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Foreword

This report expresses the conclusions of the BEA on the circumstances and
causes of this accident.

In accordance with Annex 13 to the Convention on International Civil
Aviation, with EC directive 94/56 and with the French Civil Aviation Code
(Book VIl), the investigation was not conducted so as to apportion blame,
nor to assess individual or collective responsibility. The sole objective is
to draw lessons from this occurrence which may help to prevent future
accidents.

Consequently, the use of this report for any purpose other than for the
prevention of future accidents could lead to erroneous interpretations.

SPECIAL FOREWORD TO ENGLISH EDITION

This report has been translated and published by the BEA to make its
reading easier for English-speaking people. As accurate as the translation
may be, the original text in French is the work of reference.
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Glossary

°C Degrees Celsius

AAIB Air Accident Investigation Branch (United Kingdom)

ADIRU Air Data and Inertial Reference Unit

ADR Air Data Reference

EASA European Aviation Safety Agency

AFS Automatic Flight System

AGL Above Ground Level

AMM Aircraft Maintenance Manual

AMSL Above Mean Sea Level

AP Auto-Pilot

APU Auxiliary Power Unit

A/THR Auto-thrust

ATIS Automatic Terminal Information Service

ATM Air Traffic Management

ATP Acceptance Test Procedure

ATPL(A) Air Transport Pilot’s License (aeroplane)

ATL Aircraft Technical Log

ATSB Australian Transport Safety Bureau

BFU Bundesstelle fur Flugunfalluntersuchung (German federal
bureau of aircraft accident investigation)

BKN Broken cloud (5 to 7 octas)

CAM Cockpit Area Microphone

CAM Customer Acceptance Manual

CAS Computed Airspeed

CEPHISMER [French undersea diving intervention unit (Cellule de plongée
humaine et d’intervention sous la mer)

CCER Test trial acceptance centre (Centre de Contréle Essais Réception)

CER Trial and acceptance traffic (Circulation d’Essais et de Réception

CEV French flight test centre (Centre d’Essais en Vol)

cm Centimetre

CRM Crew Resource Management

CRC Continuous Repetitive Chime

CRNA Regional ATC centre (Centre Régional de la Navigation Aérienne)

CROSSMED | Mediterranean rescue and surveillance centre (Centre Régional
Opérationnel de Surveillance et de Sauvetage en Méditerranée)

CTR Control zone

DGAC French civil aviation directorate (Direction Générale de
I’Aviation Civile)
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DMC

Display Management Computer

DME Distance Measuring Equipment

DSNA Direction des Services de la Navigation Aérienne

ECAM Electronic Centralized Aircraft Monitoring

ECS Environmental Control System

EGPWS Enhanced Ground Proximity Warning System

ELAC Elevator Aileron Computer

EPR Engine Pressure Ratio

ETOPS Extended Twin Operation

EU-OPS European Union aviation operations regulations

F/O First Officer

FAA Federal Aviation Administration

FAC Flight Augmentation Computer

FCOM Flight Crew Operating Manual

FD Flight Director

FEW Few clouds (1 to 2 octas)

FL Flight Level

FMS Flight Management System

FPV Flight Path Vector

FSK Frequency Shift Keying

ft Feet

FTO Flight Training Organisation

FWC Flight Warning Computer

GAT General Air Traffic

GSAC Civil aviation safety group (Groupement pour la Sécurité de
I’Aviation Civile)

HDG Heading mode

hPa Hectopascal

IAE International Aero Engines

IFR Instrument Flight Rules

ILS Instrument Landing System

IRS Inertial Reference System

ISATM In Service Aircraft Test Manual

JAR25 Joint Aviation Requirements 25 - Large Aeroplanes

JAR-FCL Joint Aviation Requirements — Flight Crew Licences

kg Kilogram

km Kilometre

kPa Kilopascal

kt Knot

I/h Litres per hour

m Metre
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MCDU Multi Purpose Control and Display Unit

MEL Minimum Equipment List

METAR Aviation meteorological message

MMO Maximum Operating Mach

MTOW Maximum Take-Off Weight

NAV Navigation mode

NTSB National Transportation Safety Board (USA)

