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Rumblings from the chair 

Colin Baines 
 
I consented to fill the gap while our Chairman is 
distracted by more pressing business, but only after 
having been chased several times around the airfield. 
Steve Barber’s contribution will avail you of some of the 
more sobering facts of financial life, but I will continue in 
a lighter vein.  
 
Winch Conversion. Having spent a year deliberating on 
the club fleet the committee came to the conclusion that, 
in view of the paucity of launches in the Astir, we could 
not justify buying another single-seater and that a decent 
two-seater was beyond our reach. Meanwhile, James 
Hunneman who has worked tirelessly to improve our 
equipment and keep it in good order, decided that he 
couldn’t face another English winter and departed for the 
Antipodes. Before doing so and with typical 
thoroughness, James undertook an appraisal of our 
equipment and published a detailed rationale for 
replacement winch options. Briefly, he recommended a 
Skylaunch modification for the green winch whereby 
there would be no further need to maintain a prime 
mover and recurrent difficulties with the paying in gear 
would be eliminated. An important part of the equation 
was the potential cost of improving the reliability of 
existing winches, were we to maintain the status quo. 
After careful consideration the Committee voted 
unanimously to support the recommendation. The 
reconditioned winch is due for delivery early in the New 
Year and we hope that it will start rewarding us with 
easier deployment and more and better launches 
throughout the year. 
 
Shalbourne Annual Festival. I have communicated 
with the organisers of the Shalbourne Annual Festival, 
which is programmed for the first weekend in July. As 
last year’s festival resulted in a £17 000 loss, this year’s 
event hangs tenuously on their ability to find a sponsor. 
However, they have agreed to try to organise the event 
so as to allow us to continue gliding operations. This will 
of course be with all due concern for safety. However, 
they are happy for us to be represented at the festival 
and to take advantage of the large gathering to ply our 
wares. I’m sure that Daren will dream up some ways to 
capitalise on the opportunity if it arises. 
 
Law - Criminal Records Bureau (CRB) checking. Now 
some more sobering news. In 2008 the "Safeguarding 

Vulnerable Groups Act 2006" becomes applicable. 
Having dug around I have found some evidence of  
 
 
 
 

 
 
 
BGA’s preparatory activities, but no related 
correspondence to clubs; so unless someone tells me 
differently it would seem to be yet another of their ‘best 
kept secrets’. In a nutshell any organisation that 
conducts activities involving minors or vulnerable adults 
‘on more than 3 days a month’ must be ‘approved’. 
Failing to do so renders the operator liable for 
prosecution. The principle requirement is for members 
involved with youngsters on the airfield to be ‘profiled’ by 
the CRB. An article in S&G Oct – Nov 2007 refers, but 
contains insufficient detail to be very useful. It would 
seem that as a minimum our instructors will need to be 
profiled. A few of us already have this in place and it is a 
fairly painless process involving completion of a short 
form; however, one can sympathise with those who 
resent this sort of intrusive bureaucracy and it has to be 
a matter left entirely up to the individual. In the meantime 
I will seek clarification of the easiest way to stay legal 
and continue to offer training to our young pilots. 
 
AGM. Details of the AGM are enclosed with this edition 
of Shalmag. Please try to attend as this will be a 
challenging year and we need your support to get 
through it.. 
 
Annual Prize Giving Dinner. This is on Saturday 12th 
January. If you haven’t already booked don’t delay as 
tickets are limited. Unfortunately the whereabouts of 
some of the trophies are unknown, so if you have one on 
the mantelpiece, (or temporarily down at Uncle’s) please 
return it to a committee member. 
 
New Secretary. And some late breaking news. Chris 
Bessent has volunteered to act as Club Secretary 
pending the election of officers at the AGM. Our thanks.  
 
Finally, Season’s Greetings to you all – keep the blue 
on top and the green below and good luck with your 
personal goals in the year to come. 
_____________________________________________ 
 
A student became lost during a solo cross-country flight. 
While attempting to locate the aircraft on radar, ATC 
asked, "What was your last known position?" 
Student: "When I was number one for takeoff 
_____________________________________________ 
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Bank angle 
Steve Barber 

 
Income. Well, as expected, income fell some £5000 
short of expenditure in the year ended 30 Sep 07.  The 
book loss will be even greater, due to writing off FDD to 
glue failure in the wings.   
 
