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A short while back, well intentioned
persons were heard to suggest that the
future of the European aeronautics and
space industries was dependent on a
strategy of systematic sub-contracting
of production to low-cost regions – if
possible within the "dollar" zone to
reduce risks linked to the EUR-USD
exchange rate – with European firms
concentrating on upstream technologi-
cal research, product design and mar-
keting.

The severe financial crisis of 2008, and
its disastrous consequences on the
world economy in the final quarter of
2008, and probably throughout 2009,
has served as a reminder that the econ-
omy of industrialised countries, in par-
ticular Europe, cannot be content with
"virtual" production. The European
economy must preserve a significant
industrial dimension, including both
development and at least part of the
production chain; in other words, it
must preserve a true "manufacturing"
capacity. The strengths and know-how
of European industry rely on a constant
to and fro between on the one hand the
design teams, always on the lookout for
the latest innovative technologies, and
on the other, production, sales and cus-
tomer service teams. The teething trou-

bles encountered by Boeing with its new
787 are a good illustration of the diffi-
culty of launching production of a new,
highly innovative product whose fine-
tuning turns out to be more tricky than
officially announced. We Europeans,
with production facilities often spread
over a number of sites, are not immune
to similar problems, in spite of experi-
enced management teams who should
be able to avoid them!

It is no coincidence that the US govern-
ment, whichever party is in power, puts
a great deal of emphasis on maintain-
ing a strong aeronautics and space
industry, which incidentally represents
a significant part of the industrial and
technological national defence base.
Likewise, Europe's strong, innovative
industrial and technological base in the
sectors of aeronautics and space is an
important asset to our economy. Its
capacity to generate high added value
products accounts for a large propor-
tion of exports and contributes in a sig-
nificant manner to Europe's balance of
trade. 

This vision does not ignore the need, in
certain cases, to set up production units
in customer countries, if only to access
their market, but this strategy should

c e r t a i n l y
not com-
promise the
capacity of
E u r o p e a n
aerospace
companies
in product
design and
d e v e l o p -
ment.

The Air and
Space Academy, with its new European
stature, offers an independent capacity
for reflection on these questions, based
on in-depth knowledge of the European
industrial sector and drawing on an
extensive pool of experts in the various
fields of upstream research, of product
design, development and operations. It
can contribute to the debate on this
issue at a European level, whilst at the
same time preserving its independence
both in its reflections and as regards the
individual interests of those countries
and economic players directly involved. 

In this difficult period, it is ready to
commit its full capacities to informing
and advising policy makers, thus
helping to re-launch the European
economy.
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Each decade since the war, years
ending in 9 have brought innovation to
the civil aeronautics manufacturing
sector in Toulouse:
• 2 April 1949 saw the maiden flight of

the Armagnac, a long-haul four-
engine aircraft produced by
SNCASE (Société nationale de
constructions aéronautiques du
Sud-Est);

• on 6 May 1959, Air France put Sud
Aviation’s Caravelle, the first
medium-haul twinjet, into operatio-
nal service;

• on 2 March 1969, Concorde, the
first supersonic transport aircraft,
made its maiden flight;

• 29 May 1969 saw the signing of the
Franco-German Memorandum of
Understanding which marked the
beginning of the Airbus cooperation.

I will focus on this last event to bring
out how critical this period was for the
future of Airbus and how little time it
took to turn an acknowledged failure
into an exemplary success.

