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EDITORIAL 

On behalf of the ESASI Committee, I am pleased to share our Summer Newsletter, 

highlighting the Society’s key activities during the first half of the year. 

The highlight of this period was undoubtedly the ESASI 2026 Seminar, held in May in 

the historic city of Dubrovnik, Croatia. Once again, the seminar was organised back-to-

back with the ECAC ACC64 meeting, an arrangement that continues to offer significant 

benefits by simplifying travel and logistics for participants attending both events.  

ESASI also remains committed to supporting the Military Air Safety Investigators 

(MASI) group. As the parallels between civilian and military aviation safety 

investigations continue to grow, seminar delegates were once again able to attend the 

MASI meeting at no additional cost. This collaboration provides valuable opportunities 

for knowledge sharing and the exchange of best practices across both communities. 

Both events were very well attended and received, with presentations and discussions 

covering a wide range of important aviation safety topics. Further details, including 

links to the ESASI 2026 presentations, are included in this newsletter. 

The Committee is now turning its attention to the next FocusOn... webinar, planned 

for Q4. We welcome your suggestions for topics you would like to see covered. 

We are also delighted to welcome the many new members who have joined the ESASI 

family. Their addition reflects the continued strength and vitality of our Society, made 

possible through the commitment and support of our individual and corporate 

members, as well as our many friends across the aviation safety community. Your 

encouragement is greatly appreciated and motivates the Committee to continually 

enhance the value ESASI provides.  

We were saddened to learn of the passing of Steve Moss, a highly respected air 

accident investigator and former member of the UK AAIB. Steve made a significant 

contribution to the profession throughout his career and will be fondly remembered 

by the many colleagues and friends who had the privilege of working with him. 

Finally, my sincere thanks to fellow Committee members Olivier Ferrante and Rob 

Carter for their valuable contributions to this edition of the Newsletter.  

 

Nuno Aghdassi 
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ESASI New Members 

ESASI is glad to welcome the following new 
members to ISASI and ESASI: 

Markus Bieswanger 

Markus is a linguist 
by training, but his 
interest in flight 
safety and aviation 
communication had 
already been 
sparked at a young 
age through many 
observer flights on 

the flight decks of commercial airliners. During 
his professional career, he became a widely 
recognized expert on Aviation English and 
communication issues in air traffic 
management. About two decades ago, he 
began working as a consultant with the Head of 
Flight Safety and Quality at a major airline, 
analysing numerous incidents and accidents in 
that capacity. 

Markus served as a research scholar at Embry-
Riddle Aeronautical University (ERAU) in 2025 
and is a member of the ERAU Accident 
Investigation Database Committee. He 
presents, both independently and with 
colleagues, on topics related to language and 
communication as human factors in aviation 
safety at linguistics and aviation industry 
conferences, including the 2025 ISASI Seminar 
in Denver and the 2025 Flight Safety 
Foundation IASS in Lisbon. 

 

Timon Grusetchi 

Timon is 34 years 
old and currently 
lives in Vienna, 
Austria. He started 
my career in 2018 
as a First Officer on 
the A320 for 
Austrian Airlines. 
In the last few 

years, he acquired further endorsements as a 
Synthetic Flight Instructor (training new F/Os in 
the first half of their type rating on the 
simulator) and as a Ground Instructor for A320 
Systems and Flight Safety. He joined the safety 
department in 2019, because of his previous 
experience and education in risk management, 
where he led a digitalization project as a 
subject matter expert. 

In 2022, he received his initial investigator 
training, focusing on Flight Data Analysis and 
Human Factors. Furthermore, he is a delegate 
for the Austrian Cockpit Association (ACA) in 
the Accident Analysis and Prevention working 
group, which is how he received his IFALPA 
accreditation in 2025. “Happy to be a part of 
ESASI!” 

Robert Jonsson 

Robert has had the 
role as Flight Safety 
Investigator for 
Fighter Aircraft at 
Saab Aeronautics 
in Sweden since 
2023 and now 
leads the team as 
the Flight Safety 

Manager. His career in aviation at Saab started 
in 2001 working with Technical Publications, 
including Airplane Flight Manuals, before 
moving on to the System Safety discipline in 
2011. Safety has been the common 
denominator during his career, and this 
concerns not only flight safety, but also e.g. 
personal safety matters. Robert has a Master’s 
degree in Structural Engineering from KTH 
Royal Institute of Technology in Stockholm and 
has taken numerous aviation and safety-
related courses over the years, mainly in the UK 
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(Cranfield University) and the United States 
(ERAU and SCSI). Robert joined ESASI/ISASI 
mainly for the networking opportunities. 

