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Lindberg Joshua

From: Scott Morris 
Sent: Wednesday, September 22, 2021 7:05 PM
To: Lindberg Joshua
Cc: @faa.gov; Rick Compton
Subject: Re: 9/16/2021 - Battle Creek, MI (BTL) N53GL Ground loop 2 POB, No Injuries

[CAUTION] This email originated from outside of the organization. Do not click any links or open attachments unless you recognize
the sender and know the content is safe.

Josh,

Find my written statement below. I will work on the report over the next two days.

I decided to buy a Great Lakes for recreational use. I have experience flying Great Lakes, but it was exclusively dual
aerobatics training, and the only takeoff/landing experience was incidental to the aerobatics training. KCHD experiences
almost no wind so I had minimal crosswind experience in the Great Lakes. My tailwheel training was in a PA18 Supercub,
and most of my flying hours are in Cirrus S22T.

I discussed my situation with Alex Skiba, sales at Waco, and we came up with a plan for me to spend three days training
with Richard (“Rick”) Compton, then I would fly the plane cross country solo to Phoenix. This training would far exceed
the 3 hours and 20 full stop landings that must be conducted under dual required by my insurance. The focus on the
training would be on crosswind landings and, to a lesser extent, navigation using the Aera 660.

I arrived at Waco’s facility at KBTL at 10AM on Wednesday Sept 15, 2021 (the day prior to the accident). I immediately
learned that Rick would not be available for training on Friday. I realized this likely meant I would not be able to fly solo
cross country over the weekend, but we decided to see how the day’s flying went. We discussed positive exchange of
controls prior to starting the engine for the first flight, and we were both familiar with the standard protocols.

The first flight was focused on stalls, slow flight, operating the instruments, etc. I performed well maneuvering the plane
in the air. On the second flight, we flew to KRMY to seek out crosswind for pattern work. I was not handling the ground
component of takeoffs or landings well. After completing the second flight, I made the decision to not fly the plane cross
country over the weekend and booked an airline flight back Friday Sept 17, 2021. Rick would fly the plane to my home
airport in a few weeks and give me three more days of dual training then. I also found a source of personal stress had
been effectively settled, so external factors appeared to be a non issue. On the third flight of the day, I performed much
better on takeoffs but was still performed poorly on landing and still hadn’t completed a landing without Rick taking
over the controls.

We noticed that the rear wheel had minimal steering authority, resulting in the need for a small amount of brake to
make S turns on the ground. We asked the mechanic to look at it and he adjusted it before we flew on the morning of
Thursday Sept 16, 2021. It is worth noting that my muscle memory was likely trained on the minimal tailwheel authority,
and this may be a contributing factor of the accident.

Our first flight on Sept 16, 2021 focused on low approaches in crosswind over KBTL. We noted that the tailwheel had
substantially more authority during taxi and we did not need to use brakes for taxiing. I focused on learning the right
sight picture for low approach over the nose of the Great Lakes, which was very different from the PA18 SuperCub I had
learned in. I only made two attempts at landing during this flight. The first one was an initially well executed wheel
landing but I lost control before the tailwheel touched down so Rick took the controls and executed a go around. The
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second attempt at a wheel landing resulted in a bounce so Rick took over and executed a go around. The final landing of
the flight was conducted by Rick. It should be noted that during this flight, I did not handle the plane with the tailwheel
steering at any speed above taxi.

On the final flight (Sept 16), we decided that I would be flying three point landings in crosswind. I still had not met the
dual requirements for insurance and Rick was in the front seat running the radios and I was at the controls. We observed
a quartering crosswind from the left. I requested that Rick give me some time to correct my approach before giving
feedback (his feedback was typically about being too fast or not aligned on centerline). The Foreflight GPS tracklog
confirms that on the first and only pattern, I executed a decently stable approach. I stayed fairly well aligned with the
centerline and descended quickly to glideslope then gave more power as I dipped slightly below glideslope. The flight
was recorded by the GPS in my phone using ForeFlight and it estimated my speed at the threshold was approximately 74
knots (to the best of my memory, I was about 80 mph). This speed is slightly faster than the target of 75mph but not
excessively. I kept the plane at ~75mph to stabilize the low approach then cut power. The three point touchdown
seemed good (Rick later mentioned that the Oleo strut may have absorbed a lot of the impact so it seemed less severe
than it was). We touched down just before taxiway E, and the speeds recorded before touchdown by Foreflight was
56kts and the first speed recorded after touchdown was 48 knots (based on my best estimation viewing Foreflight GPS
logs; the published stall speed is 57mph/50kts).