Why we were short. Firstly, the weather was against us 
in June and July.  Secondly, although costs are rising, 
we did not increase fees last year.  In fact, we reduced 
membership to £30 and discontinued the trailer parking 
fee.  This was on the basis that we would finance the 
club by voluntary donations.  By and large, people have, 
as hoped, given as much as they would have paid if 
we’d retained the old scheme.  (The exceptions are 
down to disorganisation; no one has deliberately taken 
advantage).  The idea of course was that we would be 
able to reclaim tax.  The outcome is awaited, but in any 
case will not appear in the accounts until 2007-08.   
 
How much we need to be paying. Expenditure last 
year was £55000.  It will be higher this year, so for the 
sake of simplicity of arithmetic, let’s take a figure of 
£60000. Again for the sake of simplicity let’s say there 
will be 60 active members.  We don’t need a calculator 
to work out that this means we each have to bring in 
near enough £1000.  That amount is made up of your 
membership subscription, your flying fees, your 
donations and other income. On average, your own 
contribution is about £600, leaving £400 to be raised as 
“other income”. There is only one source of “other 
income”, namely Trial Lessons.  We almost made it last 
year, despite the almost total loss of June and July, but it 
was hard work with only a limited number of members 
being able to assist on TL evenings, due to work or 
having to travel too far.   
 
You can help. So ask yourself, did you bring in your 
share of other income last year? (If you helped with TL 
evenings you can count each evening as about £50 (say 
£300 total shared between 6 helpers) or £43 if you took 
your free launch.) If you think maybe you didn’t 
contribute your share, then you know what you can do 
about your donation. Volunteer workers, don’t feel guilty.  
If you have worked on the aircraft or equipment and 
saved us money, we appreciate it greatly and we don’t 
also expect you to bring in extra income. What it means 
is that those who don’t work on the kit have to bring in a 
bit more money to make up for those who contribute in 
services. 
 
Pay more. It is therefore inevitable that we will have to 
pay more.  If we continue at the current rate of deficit, 
we have three years before we start selling assets. That 
would be a slippery slope with little hope of recovery.  
 
So how will we increase income?  Raise fees?  Ask 
for larger donations? Or do more flying? It’s worth noting 
that over 80% of our costs are fixed (ie not proportional 

to the amount of flying), so trying to save yourself a few 
quid by not taking a launch doesn’t work.  We’ve still got 
to get the income.  So you have the choice: take a 
launch and pay for it, or don’t take a launch and still pay.  
There is little relationship between what it costs to run 
the club and how much flying we do, so it really is a 
good philosophy to “(a) pay money, and (b) come flying, 
but don’t try to relate (a) to (b)”.   
 
More launches. You might also like to consider how 
much you spend in petrol coming to the club – taking 
two launches instead of one probably only increases 
your day’s costs by about 30%, not 50%.  So take that 
second launch. 
 
Another advantage of being more enthusiastic and doing 
more flying is that the enthusiasm might rub off on other 
people – including Trial Lesson takers, who would then 
be more likely to return.  And maybe we wouldn’t have 
occasions when we have to cancel a TL because we 
can’t operate enough gliders (that’s what happens if only 
half a dozen members turn up to fly). 
 
The Green Winch project.   You might wonder why we 
decided to spend half our cash reserves when we are in 
a loss situation.  Well, we have to have a reliable winch 
(the winch brings in about 50% of our income, even 
leaving aside the fact that a winch-only club without a 
winch is rather pointless), and we were almost totally 
dependent on one person to ensure that the winches 
kept working.  Now that James has left, the risks were 
simply too great.  Even if he had stayed, it was unfair to 
expect him to almost single-handedly keep flying going.  
I doubt that many people realised how much time he 
spent at the club working on the equipment.  Before 
leaving us, James came up with a report, and 
recommendation to refurbish the green winch.  The 
Board voted unanimously to go ahead, because cost of 
having it done is not that much greater than the 
expected costs of keeping it going, and at the end of it, 
as well as the other advantages of reliability and 
reduced maintenance, we will have an asset with value. 
 