Wolf Martin 

Having grown up in the 
Swiss Alps, his 
professional journey 
has taken him through 
vastly different worlds: 
from electronics and 
anaesthesia to a late-
career degree in 
aviation, because he 
knew exactly where he 
was headed. Air 
accident investigation 
fascinated him long 
before his studies – you 

either have that specific DNA for accident 
investigation, or you don't. Today, he lives this 
passion as an investigator at the Swiss 
Transportation Safety Investigation Board 
(STSB) in the department of Aviation. You'll 
usually find him in the STSB lab, where he 
focuses on avionics, data analysis of loggers, 
FDR and CVR. Naturally, his solid education at 
Cranfield University also played a major role in 
shaping the path he is on today. A huge thank 
you goes out to everyone who dedicates 
themselves daily with tireless commitment to 
this important purpose and of course to the 
senior investigators, who pass on their mindset 
and methodologies. 

Charles Njoku 

Charles is a current 
MSc student in 
Safety and Human 
Factors in Aviation at 
Cranfield University. 
Before Cranfield, he 
spent 10 years 
designing software 
for businesses and 
later founded a UX 

Research and Product Testing startup, where 
he worked with software teams to bring novel 
products to markets across Africa and Europe. 
He is a recipient of the UK’s Global Talent 

Award for Exceptional Talent and Leadership in 
Digital Technology. 

Charles aims to become an experimental 
scientist and is interested in the design, 
evaluation, and safe integration of novel 
technologies in future flight systems. His 
current research examines how different input 
modalities, including voice, touchscreen, and 
joystick inputs, affect primary flight control 
performance during concurrent tasks. He 
developed FLIDIS, an experimental flight 
simulator, to conduct this research. FLIDIS will 
be demonstrated at the 28th International 
Conference on Human-Computer Interaction 
(HCII) and the ACM 28th International 
Conference on Multimodal Interaction (ICMI). 

Declan Saunders 

Declan is a PhD 
student at Cranfield 
University in Human-
Autonomy Teaming 
for Future Flight Deck 
Design since 2026. 
He is also a research 
assistant in human-
centric design since 
2023, at the Faculty 
of Engineering and 

Applied Sciences. In 2022, Declan graduated 
with first class honours from BEng Aeronautical 
Engineering – winning best thesis and best 
student awards from Institute of Mechanical 
Engineers (IMechE) for his work on fatigue 
detection devices using eye tracking 
technology. He later graduated from Cranfield 
University with MSc Safety and Human Factors 
in Aviation in 2023, where he continued the 
work towards fatigue detection using eye 
tracking technology. Scrutinizing visual 
scanning behaviour in sleep deprived and 
fatigued PPL pilots, the research outlined 
several metrics for monitoring and detection 
purposes, which could indicate potential 
fatigue and hindered performance in pilots. 

Declan’s research interests are focused on 
reduced workload management for single-pilot 
operations, design and evaluation of future 
flight deck technology, design and evaluation 
of hydrogen flight decks, and AI development 
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of large language models (LLM’s) for accident 
investigation. 

David Schöne 

David Schöne is an 
airline pilot, 
aircraft accident 
investigator, and 
founder and 
Managing Director 
of FlightGuardian 
Aviation Safety 
GmbH, a 

Germany-based 
consultancy specializing in safety 
management, investigations, and training. He 
has more than 20 years of commercial aviation 
experience and over 13,000 flight hours on the 
Boeing 737, 757, and 767, operating across 
Europe, Africa, North America, and the 
Caribbean. 

Alongside his flying career, David has served as 
a Safety Analyst, Flight Data Monitoring 
specialist, and representative for the German 
Federal Bureau of Aircraft Accident 
Investigation (BFU). He has also held several 
international safety leadership positions, 
including Chair of the Accident Analysis & 
Prevention (AAP) Committee and Vice-Chair of 
the Safety Management Working Group within 
IFALPA. 