The early days, before 1967
It was in the late 1950s that the name
airbus was first heard in the mouths of
the British services promoting
European cooperation on high-capa-
city transport aircraft and the idea was
lent new impetus in the mid 1960s by
the emergence of the EEC:
• in 1963, Air France announced its

need for a high-capacity, 200-300
seater aircraft for European routes,
an idea that was reaffirmed in
October 1965 at a convention invol-
ving 11 European airlines along with
French, British and German manu-
facturers;

• in late 1965, system requirements
were drawn up in France by the
SGAC (Secrétariat general à l’avia-
tion civile, later known as DGAC)
designed to serve as a model;

• British and French industrialists,
pioneers in long-haul (de
Havilland’s Comet) and medium-
haul (Sud Aviation’s Caravelle) civil
jet aircraft, were interested but did
not have the financial clout to com-
pete with their American rivals: the
substantial commitments they had
undertaken in order to launch
Concorde inhibited
European initiati-
ves. However, a
joint project bapti-
sed A300 was put
forward in 1967 by
Sud Aviation (alrea-
dy headed by Roger
Béteille) and sub-
mitted to govern-
ments with the aim
of obtaining political
and financial sup-
port, indispensable to such a launch;

• national administrations, initially
reluctant, were forced to take posi-
tion. In France, SGAC was quite
favourable, but faced firm opposi-
tion from the Finance Ministry, alar-
med by Concorde’s escalating
bills. Germany, shored up by its
rising economy, was looking to
reinvest in a promising industrial
sector. The UK, against Europe on
principle, nevertheless embraced
cooperation with a view to associa-
ting Rolls-Royce, currently facing
stiff competition from its American
counterparts General Electric and
Pratt & Whitney.

It took four meetings between minis-
ters Jean Chamant (France), John
Stonehouse (UK) and Klaus Schnetz
(Germany) before a Memorandum of
Understanding could be signed on 26
September 1967, to launch the defini-
tion phase of the European Airbus
project.
The goal of this agreement was to
prepare, by 30 April 1968, the techni-
cal, economic, financial and commer-
cial elements to justify the program-
me’s launch1; the document covered
development of the airframe by project

manager Sud Aviation
in association with
Hawker Siddeley
Aviation and Deutsche
Airbus (an ad hoc
structure involving
several German
industrials) and of the
Rolls-Royce RB 207
engine by project
manager Rolls-Royce
together with Snecma
and MAN.

1968 and its upheavals
Soon after this historic signature, the
new joint venture was almost imme-
diately undermined:
• in late 1967, after the Rolls-Royce

RB211 engine was chosen to power
the Lockheed L-011, the British
rejected the joint venture, did all in
their power to scupper it and, when
they didn’t succeed, withdrew in

In my final editorial as President of the Academy, I
referred to the 40th anniversaries in Spring 2009 of
Concorde’s maiden flight and of the signing of the Airbus
launch agreement; I would like to return here to this last
episode, from a player’s viewpoint, in order to emphasise
its importance in the success of this emblematic
European joint venture.

The tenor of the
agreement is

remarkable in its
emphasis on

efficiency criteria
indispensable for a

joint initiative within
a competitive market 

The Birth of Airbus

Report  of  the  month

Georges Ville
former Deputy Director of the
Aircraft Division of Aerospatiale,
former Academy President

1. With the signing of this tripartite MoU, Jean
Forestier was nominated programme director res-
ponsible for the official administration of the two
ministries involved (Transport and Defence) and I
was put in charge of the executive agency govern-
ment cell (coordination of work by administrations
and interface with the industrial project manager).
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1968. For its part, HSA, attracted by
its working model, decided to stay
involved but on a private basis,
enabling the British to return in
1979;

• the aircraft’s capacity did not satisfy
customer airlines so, under pres-
sure from Rolls-Royce, which was
aiming to set the RB207 apart from
existing engines, the aircraft’s size
was considerably enlarged, despite
reservations on the part of Roger
Béteille;

• the French government, concerned
by such weaknesses, decided to
withdraw its support from the Airbus
programme (but did not announce
this) in favour of Dassault and the
Mercure;

• the social events of May 1968 in
France unsettled the alliance by
delaying work scheduled in the
MoU of September 1967.

