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The Company will be relying on Section 9A of the Companies (Exemption of Companies
and Prospectuses from Compliance with Provisions) Notice (Chapter 32L of the Laws of Hong
Kong) and will be issuing the WHITE and YELLOW Application Forms without them being
accompanied by a printed prospectus. The contents of the printed prospectus are identical to
the electronic version of the prospectus which can be accessed and downloaded from the
websites of the Company at www.bocaviation.com and the Stock Exchange at
www.hkexnews.hk under the “HKExnews > Listed Company Information > Latest Listed
Company Information” section, respectively.

Members of the public may obtain a copy of the printed prospectus, free of charge, upon
request during normal business hours from 9:00 a.m. on Thursday, 19 May 2016 until 12:00
noon on Tuesday, 24 May 2016 at the following locations:

1. any of the following branches of the receiving bank for the Hong Kong Public Offering:

Bank of China (Hong Kong) Limited

Hong Kong Island . ..

Kowloon

New Territories

Branch Name

Address

Bank of China Tower Branch
Sheung Wan Branch
409 Hennessy Road Branch
King’s Road Branch

Chai Wan Branch

Shanghai Street (Mong Kok)
Branch

Tsim Sha Tsui East Branch

Mei Foo Mount Sterling Mall
Branch

East Point City Branch
Citywalk Branch

Shatin Branch

Kau Yuk Road Branch

3/F, 1 Garden Road, Central
Shop 1-4, G/F, Tung Hip
Commercial Building, 244-248
Des Voeux Road Central
409-415 Hennessy Road,
Wan Chai

131-1383 King’s Road,

North Point

Block B, Walton Estate,
341-343 Chai Wan Road,
Chai Wan

611-617 Shanghai Street,
Mong Kok

Shop 3, LG/F, Hilton Towers,
96 Granville Road,

Tsim Sha Tsui East

Shop N47-49 Mount Sterling
Mall, Mei Foo Sun Chuen,
Mei Foo

Shop 101, East Point City,
Tseung Kwan O

Shop 65, G/F, Citywalk,

1 Yeung Uk Road, Tsuen Wan

Shop 20, Level 1, Lucky Plaza,
1-15 Wang Pok Street, Sha Tin

18-24 Kau Yuk Road,
Yuen Long




2. any of the following offices of the Joint Global Coordinators:

(a) BOCI Asia Limited, at 26/F, Bank of China Tower, 1 Garden Road, Hong Kong;

(b) Goldman Sachs (Asia) L.L.C., at 68th Floor, Cheung Kong Center, 2 Queen’s Road
Central, Hong Kong;

(c) Morgan Stanley Asia Limited, at Level 46, International Commerce Centre, 1
Austin Road West, Kowloon, Hong Kong; and

3. the Depository Counter of HKSCC at 1/F, One & Two Exchange Square, 8 Connaught
Place, Central, Hong Kong.

Details of where printed prospectuses may be obtained will be displayed
prominently at every branch of Bank of China (Hong Kong) Limited where WHITE
Application Forms are distributed.

During normal business hours from 9:00 a.m. on Thursday, 19 May 2016 until 12:00 noon
on Tuesday, 24 May 2016, at least three copies of the printed prospectus will be available for
inspection at every location where the WHITE and YELLOW Application Forms are distributed,
as set out in “How to Apply for Hong Kong Offer Shares”.




EXPECTED TIMETABLE"

Hong Kong Public Offering commences and WHITE

and YELLOW Application Forms available from ....9:00 a.m. on Thursday, 19 May 2016

Latest time for completing electronic applications under
the White Form elPO service through the designated

website at www.eipo.com.hk® ... .. .. .. ... ..... 11:30 a.m. on Tuesday, 24 May 2016

Application lists open® . ... ... .. L. 11:45 a.m. on Tuesday, 24 May 2016

Latest time for (a) lodging WHITE and YELLOW
Application Forms, (b) completing payment for
White Form elPO applications by effecting
internet banking transfer(s) or PPS payment
transfer(s), and (c) giving electronic application

instructions to HKSCC ....................... 12:00 noon on Tuesday, 24 May 2016

Application lists close® . ... .. ... ... ... ... ... ... 12:00 noon on Tuesday, 24 May 2016

(1) Announcement of the level of indications of interest
in the International Offering, the level of
applications in the Hong Kong Public Offering and
the basis of allocations of the Hong Kong Offer Shares
to be published in the South China Morning Post
(in English) and the Hong Kong Economic Times

(in Chinese) onorbefore ....... ... ... ... ... .. ... ...

(2) Results of allocations in the Hong Kong Public Offering
to be available through a variety of channels as
described in “How to Apply for Hong Kong Offer

Shares — Publication of Results” from .................

(3) Announcement containing (1) and (2) above to be
published on the websites of the Company and
the Stock Exchange at www.bocaviation.com and

www.hkexnews.hk from ........... .. ... ... ... .. ....

Despatch of Share certificates and e-Refund

payment instructions/refund cheques on or before® .. ... ...

Dealings in the Shares on the Stock Exchange expected

tO COMMENCE ON . . .o e e e e e e e e e e e

....Tuesday, 31 May 2016

....Tuesday, 31 May 2016

....Tuesday, 31 May 2016

....Tuesday, 31 May 2016

Wednesday, 1 June 2016
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Notes:

(1)
(2)

(3)

All dates and times refer to Hong Kong dates and times.

You will not be permitted to submit your application under the White Form elPO service through the designated
website at www.eipo.com.hk after 11:30 a.m. on the last day for submitting applications. If you have already

submitted your application and obtained a payment reference number from the designated website prior to 11:30
a.m., you will be permitted to continue the application process (by completing payment of the application
monies) until 12:00 noon on the last day for submitting applications, when the application lists close.

If there is a “black” rainstorm warning signal or a tropical cyclone warning signal number 8 or above in force in
Hong Kong at any time between 9:00 a.m. and 12:00 noon on Tuesday, 24 May 2016, the application lists will
not open and close on that day. See “How to Apply for Hong Kong Offer Shares”.

The Share certificates are expected to be issued on the Listing Date, which is expected to be Wednesday, 1
June 2016 but will only become valid at 8:00 a.m. on that date, provided that the Global Offering has become
unconditional in all respects at or before that time. Investors who trade Shares on the basis of publicly available
allocation details or prior to the receipt of the Share certificates or prior to the Share certificates becoming valid
do so entirely at their own risk.

For details of the structure of the Global Offering, including its conditions, and the

procedures for applications for Hong Kong Offer Shares, see “Structure of the Global Offering”
and “How to Apply for Hong Kong Offer Shares”, respectively.

If the Global Offering does not become unconditional or is terminated in accordance with

its terms, the Global Offering will not proceed. In such a case, the Company will make an
announcement as soon as practicable thereafter.

— v —
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SUMMARY

This summary is intended to provide you with an overview of the information contained
in this prospectus. As it is a summary, it does not contain all the information that may be
important to you. You should read the whole prospectus before you decide whether to invest
in the Offer Shares. Some of the particular risks of investing in the Offer Shares are set out
in “Risk Factors” and you should read that section carefully before you decide to invest in
the Offer Shares.

OVERVIEW

We are a leading global aircraft operating leasing company. We are the largest aircraft
operating leasing company headquartered in Asia, and the fifth largest global aircraft operating
leasing company, in each case as measured by the value of owned aircraft as at 31 December
2015 (excluding aircraft ordered but undelivered).

Our business model is underpinned by strong global trends in the aviation industry. Our
business benefits from (i) strong growth in travel volume and an increasing propensity to fly,
particularly in the Asia Pacific region, driving the demand for new aircraft, and (ii) an increasing
preference for many airlines to lease rather than to purchase aircraft. Our aircraft are mobile,
can be redeployed throughout the world and have long economic lives. We also benefit from
long-term, U.S. Dollar-denominated cash flows from a global customer base who lease our
aircraft, and from owning assets with values denominated in U.S. Dollars, which enables us to
operate a global business without exposing us to currency risk. We believe the scale of our
business and our investment grade credit ratings make us an attractive counterparty to both
aircraft manufacturers and airline customers, which further reinforces our competitiveness.

Our specialised aviation industry knowledge, our relationships with airline customers,
aircraft manufacturers and other key aviation industry participants, together with the long-term
experience and talent of our senior management team and other key employees, have enabled
us to deliver strong operational and financial results through multiple industry cycles. In
particular, we have delivered 22 years of unbroken profitability, with approximately US$2.1
billion in cumulative profits from inception through 2015. Our average ROE post tax over the
Track Record Period of 15.1% is amongst the highest for all listed aircraft operating leasing
companies.

Our core business model is focused on purchasing new, fuel-efficient, in-demand aircraft
at competitive prices directly from aircraft manufacturers, financing those aircraft purchases
efficiently, placing our aircraft on long-term operating leases with a globally diversified
customer base and selling our aircraft to maintain a young fleet, to mitigate risks in our aircraft
portfolio and to generate gains on sale, as well as reinvesting the sale proceeds in new aircraft
investments. From our inception in 1993 to 31 December 2015, we have:

o purchased and committed to purchase more than 670 aircraft with an aggregate
purchase price in excess of US$32 billion;

° executed more than 590 leases with more than 120 airlines in 48 countries;
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° raised more than US$16 billion in debt financing since 1 January 2007;

° sold more than 210 owned and managed aircraft; and

° transitioned more than 50 aircraft at lease end, and repossessed 29 aircraft from
airline customers based in 11 jurisdictions.

We maintain a fleet of young, fuel-efficient, in-demand aircraft types. As at 31 December
2015, our aircraft fleet comprised 270 aircraft, of which 227 were owned aircraft and 43 were
managed on behalf of third party customers, and these aircraft are on lease to 62 airlines in
30 countries. As at 31 December 2015, the average aircraft age of our owned aircraft fleet was
3.3 years weighted by net book value, making our owned fleet one of the youngest in the
aircraft operating lease industry. We intend to sell all of our owned aircraft that are more than
10 years old and all aircraft that are out of production before 31 December 2016. The average
remaining lease term of our owned aircraft operating leases as at 31 December 2015 was 7.4
years, which is one of the longest in the industry. Our typical lease terms are in the 10 to 12
year range for new aircraft and six years for used aircraft. We also have a significant order
book of 241 aircraft as at 31 December 2015 with an average of 40 aircraft committed for
delivery each year in the period from 2016 to 2021. Our order book comprises principally
popular single-aisle aircraft, such as the Airbus A320 family and Boeing 737 family, including
the AS20NEO and 737 MAX 8 new technology models.

In addition to our core business, we also provide third party lease management services
to aircraft owners in return for fees. See “Business — Our Business Operations — Third Party
Lease Management Services” for further information.

We benefit from a low average cost of funds, which was 1.9%, 1.9% and 2.0% in 2013,
2014 and 2015, respectively, supported by our strong credit ratings (which, as at the Latest
Practicable Date, were A- from both Standard & Poor’s and Fitch) and a diversified range of
funding sources. Unsecured bonds and third-party commercial bank financing are our primary
sources of debt funding.

We enjoy strong and committed support from Bank of China, a top 10 bank globally by
market capitalisation as at the Latest Practicable Date and a Fortune Global 50 company. The
Global Offering will result in the spin-off and separate listing of the Group from Bank of China.
Following completion of the Global Offering, Bank of China will retain a substantial majority
shareholding in the Company, and the Company will remain as a subsidiary of Bank of China
and will continue to carry the BOC brand name. In addition, Bank of China has provided us with
a US$2.0 billion committed unsecured revolving credit facility, which matures in April 2022.
This facility remained undrawn as at the Latest Practicable Date. Notwithstanding that the
BOC Group has provided certain credit facilities and loans to the Group, the Group is able to
operate financially independently from the BOC Group. See “Relationship with BOC” for further
details.
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Our senior management team is highly experienced and stable, with Mr. Robert Martin
(our Chief Executive Officer) and Mr. Phang Thim Fatt (our Chief Financial Officer) having
worked together at the Company since 1998. This team has successfully managed the Group
through multiple industry cycles. They are key to the Group’s historical performance in
executing successfully our business strategy and, in particular, in overseeing and leading the
Group’s active approach to risk management and governance. In addition, many of our senior
management have extensive experience working in the aviation industry across multiple
jurisdictions.

OUR AIRCRAFT FLEET

Our core fleet comprises aircraft types that will appeal to a broad airline customer base
over extended periods of time, that are fuel-efficient and technologically advanced, and that
have broad appeal to aircraft investors. Our fleet portfolio strategy is determined and regularly

reviewed by our management and Board.

As at 31 December 2015, our fleet and order book comprised the following aircraft types:

Total

Owned Managed Aircraft on Number of
Aircraft type Aircraft™ Aircraft Order® Aircraft
Narrowbody Aircraft
Airbus A320CEOQO family................. 108 14 58 180
Airbus A320NEO family................. 0 0 64 64
Boeing 737NG family. .. ................ 78 12 54 144
Boeing 737 MAX 8. .. ... ... .. . L. 0 0 61 61
Embraer E190 family................... 11 2 0 13
Narrowbody sub-total .................. 197 28 237 462
Widebody Aircraft
Airbus A330-300 .. ........ .. .. ... ..., 11 8 2 21
Boeing 777-300ER. . ... ... ... ... ... 13 2 2 17
Boeing 777-300 .. ...... . ... ... 1 1 0 2
Boeing 787. .. ... 2 0 0 2
Widebody sub-total . ................... 27 11 4 42
Freighters. . ... .. ... .. .. ... ... ... ... 3 4 0 7
Total. . ... 227® 43 241 511
Notes

(1) Includes (i) aircraft to which the Group holds the legal and/or beneficial title, and (ii) aircraft held by the Group
through finance leases under which the Group has all the risks and rewards of ownership, and has recorded
such aircraft on its balance sheet.

(2) Includes all commitments to purchase aircraft including those where an airline customer has the right to acquire
the relevant aircraft of which, as at 31 December 2015 and as at the Latest Practicable Date, there were 14 and
11 aircraft, respectively.
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(8) As at 31 December 2015, the Company had classified as assets held for sale seven aircraft, comprising six
Airbus A320CEO family aircraft and one Boeing 737NG family aircraft, for which it had entered into agreements
to sell in accordance with the Company’s strategy of actively managing its aircraft portfolio.

As at 31 December 2015, of the 241 aircraft we had committed to purchase, 74 were
committed for lease. As at the Latest Practicable Date, 19 of our scheduled aircraft deliveries
for 2016 were delivered and all these aircraft were on-lease at delivery, other than three, which
were acquired by airline customers. As at the Latest Practicable Date, of the 226 aircraft we
had committed to purchase, 85 were committed for lease. All of the remaining scheduled
deliveries in 2016 are committed for lease.

Our fleet has grown significantly since 2007. The following table sets out the growth of our
owned and managed fleet over that period.

As at 31 December

2007 2008 2009 2010 2011 2012 2013 2014 2015

Number of owned aircraft. ... .. 59 73 118 140 158 179 206 230 227
Number of managed aircraft . .. 17 19 24 26 25 24 20 20 43
Total aircraft ............... 76 92 142 166 183 203 226 250 270

We principally enter into two types of aircraft purchase transactions: (i) aircraft purchases
through our order book which involve us placing aircraft purchase orders with the aircraft
original equipment manufacturers (or aircraft “OEMs”) and securing an operating lease with an
airline customer from delivery, and (ii) aircraft purchases in connection with purchase and
leaseback transactions, which typically involve us taking over aircraft purchase commitment(s)
an airline has with an aircraft OEM or, buying from the airline at delivery, and in either case
leasing the aircraft back to a customer.
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As part of our future growth plans we had, as at the Latest Practicable Date, commitments
to acquire 226 aircraft, either through our order book with the OEMs or pursuant to purchase
and leaseback transactions with airline customers. As at 31 December 2015, our aircraft
purchase commitments were to acquire 241 aircraft representing an average of 40 deliveries
per year over the next six years — and comprised the following:

Number of Aircraft Scheduled for Delivery During

Year Ended 31 December™

2016 2017 2018 2019 2020 2021
Aircraft type
Narrowbody Aircraft
Airbus A320CEO family. . . 41 17 0 0 0 0
Airbus A320NEO family. . . 0 10 24 27 3 0
Boeing 737NG family .. .. 18 23 13 0 0 0
Boeing 737 MAX 8. ...... 0 0 0 10 20 31
Widebody Aircraft
Airbus A330-300 ........ 0 2 0 0 0 0
Boeing 777-300ER. ... ... 0 2 0 0 0 0
Total.................. 59 54 37 37 23 31

The aggregate amount of capital expenditure deployed (as well as the respective
percentage of total Group capital expenditure during the relevant periods) in connection with
aircraft purchases through our order book including pre-delivery payments and pursuant to
aircraft purchase and leaseback transactions over the last three financial years, respectively,
was as follows:

Year ended 31 December

Capital expenditure 2013 2014 2015

(in thousands of US$, except for percentages)

Order book aircraft

purchases (including

pre-delivery payments).. 1,530,893 61.2% 2,185,789 69.6% 3,010,627 88.1%
Aircraft purchased

pursuant to purchase

and leaseback

transactions .......... 969,600 38.8% 956,300 30.4% 406,700 11.9%
Total.................. 2,500,493 100.0% 3,142,089 100.0% 3,417,327 100.0%
Note:

(1) Includes all commitments to purchase aircraft including those where an airline customer has the right to acquire

the relevant aircraft of which, as at 31 December 2015 and as at the Latest Practicable Date, there were 14 and
11 aircraft, respectively.
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OUR BUSINESS OPERATIONS

Aircraft leasing is an important part of the global aviation supply chain. However, the
characteristics of the aircraft operating lease industry are different from those of aircraft
manufacturers and airline operators. In contrast to manufacturers and operators, who are
subject to significant volatility in short-term demand and input costs, aircraft operating leasing
companies have stable portfolios of long-term lease contracts that provide regular, predictable
cash flows, and are typically funded by long-term debt. The following diagram highlights the
position of the aircraft operating leasing companies in the aviation industry.

Payment of aircraft

purchase price Lease payments

Aircraft . . ‘
Manufacturers / Aircraft Operating Airline Operators
Owners Leasing Companies

Long-term operating
lease of aircraft

Delivery of aircraft

Disposal of Aircraft sale
aircraft proceeds

Investors in —» Indicates Capital Flow

Secondary Aircraft : )
Indicates Aircraft Flow

The key elements of our business model are:

° acquiring aircraft: acquiring, at competitive prices, aircraft that are expected to
appeal to a broad range of airline customers and aircraft purchasers and investors,
with strong anticipated residual value and transferability characteristics;

o leasing aircraft to a geographically diverse group of airline customers on
favourable lease terms: maintaining and seeking to continually develop
relationships with a geographically diversified group of airline customers for aircraft
lease placements, with favourable lease pricing, tenure and other terms and
conditions;

° selling aircraft: as part of our active portfolio management and risk management
programme, regularly reviewing our portfolio to ensure aircraft are offered for sale at
optimal times and to generate attractive returns on sale that can be reinvested in
new aircraft; and

o driving down funding costs: continually seeking to obtain financing at the lowest
available cost and most favourable terms, with a well-dispersed repayment profile.

We have strong and proven aircraft placement capabilities. Our aircraft are typically
committed for lease well in advance of their delivery to us, and our aircraft utilisation rate
(being the total number of on-lease days as a percentage of available lease days) was 99.8%
between 1 January 2008 and 31 December 2015.
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Our airline customers are geographically diverse. As at 31 December 2015, our 227
owned aircraft were leased to 57 airlines in 29 countries. The following table highlights the
geographical diversification of the lease rental income for our owned aircraft portfolio for the
years ended 31 December 2013, 2014 and 2015:

Percentage of Total
Lease Rental Income
For Year Ended 31 December

Region 2013 2014 2015

Asia Pacific (excluding Chinese Mainland, Hong Kong,

Macau and Taiwan) ............ ... 28.4% 31.2% 33.2%
Chinese Mainland, Hong Kong, Macau and Taiwan . ... 14.1% 12.5% 16.7%
AMEriCas ... .. 24.2% 22.7% 19.5%
BUurope . ... 24.6% 26.0% 23.9%
Middle East & Africa . . ........ ... ... .. ... .. 8.7% 7.6% 6.7%

In addition, our lease expirations are well-dispersed, with relatively few near-term
expiries. The following table sets out the breakdown between fixed and floating rate rental
terms, as well as the weighted average remaining lease term of our aircraft for each year
during the Track Record Period.

As at 31 December

2013 2014 2015
Owned aircraft .. ... 206" 230 227
— Fixed rate rentalterms. .. ....... ... .. .. ... ... 62 92 107
— Floating rate rental terms. . .. ................... 143 138 120
Weighted average remaining lease term (years)® .. .. 7.6 7.5 7.4

Notes:
(1)  Includes one aircraft on ground.

(2) Weighted by net book value of owned aircraft.

The Group’s largest suppliers of aircraft are Airbus and Boeing. Aircraft purchases from
Airbus and Boeing accounted for approximately 86%, 88% and 99% of the total capital
expenditure (excluding purchase and leaseback transactions) of the Group for 2013, 2014 and
2015, respectively. These figures do not take into account amounts paid pursuant to purchase
and leaseback transactions with airlines where the ultimate suppliers of the relevant aircraft
were Airbus and Boeing. See “Business — Our Business Operation — Aircraft purchasing —
Key supplier relationships” for further details.
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FINANCING

Financing cost is our second largest operating cost in the current low interest rate
environment, after depreciation on our aircraft portfolio, and is our largest cash operating cost.
We focus on maintaining a competitive debt funding cost, and we achieve this by adopting a
proactive approach to debt financing and by maintaining a diverse range of financing sources.
This has enabled us to achieve an average cost of funds of 2.0% in 2015, which we believe
was one of the lowest amongst aircraft operating leasing companies. Our diverse sources of
financing include: (i) loan financing, consisting of term loans, committed unsecured revolving
credit facilities and finance lease payables, (ii) debt capital markets, consisting of medium
term notes issuances, and (iii) U.S. Exim and European credit agency supported financing.

We carefully evaluate and monitor our debt repayment profile to ensure that our
refinancing requirements are well-dispersed, without any debt repayment spike in any single
year. The following graph details our debt repayment (including finance lease payments)
profile as at 31 December 2015,

US$ Million
1,200

1,000 978
800
600

429

393
400 362

200

2016 2017 2018 2019 2020 2021 and
beyond

Scheduled Amortisation of Principal B Loan Balloon Payments B Bonds

Note:

(1)  Does not include outstanding amounts under our revolving credit facilities. At 31 December 2015, US$220.0
million was outstanding.
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As at 31 December 2015, we had committed unsecured revolving credit facilities of
US$2,730.0 million, of which US$2,510.0 million was undrawn. These facilities include a
committed unsecured revolving credit facility of US$2.0 billion, which matures in April 2022,
obtained from the BOC Group on terms commensurate with the terms of other revolving
committed unsecured credit facilities provided by third parties or better for the Company. This
facility will remain in place following completion of the Global Offering. See “Relationship with
BOC” for further details. This facility had not been drawn down during the Track Record Period
or as at the Latest Practicable Date and serves as a source of temporary financing only rather
than long-term financing.

COMPETITIVE STRENGTHS
Our competitive strengths include:

° A young aircraft fleet and an aircraft order book comprised primarily of fuel-efficient,
in-demand aircraft

° Scale and well-established long-standing relationships with aircraft manufacturers,
airline customers and aircraft investors

° Long-term contracted cash flows from a globally diversified customer base

° Disciplined and active aircraft portfolio management to ensure a high quality aircraft
fleet

o Strong credit ratings and proven access to competitively priced debt funding

° Experienced senior management team with a proven track record through multiple
industry cycles and a strong risk-aware culture

BUSINESS STRATEGIES

Our objective is to deliver attractive risk-adjusted returns to our Shareholders by pursuing
the following strategies:

° Continue to grow our young, liquid aircraft portfolio with a disciplined approach and
focus on in-demand aircraft

° Actively manage our existing aircraft portfolio to mitigate risk with a view to
maximising long term value

o Continue to develop and grow our long-standing relationships with key industry
participants

° Further diversify our financing sources to maintain our low cost of funding, financing
flexibility and efficient capital structure
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See “Business” for further details.

