
Editorial: Flying in 2050
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For time immemorial, the human spirit has sought
to improve living conditions on Earth according to
deadlines varying according to preoccupations.
Thus air transport manufacturers and operators
view the situation from a 20 year perspective – as
shown by the main aircraft manufacturers’ market
forecasts – whilst scientists and policy makers
endeavour to look further ahead. As a result,
research goals for air transport exist for the 2020-
2030 timeline, as defined by the European
ACARE1 and French CORAC2. But goals are also
beginning to emerge for the 2050 timeline, since
this date throws up a number of questions in
terms of global evolution: changes in demography
and resulting needs, for instance, along with the
availability of energy, etc. The effects on the
environment are of course taken into account in
order to satisfy legitimate calls for their reduction.
The Academy, a precursor in this area, set up a
Foresight Commission in 2009 charged with
reflecting on the future of air transport within a
2050 timeline and publishing an initial report at
the 2011 Paris Air show. This commitment was
met and this report is available on the AAE
website; it will continue to evolve until the
international conference next spring aimed at
confronting these ideas with alternative views3. 
The reader will find in it recommendations for the
attention of scientists, industrialists and politicians
which, if they were to be followed, should facilitate
the development of air transport in order to meet
changing needs worldwide. These recommen-
dations are also aimed at enhancing future research
orientations, both national and European.
The originality of the approach lies in the idea of

searching for solutions combining the interests
and possibilities of the different types of activities
making up the air transport sector, in harmony
with societal needs. The group favoured an
approach based on continuity with future
estimates defined by analysis and extrapolation of
determining factors emerging from published data.
What emerges is that:
• Growth in traffic could be lower than

generally announced, though with a multiplying
factor of about 3 from 2010 to 2050.

• Demand for kerosene, and close alternatives,
is not likely to be met economically. An
international observatory comprising all
players should be set up immediately to
supervise their availability. 

• For reasons of limitations in physics,
technological evolutions will not in the main
be revolutions.

• Automated systems must be enhanced without
barring humans from the decision loop for
cases of unexpected events. Ground-air task
sharing should be optimised accordingly.

• Research programmes and an Observation
Council should be set up in order to ensure
that European leadership in terms of know-how
is maintained.

• The accident rates of all continents must be
aligned on the best ones. To this end,
international agencies such as EASA4 must
be established. Globally the rate should be re-
duced by 4 or 5 with relation to the current rate.

• In order to survive, carriers will need to modify
their business model and embark on a
progressive evolution of their activities.

• The saturation of
infrastructures
will call for new
work methods
and priorities. A
single authority
for traffic man-
agement must
be recognised
in Europe.

• A n t i - t e r r o r i s t
measures will
need to be
reinforced, whilst respecting individual liberties.

• A Quality of service for passengers charter
will have to be drawn up by all players and any
improvement results published. 

• Because of the limitations of physics, it will only
be possible to meet commitments on CO2
reduction with compensatory measures.
Thanks to its results, aviation must be
promoted as one of the best in the class.

• Space resources will bring a substantial
contribution to air transport in terms of
communications and real time data link,
provided that a coherent development plan is
implemented.

Interesting discussions are expected at the
conference in spring 2012 to which the main
players of each theme will be invited. 

Alain Garcia
President of the Academy’s
Foresight Commission, Former
Airbus SAS Chief Technical Officer

1. ACARE : Advisory Council for Aeronautical Research in
Europe

2. CORAC : Comité pour la recherche aéronautique civile
3. Cf our website: www.air-space-academy.com for the

report and more information on the conference
4. EASA: European Aviation Safety Agency
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Report  of  the  month

For reasons of brevity, I will cite only two of the
most recent examples to have caught the
headlines: the Fukushima catastrophe and the
A380 Qantas incident, which clearly have very
different scope and consequences, but share
the same cause: the great technical complexity
of a system combined with the impossibility of
humans imagining the infinite number of
unforeseeable combinations of high-risk
situations.
I will not go into the Fukushima nuclear
disaster in detail since I have no expertise in
this area, but as regards the air incident in
Singapore, I would like to make one remark: it
took approximately 50 minutes to deal

intelligently with all the procedures set off by
the series of breakdowns (which were in fact all
triggered by a single cause). In both cases
human intelligence (Jens Rasmussen’s
“knowledge” level) was brought to bear in order
to recover from an unexpected (rather than
unforeseen), dangerous situation. I cannot
resist bringing up another accident with a
happy end: the sea landing on the Hudson of
the US Airways flight 1549 two years ago.
Procedures were correctly used, but it was not
these that saved the passengers. They were a
great help, but it was, once again, the
intelligent handling of “the crisis” which sealed
the successful outcome.

