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June 16, 2022 

 

To Whom It May Concern, 

 

On Saturday June 11, 2022 I had a former Navy buddy, Bob, visiting from Rhode Island and staying with 

us.  Bob and I had originally planned on spending the day in Friday Harbor with my wife.  After obtaining 

several weather briefings, both the day before and the day of, I questioned the weather in the North 

Sound and decided to cancel the flight. Later in the day, the forecast improved, but our flying window 

had already shortened significantly.  

 

I decided to plan a local-area flight to do some Seattle area sightseeing in the air (flight seeing). I 

planned a flight that would take us from the Auburn airport over Northeast Tacoma, Vashon Island, the 

Bremerton area (as this is where my friend and I were stationed together), the Seattle harbor over Elliot 

Bay, Puget Sound, Lake Washington, Lake Sammamish, and then returning to our home airport of 

Auburn, WA. I estimated that this flight would take a little over an hour. I planned a cruise power setting 

of 19 inches manifold pressure and 2200 RPMs to be able to maintain a reasonable speed for flight 

seeing. I obtained a final weather briefing while at home through ForeFlight. In the briefing, I became 

aware of a TFR over downtown Seattle that was going to go into effect at 6:10 PM. I knew this would 

have an impact on my flight plan, so we decided to takeoff earlier. There were no weather advisories or 

Notams that would affect our flight. 

 

While driving to the airport, I had a conversation with Bob about the seriousness of flight, emphasizing it 

is very unforgiving and I needed to put on my game face. Bob understood what I said, and his demeanor 

changed. After arriving at the airport, I began my normal preflight evolutions. I reviewed the aircraft use 

log to confirm the status of the fuel, and then I proceeded with my preflight duties, including visually 

confirming the fuel and adding a quart of oil. After pulling the aircraft out of the hanger, I conducted my 

preflight briefing with my passenger confirming what his duties would be and the operation of the door. 

As part of the passenger briefing, I also said, “In the event that we have an emergency and have to 

perform an off-field landing, open the door prior to impact.” I got into the cabin, and after I was 

situated, I instructed the passenger to get into the cabin. After verifying the passenger was harnessed 

correctly, I asked the passenger to verify his seat was locked on the track and that in the event his seat 

slid back to NOT grab for the controls. I then sumped all four tanks through the drain system. After that, 
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I initiated the engine-start procedure. The passenger was shocked I was starting the engine with the 

door still open. I told him we would keep the door open until just before takeoff because it was over 70 

degrees, and we would keep the door open until takeoff. Next I performed the pretaxi checklist 

procedure and taxied to the runup area associated with Runway 16, which was in use that afternoon. I 

then followed the checklist procedure and performed a runup. There were no anomalies. I then 

performed the pre-takeoff checklist for a zero-flap takeoff, verifying I was taking off on the left main 

tank. As we began to taxi to the hold-short line, the passenger reminded me the door was open. We 

ensured the door was closed while holding short of the hold-short line. A normal take off was then 

performed.  

 

While on the climb out, the passenger informed me that he had heard a pop, and he thought the door 

had opened. I glanced over to my right and saw that the upper latch was still latched, but indeed, the 

lower latch had sprung open. I thanked him for pointing that out and told him we would be returning to 

the airport to properly secure the door. I performed a normal pattern, landed the aircraft, backtaxied, 

stopped on the taxiway and ensured the door was secure. We performed another normal takeoff and 

climb out and executed the aforementioned flight plan.  

 

During the flight, I communicated with Boeing Tower to get clearance through their airspace to perform 

the harbor tour. I was able to fly two circuits around Elliot Bay when Boeing Field advised me the TFR 

was going to go into effect in three minutes. I thanked Boeing Field and advised them I was clear to the 

north. I continued to execute my flight plan and while overflying Lake Sammamish, I anticipated the end 

of the flight. After climbing to a higher altitude, I decided to switch to the fullest tank, which was my 

right main. I performed the procedure with no anomalies. This was the beginning of my prelanding 

procedure. Due to the speed of the airplane and complexity of the airspace I was about to fly through, I 

wanted to make sure I was ahead of airplane. I then obtained a clearance from Renton Tower to 

proceed southbound through their airspace, remaining one mile east of the 405.  

 

After being released from Renton’s airspace, I tuned to Auburn’s CTAF and discovered that Runway 16 

was still in use. I was planning for a straight-in landing, traffic permitting, as this would be a much more 

stabilized approach. I performed the prelanding checklist and extended the landing gear about five miles 

out. Once the gear was extended, I reduced my power below 15 inches of manifold pressure and began 
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slowing the aircraft, and, as part of my repetitive GUMPS litany, I slowly advanced the propeller lever 

forward. Shortly after I did this, I experienced a total loss of power.  