His professional interests focus on modern 
safety management, systemic investigation 
methodologies, safety intelligence, and the 
practical application of artificial intelligence to 
enhance aviation safety. 

Petter Hornfeldt 

 Petter Hornfeldt 
has been working 
as a B737 pilot 
with Ryanair in 
Europe since 2002. 
He upgraded to 
captain in 2007 
and has since been 
serving as a 
TRI/TRE and line-

check captain. Since 2015 Petter has been 

running a YouTube channel called Mentour 
Pilot, where he explains aviation accidents and 
incidents in great detail to a broad general 
audience. He has around 11000 hours of total 
time as well as 4000 of instruction, all on the 
Boeing 737NG and MAX.  

Other New Members who have joined ESASI 

during the first semester of 2026: 

• Abigail Gregory 

• Oliver Haefner 

• Zoltan Szijarto 

ESASI 2026 Seminar, Dubrovnik 

ESASI held its annual seminar in Dubrovnik, 

Croatia, earlier this year on the 20 and 21 of 

May. ESASI 2026 was attended by over 130 

international delegates from across Europe 

and beyond. Kindly hosted by the Air, Maritime 

and Railway Traffic Accidents Investigation 

Agency (AIN) of the Republic of Croatia, the 

seminar was held back-to-back with the ECAC 

ACC64 (‘Group of Investigation Experts’) 

meeting. 

The Director of the AIN, Mrs. Alana Vukić, made 

the opening address at ESASI 2026, welcoming 

the delegates to Dubrovnik and emphasizing 
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the critical role which safety investigations, and 

sharing of the lessons drawn from this activity, 

play in aviation safety. The programme 

contained several presentations on case 

studies of recent investigations as well as 

others detailing safety related topics from the 

different aviation stakeholders. The MASI 

(Military Air Safety Investigators) group, which 

ESASI supports, held its regular meeting in the 

afternoon of the second day, upon conclusion 

of the main seminar. 

The regular and annual gathering of the 
European Society is also an opportunity for the 
ESASI Committee to meet with its members 
and to hold its Annual General Meeting. At the 
AGM, the ESASI Committee gave an account of 
its recent and planned activities as well as an 
overview of its positive financial health. This is 
thanks to growing numbers in membership 
(affiliation with ESASI), the success of its 
FocusOn webinars, annual seminars, regular 
communication, and, not least, the active 
support of its members. This was 
demonstrated, by the large number of 
participants at ESASI 2026 and sponsorship by 
Airbus, ATR, Dassault Aviation, Embraer, Rolls-
Royce and Turkish Airlines. 

A summary of the presentations of ESASI 2026 
is available in the Appendix (Thank you, Rob 

Carter                     ) and the presentations themselves 
can be accessed from the www.esasi.org. The 
AGM report will be sent separately to the 
newsletter. 

 

 

 

 

 

 

 

 

ISASI 2026 – Final Call! 

Last chance to attend ISASI 2026 which will be 
held in Boston, Massachusetts from the 28th of 
September to the 2nd of October. Full details 
are available here: ISASI 2026 Seminar Website 

 

FocusOn… webinar - Q4 2026 

Following the successful conclusion of the 

ESASI Seminar, the Committee is now looking 

ahead to the next FocusOn… webinar, 

scheduled for late 2026. We invite members to 

submit suggestions for webinar themes. Topics 

should be strongly focused on the technical, 

operational, or human factors dimensions of 

aviation safety investigations. If you have an 

idea you would like to share, please feel free to 

contact us at the following email address: 

contact@esasi.org  

 

 

 

 

 

 

https://www.esasi.org/event-details/esasi-2026
https://web.cvent.com/event/d645fddd-8c58-4ab5-a702-96c475772495/summary?environment=P2
mailto:contact@esasi.org
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Stephen (‘Steve’) Moss  
January 1951 to July 2026 

ESASI is sad to note the recent passing of our 
colleague and friend, Steve Moss.  As a long-
time investigator at the UK Air Accidents 
Investigation Branch, Steve was a consistent 
contributor to European aviation safety and is 
missed by a wide circle of friends and 
colleagues. Steve also appeared in a number of 
air safety investigation TV documentaries and 
many ESASI members will remember his 
teaching on investigation courses at Cranfield 
University. 