To conclude this introductory section I would
like to refer to the future management of
commercial aircraft flights. Most technical
pointers predict a sky filled with UAVs carrying
200, 300 or 600 passengers. Flight
management could thus be handled from the
ground, with completely automated air traffic
control and piloting, with the aid of technicians
in a calm environment, not directly subject to
the stress emanating from tricky situations,
and therefore in possession of all their
faculties in order to deal with them. 
Automated trains are often used as an
example, with an extrapolation to movement in
three dimensions. One simple remark: I live in
Toulouse, where I use both transport systems
based on rail, which therefore comprise a
single dimension and are extremely simple to
control. One is the metro, mainly underground,
with no driver. The other is the tramway, above
ground, with a driver. Why on earth does the
tramway need a driver? I will leave the
question open.
In truth, it is vital that we find other solutions for
the complex human-systems relationship so as
to replace those which have been effective
until now but are currently proving inadequate.
We cannot afford to wait for more spectacular
catastrophes which will make society’s allergy
to risk – an inevitable part of life – even more
acute.
In a very fundamental way, the reality of human
behaviour, with its many defects and
limitations, must be taken into account very
concretely in these unexpected and/or
unforeseen operational contexts. 
It has been proved conclusively for instance
through feedback from experience that respect
for procedures is not sufficient as an
operational principle. In complex, stressful

situations, long procedures, comprising actions
which are not immediately seen as being
useful, will either be badly executed or ignored,
and can even lead to dangerous situations
such as the Swissair 111 accident of
September 1998. Normal procedures can also
be improperly executed due to banal
operational interruptions such as radio
messages. Sometimes none of the procedures

put forward is actually applicable to the
complexity or newness of the situation.
It is impossible to deal with all aspects of this
need to rethink operational rules in a single
article, especially when it is difficult to know
how the technology/economics equation will
shape future piloting. However we do have
more and more knowledge as to the major
cognitive limitations that pilots manage to
circumvent and for which they make
allowances in their highly complex tasks, by
adapting their unalterable “neuronal
technology” to their ever-changing, constantly
evolving environment.

When, 8 years ago, Guy Boy and I looked into cognitive
engineering and its very human implications* we sensed the
need for an evolution, indeed a new direction for the
human/material systems relationship. Since then this feeling
has grown into a certainty and it would be irresponsible to
ignore the many danger signals. 

THE PILOT: 
A TECHNOLOGICAL BEING
A new age for operational principles?

Dr Jean Pinet
Former Experimental Test Pilot,
Past President of the Academy

Respect for procedures is

not sufficient as an

operational principle 
Short term memory is used during all conscious actions to
momentarily store recently performed sequences.

Present moment

Short term memory

Sequences

Past Future
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Some examples 
Pilots deal with their multiplicity of tasks in
short sequences and closed loops thanks to a
short-term memory of some tens of seconds,
two minutes at most. At the same time, they
authorise their brain to carry out certain
functions unconsciously but in conformity with
their conscious actions. In this way they
perform complex continuous actions such as
take-off, landing, altitude interception or other
piloting tasks in a cognitively discontinuous
way. “Bravo l’artiste”, well done!
But occasionally they reach the limits of these
cognitive gymnastics and are drawn into an
attention tunnel, ignoring the reality of a rapidly
evolving situation in order to resolve an isolated
point. Or else the pilot does not succeed in
finding the solution through poor data recall,
lack of self control or bad team coordination.
Pilots recall complex processes such as flight
mechanics in all circumstances. But they can
be caught out by the sudden need, in stressful
conditions (with cognitive limitations as to what
they perceive) to sort through the dozens of
parameters presented on their instruments, not
necessarily in the right place or at the right
time, and decide which need to be dealt with
first. 
Two main areas thus emerge as requiring
improvement, on each side of the
human/systems interface: conscious situation
perception must be facilitated (the notion of
situational awareness alone does not take into
account the ‘available time’ factor) and the
reality of cognitive limitations (a concept
independent from that of discipline) made
explicit. To simplify once again, three major
problems must be resolved: 
• How will the technology-competition-air/

ground-finances dialectic shape commercial
flight management? And in such a future,
what will piloting consist of? This question is
currently being addressed by ICAO.