KEY RISK FACTORS

Our business is subject to numerous risks and there are uncertainties relating to an
investment in the Shares. These risks and uncertainties can be categorised as (i) risks relating
to our business and operations and the aircraft operating lease industry, and (ii) risks relating
to the Global Offering. The following highlights some of the key risks that affect our business:

° Our business is particularly exposed to the performance of the aviation industry.

o Our business model is dependent to a large extent on our ability to acquire aircraft
at competitive prices or in a timely fashion.

° Our business model is dependent to a large extent on our ability to lease and
re-lease aircraft.

o Our business model is dependent to a large extent on our ability to sell aircraft.

° The market value and/or market lease rates for aircraft could decline.

° Our ability to obtain financing on acceptable terms is critical to our ability to operate.

° If Bank of China ceases to maintain a controlling stake in us or otherwise reduces
or ends its strategic relationship with the Group, our business could be adversely
affected.

° The availability of funding and its cost and other terms are dependent in part upon
the financial ratings assigned to us by lenders and rating agencies, and a downgrade
of these ratings could adversely impact our business.

o Singapore tax laws may differ from tax laws of other jurisdictions, including Hong
Kong. See “Appendix Il — Taxation and Regulatory Overview” for further details.

° We are subject to various requirements and risks associated with transacting
business in multiple countries which could have a material adverse effect on our
business.

See “Risk Factors” for further details.
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THE CONTROLLING SHAREHOLDER

Immediately following the completion of the Global Offering, Bank of China (through its
wholly-owned subsidiaries, BOCGI and the Selling Shareholder) will have an interest in
approximately 65.5% of the Shares in issue (assuming the Over-allotment Option is exercised
in full) and approximately 70% of the Shares in issue if the Over-allotment Option is not
exercised. Accordingly, the Company will remain as a subsidiary of Bank of China and Bank
of China, BOCGI and the Selling Shareholder will be the controlling shareholders of the
Company. See “History and Corporate Structure” and “Relationship with BOC” for further
details.

RECENT DEVELOPMENT OF OUR BUSINESS SUBSEQUENT TO THE TRACK RECORD
PERIOD

Since 31 December 2015, we have purchased and taken delivery of aircraft, continued to
secure additional leasing commitments from customers and continued to actively manage our
aircraft portfolio. As at the Latest Practicable Date:

° our fleet comprised 231 owned aircraft and 39 managed aircraft, which reflects the
purchase of 16 owned aircraft, the sale of 12 owned aircraft and the expiry of
management contracts for four managed aircraft from 31 December 2015 up to the
Latest Practicable Date;

° 19 of our scheduled aircraft deliveries for 2016 were delivered, and all these aircraft
were on-lease at delivery, other than three, which were acquired by airline
customers; and

° our order book comprised 226 aircraft, which reflects the commitments that we
entered into since 31 December 2015 to purchase four new aircraft.

We have also continued to raise debt financing and repay our loans in the ordinary course
of business.

As far as we are aware, while there have been recent fluctuations in general market
conditions, there have not been any material changes in the general economic and market
conditions in the regions or the industry in which we operate that materially and adversely
affected our business operations or financial condition since 31 December 2015 and up to the
date of this prospectus.

The Directors confirm that, having performed reasonable due diligence on the Group,
there has been no material adverse change in the Group’s financial or trading position or
prospects since 31 December 2015 up to the date of this prospectus.
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SUMMARY FINANCIAL INFORMATION

Consolidated Statements of Profit or Loss

Lease rental income
Interest and fee income ..
Other income

Net gain on sale of
aircraft. ..............

Others. ................

Revenues and other
income

Depreciation of plant and
equipment............
Finance expenses

Amortisation of deferred
debt issue costs

Amortisation of lease
transaction closing
costs

Staff costs

Marketing and travelling
expenses. . ...........

Other operating expenses.

Impairment of aircraft . ...

Bad debts written off . . . ..

Costs and expenses . ...

Profit before income tax.
Income tax expense

Profit for the year
attributable to equity
holder of the
Company

Earnings per share
attributed to ordinary
equity holder of the
Company

Basic and diluted
earnings per share

(US$). .. ... .

Year ended 31 December

2013 2014 2015
% of % of % of

revenues revenues revenues

and other and other and other

Amount income Amount income Amount income

UsS$’000 % UsS$’000 % Us$’000 %
804,112 87.5 936,916 94.8 975,485 89.4
27,951 3.1 11,607 1.2 39,844 3.7
76,471 8.3 30,291 3.0 70,144 6.4
10,127 1.1 9,619 1.0 5,249 0.5
918,661 100.0 988,433 100.0 1,090,722 100.0
(336,346) (36.6) (381,247) (38.6) (381,951) (35.0)
(135,689) (14.8) (150,780) (15.2) (168,771) (15.5)
(14,635) (1.6) (14,546) (1.5) (18,129) (1.7)
(306) (0.0) (171) (0.0) (345) (0.0)
(40,654) (4.4) (51,230) (5.2) (58,689) (5.4)
(4,254) (0.5) (5,048) (0.5) (5,037) (0.5)
(28,310) (3.1) (9,545) (1.0) (12,467) (1.1)
(42,800) (4.7) (23,100) (2.3) (43,900) 4.0)
(4,736) (0.5) — — — —
(607,730) (66.2) (635,667) (64.3) (689,289) (63.2)
310,931 33.8 352,766 35.7 401,433 36.8
(33,870) (3.7) (44,192) (4.5) (58,126) (5.3)
277,061 30.2 308,574 31.2 348,307 31.5
0.47 0.52 0.58
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Summary Consolidated Statements of Financial Position

As at 31 December

2013 2014 2015
US$’000
Current @assets . ... . 552,982 385,729 753,809
Current liabilities . .. ... ... ... . .. . . 874,257 1,044,437 1,215,319
Net current liabilities . .......................... (321,275) (658,708) (461,510)
Non-current assets ... ...... ... . . .. 9,595,678 11,017,445 11,720,096
Non-current liabilities . ......... ... .. ... .. ... .. .... 7,347,771 8,262,326 8,818,868
Total equity. . ..... ... ... ... . . .. 1,926,632 2,096,411 2,439,718

We had net current liabilities during the Track Record Period, primarily due to significant
levels of current liabilities related to our financing arrangements to fund our capital
expenditure, as is common among capital-intensive companies. Due to the nature of our
business, we have long-term contracted revenue and cash flows resulting from our operating
leases, which we typically collect in advance on a monthly basis in accordance with the
respective lease agreements, resulting in minimal trade receivables on our balance sheet. We
also efficiently redeploy cash flow from lease rentals towards aircraft purchases and debt
repayment obligations, resulting in a relatively low balance of cash on hand. Moreover, as we
are primarily an operating lessor, the substantial majority of our assets are non-current assets
(i.e. aircraft) held to generate recurring income rather than current assets held for sale. As a
result of the foregoing, we believe that our net current liabilities position does not accurately
reflect our liquidity position. See “Financial Information — Liquidity and Capital Resources” for
further details.

Summary Consolidated Statements of Cash Flows

Year ended 31 December

2013 2014 2015
Us$’000
Net cash provided by operating activities . ........... 838,655 961,669 1,112,433
Net cash used in investing activities .. .............. (1,589,285) (1,826,914) (1,317,602)
Net cash provided by financing activities. . ........... 638,306 596,160 344,418

Net (decrease)/increase in cash and cash equivalents.. (112,324) (269,085) 139,249
Cash and cash equivalents at the beginning of the
YAl . vt 613,553 501,229 232,144

Cash and cash equivalents at the end of the year. .. 501,229 232,144 371,393
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Key Financial Ratios

As at or for the year ended 31 December

2013 2014 2015
Lease rate factor™ ... . ... ... 9.7% 9.8% 9.9%
Average cost of funds® .. ... .. .. .. ... ... . ... 1.9% 1.9% 2.0%
Net lease yield® . .. ... ... .. . . .. ... 8.1% 8.3% 8.2%
Pre-tax profit margin® ... .. ... ... ... ... .. ... ... .. 33.8% 35.7% 36.8%
Return on assets® ... .. ... . ... 2.9% 2.9% 2.9%
Return on equity®. .. ... ... .. ... 15.0% 15.3% 15.1%
Debt-to-equity” . . .. ... ... 3.9x 4.0x 3.7x

Notes:

(1)

(2)

(3)

(4)

(6)

(7)

Lease rate factor is calculated as lease rental income divided by average net book value of aircraft and
multiplied by 100%. Average net book value of aircraft equals the net book value of aircraft at the beginning of
the year plus net book value of aircraft at the end of the year, divided by two.

Average cost of funds is calculated as the sum of finance expenses and capitalised interest, divided by average
total indebtedness. Average total indebtedness equals the total indebtedness at the beginning of the year plus
total indebtedness as at the end of the year, divided by two. Total indebtedness represents loans and borrowings
and finance lease payables before fair value and discount/premium to medium term notes adjustments and
deducting debt issue costs.

Net lease yield is calculated as the difference between lease rental income and finance expenses, divided by
average net book value of aircraft and multiplied by 100%. Average net book value of aircraft equals the net
book value of aircraft at the beginning of the year plus net book value of aircraft at the end of the year, divided
by two.

Pre-tax profit margin is calculated as profit before income tax divided by total revenues and other income and
multiplying the resulting value by 100%.

Return on assets is calculated by dividing profit after tax for the year by average total assets and multiplying
the resulting value by 100%. Average total assets equal total assets at the beginning of the year plus total assets
as at the end of the year, divided by two.

Return on equity is calculated by dividing profit after tax for the year by average total equity and multiplying the
resulting value by 100%. Average total equity equals total equity at the beginning of the year plus total equity
as at the end of the year, divided by two.

Debt-to-equity ratio is calculated as total indebtedness divided by total equity.

UNAUDITED PRO FORMA STATEMENT OF ADJUSTED CONSOLIDATED NET TANGIBLE
ASSETS

Unaudited pro forma : US$4.30 (based on the Offer Price)
adjusted consolidated net
tangible assets per Share

See “Appendix Il — Unaudited Pro Forma Financial Information” for further details.

— 14 —



SUMMARY

FUTURE PLANS AND USE OF PROCEEDS

See “Business — Business Strategies” for a detailed description of our future plans and
strategies.

The net proceeds from the Global Offering which the Company will receive, after
deducting the underwriting commissions and the estimated expenses in relation to the Global
Offering payable by the Company and based on the Offer Price of HK$42.00, will be
approximately HK$4,246 million.

The Company intends to use the entire net proceeds from the Global Offering to fund
pre-delivery payments for and future purchases of aircraft to grow the Group’s owned aircraft
portfolio.

Pending the deployment of the net proceeds from the Global Offering as described above,
the Company currently intends to deposit such net proceeds into short-term interest bearing
deposits and/or money market instruments.

The Company will not receive any of the proceeds from the sale of the Sale Shares by the
Selling Shareholder in the Global Offering. The net proceeds from the Global Offering which
the Selling Shareholder will receive, after deducting the underwriting commissions and
estimated expenses in relation to the Global Offering payable by the Selling Shareholder,
based on the Offer Price of HK$42.00, will be approximately HK$4,246 million.

The Over-allotment Option will be granted by the Selling Shareholder. If the
Over-allotment Option is exercised in full, after deducting the underwriting commissions and
based on the Offer Price of HK$42.00, the net proceeds which the Selling Shareholder will
receive from such exercise of the Over-allotment Option will be approximately HK$1,285
million.

See “Future Plans and Use of Proceeds” for further details.
DIVIDENDS AND DIVIDEND POLICY

In 2013, 2014 and 2015, we paid dividends of US$113.0 million, US$139.0 million and nil,
respectively, to our sole Shareholder. Following the Listing, we intend to pay dividends of up
to 30% of our net profit after tax. However, the Board has absolute discretion as to whether to
declare any dividend for any year, and if it decides to declare a dividend, how much to declare.
The amount of any dividends to be declared or paid will depend on, amongst other things, our
results of operations, cash flows, financial condition, operating and capital requirements and
applicable laws and regulations.

LISTING EXPENSES

Total expenses (including underwriting commissions) expected to be incurred by the
Company in relation to the Listing are approximately HK$125.8 million, of which approximately
HK$27.7 million is expected to be charged to the profit or loss of the Group and approximately
HK$98.1 million is expected to be charged to share premium of the Group for the financial year
ending 31 December 2016. Except for a minimal accrued amount, the Company did not incur
any expenses relating to the Listing during the Track Record Period.
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OVERVIEW OF THE GLOBAL OFFERING

Company

Global Offering

Hong Kong Public Offering

International Offering

Over-allotment Option

Offer Price

Lock-up Undertakings

Market Capitalisation at
Listing

Listing and Trading

Board Lot

BOC Aviation Limited

Global offering of initially 208,203,000 Offer Shares
(excluding the Shares to be offered pursuant to the
exercise of the Over-allotment Option) comprising the
following:

15,615,400 New Shares (subject to reallocation).

88,486,100 New Shares and 104,101,500 Sale Shares
(subject to reallocation and the Over-allotment Option).

Up to 31,230,400 additional Offer Shares, comprising
31,230,400 Sale Shares, representing not more than
approximately 15% of the number of Offer Shares initially
being offered under the Global Offering.

HK$42.00
o The Company — six months from the Listing Date.

o Bank of China, BOCGI and the Selling Shareholder
— six months absolute lock-up and six months
lock-up on disposal of Shares that would result in
any of them ceasing to be a controlling shareholder
of the Company.

Expected to be HK$29,148 million (based on the Offer
Price).

Expected to commence on Wednesday, 1 June 2016.

100 Shares.

See “Underwriting” and “Structure of the Global Offering” for further details.
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RESPONSIBILITY STATEMENT AND FORWARD-LOOKING STATEMENTS

DIRECTORS’ RESPONSIBILITY FOR THE CONTENTS OF THIS PROSPECTUS

This prospectus, for which the Directors collectively and individually accept full
responsibility, includes particulars given in compliance with the Companies (Winding Up and
Miscellaneous Provisions) Ordinance, the Securities and Futures (Stock Market Listing) Rules
(Chapter 571V of the Laws of Hong Kong) and the Listing Rules for the purpose of giving
information to the public with regard to the Group.

The Directors, having made all reasonable enquiries, confirm that to the best of their
knowledge and belief the information contained in this prospectus is accurate and complete in
all material respects and not misleading or deceptive, and there are no other matters the
omission of which would make any statement herein or this prospectus misleading.

INFORMATION AND REPRESENTATION

The Company has issued this prospectus solely in connection with the Hong Kong Public
Offering and the Hong Kong Offer Shares. This prospectus does not constitute an offer to sell
or a solicitation of an offer to buy any securities other than the Hong Kong Offer Shares offered
by this prospectus pursuant to the Hong Kong Public Offering. This prospectus may not be
used for the purpose of, and does not constitute, an offer or invitation in any other jurisdiction
or in any other circumstances. No action has been taken to permit a public offering of the Offer
Shares in any jurisdiction other than Hong Kong and no action has been taken to permit the
distribution of this prospectus in any jurisdiction other than Hong Kong. The distribution of this
prospectus and the offering and sale of the Offer Shares in other jurisdictions are subject to
restrictions and may not be made except as permitted under the applicable securities laws of
such jurisdictions pursuant to registration with or authorisation by the relevant securities
regulatory authorities or an exemption therefrom.

You should only rely on the information contained in this prospectus and the Application
Forms to make your investment decision. Neither the Company nor any of the Relevant
Persons has authorised anyone to provide you with any information or to make any
representation that is different from what is contained in this prospectus. No representation is
made that there has been no change or development reasonably likely to involve a change in
the Group’s affairs since the date of this prospectus or that the information contained in this
prospectus is correct as at any date subsequent to its date.
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RESPONSIBILITY STATEMENT AND FORWARD-LOOKING STATEMENTS

FORWARD-LOOKING STATEMENTS

This prospectus contains forward-looking statements. All statements other than
statements of historical fact contained in this prospectus, including, without limitation:

(a) the discussions of our business strategies, objectives and expectations regarding
our future operations, margins, profitability, liquidity and capital resources;

(b) any statements concerning the future development of, and trends and conditions in,
the aircraft operating lease industry and the general economy of the countries in
which we operate or plan to operate;

(c) any statements concerning our ability to control costs;

(d) any statements concerning the nature of, and potential for, the future development
of our business; and

(e) any statements preceded by, followed by or that include words and expressions such
as “expect”’, “believe”, “plan”, “intend”, “estimate”, “forecast”, “project”, “anticipate”,
“seek”, “may”, “will”, “ought to”, “would”, “should” and “could” or similar words or

statements,

as they relate to the Group or our management, are forward-looking statements.

These statements are based on assumptions regarding our present and future business,
our business strategies and the environment in which we will operate. These forward-looking
statements reflect our current views as to future events and are not a guarantee of our future
performance. Forward-looking statements are subject to certain known and unknown risks,
uncertainties and assumptions, including the risk factors described in “Risk Factors”.
Important factors that may cause our actual results, performance or achievements to be
materially different from any future results, performance or achievements expressed or implied
by these forward-looking statements include, amongst other things, the following:

° the availability of capital to us and to our customers and changes in interest rates;

° the ability of our airline customers and potential airline customers to make operating
lease rental and other payments to us and to fulfil their other obligations to us;

° our ability to successfully negotiate aircraft purchases, sales and leases, to collect
outstanding amounts due and to repossess aircraft under defaulted leases, and to
control costs and expenses;

o decreases in the overall demand for aircraft operating lease services;

° the economic condition of the aircraft operating lease industry;
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RESPONSIBILITY STATEMENT AND FORWARD-LOOKING STATEMENTS

° changes in management;

° competitive pressures within the aircraft operating lease industry; and

° regulatory changes affecting airlines and other aircraft operators, aircraft
maintenance, accounting standards and taxes.

Subject to the requirements of applicable laws, rules and regulations, we do not have any
obligation, and undertake no obligation, to update or otherwise revise the forward-looking
statements in this prospectus, whether as a result of new information, future events or
developments or otherwise. As a result of these and other risks, uncertainties and
assumptions, the forward-looking events and circumstances discussed in this prospectus
might not occur in the way we expect or at all. Accordingly, you should not place undue reliance
on any forward-looking information. All forward-looking statements contained in this
prospectus are qualified by reference to the cautionary statements set out in this section.

In this prospectus, statements of, or references to, our intentions or that of any of the
Directors are made as at the date of this prospectus. Any of these intentions may change in
light of future developments.
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RISK FACTORS

An investment in the Shares involves a high degree of risk. Prospective investors
should carefully consider the following risk factors, together with all other information
contained in the prospectus, before deciding whether to invest in the Shares. If any of the
following events occur or if these risks or any additional risks not currently known to the
Group or which it now deems immaterial risks materialise, the business, financial condition,
results of operation and/or the Group’s ability to meet its financial obligations could be
materially and adversely affected. The market price of the Shares could fall significantly due
to any of these events or risks (or such additional risks) and you may lose your investment.

RISKS RELATED TO OUR BUSINESS AND OPERATIONS AND THE AIRCRAFT
OPERATING LEASE INDUSTRY

The risks related to our business and operations and the aircraft operating lease industry
generally can be categorised into four broad areas, namely (i) risks directly relating to our
business and operations, (ii) risks related to the aviation industry which affect the Group, (iii)
risks related to, and which are associated with, our financing arrangements, and (iv) other
external risks related to our business and operations. The order in which the following risks are
presented does not necessarily reflect the likelihood of their occurrence or the relative
magnitude of their potential material adverse effect on our business, financial condition,
results of operations, our ability to meet our financial obligations and/or the value of the
Shares.

(i) Risks Directly Relating to Our Business and Operations

Our business is particularly exposed to the performance of the aviation industry

Our principal business objective is to purchase and own a portfolio of aircraft which are
placed on operating leases with airline customers. We are particularly susceptible to
downturns, disruptions or weaknesses in the aviation industry since our business depends
almost entirely on the willingness and/or ability of our airline customers to enter into new
aircraft operating leases and to perform their payment and other obligations under their
existing or future operating leases.

If general geopolitical, economic, financial market and/or business conditions worsen,
this may have a material adverse effect on the demand from our airline customers for leased
aircraft, including particular types of aircraft in our fleet, which could in turn have a material
adverse effect on our business, financial condition, results of operations and our ability to meet
our financial obligations as well as the value of the Shares. See “— We are exposed to regional
economic and political conditions that affect our airline customers” below.
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The ability of each airline customer to perform its obligations under a lease will depend
primarily on its financial condition, available liquidity, cash flow generating capacity and
access to capital, which are also affected to a significant extent by general geopolitical,
economic, financial market and business conditions beyond our control. We enter into
contractual commitments to deliver multiple on-lease aircraft to airline customers over periods
of several years. Customer exposure as represented by the percentage of total lease rental
income as set forth in this prospectus may not be representative of our airline customer
counterparty risk based on contractual commitments. See “— Airline customer defaults,
including payment, maintenance, return condition or registration defaults, could adversely
affect our business by reducing our revenues and increasing our costs” below.

General geopolitical, economic, financial market and business conditions that could affect
demand from our airline customers for leased aircraft and/or the ability of each airline
customer to perform its obligations under a lease entered into with us, and which could
therefore in turn affect us, include:

° regional or country-specific political instability, social unrest and civil war. See “ —
We are exposed to regional economic and political conditions that affect our airline
customers” below;

° volatility or increases in interest rates;
o recession or slowing economic growth;
° sudden increases in inflation or deflation;

° financial system distress or any other event or circumstance which may lead to a
reduction in available financial liquidity;

° oil or other commodity market volatility;

° the availability and price of jet fuel. See “— Increases in jet fuel costs may impact
our airline customers, which could in turn negatively impact our business” below;

o margin calls or losses under fuel hedging contracts or other derivative instruments;

° foreign exchange rate fluctuations, particularly for airlines with a high proportion of
revenues in currencies other than U.S. Dollars;

° aircraft accidents, acts of terrorism, wars, epidemics, or other natural or man-made
calamities. See “— Aircraft accidents, acts of terrorism, wars, epidemics or other
natural or man-made calamities may negatively affect our airline customers and the
airline industry and therefore may also adversely affect our business” below;

o adverse changes in industry regulations or taxation;
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° regulatory and operating conditions or constraints at airports and related
infrastructure; and

° any other event or circumstance that could adversely affect general geopolitical
stability, the general economy, financial markets and/or general business conditions
or the demand for air travel or air cargo transportation services.

The airline industry is cyclical. Demand for passenger travel and air cargo transportation
services — and therefore also the demand for passenger and cargo aircraft (as well as the
leasing of these aircraft) — has a strong positive correlation with economic activity. Growth or
decline in economic activity, including as a result of the implementation or removal of trade
barriers or other operating constraints which may impede or stimulate economic activity may
directly affect demand for passenger travel and air cargo transportation services. A severe or
prolonged recession, either regionally or globally, could result in lower demand for passenger
travel and air cargo transportation services, lower lease rates for our aircraft (or certain types
of our aircraft) and a decline in the asset value of our aircraft portfolio. Our business, financial
condition and results of operations are dependent on the performance of our airline customers
and their ability to manage these risks effectively.