ICAO International Civil Aviation Organisation

OAT Operational Air Traffic

OFC Operational flight check

oM Operating Manual

OP DES Vertical descent mode

PATM Production Aircraft Test Manual

PFD Primary Flight Display

PF Pilot Flying

PNF Pilot not Flying

PPG Perpignan

QFE Atmospheric pressure at the aerodrome altitude

QNH Altimeter setting to obtain aerodrome elevation when on the
ground

QRH Quick Reference Handbook

RTCA Radio Technical Commission for Aeronautics

RTL Rudder Travel Limit

SA CAM Single Aisle Customer Acceptance Manual

SAMAR Sea rescue

SAMU Emergency medical service (Service d’Aide Médicale Urgente)

SAT Static Air Temperature

SFCC Slat / Flap Control Computer

AIP Aviation Information Publication

SID Standard Instrument Departure

SOP Standard Operating Procedures

SSCVR Solid State Cockpit Voice Recorder

SSFDR Solid State Flight Data Recorder

STAR Standard Arrival

STBY Standby

TAF Terminal Area Forecast

TAIC Transport Accident Investigation Commission (New Zealand)

TAT Total Air Temperature

TEMSI Chart of significant meteorological conditions

TO/GA Take off / go around

TRE Type Rating Examiner
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TRI

Type Rating Instructor

TSO Technical Standard Order
ULB Underwater location beacon
uTC Universal Time Coordinated
V/S Vertical speed mode

VAC Volt Alternative Current
VFR Visual Flight Rules

VHF Very High Frequency

VLS Lowest Selectable Speed
Vmin Minimum Operating Speed
VMO Maximum Operating Speed
VOR Visual Omni Range

SV Synthetic voice

VSwW Stall Warning Speed

Y/D Yaw Damper

D-AXLA - 27 November 2008




d-la081127

Synopsis

Date of accident Owner
Thursday 27 November 2008 Air New Zealand Aircraft
at 15 h 46 Holdings Limited MAIl times in
this report are
. UTC, except
Place of accident Operator where otherwise
Off the coast of Canet-Plage (66) XL Airways Germany GmbH specified. One
(under a leasing agreement) hour should be

added to express
official time in

Type of flight

Flight at end of leasing agreement Persons on board metropolitan
2 Flight Crew, 5 passengers France on the day
. of the accident.
Aircraft

Airbus A320 - 232 MSN 2500
registered D-AXLA

Summary

Flight GXL888T from Perpignan - Rivesaltes aerodrome was undertaken in the
context of the end of a leasing agreement, before the return of D-AXLA to its
owner. The programme of planned checks could not be performed in general
air traffic, so the flight was shortened. In level flight at FL320, angle of attack
sensors 1 and 2 stopped moving and their positions did not change until the
end of the flight. After about an hour of flight, the aeroplane returned to the
departure aerodrome airspace and the crew was cleared to carry out an ILS
procedure to runway 33, followed by a go around and a departure towards
Frankfurt/Main (Germany). Shortly before overflying the initial approach fix,
the crew carried out the check on the angle of attack protections in normal
law. They lost control of the aeroplane, which crashed into the sea.

Consequences
Injuries Equipment
Fatal Serious Slight/None
Crew members 2 - -
Destroyed
Passengers 5 - -
Other persons - - -
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ORGANISATION OF THE INVESTIGATION

The BEAwasinformed of theaccidenton Thursday 27 November 2008 ataround
16 h 00. In accordance with Annex 13 to the Convention on International Civil
Aviation and the French Civil Aviation Code (Book VIl), a technical investigation
was launched by the BEA. A technical investigator arrived in Perpignan in the
evening and four others arrived the following morning.

In accordance with the provisions of Annex 13, Accredited Representatives
from Germany (State of Registry and the Operator of the aircraft) and the
United States (State of Design of the aircraft’s engines) were associated with
the investigation. Since the passengers were of New Zealand nationality, the
BEA accepted the participation of New Zealand in the investigation. The New
Zealand Accredited Representative asked for assistance from the AAIB.