• Safety has a cost and the very low current
accident rate is seen as being acceptable in
terms of public tolerance and insurance pre-
miums; is it therefore necessary to improve
on it? But the possibility of a superjumbo
accident and the public’s subsequent
reaction remains at the back of our minds.

• Aviation was built on standards, habits and
worldwide concessions. How can these be
changed without a revolution?

The first point concerns both the nature of
parameters required for managing or
performing the flight and operating the systems
and the way to present them for immediate
use. For 30 years huge strides forward were
made in terms of cockpit ergonomics, both

physiological and cognitive aspects, but
progress is now at a standstill. 
Some questions: Are we doomed to carry on
using traditional parameters inherited from 70
years practice and habits or might we not
expect omnipotent technology to come up with
some more streamlined, if not more reliable
ones? I will refrain from mentioning any here
since only a rational, anthropocentric study of
tasks could identify them.
Couldn’t one imagine a more intuitive utilisation
of aircraft systems (notion of “affordance”) or at
least aim to simplify procedures in the event of
an emergency and avoid extra procedures
being piled on throughout the life of an aircraft?
This is obviously one of the main aims of
manufacturers but achievements often fall far
short of the mark. Human adaptation to
complexity has its limits.
The second point concerns the qualities
needed to deal with complexity and risk in a
dynamic way within a limited space of time.
This pertains both to initial pilot selection (a
taboo subject) and ways of enhancing pilots’
capacity to deal with unexpected or unforeseen
situations in which time is at a premium and
pertains to both basic training in ab initio
training centres and continuous training
throughout a career. Current initiatives,
dictated (whatever one might say) more by
economics than by safety, do not seem to be
moving in the right direction. 

In addition, what is the correct balance
between indispensable procedures and
intelligent initiative in managing difficult and
dangerous cases? How can one best teach
this indispensable but fragile balancing act
between respect for procedures and their
abandonment in favour of simple principles
(and common sense, like the Airbus “golden
rules” for instance) when necessary? What
new paradigm must be invented and
adopted?
The forthcoming conference organised by
the Academy on “Air Transport Pilots
facing the Unexpected” will aim to come up
with some answers to these many
questions.

* L’ÊTRE TECHNOLOGIQUE
by Guy Boy and Jean Pinet

This book is a
dialogue between
two members of the
Academy, Guy Boy
and Jean Pinet, on
the theme of
cognitive engin-
eering, a recent
discipline which is
currently vying for a
place within the

engineering sciences. They discuss the
place of human beings in the current
technological evolution and the advantages
and limits of technology in terms of human
factors and emerging practices.
• 2008 • French • 256 pages • €23 
Jean Pinet will be present to sign this book
at the Festival aérospatial de l’image et
du livre de Blagnac, organised by the
Blagnac Municipality and the association
“Des étoiles et des ailes”, which will take
place on 17-20 November 2011. For further
information: 

www.desetoilesetdesailes.com 

Conference: 
Air Transport Pilots faced with
the Unexpected
29 and 30 November 2011, DGAC, Paris
Aviation is the safest means of transport in
the world. It is the result of unequalled
efforts on the part of the whole chain of air
transport players, from manufacturers to
operators and finally the crews
themselves. But however hard we try,
sooner or later an unexpected event will
occur which can put this safety at risk.
Are pilots properly prepared, have they
been suitably selected and trained to face
the unexpected, have they been provided
with the best tools to cope with it, are the
sophisticated automated systems placed
at their disposal sufficiently user-friendly,
do the manuals and procedures leave
room for action when they are insufficient
to deal with a situation and, in such an
event, what goes on in pilots’ brains?
It is with the aim of finding answers to
these crucial questions regarding the
safety of air transport that the Academy is
holding this international conference in
collaboration with ICAO, DGAC and a
number of other partners.

Current initiatives, dictated
more by economics than by

safety, do not seem to be
moving in the right direction 
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Anniversary