Airbus’s future was beginning to seem
rather bleak. Fortunately, the determi-
nation of a few players, mainly French,
helped put matters back on track. After
the resignation of Sud-Aviation
Chairman Maurice Papon, following
the events of May 1968, his appointed
successor, Henri Ziegler, agreed to
take over only on condition that the
announcement of the end of the
Airbus programme were postponed for
6 months. In this short time, Henri
Ziegler succeeded in convincing all
parties of the potential of a new project
called A300B: with reduced capacity –
250 seats – and fitted out with existing
engines, this proposal elaborated by
Roger Béteille received a favourable
response from official bodies and airli-
nes on 10 December 1968.

The signing of the MoU on
29 May 1969
On 17 January 1969, the French and
German governments declared their
intention to pursue their cooperation

on this fresh basis, and decided to
launch negotiations for an equal
French-German cooperation on 11
March 1969. General de Gaulle’s resi-
gnation in April 1969 speeded up the
process, the aim being to push it
through before the election of the new
President on 1 June; this 3-week
deadline was to prove very fortunate
for Airbus since it left no room for the
habitual (often damaging) political
intervention in the terms of the MoU.
On 29 May 1969, to the backdrop of a
model of the A300B at the Paris air
show, negotiations came to fruition
with the signing of the Franco-German
Memorandum of Understanding (cf
photo).

The relevance of the MoU
The tenor2 of the agreement is remar-
kable in its emphasis on efficiency
criteria indispensable for a joint initia-
tive within a competitive market; let us
recall the main principles: 
• management entrus-

ted to industrialists
with no possibility of
state intervention;

• creation of a joint
company charged
with project manage-
ment and trading;

• no strict requirements
governing geographi-
cal return;

• development funding
based on lump sum
reimbursable loans.

This MoU was the first
of four founding texts
governing the joint
venture; the three
others sprang directly from it:
• the Statutes and rules of procedure

of the Economic interest grouping,
fixed on 18 December 1970; the EIG
structure was chosen for various
reasons: absence of capital, joint
responsibility of members, fiscal
clarity, flexibility of management;

• the Framework convention, signed
in June 1971 between Airbus
Industrie and the executive agency,
committing the industrialists to the
principles of the MoU;

• the industrial conventions and
funding agreement approved on 6
March 1978, setting the contractual
series structure between Airbus
Industrie and its partners.

Its relevance has been amply proved
by the results obtained over the 30
years of its application:
• meeting of all A300B targets:

performance, deadlines (5 years for
the development phase: neither
Airbus nor Boeing have bettered
that since!) and budgets;

• management flexibility facilitating
the launch of new products and the
incorporation of new partners;

• organisation leading to industrial
specialisation, an important factor
in commercial success;

• a strategic and commercial capa-
city that made it possible in 1999 to
rival Boeing’s order books;

• incitement to productivity that made
Aerospatiale more streamlined than

its American rival from the 1990s
onwards.

What a incredible distance was
travelled in 30 years! The 1969
Memorandum of Understanding
deserves full recognition from the
European aeronautics community
on the occasion of this, its 40th

anniversary.

Signature, on 29 May 1969, of the intergovernmental Memorandum
of Understanding by French Transport Minsiter Jean Chamant
(right) and German economics and finance minister Karl Schiller
(centre) (document Sud-Aviation/Airbus)

2. The main innovations were introduced by French
negotiators, fresh from the Concorde experience:
Alain Bruté de Rémur, advisor for the Ministry of
Transport, and myself, a young engineer called on
to represent the ministry of Defence due to the
withdrawal of more experienced persons who
lacked faith in the future of the joint venture. Our
German partners, novices in this field, were good
enough to trust us, whilst strongly defending their
industrial interests.
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June 23, 2003. I have the good fortune
to be invited by Air France for the last
flight of Concorde between Roissy and
Blagnac, the final home of the aircraft.
The atmosphere is a little strained; it is
so full of memories. The vision on the
cabin display – a final sight of "Mach
2.02" – grips my heart. The arrival at
Blagnac amazes me: I expected a
dignified reception, but not this crowd
which I see from the tiny window. The
roads and streets around the airport
are blocked by innumerable specta-
tors, as is the stand on arriving at
Airbus. Having stopped in front of a
hangar we leave the aircraft by steps
into the middle of a welcoming crowd
all applauding as loud as they can. I
go down the steps awkwardly with my
cane, disturbed by the applause
welcoming the symbols which we
have become, but, certain among us
being more symbolic than others, I feel
out of place. Someone guides me
towards a place, but stunned, I do not
recognize friends that come to greet
me. The speeches follow and I
become aware then, and only then,

