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Aircraft Leasing Industry Update

2024 was another good year for most aircraft lessors after the recovery in 2023 from three years
of losses driven by Covid and Russian aircraft expropriation. We measure lessor profitability
using return on assets as these are financial businesses rather than industrial or service
businesses where margin on sales is more appropriate. Although the measures used are not
strictly the same the profitability of the aircraft leasing industry clearly falls within a much
narrower range than for the airlines.

We aim to capture as much data as possible on lessors, but this must be done on a case-by-
case basis as there is no industry association like IATA providing aggregate financial
information. Some very significant lessors are integrated divisions of their patent organisations
and do not provide meaningful stand-alone financial statements'.

Aggregate Airline and Lessor Profitability
(IATA, Company Reports)
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Before we discuss underlying financial performance in more detail, we should note that it
remains challenging for large lessors to grow their balance sheets, mainly due to the disruption
of new aircraft deliveries particularly at Boeing. There has also been some impact from cyclical
changes in aircraft values although this has largely worked its way through the system (the
chart below uses Avitas Market Values where available). This increases competition between
lessors in the new aircraft market as there are fewer deals available although Boeing’s
improved recent performance (see below) holds out the prospect of greater supply in 2025 and
beyond.



Global Leased Fleet by Units and Value

(Avitas, Cirium, Sirius estimates)
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One side effect of the reduced level of new acquisitions is that the lessor fleet is ageing. This
matters because an older fleet is likely to have higher levels of off-lease aircraft which may or
may not be offset by higher rental income relative to aircraft book value. As the chart below
shows age on a unit basis is consistently higher than on a value basis, which is the more
meaningful metric for analysing lessors. Average age by value has continued to rise to its
highest level in the last 20 years although the increase in new aircraft deliveries means this
trend should moderate in future.

Average Lessor Fleet Age

(Avitas, Cirium, Sirius estimates)
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Asset impairments and write-backs have had a huge impact on aggregate industry results from
2020 as shown in the chart below. Insurance settlements in respect of aircraft expropriated by
Russia continued to benefit lessor profits in 2024 and there have been several positive court
rulings that mean this will continue in 2025 (although not all lessors treat these amounts in the
same way we consistently classify them as negative impairments which is the most common
approach).



Lessor Asset Impairments

(Company Reports)
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It is a measure of the defensive financial strength of the industry that there has been very little
financial distress in this period. Two lessors sought court protection, NAC and Voyager, which
both had niche asset strategies based on regional and widebody aircraft respectively. None of
the major lessors with more diverse aircraft fleets suffered a credit rating downgrade.

The level of credit impairments across the industry went negative in 2023, presumably due to
reversals of provisions made in prior years. This reversed in 2024 and we don’t expect it to
happen again as at this stage most rental deferrals granted by lessors during the pandemic will
have been collected or written off.

Lessor Credit Impairments
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Absent future major shocks we would expect these numbers to remain at low levels in future as
was the case before 2020. Lessors are rightly very focussed on the integrity of their assets and
associated records so physical possession is more important than “running the meter”,
especially with a mobile asset that can be redeployed to earn revenue elsewhere. This means



that early lease termination is a common element of managing a delinquent lessee so rent no
longer accrues and therefore does not have to be written off.

Lessor Receivables

(Company Reports)
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However, the level of receivables across the industry remains at a high level compared to 2019
and before. We define receivables broadly and typically include items such as notes receivable
as well as overdue amounts as the former often arise when rents are formally rescheduled. At
under 1% of total assets this does not represent a major threat to the industry but is perhaps
surprising given the recovery in airline profitability after 2021. The slow pace of decline is at
least partly attributable to recent airline restructurings as some lessors have seen an increase
in this balance sheet item from 2023.

Net Lease Yield History
(Company Reports)
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We believe net lease rental yield is a key measure of underlying performance. This ratio is the
net rent earned by the lessor excluding maintenance income etc. as a percentage of average



aircraft book value and is analogous to rental yield in commercial property. The chart below
shows the range of yields achieved by the group of lessors we follow over the last 14 years. This
ratio has started to recover after a significant decline since 2019, but it is not a strong recovery
as one would expect a moderately higher yield if only because of fleet ageing in the intervening
five years. Part of the context here may be that there has been little change in depreciation
charges relative to aircraft book value.

Depreciation Charge History
(Company Reports)
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The recovery in yield also needs to be considered in the light of changes in interest costs.
Interest expense is a key part of aircraft lessors’ cost of sales - they seek to pass on any
increases to their airline customers in higher rents and are likely to pass on decreases by way of
lower rents due to competitive pressures.

