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Once on the ground at KLNA I decided to go buy fuel at Okeechobee airport (KOBE). I 
verified visually the fuel levels in each tank, which was approximately 8 gallons in the left 
wing and 9 gallons in the right wing. I also checked oil level. 
 
I judged this quantity of fuel to be insufficient to accomplish the flight from KLNA to 
KOBE and have a good reserve once I reach the airport at KOBE. Therefore, I decided to 
purchase 10 gallons of 100 LL gasoline at the self-serve at KLNA. This gave me a total 
onboard fuel of 27 gallons. All of the purchased 10 gallons of fuel were put in the right 
wing. 
 
I started the airplane with the fuel selector on the right wing since it was the fullest wing for 
takeoff. I taxied uneventfully to runway 04 after checking the local weather for the most 
favorable runway. 
 
I began my takeoff run using maximum allowable power which on this airplane is 36 inches 
of manifold and 2700 of RPM. The airplane behaved normally for the entire ground run with 
the usual turbo boost kick come in around 30 inches of manifold. The airplane rotated 
normally at 80 kts and started climbing normally. The gear was retracted once there was no 
more runway available on the climb. The flaps were retracted at 300 feet. after reaching an 
air speed of approximately 90 kts and 300 feet of altitude. I then proceeded to reduce power 
to maximum continuous power for that airplane. This maximum continuous power on this 
particular airplane is 33 inches of manifold and 2575 RPM, which usually produces 
approximately 700fpm climb. 
 
When I did this power adjustment in the usual manner, the Engine seemed to lose a lot more 
power than usual. I proceeded to put all Engine control levers full forward, verified that the 
electric fuel booster pump was still on and verify that my fuel selector was still on fullest 
tank.  
 
These immediate actions failed to restore power which was ever decreasing rapidly. There 
was no roughness in the way the engine was turning but no power was being created. I 
attempted to lean the mixture in case of turbo failure. This provided me with approximately 
three seconds of very poor return of transient power before the engine quit completely with 
the propeller wind milling. I put the mixture level full forward again 
 
At that point I was already in a glide looking straight ahead at my options. This airplane 
model has a sink rate of approximately 1600 ft./min. engine out. Being now at less than 300 
feet AGL, hence less than 13 Seconds prepare for forced landing. 
 
I had very limited options at the time. Because of the axis of the runway, John Prince Park 
seemed to be the least populated and best option when compared to streets. The lake had 
several boats on it.  
 
Maintaining control of the aircraft and glide speed I proceeded to an area which had two 
contiguous parking lots that seemed suitable. However, there were a few cars parked in 
these parking lots and some trees were obscuring potentially more cars. I could not 



 3 

determine if people were in the parking lot or if kids were playing there. Immediately to the 
east of the parking lot was a short segment of straight road which ended in a dead end, 
before the lake. I was able to determine from the air that there was nobody on that road. 
Although it seemed very short it was the best option to avoid casualties on the ground. I 
selected that short segment of road and stuck to this plan.  
 
In the axis of the final stretch of the road or two trees in the area of my estimated 
touchdown. However, I was making every effort to maintain control of the aircraft at the 
lowest control speed possible before the impact since the road was so short. 
 
My glide lead me to graze the top of those two trees which obscured my windshield. I was 
unable to clearly see the ground in order to do my touchdown flare properly.  
 
I impacted to the ground just short of the road and slid down the asphalt road to come to a 
complete stop on the guard rail before the lake at the end of the road. At that point I was 
experiencing severe pain in my back. 
 
Once the airplane stopped, my only goal was to get away from the wreckage as quickly as 
possible. I undid my seatbelt and unlatched the door of the cockpit and tried to open it. The 
fuselage had bent and despite the open latches the door would not open. I proceeded to ram 
the door with my left shoulder and head. 
 
On the third attempt the door slammed open. An intense smell of gasoline was present, and i 
could see a fountain of gasoline gushing from the leading edge of the right wing as I was 
able to crawl the entire length of the right wing into the grass and I continued for 
approximately 75 feet in case a fire emerged. 
 
No fire ensued and fire/rescue were  on the scene within minutes. Realizing that I did not 
have the time to secure the engine and electrical components of the aircraft, I directed the 
firemen at the scene as to how to safely shut the magneto and cut electrical current in the 
aircraft to prevent fire.  
 
I was transported to St. Mary’s Medical Center where I was diagnosed with T11 T12 
vertebral body fractures. This concludes the synopsis of the events surrounding the forced 
landing of N39628 on October 23, 2022 at 4:09 PM. I am now in possession of all logbooks 
pertaining to the aircraft, available for your review. 
 
 
Christian F Rouleau DMD, MD 
Sent from my iPhone 
 
Examination of the aircraft and maintenance issue:  
Aircraft impact tree and wooden fencing before impacting pavement coming to a stop 
against a guard rail. Left main landing gear sheared off and right-wing tip fairing tearing off 
on impact with pavement. Right wing fuel tank ruptured, wing spar damaged, flap and 
aileron damaged. Right wing skin and internal rib structure sustain warping and wrinkling.  