Twenty-five years ago, the first SPOT satellite
was already in orbit. It had been launched by
Ariane 1 from Kourou on 22 February 1986.
As for all satellites, its launch represented a
major step, marking the end of a 10-year
development stage from the first drawings to
its realisation and clearly indicating that it was
too late to change anything: the die was cast.
The launch was a point of no return after
which we would at last discover whether the
satellite was capable of withstanding the
harsh environment of the launch, of deploying
itself in the course of its first orbits as planned
and, finally, of providing the images of the
Earth that were expected of it. For SPOT 1,
everything went off perfectly, despite an initial
panic. A sensor which was supposed to
indicate that a solar generator wing had
correctly unfolded was silent. Had the wing
not unfolded? And yet the current entering the
satellite was apparently correct. In fact, the
wing was properly in place, it was the sensor

that was defective. As a result of this
malfunction, the switch-on sequence had
been delayed by one orbit, or 100 minutes.
The following day, we received the first image.
It was a photo of the port of Hamburg in which
one could easily make out the white channels
covered with ice with, at their centre, the black
furrow of water formed by the movement of
the boats. Many of the project’s team
members had gathered around a small
television set broadcasting the image
captured by SPOT in real time from an
altitude of 832 km and transmitted by radio
link to the station in Aussaguel near Toulouse.
Emotions were intense. Pending a more
scientific analysis, the wager had been won.
In the months which followed, the quality of
the images proved to comply with the required
standard and the satellite carried out its
mission for 17 years to the full satisfaction of
the users of Spot Image.
SPOT represented a significant step forward

for French space agency
CNES and the space
industry in general.
Almost everything on
SPOT 1 was new and had
been developed and
qualified specifically for
the system. CNES had
previously only developed
satellites of the 100 kg
category. SPOT 1
weighed in at 1,800 kg.
CNES had developed its
smaller satellites in
laboratories. SPOT 1 was
produced in an industrial
environment and for the
first time had to obey
management rules and
methods derived from the
Ariane 1 programme. It
was thanks to SPOT that
industrials such as Matra
(now EADS Astrium) and

Alcatel (now Thales Alenia Space) were to set
up in the Toulouse region. It was also a
cooperative programme with Sweden and
Belgium joining it. Lastly it enabled the
creation of the Spot Image firm in Toulouse to
commercialise the images taken by the SPOT
satellites.
On a technical level, it was the first western
satellite to use electronic sensors known as
CDD (Charged Coupled Device), comparable
to those used today in our cameras and
camcorders. At the time, only a handful of
Californian companies had developed them
for use in fax machines. The sensors for
SPOT 1 were purchased in the USA but, from
SPOT 2 on, were produced in France.
In Europe, SPOT 1 was unquestionably the
forerunner in the area of Earth observation.
Its achievements were pursued and
enhanced by a long line of successors. SPOT
2 was withdrawn after years of loyal service in
orbit, having beaten SPOT 1’s record for
longevity. SPOT 3 encountered problems
after 3 years of operation and was lost. SPOT
4 and SPOT 5 are still in operation in orbit and
SPOT 6 and 7 are still under development by
Astrium with industrial funding. Moving from
state to industrial funding is a sign of a
profound shift in this area. Earth observation
is becoming an industrial, commercial
enterprise. It took over thirty years of
perseverance and public investment to obtain
this result.
The technical innovations of SPOT 1 have
also been exploited by military
reconnaissance satellites and the European
Space Agency for its ERS (Earth Remote
Sensing) satellites and Envisat.
Besides representing an immense human
adventure for the men and women who
took part in its design, its realisation, its
launch, its setting in orbit and finally its
commercial operation, SPOT 1 was,
without a shadow of doubt, a decisive
stage in French and European space
activities. 

25th Anniversary of the
Launch of SPOT 1

Philippe Couillard
Vice-President of the Academy

Former Chief Technical Officer EADS Space

View of the Turks and Caicos Islands situated to the north of the Dominican Republic,
taken by SPOT 1. Infrared is here represented in red. The vegetation, which mainly
reflects infrared, is therefore in red, the deep ocean appears as black and the lagoon
with its sandy bed brings out some beautiful nuances of turquoise. Credits CNES.



5

3  Questions  to  ...

Is the renewed interest shown by domestic
carriers for twin-turboprops the sign of a long-
lasting trend? Is their market share likely to
expand in the future? And if so, to what
extent?
Yes, this renewed interest is indeed indicative
of an enduring, and even rising, trend. For one
thing, given the steep rise in fuel prices, more
and more domestic carriers are seduced by
the operational savings offered by ATRs, for
which fuel consumption can be as low as half
that of jet aircraft. For another, these airlines
are attracted by the state of the art of latest
generation ATRs, with their new Armonia
cabin and cutting edge avionics. Another
interesting trend can be noted: leasing
companies are more and more interested in
turboprops, particularly the new aircraft
market. To take some recent examples: Air
Lease Corporation made a firm order for 10
ATR 72-600s last year, and GECAS and NAC
have just signed firm orders for 15 and 10
ATRs respectively. The list of customers
interested in ATR products, whether airlines or
lessors, is on the increase, and this year we
will welcome new operators such as Virgin
Australia into the worldwide ATR family. We
have in fact moved from 145 to 175 operators
in the last three years. 