Lessor Average Debt Cost History
(Company Reports)
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One should not expect changes in interest rates to immediately feed through into aircraft lease
rates as the relationship between them is more than a little “sticky” and tends to be hard to
identify separately from the impact of changes in aircraft supply and demand. Lessors typically
have significant medium-term fixed-rate borrowings to hedge their fixed-rate leases, so their
cost of debt is relatively stable. Despite these caveats it would be reasonable to expect a
greater increase in rents to have occurred in 2023-2024 given the rise in interest rates and the
increased age of the fleet.

One might speculate that part of the reason for this is the number of high-value young single-
aisle aircraft in storage, especially those powered by the P&RW GTF engine. However, this is
mainly a cost to the airline operators involved rather than lessor owners as aircraft that are out
of service due to unscheduled engine maintenance remain on lease and continue to accrue
rent, although this obviously may change if the airline fails.

The real problem for lessors is aircraft that are off lease, which is analogous to a commercial
real estate “void”"!. The level of off-lease aircraft is low overall by historic standards, but this
conceals a big divergence between the levels for single-aisle and twin-aisle aircraft. The latter
are experiencing much higher levels of off-lease status and this would be more of a drag on the
top line for their lessors, although this will be somewhat offset by the lower number of such
aircraftin lessors’ fleets.

Off-Lease Passenger Jet Aircraft

(Cirium)
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Although off-lease aircraft probably play some role, it seems plausible that the slow recovery in
rentalyield is mainly caused by increased competition in the new aircraft market as lessors
continue to pursue asset growth. This is most acute in the market for the sale and leaseback of
new aircraft delivered to airlines. Although many large lessors have their own order books and
are probably able to place these aircraft at attractive returns (if the OEMs can deliver them on
time), these order books cannot be increased in the short term due to the large backlogs at
Airbus and Boeing. Thus, nearly all these lessors and some smaller competitors seek to buy
new aircraft from airlines as well and over time this acquisition channel account for more USD
volume than direct orders. Anecdotal evidence suggests that the pro-forma returns on these
transactions remain similar to those that prevailed before the increase in interest rates that



started in 2022 and our analysis suggests that this anecdotal evidence has plenty of basis in
fact.

Aircraft Lessor Acquisition Channels
(Cirium)
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The chart below compares the performance of the NYSE Arca Global Airline Index with the three
largest public aircraft lessors over 5 years. The lessor stocks have all outperformed the airline
industry during this period which encompasses both the latter part of the pandemic and
Russia’s invasion of the Ukraine.

NYSE Arca Global Airline Index vs Major Aircraft Lessors (Google Finance)
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Amongst the lessors the most notable development is the outperformance of AerCap. It would
be easy to attribute this to the acquisition of GECAS, as AerCap’s earlier acquisition of ILFC saw
its share price virtually double when the transaction was announced. However, the GECAS
acquisition was announced in early 2021 and the outperformance only started in 2023. Another
explanation that does not really make sense is business growth as AerCap’s balance sheet has
shrunk since 2021 whereas Air Lease and BOC Aviation have both grown.

Where AerCap really differentiates itself from its comps is through its aggressive programme of
share repurchases, which it has recently supplemented by instituting a regular dividend. From
2016 to 2024 AerCap spent slightly more than $8 billion buying back its own shares compared
to its 2016 market capitalization of $7.3 billion (its current market capitalization is $23.4 billion).
AerCap’s execution of this strategy has been driven by strong operating cash flow and its ability
to consistently sell aircraft at a profit, and it has also benefitted remaining shareholders by
executing most share repurchases at a discount to book value per share. Even now its share
price to BV ratio is only 1.3X.

A modest price to BV ratio is not unusual for asset-heavy businesses including hotel and real
estate companies as well as aircraft lessors. BOC Aviation trades at a price to BV ratio of 1.0X,
and Air Lease at 0.9X. The relative discount for Air Lease is more striking as the company agreed
to be sold to a consortium of Sumitomo Corporation, SMBC Aviation Capital, Apollo and
Brookfield in an all-cash transaction announced at the beginning of September 2025.

Regular Topics

Macro-Economic Background

Despite the “trade wars” initiated by the US this year the IMF has not materially changed its
World GDP forecast in its latest World Economic Outlook published in October 2025, and its
first forecast for 2030 shows a similar level of growth to prior years.