To the extent that the airline industry or our airline customers experience negative effects
from these or any other risk factors, we may experience:

o a reduced demand for our aircraft (or certain types of our aircraft);

° impairment charges and lower aircraft sale prices, resulting from, amongst other
factors, lower appraised values for our aircraft;

° a higher incidence of lease defaults resulting in lost revenue from a delay or
interruption in payments and/or termination of leases and higher legal, technical and
other costs associated with the repossession and redeployment of aircraft, as well
as lower future rentals when aircraft are redeployed,;

° a need to restructure lease payments for delinquent airlines or airlines in financial
difficulty which may result in lower lease revenue, increased provisions for rental
amounts in arrears and losses if we fail to collect such rentals and/or maintenance
payments at lease-end. See “— Airline customer defaults, including payment,
maintenance, return condition or registration defaults, could adversely affect our
business by reducing our revenues and increasing our costs” below; and

o an inability to place available aircraft on lease on acceptable terms, which could
result in our incurring financing costs while not collecting revenue in relation to the
relevant aircraft and incurring storage, insurance, maintenance and modification
costs resulting from the grounding, repossession and preparation for re-lease of the
aircraft (and at potentially lower lease rates than the original lease in the case of
re-leases following a default or in the midst of such negative effects).
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The occurrence of one or more of these events could result in a material adverse effect
on our business, financial condition, results of operations and our ability to meet our financial
obligations as well as the value of the Shares.

Our business model is dependent to a large extent on our ability to acquire aircraft at
competitive prices or in a timely fashion.

Our business model depends to a large extent on acquiring at competitive prices those
models of passenger aircraft with more than 100 seats and freighters which we believe will
generate sufficient revenues to finance our operations, service our debt and other financing
obligations, and provide an acceptable return on our invested capital. Our ability to acquire
aircraft also depends to a large extent on our ability to access financing. See “— Risks Related
to Our Financing Arrangements” below.

We are primarily focused on the passenger aircraft market. The supply of new aircraft with
more than 100 seats is presently dominated by two aircraft manufacturers, namely Airbus and
Boeing, a small number of engine manufacturers and a number of suppliers of avionics, aircraft
interiors, spares and other equipment (including seats and galleys) fitted to aircraft. In
addition, we seek to source and enter into aircraft purchase and leaseback transactions with
a variety of diverse potential airline counterparties. Should we experience any material
deterioration in our relationships with Airbus or Boeing, engine manufacturers, other suppliers
and/or those counterparties with whom we seek to enter into aircraft purchase and leaseback
transactions or if we are unable to source and execute appropriate aircraft purchase and
leaseback transactions, we may experience difficulty in purchasing aircraft at competitive
prices and/or in acquiring those models of aircraft which we believe to be most beneficial to
our business strategy. This may in turn materially and adversely affect our business, growth
prospects, financial condition and results of operations and our ability to meet our financial
obligations as well as the value of the Shares.

The ability of aircraft manufacturers and their suppliers to remain financially viable and
produce aircraft and related components that meet airlines’ requirements has an impact on us.
Should a manufacturer or any of their suppliers fail to respond appropriately to changes in the
market environment (due to, amongst other matters, changes in technology or their financial
viability), experience delays and/or technical or other problems associated with the roll out or
entry into service of new technology or fail to fulfil its or their respective contractual obligations
to us, we may experience:

° an adverse impact on demand for leased aircraft, market lease rates and aircraft
values resulting from an oversupply or undersupply of aircraft due to changes in the
production rates of manufacturers;

o failure to deliver or delayed delivery of aircraft we have ordered, resulting in our
inability to fulfil our contractual obligations to our airline customers, which could in
turn result in lost or delayed revenues, lower revenue growth rates and strained
airline customer relationships;

— 23 —



RISK FACTORS

° delays in certifications or deliveries of new aircraft types, to which many new aircraft
programmes have been subject. Significant delays could result in failure to obtain
aircraft to lease and a change in the market perception for the delayed aircraft type;

° delays in import or other authorisations which may be required for our customers to
take delivery of our aircraft, which could cause delays to our receipt of revenues;

° poor manufacturer support for the aircraft and/or components from a particular
manufacturer which could affect the demand, market lease rates and/or residual
values for certain aircraft in our fleet; and/or

° direct losses as a result of their failure to fulfil their contractual obligations to us, for
example in connection with aircraft pre-delivery payments.

Airbus and Boeing have indicated publicly that they intend to increase production rates for
certain aircraft. Historically there have been periods of oversupply which have resulted in
lower lease rates and aircraft values. Should global financial turmoil or uncertainty result in a
recession there can be no assurance that the airlines who originally ordered these aircraft will
be in a position to take delivery of them or that these firm order positions will not be deferred
or cancelled. Should manufacturers experience significant deferrals or cancellations, there
can be no assurance that they will not seek to lower sales prices of new aircraft in order to
maintain production levels. This could in turn result in lower lease rates for new aircraft we
lease and/or lower re-lease or sales prices for used aircraft as a result of a surplus of new
aircraft, thus materially and adversely affecting our business, financial condition and results of
operations as well as the value of the Shares.

Our business model is dependent to a large extent on our ability to lease and re-lease
aircraft.

Our business model depends to a large extent on the leasing and re-leasing of aircraft in
order to generate sufficient revenues and cashflows to finance our operations and service our
debt financing and other financial obligations. We bear the risk of leasing aircraft which we
commit to purchase and the risk of re-leasing aircraft in our portfolio prior to or at the time
when leases expire or when aircraft are returned to us prior to the expiration of a lease. We
commit to purchase certain types of new aircraft through our orders with the aircraft
manufacturers, relying on our ability to place those aircraft on lease at or prior to delivery in
order to generate future revenues. We evaluate the creditworthiness of a prospective airline
customer when agreeing to a lease and, if our assessment is incorrect or subsequent adverse
events affect the airline customer, we are at risk of financial loss in the event that the airline
customer fails to perform all of their obligations under the lease. In addition, because we enter
into operating leases, only a portion of an aircraft’s value is covered by revenues generated
from the lease and we may not be able to realise the aircraft’s residual value after expiration
of the initial lease.
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Our ability to lease and re-lease aircraft depends on the conditions in the aviation industry
and general market and competitive conditions at the time each operating lease is entered into
or, as relevant, expires or otherwise terminates. In addition, our ability to lease and re-lease
our aircraft will be affected by the particular configuration, range or payload capabilities,
maintenance history and condition, damage (whether or not repaired) and technical operating
history reflected in the maintenance records of each aircraft and its engines. Furthermore, we
may not be able to avoid significant off-lease time for any of our aircraft if, amongst other
things, the cost of jet fuel increases or remains volatile, the financial condition of particular
airlines or demand for air travel deteriorates, or an airline customer is bankrupt or in significant
financial distress, large numbers of repossessed aircraft are placed on the market or stored
pending re-lease for sale or are sold, newer or improved models of aircraft are introduced or
other factors that lead to oversupply of aircraft, including increased manufacturer production
rates, or political or economic uncertainties or other adverse events occur.

Any adverse impact on our ability to lease and re-lease aircraft and/or the rental rates we
can realise could materially and adversely affect our business, financial condition and results
of operations and our ability to meet our financial obligations as well as the value of the
Shares.

Our business model is dependent to a large extent on our ability to sell aircraft.

Our business model depends to a large extent on our ability to sell aircraft. Aircraft sales
allow us to maintain a young fleet, reduce portfolio concentration risk, maintain aircraft
purchasing pricing discipline, exit from non-core aircraft types and generate gains on sale. In
addition, the proceeds of aircraft sales represent a significant part of our cash flow from
operations, which we use to invest in new aircraft and to service our debt financing and other
financial obligations. We sell aircraft with leases attached and without leases attached, for
instance when leases expire or when aircraft are returned to us prior to the expiration of a
lease.

As we predominantly sell aircraft with a lease attached, and also from time to time sell
aircraft to airlines, our ability to sell aircraft depends on the overall market condition, the level
of demand for additional aircraft from our airline customers and the supply of competing
aircraft available in the marketplace for lease or sale. In particular, the ability of potential
buyers of our aircraft to access financing has a material impact on our ability to sell aircraft.
Potential buyers’ access to financing depends on a number of factors including their historical
and expected performance, the type and availability of financing sought, their compliance with
the terms of their existing debt agreements, credit standing, general market conditions
(including, for example, market disruptions and the cyclicality of the aviation industry), interest
rate fluctuations and the relative attractiveness of alternative investments. If the conditions in
the aviation industry, general market or competitive conditions deteriorate, our ability to sell
aircraft at all and/or at acceptable prices may be adversely affected.
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In addition, our ability to sell our aircraft will be affected by the particular configuration,
range or payload capabilities, maintenance history and condition, damage (whether or not
repaired) and technical operating history reflected in the maintenance records of each aircraft
and its engines, as well as prevailing jet fuel prices at the time of any sale (which may in turn
influence the appetite of potential airline or other aircraft operators for acquiring new
fuel-efficient technology aircraft as compared with older, less fuel-efficient aircraft). If we fail
to purchase aircraft with appropriate or suitably popular configurations or capabilities, or our
aircraft and their engines are not adequately maintained by their lessees, our ability to sell
aircraft at all and/or at acceptable prices may be adversely affected.

There is no assurance that we will be able to continue to sell our aircraft at all times during
the business cycle or that we will be able to continue to sell aircraft at prices that generate
revenue or that do not result in a loss on sale. See “Business — Our Business Operations”.

Any adverse impact on our ability to sell aircraft at all and/or at acceptable prices could
materially and adversely affect our business, financial condition and results of operations and
our ability to meet our financial obligations as well as the value of the Shares.

The market value and/or market lease rates for aircraft could decline.

The respective values of aircraft and market lease rates have at various times
experienced sharp declines due to a number of factors including, but not limited to, decreases
in demand for passenger travel and air cargo transportation services, sudden increases in jet
fuel costs, changes in or new government and supra-national regulation, changes in interest
rates, acts of terrorism, wars, epidemics and other natural or man-made calamities and/or
sudden deteriorations in the global economy. In addition, the aviation industry has experienced
periods of aircraft oversupply and undersupply. Since only a portion of an aircraft’s value is
covered by the contracted cash flows payable by the airline customer under a lease, aircraft
operating leases place the risk of realising the residual value of an aircraft upon the sale or
partout of the aircraft with the operating lessor. In addition, factors linked to the airline industry
generally, along with many other factors, may affect the value of our aircraft and the market
rates for our leases, including:

o manufacturer, type and model of aircraft or engines, including the number and
geographical profile of operators using that type of aircraft;

° whether the aircraft is subject to a lease, and if so, whether the lease terms are
advantageous for the lessor;

o decreases in the creditworthiness of the relevant airline leasing customer;

° aircraft age;

° the production of newer models of such aircraft or aircraft types competing with such
aircraft;
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° the regulatory authority under which the aircraft is operated and regulatory actions,
including mandatory grounding of the aircraft;

° the particular maintenance, damage, technical operating history and inadequate or
incomplete documentary records for the aircraft and its engines;

° any renegotiation of an existing lease on less favourable terms;

° any tax, customs, regulatory and/or legal requirements that must be satisfied before
the aircraft can be purchased, sold or re-leased; and

o compatibility of aircraft configurations or specifications with other aircraft in the
airline customer’s existing or anticipated prospective fleet.

In addition, aircraft appraisers play a significant role in shaping market perception of
aircraft market values. Each appraiser’s valuation is based on that appraiser’s professional
opinion. Appraisals are subjective to the extent they are based on various assumptions with
regard to the specific aircraft appraised, an assessment of general macroeconomic conditions
and outlooks, as well as an assessment of conditions affecting the airline industry generally,
and the appraisal data may not accurately reflect values available in the market. A decrease
in the valuation of our aircraft by independent appraisers could adversely affect our ability to
sell our aircraft on favourable terms, or at all, or could decrease amounts available to us or to
our prospective aircraft buyers under existing and future debt financing arrangements in
respect of which such aircraft serve as collateral. In addition, we may be required to incur
impairment charges or fair value adjustments to the extent that the appraiser’s valuation of our
aircraft is less than the depreciated book value of the aircraft on our balance sheet.

Any or all of these factors could also materially and adversely affect our business,
financial condition and results of operations and our ability to meet our financial obligations as
well as the value of the Shares.

The loss of key personnel could adversely affect our reputation and relationships with
stakeholders including airline customers, manufacturers, buyers and financiers of
aircraft, which are critical elements to our performance.

Our historical success is substantially attributable to the contributions of our senior
management team and key employees. These individuals have the ability to successfully
execute our business strategy and many of them have extensive experience working in the
aviation industry in many jurisdictions. Our future success depends significantly on the
continued services of these key executives and employees and our ability to retain and recruit
senior personnel. We may not be able to locate suitable or qualified replacements for such
personnel and may incur additional expenses to recruit and train new personnel, which could
severely disrupt our business and growth. Furthermore, we face significant competition in
recruiting and retaining quality professionals. Such competition may require us to offer higher
compensation and other benefits, which could result in additional costs.
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Our inability to retain key executives and employees or hire qualified new executives and
employees could adversely affect our ability to achieve our objectives and business strategy
and could have a material adverse effect on our business, financial condition and results of
operations and our ability to meet our financial obligations as well as the value of the Shares.

Our growth prospects may be limited if we do not successfully implement our business
plan and growth strategies.

We plan our growth by reference to global financial market and business conditions and
possible future developments within the commercial airline and aerospace manufacturing
industries, amongst other things. This strategy is subject to risks and uncertainties at different
stages of implementation. Our growth is based on assumptions of future events which include,
without limitation, our ability to access financing and the cost of financing, the residual value
of our aircraft, lease rates and terms, our ability to purchase and to sell aircraft at favourable
prices, competitive pressures and on business relationships with our airline customers. If the
assumptions which underpin our strategy prove to be incorrect, whether due to global financial
market and/or business conditions or otherwise, we may need to alter our strategy, which may
have a material adverse impact on our business, financial condition and results of operations
and our ability to meet our financial obligations as well as the value of the Shares.

In particular, we cannot assure you that we will continue to be able to execute suitable
aircraft acquisitions, successfully maintain a high aircraft utilisation rate and/or maintain a
young fleet and diverse customer base and/or be able to sell our aircraft. In addition, our
failure to effectively manage business growth may lead to increased costs, reduced
competitiveness and decreased profitability or even to our incurring losses.

Any or all of these factors could adversely affect our business, financial condition and
results of operations and our ability to meet our financial obligations as well as the value of the
Shares.

(ii) Risks Related to the Aviation Industry Which Affect the Group

Competition may have an adverse effect on our business.

We face competition from various competitors and/or owners of aircraft in our business
of purchasing, leasing, re-leasing, and selling aircraft and of providing related services,
including:

° other aircraft leasing companies,

o aircraft manufacturers, including their vendor financing divisions or subsidiaries,

° financial investors, including banks, hedge funds and other funds, private equity
firms and tax lessors, and
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° airlines, both as potential purchasers of aircraft and, where relevant, through their
own captive aircraft leasing operations as lessors,

in all cases from both existing and potential new market participants.

In each potential lease transaction, we may compete with others on the overall economic
attributes of the transaction, the availability, specification and delivery dates of the aircraft
types that meet a customer’s needs, lease rates, terms and conditions of the lease and
security deposits, maintenance reserves, delivery and redelivery conditions and technical
conditions, amongst other factors. Our revenue and our growth are affected by these
competitive factors and our success is dependent on our ability to react to the dynamic
business environment posed by these and other factors.

In addition, some competing aircraft lessors may provide inducements to potential airline
customers that we cannot match. Certain of our competitors, including new entrants to the
market, may have significantly greater financial resources than us and/or a lower overall cost
of capital or other competitive advantages or may be able to provide other inducements to
potential airline customers that could place us at a cost and/or price disadvantage. Our failure
to effectively compete and the strategy of some of our competitors could materially and
adversely affect our business, financial condition and results of operations and our ability to
meet our financial obligations as well as the value of the Shares. See “Business —
Competition”.

Sustained periods of financial strength and stability for certain airline customers may
result in their purchasing their own aircraft or future aircraft deliveries, entering into
fewer aircraft leases with us and/or competing with us, which may have an adverse
effect on our business.

In addition to facing competition from other aircraft operating leasing companies, aircraft
manufacturers, financial investors (including hedge funds and other funds and private equity
firms), tax lessors and airlines, we are also exposed to the risk that, during periods of strong
demand for passenger travel and air cargo transportation services which typically lead to
sustained periods of financial strength and stability for certain airline customers, we may face
a reduction in demand for leasing of our aircraft as certain airline customers seek to purchase
their own aircraft rather than entering into aircraft leasing arrangements. In addition, airline
consolidation, sustained low interest rates, low jet fuel prices, industry liberalisation or
deregulation, removal of visa or travel restrictions and growth in new airline business models
may also lead to periods of stronger financial performance by our airline customers. Airlines
or other aircraft owners may also seek to lease out their own aircraft, thereby leading to
increased competition for our aircraft.

Any or all of these factors could have a material adverse effect on our business, financial
condition and results of operations and our ability to meet our financial obligations as well as
the value of the Shares.
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Any change to our ability to continue to benefit from Singapore’s Aircraft Leasing
Scheme or any change in the number of aircraft we acquire or sell may adversely affect
our tax position.

We benefit from a concessionary tax rate in Singapore. Singapore’s Aircraft Leasing
Scheme (the “ALS”) is an incentive scheme under which income derived from aircraft leasing
operations is taxed at a concessionary tax rate rather than the prevailing corporate tax rate in
Singapore of 17%. The Company has been granted a concessionary tax rate under the ALS
and is also eligible to apply for certain exemptions. The ALS was most recently renewed in July
2012 for five years up to June 2017, and may be further extended subject to approval from the
Ministry of Finance of Singapore. If we are unable to meet the terms and conditions stipulated
under the ALS incentive or if the ALS incentive is not renewed or extended upon its expiry in
June 2017, we may become subject to tax on our income in Singapore at the then prevailing
corporate tax rate which is presently 17%. See note 3(e) to the Accountants’ Report in
Appendix | to this prospectus for further details.

In addition, it is typical in the aircraft operating lease industry for companies that
frequently acquire aircraft to incur significant tax depreciation or capital allowances, which
offsets taxable income. During the Track Record Period we have not paid any material cash tax
due to capital allowances/tax depreciation being sufficient to offset taxable income. The
deferred tax liability on the Company’s balance sheet is attributable to the excess of the
depreciation claimed for tax purposes over the depreciation deducted from accounting profits.
The deferral of tax liability may reverse into a tax payable position if we sell a substantial part
of our assets and are unable or elect not to acquire additional aircraft at a sufficient pace. This
would result in the cash payment of tax.

The occurrence of any or all of these events or circumstances could materially and
adversely affect our business, financial condition and results of operations and our ability to
meet our financial obligations as well as the value of the Shares.

We are exposed to regional economic and political conditions that affect our airline
customers.

We are exposed to regional economic and political conditions that can influence the
financial performance of airline customers located in a particular country or region. The effect
of these conditions on our airline customers and, in turn, on payments from them to us will be
more or less pronounced depending on the concentration of airline customers in any country
or region experiencing particularly adverse conditions. As explained in “— Our business is
particularly exposed to the performance of the aviation industry” above, the aviation industry
is highly sensitive to general economic and political conditions.

Lease rental income from airline customers based in the Asia Pacific (excluding Chinese
Mainland, Hong Kong, Macau and Taiwan) region accounted for 33.2% of our total lease rental
income for the year ended 31 December 2015. Incumbent carriers in this region have faced
increased competition from low cost carriers in domestic and regional markets, and from
Middle East-based carriers on long haul international routes. If lower levels of economic
growth in the region and/or globally were to persist, then slower passenger and air cargo
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growth rates within the Asia Pacific region and between the Asia Pacific region and other
regions could adversely impact aircraft demand, or lead to an oversupply of aircraft in the
region that could adversely impact lease rates and our ability to lease and re-lease or sell the
affected aircraft.

Lease rental income from airline customers based in Chinese Mainland, Hong Kong,
Macau and Taiwan accounted for 16.7% of our total lease rental income for the year ended 31
December 2015. Increased competition from low cost carriers in Chinese Mainland, Hong
Kong, Macau and Taiwan and a soft air cargo market are impacting the financial performance
of the airline industry in the region. Moreover, if lower levels of economic growth in China or
in the region were to persist, demand for leased aircraft in the region could be adversely
impacted, with a consequent adverse impact on lease rates and our ability to lease, re-lease
or sell our aircraft.

Lease rental income from airline customers based in the Americas accounted for 19.5%
of our total lease rental income for the year ended 31 December 2015. While consolidation
amongst the major airlines has helped drive capacity and pricing discipline in the U.S., one or
more of these airlines or new entrants could add capacity and adversely impact load factors
and yields, in turn adversely impacting financial results. Interest rate rises in the U.S. could
also have an adverse impact on economic conditions in the U.S. and elsewhere in the region.
In addition, volatility in commodities pricing and in currency exchange rates, as well as lower
growth and/or political instability in the largest economies in South America, may have an
adverse impact on demand for air travel in South America, including Brazil where two of our
airline customers operate. Also, if the recent lower levels of global economic growth persist or
any pandemic, including the Zika virus, affects air traffic volumes, then economies in the
Americas could be adversely impacted. These factors could adversely affect the financial
condition of airlines in the Americas, including our airline customers, which would adversely
impact aircraft demand and lease rates and our ability to lease and re-lease our aircraft.

Lease rental income from airline customers based in Europe accounted for 23.9% of our
total lease rental income for the year ended 31 December 2015. Commercial airlines in Europe
face, and can be expected to continue to face, increased competition, which could adversely
impact aircraft demand and could adversely impact lease rates. In addition, recent events in
Sharm el Sheikh (Egypt), Brussels (Belgium), Paris (France) (amongst others) and across the
Middle East, as well as the annexation of the territory of Crimea by Russia and the imposition
of sanctions by the U.S. and the EU against Russia, volatility in commodities prices, weak local
currencies, and the continuation or escalation of conflict in Ukraine may have a material
adverse effect on the creditworthiness of airlines in the region, particularly those based in
Russia, including our airline customers, which may impact their ability to meet their financial
and other obligations under their leases.

Lease rental income from airline customers based in the Middle East and Africa
accounted for 6.7% of our total lease rental income for the year ended 31 December 2015. Due
to the Middle East’s substantial aircraft order backlog, continued high rates of growth in travel
demand in the Middle East and Africa are required to prevent overcapacity. In addition, the
scheduled capacity growth committed by airlines in this region could have an adverse impact
on the financial health of some Middle Eastern airlines, including our airline customers, and

— 31 —



RISK FACTORS

airlines in other regions. Sharply lower commodity prices, as well as continued unrest and
instability in parts of North Africa and the Middle East, including in particular in Syria, wars and
terrorist attacks, and regional pandemics such as MERS and Ebola could adversely affect
some of the major Middle East and African economies or the demand for air travel in the
affected countries and have a material adverse effect on the financial performance of airlines,
including our airline customers, in the regions and could adversely impact aircraft demand and
lease rates. See “Business — Our Airline Customers”.

The occurrence of any or all of these events or circumstances could materially and
adversely affect our business, financial condition and results of operations and our ability to
meet our financial obligations as well as the value of the Shares.

The aviation industry has experienced periods of aircraft oversupply during which lease
rates and aircraft values have declined, and any future oversupply could have a material
adverse effect on our business.

Historically, the aviation industry has experienced periods of aircraft oversupply. The
oversupply of a specific type of aircraft is likely to depress the lease rates for, and the market
and appraised value of, that type of aircraft. The supply and demand for aircraft is affected by
various cyclical and non-cyclical factors that are outside of our control, including for example
demand for passenger travel and air cargo transportation services, operating costs (including
jet fuel costs), the availability of credit, geopolitical events, manufacturer production levels and
technological innovation and the reintroduction into service of parked aircraft.

During recent years, the aviation industry has ordered a significant number of aircraft
from the manufacturers. Airbus and Boeing have publicly indicated that they intend to increase
production rates for single-aisle aircraft. The increase in these production levels could result
in an oversupply of aircraft if growth in demand for passenger travel and air cargo
transportation services does not meet industry expectations. An oversupply of new aircraft
could also adversely affect the lease rates for, and market values of, used aircraft.