Here’s a figure that clearly illustrates this
growing interest on the part of airlines: ten or
so years ago, turboprops represented only
15% of domestic aircraft deliveries planned for
the next 20 years. The share of turboprop
deliveries over the next 20 years is currently
standing at closer to 40% of the whole
domestic market. 

Much has been made of “jet mania”, in other
words a preference on the part of airlines and
their passengers for smaller jets rather than
twin-turboprops. Has the economic argument
finally held sway? Totally, or to a certain
extent?
Sound economics is only part of the
explanation for airlines’ newfound interest in
twin-turboprops. In fact, more and more jets,
especially 70 seaters or less, are too
expensive to run and end up being a liability.
The USA provides the most striking example,
with more and more regional jets being
grounded and significant reductions in the
number of routes proposed. But to look
beyond economic motivations, latest
generation turboprops, in particular the new
ATR “-600” series, possess a level of comfort
easily comparable with jets, and are at the
cutting edge of domestic aircraft products

today. Moreover, new ATRs are fitted with a
whole new set of avionics, developed by
Thales, which incorporate all the latest
technological innovations in the area of
navigation, putting ATR at the top of the list of
regional aviation manufacturers in terms of
technological progress. This is a crucial factor
in the interest currently generated in airlines.
ATR’s excellent performance on, for example,
short runways or in high altitude/warm
weather conditions must not be forgotten. We
are talking about aircraft that are admirably
adapted to extremely varied operating
conditions, which naturally makes them
attractive to operators. Today, our planes fly to
and from almost 100 countries, and we have a
highly developed global support network. 

In the course of the past months, you have
made numerous references to a new 90-seater
aircraft design which would extend current
ATR 42 and 72 upwards. What stage is this
project at?
For several years sales trends have shown a
notable preference for the 70 seater model (80
to 90% of sales depending on the year), thus
confirming airlines’ desire to increase their
capacity.
This explains why we are carrying out studies
currently into a greater capacity turboprop. We
are taking a close look at potential demand
and the technical solutions our suppliers
(mainly engine manufacturers) can come up
with. The main avenues for research are in
those areas in which ATR has already built up
a reputation for itself – in other words cheaper
ticket price per seat, greater comfort and
efficiency – whilst at the same time promoting
a respect for the environment. We have not as
yet made any firm decision concerning this
project. For the moment we are concentrating
on introducing the new -600 series ATRs this
summer and increasing deliveries: from 50
aircraft in 2011 to over 70 in 2012. 

Interview by Pierre Sparaco

Filippo Bagnato
Chief Executive Officer of ATR, correspondent of the Academy

Filippo Bagnato
on The Return of the Turboprop

The new
ATR 72-
600,
certified in
May 2011,
due to enter
into service
in summer. 
Credits:
ATR
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Life  of  the  Academy
Session of 16-17 June
Welcomed by fellow member Erick Lansard,
Vice-president and Director General of Thales
Research and Technology France, the
Academy’s third annual session was held on 16
June at the headquarters of the Thales Research
centre at Palaiseau, near Paris. In the course of
this meeting, a new honorary member was
elected – Professor Herbert Allgeier – as well as
9 new fellows and 20 correspondents.
This session was also the occasion for voting on
the Academy’s Grand Prize – awarded this year
to Rafael Acedo for his contribution to the
European Multi Role Tanker Transport
programme, the A330 MRTT – and medals,
awarded to Jean-Louis Baroux for his book
“Compagnies aériennnes: la faillite du modèle”,
Paul Cauvy for his contribution to the NH-90
programme and Christian Ravel, for founding the
regional air museum at Angers-Marcé. 
Also adopted at this session were the Academy’s
statements concerning “The future of the
European combat aircraft industry”, “Lessons to
be learned and recommendations following the

eruption of the Eyjafjöll volcano in April 2010”, as
well as the initial report on Flying in 2050
delivered by the Foresight commission (see
below and opposite). 
Subsequently a presentation was made of the
Thales research centre in which several
laboratories detailed state of the art technologies
still in the pipeline.
The following day, on the invitation of Snecma
President Pierre Fabre, Academy members were
informed of the research, technological
breakthroughs and market perspectives of new
engines projects; they were also able to visit the
testing equipment and the new assembly lines for
the CFM engines. 
Aéroscopia
Also on 16 June, the first stone of the new
Aéroscopia museum was laid in the presence of
the project’s initiator, Jean Pinet, representing the
Academy.
Relations with Morocco
A coordination meeting was held in Toulouse
between the Academy and our Moroccan partner,
ONDA, in preparation for a forthcoming lecture