IMF World GDP Forecasts
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Economic growth is a key driver of long-term growth of air travel. However, since early 2020 its
impact has been overshadowed by the fall and recovery in traffic associated with the
pandemic. In time the influence of overall economic conditions on air travel is likely to reassert
itself, but industry forecasts published by Airbus, Boeing and IATA assume much higher rates of
traffic growth than GDP growth over the rest of the 2020s as the former catches up to its long-
term trend (see our Q1 2024 Industry Update for a more detailed discussion).

Trade-Weighted US Dollar Index and Jet Fuel Price

(US Federal Reserve)
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Two key macro variables have been moving in favour of the airline industry in recent months.
The cost of jet fuel has recently increased to a little over $2.0 per gallon, as weak crude oil
prices are outweighed by the high level of the “crack spread” which is nearly $22 per barrel. The
US Dollar has also weakened which also helps airlines outside the US for dollar-denominated
costs such as fuel, aircraft rents and aircraft spares.

The continuing high level of the “crack spread” is a very striking feature of the current industry
environment. We have no expertise in the jet fuel market, but the following extract from IATA”’s
Global Outlook for Air Transport (December 2025) provides some level of explanation.

“...the crack spread, is a function not only of the price of Brent, but also of competition for
production space at the refineries.

Demand for jet fuel is projected to grow by nearly 4% in 2025 and 3% in 2026. Nevertheless, jet
fuel represents a mere 9% of total global refined output and is not a priority for refineries.
Instead, refineries optimize their product mix by prioritizing the production of other

refined products, notably diesel and gasoline, due to higher demand and profit margins. Diesel
production, in turn, competes with (non-refined) LNG (liquified natural gas) and its price
developments. These factors, along with strong freight activity, seasonal heating demand,

and a significant decrease in Russian refinery activity, have tightened middle distillate
balances.”



Jet Fuel Price vs Crude Oil Price
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Another indicator that is potentially important to aircraft investors is the breakeven inflation
rate on US Treasury Inflation-Protected Securities (TIPS). This indicator measures inflation
expectations and it matters because used aircraft values are strongly influenced by the cost of
new aircraft and over time this cost is linked to US Dollar inflation. In the short term this linkage
is driven by escalation clauses in aircraft purchase contracts and in the long term by the
general input cost environment for the aircraft manufacturers. The chart below compares the
breakeven rate for 10-year and 5-year TIPS.

US TIPS Breakeven Inflation Rates
(US Federal Reserve)
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Although medium or long-term inflation expectations have never gone higher than 3.5%, actual
inflation experience has been much higher in the last few years. This has led to higher appraised
values for new aircraft. If tariffs are applied to aircraft and/or aircraft components tis is likely to
increase the cost of new aircraft.



US CPI

(US Bureau of Labor Statistics)
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Although 2024 saw traffic recover strongly to above pre-pandemic levels, after a very strong
start traffic growth weakened throughout the first nine months of 2025 although RPKs" overall
were up 4.8% and a slightly lower increase in ASKs" allowed for a modest improvement in load
factor.

Traffic Growth by Month vs 2024
(IATA)
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The key growth driver in 2025 has been international traffic in Asia-Pacific which previously
lagged other markets in its post-pandemic recovery. This was significantly offset by weakness
in both domestic and international North American traffic where volatile economic policy in the
US appears to have had a negative impact on consumer confidence.

2025 growth has been below industry expectations and as a result commentators such as IATA
have lowered their growth forecasts for 2026. Traffic growth relative to global GDP is well below
historic levels and it remains to be seen if this is temporary or permanent.

Total Market 2025 vs 2024 - IATA Data (all figures in %)
9 Months to September 2025 vs 9 Months to September 2024

RPK Change Load Factor Change Load Factor Level (2025)
4.8 0.1 83.5
7.4 0.7 75.3
Asia-Pacific 7.7 1.2 84.2
4.2 0.0 48.3
Latin America 7.3 -0.5 83.1
Middle East 5.8 0.6 81.4
North America 0.1 1.5 83.0
Total Domestic 1.8 -0.1 83.7

Total International 6.7 0.2 83.3



International Markets 2025 vs 2024 - |IATA Data (all figures in %)

9 Months to September 2025 vs 9 Months to September 2024
- RPK Change Load Factor Change Load Factor Level (2025)
| world | 6.7 0.2 83.3
| Africa | 6.7 0.9 75.0
11.5 0.7 84.5
| Europe | 5.2 0.0 83.6
9.2 1.6 83.5
5.7 0.6 81.5
1.5 -0.2 84.2