that I was one of the participants in an
amazing global human adventure, well
beyond the exceptional professional
and personal adventure which satis-
fied me until now.

But which adventure is
this? Another anecdote
will answer.

October 24, 2008. I am
pleased to be invited by
Airbus, with others, for
dinner offered in honour
of the emblematic test
pilot Chuck Yeager,
whose acclaim is
perfectly justified. At the
end of the meal
Jacques Rosay
suddenly poses him a question:
"Chuck, if, at the beginning of the
Concorde program, someone had
proposed to you to take part in it,
would you have accepted?" After
some seconds of hesitation the
answer comes clearly. "At that time in
the USA planes like the B-70 and the
SR-71 were flying at Mach 3 and the

Mach 2 of
Concorde did
not represent
any challenge.
No, I would not
have participa-
ted". I held back
my rejoinder,
which would
have been
improper and
probably misun-
derstood. My
dear Chuck,
you reason with
the experience
of military

discovery of unexplored fields, mentio-
ning planes tested and used within a
military framework, planes of high
performance which one flew in "space
suits" in capsules or in ejector seats.

But the challenge
impossible to ignore by
our Franco-British team
was quite different,
immense: to turn these
high performance mili-
tary characteristics to
the requirements of civil
standards of safety,
which we had to create.
We only reached Mach
2.23 while opening the
flight envelope, but later

over a million passengers in everyday
clothes travelled two and a half hours
at the speed of an anti-tank shell, in an
environment where the pressure is
one tenth of that on the ground, with
an outside skin temperature of 120° C,
arriving in New York before the hour of
their departure from Paris or London.
And the extraordinary human adven-
ture of Concorde resides in that. We
"tamed" the thorough-bred, so that it
deigned to carry one hundred paying
passengers in full security so quickly
and so high, comfortably installed in
real armchairs. 

As George Ville says, this amazing
adventure was then carried on by that
of Airbus, of a very different kind but
also global and human. 

Still speaking in metaphors, our
Franco-British Concorde flight test
team was the trainer of a civil
aircraft which was spirited, but
reliable, beautiful, magnificent,
unequalled!

Concorde - a Testimony
It is not usual in a Letter of the Academy like this to make a
statement of personal feelings. However, 40 years ago, on
March 2, 1969, Concorde made her first flight and four weeks
later, on March 30, it was my turn to fly her. Everything has
been said about this subject and nothing remains now but the
testimony of the survivors of this unforgettable period.
Therefore, I will take the risk to testify! 

Jean Pinet
Past President of the Academy

Close  up

The challenge
impossible to ignore by
our Franco-British team

was quite different,
immense: to turn these

high performance
military characteristics
to the requirements of

civil standards of safety
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Three  questions  for...

PS- Having taken part in the cockpit
definition and flight tests of the A380,
an exceptional aircraft by any stan-
dards, aren’t you afraid that any other
job in future would appear “banal” or,
at least, not very exciting?
JR- The A380 is the largest airliner in
the world, so the development and
flight test programme drew much more
media and public attention than would
have been the case for an aircraft with
less superlatives. During the flight
tests we, of course, also felt this was
exceptional, particularly at the begin-
ning with the launching of the program-
me. Then, quite quickly, the innumera-
ble tests of all kinds which we made
with the flight simulator made the plane
very familiar to us. Therefore, a long
time before the first flight, the exceptio-
nal aspects of the plane had practical-
ly disappeared in our eyes, and it had
simply become a new plane to deve-
lop, which we are accustomed to do.
Today we are in this phase with the
A350, where the plane, which we are
contributing to designing, is taking
form and starting to become familiar to
us. It is not yet a tangible plane, but it
is the idea, the definition, which is
crystallizing. We are becoming passio-
nate about it, as we did with its prede-
cessors. For my part, I do not get tired
of this work; the satisfaction of finding
technical solutions to make a plane
better does not depend on its size or
the passion which it generates in the
public. 