Operations to locate the flight recorders started on 28 November. The
recorders were recovered on 29 and 30 November 2008.

During the course of the investigation, working groups were set up in the
following areas:

Sea searches

Operations

Maintenance documentation
Flight recorders

Systems

ATM data

Witness testimony

Human factors

Angle of attack sensors

a

aauaaaaan

The DraftFinal Reportwas sentforcommentsto the Accredited Representatives
of Germany, the United States and New Zealand, in accordance with Article 6.3
of Annex 13. It was also sent to EASA and the French DGAC.
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1 - FACTUAL INFORMATION
1.1 History of Flight

Note: Throughout this section, except where otherwise indicated, the headings are
magnetic headings, the speeds are computed (CAS) and the altitude values are those of
the recorded parameter corrected for QNH (AMSL altitude).

The A320-232 registered D-AXLA operated by XL Airways Germany had been
ferried to Perpignan aerodrome on 3 November 2008 for maintenance and
painting work. EAS Industries had issued the approval for release to service on
27 November 2008.

The aeroplane, leased from Air New Zealand, was at the end of its leasing
agreement and was to be returned to its owner. The leasing agreement
specified a programme of in-flight checks; to this end, a flight had been
planned for the afternoon. The crew consisted of a Captain (PF) and a co-pilot
(PNF) from the airline XL Airways Germany.

A pilot and three engineers from Air New Zealand, as well as a representative
of the New Zealand Civil Aviation authority were on board. The pilot had taken
a seat in the cockpit.

The estimated departure time in the flight plan was 12 h 30 for a total planned
flight time of 2 h 35 over the west of France with a return to Perpignan. The
flight identification was GXL888T. At the end of the flight, the aeroplane was
supposed to return to Frankfurt/Main.

The departure was postponed to 14 h 00 then to 14 h 30. The aeroplane left
the ramp at 14 h 33.

At 14 h 38, the Air New Zealand pilot formalized his participation in following
the programme of flight checks by asking the crew to raise a hand in case he
was interrupting them in the course of the flight.

The takeoff took place at 14 h 44.

A 14 h 47 min 20, as soon as he received the strip relating to flight GXL888T,
the CRNA south-west controller contacted the Perpignan approach controller
by phone. He wanted to ensure that the crew had the necessary authorizations
to undertake what he described as a “disguised test flight”. He thought that
this flight had not been the subject of an appropriate request by the operator,
as had already been the case five hours previously for XL Airways Germany
Boeing 737-800, flight GXL032T. The crew of this flight, whose flight plan was
identical to that of GXL888T, had contacted this CRNA south-west sector and
had also asked on several occasions to be able to perform manoeuvres that
had required coordination on several occasions between the different control
sectors.

Thirty-six seconds later, the co-pilot contacted the CNRA south-west controller.
At 14 h 49 min 20, the Captain asked to perform a “360”. The controller
explained to the crew that this type of flight could not be undertaken in
general air traffic and that the flight plan filed was not compatible with the
manoeuvres requested. The crew announced that they wanted to continue on
the route planned in the flight plan and asked to climb to FL310.
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At 14 h 54 min 25, the Captain proposed to the Air New Zealand pilot to delay
the check on the flight controls to the approach.

At 15 h 00 min 54, the crew was cleared to climb to FL 320, which they reached
two minutes later.

Between 15 h 04 and 15 h 06, angle of attack sensors 1 and 2 stopped moving
and remained blocked until the end of the flight at almost identical local
angles of attack and consistent with the cruise angle of attack, without the
crew noticing it. The local angles of attack 1 and 2 were recorded at 4.2 and
3.8 degrees respectively.

At 15 h 05 min 30, the crew began the descent to FL 310, reached one minute
later.

At about 15 h 12, the crew turned back towards Perpignan. The Captain
performed the flight control checks in normal law that had been delayed.