cycle in Casablanca in the second half of
the year. The following day, the Academy
was delighted to welcome
representatives of ONDA at its Parisian
session.
Paris Le Bourget air show
The Academy was present at the Paris
Air show on the invitation of French

aerospace industries association GIFAS and was
able to make many fruitful contacts, in particular
with its associated corporations; it also presented
its many activities, including the next conference
in November (see Diary): Air Transport Pilots
facing the Unexpected
Distinctions
On 21 June, Prime Minister Vladimir Putin
presented the Russian “Medal for Merits in Space
Exploration” to Academy members Michel Tognini
and Jean-Pierre Haigneré and Academy medalist
Léopold Eyharts. We congratulate them most
warmly.
Participation in regional events 
The Academy will be present and is happy to
provide its support at the aerospace festivals of
Gimont and Blagnac, and is preparing to
celebrate the 25th anniversary of the launch of the
first SPOT satellite on the occasion of the Novela
festival (see Diary).

Jean-Claude
Chaussonnet

Secretary 
General

Statement: What future for the
European combat aircraft industry?

These two reports are available on our website:
www.air-space-academy.com

The Eyjafjöll Volcano Eruption in April 2010; 
Lessons to be learned and recommendations 

Following the editorial in Newsletter 73, the Academy recently sent its
final report to all European Defence ministers and Chiefs of staff
concerned by this fundamental question.
Having noted that air warfare scenarios without advanced combat
aircraft are no longer feasible, the Academy expressed its fears of
Europe running the risk of losing its advanced air power independence,
in spite of the fact that the combat aircraft industry is a driving force for
advanced technologies and qualified employment. 
In order to avoid this imminent demise, faced with stiffer and stiffer
international competition, the Academy drew political and military policy
makers’ attention to the urgent need to protect the strong industrial base
which still solidly exists today but which needs to be maintained through
concrete demonstrators and European development programmes.
In the Defence commission’s report, a roadmap was put forward for
these policy makers in order to avert the strategic disaster represented
by the disappearance of the European combat aircraft industry. This
roadmap, the fruit of the multidisciplinary, international expertise
possessed by our Academy’s members, is composed of seven
proposals for decisions which would constitute the basis of a coherent
policy. 
According to feedback from this statement, the Academy is considering
organising a forum on this subject in early 2012.

Volcanic activity is common in certain regions of the world and traces of
volcanic ash are permanently present in the atmosphere all around the
globe. ICAO, charged with coordinating work in this area, simply
recommends, with the full agreement of aircraft manufacturers, not
flying “through a visible ash cloud”, with the decision remaining up to
each airline after appropriate risk analysis.
In April 2010, the Eyjafjöll volcano in Iceland erupted and, for the first
time, a cloud of ash spread over Europe in a high density traffic zone.
The UK Met Office’s Volcanic Ash Advisory Centre sounded the alert
and Europe decided to close its main
airports and its airspace.
The consequences were catastrophic: a
cost of 1.7 billion euros to world civil
aviation and as much again for the tourism
industry.
AAE’s Volcanic ash working group, which
included members of GIFAS and 3AF,
endeavoured to identify the deficiencies
that led to non optimal decisions being
made in Europe, and to define the actions
that should be taken in the very short, short
and medium terms if such a phenomenon
were to recur.

credits: Mary Jo Penkala / Solent

Academy members at Snecma
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Mémoires ; recollections
Roy Gibson, Andre Lebeau
Edite editions, 288 pages, €22
(French/English)
“I’ve always thought that the richness of
professional life was dependent largely on the
quality of people encountered. This side of life

is governed by luck. I
consider myself very lucky
to have worked with Roy
Gibson. A discrete,
mysterious legend sur-
rounded him at ESA. He
talked little of his past, but it
was known that as a young
man he had taken part in
the war in Far East and that
he spoke the languages of

several peoples”. Roy Gibson was the first
Director General of the European Space
Agency (ESA). Through these interviews with
André Lebeau, we discover an exceptional
man with an impressive career.

