC)
	CG V MAW G2(UC)
	CG 1ST MAW G3(UC)
	CG 1ST MAW DOSS(UC)
	MAG 36(UC)
	SQUADRON(UC)
	BT
	MSGID/GENADMIN/CG 1ST MAW G-3/001//
	SUBJ/OPREP-3 SIR//
	REF/A/MCO/3504.2//
	REF/B/DOC/OPNAVINST/3750.6S/-//
	NARRATIVE/REF A IS THE MARINE CORPS ORDER FOR SIR OPREP-3 INCIDENT REPORTS.
	REF B IS THE NAVAL AVIATION SAFETY PROGRAM.//
	POC/F.M. LASTNAME/RANK/ENTER SQUADRON/BILLET/DSN ENTER PHONE NUMBER/ EMAIL:FIRST.LASTNAME@USMC.MIL//
	GENTEXT/RMKS/1. ENTER A NARRATIVE OF THE INCIDENT.  WHO, WHAT, WHEN, WHERE, AND WHY.
	2.  ENTER DTG OF INCIDENT (EXAMPLE: 011800L FEB 08 (020200Z FEB 08))
	3.  PERSONNEL INVOLVED: (ENTIRE CREW)
	A. PILOT-IN-COMMAND
	1. RANK, USMC
	2. FULL NAME
	3. XXX XX 1111/MOS (EXAMPLE: 7523)
	4. SQUADRON, MAG 36, 1ST MAW
	5. RACE, SEX
	6. STATUS AND LOCATION OF PERSONNEL INVOLVED
	B. CO-PILOT
	1. RANK, USMC
	2. FULL NAME
	3. XXX XX 1111/MOS (EXAMPLE: 7523)
	4. SQUADRON, MAG 36, 1ST MAW
	5. RACE, SEX
	6. STATUS AND LOCATION OF PERSONNEL INVOLVED
	4.  UNIT: SQUADRON, MAG 36, 1ST MAW
	5.  STATE THE EXPECTED MEDIA COVERAGE.  STATE THE EXPECTED REACTION OF THE LOCAL CIVIL POPULACE.  (ENTER APPLICABLE PUBLIC AFFAIRS OFFICE) PAO HAS/HAS NOT BEEN NOTIFIED OF THIS INCIDENT.
	(EXAMPLE: NATIONAL LEVEL MEDIA COVERAGE IS ANTICIPATED.  NO ANTICIPATED NEGATIVE REACTION FROM LOCAL COMMUNITY.  MCAS MIRAMAR PAO HAS BEEN NOTIFIED.)
	6.  SQUADRON S-2 AS WELL AS 1ST MAW G-2 HAVE/HAVE NOT BEEN NOTIFIED OF THE INCIDENT.
	7.  INCIDENT IS CURRENTLY UNDER INVESTIGATION BY CO SQUADRON.  ANY OTHER INFORMATION THAT IS PERTINENT TO THE INCIDENT.//
	APPENDIX 9 – CRASH SITE SECURITY GUIDANCE
	1.  GENERAL.  THIS PROVIDES GENERAL GUIDANCE FOR CRASH SITE SECURITY FOR THE AIRCRAFT MISHAP INVESTIGATION TEAM.
	2.  ACTION.  THE SECURITY OF A CRASH SITE IS A PRIMARY FACTOR IN THE PRESERVATION OF EVIDENCE FOR A MISHAP INVESTIGATION.  UPON NOTIFICATION OF AN AIRCRAFT ACCIDENT, THE DOSS AND/OR MEMBERS OF THE AIRCRAFT MISHAP BOARD WILL TAKE IMMEDIATE MEASURES TO ...
	3.  MISHAP SECURITY:
	A.  NOTIFY SECURITY AND HAVE SENTRIES POSTED ABOUT THE AREA.  ROPE BARRIERS AND GUARDS SHOULD BE UTILIZED IN SECURING THE AREA.  THE SQUADRON MAY HAVE TO SUPPLEMENT OR RELIEVE THE SECURITY GUARD.