In addition, many airlines have eliminated certain types of aircraft from their fleets. The
elimination of certain aircraft types results in increased availability of those aircraft types or
competing aircraft types in the market, a decrease in lease rates for those aircraft types and
a decrease in relevant market values. We cannot assure you that airlines will continue to
acquire or operate the same types of aircraft, or that our aircraft will continue to be in demand
by our existing and potential airline customers.

Any or all of these factors may produce sharp and prolonged decreases in aircraft lease
rates and values, or may have a negative effect on our ability to lease, re-lease or sell the
aircraft in our fleet and/or in our order book. Any or all of these factors could materially and
adversely affect our business, financial condition and results of operations and our ability to
meet our financial obligations as well as the value of the Shares.
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Aircraft accidents, acts of terrorism, wars, epidemics or other natural or man-made
calamities may negatively affect our airline customers and the airline industry and
therefore may also adversely affect our business.

Aircraft accidents, acts of terrorism and war such as the recent events relating to a flight
from Sharm el Sheikh (Egypt), a flight over Ukraine in 2015, the recent attacks in Brussels
(Belgium), Jakarta (Indonesia) and Paris (France) and the ongoing conflicts across the Middle
East, or threats of terrorism and war, or military action or other responses to acts of terrorism,
and civil or political strife may lead to a fear of travel to particular countries or regions,
resulting in a reduction in demand for air travel. In addition, concerns regarding acts of
terrorism and war could continue to adversely affect our airline customers as a result of various
factors, including higher costs due to increased security measures, operational disruption due
to flight or security-related delays, significantly higher costs or the lack of availability of
insurance coverage for future claims caused by acts of war or terrorism or specific charges and
costs incurred by airlines due to the grounding of aircraft as a result of terrorist attacks.

Cyber-attacks on IT systems that affect the operations of our airline customers or the
airline industry more generally, including IT systems used or operated by global distribution
services providers, online reservation agents, credit card processers, airports and immigration
authorities, amongst others, could have a materially adverse effect on the operations of our
airline customers and in turn our business, financial condition and results of operations and
our ability to meet our financial obligations as well as the value of the Shares.

The outbreak of any contagious disease such as SARS, MERS, Ebola or Zika that
escalates into a regional or global pandemic, or the fear of such events, may also have an
adverse impact on airlines that operate to or from affected areas or regions. Travel bans could
be imposed or air travel may be severely reduced even though international and national
response plans to address such events have been developed or are in development. Other
natural calamities such as earthquakes, floods or tsunamis may devastate popular business or
tourist travel destinations and significantly reduce travel to affected areas for a period of time.

The occurrence of any one or more of such events could materially and adversely affect
the airline industry, the economies where our airline customers operate and the operations,
revenue and profitability of airlines, which may in turn affect the financial condition and cash
flows of our airline customers and their ability to perform their obligations under their leases
entered into with us. Any or all of these factors could materially and adversely affect our
business, financial condition and results of operations and our ability to meet our financial
obligations as well as the value of the Shares.

Increases in jet fuel costs may impact our airline customers, which could in turn
negatively impact our business.

Jet fuel costs represent a major operating expense to airlines. Jet fuel prices can
fluctuate widely depending primarily on international market conditions, geopolitical and
environmental events and regulation, natural disasters, conflicts, wars, regulatory changes
and foreign exchange rates. As a result, jet fuel prices are not within the control of our airline
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customers and significant changes in jet fuel prices, which in turn impact gains or losses in any
fuel hedging position held by our airline customers, could materially and adversely affect their
operating results. Other factors and events can also significantly affect jet fuel availability and
prices, including the availability of sufficient global refining capacity, natural disasters,
decisions made by leading oil producers regarding their production output, changes in oil
exploration and production techniques and changes in global demand for oil from emerging
economies.

Historically, high or volatile jet fuel costs have had a material adverse impact on airline
profitability, including the profitability of our airline customers. Due to the competitive nature
of the airline industry, airlines may not be able to fully pass on increases in jet fuel prices to
their customers by increasing fares or surcharges. In addition, airlines may not be able to
adequately manage this risk due to inadequate hedging their exposure to jet fuel price
fluctuations, or no hedging at all. For these reasons, if jet fuel prices increase in the future due
to adverse supply and demand conditions, future terrorist attacks, acts of war, armed hostilities
or natural disasters or for any other reason, our airline customers may incur higher costs and
generate lower revenues, which would adversely impact their financial positions.
Consequently, these conditions may:

o affect our airline customers’ ability to make rental and other payments under their
leases;

° result in lease restructurings and aircraft repossessions;

° result in us having to service and market aircraft, which in turn would involve us
incurring additional costs;

o impair our ability to re-lease or otherwise dispose of aircraft on a timely basis and/or
at acceptable rates; and/or

° reduce the value received for aircraft upon disposal.

Jet fuel prices over recent months have remained relatively low. A sustained period of
lower fuel costs may:

° cause our airline customers to seek to continue to operate older, less fuel-efficient
aircraft (which do not form a significant part of our aircraft fleet) either for extended
periods of time or as an alternative to new fuel-efficient technology aircraft;

o reduce the premium that our airline customers are willing to pay for new fuel-efficient
technology aircraft; and/or

° adversely affect our ability to lease or dispose of our fleet of newer more
fuel-efficient technology aircraft.
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Any or all of these conditions could reduce airlines’ desire to lease our aircraft, a
significant portion of which comprise young, fuel-efficient aircraft, and could impact our ability
to lease on attractive terms the significant number of new technology aircraft which we
currently have on order.

These factors could materially and adversely affect our business, financial condition and
results of operations and our ability to meet our financial obligations as well as the value of the
Shares.

Airline customer defaults, including payment, maintenance, return condition or
registration defaults, could adversely affect our business by reducing our revenues and
increasing our costs.

Delayed, reduced or missed payments from an airline customer decreases our revenues
and cash flow and adversely impacts our ability to sell the affected aircraft with a lease. An
airline customer may also fail to perform its aircraft maintenance obligations under the lease
under the terms of which it is primarily responsible for maintaining the aircraft and its records
in accordance with the manufacturers’ and governmental regulatory standards, or it may
otherwise fail to operate the aircraft in accordance with all applicable laws and regulations.

The standard of maintenance adopted by the airline customer during the lease term and
the condition of the aircraft at lease maturity or upon early return of the aircraft to us may affect
the future rental or sales value of the aircraft. If an airline customer fails to return an aircraft
on the redelivery date or in the condition specified in a lease, we may not be able to re-lease
or sell the aircraft in a timely manner or obtain the benefits we expect to obtain from the
re-lease or sale transaction(s). Any or all of the foregoing may result in us incurring additional
costs, which could be substantial, to restore the aircraft to an acceptable condition prior to sale
or re-lease.

All of our aircraft are required to be registered at all times with, and to maintain
airworthiness certification from, appropriate governmental authorities and to be operated in
accordance with all applicable laws and regulations. Failure by an airline customer to maintain
the registration and/or airworthiness of a leased aircraft typically would be a default under the
applicable lease, entitling us to exercise our rights and remedies thereunder. If an aircraft were
to be operated without a valid registration or airworthiness certification, the airline customer
or, in some cases, the owner or lessor might be subject to penalties, which could result in a
security interest being placed on such aircraft. Lack of registration or certification could have
other adverse effects, including inability to operate the aircraft and loss of insurance. In
addition, notwithstanding the obligations on our airline customers under our lease terms to
operate aircraft in accordance with all applicable laws and regulations, we may suffer losses
and incur costs and damages as a result of, or arising from, claims asserted in relation to the
alleged operation of our aircraft by our airline customers in breach of applicable laws and
regulations.
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The occurrence of any or all of these events or circumstances could materially and
adversely affect our business, financial condition and results of operations and our ability to
meet our financial obligations as well as the value of the Shares.

Airline bankruptcy, liquidations or reorganisations could impair our airline customers’
ability to comply with their lease payment obligations to us.

Following the global financial crisis of 2008 and 2009, several airlines around the world
filed for protection under bankruptcy and insolvency laws and certain airlines went into
liquidation. Any future bankruptcies, liquidations or reorganisations may result in aircraft on
operating lease becoming available for lease or purchase in a short period of time at reduced
lease rates or acquisition prices and reduce the number of potential airline customers and
operators of particular models of aircraft, either of which could result in inflated supply levels
and consequently decreased aircraft values for any such models and lease rates in general.

Historically, some airlines involved in reorganisations have undertaken substantial fare
discounting to maintain cash flows and encourage continued customer loyalty. Bankruptcies,
liquidations and reorganisations may lead to the grounding or abandonment of significant
numbers of aircraft, rejection or other termination of leases and negotiated reductions in
aircraft lease rates, with the effect of depressing aircraft market values. In addition, requests
for labour concessions may result in significant labour disputes involving strikes or slowdowns
or may otherwise adversely affect labour relations, thereby worsening the financial condition
of the airline industry and the ability of our airline customers to meet their lease obligations.

Any or all of these factors could materially and adversely affect our business, financial
condition and results of operations and our ability to meet our financial obligations as well as
the value of the Shares.

We may incur costs and suffer negative consequences resulting from repossession of,
or attempts to repossess, aircraft.

If we are required to repossess an aircraft following a default by an airline customer, we
may be required to incur significant costs. Those costs may include legal and other expenses
of court or other judicial and/or governmental proceedings, including the cost of posting
security bonds or letters of credit necessary to effect repossession of the aircraft. These costs
may be particularly high if the airline customer contests the proceedings or is in bankruptcy or
some other analogous position or proceedings. In addition, during these proceedings the
relevant aircraft may not be generating revenue for us and its physical condition and value may
decline as a consequence of its continued lack of utilisation or inadequate maintenance by a
defaulting airline customer. We may also incur other costs in connection with the physical
repossession of the aircraft, including:

° paying amounts claimed by third parties such as airport operators, including
amounts which may have been incurred by the airline customer;
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° amounts necessary to perform maintenance on an aircraft, or to prepare it for
re-lease or sale;

o the costs of casualty, liability or war risk insurance and the liability costs or losses
when insurance coverage has not been or cannot be obtained as required or is
insufficient in amount or scope;

° the costs of licensing, exporting or importing an aircraft, costs of storing and
operating an aircraft, airport taxes, custom duties, air navigation charges, landing
fees and similar governmental or quasi-governmental impositions; and

o penalties and costs associated with the failure of airline customers to keep the
aircraft registered under all appropriate local requirements or obtain required
governmental licences, consents and approvals.

In addition, in the normal course of business, security interests that secure the payment
of airport fees and taxes, custom duties, air navigation charges, landing charges, crew wages,
repairers’ charges, salvage or other obligations are likely, depending on the laws of the
jurisdiction where the aircraft operates, to attach to the aircraft or its engines if these charges,
wages, fees, duties and/or taxes are unpaid by the airline customer. The security interests may
secure substantial sums that may, in certain jurisdictions or for limited types of security
interests (or “liens”), particularly so-called “fleet liens”, exceed the amounts incurred with
respect to an individual aircraft, or in particularly acute circumstances exceed the value of the
particular aircraft to which the liens have attached. In some jurisdictions, aircraft security
interests or separate security interests on engines and/or parts may give the holder thereof the
right to detain or, in limited cases, sell or cause the forfeiture of the aircraft, engine or parts.
We may, in some cases, be obliged or find it necessary to pay the claims secured by such
security interests in order to repossess the aircraft. Until they are discharged, such security
interests could impair our ability to repossess, re-lease or sell the aircraft and the cost of
discharging these security interests could be substantial. The failure to pay some of these
costs may result in security interests on the aircraft or a loss of insurance.

Any of the above events could result in the grounding of the aircraft and could prevent the
re-lease, sale or other use of the aircraft until the problem is resolved, which could materially
and adversely affect our business, financial condition and results of operations and our ability
to meet our financial obligations as well as the value of the Shares.

Additionally, certain of our airline customers are owned, in whole or in part, by
government-related entities, which could complicate efforts to repossess aircraft leased by
them. Accordingly, we may be delayed in, or prevented from, enforcing certain of our rights
under a lease and in repossessing, re-leasing or selling affected aircraft. If we repossess an
aircraft, we may not necessarily be able to export or deregister and profitably redeploy the
aircraft. For instance, where an airline customer flies only domestic routes in the jurisdiction
in which the aircraft is registered, repossession may be more difficult, especially if the
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jurisdiction permits the airline customer to resist deregistration. We may also incur significant
costs in retrieving maintenance records and may be obliged to perform maintenance work
required to recreate maintenance records necessary to transition the aircraft to another airline
customer or purchaser.

Any or all of these factors could materially and adversely affect our business, financial
condition and results of operations and our ability to meet our financial obligations as well as
the value of the Shares.

The operation of aircraft is subject to various laws and regulations, which may in turn
adversely affect our business.

The operation of aircraft and the airline industry are subject to international regulatory
controls as well as additional laws and regulations that the various national or federal civil
aviation authorities may impose within the local jurisdiction, which include the introduction of
“Airworthiness Directives” on aircraft operated by airlines within the jurisdiction of such
authorities. Regulatory authorities are entitled to suspend or revoke the airworthiness
certification for any of our aircraft or the licence granted to our airline customers to operate any
aircraft for failure to comply with these regulations, resulting in the grounding of aircraft. If the
business activities of our airline customers are disrupted by a failure to meet regulatory
requirements, the ability of such airline customers to meet their lease obligations towards us
may be materially and adversely affected.

Many jurisdictions also require regulatory approvals for the import, re-export,
deregistration or registration of aircraft from various jurisdictions. In certain jurisdictions, there
are regulations as to the maximum age of aircraft which may be imported and registered.
Subsequent changes in applicable laws may modify such requirements or approvals previously
granted may be withdrawn. These regulations and any modifications may adversely affect our
ability to lease, repossess, re-lease or sell these aircraft and may impair the values of these
aircraft and thus have a material adverse effect on our business, financial condition and results
of operations and our ability to meet our financial obligations as well as the value of the
Shares. See “Business — Regulation, Licences and Permits”.

The operation of aircraft is subject to environmental laws and regulations, which may in
turn adversely affect our business.

Concerns regarding global warming and the environment generally have resulted in many
countries and supra-national organisations enacting legislation to impose stricter limits on
emissions of carbon dioxide, carbon monoxide and nitrogen oxide from aircraft and their
engines. For example, as at 1 January 2012, aviation has been included in the EU’s Emissions
Trading System (“ETS”). The requirements apply to all flights taking off or landing in the EU,
regardless of the origin or destination of flights. In November 2012, the EU proposed to
temporarily exempt from enforcement flights into and out of Europe operated in 2010, 2011 and
2012 from ETS in order to allow time for a global solution to be reached at the International
Civil Aviation Organisation (“ICAO”) General Assembly in late 2013.
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Following agreement by the ICAO General Assembly in October 2013 to develop a global
market-based mechanism addressing international aviation emissions by 2016 for
implementation by 2020, the relevant legislation was subsequently amended by the EU to limit
the aviation coverage of the ETS to emissions from flights within the European Economic Area
for the period from 2013 to 2016. This applies to all airlines, including non-EU airlines. Absent
any further agreement, EU ETS legislation could be enforced in full again from 2016 on all
flights to and from European airports. The inclusion of aviation within the ETS or any other
supra-national global market-based mechanisms or other regulations concerning aircraft or
aviation emissions and the costs related to airlines’ compliance with environmental regulation
in other jurisdictions could result in higher ticket prices, resultant lower demand, and lower
airline profitability, which may have an adverse impact on the financial condition of airlines and
their ability to make lease payments, and/or reduce the sales proceeds received by us upon
disposition of any aircraft, depending on the aircraft’s compliance status as regards emissions
standards then in effect, in particular aircraft types which might subject operators to a higher
cost of complying with environmental regulations. While the airline is primarily responsible for
these charges, in the event of the insolvency of the airline, a security interest affecting a
leased aircraft could require the lessor to settle unpaid charges in order to recover possession
of the leased aircraft.

More recently, in February 2016 the ICAO Committee on Aviation Environmental
Protection (“CAEP”) unanimously proposed an aircraft CO2 emissions standard, paving the
way for its ultimate adoption by the UN agency’s Governing Council. Under the CAEP
recommendations, the new standard would apply to (i) the designs of new aircraft starting from
2020, (ii) new deliveries of current in-production aircraft types starting from 2023, and (iii) all
aircraft produced from 2028. The standards will not apply retrospectively to aircraft currently
in operation. The proposed standard is particularly stringent regarding aircraft weighing over
60 tonnes but its scope encompasses the full range of sizes and types of aircraft in use in the
international airline industry. Over time, it is possible that governments will adopt additional
regulatory requirements, taxes, duties, levies and/or market-based policies that are intended
to reduce energy usage, emissions, and noise levels from aircraft. Such initiatives may be
based on concerns regarding climate change, energy security, public health, local impacts, or
other factors, and may also impact the global market for certain aircraft. Compliance with
current or future regulations, taxes, duties or levies could cause our airline customers to incur
higher costs and lead to higher ticket prices, which could mean lower demand for travel, lower
aircraft residual values and adverse impacts on the financial condition of our airline customers
and/or could render certain aircraft types less popular which could in turn adversely impact our
ability to lease our owned aircraft at all or at favourable rates.

Any or all of these factors could materially and adversely affect our business, financial
condition and results of operations and our ability to meet our financial obligations as well as
the value of the Shares.
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We may be subject to liability relating to the operation of our aircraft, and our aircraft
may not at all times be adequately insured either as a result of our airline customers
failing to maintain sufficient insurance during the course of a lease or insurers not being
willing to cover certain risks.

Although under the terms of our leases we do not control the operation of our leased
aircraft, our ownership of the aircraft could give rise, in some jurisdictions, to strict liability for
damage caused by their operation. We are also exposed to the risk of loss of the value of the
aircraft and the risk of liability for damages associated with the operation of the aircraft,
including in connection with an aircraft accident. Airline customers are required under the
terms of our leases to indemnify us for, and insure against, amongst other contingencies,
liabilities arising out of the use and operation of the aircraft, including third-party claims for
death or injury to persons and damage to property for which we may be deemed liable. Our
airline customers are also required to maintain public liability, property damage and hull all
risks and hull war risks insurance on the aircraft at agreed-upon levels under the terms of our
leases.

There can be no assurance that the airline customer’s insurance, or the contingent
insurance obtained by us, will be adequate or sufficient to, and/or will in fact (given its or their
respective coverage levels) cover all types of claims that may be asserted against us or be
adequate to cover the value of the relevant aircraft against loss or damage. Any insurance
coverage shortfall or default by airline customers to fulfil their indemnification or insurance
obligations, as well as the lack of available insurance (whether generally in respect of
particular types of loss or damage or for specific circumstances or events) and any shortfall
under our own insurance, could reduce the proceeds upon an event of loss and could subject
us to uninsured liabilities, any or all of which could have a material adverse effect on our
business, financial condition and results of operations and our ability to meet our financial
obligations as well as the value of the Shares. See “Business — Insurance”.

Aircraft have finite economic useful lives, depreciate over time and become more
expensive to operate as they age, all of which could adversely affect our business.

Aircraft are long-life assets requiring long lead times to develop and manufacture, with
particular types and models becoming obsolete and suffering reduced demand over time when
newer, more advanced aircraft enter into service with airline customers. As aircraft age, their
value depreciates and, typically, they generate lower revenues and cash flows and their value
may be more susceptible to risk of impairment. Our existing fleet, as well as the aircraft that
we have ordered, have exposure to obsolescence, particularly if unanticipated events occur
that shorten the life cycle of such aircraft types. These events include but are not limited to
government regulation or changes in our airline customers’ preferences, new technology,
aircraft redesign and/or upgrading by their manufacturers and aircraft technical, safety or
environmental problems. These events may shorten the life cycle for aircraft types in our fleet
and, accordingly, may negatively impact lease rates, trigger impairment charges or increase
depreciation expense.
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If we are unable to replace older aircraft with newer aircraft, our ability to maintain or
increase our revenues and cash flow will decline. In addition, if we sell an aircraft for a price
that is less than the depreciated book value of the aircraft on our balance sheet, we may
recognise a loss on the sale, which could materially and adversely affect our results of
operations for the period in which we recognise such loss.

Any or all of these factors could materially and adversely affect our business, financial
condition and results of operations and our ability to meet our financial obligations as well as
the value of the Shares.

The advent of superior aircraft technology and/or the introduction of new models of
aircraft could cause our fleet of aircraft to become outdated and therefore less desirable
for airline customers and potential buyers, which may adversely affect our business.

Over time, when new and more advanced aircraft models are introduced, existing aircraft
of a particular type may experience declining demand by airlines and investors or a reduction
in economic viability due to government regulation, introduction of more fuel-efficient
technology and/or lighter and stronger construction materials, increased range and payload
capabilities, technological obsolescence, changing airline preferences or a combination of
these or other factors. For example, the demand for a particular aircraft type may be affected
by the expected introduction of a new aircraft type using new technology to lower direct
operating costs such as the availability of new engine variants for the Airbus A320 family of
aircraft (known as the A320NEO or “New Engine Option”), the new engine variant of the Boeing
737 family (known as the 737 MAX 8), the new engine variant of the A330-300 (known as the
A330 NEO) and by a completely new aircraft family, such as the 787 or A350. These particular
new-technology models are expected to deliver improvements in fuel efficiency, airframe
maintenance costs, emissions and external noise, amongst other benefits, and the
introduction of these models may have an adverse impact on demand for, and the value of, the
aircraft models they replace. Demand for certain aircraft types may also be adversely affected
by the introduction of more stringent regulations such as noise or emissions standards. In
addition, demand for existing aircraft types may be impacted by the development of new
aircraft programmes by new market entrants. Such factors may have a negative impact on the
demand and lease rates for certain aircraft types and the value of such aircraft may be
permanently impaired.

Any or all of these factors could materially and adversely affect our business, financial
condition and results of operations and our ability to meet our financial obligations as well as
the value of the Shares.

We focus on acquiring a high concentration of particular models of aircraft and so our
business and financial condition may be adversely affected by circumstances affecting
the demand for or the viability of such models.

Since we acquire a high concentration of particular models of aircraft, in particular the

A320 and Boeing 737 families, our business and financial results could be adversely affected
if market demand for those models declines or if those models experience design or technical
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problems. A significant technical problem with a specific type of aircraft could result in the
grounding of the aircraft. If we acquire a high concentration of a particular aircraft model and
such model encounters technical or other problems, or is no longer suited to the operational
needs of our airline customers, the value and lease rates of such aircraft will likely decline and
we may be unable to lease or sell such aircraft on favourable terms, if at all. In addition, as
aircraft manufacturers continue to introduce technological innovations and new models of
aircraft with improved fuel efficiency, range and payload capabilities, some of the aircraft in our
fleet could become less desirable to potential airline customers and/or to potential purchasers
of those aircraft. Such technological innovations may also accelerate the rate of obsolescence
of certain models comprising our aircraft fleet. See “— The advent of superior aircraft
technology and/or the introduction of new models of aircraft could cause our fleet of aircraft to
become outdated and therefore less desirable for airline customers and potential buyers,
which may adversely affect our business” above for further details.

Any decrease in the value and lease rates of our aircraft could have a material adverse
effect on our growth prospects and on our business, financial condition and results of
operations and our ability to meet our financial obligations as well as the value of the Shares.
See “Business — Our Aircraft Fleet’.

(iii) Risks Related to Our Financing Arrangements

Our ability to obtain financing on acceptable terms is critical to our ability to operate.

Our ability to finance the acquisition of aircraft and to refinance our existing debt and
maintain optimum levels of working capital depends to a significant degree on our ability to
access financing. Our access to debt and equity financing, whether generally and/or on cost
and other terms which are acceptable to us, depends on a number of factors including our
historical and expected performance, compliance with the terms of our debt agreements
(including our debt covenant ratios), maintaining our credit ratings and credit standing with
credit rating agencies, our lenders and other credit providers, general market conditions
(including, for example, market disruptions, the availability of particular sources of financing
and the cyclicality of the aviation industry), the value of our aircraft portfolio, interest rate
fluctuations and the relative attractiveness of alternative investments.