Select Domestic Markets 2025 vs 2024 - |IATA Data (all figures in %)

9 Months to September 2025 vs 9 Months to September 2024
- RPK Change Load Factor Change Load Factor Level (2025)
| World | 1.8 -0.1 83.7
| Australia | 1.8 0.9 80.6
| Brazil | 11.4 1.5 82.7
| China | 4.2 1.7 84.4
| India | 6.2 1.4 84.9
| Japan | 5.4 3.4 80.2
| us 0.7 2.2 82.2

Although some short-haul aircraft serve international routes nearly all long-haul aircraft do so,
and this is reflected in the relative demand for single-aisle (narrowbody) and twin-aisle
widebody) aircraft. Aircraft demand can be measured in terms of aircraft in service and ASKs,
the standard measure of aircraft capacity deployed by airlines which indicates how intensively
aircraft are being flown. Single aisle aircraft demand on both metrics is higher so far in 2025
than in 2019 whereas twin-aisle aircraft are in line.

—_

The softer recovery for twin-aisle aircraft is mainly due to weak traffic to and from, and within
the Asia-Pacific region. The figures by region in the tables above are based on airline domicile,
so weak Europe to Asia traffic reduces recorded international RPKs in other regions. This short-
term effect is accompanied by a very gradual long-term increase in single-aisle aircrafts’ share
of global airline capacity at the expense of twin-aisle aircraft, which is caused by better
operator economics and an increase in the number of markets where single-aisle aircraft can
be deployed because of the greater range of new technology aircraft such as the A320 Neo and
the B737 Max.



Aircraft In Service by Class 2019 vs 2025

(Cirium Fleets Analyzer)
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New Aircraft Supply

Airbus Deliveries 9 Months to September 30th
Aircraft Family 2018 2019 2020 2021 2022 2023 2024 2025

21 33 18 34 34 41 45 62
395 422 282 341 340 391 396 392
31 34 9 11 21 20 20 20
61 77 31 36 42 36 36 33
8 5 = 2 = = = =

516 571 340 424 437 488 497 507



Airbus delivered slightly more aircraft in the first nine months of 2025 than in the same period in
2024 and continues to suffer from supply chain constraints. The biggest problems relate to
engines - Airbus stated that they had 32 A320 family “gliders” at the end of September, i.e.
finished airframes with no engines available to allow them to be delivered, compared to 60 in
June. Airbus has recently reduced its guidance for total 2025 deliveries from 820 to 790
commercial aircraft and as usual there has been a ramp up of Q4 production with average
deliveries of 75 per month in October and November compared to an average of 56 for January
to September.

Aircraft Current Actual 9M-2025 Target Rate Target
Family Announced Monthly Rate Timeframe
Monthly Rate"

There has been no change in Airbus’s medium-term production plans apart from a drop in the
target 2026 monthly rate for the A220 from 14 to 12 (the current production figures in the table
above include some external estimates as well as official Airbus guidance).

Boeing Deliveries 9 Months to September 30th
Aircraft Family 2018 2019 2020 2021 2022 2023 2024 2025

407 118 12 179 277 286 229 330
s 5 2 a4 81 - -
13 32 20 24 21 17 15 20
37 33 15 20 18 17 11 29
106 113 49 14 9 50 36 61
568 301 98 241 328 371 291 440

Boeing’s deliveries increased significantly year-on-year across all aircraft programs. Also, there
is a lot more clarity around actual production rates, so we have stopped estimating production
rates adjusted for movements in inventory. Boeing achieved its initial target production rate of
38 per month for the B737 by June and has since secured FAA approval for an increase to 42. At
the end of September aircraft in inventory were 5 in-production variants due for delivery to
Chinese airlines by year end plus c. 35 -7 and -10 variants awaiting certification in 2026.Further
increases in the B737 production rate are subject to additional FAA approvals and Boeing has
not provided a definite timeframe for when they will occur, but management has said they
expect future increases to come in increments of 5 aircraft per month.

The production target for the B787 is an increase from 5 to 7 by the end of 2025 with a further
increase to 10 in 2026. By the end of Q3 production was around 7 per month and inventory had
reduced to 10 aircraft.

In contrast to these successes planned entry into service for the B777-9 was again deferred,
this time from 2026 to 2027.