Steve’s aviation career started in 1969 as an 
Undergraduate engineering apprentice at BAC 
Weybridge, home of the old Brooklands motor 
racing circuit, then producing the VC-10, BAC 1-
11 and Concorde civil aircraft.  In 1974 Steve 
moved to the Service Department at BAC 
Filton, supporting the BAC 1-11.  He worked for 
two years with Laker Airways (remember 

them?) and then, in 1981, was selected by the 
AIB (‘The Branch’, in London and then 
Farnborough), where he stayed (and thrived!) 
until retiring in 2016.   

During his time at the Branch Steve 
investigated many civil and military events, 
from small GA aircraft to senior engineering 
roles in significant AAIB investigations. These 
included the British Airtours runway fire at 
Manchester in August 1985, the PanAm 747 
loss near Lockerbie in December 1988, the 
accident to a British Midland 737-400 near 
Kegworth in January 1989 and the ‘fuel icing’ 
accident to a BA 777 at Heathrow in January 
2008. He also represented (rather well) the UK 
AAIB in several overseas investigations, often 
as the UK ‘Accredited Representative’. 

Good safety investigation is a ‘team sport’ and 
Steve brought great attributes to the field. As 
well as sound engineering skills, he had a huge 
knowledge of contemporary and legacy 
aviation. He had a great sense of humour and 
real perspective. He was a very warm 
individual, loyal to colleagues and he made 
friends very readily – people really wanted to 
collaborate with him and with the AAIB, a great 
gift to us all. He leaves behind his wife of many 
years, Christine, two sons and two grandsons. 
Many of us will always think of him motoring, 
‘top down’, in his bright red Triumph TR6 – a 
British Classic. 
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Appendix – ESASI 2026 

 

**************************************** 

 

Summary of presentations at ESASI 2026, Dubrovnik 

Thanks, from ESASI to our presenters for co-operating in producing these short summaries: - 

 

When Altitude Lies: The hidden dangers of air data systems discrepancy – Alexandre Certain, BEA, 

France 

Alexandre’s presentation centred on a Cessna 525 flight (aircraft registration: F-HJAV). Shortly after 

take-off, the pilots identified a discrepancy between pressure altitude from ADC1 and ADC2. The crew 

eventually selected ADC1 as their primary source of altitude information. However, information from 

ADC1 was erroneous and the aircraft slowly lost altitude until an EGPWS warning was triggered. The 

flight crew communicated its issue to two out of four ATC centres they contacted during the flight, 

with only one ATCO fully comprehending the issue. During the whole flight, the ACAS system was 

inoperative as it relied on information provided by ADC1. 

The BEA investigation identified three similar serious incidents of altitude discrepancies. Two of these 

had resulted in near-collisions with commercial aircraft.  

Alexandre concluded with a summary of the global risks in these events. Procedures from aircraft 

manufacturers can be misleading, Safety barriers such as ACAS system do not necessarily work and 

ATCOs can struggle to identify the issue. Overall, there is a risk of reducing the level of safety of the 

whole air transport system, since in the absence of segregation, traffic covered by the most demanding 

regulatory requirements (e.g. aircraft covered by CS 25 or equivalent) will, in reality, be subject to the 

level of safety provided by the minimum requirements applicable to other traffic (e.g. aircraft covered 

by CS 23 for instance). 

As of May 2026, the BEA was preparing a final report. 

 

The silent challenge – ULM Safety – Sorin Dună – AIAS Romania 

Sorin opened with a comprehensive review of the extensive ULM (Ultra-Light Motorised) activity in 

Romania, including the statistics of operations, investigations and legislation. In Romania, the entire 

responsibility, as well as the assumption of all risks related to the construction, maintenance, repair 

and operation of ultra-light aircraft, essentially rests with the pilot. However, the training requirements 

are minimal concerning aircraft maintenance. 

Interesting GA accident cases were presented, raising the topics of VFR Minimum Safe altitudes, 

aircraft maintenance, weather and flight field selection. For ULM aircraft, this highlighted the point 

that a person holding a ULM aircraft license may also perform the whole function of technical and 

maintenance personnel. 
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In terms of safety for this type of activity, Sorin considers a ‘door’ has been opened: current challenges 

like the indiscipline, improvisation and arrogance that define the present should be replaced with the 

“SAFETY FIRST” mentality. Slowly but surely, participants will also realize that the freedom of flight 

cannot be enjoyed without safety. “As safety investigators, we will continue to be part of this change, 

trying to build a true culture of safety”. 