PS- During your very varied career,
you have taken command of 160 types
of different civil and military planes.
Which of them have left the most signi-
ficant mark on you and why?

JR- There are planes which leave their
mark on you. You do not forget the one
on which you were allowed to fly solo
for the first time. For me it was the
“Mousquetaire”; I had only a few hours
of dual control flight after a series of
circuits when my instructor said to me
out of the blue: “now I will get out of
the plane and you will continue alone”.
It was a very emotional experience.
Those of my generation who lived
through the experience of the fighter
school never forgot their first flight in
the Mystère IV, a single-seat superso-
nic jet fighter, which we let inexperien-
ced young pilots fly, without having
either flown a simulator nor had a flight
in a two-seater, for the good reason
that there was neither simulator nor a
two-seater version.
Of course I will always very keenly
have in my memory the first flight and
testing of the A380, but in all ways, it is
the Mirage III E which
was the most significant
for me. It was a plane
with very particular flight
characteristics, which
were challenging for its
pilot. With this aircraft,
one felt physically, even
sensually, the mecha-
nics of flight. It is on this
plane that I spent my
entire career as an
operational fighter pilot, and it is at the
controls of this plane that I acquired
my basic experience. In some ways, it
is with this plane that I really learned
how to fly. This experience was very
useful to me later when I became test
pilot. Therefore I loved it and I will not
forget it. 

PS- Do you think that in the long term,
flying civil aircraft will be more automa-
ted, leading the crew to rely more on
data processing?
JR- On our Mirage III E, the essence
of our mental and physical resources
were generally devoted to keeping
within the flight envelope, not losing

the control of the plane, and trying to
operate a rather unsophisticated navi-
gation and armaments system, which
broke down practically every other
flight. It was good fun, very exciting,
but actually we were terribly ineffec-
tive. You only have to compare the
A380 with the planes of the generation
of Mirage III to answer the question:
the pilot’s role has already changed
considerably. In my opinion the key
event was the moment of the massive
introduction of data processing on the
aircraft, which corresponds to the
entry into service of the A320.
This evolution does not mean that the
pilot has lost his leadership skills; on
the contrary it reinforces them by
having the possibility of doing his job
better. The assistance that data
processing brings to flying, navigation,
communications or systems manage-
ment allows the pilot, when he sees fit,

to free himself from the
subordinate and tire-
some tasks which unne-
cessarily occupy his
physical and mental
resources. Under these
conditions, the pilot can
be devoted primarily to
the tasks that the
computer cannot do,
which is to exert his
judgement and his intel-

ligence in order to make the right deci-
sion quickly, when it is necessary.
I think that in the future this trend will
continue. With future planes, the
redundancy of data processing func-
tions will be such that even in the most
severe, improbable cases of break-
down, the degradation of the airworthi-
ness of the plane will remain practi-
cally imperceptible for the pilot. Thus
the pilot will keep, in all foreseeable
cases, the maximum capability to
appreciate the situation and to make
decisions under the best possible
conditions.