While the crew was waiting for clearance to climb to FL 390, the Air New
Zealand pilot said that there were not many checks remaining to be performed
during the descent. He said that in case of a refusal by the controller, the
check on the APU at FL 390 could be done during the flight back to Frankfurt,
as the Captain had suggested. The Air New Zealand pilot also described the
low speed Configuration Full check without however mentioning the values
of VLS and Vmin indicated relative to the weights in the check programme.
He added that this check should not be performed on approach but at FL 140.
The crew was cleared to climb to FL 390 which was reached at 15 h 22.

The descent towards Perpignan was initiated at 15 h 26.

At 15 h 33 min 04, the crew was cleared to descend to FL130. Eighteen seconds
later, while the plane was descending through FL 180 with a speed close to
300 kt, the Air New Zealand pilot asked the crew if they were ready to talk. He
told them that the following check was that of the flight controls in alternate
law, scheduled in the programme during descent above FL 140. The Captain
decided to perform it at FL 130. The Air New Zealand pilot accepted this.

At 15 h 33 min 34, descending to FL 130, the crew contacted Perpignan
Approach. They were cleared to descend to FL 120 towards the PPG VOR. The
approach controller asked them to reduce speed to 250 kt and to plan a hold
at the PPG VOR. They were number two on approach. One minute later, the
crew requested radar vectoring. The approach controller asked them to turn
left on heading 090 and reduce speed to 200 kt. The check on the ECS supply
from the APU was performed before a turn to the 090 heading.

At15h36min47,whentheaeroplanewaslevelatFL120,the Captainasked “you
want alternate law” and the New Zealand pilot answered “okay alternate law”.

Eleven seconds later, the approach controller asked the crew to reduce speed
to 180 kt and to descend to FL 80. The crew performed the check on the flight
controls in alternate law before beginning the descent.
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At 15 h 37 min 52, flight control laws in pitch and roll returned to normal law,
indicating the end of the check on the flight controls in alternate law, and
autopilot 1 was reconnected. The New Zealand pilot then said “Low speed flight
is now probably next” then described the sequence of events for the check
at low speed Configuration Full mentioned previously. The Captain asked
if his intention was to go down to VLS and alpha prot. The Air New Zealand
pilot confirmed that and said that, on reaching VLS, it would be necessary to
pull quite hard to go as far as the alpha floor function. The Captain answered
that he knew. The New Zealand pilot continued, saying: “then you need to pitch
forward anderr... you're happy with disconnect and reengage. And out of alpha floor”.
He mentioned neither the altitude nor the limit speeds indicated in the programme.

At 15 h 38 min 52, the approach controller asked the crew to descend to FL 60.
The aeroplane was then slightly below FL 100 and its speed was 214 kt. Five
seconds later, the co-pilot asked to engage the wing anti-ice system when the
aeroplane’s altitude was about 9,900 ft. The Captain agreed to this.

At around 15 h 40, the approach controller asked the crew to turn to the right
on heading 190 and to maintain 180 kt. The aeroplane speed was 215 kt.
About a minute later, the approach controller cleared the crew to the LANET-
ILS approach for runway 33 and to descend to 5,000 ft. At the request of the
crew, she repeated the message. While the Co-pilot read back, the Captain
told the Air New Zealand pilot that the low speed check in landing configuration
would have to be done later or during the flight to Frankfurt. He also mentioned the
possibility of not performing it.

The aeroplane reached 5,000 ft altitude at 15 h 42. Its speed was then around
210 kt.

At 15 h 42 min 14, the approach controller asked for the aeroplane’s speed.
The Co-pilot answered initially that it was falling, then at 15 h 42 min 25 said
that it was 180 kt. The aeroplane speed was then slightly above 190 kt and the
selected speed went from 180 kt to 157 kt. The approach controller asked them
to maintain 180 kt and to descend to 2,000 ft. The slats and flaps configuration
control was placed in position 2.

At 15 h 42 min 23, the lateral AP/FD mode changed from HDG to NAV. A few
seconds later the aeroplane began to descend.

At 15 h 42 min 46, the Captain said that the approach was not in the database.
Thirty-six seconds later, the co-pilot performed the approach briefing.

Between 15 h 43 min 20 and 15 h 43 min 55, the spoilers were deployed.