 

The Forgotten Human in Unmanned aviation – Nigel Breyley, SCSI, California 

Nigel’s presentation centred on the crucial importance of the HMI (Human-machine interface) in the 

safe operation of unmanned aircraft. The automation needs to be sufficiently robust to reduce the 

likelihood of human error and then to mitigate the results if error does occur. The concept of 

‘Carelman’s coffee pot’, where poor design sets up human beings to fail, was illustrated by a case 

where a complex interface led to an error transposing wind speed and direction. This resulted in a 

drone attempting to achieve 640 kts (disastrously) during recovery, rather than the desired 40 kts 

The presentation touched on industry issues, such as information overload, limited human attention 

span, lack of design standards in the industry and a lack of awareness of manufacturers of the 

environment in which their products are operated.  The issue of ‘simplicity vs complexity’ was 

summarised by the quotation “It’s not the number of dials or controls or how many features it has. It 

is whether the person using the device has a good conceptual model of how it operates”.  

In Q&A, Nigel commented that industry entrants from the Tech industry entrants tend towards a ‘let’s 

do this differently’ approach. 

 

Maintenance as Growing Contributor to Accidents – Stefan Emmerling, Airbus Helicopters 

Deutschland 

Stefan, with a broad development background and design background, opened with a graphic on the 

fleet size per helicopter operator. This showed the vast majority of operators having four or fewer 

helicopters, small fleets compared with the fixed-wing world. However, the ‘Good news’ is that very 

few maintenance occurrences result in accidents or serious incidents, as a graphic of the ‘hierarchy of 

cases’ showed. 

Stefan gave a pair of detailed case studies involving mechanical flight controls and suggested that the 

rate of maintenance-related accident causes had increased in 2020-2024 compared with the previous 

five years. The most common causes appeared to be assembly errors, deviation from documentation 

and fuel contamination. 

Closing, Stefan discussed the ‘Dirty Dozen’ of maintenance factors and, from feedback from the 

helicopter community, the underlying factors and the challenges. These include the challenges of 

hiring, retention, mindset and motivation and the organisation pressures of time and cost. Stefan 

suggested a possible Working Group on these factors. 

In Q&A, there was discussion about fuel contamination being more common away from Europe and 

North America and that there exists within the RAeS an active WG on maintenance HF issues. 
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Human Factors Investigations in Military Aviation Accidents – Imogen Jenner & Dan Atkins, RAF 

Centre for Aviation Medicine, UK 

The presentation opened with a description of the RAF CAM mission and the established team of four, 

with the primary role of accident investigation. This evolved, with the UK MAA (Military Aviation 

Authority) following the loss of Nimrod XV230 and the resulting expert ‘Haddon Cave’ report. For 

‘Service Inquiry’ investigations, the team is tasked by the multi-modal DAIB (Defence Accident 

Investigation Branch). The team also engages in preventative work using Operational Events Analysis 

(OEA), with interviews with all ranks and roles. 

The main investigation is the Accident Route Matrix (ARM), based on James Reason’s Swiss Cheese 

model and Wiegmann & Shappell’s Human Factors Analysis and Classification System (HFACS).  This 

develops a timeline of ‘normal’ operations prior to an accident, plotting of when factors became 

contributory and the ARM has been adapted to several different domains, including land and maritime. 

The team presented a detailed case study of a Hawk T Mk 1 aircraft from RNAS Culdrose in 2021, 

following the investigation from initial deployment to developing the causal and contributory factors, 

recommendations and (redacted) final publication.  The team are looking to release a publication, in 

collaboration with DAIB, regarding best practice and advice for individuals who wish to apply the ARM 

to different domains. 

 

Crossing the Pond - the risk of incorrectly setting altimeter subscale - Level Bust and CFIT Prevention 

when making landfall in Ireland – Captain Martin Timmons, AirNav Ireland 

This animated presentation by Captain Timmons was based on a particular AirNav safety study which 

particularly identified the risks of level busts (and worse) of US-based business aircraft coming into 

Shannon Airport. Shannon handles some 25 to 30 thousand flights per year, of which 20 to 30% are 

Business jets originating from North America and these produce a disproportionate number of ‘level 

busts’. 