Aircraft Current Actual 9M-2025 Target Rate Target
Family Announced Monthly Rate Timeframe
Monthly Rate

Despite the B777X 2025 has seen Boeing make substantial progress in fixing its problems and it
has regained its traditional lead in the twin-aisle market even if one doesn’t include non-
passenger deliveries. Barring unforeseen events Boeing should deliver over 600 passenger
aircraftin 2026.

Other Deliveries 9 Months to September 30th

Aircraft Type 2018 2019 2020 2021 2022 2023 2024 2025
C909/ARJ 21 3 8 12 17 13 12 25 14
C919 - - - - - 1 7 7
CRJ 700/900/1000 15 18 11 3 - - - -
E-Jet/ E-Jet E2 60 57 18 32 27 40 42 47
Superjet 100 27 4 6 1 5 3 1 1
Total 105 87 47 63 45 56 75 69

The number of deliveries by other aircraft manufacturers fell in in the first nine months of 2025
than in the same period in 2024, mainly due to a fall in deliveries by COMAC. Cirium has
reported informal guidance that COMAC plans to deliver 30 C919s in 2025 compared to 13 in
2024 but this looks to be a challenge after only seven deliveries in so far this year.

Airline Industry Financial Performance

IATA released a new airline industry financial forecast in December 2025 as part of its semi-
annual Global Outlook for Air Transport. The table below compares key metric estimates for
2025 with IATA’s forecast published in December 2024 and its new forecast for 2026.

Forecast Date December 2024 December 2025 December 2025

2025 (Forecast) 2025 (Estimate) 2026 (Forecast)
Fekoown (L
83.4% 83.7% 83.8%
177.7 161.9 173.5
17.6% 16.1% 16.5%



We should start this discussion by noting that 2025 marks the first year when the airlines
“officially” became a trillion-dollar industry, although they might in fact have got there a year
earlier as IATA’s figures do not cover all industry participants — a milestone, nonetheless.

The key difference between the 2025 forecast and the estimated outcome for the year is that
traffic growth was lower than expected (see more detailed discussion above). However, this did
not materially hurt profitability as load factors increased, unit revenues (passenger yield) held
up better than expected and the cost of fuel was only slightly higher than forecast. One
interpretation of these figures is that the low level of new aircraft deliveries has given the
airlines a bit more pricing power than would normally be the case. The forecast for 2026 is
essentially more of the same, which is a very solid performance by historical standards.

NYSE Arca Global Airline Index vs S&P Global 1200 Index (Google Finance)
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Airline stocks fell more heavily than the overall market in April, which is not surprising as the
NYSE Arca Global Airline Index is heavily weighted towards US airlines, and the latter had
published several profit warnings on the back of weak travel demand. Since April there has
been a gradual recovery as the worst-case scenarios have failed to materialise.

The two big airline failures so farin 2025 have been Azul and Spirit Airlines. Azul’s bankruptcy is
another example of how difficult it is to avoid this procedure if all one’s competitors have
availed of it (GOL emerged from bankruptcy in June). Spirit has been the victim of a continuing
adverse market for US low-cost airlines and its own failure to use its first bankruptcy to do more
than just buy time (Spirit filed for bankruptcy in November 2024 and emerged from bankruptcy
in March 2025). This time around management have said they plan to significantly shrink the
airline to improve its future viability.

As expected the number of small airlines failing increased in the second half of 2025 after
running at an abnormally low level before then. The table below omits two very small airlines
that were reported as failing, Bees Airlines of Romania (January) and RAVN Alaska (August). In
neither case was it possible to identify any aircraft they operated as of year-end 2024.



Airline Failures in 2025 (various sources)