Volatility or disruption in the financing markets could adversely affect banks and financial
institutions, causing lenders to increase the costs of such financing, to be reluctant or unable
to provide us with financing on terms acceptable to us and/or to reduce the amount of financing
available to us. The global financial crisis of 2008 and 2009 and the more recent financial
problems arising out of the European sovereign debt crisis and slow economic growth in major
economies have had an adverse impact on availability and cost of funding and hence may also
hinder our ability to obtain additional financing or increase the cost of financing we raise.
Further financial crises, instability and/or other events and factors resulting in volatility in the
capital markets may result in a similar adverse impact, as could further consolidation in the
banking industry, new global and national capital adequacy or other rules for financial
institutions and/or changes to export credit schemes.
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In the event our ability to access the financing markets is adversely affected and/or if the
various conditions to our existing aircraft acquisition commitments are not satisfied, we may
experience:

o difficulty in satisfying or being unable to satisfy our aircraft acquisition commitments.
This could in turn result in:

o) lost revenue;

0 forfeiting deposits and pre-delivery payments and our being required to pay and
expense certain significant costs relating to terminating or renegotiating these
commitments, such as actual damages, and legal, accounting and financial
advisory expenses, and not realising any of the benefits of completing the
affected transactions;

o defaulting on lease commitments, which could result in monetary damages and
damage to our reputation and relationships with manufacturers and airline
customers; and

o failing to capitalise on growth opportunities that would not be pursued due to
our management’s focus on these commitments;

° a loss of our investment grade credit ratings, which could adversely affect the
Group’s access to liquidity and its competitive position; and/or

° an inability to meet our debt obligations leading to repayment defaults or
non-compliance with debt covenants.

We compete with other lessors and airlines, amongst other market participants, when
acquiring aircraft. Our ability to maintain and grow our portfolio on a basis which is consistent
with our business strategy, and our ability to maintain or grow our profitability, is dependent on
our ability to access financing on acceptable cost and other relevant terms and, in particular,
on cost terms which are consistent with our business strategy and financial condition. If we are
unable to access financing on such terms, we may not be able to acquire aircraft at optimum
times, or at all.

Any or all of these factors could have a material adverse effect on our business, financial
condition and results of operations and the value of the Shares.

Our substantial indebtedness requires significant debt service payments.

As at 31 December 2015, our total drawn indebtedness was US$9.0 billion and we also
had US$2.5 billion available for drawing under our committed, unsecured revolving credit
facilities, which totalled US$2.7 billion. Due to the capital-intensive nature of our business, the
need to refinance maturing debt and our strategy of expanding our aircraft portfolio, we expect
that we will incur significant additional indebtedness in the future and continue to maintain high
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levels of indebtedness. The terms of our financing agreements also allow us to incur
substantial amounts of additional debt, subject to certain limitations. We regularly consider
market conditions and our ability to incur indebtedness to either refinance existing
indebtedness and/or for working capital purposes.

Our significant level of indebtedness:

° may cause a substantial portion of our cash flows from operations to be dedicated
to interest and principal payments and therefore is not available to fund our
operations, working capital, capital expenditures, expansion, acquisitions, dividend
payments or general corporate or other purposes;

° may impair our ability to obtain additional financing in the future;

o may limit our flexibility in planning for, or reacting to, changes in our business and
aircraft operating lease industry; and

° may make us more vulnerable to downturns in our business, the aviation industry,
the financial markets or the economy in general.

If market conditions worsen and precipitate declines in demand for aircraft or commercial
airline related markets, our operations may not generate sufficient cash to service our debt. In
addition, we may need to incur additional debt over and above our current debt levels.

Any or all of these factors could materially and adversely affect our business, financial
condition and results of operations and our ability to meet our financial obligations as well as
the value of the Shares.

We had net current liabilities during the Track Record Period, which may expose us to
liquidity risk.

We had net current liabilities of US$321.3 million, US$658.7 million and US$461.5 million
as at 31 December 2013, 2014 and 2015, respectively. As a capital intensive business, our net
current liabilities position primarily reflects the current portion of our indebtedness, which we
raise to finance our capital expenditure and requires regular payments to service. At the same
time, our cash inflow mainly relies on collecting recurring lease rental income from airline
customers. We cannot assure you that cash inflow from our lease rental income will be
consistently sufficient to meet our ongoing cash needs. See “— Airline customer defaults,
including payment, maintenance, return condition or registration defaults, could adversely
affect our business by reducing our revenues and increasing our costs” for further details. If
we are unable to match the maturities of our debt financing with cash inflow from our aircraft
operating leases, we may face shortfalls in liquidity, which would require us to seek adequate
financing from other sources, such as raising additional debt. To manage potential cash flow
mismatch, we have maintained financing channels with various lenders, including a US$2.0
billion committed unsecured revolving credit facility with BOC, which remained undrawn as at
the Latest Practicable Date. However, we cannot assure you that our lenders will not
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prematurely terminate our financing channels, or that we will be able to renew our existing
credit facilities on commercially acceptable terms or at all. See “— Our ability to obtain
financing on acceptable terms is critical to our ability to operate” for further details. If we are
unable to manage our liquidity position in the future and are unable to obtain sufficient capital
sources to offset any liquidity gap, our business, financial condition and results of operations
may be materially and adversely affected.

The availability of funding and its cost and other terms are dependent in part upon
the financial ratings assigned to us by lenders and rating agencies, and a downgrade of
these ratings could adversely impact our business.

Our ability to obtain debt financing, and our cost of debt financing, are dependent, in part,
on the financial ratings assigned to us by lenders and rating agencies. Maintaining these
ratings depends in part on our strong financial condition and results of operations and in part
on other factors, some or all of which are not within our control, including the outlook of lenders
and rating agencies on the airline sector, the aircraft operating lease industry and the market
generally, and also to a certain extent on the shareholding of, co-branding with, and other
support from our controlling Shareholder, Bank of China.

As at the Latest Practicable Date, the Group had corporate credit ratings of A- from
Standard & Poor’s and A- from Fitch Ratings. Since the credit ratings ascribed to the Group
by each of Standard & Poor’s and Fitch Ratings, respectively, are independently determined
and assessed by each agency, they are outside of the Group’s control.

Our credit ratings are significantly dependent on the ratings of our controlling
shareholder. A downgrade in the credit ratings of Bank of China would likely impact our credit
ratings. Additionally, any downgrade to the sovereign credit rating of China may impact the
credit ratings of Bank of China, which would likely impact our credit ratings. A downgrade in
our credit ratings by lenders or by rating agencies may result in higher pricing or less
favourable terms of our financings, significantly increase the Group’s borrowing costs and limit
its access to the capital markets. Rating downgrades could adversely affect the Group’s
access to liquidity and its competitive position and may make it more difficult for us to satisfy
our funding requirements, any or all of which may materially and adversely affect our business,
financial condition and results of operations and our ability to meet our financial obligations as
well as the value of the Shares. Furthermore, we expect that our credit ratings would be
negatively impacted if BOC substantially reduces its shareholding to have less than a
controlling stake in the Group or if we are no longer viewed as strategically important to BOC.

Interest rate and exchange rate fluctuations may adversely affect our business.

Interest rate fluctuations may adversely affect our financial performance. Any changes in
interest rates will impact both our borrowing costs as well as lease rental income, as a sizeable
portion of our debt funding and a sizeable portion of our lease rental income is priced on a
floating rate basis. We may be susceptible to interest rate volatility if we are unable to maintain
a balance between fixed and floating rate debts and match the floating/fixed lease rental
income and lease maturities with financing on a similar basis or secure appropriate hedges for
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the same. While the exposure to interest rate volatility may be hedged through the use of
interest rate swaps and interest rate caps, the magnitude of the final exposure depends on the
effectiveness of the hedge. Moreover, the potential for low or negative interest rates in the
United States and on U.S. Dollar-denominated financial instruments could adversely impact
our revenues, including lease rental and interest on our cash and bank balances, and could
reduce the attractiveness of our aircraft.

In addition, while we make certain assumptions as to the proportion of debt required to
fund our fixed rate lease assets and, based on these assumptions, assess our corresponding
hedging requirements, we may not put in place hedging arrangements for all of this potential
exposure nor for the full tenor of the underlying leases. We also remain exposed to changes
in interest rates to the extent that our derivative financial instruments are not correlated to our
financial liabilities. In addition, we are exposed to the credit risk that the counterparties to our
derivative financial instruments will default in their obligations. If we incur significant fixed rate
debt in the future, increased interest rates prevailing in the market at the time of the incurrence
or refinancing of such debt will also increase our interest expense. See “Financial Information”.

Any or all of these factors could materially and adversely affect our business, financial
condition and results of operations and our ability to meet our financial obligations as well as
the value of the Shares.

Our ability to access financing could be adversely affected by PRC regulations.

The Company is a subsidiary of Bank of China so relevant laws, regulations and policies
issued in the PRC may apply to the Company. For example, the PRC National Development
and Reform Commission (“NDRC”) issued the Notice on the Administrative Reform for the
Registration of Offshore Debt Issuances on 14 September 2015 (“NDRC Notice”). Pursuant to
the NDRC Notice, PRC entities such as BOC (and their offshore branches and subsidiaries)
seeking to incur “offshore debt” (e.g. bonds issued to investors outside the PRC or loans from
banks and other financing entities outside the PRC) with a maturity of more than one year are
required to provide the NDRC with (i) an application for registration of such offshore debt
before its issuance, and (ii) particulars of the debt issuance within ten business days after
completion of the relevant debt issuance. The NDRC’s acceptance of any application for
registration is subject to the availability of a sufficient amount within the NDRC’s stipulated
annual national quota (the “Annual Quota”). The Annual Quota is to be determined by the
NDRC from time to time, and as at the Latest Practicable Date, the NDRC had not published
the Annual Quota for 2016. The NDRC Notice is relatively new and subject to varying
interpretations. Registrations for financing may not be accepted by the NDRC for either
administrative reasons or due to the Annual Quota having been fully utilised at the time of
filing. The NDRC Notice, therefore, could restrict our ability to raise debt financing and could
also impose registration and reporting requirements which could affect our ability to raise debt
financing in a timely manner.

Our ability to raise financing on acceptable pricing terms is critical to our business model.
See “— Our ability to obtain financing on acceptable terms is critical to our ability to operate”
above. The application of relevant laws, regulations and policies issued in the PRC could have

— 46 —



RISK FACTORS

a material adverse effect on our ability to raise additional financing and, as a consequence, the
Group may not be able to execute financing during optimal market conditions, in particular to
take advantage of fast-moving market dynamics and conditions. The requirement to
pre-register debt before issuance means that we will bear additional market risk in relation to
our debt financing including medium term note financing activities during the period between
submission of an application and pricing of an actual issuance.

In addition, Bank of China is classified as a Bucket 1 Global Systematically Important
Bank by the Financial Stability Board and consequently is subject to increased capital and
liquidity requirements in addition to the Basel Ill regulations. As a consequence, Bank of China
may have increased incentives to maintain its own capital within its own business, which could
potentially reduce its willingness to lend to its subsidiaries, including members of the Group.

Any or all of these factors could have a material adverse effect on our business, financial
condition and results of operations and our ability to meet our financial obligations as well as
the value of the Shares.

(iv) Other External Risks Related to Our Business and Operations

If Bank of China ceases to maintain a controlling stake in us or otherwise reduces or
ends its strategic relationship with the Group, our business could be adversely affected.

Bank of China provides us with a licence to use its brand, and we benefit from other
advantages associated with the Company remaining a subsidiary of Bank of China. Our
corporate credit ratings of A- from Standard & Poor’s and A- from Fitch Ratings, while not
guaranteed by Bank of China, are partly dependent on the fact that we are a subsidiary of Bank
of China and on the perception that Bank of China will continue to support us. Our corporate
credit ratings have a significant impact on the cost at which we are able to secure funding.

If Bank of China ceases to maintain a controlling stake in us or otherwise changes
important elements of its strategic relationship with us, we may lose the advantages
associated with the Company remaining a subsidiary of Bank of China and our corporate
investment grade credit ratings, as well as the ratings for debt issued under our Global Medium
Term Note Program may be adversely affected, any or all of which could have a material
adverse effect on our business, financial condition and results of operations and our ability to
meet our financial obligations as well as the value of the Shares.

Bank of China may have interests or goals that are inconsistent with ours which could
cause it to direct our business in a manner that is not in the best interests of other
Shareholders.

Bank of China, as our majority shareholder, is able to direct our corporate policies and
nominate directors and officers. Bank of China may have economic or business interests or
goals that are inconsistent with ours and/or our Shareholders’ and could take actions that
could adversely affect our business, financial condition and results of operations as well as the
value of the Shares.
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A new standard for lease accounting which may impact our airline customers was issued
on 13 January 2016, effective from financial reporting periods beginning on or after 1
January 2019.

Following a detailed consultation period which ultimately began in July 2006 the
International Accounting Standards Board (“IASB”) released on 13 January 2016 a new
standard (“IFRS 16 ‘Leases’”) on lease accounting which will replace IAS 17 ‘Leases’ and
which will, broadly, bring the majority of leases on balance sheet for airline customers. The
IASB has confirmed that IFRS 16 ‘Leases’ will be effective from financial reporting periods
beginning on or after 1 January 2019. Early adoption of this new leases standard will be
permitted, provided a reporting company has adopted IFRS 15 ‘Revenue from Contracts with
Customers’.

It is anticipated that IFRS 16 ‘Leases’ will not have a significant impact upon the way in
which lessors account for the leases, using IAS 17’s dual classification approach. The main
changes reflected in IFRS 16 ‘Leases’ will affect our airline customers. Under IFRS 16 ‘Leases’
an airline customer will be required to recognise a “right-of-use” asset and a lease liability. The
“right-of-use” asset is treated similarly to other non-financial assets and depreciated
accordingly and the liability accrues interest.

Adoption of IFRS 16 ‘Leases’ may require certain airline customers to alter the way in
which their operating leases are treated in their accounting records, requiring them to
recognise the financial impact (both in terms of a “right-of-use” asset, on the asset side, and
a lease liability, on the liability side, of their balance sheets) of operating leases entered into
with the Group. The application of this new accounting standard may adversely affect the
demand from airline customers for aircraft operating leases and their desire to enter into mid-
to longer- term leases. This could in turn materially and adversely affect our business, financial
condition and results of operations and our ability to meet our financial obligations as well as
the value of the Shares.

Our exposure to counterparty risk may adversely affect our business.

In addition to the credit risk taken on airline customer counterparties, we take
counterparty risk on a range of financial institutions and corporates, including deposit-taking
and letter of credit-issuing banks, issuers of financial instruments, counterparties to interest
rate and foreign exchange derivatives and other financial instruments as well as on aircraft and
engine manufacturers to which pre-delivery payments are made. We may incur losses as a
result of our failure to recover amounts payable to us by a counterparty due to the default
and/or bankruptcy of that counterparty or due to unforeseen or other adverse events occurring,
as a result of which we are required to incur additional costs or charges. Such an event could
have a material adverse effect on our business, financial condition and results of operations
and our ability to meet our financial obligations as well as the value of the Shares.

Conflicts of interest may arise between us and clients who utilise our lease management
services, which could have a material adverse effect on our business.

Conflicts of interest may arise between us and third-party aircraft owners who engage us
to perform lease management services and to manage their leasing, re-leasing and sale
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arrangements on their behalf. Our service contracts generally require that we treat our owned
and managed aircraft equally and that we do not discriminate against serviced aircraft in
favour of our owned aircraft. These conflicts could have a material adverse effect on our
business and operations.

Our failure to obtain, renew or retain certain required licences and approvals or our
failure to comply with applicable laws and regulations could adversely affect our
business.

Certain entities within our Group are subject to a number of regulations including under
the laws of China and Malaysia. For instance, our subsidiary incorporated in Tianjin (PRC) is
required under the laws of the PRC to maintain a relevant business licence in order to be able
to continue to conduct its aircraft leasing and other business activities. If, for whatever reason,
we are not able to obtain or renew any of these licences, our ability to lease, re-lease or sell
aircraft through these entities may be adversely affected. The occurrence of one or more of
these events could result in a material adverse effect on our business, financial condition,
results of operations and our ability to meet our financial obligations as well as the value of the
Shares.

We are subject to various requirements and risks associated with transacting business
in multiple countries which could have a material adverse effect on our business.

The scope of our international operations may require us in certain situations to comply
with trade and economic sanctions and other restrictions imposed by the United States, the
European Union, Singapore, China and other governments or organisations. The U.S.
Departments of Justice, Commerce, State and Treasury and other federal agencies and
authorities have a broad range of civil and criminal penalties they may seek to impose against
corporations and individuals for violations of economic sanctions laws, export control laws, the
Foreign Corrupt Practices Act (the “FCPA”), and other federal statutes and regulations,
including those established by the Office of Foreign Assets Control (“OFAC”). In addition, the
UK Bribery Act of 2010 (the “Bribery Act”) prohibits both domestic and international bribery,
as well as bribery in both private and public sectors. Under these and other laws and
regulations, various government agencies may require export licences, may seek to impose
modifications to business practices, including cessation of business activities in sanctioned
countries or with sanctioned persons or entities, and modifications to compliance programs,
which may increase compliance costs, and may subject us to fines, penalties and other
sanctions. A violation of these laws or regulations could adversely impact our business,
financial condition and results of operations.

Following Russia’s military intervention in 2014, the United States, the European Union
and Australia put in place Ukraine-related sanctions. According to our sanctions legal advisers,
the Ukraine-related sanctions concern mainly (i) the blocking of assets of named individuals
and entities being identified as “undermining or threatening the territorial integrity, sovereignty
and independence of Ukraine” or as providing “material support” to such persons, (ii)
restrictions on the extension of credit to and dealing in the equity of specified financial
institutions, defence firms and energy companies, and (iii) restrictions on the disputed territory
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of Crimea. Moreover, according to our sanctions legal advisers, the United States, the
European Union, the United Nations and Australia had not imposed any country-wide
sanctions against Russia as at the Latest Practicable Date. According to our sanctions legal
advisers, there were no Ukraine-related sanctions imposed by the United Nations as at the
Latest Practicable Date.

Our leases to Russian airline customers do not involve sanctioned activities. Whilst for
the year ended 31 December 2015 6.6% of our total lease rental revenue income was
attributable to operating leases entered into with airline customers based in Russia and the
aggregate net book value of the aircraft subject to these operating leases was approximately
US$601 million (representing approximately 6.2% of our aggregate net book value of aircraft)
as at 31 December 2015, none of these customers were at any time during the Track Record
Period, and were not as at the Latest Practicable Date, the subject of any such U.S., European
Union, United Nations or Australian sanctions. As at 31 December 2015, 17 of our owned
aircraft were leased to Russian airline customers, none of which were the subject of such
sanctions as at the time of entry into the lease, as at 31 December 2015, or as at the Latest
Practicable Date. We plan to continue to do business with these Russian airline customers,
having generated approximately US$50.4 million, US$53.3 million and US$64.4 million of our
total lease rental income (representing approximately 6.3%, 5.7% and 6.6%, respectively, of
our total lease rental income) from operating leases with Russian airlines in 2013, 2014 and
2015, respectively. We have no aircraft on operating lease to airline customers in countries
which are subject to sanctions or to sanctioned persons. Moreover, the Company is not
engaged in any prohibited activities under the relevant sanctions law of the United States, the
European Union, the United Nations or Australia.

Based on the above and in light of the nature of our businesses, our sanctions legal
advisers are of the view that Ukraine-related sanctions risk imposed by the United States, the
European Union, the United Nations or Australia on the Company, our investors and
Shareholders and persons who might, directly or indirectly, be involved in permitting the listing,
trading and clearing of the Shares (including the Stock Exchange and its related group
companies) is low because as a lessor of aircraft to large and well-vetted airlines, there is only
a low possibility that we might engage in business with companies that the United States or
some other sanctions-implementing authorities would find to be acting as false-fronts for
sanctioned entities or individuals. Furthermore, on the basis that the Company is not (i) owned
or controlled by a designated person or entity under the Ukraine-related sanctions; or (ii)
making an asset available, directly or indirectly to, or for the benefit of, a designated person
or entity under the Ukraine-related sanctions, our Australian sanctions legal advisers are of the
view that Australian sanctions laws as far as Ukraine-related sanctions are concerned do not
subject the Company, our investors and Shareholders and persons who might, directly or
indirectly, be involved in permitting the listing, trading and clearing of the Shares (including the
Stock Exchange and its related group companies) to Australian sanctions risks as far as
Ukraine-related sanctions are concerned. However, we cannot assure you that the extension
of current sanctions or any further sanctions imposed by the European Union, the United
States, the United Nations or Australia or other international interests on us, our customers or
other persons will not materially adversely affect our operations or result in restrictions,
penalties or fines.
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We have implemented and maintain policies and procedures that are designed to monitor
and ensure compliance by us and our directors, officers, employees with international
sanctions and other applicable laws and regulations. For example, our operating lease
agreements allow us to terminate the lease if it becomes unlawful to continue to lease the
aircraft to the lessee, such as in the case of sanctions being imposed that prohibit dealings
with the lessee. If a lessee were to become subject to such sanctions before delivery or during
the term of an operating lease, we would seek to exercise our rights to terminate the relevant
lease, following which we would seek to re-lease the relevant aircraft to an alternative
customer in the same way as we would seek to re-lease an aircraft following a lessee default.
Our Internal Control Committee is responsible for oversight of the Group’s sanctions policies
and also evaluates new regulatory and other compliance issues affecting the Group’s
business. Please see “Business — Our Business Operations — Aircraft Leasing” and
“Business — Risk Management’. We cannot guarantee, however, that none of our business
partners or third parties with whom we transact will engage in conduct which could materially
affect their ability or willingness to perform their contractual obligations to us or even result in
our being held liable for such conduct. Violations of such laws and regulations may result in
severe criminal or civil sanctions, and we may be subject to other liabilities, including
commercial losses, which could have a material adverse effect on our business, financial
condition and results of operations and our ability to meet our financial obligations as well as
the value of the Shares.

We have undertaken to the Stock Exchange that (i) we will not use the proceeds from the
Global Offering or other funds raised through the Stock Exchange, (a) to finance or facilitate,
directly or indirectly, any projects or businesses in countries which are subject to sanctions
(which countries are, as at the Latest Practicable Date, Iran, Syria, Sudan, Cuba, North Korea
and the territory of Crimea) (“Sanctioned Countries”) or with persons located in other
countries who are subject to sanctions or (b) to pay any damages for terminating or
transferring contracts relating to Sanctioned Countries or persons subject to sanctions (if any),
to the extent that the Company is party to such contracts in the future (whether by reason of
a change in sanctions law or otherwise), (ii) we will not enter into any transaction that, at the
time of entry into such transaction, is prohibited by applicable sanctions law, and (iii) if we
believe that the transactions we have entered into will put the Company and our investors and
Shareholders at the risk of violating sanctions, we will disclose on the Stock Exchange’s
website, on our website, and in our annual and interim reports our efforts in monitoring our
business exposure to sanctions risk, the status of future business, if any, in Sanctioned
Countries and our business intention relating to such Sanctioned Countries. If we are in breach
of such undertaking to the Stock Exchange, we risk the possible delisting of the Shares from
the Stock Exchange.

We may not be able to detect and prevent fraud or other misconduct committed by our
employees or third parties.