	B.  NO INDIVIDUAL WILL HAMPER CRASH AND RESCUE OPERATIONS IN ORDER TO SECURE THE AREA.
	C.  AFTER THE CRASH AND RESCUE OPERATIONS ARE COMPLETED, THE SENIOR MEMBER OF THE AMB IS RESPONSIBLE FOR THE SECURITY OF THE AREA.  INDIVIDUALS WILL NOT BE ALLOWED TO ENTER THE AREA UNLESS APPROVED BY THE SENIOR MEMBER OF THE AMB.
	D.  MEMBERS OF THE PRESS SHOULD BE ALLOWED TO ENTER THE AREA ONLY IF UNDER ESCORT.
	E.  EXCEPT FOR HUMANITARIAN, OPERATIONAL, OR EMERGENCY REASONS, THE SENIOR MEMBER WILL NOT ALLOW THE REMOVAL OF WRECKAGE UNTIL THE AMB HAS OBTAINED ALL AVAILABLE EVIDENCE.
	4.  ORDERS FOR SENTRIES
	A.  SENTRIES ASSIGNED TO GUARD THE SCENE OF AN AIRCRAFT ACCIDENT WILL BE GOVERNED IN THEIR CONDUCT BY THE GENERAL ORDERS FOR SENTRIES AND ALL SPECIAL INSTRUCTIONS ISSUED BY HIGHER AUTHORITY.
	B.  SENTRIES WILL BE BRIEFED ON THE FOLLOWING ITEMS PRIOR TO POSTING AT THE MISHAP SCENE.
	I.  THE PRIMARY FUNCTION OF THE SENTRY IS TO SAFEGUARD LIFE AND PROPERTY, PRESERVE THE WRECKAGE AND PREVENT ABUSE OF CIVIL PROPERTY.
	II.  ALLOW ONLY AUTHORIZED REPRESENTATIVES OF THE PRESS ACCESS TO THE ACCIDENT SCENE.  THIS ACCESS WILL BE GRANTED ONLY AFTER IT HAS BEEN DETERMINED THAT NO DANGER TO LIFE EXISTS FROM FIRE OR EXPLOSION OF THE WRECKAGE.
	III.  RECORD THE NAME, ADDRESS, AND TELEPHONE NUMBER OF ANY WITNESS TO THE ACCIDENT AND PRESENT THIS INFORMATION TO THE SENIOR MEMBER OF THE AMB.
	IV.  ENSURE THAT NO PORTION OF THE WRECKAGE IS DISTURBED OR REMOVED UNLESS AUTHORIZED BY THE SENIOR MEMBER OF THE AMB.  TAKE ALL PRECAUTIONS TO PREVENT ALTERATION OF ANY GROUND MARKS MADE BY THE AIRCRAFT.
	V.  REFER ALL GENERAL PUBLIC AND NEWS MEDIA INQUIRIES CONCERNING THE ACCIDENT TO THE PAO.
	H.  NO VIOLENCE SHALL BE USED IN THE PERFORMANCE OF THESE DUTIES.  IF PERSUASION IS UNSUCCESSFUL, ATTEMPT TO DISCOVER NAMES, ADDRESSES, DESCRIPTIONS AND/OR AUTOMOBILE LICENSE OF INDIVIDUALS TAMPERING WITH THE WRECKAGE AND PRESENT THESE TO THE SENI...
	5.  SITE HAZARDS:
	CH-53E:   JP-5/8 FUEL: 977 MAIN W/ 1300 GAL AUX.
