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None that would affect this flight or had any impact with the accident



Upon off-field touchdown landing gear collapsed, prop strike.  Post landing fire consumed the aircraft despite efforts to extnguish it with the 
on-board fire extinguisher.

-Purpose of flight was to return Mr. aughter to Provo Utah where she is a student and to provide Mr. some familiarization
experience with the Cirrus (he is doing his flight training and solo flights in another model of aircraft)
-Aircraft was preflighted within 30 minutes of departure and aircraft was topped off with LL100 immediately before departure- self serve
-Runup required that the left magneto side be cleared with desired results- magneto check was then completed two additional times to
ensure proper performance with results within checklist specifications and smooth engine operation. All preflight, runup, and before
take-off checklists were completed with each step being checked off in the MFD electronic checklists
-Take-off run was to the normal Vr of 71 kts for rotation with me shadowing and talking Mr. through the takeoff process
-After rotation and reaching 100 to 200 ft agl, it became obvious that the aircraft was not ac ating and climbing as expected
-I told Mr. I had the aircraft controls at that point and took control of the aircraft.
- There we o engine sound abnormals that I could hear, but the aircraft would not climb more than to approx 200' agl nor would it
accelerate any more than 70 kts even in trying to maintain level flight
- There is a large subdivision about 1/2 mile off the departure end of runway 19 and the airplane was able to maintain the 200' agl until
were past it. There was no consideration to turn back to SGU at this time due to our low altitude. The terrain in the direction of our flight
path (south-southwest) was rising and I realized we would not clear it if we continued. Once past the houses we started a slow turn to the
left to avoid the terrain. There was also rising terrain to the east,so keeping it in the low terrain area was critical.
-At this time I attempted to cycle the mixture handle to approximately 1/2 and back, cycle the throttle in the same manner, and verify the
flaps were indeed at 50% per the take-of checklist. None of these efforts helped with the performance of the aircraft.
-As we made the slow turn thru an easterly heading, I thought there was a possibility we could make it back to SGU.
-However, the performance seem to deteriorate and the aircraft was in a slow descent. At this time our airspeed had degraded to 65 kts
and initial stall warnings were heard. I used pitch down control inputs to reduce the angle of attack and maintain no less than 65 knots.
-The aircraft continued its slow descent even with the throttle remaining at full power the entire time except for the quck cycle earlier.
-As we descended to the ground, I knew we were slow but still did a significant pitch up about 5' or so elevation. I believe because we
were slow the left wing dipped just before touchdown and contacted the ground first. Flight time was between 2 and 3 minutes.
-The aircraft seemed to slide forward and rotate to the left until we came to a stop. The impact and skidding to a stop seemed fairly smooth
and there was really no significant forward g forces. The seat belt airbags did not deploy.
-Once we came to a stop, I observed that there were flames and smoke coming from the front of the engine cowl in the propeller area.
-We all confirmed we were not injured and both doors were opened without issue and we evacuated the aircraft.
-The wings tanks were not ruptured and I returned to the aircraft and retrieved the fire extinguisher and used it to try and put out the fire.
The small extinguisher had some effect but was not able to extinguish the fire before it became empty even though the fire was isolated to
the front of the cowl and was relatively small at this time.
-Before leaving the aircraft I also quickly removed my flight bag, IPad, and headsets from the cabin.
- At this time, we all moved at least 200 yards from the aircraft, called 911, and waited for emergency personnel. The aircraft continued to

-One of the biggest lessons I learned from this experience was that because the engine was still running and there seemed to be partial
thrust, I believe my priority was to try to remain airborne long enough to make it back to the runway. This attitude put preparing for the off
field landing as secondary. I now believe the proper priority would have been to put as first priority the preparation for an off field landing. If
that was the case, I would have more fully concentrated on landing configuration preparation and airspeed consistency.



Inadequate thrust to continue climb above approximately 200' agl and gain airspeed

54.0

Both access doors operated without and issues and two occupants exited the left door and one the right door.

- I did not hear any unusual engine sounds, feel any vibration, or anything else that would indicate that the engine was not performing as it
should. On at least two occasions, I looked at the RPM and to the best of recolection it showed 2500. I also know that with previous flights
in the airplane, upon turning crosswind at the perscribed 95 knots climb speed once the flaps are up, the RPM many times would just barely
creep past 2700 and I would get a "RPM HIGH" CAS message and by reducing the power lever just a fraction, the RPM would reduce by
enough to go under 2700 and eliminate the message. So, even if the RPM was 2500, it was still 200 rpm lower than it normally performed
(even when in a climb) just trying to maintain level flight.
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