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from North Island Beaver control switched me to SoCal approach. I quickly switched to their frequency
and updated them on my situation. They updated my heading and attempted to give me a descent. I told
them that I was going to maintain 13 thousand feet until fairly close to the airfield as the bingo profile

Jed for a descent at 7 miles from the field. After talking to SoCal for a minute I was alerted to another
MASTER CAUTION alert with L BOOST LO caution. It came on for a second and then disappeared.
After a few seconds the MASTER CAUTION flashed again and the caution returned. After a second or
two the caution disappeared again. I updated base and told them of the flickering . BOOST LO caution.
I was not sure who was talking to me on the base frequency, but whoever it was copied the information I
had relayed. The L BOOST LO caution returned and remained on at this point. At this point I was about
20 miles to the south of North Island.

The next information I received from base told me that the decision had been made to recover me at
Miramar instead of North Island. I repeated the information to make sure that I had understood. They
replied in the affirmative saying that they wanted me to take a trap on runway 6R. I realized they wanted
me to trap in the opposite direction that we normally land in, and that they had indicated that I do so on
the 8,000 ft. runway. I asked if that was the runway they meant due to the fact that I would not be
utilizing the 12,000 ft of runway on 6L. They corrected themselves and confirmed that I would be
trapping on 6L. They also told me to go ahead and crank the right engine. I placed the crank switch to
the right and left it there for the rest of the flight. I was dividing my attention between base and SoCal at
this point due to the fact that I was approaching my descent point and the fact that the same solid cloud
layer that had been at the boat was over San Diego as well, preventing me from seeing anything of the city
or the airport. SoCal kept asking me if I wanted a descent, but base recommended that 1 hold off till
closer to 7 miles. I had brought up the Miramar tacan miles back and as soon as the decision to trap on
runway 6L had been made had put a course line of 060 through the tacan. Close to my descent point I
~onfirmed with base that I would not be making an idle, 250 kts descent, but instead would leave my left

rottle at 85% and descend close to 250 kts. I was about 10 miles away from the field with about 3000
Ibs of fuel. Itold SoCal I would begin my descent and they gave me a vector of about 050 to head
towards the end of the runway. Base told me to switch up paddles on 326.2. I switched up that
frequency, checked in, and immediately recognizevoice on the other end. I confirmed
with him that my gear was down and selected half flaps with my hook down. I saw that I was not coming
down as fast as I would like because the power on the left engine was still up fairly high which made it
difficult not to exceed the gear speed limit of 250 kts in the descent. I saw I was going to overshoot the
extended centerline of the runway with the course line I had run through the tacan. I told SoCal that I was
going to do a left 270 into the good engine to lose altitude, get below the cloud deck, and set myself up on
an extended centerline for the runway. SoCal copied and gave me a left turn to 050 and a descent down
to 2000 ft. I descended in the turn at about 240 kts. and went into the clouds at about 3500 ft. 1
concentrated on not overspeeding the gear or over banking the aircraft in the descent. 1 broke out of the
clouds around 2500 ft and realized I was still over the water just to the west of the shore. I was unfamiliar
with the sight picture for a straight-in landing on runway 6 as I had never done it before and it took me a
few moments to pick out familiar landmarks and orient myself. I finally saw the ruway and pointed my jet
towards the runway. I informed SoCal that I had the runway in sight and they quickly cleared me for the
straight-in approach to runway 6L. 1 thanked them and then began to try to talk tothe
WIONon station.

Initially I was having difficulty talking with thdue to his transmissions being garbled. I tried a
couple of times and then I heard tower come up and tell me that I was cleared for the arrested landing on
~mnway 6L. 1 then heard come up on the[20 frequency again informing to begin to slow
swards on-speed, but to possibly keep 1t a little fast. At this point I was descending at about 180 kts and
was about 5 miles away from the runway. I pulled the throttle back to 85% rpm and raised the nose a
little bit to initiate the aircraft slowing towards 140 kts. Once 1 did that I felt like I was not receiving the
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normal amount of thrust I should be receiving. I immediately pushed the left throttle back up to mil and
looked down at my engine instruments noting that the engine rpm was above 90 % and I was able to
maintain altitude. I then attempted to bring the left throttle back again to 85% and rotate towards

-speed. About a second or two after I did that I felt the aircraft performance degrade and noticed the
engine noise winding down. I looked down and saw that my left engine rpm was decreasing rapidly
through 63%. I moved the throttle forward as I cursed and noticed it didn't do anything. I am not sure,
but I may have brought the right engine to idle to try to initiate a start on the right engine due to the fact
that I was cranking it, but quickly realizing it was to no avail. I was about to transmit that I had lost my
left engine but my left generator dropped offline and I lost all my electrical power. Realizing that I only
had a few second before the plane became uncontrollable 1 looked down to see where I was. I saw that I
was over a significantly populated area and immediately looked for a place to attempt to set the plane
down that would not affect civilians. I saw a canyon off to my left and up ahead and put the aircraft into
a slight left bank. A second later I knew I had to get out. I pulled the nose up a little bit and then reached
down between my legs for the ejection handle.

I got myself into a good body and then initiated ejection. The canopy blew and then after what seemed
like an eternity I was ejected out of the aircraft. As I shot away from the aircraft I saw it pitch down and
left. I was then subjected to the violent opening of my parachute. After a second or two the canopy
opened successfully. Ilooked down to see where my plane had crashed and saw that it had gone right into
a house. I screamed in horror when I realized what had just happened. I looked for another second, but
then realized I had to figure out where I was going to land. I was floating towards the roof of a house and
pulled on the right riser to initiate a right turn towards the backyard. I saw that I was going to come down
on a vegatated hill where there was a large bush next to a small green building. I came to a rest in the
bush next to the building with my canopy caught in the top of the bush with me lying on my back on the
~ide of the hill. I realized I was not hurt and extracated myself from my parachute and the bush and

imbed down the hill, out the side gate of the house, and out into the street where 1 awaited the
authorities.

I attest that all events in this statement have been recalled to the best of my abilities.
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