Duty teams. Why do we have duty teams? The idea of 
the duty team is not to state who will do all the work, not 
even to say who will turn up early and get the field ready 
so the rest can come later and fly.  The duty team is only 
supposed to be the core of the effort, and helps to make 
sure that there are essential people there (instructor/s 
and winch driver).  Everyone who wants to fly on a day 
should contribute to the effort, including arriving early or 
staying late. 
 
Are you on a duty team? Numbers are a bit thin.  At 
present, we don’t even have two instructors, a winch 
driver, and one other for each team. 
 
I try to maintain a list of who is on which team.  But not 
everyone’s name is on it.  Why not? Well, reasons I can 
think of are: “not an active member”; “other 
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commitments”; “only fly Wednesdays”; “can’t guarantee 
to get a lift to the club”;  “don’t want to commit”; “don’t 
bother turning up even when I’m on”.   
 
A couple of those aren’t really in the spirit of the 
operation of a members’ club.  But there’s no point in me 
putting a name down if it’s not going to mean anything, 
so I don’t.  If you could be on the list, please just add 
your name to the list in the caravan (adding to the 
smallest team). I’ll type it up from time to time and issue 
a revised copy. 
  
PS, if you can’t make your duty, please positively 
arrange a swap. Phone around and get a definite 
answer – putting a note on yahoo and hoping is not 
reliable enough. 
_____________________________________________ 
 
Tower: "Eastern 702, cleared for takeoff, contact 
Departure on frequency 124.7" 
Eastern 702: "Tower, Eastern 702 switching to 
Departure. By the way, after we lifted off we saw some 
kind of dead animal on the far end of the runway." 
Tower: "Continental 635, cleared for takeoff behind 
Eastern 702, contact Departure on frequency 124.7. Did 
you copy that report from Eastern 702?" 
BR Continental 635: "Continental 635, cleared for 
takeoff, roger; and yes, we copied Eastern . we've 
already notified our caterers." 
_____________________________________________ 
 

Cross Country Endorsement 
Chris Keeting 

 
Or in the words of a well known Hobbit, There and back 
again.  
 
On the weekend that included Saturday 14th July the 
Shalbourne Festival, Beer and Music Dept, was situated 
the field alongside the South eastern corner of the Rivar 
airfield. As a direct result of this we could not fly at home 
for the weekend and a decision was made to fly at 
Upavon as guests of the Wyvern Gliding Club. 
A further invitation was extended to those of us who 
were considering the Cross Country endorsement. A 
‘phone call to Carol Pike and I was committed. A further 
call was made to Roy Gaunt at Upavon and I was 
instructed to plan a route from Upavon to Oxford. 
The club Puchacz was de-rigged in preparation for the 
weekend away. 
 
The day arrived and more in hope than anticipation I 
drove to Rivar Hill accompanied by low cloud and rain. 
Upon my arrival I was greeted by the sight of James W. 
and the Roundout canteen bus plying the cold and 
soggy festival goers with bacon butties. Things did not 
look good. 
 
Trailers hitched the convoy set off for our destination. 
This was my first trip away from Home but had visited 

Upavon on Youtube and a satellite map site. This was a 
good way to get local bearings from a gliders point of 
view. 
 
With our glider rigged we were made welcome by the 
Wyvern Club members and watched the Club and 
A.T.C. gliders operating side by side. The field is divided 
lengthwise by an invisible line. The A.T.C. take off and 
fly left hand circuits, The Wyvern Club take off and fly 
right hand circuits. It all seems to work well for both 
groups. 
 
I made myself known to my Instructor, Roy Gaunt, and a 
decision was made to delay the briefing and flight until 
the cloud base had risen. This gave me the chance to 
see how the other half live. New winches, Range Rover 
cable retrieve vehicles a smart little tractor for glider 
retrieves, all aircraft (and trailers) in hangars and a 
double decker bus for launch point, briefings and 
refreshments. We can only dream!!!! 
 