Climat, une planète et des
hommes. Quelle influence
humaine sur le réchauf-
fement climatique ?
Collective work edited by Michel Petit and
Aline Chabreuil
Le cherche midi
editions, 2011, €18
Despite the fact that
climate change
concerns us all, the
virulence of dis-
cussion on the
subject astounds us.
Why have doubt and
mistrust become
established faced with the reality of global
warming and the influence of human activities
on this phenomenon? We all need objective
information in order to make up our own
minds. Twenty-six internationally reputed
French scientists, including fellow members

Pierre Bauer and Michel Lefebvre, decided in
this work to answer this legitimate desire. This
work takes stock of the impact of human
activities on climate change and identifies
what it is possible to do so that, today and
tomorrow, mankind can continue to live
serenely on our planet.

Literary prizes
• Philippe Jarry, winner of the Gratien

Leblanc History prize from the Languedoc
Académie, for his work “Des images sous
les ailes”, published in 2008 by Nouvelles
éditions latines, on a “reco” pilot, from
Toulon to Indochina 1938-1954.

• Yves Marc, winner of the Pierre-Georges
Latécoère Prize from the Académie des
Jeux Floraux and the Agora prize in 2010,
and Special mention of the Jury for the
Guynemer 2011 Prize for the work
“Aérospostale, les carnets de vol de
Léopold”, published in 2009 and illustrated
by Sophie Binder.

Members’ publications

This report, drawn up
by international experts
of the Air and Space
Academy’s Foresight
Commission, looks into
the hurdles facing the
air transport system by
2050 and attempts to
put forward some
solutions.
It will serve as a starting
point for discussions at the international
conference organised in 2012 by the Academy
on this theme with a view to producing a
roadmap for European policy makers.
Topics addressed: Economy and Society,
Aviation market, Quality of service, Energy,
Airlines and Airports, Air Traffic Control, Role
of Space, Aircraft design and production,
Environment.

Report: 

Flying in 2050 

Flying in 2050
Green paper on future aviation activities

Foresight Commission

Air and Space Academy

June 2011

Académie de l'Air et de l'Espace
Air and Space Academy

Available for download: Part I (executive summary
for policy makers) in French and English, Part II

(summary of each theme) in French. Part III
containing detailed reports will shortly be available.

www.air-space-academy.org

Publications

Dossiers 
(bilingual French-English series)
34 Long-term Strategy for European

Space Launchers, 120p, 2010, 15€
33 Airports and their Challenges,

80pp, 2010, €15
32 Risktaking, conclusions and

recommendations, 84pp, 2009, €15
31 For a European Approach to

Security in Space, 2008, 64pp, €15
30 The Role of Europe in Space

Exploration, 2008, 84pp, €15
29 Air Transport and the Energy

Challenge, 2007, 60pp, €15
28 Airline Safety, 2007, 60pp, €15
27 Space: a European Vision, 2006,

200pp, €20
26 Low-fare Airlines, 2005, 68pp, €15
25 The UAV Revolution, 2004, 88pp,

€15
24 The Impact of Air Traffic on the

Atmosphere, 2004, 88pp, €10
23 The Ballistic Threat: what policy

for France and Europe?, 2004,
40pp, €10

22 Europe and Space Debris, 2003,
40pp, €10

21 Feedback from Experience in Civil
Aviation, 2003, 28pp, €10

20 Pilot Training, 2003, 28pp, €10

General works 
In French unless marked with an asterisk
• Annales 2001-2007 

Tome 1 – Travaux, 284 p, €20
Tome 2 – Communications, 350 p, €20 

• Lexique franglais-français, 2009, 70 p A5,
€10 

• Les Français du ciel, historic dictionary
published by cherche midi under the direction
of L. Robineau, 2005, 784pp, €35

• *A positioning system “GALILEO”:
strategic, scientific and technical stakes,
English version 2004, 200pp, €19

• Ciels des Hommes, anthology proposed by
L. Robineau, cherche midi, 1999, 222pp, €15

Conference proceedings
English and French according to speaker
• Air transport and Meteorology, 2011,

online, 15€
• Airports and their Challenges, 2010,

CDRom, €20
• Risktaking: a human necessity that must

be managed, 2008, CDRom, €20
• Scientific and Fundamental Aspects of the

Galileo Programme, 2008, CDRom, €20
• Air Transport and the Energy Challenge,

2007, CDRom, €20

Comprehensive list and ordering facilities on our website: 
www.air-space-academy.org
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27/09 Terrorism and aviation safety, Bernard
Pestel, in French at 6 p.m. in the Toulouse
Médiathèque José Cabanis (with 3AF)