Interview by Pierre Sparaco

Jacques Rosay
Chief Test Pilot, Airbus

I do not get tired of this
work; the satisfaction

of finding technical
solutions to make a

plane better does not
depend on its size or
the passion which it

generates in the public
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Life  of  the  Academy

Homage to Jacques Plenier
For its public session on 5 February,
the Academy paid tribute to the
memory of Jacques Plenier,
Academy President 2000-2002, who
passed away in spring 2008. Moving
tributes from former colleagues, a
friend from the Toulouse alpine club
and his daughter Anne reminded the
moved audience gathered in an
amphitheatre in Airbus France
Toulouse that the aeronautics com-
munity had lost a valued member, a
warm-hearted, deeply respected
friend.
Jacques Plenier was born in 1932.
Graduating from Polytechnique in
1952 and SupAéro in 1957, he joi-
ned the CEAT before being secon-
ded to Aerospatiale in 1971. Chief
General Studies Engineer then
Director of New Programmes, he
then directed the development

phase of the A310 at Airbus before
rejoining Aerospatiale where he
played a crucial role in the develop-
ment of European civil aircraft, nota-
bly regional ATR aircraft.
But the true story can be found in the
margins of this excellent career due
to the exceptional charisma of a
man who, as his former colleagues
are quick to underline, preferred per-
suasion to orders. He trusted, dele-
gated, convinced, was sure of his
priorities and, as a result, was res-
pected by all.
A passionate mountaineer, Jacques
Plenier was also an "honest" man in
an acceptation which is, alas, beco-
ming rare. During the homage,
many were happy to look back on
the good old days, the memory of
great moments, or the pleasure of
working with people of quality.

Among those present were Jean
Pierson, Henri-Paul Puel, Henri
Perrier, Claude Terrazzoni, Jürgen
Thomas, Bernard Keller and, of
course, the board of governors of
the Academy and many of its mem-
bers.
Claude Terrazzoni, himself formerly
at Aerospatiale and Airbus and a
close friend of Jacques Plenier, put it
like this: "he was one of these
encounters which help one to grow".
To put it more simply, Jacques
Plenier was a remarkable man. PS

Prospective studies commission
The Academy is currently setting up a
Prospective studies commission with
the aim of pursuing work initiated by
Fedespace. Its theme of study –
Air transport and its challen-
ges – is divided into four sub-
themes:
• air traffic: its development,

the improvement of procedu-
res facing passengers,
constraints linked to noise and
chemical emissions within the
airport boundaries…

• aircraft: changes in their structure
in the short and medium term, flight
level, Mach, length of stages, all-
electric aircraft (aside from propul-
sion); future concepts (flying
wings…)

• air traffic: satellite navigation
systems; feasibility of CAT-3
landings in the future; safety level
guaranteed by the "free routes"
concept;

• airports: this theme will be
initiated only after the Academy's
conference on Airports in October
2009.

Valérie André distinguished by the
French aeronautics press 
The Association of professional aero-
space journalists AJPAE awarded its

prestigious annual
Icarus prize to General
Valérie André for her
life's work. The prize will
be officially presented
during a reception in
Paris in May. Valérie
André, a doctor, helicop-
ter pilot and parachutist,

is a founding member of the Academy.
Created more than half a century ago,
the Icarus prize has, through the
years, rewarded many remarkable
personalities for their contributions to
the development and prestige of
French aeronautics and space.
Academy members in its hall of fame
include, for instance, Gérard Brachet,
President since January, Roger
Béteille, Catherine Maunoury, Yves
Kerhervé and Jacques Noetinger. 
Lecture cycles
The Academy's lecture cycles got off
to an excellent start in 2009:
.

• in the Toulouse Médiathèque,
Catherine Maunoury shared with us
her passion for aerobatics and Jean
Pinet, on the occasion of the 40th

anniversary of Concorde's maiden
flight, divulged some of the secrets
of this exceptional plane;

• in the Palais de la Découverte, Paris,
the first afternoon of lectures was
given over to the Evolution of aero-
space vehicles with presentations on
the UAV Revolution, by Philippe
Cazin, Intelligence in cruise missiles,
by Claude Roche, a History of
Ariane, by Philippe Couillard, and
Jules Verne, new space freighter, by
Jean-François Clervoy.