At 15 h 43 min 37, the Captain disengaged the autopilot. He said “Down below
the clouds so you want what?” The New Zealand pilot answered in a questioning
manner “to go slower you mean”. The Captain and the co-pilot responded
affirmatively. At 15 h 43 min 41, the Captain positioned the thrust control levers
on IDLE and autothrust disengaged. The New Zealand pilot added “We need
to go slow with err recovery from... recovery”. The altitude was 4,080 ft and the
speed was 166 kt.
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The Captain called for landing gear extension then at 15 h 43 min 48 said “we do the
errthe...”. The New Zealand pilot answered “low speed yeah”.

At 15 h 43 min 51, the Captain asked for speed values from the Air New Zealand
pilot, who answered “just... to come right back to alpha floor activation”. During this
time the approach controller twice asked the crew for their intentions. The
Co-pilot answered by saying that it would be a go-around and a departure
towards Frankfurt.

At 15 h 44 min 30, the Captain stabilised the aeroplane at an altitude of 3,000 ft. The
aeroplane was in landing configuration. Flight directors 1 and 2 were still active and
the vertical mode changed from OP DES to V/S +0000. The speed was 136 kt.

At 15 h 44 min 44, the aeroplane was at an altitude of 2,980 ft and a speed of
123.5 kt (VLS).

At 15 h 44 min 57, while the aeroplane was near LANET, a “triple click” was recorded
and the AP/FD lateral mode changed from NAV to HDG. The selected heading was
the current heading of the aeroplane. One second later the aeroplane was at an
altitude of 2,940 ft and a speed of 107 kt (Vmin).

Between 15 h 44 min 30 and 15 h 45 min 05, the stabiliser moved from -4.4°to-11.2°
corresponding to the electric pitch-up stop. It stayed in this position until the end
of the recording.

At 15 h 45 min 05, the aeroplane was at 2,910 ft altitude and a speed of 99 kt. Pitch
angle was 18.6 degrees. The stall warning sounded.

In the second that followed, the thrust control levers were moved to TO/GA. A
symmetrical increase in engine RPM was observed up to N1 values of about 88%.
The aeroplane began to roll to the left. The Captain countered this movement.

At 15 h 45 min 09, the bank angle reached 8° to the left and the speed 92.5 kt. The
Captain gave a lateral input to the right and a longitudinal movement forwards on
his side-stick.

At 15 h 45 min 11, the aeroplane wings straightened up and began to roll to the
right. The Captain made a lateral input to the left stop. The rudder pedal began to
move in the direction of a left turn.

At 15 h 45 min 12, both flight directors disengaged. At 15 h 45 min 14,
autothrust disarmed.

At 15 h 45 min 15, the flight control laws, which were in normal law, passed to
direct law. Bank angle reached 50° to the right. The Captain’s lateral input was
still at the left stop. The rudder pedal reached a 22 degrees left position. At the
same moment, the Captain’s longitudinal input changed to the forward pitch
down stop position. Pitch was 11 degrees, the speed 100 kt and the altitude
about 2,580 ft.

A 15 h 45 min 19, the stall warning stopped. The Captain’s longitudinal input
was still at the forward stop position. The elevators reached their maximum
nose-down position of about 11.6°. The bank angle reached 40 degrees to
the left and the Captain progressively cancelled his lateral input. One second
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later, the aeroplane’s pitch was at 7 degrees. Its wings were close to horizontal
and its speed was 138 kt. The Captain cancelled his longitudinal input. At
15 h 45 min 23, the pitch and the altitude then began to increase. The altitude
reached about 2,250 ft. The Captain immediately made a longitudinal input to the
forward stop.

This did not stop the aeroplane from climbing, with speed dropping. The stall
warning sounded again at 15 h 45 min 36. Three seconds later, the crew retracted
the landing gear. At 15 h 45 min 40, the pitch was 52 degrees nose up, the bank
angle reached a maximum of 59 degrees to the left and the normal load factor
dropped below 0.5 g. The flight control law passed to abnormal attitudes®. The
Captain’s roll input was practically at neutral; the longitudinal input was still
forward but was not constantly at the stop. The yaw damper orders were nil
and remained so until the end of the flight.