Fraud or other misconduct by employees (such as unauthorised business transactions
and breaches of our internal policies and procedures) or third parties (such as breach of law)
may be difficult to detect and prevent and could subject us to financial loss, sanctions imposed
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by governmental authorities and seriously harm our reputation. Our risk management systems,
information technology systems, and internal control procedures are designed to monitor our
operations and overall compliance. However, we may not be able to identify non-compliance
matters in a timely manner or at all. Furthermore, it is not always possible to detect and
prevent fraud or other misconduct and the precautions we take to prevent and detect such
activities may not be effective. Consequently, there exists the risk that fraud or other
misconduct may have previously occurred but was undetected, or may occur in the future. This
could materially adversely affect our business, financial condition and results of operations
and our ability to meet our financial obligations as well as the value of the Shares.

We use technology and advanced information systems, which may be subject to
cyber-attack.

Various key processes in our business depend on the operation of our IT and related
computer systems, including in particular in relation to the management, processing, storage
and transmission of information associated with aircraft leasing, including financial records,
data and analyses. Our IT and related computer systems may be damaged or interrupted by
human error, unauthorised access such as a cyber-attack, natural hazards or disasters and
similarly disruptive events. While we devote significant resources to maintaining adequate
levels of physical and cyber-security in respect of our IT and related computer systems, our
resources and technical sophistication may not be adequate to prevent all types of
cyber-attacks or other disruptions or failures to our IT and related computer systems. A
cyber-attack or IT and related computer systems failure could adversely impact our daily
operations and lead to the loss of sensitive information, including our own proprietary
information and that of our customers, suppliers and employees. The Group has in place
business continuity procedures, disaster recovery systems and security measures to protect
against network or IT and computer systems failure or disruption. However, those procedures
and measures may not be effective to ensure that the Group is able to carry on its business
if they fail or are disrupted and they may not ensure the Group can anticipate, prevent or
mitigate a material adverse effect on the Company’s business, financial condition and results
of operations as well as the value of the Shares.

Any or all of the above occurrences or events could harm our reputation and result in
competitive disadvantages, litigation, lost revenues, additional costs and liability which could
have a material adverse effect on our business, financial condition and results of operations
as well as the value of the Shares.

We may not be able to pay dividends to Shareholders at all or the level of dividends may
fall.

Our results of operations and financial condition are dependent on the financial
performance of members of the Group other than the Company. If members of the Group do
not generate sufficient profits, our cash flow and ability to pay dividends at the expected level
or at all will be adversely affected.

— 52 —



RISK FACTORS

We rely on the receipt of dividends, distributions and other amounts from certain of our
subsidiaries in order to pay dividends to Shareholders. There can be no assurance that our
subsidiaries will have sufficient distributable profits or other distributable reserves in any
future period to pay dividends or make other distributions to the Company or for the Company
to pay dividends or make other distributions to Shareholders.

Our ability to pay dividends may be affected by a number of factors including:

° our business performance and the financial position of our subsidiaries;

o applicable laws and regulations, which may restrict the payment of dividends and
other distributions;

o operating losses (if any) incurred by our subsidiaries in any financial year;
o changes in accounting standards and tax laws and regulations;
° the terms of the financing arrangements to which we are, or may become, party;

o compliance with financial covenants (including debt ratios) and undertakings under
our financing arrangements; and

° funding requirements and other capital management considerations.

No assurance can be given as to our ability to pay or maintain dividends or other
distributions in respect of the Shares or that the level of dividends or other distributions will
increase over time.

RISKS RELATED TO THE GLOBAL OFFERING
An active trading market for the Shares may not develop.

Prior to the Global Offering, there has been no public market for the Shares and an active
or liquid market for the Shares may never develop or be sustained after the Global Offering.
The Offer Price may differ significantly from the market price for the Shares following the
Global Offering. Listing and quotation does not guarantee that a trading market for the Shares
will develop or, if a market does develop, the liquidity of that market.

The price and trading volume of the Shares may be volatile.

The trading price and trading volume of the Shares may be subject to significant volatility
in responses to various factors, including, but not limited to:

° variations in our operating results;

o material default by our airline customers;
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° changes in financial estimates by securities analysts;

° announcements made by us or our competitors;

° regulatory developments affecting us, our customers or our competitors;

° investors’ perception of us and of the investment environment;

o developments in our business sector or in the financial sector generally, including
the effect of direct governmental action in the financial markets;

° changes in pricing made by us or our competitors;

o the operating and securities price performance of companies that investors consider
to be comparable to us;

° acquisitions by us or our competitors;

o the depth and liquidity of the market for the Shares;

° additions to or departures of, our executive officers and other members of our senior
management;

° release or expiry of lock-up or other transfer restrictions on the Shares;

° sales or anticipated sales of additional Shares;

° involvement in litigation; and

o changes in global financial and credit markets and global economies and general
market conditions, such as interest or foreign exchange rates as well as stock and
commodity valuations and volatility.

As a result of these market fluctuations, the price of the Shares may decline significantly,
and you may lose a significant value on your investment.

Investors will experience dilution in the pro forma adjusted consolidated net tangible
asset value per Share because the Offer Price is higher than our net tangible asset value
per Share.

Purchasers of the Shares in the Global Offering may experience an immediate dilution in
pro forma net tangible assets value of US$4.30 per Share (based on the Offer Price of
HK$42.00). In order to expand the Group’s business, the Group may consider offering and
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issuing additional Shares in the future. You and other purchasers of the Shares may
experience further dilution in the net tangible assets book value per Share if the Company
issues additional Shares at a price lower than the net tangible assets book value per Share at
the time of their issue.

The sale of a substantial number of the Shares in the public market could adversely
affect the prevailing market price of the Shares.

Future sales of a substantial number of the Shares by the current Shareholder could
negatively impact the market price in Hong Kong of the Shares and the Group’s ability to raise
equity capital in the future at a time and price that it deems appropriate. The Shares held by
the Selling Shareholder are subject to certain restrictions regarding their disposal for a period
of 12 months after the date on which trading in the Shares commences on the Stock Exchange.
See “Underwriting — Underwriting Arrangements and Expenses” for further details. There is no
assurance that the current Shareholder will not dispose of any Shares it owns now or may own
in the future.

Singapore taxes may differ from tax laws of other jurisdictions, including Hong Kong

The Company is incorporated in Singapore. Prospective investors should consult their tax
advisers concerning the overall tax consequences of acquiring, owning, or selling the Shares.
Singapore tax law may differ from the tax laws of other jurisdictions, including Hong Kong.
Please see “Appendix Il — Taxation and Regulatory Overview” for further information.

Foreign investors may find it difficult to enforce foreign judgments obtained against the
Company or the Directors

The Company is a holding company organised as a public limited company incorporated
in Singapore with business operations conducted through various subsidiaries. All of the
Directors and the officers of the Company reside outside of Hong Kong. In addition,
substantially all of the assets of the Company and assets of its Directors and officers are
located outside of Hong Kong.

As a result:

o it may not be possible for foreign investors to effect service of process within the
relevant jurisdiction upon the Company or its Directors and officers located outside
the relevant jurisdiction or to enforce, in foreign courts, judgments obtained against
them in foreign courts, including judgments predicated upon the civil liability
provisions of foreign securities laws; and

° it may not be possible for Hong Kong investors to effect service of process within
Hong Kong upon the Company or its Directors and officers located outside Hong
Kong or to enforce, in the Hong Kong courts or outside Hong Kong, judgments
obtained against them in the Hong Kong courts or in courts outside Hong Kong,
including judgments predicated upon the civil liability provisions of Hong Kong
securities laws.
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You are cautioned not to place any reliance on any information in press articles or other
publications or media regarding the Group or the Global Offering.

There has been, prior to the publication of this prospectus, and there may be subsequent
to the date of this prospectus but prior to the completion of the Global Offering, press, media,
and/or research analyst coverage regarding the Group, its business, its industry and the
Global Offering. You should rely solely upon the information contained in this prospectus in
making your investment decisions regarding the Shares and the Group does not accept any
responsibility for the accuracy or completeness of the information contained in such press
articles, other media and/or research analyst reports nor the fairness or the appropriateness
of any forecasts, views or opinions expressed by the press, other media and/or research
analyst regarding the Shares, the Global Offering, the Group’s business or the industry in
which the Group operates.

The Group makes no representation as to the appropriateness, accuracy, completeness
or reliability of any such information, forecasts, views or opinions expressed or any such
publications. To the extent that such statements, forecasts, views or opinions are inconsistent
or conflict with the information contained in this prospectus, the Group disclaims them.
Accordingly, prospective investors are cautioned to make their investment decisions on the
basis of information contained in this prospectus only and should not rely on any other
information.

The industry statistics and forward-looking information contained in this prospectus
may not be accurate, reliable or fair.

Statistics and other information relating to the aviation industry contained in “Industry
Overview” in this prospectus have been compiled partly from various publicly available
publications as well as the industry report we commissioned from independent industry
consultants. We believe that the sources of such information are appropriate sources and have
taken reasonable care in extracting and reproducing such information. We have no reason to
believe that such information is false or misleading or that any fact has been omitted that would
render such information false or misleading. However, we cannot guarantee the quality of such
source materials. Moreover, statistics derived from multiple sources may not be prepared on
a comparable basis. Neither the Company nor any of the Relevant Persons has independently
verified such information, and makes no representation as to the accuracy of such facts and
statistics, which may not be consistent with other information compiled from other sources.
Such information may not be complete or latest. As the way of collecting the information may
contain faults or may not be effective, or there exist variations and other problems between
information published and market practices, the industry information and statistics contained
herein may not be accurate and should not be unduly relied upon when making a decision on
your investment in the Company or otherwise.
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DIRECTORS AND PARTIES INVOLVED IN THE GLOBAL OFFERING

The members of the Board are as follows:

Name Address Nationality

Chairman and Non-executive Director

Chen Siqing (BEPUE) . ........... Room 1-601, No. 5 Weiying Hutong Chinese
Xicheng District
Beijing
People’s Republic of China

Managing Director, Chief Executive Officer and Executive Director

Robert James Martin. ........... 33 Lily Avenue British
Singapore 277774

Executive Director

Wang Genshan (EM1l) ......... 177 Tanjong Rhu Road Chinese
#13-13 Water Place
Singapore 436607

Non-executive Directors

LiMang (ZZET5) oo Room 304, Building 25 Chinese
Xisanhuanbeilu No. 105
Beijing
People’s Republic of China

Zhuo Chengwen (H3X) ........ No. 17 Xi Jiao Min Xiang Chinese
Beijing
People’s Republic of China

Zhu Lin (RAR) ..o Room 1201, Building 1 Chinese
Guanlan Garden
Haidian District
Beijing
People’s Republic of China
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Name Address Nationality

Independent Non-executive Directors

Fu Shula (ff&F$1) . ............. 204-1-902, Huizhongbeili Chinese
Chaoyang District
Beijing
People’s Republic of China

Antony Nigel Tyler.............. Quai Gustave-Ador, 56 British
Geneva 1207
Switzerland

Dai Deming (BfEM) ............ Landianchang Shiyuyuan Block 2 Chinese

Unit 2, Room 12D

Haidian District

Beijing

People’s Republic of China

See “Directors and Senior Management” for further details.
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Sole Financial Adviser

Joint Sponsors

Joint Global Coordinators,
Joint Bookrunners and
Joint Lead Managers

Joint Bookrunners
and Joint Lead Managers
(in alphabetical order)

BOCI Asia Limited

26/F, Bank of China Tower
1 Garden Road

Hong Kong

BOCI Asia Limited

26/F, Bank of China Tower
1 Garden Road

Hong Kong

Goldman Sachs (Asia) L.L.C.
68th Floor, Cheung Kong Center
2 Queen’s Road Central

Hong Kong

BOCI Asia Limited

26/F, Bank of China Tower
1 Garden Road

Hong Kong

Goldman Sachs (Asia) L.L.C.
68th Floor, Cheung Kong Center
2 Queen’s Road Central

Hong Kong

Morgan Stanley Asia Limited

Level 46, International Commerce Centre
1 Austin Road West, Kowloon

Hong Kong

BNP Paribas Securities (Asia) Limited
59/F-63/F, Two International Finance Center
8 Finance Street, Central

Hong Kong

Citigroup Global Markets Asia Limited

(in relation to the Hong Kong Public Offering)
50th Floor, Citibank Tower

Citibank Plaza

3 Garden Road, Central

Hong Kong

Citigroup Global Markets Limited

(in relation to the International Offering)
Citigroup Centre

Canada Square, Canary Wharf

London E14 5LB

United Kingdom
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Joint Lead Manager

Legal Advisers to the Company

Legal Advisers to the Joint
Sponsors and the Underwriters

Legal Advisers to Bank of China
Limited

Auditor and Reporting Accountants

Receiving Bank

Industry Consultant

China Securities (International) Corporate
Finance Company Limited

18/F, Two Exchange Square

8 Connaught Place, Central

Hong Kong

As to Hong Kong and U.S. laws:
Freshfields Bruckhaus Deringer
11th Floor, Two Exchange Square
8 Connaught Place

Central

Hong Kong

As to Singapore laws:
Allen & Gledhill LLP
One Marina Boulevard
#28-00

Singapore 018989

As to Hong Kong and U.S. laws:
Linklaters

10/F, Alexandra House

Chater Road

Hong Kong

As to Hong Kong and U.S. laws:
Allen & Overy

9th Floor

Three Exchange Square

Central

Hong Kong

Ernst & Young

Certified Public Accountants
22/F CITIC Tower

1 Tim Mei Avenue

Central

Hong Kong

Bank of China (Hong Kong) Limited
1 Garden Road
Hong Kong

Ascend Flightglobal Consultancy
World Business Centre Two
London Heathrow Airport

TW6 2SF

United Kingdom
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Foreign Exchange Adviser DBS Bank Ltd
12 Marina Boulevard, Level 46
Marina Bay Financial Centre Tower 3
Singapore 018982

— 61 —



CORPORATE INFORMATION

Headquarters, Registered Office
and Principal Place of Business
in Singapore

Place of Business in Hong Kong
Registered under Part 16 of the
Companies Ordinance
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HISTORY AND CORPORATE STRUCTURE

OVERVIEW OF THE GROUP’S HISTORY

The Group’s history dates back to 1993 when the Company was founded as Singapore
Aircraft Leasing Enterprise Pte. Ltd. (“SALE”) by Singapore Airlines Limited and Boullioun
Aviation Services Inc., a U.S.-based aircraft operating leasing company. In 1997, the
Company’s shareholder base was broadened when Temasek Holdings (Private) Limited and
Government of Singapore Investment Corporation Private Limited joined the founders as
investors.

In December 2006, the Company was acquired by, and became a wholly-owned
subsidiary of, BOC. Following the acquisition, the Company’s name was changed to BOC
Aviation Pte. Ltd. in 2007. In preparation for the Global Offering, on 12 May 2016, the
Company was converted to a public company limited by shares and the Company’s name was
changed to BOC Aviation Limited.

Since the Company’s establishment in 1993, it has grown to become the largest aircraft
operating leasing company headquartered in Asia and a top five global aircraft operating
leasing company, in each case as measured by the value of owned aircraft. As at 31 December
2015, we had a total portfolio of 270 aircraft, 227 of which are owned, and 43 are managed.

KEY CORPORATE AND BUSINESS DEVELOPMENT MILESTONES

The following is a summary of the Group’s key corporate and business development
milestones:

Year Event

1993 .... SALE established

1995 . ... Acquired first owned aircraft

1996 .. .. Placed first order with Airbus for 12 A320 aircraft
1997 . ... Placed first order with Boeing for six B777 aircraft

Temasek Holdings (Private) Limited and Government of Singapore Investment
Corporation Private Limited each became a 14.5% shareholder of SALE
1998 .. .. Sold first owned aircraft

2000 . ... Launched SALE’s first bond issue

2001 .... First overseas office opened in London

2004 . ... Owned fleet reached 50 aircraft

2006 . ... BOC acquired 100% of SALE on 15 December 2006
Office opened in Seattle

2007 . ... Name of the Company changed to BOC Aviation Pte. Ltd.

2009 .... Owned fleet exceeded 100 aircraft

Office opened in Dublin
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Year Event
2011 .... Owned fleet exceeded 150 aircraft
Placed first order with Embraer for E190 family aircraft
2013 .... Owned fleet exceeded 200 aircraft
2014 .... Owned and managed fleet reached 250 aircraft
Aircraft on order at the end of the year exceeded 200
2015 ... Office opened in Tianjin

First portfolio sale of 24 aircraft to a special purpose purchaser funded by the
capital markets

2016 .... The Company was converted to a public company limited by shares and
changed its name to BOC Aviation Limited

CORPORATE STRUCTURE

Corporate Structure as at the date of this prospectus

The simplified corporate structure of the Group as at the date of this prospectus is as
follows:

BOC
100%
BOCGI
100%
Sky Splendor Limited

100%

The Company
100% 100% 100% 100% 100% 100%

BOC Aviation BOC Aviation BOC Aviation BOC Aviation BOC Aviation

et 1y e || I || G| g
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Corporate Structure Immediately following the Completion of the Global Offering

Immediately following the completion of the Global Offering (assuming the Over-allotment
Option is exercised in full), the simplified corporate structure of the Group will be as follows:

BOC
100%
BOCGI
100%
Beijing Hanguang
Investment Sky Splendor Limited Public
Corporation
2.7%" 65.5%" 31.8%
The Company
100% 100% 100% 100% 100% 100%
BOC Aviation BOC Aviation BOC Aviation BOC Aviation BOC Aviation
(Ireland) (UK) (USA) Leasing (Tianjin) (Bermuda) Cay;ﬂg;;’;ﬁ;’;her
Limited Limited Corporation Limited Limited

Notes:

(1)  Beijing Hanguang Investment Corporation is a wholly-owned subsidiary of CIC Capital Corporation, which in
turn is wholly-owned by China Investment Corporation (“CIC”). The Shares held by Beijing Hanguang
Investment Corporation will not count towards the public float of the Shares. See “Cornerstone Investors” for
further details.

(2) Assumes the Over-allotment Option is exercised in full. If the Over-allotment Option is not exercised, Sky
Splendor Limited’s shareholding will be 70% immediately following the Global Offering.

SPIN-OFF OF THE GROUP FROM BOC

The directors of BOC believe that the spin-off and separate listing of the Group from BOC
(the “Spin-off”) will better position the BOC Group and the Group for growth in their respective
businesses and deliver benefits to both groups. The Spin-off will provide investors with a clear
indicator of the standalone valuation of the Group, which may enhance the overall value of
BOC. Through the Spin-off, the Group is expected to further accelerate its development due
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to its enlarged capital base and its ability to raise additional funds through the Hong Kong
equity market. The Group’s revenues and profits will continue to be consolidated in the
financial statements of BOC following the Spin-off, which will benefit the overall financial
performance of BOC. In addition, the Spin-off will facilitate the strategic upgrade of BOC as
well as further consolidate the core competitiveness of BOC and promote the sustainable
development of BOC. The Spin-off will create a new investor base for the Group as it will be
able to attract new investors who are seeking investments specifically in the aircraft operating
leasing sector.

The Spin-off, if it proceeds, will not constitute a notifiable transaction for BOC under the
Listing Rules. As required under applicable PRC laws and regulations, the approval of the
shareholders of BOC for the Spin-off was obtained at the extraordinary general meeting of
BOC held on 4 December 2015 (the “BOC Shareholder Meeting”).

The proposal in relation to the Spin-off was submitted by BOC to the Stock Exchange for
approval pursuant to Practice Note 15, and the Stock Exchange has confirmed that BOC may
proceed with the proposed Spin-off. The Spin-off by BOC complies with the requirements of
Practice Note 15 of the Listing Rules (“Practice Note 15”). Practice Note 15 requires BOC to
have due regard to the interests of its existing shareholders by providing them with an assured
entitlement to the Shares, either by way of a distribution in specie of existing Shares or by way
of a preferred application in the offering of existing or new Shares (the “Assured
Entitlement”). Practice Note 15 provides that the minority shareholders of BOC may by
resolution in general meeting resolve to waive the Assured Entitlement.

At the BOC Shareholder Meeting, BOC put forward a proposal to the BOC shareholders’
meeting, the BOC A shareholders’ class meeting and the BOC H shareholders’ class meeting
to approve the provision of the Assured Entitlement to Shares to the BOC H shareholders only.
This is because due to the provisions of certain PRC laws and regulations, BOC is restricted
from providing the Assured Entitlement to all BOC A shareholders. In addition, due to the
restrictions on profit distribution under PRC law and the articles of association of BOC, BOC
will not be able to, by way of distribution in specie, distribute the Shares to the BOC
shareholders in order to provide them with the Assured Entitlement.

At such BOC shareholders’ class meetings, the resolution to approve the provision of the
Assured Entitlement to the BOC H shareholders only was approved by the BOC shareholders
and the BOC H shareholders but was not approved by the BOC A shareholders. As a result,
the Assured Entitlement to the Shares in the Spin-off will not be provided to any BOC
shareholders.

— 67 —



INDUSTRY OVERVIEW

This section contains information relating to the aviation industry. Certain facts,
statistics and data presented in this section and elsewhere in this prospectus have been
derived, in part, from various publicly-available government and official sources, industry
statistics and publications. We also commissioned an independent industry consultant,
Ascend, to prepare a report on the global aviation industry. Ascend is an independent
provider of information services on the aviation industry. We have been charged a total fee
of GBP40,000 for the services provided by Ascend.

While we have taken all reasonable care to ensure that the relevant official facts and
statistics are accurately reproduced from these sources, such facts and statistics have not
been independently verified by us or the Joint Sponsors. Although we have no reason to
believe that such information is false or misleading in any material respect, or that any fact
has been omitted that would render such information false or misleading in any material
respect, we also make no representation as to the accuracy or completeness of such
information, which may not be consistent with other information available. Accordingly, you
should not place undue reliance on such information or statistics.

SOURCES OF INFORMATION

We engaged Ascend, an aviation industry consultant, to prepare the industry report for
use in this prospectus. Ascend is an independent consultancy specialising in analysis of the
global aviation industry. Ascend has produced reports of this and similar nature for many
companies in the aviation industry previously. The data used in this report has been derived
from Ascend’s in-house aircraft fleet and values databases which have been developed over
45 years and contain details of over 100,000 aircraft. The data collected by Ascend was last
updated in February 2016 based upon data available up to then. Ascend adopts a
comprehensive data collection model, which includes primary research with the industry
stakeholders, secondary research on government statistics and annual reports of listed
companies, and data validation process with industry key opinion leaders. Ascend assumes
that the interviewees are not providing wrong or misleading information and the government
statistics do not contain errors. Ascend also assumes that no unexpected events such as wars
or disasters occurred during the relevant forecasting period.

The Directors confirm that, so far as they are aware, there were no material adverse
changes in the market information since the date of the industry report from Ascend which may
qualify, contradict or have an impact on the information in this section.

1 INTRODUCTION TO THE AIRCRAFT OPERATING LEASE INDUSTRY

1.1. Background to Aircraft Operating Lease

1.1.1. What does an Aircraft Operating Lessor do?

In an aircraft operating lease, the risks and rewards of the aircraft ownership sit with the
operating lessor and the risks and rewards of operation remain with the lessee or airline. In
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essence, the rights and obligations of each party in an aircraft operating lease are similar to
any rental property contract. The lessee / airline operator pays the operating lessor for the
benefit of operating the aircraft over an agreed fixed term in return for rental payments paid
monthly in advance. At any time during the lease, the aircraft owner has the right to sell the
aircraft with the lease attached to another owner. Throughout the lease term, the lessee is
responsible for maintaining the aircraft in accordance with the lease requirements, but also
local and internationally recognized aviation safety standards. To mitigate the financial risk
associated with this maintenance work, the operating lessor may collect maintenance
reserves, either in cash or other financial guarantee, which are returned to the lessee once the
required maintenance work is complete. Like any rental contract, an aircraft operating lessor
will additionally require the lessee to pay a security deposit in advance of the delivery of the
aircraft. Aircraft owned by operating lessors are financed either on a secured (encumbered) or
unsecured (unencumbered) basis. Aircraft and lease rental payments are denominated
globally in USS.