Time crept on, gliders were staying up and the cloud 
base rose. It was time for us to have our briefing which 
covered our task and the airmanship that it entailed. This 
was a busy weekend with the R.I.A.T. at R.A.F. Fairford. 
 
Briefing over and it was time to extract the Motor Falk 
from the hangar and proceed to the launch/take off 
point. At this point not only was I entering an 
examination but flying an unfamiliar aircraft, side by side 
with the instructor and with a motor up front. I need not 
have worried, with a subtle prompt “Go on, get your wing 
stuck in.” I soon felt as if I was on annual checks. Roy 
certainly put me at ease. 
 
My early attempt to stay in a thermal was soon curtailed 
by a cut in power and the first field selection and 
approach. I chose a half cut field and all went according 
to plan, my plan at least, as we climbed away Roy 
pointed out two piles of cut crops that may have caught 
a wing tip and caused a ground loop and then pointed 
out two grass fields nearby that would have been a 
better choice. !!! I think that man knows every field and 
tree in this neck of the woods. 
 
We headed north and crossed the M4 between 
Membury and Hungerford heading towards Didcot. My 
next field landing demonstrated the difference in 
efficiency between spoilers and air brakes, spoilers lost 
as I found it hard to lose height and would have had to 
side slip to land at my appointed spot. There followed a 
series of uphill, crosswind and into wind landing that 
went a lot better. 
 
With Didcot just over the nose and a brisk tail wind Roy 
decided that it was time to return but stated “The 
weather has turned for the worse, we won’t get to 
Upavon, take me to Rivar Hill”. Power was cut to ‘Cirrus 
level’ and we tip toed back over Hungerford at an 
uncomfortable height, well certainly not the three 
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thousand feet that makes me comfortable. I pointed out 
the A338, Dove Farm and the end of the airfield before 
power was restored and once again we were Upavon 
bound. This time was not wasted but spent identifying 
more good landing fields. 
 
We landed and taxied back for a debrief. I felt that I had 
been through the wringer but soon perked up with the 
good news that I had passed. 
 
How did I feel about the experience?. Well I was not 
sure that I had enough practical XC flying leading up to 
the examination. The weather had been bad for weeks 
leading up to the day and we had been restricted mainly 
to circuit flying. I had time booked in a two-seater but 
was unable to take advantage. If we had not closed 
Rivar Hill that weekend and gone to Upavon I am not 
sure I would have put myself forward. 
 
I took advantage of the situation that presented itself. 
Roy Gaunt was very good indeed, I soon started to feel 
relaxed and positively enjoyed the latter part of the flight. 
If you get the chance fly at Upavon, meet Roy and if you 
are ready, take the examination. The examiner is not 
there to catch you out but to make sure you are 
proficient and safe. 
 
And the future? Passing the examination has opened 
another door and is the start of another learning 
process. I will now be expected to fly consistently at a 
higher standard and put my new qualification to good 
use. If I can get my half of the Cirrus back from Rob J. I 
would like to start on my Silver. 
 
Thank you to Wyvern Gliding Club for making our visit 
so pleasurable, everyone enjoyed themselves on the 
Saturday and it was a pity that the weather closed in 
once again to deny us further flying on the Sunday. 
_____________________________________________ 
 
A DC-10 had come in a little hot and thus had an 
exceedingly long roll out after touching down. 
San Jose Tower Noted: "American 751, make a hard 
right turn at the end of the runway, if you are able. If you 
are not able, take the Guadeloupe exit off Highway 101, 
make a right at the lights and return to the airport." 
_____________________________________________ 
 

Best day 
Tim Robson 

 
On the 8th August 2006 forecast good work abandoned 
for the day… Certainly the best day I flew on this year, 
I’m sure that there have been better but I think I was 
doing something else then (actually the best weather 
was probably whilst I was driving FNE through France, 
Belgium, Holland, Germany and Poland but that’s 
another story). As task director for the task week I had 
been keeping a keen eye on the forecasts kindly 
supplied by Steve Barber and had decided that this was 

the best day to make sure I keep the club wooden 
triangle trophy for another year. 
 