At 15 h 45 min 42, the speed dropped below 40 kt.

At 15 h 45 min 44, the maximum values recorded were: pitch 57degrees nose up,
altitude 3,788 ft.

At 15 h45 min47,the stall warning stopped. It started again about five seconds later.

Between 15 h 45 min 49 and 15 h 45 min 53, the Captain made a longitudinal pitch
up input. The elevator reached values of about 30° pitch-up.

At 15 h 45 min 50, the normal load factor exceeded 0.5 g. The thrust control levers
were placed in the CLIMB position for one second then repositioned on TO/GA.

From 15 h 45 min 52, the speed passed above 40 kt.

At 15 h 45 min 53, the pitch reached 7 degrees nose down. The bank angle was less
than 10 degrees, to the left.

Between 15 h 45 min 55 and 15 h 45 min 58, the Captain made a lateral input
to the left stop; the aeroplane began to roll to the right. The bank angle went
from 3 degrees to 97 degrees to the right. At the same time, the pitch went
from 3 degrees nose down to 42 degrees nose down.

From 15 h 45 min 57, the Captain’s longitudinal input was nose up; the elevator
was at 14.5 degrees nose down.

At 15 h 45 min 58, the flaps and slats were selected to position 1, then to
position 0 two seconds later. The Captain made inputs on the flight controls and
thrust levers.

At 15h46 min 00, the stall warning stopped and was followed by a CRC warning
that corresponded to a Master Warning, which stopped two seconds later. At
15 h 46 min 01, the pitch reached a maximum of 51 degrees nose-down. The bank
angle was 45 degrees to the right, the speed was 183 kt and altitude about 1,620 ft.
From this moment, the Captain’s longitudinal pitch input was at the rear stop.

At 15 h 46 min 02, the thrust levers were moved back to a position close to IDLE then
advanced to the CLIMB position. The EPR on the two engines dropped towards 1.2
before increasing to 1.25.

@Due to
exceeding some
thresholds

(see. 1.6.7).
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At 15 h 46 min 04, an EGPWS TERRAIN TERRAIN warning was recorded, followed
one second later by another CRC warning (Master Warning).

The recordings stopped at 15 h 46 min 06.8. The last recorded values were
a pitch of 14 degrees nose down, a bank angle of 15 degrees to the right, a
speed of 263 kt and an altitude of 340 ft.

Between the time the stall warning sounded for the first time and the moment the
recordings stopped, sixty-two seconds had passed.
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14 h 44

Takeoff from Perpignan aerodrome

14 h 52

The controller told the crew that they could not perform a “360”
Between 15 h 04 et 15 h 06

Blockage of angle of attack sensors 1 and 2

15h 12

Turn back

15 h 22

Arrival at FL 390

15 h 26

Beginning of descent

15h 34 min 34 s

Co-pilot: “(...) we’ll appreciate a radar vector the approach”
15h43 mindls

Thrust levers on IDLE

Beginning of the check on the low speed angle of attack protections
15h45min05s

Stall warning
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1.2 Injuries to Persons

Injuries Crew members Passengers Others
Fatal 2 5 -
Serious - - -
Slight/None - - -

1.3 Damage to Aeroplane

The aeroplane was completely destroyed on impact with the surface of the sea.

1.4 Other Damage

None.

1.5 Personnel Information

1.5.1 Flight crew

1.5.1.1 Captain

Male, aged 51

d

Air Transport Pilot License ATPL(A) n° 3311003773 issued by the
Federal Republic of Germany on 24 August 1987 in accordance with the
requirements of JAR-FCL1.

O Type rating on A318/A319/A320/A321 valid until 5 March 2009.
O Type rating Examiner authorisation for A318/A319/A320/A321 (TRE)

g a a a a d

n° D-196 issued on 2 July 2003 and valid until 2 August 2009.

Qualification as instructor for type rating training on A318/A319/A320/
A321 (TRI) valid until 18 September 2011.

Rating for Cat lll precision approaches valid until 5 March 2009.

Last line check on 29 March 2008.

Last base check on 30 September 2008.

Last CRM training course on 21 May 2008.