These lectures were followed by a
large, captivated audience.

Jean-Claude
Chaussonnet 

Secretary
general

Jacques Plenier (in front) with friends
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The first two books we have to review were
both published by CNRS Editions under the
direction of Marie-Lise Chanin, member of the
Air and Space Academy and the Académie
des Sciences, and Emeritus Research
Director at CNRS.
Symposium en l'honneur du 70e
anniversaire de J. E. Blamont
A member of the Air and Space Academy and
the Académie des Sciences, Professeur

Jacques-Emile Blamont was
one of the great pioneers of
French space policy. In this
book, his pupils and collabo-
rators, including fellow
members Marie-Lise Chanin,
Hubert Curien (d) and Gérard
Mégie (d), pay homage to
him. 500p, €29.

Our members’ publications L'oeil de Galilée 
After Le Secret de Copernic and
La Discorde céleste, Jean-Pierre
Luminet, astrophysicist, novelist
and Academy member, continues
his history of these "builders of the
sky" who definitively changed our
way of seeing the universe.
JCLattès, €20, 350p.
Fellow member Erick Lansard has participated in
a work published by ThalesAleniaSpace entitled
"Climate change and satellites". This book,
which can be consulted at the Academy's
documentation centre, compiles the visions of
renowned scientists, space agencies and
technological experts, but also gives a hearing to
people with different profiles and origins who can
see the consequences of climate change in their
daily life.

L'École de l'Espace. Le service
d'aéronomie, 1958-2008
The Aeronomy department of CNRS, the
first space laboratory in France, was set
up 50 years ago. This book, with
contributions from over 50 authors who
played an active role in this half century
of research, revives the memory of the
main stages, revealing both the
continuity of goals but
also the changing
approaches and
resources and the
transformation in the
science itself, thus
recognising the
importance of this
exceptional structure.
528p, €39.

Publications  List
Comprehensive list and ordering facilities on our website: www.air-space-academy.org

Dossiers 
(bilingual French-English series)

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

Forums
in French

22 Du bloc opératoire au cockpit
d'un avion de ligne, 2006, 100pp,
A4, €10

LE
S D

OS
SIE

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

Dossier 30 2008

Le rôle de l’Europe dans
l’exploration spatiale

The Role of Europe in 
Space Exploration

LE
S D

OS
SIE

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

Dossier 31 2008

Pour une approche
européenne de la sécurité
dans l’espace

For a European Approach
to Security in Space

21 Vols très long-courriers, facteurs
humains mis en jeu, 2005, 110pp,
A4, 10€

20 De 14 heures à 18 heures de vol, et
au-delà ; évolution ou révolution,
2004, 100pp, A4, 10€

19 L'hélicoptère retrouve sa liberté,
2004, 60pp, A4, 10€

18 Compétence du pilote, 60pp, 2003,
A4, 10€

Vol. 3: Intégration homme-systèmes
dans l'aéronautique Forums 7-17:
1998-2003, CDROM, 2004

Vol. 2: Relation homme-machine dans
l'espace Forums 1-4: 1996-98, 1999
(out of stock)

Vol. 1: Relation homme-machine dans
l'aéronautique Forums 1-6, 1996-98
(out of stock)

General works 
In French unless marked with an asterisk

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

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

• Au temps de
Clément Ader,
1994, 172p, €21

• Henri Ziegler, Hommages et témoi-
gnages, 2000, 50pp, €5

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

• Joseph Czinczenheim, 1998, 66p, €5
• Lettre-préface by R. Esnault-Pelterie

to l’Histoire comique ou Voyage dans
la Lune, by C. de Bergerac, introduc-
tion E.Petit, 1997, 52pp, €12

Conference proceedings
English or French according to speaker

• Risktaking: a human
necessity that must
be managed, 2008,
CDROM, €20

• Scientific and
Fundamental
Aspects of the
Galileo Programme,
2008, CDROM, €20

• Legal Aeronautic Expert reports,
2007, CDROM (out of stock)