Arrived at the club and organized briefing for met and 
tasks, also booked my glider, FDD for the task. I had set 
a 300 for the pundits (fallback task 100K triangle RIV-
FAR-GOR-RIV) and the same 100K for intermediate XC 
pilots so as it was a Ka8 I opted for the 100k, I didn’t 
think it would be sporting to take the Ka8 for the 6 hours 
I thought a 300 would take in a glider of that 
performance so the 100k made much more sense. 
 
Martin Hoskins was also threatening to try the triangle in 
a Ka8 so asked if he wanted to go round first or have 
second bash and a target to beat, he opted for second 
bash. So once the day had started properly I launched 
and joined Martin in a thermal over the clubhouse, he 
was established and climbing well in the K13 so I had to 
work quite hard to catch him and climb through. I got as 
high as I thought the thermal was worth and set off. 
 
Having had an average climb of 4kt in the first thermal I 
opted for 45-50kt between thermals, with hindsight I 
could have opted for 50-55 but I had only sampled one 
thermal at that point so I wasn’t confident in the 
conditions and in any case soaring had only really 
started just before Martin and I had launched. Navigation 
on the first leg is pretty easy, north over Membury and 
keep going, stopping only to top up at regular intervals. 
Once a couple more thermals had been sampled I 
increased the inter-thermal speed to 50+ and pretty 
quickly got to Shrivenham and ran into a bit of a poor 
patch. I got a longer look at the Royal Military College 
than I had planned but eventually decided that fannying 
around there was a waste of time and pushed on 
towards FAR and ran into some better thermals again. 
 
Once round the first TP I spotted Simon Holland in his 
Cirrus as he came and joined me in a thermal, obviously 
he SHOULD have been doing the 300k but he wasn’t. I 
left the thermal opting for a route slightly north of track 
and straight for Didcot power station, 2 thermals later I 
was climbing over Didcot and had again increased the 
inter-thermal speed to 55kt. At the top of the Didcot 
thermal I set off for GOR topping up near Benson to give 
me a 65kt run round the TP (needed to fly fast here to 
avoid being in the airway when I got to the TP). Once 
round GOR I kept going at 55 to a stonking thermal at 
Ashampstead, Simon caught up again here having taken 
the direct route from FAR to GOR and hit a poor patch 
(moral – follow the energy, it wasn’t just because Didcot 
sticks out like a sore thumb that I went that way). By the 
next thermal Simon had overtaken me, I was climbing 
better but in a glide a Ka8 just can’t keep up with a 
Cirrus, especially when the inter-thermal speed is, as it 
was by then, 60kt. Couldn’t resist a top up somewhere 
just west of Newbury and ran in from there at 80kt 
increasing to VNE to beat up the launchpoint before 
landing 2hours and 6 minutes after launch. 
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If I had set off faster and not wasted time at Shrivenham 
I could have done it in 1:30 rather than the 2 hours that I 
put in the claim for, in fact the task time was somewhat 
under 2 hours, the first thermal took more than 6 
minutes to 3500 but I wasn’t timing it and 2 hours was 
going to be hard to beat anyway. Martin didn’t set off on 
task so I didn’t need to worry about being beaten in a 
wooden glider and I beat Simon on handicap. Who is 
going to have a bash at the wood trophy next year? I 
may not get a chance, I have a shiny thing with a 46:1 
glide angle to play with now. 
 
_____________________________________________ 
 
Tower: "TWA 2341, for noise abatement turn right 45 
degrees." 
TWA 2341: "Centre, we are at 35,000 feet. How much 
noise can we make up here?" 
Tower: "Sir, have you ever heard the noise a 747 makes 
when it hits a 727?" 
_____________________________________________ 
 

Safety corner 
 
There comes a point when, no matter how much 
leathering one does, a glider canopy is still not fit for 
purpose. There's little point in looking out if you can't see 
through the Perspex and you may not know the extent of 
the problem if the day is hazy. 
 
An important part of the DI, particularly at this time of 
year, is to ensure that the canopy is clean enough to 
cope with a low Sun and potential misting. The more 
polished it is, the less it will mist. 
 