The safety study identified the predominant error occurring when the wrong atmospheric pressure 

(QNH) is entered into the altimeter. Factors include failure to select Hectopascals instead of Inches of 

Mercury, changes to local QNH setting, different transition altitude (US = 18,000’, Shannon = 5,000), 

late descent profiles, pilot fatigue after oceanic trip, unfamiliarity with the airspace and lack of forward 

planning. 

Martin concluded with a description of the actions AirNav Ireland has been taking to mitigate the 

problem. 

 

Fuel Leak Management in flight – Sunny Gupta, Airbus, France 

Sunny presented two events of fuel leaks, both resulting from maintenance related issues, one was a 

mis-installation of primary fuel hose to engine pylon and the second was due to an incorrect torque 

sequence applied to the fuel filter housing.  
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The first event was to an A330 night flight over Africa, where the crew detected a significant fuel leak 

during cruise. They eventually declared a MAYDAY with an emergency diversion and landed with both 

engines still operating, brakes hot and having lost 5.7T of fuel.  The investigation showed the fuel leak 

had existed from take-off and a modified primary fuel hose and Service Bulletin has been issued to 

mitigate this mis-installation risk.  

The second event was also to a GE CF6-powered A330, this a daytime flight over the Atlantic. In this 

case the crew detected a fuel discrepancy at the top of climb. The discrepancy and fuel imbalance 

gradually developed. The fuel leak procedure was applied and the leak rate was below the threshold 

to switch off the engine. About four hours into the flight the flight crew performed a FORDEC 

procedure.  They decided on a diversion and shut off No.1 engine at FL 220, diverted and landed safely, 

having lost a total of 6.2T of fuel. The cause was application of an incorrect torque procedure on the 

engine fuel filter housing.  

Sunny presented fuel leak management from a flight operations’ perspective, with the risks of fuel 

exhaustion, fire due to hot components and environmental damage. He also  stressed the importance 

of applying the fuel leak procedure to help identify the source of a leak and isolating it. He highlighted 

the need for regular in-flight checking and the safety enhancements introduced. There is an increasing 

threat of fuel leaks at low rates, which are generally associated with maintenance issues. Airbus is 

reviewing the fuel leak procedure thresholds in response to this threat. There is an important balance 

to capture small leaks whilst avoiding unnecessary engine shutdowns.  

In Q&A there was discussion about the relatively low embodiment rate of corrective Service Bulletins 

and if they should be mandated by EASA.  

 

B777 tailstrike on take-off at Malpensa – how can a small mistake lead to big consequences – Capt. 

Giulio Rosati, ANSV, Italy 

Giulio introduced this accident, to a LATAM B777-32ER to Sao Paulo on departure from Malpensa and 

described the various aircraft systems involved.  There was a long runway, weather was not a factor 

and all three flight crew were experienced.  However, at a take-off pitch attitude of 11.4°, the aircraft 

suffered a severe tail groundstrike on the runway. The crew climbed to 6,000 ft to dump fuel (72,000 

kg) and then returned and landed safely back at Malpensa.  

The investigation found that the primary cause of the accident was that massively incorrect fuel data 

had been loaded into the flight management system, resulting in erroneous take-off parameters. This 

is normally performed by both pilots in parallel and the results compared; in this case one pilot had 

verbally stated the incorrect take-off weight. 

Giulio described an ANSV study of similar take-off cases, including reports from BEA, DSB and AAIB.  

This study highlighted the recurring risk in aviation operations, even in highly standardised professional 

contexts, and that errors are not attributable to individual behaviour but develop within a complex 

system where many factors interact. There was discussion of the previous Safety Recommendations 

to the FAA and EASA, including technical solutions such as TOPMS (take-off performance monitoring 

systems) and OBWS (onboard weighing systems).   
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This discussion carried into a lively Q&A session, on causes, incorrect data and lack of independent 

checking. 

 

Independent accident investigations as a counterweight to disinformation – Kristina Börjevik 

Kovaniemi and Peter Swaffer, SHK, Sweden 

This thoughtful joint presentation laid out clearly the case for independent and professional safety 

investigations. The presenters opened with the case of Dag Hammarskjöld, the Swedish UN Secretary-

General who tragically died in a 1961 DC-6 accident in Africa. This accident still generates 

disinformation and conflicting conspiracy theories. The modern context is growing uncertainty, 

geopolitical tension and declining trust in institutions. Independent investigation matters because 

accidents become vulnerable moments for disinformation and false narratives. 