• Air Transport and the Energy
Challenge, 2007, CDROM, €20

• Aircraft and ATM Automation, 2006,
CDROM, €19

• Helicopters: missions and perspec-
tives, 2006, CDROM, €19

• Contribution of Space to the pro-
gress of knowledge and manage-
ment of the planet, 2004, CDROM,
€19

• Europe and Space Debris, 2002,
CDROM, €25
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Conference: AIRPORTS AND THEIR
CHALLENGES, 7-8 Oct. 2009, Direction général de l’Aviation
civile, 50 rue Henri Farman, 75015 Paris
Presentations in English and French with simultaneous translation

Session 1- Demand
• Passengers
• Freight
• Future aircraft

Session 2- Supply
• Economic models (slots, regulation,

management, financial balance)
• Competition between airports. The

major hubs and their future
• Airport cities and ground access 
• Airport congestion (all aspects) and the

adapting of airport installations

Session 3- Specific demands of 
sustainable development 

• Reconciling noise / petrol / capacity
• Distribution of wealth created by airports 
• Sustainable development charters, dia-

logues with local government and resi-
dents, soundproofing residences… 

• Operation modes compatible with sus-
tainable development 

Session 4- Evolution and Innovation
• Passenger services 
• Luggage handling
• Aircraft and vehicle handling within air-

ports 
• Security: new techniques for enhancing

organisation and control
• Collaborative decision making

programmeThe Air and Space Academy organised a
highly successful conference on the theme
“Airports of the Future” in November 1995
in Paris.
Since then, the world has been changing
rapidly due to the emergence of a global
economy, the urgent question of how to
achieve sustainable development and the
rise in factors leading to insecurity.
International airline networks have conti-
nued to consolidate their activity, forming
large alliances around a limited number of
hub airports. Low cost airlines have regis-
tered a very strong growth rate.
Airports can play an important role, parti-
cularly in Europe, in promoting a coherent
organisation of the different modes of
public and freight transport (intermodality). 
Growth in air transport will continue to
have a decisive effect on social organisa-
tion and exchanges. Airports must adapt
their management in order to offer the
best possible service to airlines, passen-
gers and freight transport. 
This international conference on
“Airports and their Challenges” organi-
sed by the Air and Space Academy will
provide an opportunity to take stock of
the latest technical, economic and
social data, to pool ideas and launch
recommendations.

for more information or to register, please visit the Academy’s website:
www.air-space-academy.org

Tuesday 21 April at 6pm
Airbus A350 XWB
Gordon McCONNELL, Chief
Engineer, Airbus A350 XWB
Tuesday 19 May at 6pm
European Commission 6th
Framework New Aircraft Concepts
Research Project
João FROTA, NACRE Project Leader

Thursday 25 June at 6pm
UAV/UAS Operations
Bruno ESPOSITO, Director Civil Air
Transport, SBAC

On 26 June it will hold its Annual
dinner at the Château de Larroque,
with a presentation by Kit Mitchell,
Chairman RAeS Historical Group

Contact : Pass@RAeS-toulouse.org

Public lectures organised by the
Toulouse branch of the 
Royal Aeronautical Society
at Airbus France, Toulouse
Lectures are given in English 

28 April: Accidents d'avions ; le retour d'expérience
Robert GALAN, author of "On a retrouvé les boîtes noires", éditions Privat

26 May: L'Europe et l'exploration spatiale de l'Univers
Geneviève DEBOUZY, Chairperson of ESA’s Scientific Programmes Committee,
Academy member

30 June: Les sept défis de la construction aéronautique civile
Georges VILLE, former President of the Academy, former Deputy Director of the
Aircraft Division, Aerospatiale

Public Lectures organised by the Academy 
Toulouse Médiathèque, last Tuesday of the month at 6pm, free entry. Lectures are given in French.
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