It takes an hour or so to clean and polish a double 
canopy properly and many times more if it has been 
abraded with the back of someone's glove. If a canopy is 
superficially dirty then the following is a safe cleaning 
method. 
 
1. FLOOD the canopy with CLEAN water using a 
CLEAN sponge. 
2. Wash gently with warm slightly soapy water to remove 
any grease. 
2. Use a CLEAN wash leather to gently dry the perspex. 
3. Use only an APPROVED perspex cleaner in the 

APPROVED manner and a 
CLEAN soft cotton cloth. 

 
If the canopy has suffered months of neglect, then you 
may be looking at hours of work to recover the situation. 
Check out this page before you try anything radical. 
 
A new supply of cleaning materials can be found in the 
desk in the clubhouse. Please take advantage of this to 
keep warm on non-flying days. 
 
In the coming months, if you think your instructor is 
being a spoilsport by stopping flying at the first hint of 

misting, consider the following. When the sky is clear, 
the air close to the ground cools very quickly, less so 
aloft. So when you launch your cold glider into warmer 
air, any moisture around will condense/freeze onto the 
glider and may completely obscure the canopy. If this 
happens, as it so often does, when the Sun is low in the 
sky, you may have a serious problem. 
 
Some years ago a microlight pilot was flying circuits on a 
winter’s evening. After several circuits the microlight was 
seen to stall and fall to the ground. When his colleagues 
got to him, the pilot’s face was completely crusted in ice. 
 
Nuf sed. 
 
_____________________________________________ 
 
One day the pilot of a Cherokee 180 was told by the 
tower to hold short of the active runway while a DC-8 
landed. The DC-8 landed, rolled out, turned around, and 
taxied back past the Cherokee. Some quick-witted 
comedian in the DC-8 crew got on the radio and said, 
"What a cute little plane. Did you make it all by 
yourself?" 
Back came the sharp retort: "I made it out of DC-8 parts, 
another landing like yours and I'll have enough parts for 
another one." 
___________________________________________ 
 

Absolutely Awesome! 
Pete Smith 

 
On November 23rd I trailered N off to Parham to fly the 
South Downs. Absolutely awesome!  
 
We had 10kts increasing to 12-13kts at Parham from the 
NNW. This is perfect direction but about the minimum 
strength. Better would be 15+.  
 
For those that don't know the South Downs runs from 
Butser Hill (by the A3) to Eastbourne (by the sea). 
However the bit at each end can be tricky which leaves 
a core of Harting to Lewes which is about 60km total 
length. Parham is in the middle. There are however 2 big 
gaps and two smaller ones in this section. The big gaps 
can lead to a touch of excitement as you arrive at about 
500ft on the other side, the smaller ones aren't worrying. 
Unfortunately the big gaps are by Parham, not very far in 
either direction they are at Steyning and the River Arun 
north of Arundel, both of these you need about 1200 
feet.  
 
With 10kts of wind we were able to run at 90kts on most 
of the ridge without loosing height (90kts is max rough 
air in the Std Cirrus, although it wasn't all that rough at 
this wind speed. In general when ridge running its 
sensible to stick below this speed), slowing down to gain 
height before the gaps - you could get to about 1200 on 
most of the length and 1500 on the best bit by Lewes - 
its more fun lower down though! When running along the 
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ridge its mainly about referring to the ASI and altimeter 
rather than the vario - increase speed to keep the height 
constant, if you want to climb slow down but keep 
enough speed on to keep the glider manoeuvrable and 
away from the stall - remember you're in turbulent air. 
Ideally we are wanting to climb in a straight line to get 
height for the gaps but you may have to beat.  
 
The ridge was quite busy with gliders from Lasham and 
Booker aerotowing down from their respective airfields 
and a fair few visitors launching from Parham with me, 
not to mention the home pilots. Parham's website 
advises their operational state 
http://www.sgc1.org/Weather.jpg so why not head down 
the next time the weather looks good - i.e. a reasonable 
NNW +/- 30deg wind of 13mph or more and a rain free 
period. Launching is by aerotow (1000' which behind 
their Pawnee takes about 30seconds) which costs £17 + 
£10 day membership (sounds steep but you're 
guaranteed lift all day). Unfortunately instruction isn't 
usually available during the week (maybe Wednesdays I 
think) but is advertised on the website when it is 
available. If you're more experienced then they'll give 
you a comprehensive briefing and help you rig. I was 
lucky enough to go on a lead and follow with a friend 
that provided extra comfort.  
 