m Country Month Aircraft Types # Aircraft"i
Malaysia January DHC-6-300 2
Belgium April A330-200, B747-8 4
China April B737-800, MA60 28
Ireland May CRJ-900 6
Brazil May A321-200F, A320 Neo, A321 Neo, A330-200, A330- 193
300, A330-900, ATR-72-600, B737-400F, E195, E195-E2
Brazil June ATR72-500 11
us August A319-100, A320-200, A321-200, A320 Neo, A321 Neo 213
Sweden  September A319-100, A320-200 7
Airways
Iceland September A320 Neo, A321 Neo, B737-800 10
UK October ATR72-600, E170, Jetstream 41 14
Greece October E195
Latvia October A320-200, A321-200 6
Airlines
Guernsey November ATR72-500
us November B757-200, DHC-8-100, DHC-8-300
Airlines
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relied upon for legal, tax, accounting, investment, or financial advice. This Presentation is not a sales material and does not
constitute or form any part of any offer, invitation or recommendation to the recipient, its affiliates or any other person to
underwrite, sell or purchase securities, assets or any other product, nor shall it or any part of it form the basis of, or be relied upon,
in any way in connection with any contract or transaction decision relating to any securities, assets or any other product. None of
Sirius, its affiliates or shareholders shall have any responsibility or liability to the recipient, its affiliates, shareholders or any third
party in relation to this Presentation or any other document or materials prepared by Sirius or its affiliates, officers, directors,
employees, advisers, or agents. Sirius and its affiliates, officers, directors, employees, advisers, and agents have taken all
reasonable care to ensure that the information contained in this Presentation is accurate. Neither Sirius nor any of its affiliates,
officers, directors, employees, advisors, or agents has any obligation to update this Presentation. Under no circumstances should
the delivery of this Presentation, irrespective of when it is made, create an implication that there has been no change in the affairs
of the entities that are the subject of this Presentation. This Presentation may be updated and amended by a supplement and,
where such supplement is prepared, this Presentation will be read and construed with such supplement. The statements herein
which contain such terms as "may", "will", "should", "expect", "anticipate", "estimate", "intend", "continue" or "believe" or the
negatives thereof or other variations thereon or comparable terminology are forward-looking statements and not historical facts.
No representation or warranty, express or implied, is made as to the fairness, accuracy, or completeness of such statements,
estimates and projections. The recipient should not place reliance on any forward-looking statements. Neither Sirius nor its
affiliates undertake any obligation to update or revise the forward-looking statements contained in this Presentation to reflect
events or circumstances occurring after the date of this Presentation or to reflect the occurrence of anticipated events. The
information set out in this Presentation has been prepared by Sirius based upon various methodologies and calculations which it
believes to be reasonable and appropriate. Past performance cannot be a guide to future performance. In preparing this
Presentation, Sirius has relied upon and assumed, without independent verification, the accuracy and completeness of all
information available from public sources or which was provided to it or otherwise reviewed by it. This Presentation supersedes and
replaces any other information provided by Sirius or its affiliates, officers, directors, employees, advisers, or agents in respect of the
content of the Presentation. No information or advice contained in this Presentation shall constitute advice to an existing or
prospective investor in respect of his personal position. None of Sirius, its affiliates, or its affiliates’ officers, directors, employees
or advisers, connected persons or any other person accepts any liability whatsoever for any loss howsoever arising, directly or
indirectly, from this Presentation or its contents.

End Notes

'Sirius has created the time series of aggregate aircraft leasing industry returns by based on public
financial information in respect of the following companies: AerCap, Aircastle, Air Lease Corp., ALAFCO,
Avation, Aviation Capital Group, Avolon, AWAS, BOC Aviation, CALC, CDB Aviation, DAE Capital, Fly
Leasing, GECAS, Genesis Lease, ILFC, Intrepid/Voyager, Macquarie AirFinance, Nordic Aviation Capital,
SMBC Aviation Capital and Truenoord. We have not included FTAI as it has a hybrid business model
including significant engine and spare parts trading. We have excluded NAC from our aggregate
profitability calculations for 2022 because their net income includes a $2.6 BN gain on restructuring of
financial liabilities and some other large one-off items.
' For the purposes of calculating net rental yield we include assets such as maintenance rights and lease
premiums in aircraft book value as both these items are allocations of amounts paid for used aircraft and
their exclusion would inflate net lease yield compared to aircraft bought new. We have partially excluded
ALAFCO (2023-2024) and NAC (2022-2024) from these calculations and our calculations of depreciation
and interest costs for the same periods because:

e ALAFCO has been subject to an orderly wind-down in recent years and this has made this ratio

very volatile due to the timing of aircraft sales.
e NAC’s bankruptcy involved very substantial aircraft impairments relative to its total aircraft book
value which have distorted this ratio.

iiWe estimate the number of off-lease aircraft by counting aircraft that are managed by “Finance &
Professional” companies according to Cirium Fleets Analyser that are also operated by such companies
i.e. they have no airline operator.
vV RPKs is the acronym for revenue passenger kilometres, which is the product of the number of paying
passengers times distance flown.
v ASKs is the acronym for available seat kilometres, which is the product of the number of available seats
flown times distance flown.
Vi Airbus normally quotes its production rates based on an 11.5-month year for single-aisle aircraft.
Vi Fleet numbers are as of December 315, 2024.