The presenters laid out the role of investigators and the need for independence from political and 

commercial interests. Core strengths are transparency, honesty (where uncertainty is part of integrity) 

and patience, using open methods, public reporting and clear usage of data. This can help to reduce 

polarization, where accident cases are complex, rarely single-cause and need a focus on 

understanding, not outrage. 

The presenters concluded with the core message that Trust is built through facts, honesty, patience 

and independent investigations.  

 

French State Air Safety Investigation Bureau – General Jean-Paul Besse, Director BEA-É, France 

General Besse opened with a review of the responsibilities and status of BEA-É, which acts 

independently and is responsible for the investigation of accidents and serious incidents to all State 

(including military) and State-chartered aircraft, more than 5,000 in total and includes certified drones. 

There was a description of the personnel, processes and of the many functions of the BEA-É, including 

the relationship with, at the national level, the civilian Aior Safety investigation bureau (BEA) and the 

French judiciary system and other members of the EAAIG European group.at the international level. In 

the last 20 years the BEA-É has conducted over 400 investigations. The vast majority of the final 

reports, which include Safety Recommendations, are freely available.  

General Besse then presented a number of examples of recent investigations.  These included a 2024 

mid-air collision between two Rafale combat aircraft, a number of helicopter accidents, including an 

AS350 in New Caledonia, and other State and military cases. 

In an interesting Q&A, there were questions about staffing (military? Civil service?) and on NATO 

international co-operation and roles in overseas accidents.  
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Rejected landing after selection of thrust reversers, a pilot perspective – Capt. Bertrand de Courville 

(retired), Aerospace Safety Advisor to Gallagher UK. 

Bertrand opened with a compelling visual reconstruction of an MD-11 ‘balked landing after thrust 

reverser deployment’ to illustrate the risk of asymmetric thrust reversers stowing and potential loss of 

control. This led into a review of similar events worldwide, some of them tied to resulting tailstrikes 

and some well captured on camera. Demonstrating the potential seriousness of these events were 

fatal 1970s events in British Columbia and Alaska.   

As to ‘why do they happen?’, Bertrand pointed to ‘surprise/startling’ effects in balked landings and 

often conflicting operational procedures. Pilots are not always aware of thrust reverser selection, pilots 

tend to focus on the threat (such as an obstacle or lateral excursion) and the pilots’ choice may be 

between an unsafe landing and an unsafe go-around.  

On the safety concern, an Airbus Safety First magazine points to about one case of ‘go-around after TR 

selection’ per month and task-sharing on the flight deck is unclear when compared to decision and 

action following a rejected take-off. 

 

Investigation update - Bird strike event with smoke in cockpit and cabin – Stéphane Cote, Airbus, 

France 

This event was initiated by a griffon vulture (average adult size 8.8 kg, higher than normal civil 

certification scope) which was struck by the radome of an A321XLR climbing at 7,000 ft near Madrid. 

The bird was ingested into the No. 1 engine, with an aerodynamic disturbance on the left side and 

airspeed discrepancy, loss of autopilot and auto-thrust and flight controls reverting to Alternate Law. 

The No. 1 LEAP-1A engine stalled and did not recover and the fan imbalance activated the mechanical 

Load Reduction Device (LRD - the first in-service event), which released oil into the engine bleed air 

system for 38 seconds before closure of the bleed valve. 

Stéphane described the effects of the resulting smoke. In the cockpit the pilots donned their oxygen 

masks and applied QRH ‘Smoke’ and ‘Removal of Smoke’ procedures. In the aft cabin, crew donned 

their Protective Breathing Equipment (PBE). One cabin crewmember lost consciousness shortly after 

donning their PBE, due to the PBE oxygen supply not activating, but recovered after another 

crewmember removed PBE and performed CPR.  

As a result of this event, new FADEC software will close the engine bleed valve immediately upon LRD 

activation and Airbus is conducting a review of all PBE models with their manufacturers and 

emphasising crew training on PBEs. 

The Q&A session discussed the pitot tubes (intact), ingestion of oil on LRD activation, the FADEC fix 

and birdstrike risks around world. 

 

******************************* 

 