This contrasts with a finance lease where a financial lessor, often a special purpose
company (SPC) or partnership, purchases an aircraft identified by the buyer through a
combination of debt and equity financing and leases it to the airline operator. The airline has
an option to purchase the aircraft at the expiration of the lease or may automatically become
the owner of the aircraft at the expiration of the lease. Under a finance lease, the lessor does
not intend to remain the owner of the aircraft after the lease expiry nor take on residual value
risk. As a result, airlines account for finance leases on ‘balance sheet’. Fundamentally, a
finance lessor’s primary role is simply to provide financing.

1.1.2. Why do airlines take aircraft on operating lease?

Airlines use diversified forms of funding for their aircraft fleet development plans. The mix
of funding is dictated by their particular business models, operating environment and financial
conditions. Operating leases are used by airlines in different stages of their history or
development, such as:

(i) More mature airlines or airlines with high credit quality seek financing flexibility for
their aircraft fleet. It is common for airlines to have close to half of their fleet on
operating leasing compared to other forms of ‘on balance sheet’ financing. An
airline’s decision to procure aircraft on operating lease is driven by its own capital
management plans. The choice of funding for a particular aircraft will also be driven
by the all-in cost of each alternate source of financing available at, or close to, the
time of delivery. As part of this assessment, airlines will take into consideration the
benefits of operating leasing through enhanced capacity management and the ability
to mitigate residual value risk. Also, aircraft operating lessors may offer better
availability options for the delivery of new aircraft. In contrast, airlines will be
attracted to buying or finance leasing aircraft when they have large cash reserves or
where airlines expect strong recurring profits for which owned, depreciable assets
provide tax shelter. Airlines may also be able to access debt capital markets or bank
debt at more competitive funding rates at certain times. Ultimately, a purchase
decision will depend on the cost of each asset finance option, the airline’s cost of
capital, balance sheet strength, credit standing, prevailing debt interest rates and
spreads as well as the accounting and tax treatment of each option.
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(ii) Start-up airlines generally prefer to utilise their available resources to finance
working capital, amongst other things. Operating leasing allows new airlines to use
operating cash flows to secure capacity and retain capital to invest elsewhere in their
business.

Airlines with at least 20 aircraft in their fleet, typically more mature companies, have some
39% of their total fleet on operating lease, while smaller airlines, which includes start-up
operators, with less than 20 aircraft have some 48% on lease. Overall, aircraft operating
lessors have placed 81% of their total fleet with larger airlines that operate at least 20 aircraft.

1.2. Historical Growth of Aircraft Operating Leasing

Since the start of the jet era in 1952, a confluence of events have resulted in airlines
focussing on their core operating business and increasingly using alternative sources of
funding, including aircraft operating leasing, for their existing and future aircraft fleet
requirements.

Since the mid-1960s, the percentage of the global fleet of commercial passenger and
cargo jets owned or managed by operating lessors has grown from zero to more than 40% of
the total fleet of 100+ seat passenger jets and their freighter versions. At the start of January
2016, there were around 7,900 aircraft in service which were owned by aircraft operating
lessors, representing an 11% CAGR over the past 30 years or double the rate of growth of the
commercial jet airliner fleet in service.

Chart 1 — The Growth of Aircraft Operating Leasing
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1.2.1. What are the primary means for an aircraft operating lessor to grow?

Aircraft operating lessors acquire aircraft through two primary channels:

(i) Direct ordering — aircraft operating lessors have taken delivery of some 4,700 new
jets from their own orders over the past thirty years, equating to around 20% of all
OEM orders.

(ii) Purchase from airlines and leaseback to the same airline operator (PLB deals) — a
further 3,600 new aircraft have been acquired through purchase and leaseback
transactions with airlines, otherwise known as “Purchase and Lease Back” or “PLB”
deals. Operating lessors also acquire used aircraft through PLB deals with airlines,
although this has been at lower levels with 2,500 used aircraft acquired. Airlines
choose to finance aircraft via PLB deals when other funding options are expensive,
unavailable or where an airline has a large number of deliveries in a short timeframe
and wants to diversify their execution risk or mitigate residual value risk. The flow or
amount of PLBs will vary year-to-year depending on airline balance sheet strength
and funding options.

1.2.2. Aircraft financing

Demand for new commercial airliners is presently strong and the annual financing for new
deliveries now exceeds US$100 billion, excluding spare parts and services which airlines buy
direct from aircraft manufacturers. Over the next five years, Ascend estimates the value of
deliveries of new 100+ seater passenger jets and their freighter versions will total around
US$662 billion.

Airlines have typically used a variety of avenues to finance new aircraft deliveries. These
have included export credit agencies (ECA), commercial banks, operating lessors, public
debt/capital markets, private equity / hedge funds, cash / equity and manufacturer finance
(both airframe and engine OEMs). In the most recent past, many new investors have
recognised the investment potential offered by aircraft and a number of new players have
entered the field recently.

Aircraft operating leasing is expected to continue to fulfil a significant element of this
funding. The outlook for the aircraft operating lease industry is discussed in Section 1.6.

1.3. Aircraft Sales & Trading

For most operating lessors, apart from those specializing in mid-life or older assets, it is
important to keep a young average fleet age, so they must sell older aircraft in their portfolios.
Aircraft operating lessors prefer to sell aircraft with leases attached, whether to other
operating lessors or investors, either in single units or in larger portfolios. In most cases,
buyers need a lease rental or cash flow stream from the aircraft to fund their own asset
financing arrangements.

— 71 —



INDUSTRY OVERVIEW

In the period immediately prior to the Global Financial Crisis (“GFC”), such sales
increased as several new market entrants grew their portfolios through acquisition of aircraft
with leases attached. Although the volume of such trading declined during the GFC in 2008 and
2009, it has since returned to pre-crisis levels with the market for aircraft sales with leases
attached once again becoming liquid as more parties seek to acquire aircraft to facilitate
growth and to diversify their portfolio (increased diversity in aircraft portfolios reduces overall
risk for the investor or financier).

1.4. Differentiation Between Successful and Unsuccessful Aircraft Operating Lessors

1.4.1. How do aircraft operating lessors compete?

Aircraft operating leasing is essentially a business involving the investment in and trading
of aircraft. Aircraft operating lessors compete on six key axes relevant to generate operating
profits throughout the cycle, including (i) Purchasing, (ii) Financing, (iii) Leasing, (iv) Selling,
(v)Transitioning and (vi) Repossessing.

Successful operating leasing requires expertise in all of the six core competencies
mentioned above. Good management of the aircraft assets is vital to maintaining or
maximising the operating lessor’s target return on capital.

1.4.2. What are the hallmarks of success for an aircraft operating lessor?

The hallmarks of a successful operating lessor include (i) a diversified portfolio of liquid
aircraft types that are in constant revenue service; (ii) a broad geographical spread of airline
lessees amongst the major traffic generating regions; (iii) strong relationships with the
financing community, enabling long term access to cost effective commercial bank debt and
debt capital markets through the demand cycle; (iv) strong relations with aircraft
manufacturers and an ability to buy in bulk to secure favourable pricing; (v) an active aircraft
portfolio management strategy that maximises residual value and rental income while
minimizing risks through the use of security deposits, maintenance reserves and robust return
conditions; (vi) a full-service management platform with knowledge and skill to financially and
technically manage and monitor the portfolio and to respond quickly to changes in market
dynamics or failing lessees; and (vii) a broad base of potential buyer relationships to maximise
aircraft trading opportunities and returns.
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1.5. The Core Market for an Aircraft Operating Lessor

At 31 January 2016, the commercial aviation industry comprised 780 airlines in some 160
countries operating almost 20,000 passenger jets of 100+ seats and their freighter versions.

Table 1 below indicates that the core aircraft operating lease markets are in Asia-Pacific
and Europe. The tax regime in North America encourages profitable airlines to own aircraft on
their balance sheet. An aircraft operating lessor will achieve greatest efficiencies by focusing
on the larger airlines, where multiple aircraft deals are possible. Today, there are 166 airlines
with 20 or more aircraft, the core market for operating lessors.

Table 1 — Airline Current Fleet and Operating Leased Fleet by region

Asia
Pacific
(including North Latin Middle

China) Europe America America East Africa
Airline operators (100+ seat aircraft) . . . . 234 235 68 89 54 100
Operators with >20 aircraft . .. ....... 58 52 18 16 15 7
Dedicated cargo operators. . . . .. ... .. 31 24 33 7 25 9
In service fleet . .. ...... .. .. ..... 6,308 4,874 5,177 1,433 1,194 646
Aircraft on operating lease. . . .. ... ... 2,674 2,478 1,346 756 422 196
Average fleet age (yrs) . . . .. ... .. .. 7.5 11.0 14.2 10.1 9.5 13.4
Average age of operating lease fleet . . . . 6.5 10.3 12.5 9.3 8.0 11.6
5yr delivery total . . . ... ........... 2,934 1,310 943 567 489 166
20 yr forecast delivery total . . . .. ... .. 13,908 6,490 6,484 3,002 2,757 903
2015 Operating revenues (US$Bn) . . . .. 202 198 204 31 59 18
2015 EBIT margin . . ... ........... 6.6% 5.3% 14.3% 1.3% 2.9% -1.7%
2015 Netmargin . . . ... ........... 2.9% 3.5% 9.5% -1.0% 2.4% -1.7%

Note: Data are as at 31 December 2015; 2015 financial data are from IATA estimates

Source: Flightglobal Fleets Analyzer & Forecast, IATA
1.6. Outlook for the Aircraft Operating Lease Industry

The aircraft fleet is expected to continue its consistent long-term growth trend, with the
global fleet predicted to grow to exceed 30,000 aircraft by 2024. As explained previously,
operating leasing offers advantages of ownership for some airlines over alternative forms of
finance, as well as providing operational advantages. Consequently, the fleet of aircraft owned
by operating lessors is expected to grow in line with the global expanding aircraft fleet. In a
scenario where the penetration of operating leasing remains at the same level as today, over
the next ten years around 4,600 100+ seat commercial jets and freighter equivalents are
expected to be added to today’s operating leased fleet to facilitate this growth. There is
potential for the penetration of operating leasing to resume the prior growth trend in market
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share, but this would require aircraft manufacturers to allow operating lessors to control a
larger share of the backlog. Meanwhile, the supply of PLB deals is controlled by airline
operators whose decisions are driven by internal or local issues, comparative funding costs,
etc, as mentioned in section 1.2.1 (ii).

2. OPERATING LESSOR REVENUE DRIVERS

2.1. Global Air Traffic Demand Drives Airline Demand for Aircraft

The global airline industry is a long-term growth sector where passenger demand,
measured in Revenue Passenger Kilometres (“RPKs”) has increased on average by 5.1% per
annum since 1990, compared to 3.6% annual growth for GDP. In global average terms, traffic
has typically grown by an average of 1.5 times the growth of GDP. As a result, global
passenger traffic in 2015 was almost 3.5 times greater than that seen in 1990, exceeding
global GDP growth of only 2.5 times.

Chart 2 — Indexed Air Transport and Global GDP Growth
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Source: Ascend Flightglobal Fleet Forecast

Looking ahead, traffic growth should be increasingly driven by emerging markets. While
Western Europe and North America are considered mature markets, with growth expectations
of only 3.0-3.3% per annum, many markets in Asia, the Middle East, Africa and Latin America
are forecast to grow at rates well above 5% per annum. This is underpinned by increasing
disposable income and rapidly growing middle classes, especially in China and India. The
market is also stimulated by expansion of low cost carriers in short haul markets and
increasing connectivity by Gulf ‘hub carriers’ in long haul markets between Europe, Africa, the
Americas and Asia-Pacific.
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2.2. New Aircraft Delivery Forecast 2015 — 2035

The current Ascend forecast — the 2015 Flightglobal Fleet Forecast — estimates that the
global fleet of 100+ seater passenger jets and their freighter versions will increase from some
19,160 aircraft at the start of 2015 to over 39,000 by 2035. This is an annual increase of 2.8%
— less than the rate of forecast traffic growth — with the balance (difference between 5.0%
and 2.8%) made up from improved asset and labour productivity, increased seat densities,
deployment of larger aircraft and other operational efficiencies.

Demand for new aircraft is driven by both industry growth accounting for 60% (19,930
aircraft) and also replacement of older aircraft comprising the remaining 40% of the forecast
new deliveries (13,610 aircraft). This represents US$2,600 billion worth of new aircraft
deliveries in 2015 economic terms.

Chart 3 — Forecast Fleet Evolution
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The regional breakdown of forecast aircraft deliveries is shown in chart 4 below.

Chart 4 — Forecast Delivery Value by Airline Region
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2.2.1. Drivers of replacement demand

Ascend considers the production volume and operator concentration to be the key
determinant of liquidity for a specific aircraft type. Single aisle passenger aircraft, which
typically have the largest installed fleets and the biggest airline operator bases, are considered
the most liquid types.

Chart 5 — Installed Fleet vs. Number of Operators per Aircraft Type, as at 31 December
2015
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The decision to replace an existing or older generation aircraft can be driven by many
factors. New aircraft offer (i) lower operating costs, especially improved fuel burn; (ii) improved
payload and range capability; (iii) advanced cockpits and cabins, which allow weight savings.
In some cases, airline industry regulations may drive replacement of an older aircraft.

2.2.2. Aircraft manufacturer supply

The aerospace manufacturing industry is cyclical. However, during the last economic
downturn (i.e. 2008 - 2009), there was not a significant decline in production, as Airbus and
Boeing, the two key OEMs today, managed their production rates more efficiently than in
previous cycles. In addition, during this period, the OEMs benefited from the rise of new
markets and strong oil economies that absorbed deliveries which were deferred by airlines in
many developed markets.

The single-aisle and twin-aisle aircraft manufacturing landscape has gradually evolved
into a duopoly between the European Airbus Group and US-based Boeing. Today, Airbus and
Boeing account for 98% of deliveries in the 100+ seat passenger jet and freighter variant
market. The aircraft manufacturing industry has a number of key suppliers, including CFM
International, General Electric, Pratt & Whitney and Rolls-Royce specifically supplying
aero-engines. There are also a limited number of key suppliers of avionics, APUs, landing
gear, cabin interiors and other buyer furnished equipment (BFE).

As of 1 January 2016, the commercial jet aircraft order backlog totalled some 13,000
aircraft. At present production / delivery rates, this is equivalent to more than eight years’ worth
of deliveries and represents more than 60% of the current installed fleet. The firm orders by
region are illustrated in Table 2 below.

Table 2 — Firm Order Backlog by Region (Disclosed Airline Customers Only) as at
1 January 2016

Latin Middle North
Region Africa Asia-Pacific China Europe America East America
Firm Backlog..... .. 133 2,943 242 2,351 775 1,034 1,705
% Share........... 1% 32% 3% 26% 8% 11% 19%
Airline Fleet. ....... 646 3,739 2,569 4,874 1,433 1,194 5,177
Backlog as % Share
of Fleet.......... 21% 79% 9% 48% 54% 87% 33%

Source: Flightglobal Fleets Analyzer
In addition to the announced orders listed above, there are over 1,850 from undisclosed

customers, over 1,400 orders which analysis indicates are for Chinese airlines, which would
increase their backlog as percentage share of fleet to 64%, closer to the Asia-Pacific total.
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Also, there are over 1,950 existing orders from lessors with no disclosure on the
designated airline lessee to date.

Almost 90% of the orders in the backlog have been placed in the past five years as
airlines have committed to both fleet growth and replacement of existing aircraft. Both Airbus
and Boeing have announced planned increases in production rates of their ubiquitous A320
and Boeing 737 single-aisles from their current Rate 42 (42 aircraft built each month) to Rate
60 and Rate 57 respectively in 2019.

At the same time Airbus and Boeing are developing new variants of these programmes,
the A320neo (“new engine option”) and 737 Max. Each of these are applying new engines —
the Pratt & Whitney PW1100G and CFM LEAP-1A in the case of the former and CFM LEAP-1B
for the latter — to deliver significant improvements in fuel burn, emissions and noise. The first
A320neo was delivered to Lufthansa in January 2016 and the first delivery of the B737 MAX
is expected in mid-2017.

Despite the large backlogs at Airbus and Boeing, there remain significant numbers of
airline operators which have yet to place direct firm orders with either Airbus or Boeing. Chart
6 below illustrates that around 60% of such operators have no orders placed with either Airbus
or Boeing. These customers will thus have to turn to aircraft operating lessors for any near or
medium-term fleet additions or replacements.

Chart 6 — Percentage of Current A320 and Boeing 737NG Airline Operators with OEM
Firm Order Backlog (at 31 December 2015)
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2221 Alternative sources of aircraft supply

The secondary market supply of aircraft arises from both managed and un-managed
events. The latter includes airline bankruptcies, which lead to used aircraft being placed on the
market. Ascend analysis indicates that on a long-run average, the number of aircraft impacted
by default through airline bankruptcy is less than 1% of the overall fleet. This risk is further
mitigated by the globally liquid nature of aircraft assets with an idled asset easily redeployed
to another region where demand may be stronger.

2.3. Factors Driving Airline Industry Cash Flows

Airlines are exposed to exogenous shocks that can have a large impact on their revenues
or costs. In contrast, the revenues for an aircraft operating lessor are exposed directly to
airline cash flows - not airline profits. This means that the key source of lease rental income
for an aircraft operating lessor is the airlines’ cash flow from operations, which is inherently
less volatile than industry profits as highlighted in chart 7.

Chart 7 — Global Airline Profits and Operating Cash Flows
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The airline industry’s largest loss was incurred in 2008 when jet fuel prices spiked briefly
to US$180/barrel and then suddenly dropped causing non cash hedging losses (current price
is around US$50/barrel). The cumulative losses pushed some 60 airlines out of the industry.
This episode taught the airline industry to focus more on cash flows instead of pursuing traffic
market share. With the recovery of oil prices in 2009, this newly established financial
discipline, especially in slow-growing or mature markets, gave airlines the confidence to
impose fuel surcharges on their passengers.
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The fundamental drivers for the industry’s growth have remained strong to date and,
following each downturn, the industry has quickly recovered to pre-crisis levels of profitability.

Chart 8 — Global Airline Revenues, Net of Fuel Expenses
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The estimated lease expense for the 7,900 aircraft operated on lease in 2015 was around
US$27 billion. Hence, operating lease expense is only around 3.8% of overall revenues or
6.1% revenues excluding fuel. This is a small cost to an airline given the importance to an
airline’s underlying business.

2.4. Future Outlook for Airline Industry Profitability and Cash Flow Generation

Compared to IATA’s estimated global airline operating margin of 7.7% for 2015, the major
airlines in North America and Europe are forecast to have operating margins in excess of 10%
for 2016. In contrast, some emerging markets such as South East Asia and India are in the
early stages of liberalisation. This stage sees many new entrant airlines, with consequent
downward pressure on margins. It is likely we will see consolidation and improved profitability
as these markets mature.

In total, IATA forecasts global airline industry operating profits of close to US$60 billion
in 2016, with net profits of US$36 billion.
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2.5. The Investor Base in Aircraft
2.5.1. Size of the total investor base in aircraft

The breadth of the aircraft investor base is important to operating lessors when they
dispose of aircraft. One measure of the size of the potential investor base is the total number
of aircraft owners recorded in the Flightglobal Fleets Analyzer database, which is shown in
table 3 below.

Table 3 — Number of Owners in 2005 vs. 2015

Owner category: Number in 2005 Number in 2015 Change
Financial .. .......................... 2,598 3,585 38%
Airlines, Business & General Aviation. . . 442 455 3%
Others . ... ... ... .. ... . . .. ... ... 210 160 -24%
Total......... .. .. .. .. .. ... .. .. .. .. .. 3,250 4,200 29%

Note: Data are as at 31 December 2005 and 2015
Source: Flightglobal Fleets Analyzer

Sales with a lease attached average nearly 400 transactions per year, with an increasing
trend from a trough of 141 (to 67 different buyers) in 2009 to over 550 sales (to 198 different
buyers) in 2015.

2.5.2. What are the key economic criteria for investment — simple return analysis

The key drivers behind the returns on an aircraft with an operating lease attached can be
subdivided into three categories including (i) credit related factors such as the lease rate and
lease term, the credit quality of the lessee and contracted maintenance return conditions; (ii)
asset related factors such as aircraft liquidity and acquisition cost; (iii) investor’s cost of equity
and debt capital.

Modern, in demand aircraft types have proven to be liquid and globally mobile assets.
This has been helped by the Cape Town treaty (ratified by 57 countries to date), which
standardizes owner and creditor rights in event of a lessee default, as well as the creation of
international aircraft asset registries. Historically, the lease terms for younger aircraft would
range between 6 and 12 years depending on aircraft type and market conditions.

In order to mitigate any exposure, aircraft operating lessors usually require a separate
maintenance cost compensation in the form of supplemental rent or an end-of-lease payment
depending on the lessee’s credit quality.

Younger aircraft tend to generate higher lease revenues for aircraft operating lessors as

they are often placed on lease for longer periods and at a higher lease rate than their older
counterparts.
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3. THE AIRCRAFT VALUE CYCLE
3.1. The Impact of Demand Downturns

Over the past 20-30 years, airlines have developed strategies to mitigate the risks
associated with swings in the economic and business cycles. In downturns older aircraft are
more likely to be parked, as they typically burn more fuel and have higher maintenance costs
than newer types.

The fleet in storage to some extent reflects this adjustment of capacity. The stored
commercial jet inventory now exceeds 2,000 aircraft. However, a large majority of these
aircraft are ageing and have been in storage for a significant amount of time. Aircraft in storage
for two or more years are typically economically retired as the cost to return these aircraft to
service will be significant. Thus, most of this stored inventory is at end-of-life and awaiting
part-out or scrap at final retirement.

Chart 9 — Stored Aircraft 1985 to 2015
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In 1991 and 2001 only 20% of the incremental fleet of stored aircraft were in-production
types. The smaller jump in the stored fleet in 2008 contained 60% of in-production aircraft.
However, within this, many of the Airbus 320 family and Boeing 767-300s parked were more
than 15 years old, reflecting the long-production runs of these two types. This data clearly
shows the lower risk of storage that accompanies a younger fleet. If younger in-production
aircraft enter storage in a downturn, they are also likely to return to service more quickly.

Increase in parked fleet: 1991 2001 2008
Out-of-production types . . . ............. 360 (77%) 750 (81%) 273 (61%)
In-production types. . . . ................ 107 (23%) 181 (19%) 171 (39%)
Total. ....... ... .. .. ... 467 931 444

3.2. Aircraft Values and Where We Are in the Cycle

3.2.1. Aircraft Values

Aircraft are long-life assets with finite useful economic life. The value of an aircraft
depreciates over its useful economic life. Aircraft values are fundamentally impacted by supply
and demand, both at a macroeconomic and also at the specific asset level. Periods of excess
supply can lead to lower aircraft values, whilst periods of excess demand can conversely lead
to increasing aircraft values. Thus exists an aircraft value cycle.

3.2.2. Where are aircraft values in the current cycle?

The aircraft value cycle may be understood by considering the relationship between
Current Market Value (“CMV” - the spot trading value) and Base Value (“BV” - underlying long
term economic value).
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Chart 10 below illustrates the previous and current aircraft value cycle, demonstrating the
cumulative % of installed fleet compared to CMV / BV. It shows that the trough of the prior
(2001 — 2008) cycle in July 2002 and the trough of the current cycle are remarkably similar.
It also shows that the peak of the prior cycle in July 2008 lies considerably to the right of the
current position in the cycle.

Chart 10 — Aircraft Value Cycle
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The magnitude of the improvement in the prior and current cycle is evident. In the current
cycle, aircraft market values have only improved by about half as much as they did in the prior
cycle. Thus, if the current cycle continues to evolve in line with the prior cycle, there could be
potential upside in aircraft values.