Medical aptitude class 1 on 12 December 2007 valid until 12 December 2008.
Flying hours:

-+ 12,709 flying hours of which 7,038 on type.

- 128 hours in the previous three months, all on type.
- 14 hours in the previous thirty days, all on type.

- No flying hours in the previous 24 hours.
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O Duty hours:

- End of last duty period before the accident flight: 2 November 2008 at 21
h 24.

- Start of duty on the day of the accident: 4 h 30.

- Rest time: 13 h 30 min.

The Captain was employed by XL Airways Germany in February 2006 as Captain
and head of air and ground operations. He had occupied this position when
he was working for Aero Lloyd airline.

He had never performed flights to or from Perpignan. He had undertaken an
acceptance flight on 30 March 2004 at Toulouse when he was working for
Aero Lloyd.

1.5.1.2 Co-pilot

Male, aged 58

O Air Transport Pilot License ATPL(A) n° 3311003971 issued by the Federal
Republic of Germany on 2 March 1988 in accordance with the requirements
of JAR-FCL1.

Type rating on A318/A319/A320/A321 valid until 8 July 2009.
Rating for Cat Il precision approaches valid until 8 July 2009.
Last line check on 29 October 2008.

Q a a aQ

Last base check on 17 June 2008 (extension of type rating on A318 /A319/
A320/A321).

0 Medical aptitude class 1 on 18 November 2008 valid until 5 December 2009,
with the requirement to wear corrective lenses and to carry a spare pair
of glasses.

O Flying hours:

- 11,660 flying hours of which 5,529 on type.

- 192 hours in the previous three months, all on type.
- 18 hours in the previous thirty days, all on type.

- No flying hours in the previous 24 hours.

O Duty hours:

- End of last duty period before the accident flight: 4 November 2008
at 20 h 52.

- Start of duty on the day of the accident: 4 h 30.

- Rest time: 120 hours.

He was employed by XL Airways Germany as a co-pilot in April 2006. He had
never performed flights to or from Perpignan and had not flown with the
Captain in 2008.
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In 2007, the co-pilot had begun a training program to become Captain, at
his own request, a request that was agreed to by the Captain as head of air
operations. He decided to end this course himself for personal reasons, after
having undertaken:

O The theoretical and flight simulator training,
0 The base test in the position of Captain,

O Fourstages (of ten minimum) of the line check as Captain under supervision.

1.5.1.3 Crew positioning

The crew was based in Frankfurt. To get to Perpignan, the crew took a taxi
at 4 h 30 in order to take a flight at Frankfurt - Hahn (about 130 km west of
Frankfurt) at 7 h 00 bound for Montpellier. Arriving at 8 h 30, the crew rented a
vehicle. They arrived at the EAS Industries premises on Perpignan — Rivesaltes
aerodrome at about 11 h 00.

The co-pilot entered the cockpit to prepare the flight at about 14 h 25, the
Captain five minutes later.
1.5.2 Other persons on board

Five other people, from New Zealand, were on board the aeroplane.

1.5.2.1 Air New Zealand Pilot
Male, aged 52

0 Air Transport Pilot License ATPL(A) n° 14440 issued by New Zealand and
valid until 4 May 2009.

O Type rating on A318/A319/A320/A321.
O Type rating on B737 (-300/-400/-500) / B767 / F27

O Type rating Examiner authorisation for A318/A319/A320/A321 n° 14440
valid until 4 May 2009.

0 Qualification as instructor for type rating training on A318/A319/A320/
A321 valid until 4 May 2009.

Medical aptitude class 1 valid until valid until 4 May 2009.
Flying hours:

- 15,211 flying hours of which 2,078 on type.
- 101 hours in the previous three months.

- 24 hours in the previous thirty days.

- No flying hours in the previous 24 hours.

He was hired by Air New Zealand in September 1986. He had been a Captain
on A320’s since 27 September 2004. He was included on the list of Air New
Zealand pilots that could perform Operational Flight Checks. He had been
designated as observer on the flight before the transfer of D-AXLA and was
scheduled to perform the ferry flight from Frankfurt to Auckland.
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He left Auckland on 19 November 2008 and arrived in Perpignan on
22 November 2008.

