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          I rented the airplane from the Elite Aviation FBO at the Vance Brand airport (KLMO).  The airplane had about 20 gallons on board initially (during the 
walk around), as indicated by the gauges in the cockpit; approx 10 gallons per wing.   I had the FBO add another 30 gallons to the airplane, 15 gallons per 
side.  So we had approximately 25 gallons per wing on board at take off.  I figured this to comfortably be 2.5 hours of fuel at our expected power setting for a 
1 hour and 15 min flight. The fuel gauges after fueling showed closer to 35 gallons in the left wing and 25 in the right wing after fueling.   We had three 
people on board;  my son Ted and I in the front, and my wife Pam in the 2nd row.  We had shoulder harnesses in the front but only lap belts in the back.
          We took off from KLMO sometime around 11:45 AM (my estimate) and flew north of Longmont for about 15 minutes at cruise power, doing 360 turns 
left and right to let Ted get a feel for the airplane.  We had selected the left wing tank as it was the fullest tank.  We then flew west of Longmont to avoid the 
parachute drop zone, over the top of Rocky Mountain Metro airport (KBJC), turned south and descended below the corner of the class B airspace and turned 
toward KCOS.  At about 22 miles (estimated) north of KCOS we observed two aircraft performing aerobatics at our altitude so we deviated east and had our 
attention on them, trying to keep them in sight, as we passed the area.
          I listened to the ATIS information for KCOS and then contacted Colorado Springs approach with our position 18.5 (as I recall) miles north and stated 
our intention to land.  I was given a squawk code.  I read back and entered the code and they confirmed that they had radar contact.  They asked for our 
altitude which was 9400' as I recall.  We were instructed to maintain VFR at or above 9500' and were given an advisoryfor traffice immediately below us.  We 
initiated a climb to 9500' and confirmed the altitude restriction while looking for the traffic when the engine lost power.
After a short delay, I informed approach that we were unable to maintain 9500' due to some engine trouble.  I switched from the left fuel tank to the right fuel 
tank and turned the aux boost pump on.  The engine power came back and seemed to be running.  I informed approach that we thought we had the issue 
resolved and started climbing.   We were handed off to KCOS tower and checked in.  Ted was manipulating the flight controls and I had been handling the 
radios and managing the engine power until this point.   They gave us landing clearance for a straight in approach to 17R.  They reported that they had the 
emergency equipment standing by as a precaution. 
          I started to configure the airplane for a nice, long, stabilized straight-in approach and put the gear down.  Shortly after the gear was down, we lost 
engine power again.  The fuel flow shown on the JPI engine monitor showed zero.  The fuel pressure guage was unsteady.  After several attempts to restart 
by adjusting the mixture, I took the flight controls, reprioritized the restart efforts to focus on finding a place to put the airplane down that would avoid injury to 
us in the plane, and people on the ground.   I intended to return to the engine once a suitable landing spot was identified. There were not any really attractive 
options and I never got back to the engine recovery efforts.
          North Powers Drive looked good except that there was way to much traffic for it to be safely usable.  The next N/S road to the east also looked good 
except again too much traffic and too many street light poles.  To our east (left side) was Sand Creek, with a dirt path on the west side of the embankment.  I 
considered putting the plane there but could not get down to it quickly enough and the heading would have put us on course with Sonic Burger if we 
overshot.  I thought I might be able to make a turn to the east-south-east to land on Constitution, but at that point the airplane was too low and too slow for a 
turn.  I put down full flaps and ballooned the plane over the embankment on the north side of Constitution to avoid hitting the north side embankment.  We 
landed hard on the gear, in the west bound lanes of Constitution and bounced over the median, landing again in the east bound lanes.  We rolled forward 
nose first and hit the guard rail on the south side of Constitution at about a 70 degree angle.  The airplane somehow flipped tail up, over and rotated 180 
degrees.  The nose ended pointing up the embankment on south side of Constitution.   We shut off the fuel selector and electrical switches.  Ted and I 
helped Pam climb out of the back seat and we all cleared the aircraft with the help of people on the ground.  I could smell fuel and so I yelled for everyone to 
clear the a/c area as fast as possible because of the fire hazard.

          At this point I am not sure what the problem was that caused the 2nd power loss.  If I assume that the left tank actually ran dry, then carrying more fuel 
for the flight or switching the tanks sooner may have prevented the 1st power loss. This in itself was not an issue regardless, given the tank switch and boost 
pump recovered the power.

Having switched tanks and getting power back, it's not clear to me what this issue was that caused the 2nd power loss.  A quick glance at the JPI fuel flow 
guage showed zero fuel flow and the fuel pressure guage (steam guage) had unsteady fuel pressure. With the fuel aux pump on, mixture adjustments did not 
recover the engine.  It's not clear to me what caused the 2nd power loss nor how to have prevented it.
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