The landing initially seemed controlled, but the plane drifted to the right. Small, controlled rudder movements did not
bring the plane to centerline. I had experienced a similar scenario twice the previous day, but it that case it was
windvaning into a crosswind from the right (crosswind was from the left this time). The plane was out of control for my
current abilities and any control inputs were likely to make things worse. I told Rick “Take the controls” and briefly
loosened my grip on the controls but did not let go. At this point the Foreflight logs show the plane at 31 knots and
confirm the plane never left the runway on the right side. I did not hear a response, so I took a firm grip on the controls
and gave a large amount of left rudder. This left rudder input was likely calibrated to the previous day when the tail
wheel had minimal authority, resulting in an overcorrection to the left. At this point, the Foreflight logs show the plane
at 22kts. I gave full right rudder before the plane was aligned with the runway, but it did not appear to have any effect.
The plane yawed strongly to the left and then the right wing impacted the ground just as we were coming to a stop
slightly off the left side of the runway. Rick radioed tower and informed them of the situation, then we tried to continue
taxiing but were unable to. We normally exited the plane. We noted that the wind was now gusting from the left, and
unexpected windvane to the left may have contributed to the accident. We also noted that the right wheel was
damaged, including an approximately 4” crack where the rim interacts with the tire but the tire was still inflated. I
walked back to the Waco building and Rick worked with other Waco personnel to transport the plane back to the
hanger.

On Sep 22, 2021, at 2:46 PM, Lindberg Joshua wrote:

Hi Scott,

Thanks for speaking with me today about this accident. As discussed, please provide your 2 page written
statement and complete the attached NTSB Accident Report Form.

Respectfully,

Josh Lindberg
Air Safety Investigator
National Transportation Safety Board
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From: Rick Compton >
Sent: Friday, September 17, 2021 9:05 AM
To: Folkerts Michael @faa.gov
Cc: Victor Grahn >; Joseph Newman

Subject: N53GL damage at KBTL

[CAUTION] This email originated from outside of the organization. Do not click any links or open attachments
unless you recognize the sender and know the content is safe.
Hello Everyone,

Please see attached photos of the damage to 53GL. It was determined by the Centennial Repair Station
team that the rear spar of the lower right wing was cracked (photo of crack included). Additional photos
show that the lower right aileron was bent, and the spar is possibly bent as well (the Centennial team
has not removed the fabric of the aileron at this point).

According to my understanding of NTSB 830.2, this would constitute an accident, and thus a report
would need to be filed. As a reminder from our phone conversation, the aircraft is of tandem
configuration, and the person in the PIC seat was Scott Morris, with Richard Compton in the front seat.
Mr. Morris is appropriately rated for the aircraft, holds a valid tailwheel endorsement, has a current
flight review, and has logged prior time in the make and model of the aircraft (G2T1). The purpose of the
flight, according to the NTSB Accident report, would then appear to be PERSONAL, as Mr. Morris was
receiving additional proficiency training from Mr. Compton.

Based on these details, I have two questions:
1. Who would be responsible for filing the report? Should both pilots submit, or just Mr. Morris?
2. Can the Centennial Repair Station team continue disassembly and repair of the aircraft at this

time?

Thank you in advance for your time and insight.

Kind Regards,
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Rick Compton
Flight Operations and Avionics Manager

Main: +1 269.565.1000

WACO Aircraft Corporation | Centennial Aircraft Services
15955 South Airport Road
Battle Creek, MI 49015

Battle Creek Executive Airport (KBTL)
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CONFIDENTIALITY NOTICE - THIS E-MAIL TRANSMISSION MAY CONTAIN INFORMATION THAT IS 
PRIVILEGED, CONFIDENTIAL, PROPRIETARY, SUBJECT TO COPYRIGHT, AND/OR EXEMPT FROM 
DISCLOSURE UNDER APPLICABLE LAW. IT IS FOR THE USE OF INTENDED RECIPIENTS ONLY. If you are not 
an intended recipient of this message, please notify the original sender immediately by forwarding what you received 
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and then delete all copies of the correspondence and attachments from your computer system. Any use, distribution, 
or disclosure of this message by unintended recipients is not authorized and may be unlawful.<6120 Fillable
(2).pdf>