	CARTRIDGE ACTIVATED DEVICES
	FIRE BOTTLES
	AUX TANK JETTISON SYSTEM
	UTILITY HOIST SHEAR SYSTEM
	SINGLE POINT HOOK SHEAR SYSTEM
	PRESSURIZED ACCUMULATORS
	CHAFF/FLARES
	ROUNDS: .50 CAL
	OTHER HAZARDS:
	STRONTIUM 90 (RADIOACTIVE MATERIAL, 7X IBIS, 1X IBIS
	DETECTOR, 1X ICE DETECTOR (NO MORE THAN
	500MICROCURIES PER RADIATION SOURCE)
	APPENDIX 10 – FAA MESSAGE FORMAT
	FM ENTER YOUR SQUADRON
	TO FAA WASHINGTON NATIONAL HQ(UC)
	CHOOSE ONE OF THE FOLLOWING AS APPLICABLE:
	FAA ALASKAN RGN OPS CTR(UC)
	FAA CENTRAL RGN OPS CTR(UC)
	FAA EASTERN RGN OPS CTR(UC)
	FAA GREAT LAKES RGN OPS CTR(UC)
	FAA NEW ENGLAND RGN OPS CTR(UC)
	FAA NORTHWEST MOUNTAIN RGN OPS(UC)
	FAA SOUTHERN RGN OPS CTR(UC)
	FAA SOUTHWEST RGN OPS CTR(UC)
	FAA WESTERN PACIFIC RGN OPS CTR(UC)
	CC CNO WASHINGTON DC(UC)
	CMC WASHINGTON DC(UC)
	CMC WASHINGTON DC SD(UC)
	CMC WASHINGTON DC AVN(UC)
	COMMARFORPAC(UC)
	COMMARFORPAC SAFETY(UC)
	CG THIRD MAW(UC)
	CG THIRD MAW DOSS(UC)
	CO MAG ??(UC)
	BT
	UNCLAS FOUO//NO3750//
	RMKS//1. SUBJ: AIRCRAFT MISHAP INVOLVING FAA FUNCTION
	A. (DATE/LOCAL TIME/TIME ZONE OF ACCIDENT)
	B. (LOCATION OF ACCIDENT SCENE, GIVE NM DISTANCE
	AND MAG DIRECTION FROM NEAREST MILITARY BASE
	OR PROMINENT GEOGRAPHICAL LOCATION, OTHERWISE
	USE LAT/LONG)
	C.  (ENTER AIRCRAFT TYPE, I.E. F/A-18C, CH-46E), (BUNO)
	D.  (ENTER SQUADRON)
	E.  (LAST DEPARTURE BASE OF AIRCRAFT)
	F.  (TYPE OF ATC CLEARANCE)
	G.  (AIRCAFT DESTINATION)
	H.  (LAST KNOWN POSITION IN FLIGHT/RADIO CONTACT)
	I.  (SECURITY CLASSIFICATION OF ACCIDENT)
	J.  (RADIOACTIVE MATERIAL ON BOARD) NONE
	K.  (DESCRIBE HOW ACCIDENT OCCURRED.  INDICATE
	MANEUVERS BEING PERFORMED BY THE AIRCRAFT)
	L.  (IDENTIFY FAA FUNCTION POSSIBLY INVOLVED)
	M.  (STATE WHETHER OTHER INVESTIGATIONS ARE GOING TO   BE CONDUCTED)
	N.  FOR FURTHER INFO CONTACT CAPT ????,
	DSN (ENTER PHONE NUMBER), COMM (ENTER PHONE NUMBER).
	APPENDIX 11 –8 DAY BACK BRIEF TEMPLATE
	Mishap 8 Day Back Brief
	1.  Review of Mishap:
	Who:
	What:
	When:
	Where:
	Why:
	2.  What Do We Know?
	Narrative:
	● On...
	Injuries:
	● Rank name sustained...
	Weather:
	Command Involvement:
	Press Interest:
	JAG Status:
	Safety Investigation:
	Marine’s Information:
	Age:
	Rank:
	MOS:
	Enlistment date:
	Hometown:
	3.  What We Don’t Know:
	● The Safety Department...
	4.  Way Ahead:
	● The units involvement with the family...
	5.  Safety Report Summary:
	Causal Factors of the Mishap:
	Recommendations:
	6.  Lessons Learned:
	● The...
	7.  Families and CACO Issues:
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