 

At that point, I immediately reached down to switch fuel  tanks. As soon as I switched to the left tank, I 

knew I was switching to the emptier tank and switched quickly back to the right. Almost simultaneously, 

the power came back up for a brief moment. After I realized the power was not coming back, I tried to 

perform the mental math of my position relative to Runway 16 and determined that due to the power 

lines at the north end of the field and the higher-than-normal descent path I would not be making the 

runway. I began a gentle lefthand descending turn toward one of the few open areas I had previously 

identified. I wanted to get the airplane away from any people or property. While flying directly to the 

open field, I made sure I maintained my defined minimal maneuvering speed and focused on the landing 

zone. I considered whether retract the landing gear back or maintain my current configuration. I was not 

able to determine the condition of the landing zone, so I decided to keep my current configuration. I 

realized that there were power lines in my flight path. While approaching the power lines on short final, 

I gently pulled back to ensure I would clear those lands. I then immediately pitched down to maintain 

airspeed.  

 

The aircraft touched down, and while rolling on very bumpy terrain, proceeded down the field and hit 

an earthen berm that was approximately three feet high. This impact was quite violent and spun the 

aircraft counterclockwise 90 degrees from its flightpath. I secured the master switch and placed the fuel 

selector control to the off position. My passenger sat frozen in his seat, and I said, “Bob, you gotta open 

the door. We gotta get out of here.” We then proceeded to egress the aircraft where I notified 

emergency services.  

 

EMS and the police arrived. They evaluated my passenger and myself and determined we were stable 

and ambulatory. At this point, due to being in shock, I do not remember the exact sequence of events. I 

do know I visually check the fuel in the main tanks. I could not visually see fuel in the left main, but the 

right main had plenty of fuel. I spoke to the FAA, NTSB, my LLC partner/instructor/friend (Freddy), and 

my wife. Freddy and my wife had arrived at the crash scene. At one point, Freddy asked if I noticed the 

fuel pressure upon landing. Due to task saturation, I said, “No.” I was seated in the cabin removing the 

radios (on NTSB advisement), and I knew I would not sleep if I didn’t check the fuel pressure. I powered 

the aircraft up, put the fuel selector on the right main tank, and ran the electric fuel pump. The pump 
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cavitated for an extended period before the fuel pressure came up. During this time, I heard the landing 

gear motor continue to run, causing me to pull the breaker. At this point Freddy advised me that I 

should not change the configuration of the airplane and we shut the airplane down. We took the radios 

and went home for the night. I was uncomfortable leaving the airplane unsecured. I came back the next 

day and removed the GPS, compass, and audio panel. The aircraft did not appear to have been 

disturbed. 

 

Post-accident, I was concerned about the chain of custody of the aircraft. It sat in a field surrounded by 

homeless camps for 48 hours. After recovery, it was placed in an open hanger. I hope these factors do 

not impede the investigation as I want to know the cause of the engine failure of the aircraft.  
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Additional N7482P NTSB questions 06/23/2022 

 

 

1. Please explain in detail your fuel management plan for the accident flight. 
a. I planned on a one-hour flight with a conservative estimate of 15 gal/hr. The 

estimated fuel consumption for the power setting I’d planned to fly – 19.2 inches of 
manifold pressure and 2200 RPMs with mixture full rich – is published at less than 
11.5 gal/hr. I checked the flight logs and saw who flew the plane last, and I saw the 
plane had been topped off on the previous flight in Port Angeles. I visually checked all 
tanks and they appeared to be equally full. I planned to takeoff and fly on one tank 
(left main) and land on the fullest (right main) tank. 

2. Why didn’t you switch to another tank during the flight? It appears you were using one tank for 
most of the flight. 

a. I planned to switch to the best (right main) tank during the approach phase, prior to 
the prelanding checklist.  

3. Were the left and right main tanks the only ones selected in flight? If so did you start with the 
left tank and then switch to the right before landing? 

a. Yes, the left and right main tanks were the only ones selected in flight. 
b. Yes, I started the flight with left main tank and switched to right main tank during my 

approach phase prior to the prelanding checklist. 
4. Was there any attempt to use the aux tanks during the flight? 

a. No 
5. What is your normal fuel management practice during flights?  

a. It is dependent on the length of the flight. On a short-area flight, I will fly on the main 
tanks. On a longer cross-country, I utilize all four tanks. I start by taking off on a main 
tank, I cycle through the aux tanks at cruise altitude, and I land on the opposite main 
tank from takeoff. 

6. How often would you switch tanks during cross country flights? Every 20 minutes, etc? 
a. Every 30 minutes, and I monitor the clock to know when I need to switch tanks. 

7. What items were moved after the aircraft came to a stop? Fuel levers etc… 
a. I turned the master switch and the fuel selector to off. As in my original statement, 

after being asked by my partner what the fuel pressure reading was on the final 
descent, I became intrigued by the notion and reactivated the master switch, selected 
my right main tank, and turned the fuel pump on. The pump caveated for a significant 
period and eventually obtained proper pressure. Simultaneously, my partner informed 
me that I shouldn’t be changing any switch or control configuration in the aircraft as it 
could impede the investigation. I immediately turned the boost pump and master 
switch off and put the fuel selector in the off position. After that, under the 
advisement of the NTSB, we removed the radios and navigational equipment from the 
aircraft. 

8. Does your passenger remember what you moved during the emergency landing? 
a. Not to my current knowledge. He has no experience in General Aviation aircraft. This 

was his first flight. I am querying him for another statement. 
*See attached statement, dated 6/24/2022 – (Passenger Updated statement 06-24-2022) 

 

Joseph J Gryniuk Jr.
06/24/2022
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