The best bit - you can take chocolate - the chuffing 
freezing temps mean it doesn't melt!  
_____________________________________________ 
 

Airspace Issues — A Message From The BGA 
Airspace Committee 

Bruce Cooper 
 
I believe we have potentially got a bit of a problem 
coming up on the airspace front. 
 
Carr Withall and I have put in a large number of hours 
along with a small band of hard working individuals to 
secure arrangements for gliding to continue above FL 
245, then FL 195. We have also helped get LOAs to 
access many other pieces of controlled airspace. 
We have always prided ourselves in only asking for 
airspace that we will really use and there is a genuine 
need, now here is where the problem is, despite us 
having all these LOAs many are simply not being used. 
Air traffic controllers need to be trained in the 
procedures associated with sterilising the sections of 
airspace that we wish to use and if they do not end up 
using the procedure get a bit miffed at wasting time 
training for something that never happens. Due to 
changes in personnel some procedures get forgotten 
about and when a club tries to open a wave box the 
controllers on shift do not know much about the 
procedure and start investigating why these LOAs are 
even there, this can lead to them wanting to renegotiate 
the whole LOA with the potential of loosing it all 
together. One example is an agreement to send 
competitions through the eastern or western 1/3 of Brize 

Norton’s airspace non- radio. This got used so 
infrequently that when we really needed it we were 
refused access. I know of two other LOAs that lapsed 
through lack of use. 
 
New restrictions on flying above FL195 came in during 
March and new wave boxes that restrict us to weekend 
access only (although mid week access will be restored 
to transponder equipped gliders early next year) and 
since then there have only been 16 flights above FL195 
logged on the national ladder and 11 of those were on 
one day at Aboyne. (The only 7-day wave box in Europe 
is at Aboyne, although there is a possibility of another 
one at Edensoaring). That is not very many. It is hard to 
know how many, if any, other flights there were. The 
previous wave boxes were 7 days a week from FL245 
and they too seldom saw use. I am told that the weather 
has been poor, but that is what I have heard for many 
years now and it is not my experience, I have seen and 
flown in good high altitude wave quite frequently. My 
belief, and I could be wrong, is that clubs and pilots are 
simply not bothering with opening wave boxes and many 
would not know how to do it when the opportunity 
presents itself. 
 
The problem that I am highlighting is that I expect to be 
met with a use it or lose it ultimatum some time in the 
future and it would be difficult to continue to press for 
access if it is not being asked for by the pilots in the 
regions. We presently argue that it is the quality of 
gliding rather than the quantity that is important, but I 
know this will eventually wear thin with the regulators. 
Many clubs have not updated their airspace files to 
reflect the current LOAs, which can be found on the 
BGA web site at 
http://www.qlidinq.co.uk/bqainfo/airspacefloas.htm 
If any club wants midweek access to airspace above 
FL195 this can be arranged for club soaring weeks or 
expeditions, although Denbigh is the only club that has 
done it. 
 
I would like to appeal to all CA’s and Chairmen to 
familiarise themselves and brief their club member on 
any high or low level LOAs that might be of use and 
make a point of using them then appropriate. It is worth 
going through the motions just to prove to your self that 
it can be done. Some days are good for wave cross 
country and therefore inappropriate for pilots to go high, 
but one could pop up to an upper wave box once the 
cross country is complete just for the fun of it. I would 
appeal for any high flights to go on the ladder to make 
the situation easier for me to monitor and do not think it 
is that much to ask of the pilots in order to help keep the 
freedoms that we have. Once the freedom is lost it will 
be gone forever! 
 
To sum up, if you want to retain the freedoms, use the 
LOAs and record their use on the National ladder (with 
or without traces). So, ladies and gentlemen, use it or 
risk losing it. Happy soaring in 2008 Regards. 