He did not understand the German language.

1.5.2.2 Three engineers from Air New Zealand

The engineers arrived in Perpignan in November 2008 to supervise the
maintenance operations on D-AXLA, to finalize the lease agreement as well as
to prepare the return flight of D-AXLA to New Zealand.

1.5.2.3 Engineer from the New Zealand Civil Aviation Authority

As a New Zealand civil aviation airworthiness engineer, he was supposed to issue a
new airworthiness certificate for the aeroplane before its return to New Zealand at
the end of the lease agreement.
1.6 Aircraft Information

1.6.1 Airframe

Manufacturer Airbus

Type A320-232

Serial number 2500

Registration D-AXLA

Entry into service July 2005

Certificate of N° 31 781 of 2 June 2006 issued by the German
Airworthiness civil aviation authority

Ref. T519/ARC/009/2008 of 8/10/2008, issued by
the German civil aviation authority and valid for
one year

Airworthiness review
certificate

Utilisation as of

27 Novermber 2008 10,124 flying hours and 3,931 cycles

1.6.2 Engines
Manufacturer: International Aero Engines (IAE)

Type: IAE V2527-A5

Enginen® 1 Engine n° 2
Serial number V12001 V12003
Installation Date July 2005 July 2005
Total running time 10,124 hours and 10,124 hours and
3,931 cycles 3,931 cycles
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1.6.3 Background

The aeroplane, initially registered ZK-OJL, was delivered by Airbus in July 2005
to its owner Air New Zealand, which immediately leased it to Freedom Air
Limited, an airline that was part of its group.

It was subsequently dry leased to AGAIRCOM GmbH® from May 2006, with the
approval of the German civil aviation authority. At that time, the registration
of the aeroplane was changed to D-AXLA. It was listed in the fleet of XL
Airways Germany and was supposed to be returned to Air New Zealand on 28
November 2008.

1.6.4 Maintenance

The Maintenance Manual®, approved by the German civil aviation authority and
applicable to the airline’s whole A320 fleet, described in detail the maintenance
programme, in accordance with the manufacturer’s manuals.

The documentation showed that the inspections following scheduled maintenance
and mandatory inspections resulting from Airworthiness Directives had been
carried out.

1.6.5 Weight and balance

The aeroplane’s weight and balance on takeoff were estimated at 56,450 kg
and 22.8%. The certified maximum takeoff weight (MTOW) is 77,000 kg.

At the time of the event, the weight and balance were estimated to be
53,700 kg and between 22 and 22.5%.

1.6.6 Angle of attack sensors
1.6.6.1 Definitions

Local angle of attack is measured by the sensor and corresponds to the value
of the locally existing angle between the relative wind and the reference axis
of the sensor. As the fuselage disturbs the flow of air, these measurements
have to be corrected to obtain the aeroplane angle of attack.

The aeroplane angle of attack (also called true, real or corrected angle of
attack) is defined by the angle between the relative wind infinitely upstream
and the longitudinal axis of the aeroplane. It is generally noted as «a (alpha).
Thus we call aeroplane angle of attack the angle of attack deduced from the
local angle of attack from the configuration of the slats and flaps.

Aeroplaneangleofattackhasinadditionbeen estimatedfromother parameters
recorded by the SSFDR. This angle of attack is designated calculated angle of
attack in the report.

Angle of attack, though significant for the study of the aerodynamic situation
of the aeroplane, is not a piloting parameter.

GAGAIRCOM
GmbH was first
renamed Star XL
German Airlines
then XL Airways
Germany GmbH in
December 2006.

“IHP A320 GXL
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Appendix 18
Comment by the State of Registration and of the Operator

BEA Response

This aspect was not developed in the report since the atypical nature of the
flight, the decision to perform a check of the angle of attack protections
during the approach, as well as the crew’s workload (increased during this
phase of flight by this check, the preparation of the next leg and the absence
of the approach procedure in the FMS) made it impossible to draw any general
conclusions on the effectiveness of the CHECK GW message and consequently
any safety lessons.
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