20/10 Return to the Moon?, David Mimoun, Alain
Pradier, Armel Kerrest, in French, 2 p.m. to
5 p.m., at the Palais de la Découverte, Paris
(booking obligatory: 01.40.74.86.54)

25/10 On the footsetps
of Aeropostale
pioneers, Yves
Marc and Jean-
Jacques Galy, in
French at 6 p.m.
in the Toulouse
M é d i a t h è q u e
José Cabanis

16/11 Flight testing the A400M, Michel Gagneux,
in French at 6 p.m., Airbus, Toulouse (with
3AF)

29/11 Flying in 2050, Alain Garcia, in French at
6 p.m. in the Toulouse Médiathèque José
Cabanis

Conference: Air Transport Pilots faced
with the Unexpected
29-30 November 2011, DGAC Paris
in collaboration with ICAO. More information on our
website.

And in 2012:
Conference: Flying in 2050
June 2012, Toulouse
Conference following on from the works of the
Foresight Commission (see editorial) which aims to
prepare a roadmap for the attention of European
policy makers involved in the future of air transport.

Events diary 2011

- Opening speeches, Presentation of Board of Governors
- Welcome of newly elected members
- Presentation of medals
- Presentation of Grand Prize
- Lecture on

Observing the Earth from
Space: a tool in the service
of humanitarian crisis
management
by Hélène de Boissezon, 
“Image Analysis and Products”
DCT/SI/AP CNES 

- Reception

Public Plenary Session 
25 November 2011, Salle des Illustres, Hôtel de ville, Toulouse 
from 2 p.m.

Grand prix
The Grand Prize for
2011 has been
awarded to Rafael
Acedo, Senior Vice-
president and Head
of Industrial Strategy
and Development at
Airbus Military for his
responsibility in and

commitment to the successful A330 MRTT
programme.
This aircraft is characterised by immense
versatility in carrying out transport or refuelling
missions in flight and by technological
innovations such as the unfolding boom
controlled by a 3D vision system. 

The plane has won several competitions for
export, breaking Boeing’s monopoly and
becoming the world reference in this
market.

Programme

©CNES / Pierre Carril 2005

©Airbus Military

As always, the public plenary
session of the Academy will take
place in the prestigious Salle des
Illustres in the Toulouse Town Hall.
On this occasion, the Academy will
welcome in its new members and
Board of governors, as well as
presenting its prizes and medals
for 2011. 
A lecture at the end of the
afternoon will be followed by a
reception, courtesy of the Toulouse
Municipality.

Supported events

7th Gimont Aerospace meetings
28 Sept. 2011 – 2 Oct. 2011, Gimont, France
Under the patronage of Jean-François
Clervoy, Academy member, to mark its
opening up to space activities, this festival will
include workshops for youngsters, a job forum,
lectures, film projections, a pyrotechnics show,
exhibitions and an air show. 
In 2011 the second edition of the aeronautics
and space book show will also take place,
during which numerous members of the
Academy will sign their books.

www.gimont-aero.com
La Novela Festival
7-23 Oct. 2011, Toulouse, France
Festival of scientific culture, aiming to present
the sciences in a new way, through wonder,
aesthetics, discovery and encounter.
The Academy has been invited by the
Toulouse Municipality to organise forums and
lectures at this 2011 edition, notably on the
theme of the 25th anniversary of the launch of
Spot 1.                  www.novela.toulouse.fr

Ceas 3rd Air and Space Conference – XXI
AIDAA Congress, 17-21 Oct 2011, Venice
A unique opportunity for aerospace industries, academia,
organisations and associations to communicate, share and
debate innovative concepts and technical solutions in the
aerospace domain. www.ceas2011.org
Blagnac aerospace image and book festival,
17-20 Nov. 2011, Blagnac, France
Annual meeting organised by the Blagnac Municipality with
the association “Des étoiles et des ailes” on aerospace
activities, with projections, lectures, dedications. Many
members will be present at the book show to sign their
works.                            www.desetoilesetdesailes.com

Conference “Crisis management in
aeronautics”, 24-25 November 2011, Aix-en-Provence
organised by IFURTA, under the patronage of Raymond
Benjamin, Secretary General of ICAO, on the following
themes:
• risk management 
• crisis management and communication 
• crisis feedback from experience in aeronautics 
• accidents and terrorism www.ifurta.fr