3.3. Historical Returns Analysis Comparing Aircraft Operating Leasing vs. Other Asset
Classes

The Ascend Aircraft Investment Index (“AAll”) is a model that simulates the way an
aircraft operating leasing portfolio functions and its respective unlevered returns over the
period of measurement. The model specifies assumptions concerning the investment strategy
that will be undertaken for the hypothetical aircraft operating lease portfolio. The aircraft
portfolio and underlying lease rates and values thus simulate the passive portfolio strategy
executed by an aircraft operating lessor. The passive strategy excludes any active trading and
measures unlevered returns from operating leasing.
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The model simulates the essential processes in an operating lease portfolio, such as
acquisitions and disposals of aircraft, and the placement of aircraft on consecutive leases. Its
inputs are based on Ascend’s historical Current Market Values and Current Market Lease
Rates (“CMLR”) to mirror past circumstances.

Monthly  returns from the portfolio includes factors such as asset
appreciation/depreciation, lease cash flow, lessor fees, capital expenditure for new
acquisitions and capital gains from asset disposals (if any).

Chart 11 — Ascend Aircraft Investment Index (AAIl)
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The AAIl demonstrates achievable annual core unlevered returns of 6.4% for the
1991-2015 period, with a return volatility of 5.5%. Aircraft types included in this sample
portfolio are the Airbus A320 and Boeing 737 Classic and NG families, Airbus A330 family,
Boeing 757-200, Boeing 767-300ER and Boeing 777-300ER.

Good returns, paired with low volatility, promise a favourable profit-to-risk return. Low
volatility also implies that the returns from the portfolio are largely independent of cyclical
movements. The fact that the AAIl curve has a visibly different shape from other curves, which
largely have a similar profile, suggests that the AAIl has a low correlation with other indices.

A high quality portfolio of modern aircraft and a full service operating lease platform
actively engaged in portfolio management will likely command significantly higher returns than
suggested in the passive base case scenario.
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4. COMPETITION IN THE AIRCRAFT OPERATING LEASE INDUSTRY

4.1. Top 10 Aircraft Operating Lessors

At the end of December 2015, there were 158 operating lessors managing commercial
jets with 100 or more seats, and their freighter equivalents. Ten of these companies owned or
managed portfolios of 200 or more in-service aircraft and a further 33 managing 25 or more
aircraft. 30 years ago there were only five operating lessors with portfolios of 25 or more
aircraft. There are, however, some barriers to entry that a new aircraft operating lessor faces.

Table 4 — Top Ten Operating Lessors by Fleet Size (Including Firm Order Backlog) as at
31 December 2015

Current Fleet

Fleet Total Fleet Value
Firm Order (including  ($m; excluding

Rank Lessor Single-Aisle Twin-Aisle Backlog Backlog) Backlog)
1. . AerCap 941 304 416 1,661 29,839
2 . . GECAS 1,069 161 266 1,496 27,452
3. . Air Lease Corporation 204 46 389 639 9,406
4 . . SMBC Aviation Capital 386 7 205 598 10,354
5. . BOC Aviation 225 45 241 511 9,943
6 . . CIT Aerospace 238 57 132 427 8,599
7 . . BBAM LLC 328 81 —_ 409 14,712
8 . . Aviation Capital Group 254 8 105 367 5,796
9 . . Avolon Aerospace Leasing 190 39 136 365 8,473

Limited & Hong Kong

Aviation Capital
10 ... AWAS 215 43 2 260 6,628

Top Ten Lessors Total 4,050 791 1,892 6,733 131,202

148 Other Lessors 2,899 783 561 4,243 91,886

Note: Fleet data includes both owned and managed western built aircraft of 100+ seat passenger jets and their
freighter versions under operating lease. The information regarding firm order backlog and customer identity
is based on the OEMSs’ announced orders and does not include orders which have not been publicly
announced.

Source: Flightglobal Fleets Analyzer

There are 36 operating lessors with their head office in Asia-Pacific, with the top ten

Asian-based operating lessors accounting for 81% of the fleet. BOC Aviation is the largest of
these. Single-aisle jets make up 86% of the Asia-Pacific operating lessor fleet.
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Table 5 — Top Ten Asia-Pacific Based Operating Lessors by Fleet Size (Including Firm
Order Backlog) (as at 31 December 2015)

Current Fleet

Fleet Total Fleet Value
Firm Order (including | ($m; excluding
Rank Lessor Single-Aisle  Twin-Aisle Backlog Backlog) Backlog)
. BOC Aviation 225 45 241 511 9,943
2 . ... Avolon Aerospace Leasing 190 39 136 365 8,473
Limited & Hong Kong
Aviation Capital
3 .... ICBC Leasing Co 174 25 50 249 7,287
4 . ... China Aircraft Leasing 59 4 107 170 2,111
Limited
5 .... CDB Leasing Company 119 32 — 151 5,289
. ... BoCom Leasing 78 13 — 91 3,330
7 . ... MCAP/MC Aviation 68 19 — 87 2,764
Partners Inc
8 . ... Changjiang Leasing 57 — — 57 1,473
Company
9 . ... CCB Financial Leasing 31 5 — 36 1,545
Corporation Limited
10. . . . AVIC International Leasing 32 1 —_ 33 997
Top Ten Lessors Total 1,033 183 534 1,750 43,210
26 Other Lessors 236 29 — 265 8,704

Note: Fleet data includes both owned and managed western built aircraft of 100+ seat passenger jets and their
freighter versions under operating lease. The information regarding firm order backlog and customer identity
is based on the OEMSs’ announced orders and does not include orders which have not been publicly
announced.

Source: Flightglobal Fleets Analyzer

4.2. Operating Metrics Benchmarking of Top Aircraft Lessors

A number of operating metrics used to benchmark aircraft operating lessors are shown in
tables 4 and 5 — such as current fleet size, order backlog and total aircraft value. Other
metrics include the average fleet age and geographical distribution of the fleet.

The current average fleet age of all operating lessors’ in-service fleet is 9.9 years,
mirroring the average age of the global operating fleet. However, the average age of eight of
the current ten largest operating lessors is lower than this. Amongst these, BOC Aviation has
the lowest average fleet age and has maintained this consistently at between three and four
years since 2005. Several of the other largest aircraft operating lessors have seen more
volatility in their average fleet ages, perhaps indicating inconsistencies in portfolio strategy or
even large trade acquisitions or disposals which impact the overall structure of the portfolio.
Aircraft operating lessors with a lower average fleet age benefit from a lower depreciation cost
relative to the asset’s book value.
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The average age of the operating lessor fleet is inversely related to the average
remaining lease term. The longer average remaining lease term provides the lessor with more
opportunity to take advantage of market circumstances by trading the aircraft with a lease

attached prior to the lease expiry.

Table 6 — Average Remaining Lease term of the Selected Aircraft Operating Lessors as

at 31 December 2014

BOC
2014 performance Aviation AerCap Aircastle Air Lease AWAS* Avolon ACG
Fleet age (yrs)...... 3.2 7.7 8.4 3.5 4.9 2.5 5.8
Average remaining
lease (yrs) ....... 7.5 5.7 5.4 7.3 5.8 7.1 NA

*Yr to 30 Nov, 2014.
Source: Company reports, Flightglobal Fleets Analyzer

Chart 12 — All Aircraft Operating Lessor and Top 10 Asian Lessors Current Fleet and

Backlog by Lessee region
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4.3. Cost of Financing for Lessors
4.3.1. Importance of credit ratings to driving volume debt issuance

From the beginning of 2015 to date, aircraft operating lessors have issued a total of just
over US$13bn worth of corporate bonds globally. Corporate ratings (from Moody’s, Standard
& Poor’s and Fitch as applicable) of aircraft operating lessors have been stable at “near
investor grade” levels over time with BOC Aviation being investment grade since gaining a
rating in 2012. Ratings of most aircraft operating lessors have either remained at their
respective inaugural levels or have notched up over time.

The relationship between the lessors’ cost of debt and their corporate rating is shown in
Table 7 and Table 8 below. Aircraft operating lessors with a higher credit rating are able to raise
debt at lower interest rates. Issuers with weaker credit ratings committed to higher yields to
maturity incur larger risk premiums and overall debt costs than higher rated issuers. Therefore,
higher credit rating translates into a significant advantage in the capital intensive aviation
industry.

Table 7 — Current Credit Ratings for Selected Aircraft Operating Lessors

BOC
Aviation AerCap Aircastle Air Lease AWAS Avolon ACG
Moody’s .. ......... NA Bal Bai NA Ba3 NA NA
Standard & Poor’s. .. A- BBB- BB+ BBB- BB+ NA BBB-
Fitch.............. A- BB+ NA NA NA NA BBB-

Source: Bloomberg (information as at the Latest Practicable Date)

Table 8 — Performance Benchmark of the Selected Aircraft Operating Lessors as at 31
December 2014

BOC
2014 performance Aviation  AerCap** Aircastle Air Lease AWAS* Avolon ACG
Net Debt to Equity .. 384% 364 % 208% 238% 222% 310% 327%
Depreciation/Average
assets........... 4.0% NM 5.6% 4.1% 4.3% 3.7% 4.4%
Interest cost/Average
gross debt .. ... .. 1.9% 4.3% 6.4% 3.5% 5.2% 5.2% 4.3%

*Yr to 30 Nov, 2014. ** AerCap data includes ILFC acquisition from May 2014.

Source: Companies’ financial reports
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4.3.2. Importance of diversified funding sources to match long term assets

Aircraft operating lessors receive US$ cashflows to repay their US$ debts. Meanwhile,
long-term debt provides an aircraft operating lessor with flexibility to take advantage of the
market cycle. Particularly in the current low interest rate environment, debt maturities which
match or exceed the lease terms or the points of disposal of the aircraft are less risky. This is
particularly the case in the early to mid-age aircraft space. Here the asset values are less
volatile and existing aircraft operating lease commitments are likely to command a market
premium in the event of disposal. Long term debt further enhances the aircraft operating
lessor’s ability to manage the asset portfolio through the cycle.
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1. OVERVIEW

We are a leading global aircraft operating leasing company. We are the largest aircraft
operating leasing company headquartered in Asia, and the fifth largest global aircraft operating
leasing company, in each case as measured by the value of owned aircraft as at 31 December
2015 (excluding aircraft ordered but undelivered).

Our business model is underpinned by strong global trends in the aviation industry. Our
business benefits from (i) strong growth in travel volume and an increasing propensity to fly,
particularly in the Asia Pacific region, driving the demand for new aircraft, and (ii) an increasing
preference for many airlines to lease rather than to purchase aircraft. Our aircraft are mobile,
can be redeployed throughout the world, and have long economic lives. We also benefit from
long-term, U.S. Dollar-denominated cash flows from a global customer base who lease our
aircraft, and from owning assets with values denominated in U.S. Dollars, which enables us to
operate a global business without exposing us to currency risk. We believe the scale of our
business and our investment grade credit ratings make us an attractive counterparty to both
aircraft manufacturers and airline customers, which further reinforces our competitiveness.

Our specialised aviation industry knowledge, our relationships with airline customers,
aircraft manufacturers and other key aviation industry participants, together with the long-term
experience and talent of our senior management team and other key employees have enabled
us to deliver strong operational and financial results through multiple industry cycles. In
particular, we have delivered 22 years of unbroken profitability, with approximately US$2.1
billion in cumulative profits from inception through 2015. Our average ROE over the Track
Record Period of 15.1% is amongst the highest for all listed aircraft operating leasing
companies.

Our core business model is focused on purchasing new, fuel-efficient, in-demand aircraft
at competitive prices directly from aircraft manufacturers, financing those aircraft purchases
efficiently, placing our aircraft on long-term operating leases with a globally diversified
customer base and selling our aircraft to maintain a young fleet, to mitigate risks in our aircraft
portfolio and to generate gains on sale, as well as reinvesting the sale proceeds in new aircraft
investments. From our inception in 1993 to 31 December 2015, we have:

° purchased and committed to purchase more than 670 aircraft, with an aggregate
purchase price in excess of US$32 billion;

° executed more than 590 leases with more than 120 airlines in 48 countries;
o raised more than US$16 billion in debt financing since 1 January 2007;
o sold more than 210 owned and managed aircraft; and

° transitioned more than 50 aircraft at lease end and repossessed 29 aircraft from
airline customers based in 11 jurisdictions.
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We maintain a fleet of young, fuel-efficient, in-demand aircraft types. As at 31 December
2015, our aircraft fleet comprised 270 aircraft, of which 227 were owned aircraft and 43 were
managed on behalf of third party customers, and these aircraft are on lease to 62 airlines in
30 countries. As at 31 December 2015, the average aircraft age of our owned aircraft fleet was
3.3 years weighted by net book value, making our owned fleet one of the youngest in the
aircraft operating lease industry. The average remaining lease term of our owned aircraft
operating leases as at 31 December 2015 was 7.4 years, which is one of the longest in the
industry. We also have a significant order book of 241 aircraft as at 31 December 2015, with
an average of 40 aircraft committed for delivery each year in the period from 1 January 2016
to 31 December 2021. Our order book comprises principally popular single-aisle aircraft, such
as the Airbus A320 family and Boeing 737 family, including the A320NEO and 737 MAX 8 new
technology models.

We benefit from a low average cost of funds, which was 1.9% in 2013 and 2014 and 2.0%
in 2015, supported by our strong credit ratings (which, as at the Latest Practicable Date, were
A- from both Standard & Poor’s and Fitch) and a diversified range of funding sources.
Unsecured bonds and commercial bank financing are our primary sources of debt funding.

We enjoy strong and committed support from Bank of China, a top 10 bank globally by
market capitalisation as at the Latest Practicable Date and a Fortune Global 50 company.
Following completion of the Global Offering, Bank of China will retain a substantial majority
shareholding in the Company, and the Company will remain as a subsidiary of Bank of China
and will continue to carry the BOC brand name. In addition, Bank of China has provided us with
a US$2.0 billion committed unsecured revolving credit facility, which matures in April 2022.
This facility remained undrawn as at the Latest Practicable Date.

Our senior management team is highly experienced and stable, with Mr. Robert Martin
(our Chief Executive Officer) and Mr. Phang Thim Fatt (our Chief Financial Officer) having
worked together at the Company since 1998. This team has successfully managed the Group
through multiple industry cycles. They are key to the Group’s historical performance in
executing successfully our business strategy and, in particular, in overseeing and leading the
Group’s active approach to risk management and corporate governance. In addition, many of
our senior management have extensive experience working in the aviation industry in multiple
jurisdictions.
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2. COMPETITIVE STRENGTHS

Our competitive strengths include:

A young aircraft fleet and an aircraft order book comprised primarily of fuel-efficient,
in-demand aircraft

Our current owned aircraft fleet and those aircraft we have committed to purchase are
amongst the most widely used by airline customers and are highly liquid, being in-demand by
airline customers and aircraft investors. As at 31 December 2015, the average aircraft age
across our owned aircraft portfolio was 3.3 years weighted by net book value, one of the
youngest aircraft fleets in the aircraft operating lease industry.

Our core fleet comprises aircraft models and types that we believe have operational
flexibility, that will appeal to a broad customer base for extended periods of time, that are
fuel-efficient and technologically advanced, that can be sold on attractive terms and that can
be transitioned readily between lessees. Narrowbody aircraft, such as the popular Airbus A320
family and Boeing 737 family, make up 68.6% of our owned fleet by net book value as at 31
December 2015. In addition, the majority of the widebody aircraft in our aircraft portfolio are
the most popular twin-engine aircraft types — the Airbus A330-300 and Boeing 777-300ER.

We are well positioned for future growth, with a strong order book of 241 aircraft
(including the more fuel-efficient A320NEO and 737 MAX 8) as at 31 December 2015,
averaging 40 deliveries per year in the period from 2016 to 2021, providing our base
contracted pipeline for deliveries of aircraft. We are also opportunistic when we see attractive
opportunities to purchase additional aircraft from airlines through purchase and leaseback
(“PLB”) transactions as well as purchase opportunities from aircraft manufacturers as and
when they arise. Our balance sheet capacity and our backstop lines of credit enable us to react
quickly to opportunities.

Scale and well-established long-standing relationships with aircraft manufacturers,
airline customers and aircraft investors

We are a top five global aircraft operating leasing company by the value of owned aircraft
according to market information sourced by Ascend. We benefit from significant financial
scale, with assets of US$12.5 billion as at 31 December 2015, and the ability to purchase, and
to make future commitments to purchase, large numbers of aircraft. Combined with the skill
and experience of our senior management team and our dedicated aircraft purchasing team,
our scale and well-established long-standing relationships with the major aircraft and engine
manufacturers, including Airbus and Boeing, allow us to achieve what we believe to be
competitive aircraft purchase pricing and other terms.
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We have developed strong airline customer relationships over our 22-year history,
allowing us to place our aircraft with a geographically diversified customer base. Our ability to
move quickly to complete large transactions gives us a competitive advantage with our airline
customers, who often prefer to execute single transactions for larger numbers of aircraft
instead of multiple transactions. Our financial strength also enables us to take a
counter-cyclical approach to investment in aircraft.

Selling aircraft is one of our core competencies. Since our inception in 1993, we have sold
more than 210 owned and managed aircraft to a wide range of buyers including other leasing
companies, airlines and financial investors. We have developed an extensive network of
established aircraft investors and airline customers to whom we can sell aircraft, and our
ability to implement successful sales programmes throughout industry cycles is one of our
competitive strengths. Our innovative sale of a large portfolio of aircraft to a
special purpose purchaser funded through the capital markets in 2015 was named
IFR Asia’s Structured Finance Deal of the Year for 2015. Our aircraft sales enable us to
mitigate risks in our aircraft portfolio and generate gains on sale, as well as allowing us to
reinvest sale proceeds in new aircraft investments.

Long-term contracted cash flows from a geographically diversified customer base

We have a globally diversified client base across customers and geographical regions.
This diversification reduces our exposure to risks associated with customer concentrations
and fluctuations in regional geopolitical and economic conditions. Our customers for our
owned and managed aircraft included 62 airlines in 30 countries as at 31 December 2015. The
single largest customer group accounted for 7.2% of our total lease rental income and the
single largest jurisdiction accounted for 8.5% of our total lease rental income for the year
ended 31 December 2015. Our regional exposure is diversified, but weighted towards what we
believe to be the high growth markets in Asia. Asia Pacific (excluding Chinese Mainland, Hong
Kong, Macau and Taiwan) was our largest regional exposure, accounting for 33.2% of total
lease rental income in 2015, with Chinese Mainland, Hong Kong, Macau and Taiwan together
accounting for 16.7%, and the Americas, Europe and Middle East and Africa accounting for
19.5%, 23.9% and 6.7%, respectively.

We have strong and proven aircraft placement capabilities. Our aircraft are typically
committed for lease well in advance of their delivery to us, and our aircraft utilisation rate
(being the total number of on-lease days as a percentage of available lease days) was 99.8%
between 1 January 2008 and 31 December 2015.

Our revenue is driven by the long-term operating leases we enter into with our airline
customers. The profile of our airline customers is analysed and monitored on a regular basis,
consistent with our strong risk-aware culture. The average remaining lease term for our owned
aircraft was 7.4 years as at 31 December 2015, weighted by net book value, one of the longest
in the aircraft operating lease industry.
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Disciplined and active aircraft portfolio management to ensure a high quality aircraft
fleet

We take a disciplined and active approach to aircraft portfolio management. Our portfolio
management and in-house capabilities have been developed over our 22 year operating
history. We focus on purchasing new, fuel-efficient, in-demand aircraft and plan our fleet
replacement and growth in a disciplined way and based upon our assessment of, and
expectations for, the aviation industry and the overall demand for aircraft from customers.
Aircraft sales also play a key role in our portfolio management activities, in particular in
seeking to maintain a young average aircraft age across our fleet, reduce aircraft and
counterparty concentration risk and/or exit from non-core or less popular aircraft types,
amongst other things.

Our comprehensive in-house capabilities include aircraft purchasing, global lease
placements, investor sales, risk management and technical and operating lease management.
Our scale, experience and full service portfolio management teams aim to ensure that we
maintain an aircraft portfolio that is closely-matched with market demand and to maximise
value of our fleet.

Strong credit ratings and proven access to competitively priced debt funding

We have one of the highest credit ratings in the aircraft operating lease industry, with an
investment-grade credit ratings of A- from both Standard & Poor’s and Fitch and access to
diversified financing sources.

We believe we have one of the lowest costs of debt funding amongst aircraft operating
leasing companies globally, We maintain a proactive approach to financing through our
dedicated treasury team which has banking relationships with over 60 banks and financial
institutions in Asia, Australasia, Europe, the Middle East and North America. We also continue
to pursue and develop financing sources from new markets. For example, in 2015 we sourced
an unsecured syndicated bank loan in the Japanese market, which included more than ten new
lenders.

Since 2000, our debt capital markets issues have allowed us to access multiple bond
markets, including the Regulation S market, the Singapore bond market, Chinese Renminbi
and Australian dollar bond markets and the U.S. Rule 144A international market. As at the
Latest Practicable Date, we have raised over US$4.5 billion in debt capital markets financing
since 2000. We also benefit from strong financing relationships with U.S. Exim and the
European export credit agencies dating back to 2000. In addition, we also have strong
backstop liquidity, with an aggregate of US$2.7 billion in committed unsecured revolving credit
facilities as at 31 December 2015, US$2.0 billion of which is provided by Bank of China under
a facility expiring in 2022. As at 31 December 2015, US$2.5 billion of our committed unsecured
revolving credit facilities remained undrawn.
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Given our proven track record and strong shareholder support from Bank of China, we are
able to operate and grow our business through debt funding leverage, while also maintaining
our strong credit ratings. In addition, our cost of debt funding, ability to access the capital
markets and our efficient capital structure enable us to achieve an attractive equity return
profile and provide us with the flexibility to execute large aircraft purchase transactions
opportunistically.

Experienced senior management team with a proven track record through multiple
industry cycles and a strong risk-aware culture

We have an experienced senior management team consisting of executives of different
nationalities, with diverse professional backgrounds and a long tenure of working in the aircraft
operating lease industry and with the Group. Our Chief Executive Officer and our Chief
Financial Officer have worked together in their respective leadership positions within the
Company for 18 years, providing industry-leading continuity.

Our senior management team has a proven track record of delivering strong financial
performance. We have had 22 years of unbroken profitability since our inception in 1993, with
approximately US$2.1 billion in cumulative profits through 2015. Over the Track Record
Period, our average ROE of 15.1% was amongst the highest for all listed aircraft operating
leasing companies, whilst the volatility of our ROE was the lowest amongst all listed aircraft
operating leasing companies. Together, the senior management team has overseen the
expansion of our owned and managed aircraft fleet from 76 as at 1 January 2008 to 270 as at
31 December 2015.

Our senior management team have worked together through multiple industry cycles and
have a strong track record in anticipating and capturing opportunities as they arise in different
points of the industry cycle. For example, from the last quarter of 2008 to the end of 2009, we
acted decisively to take advantage of a number of attractive investment opportunities that
arose from the financial crisis and we acquired 61 aircraft, of which 40 were purchased through
PLB transactions.

Active risk management is an integral part of our strategy and culture. We take a holistic
approach to managing balance sheet risks. On the asset side of our balance sheet, we
maintain a high-credit quality portfolio by using models which analyse market and other data
to provide us with information on the credit profiles of our airline customers and the
marketability of our aircraft, and establishing internal guidelines on aircraft type and customer
diversification. This has resulted in a lease payment collection rate averaging 99.6% from 1
January 2008 to 31 December 2015. On the liability side of our balance sheet, we closely
monitor Group liquidity, our debt repayment profile and counterparty risk in relation to financial
institutions. Furthermore, our senior management team has a proven track record in limiting
interest rate risks and managing the tenor of our debt. We believe our senior management’s
strong focus on risk is a key differentiator for the Group, and has contributed to the stability
of our business performance.
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3. BUSINESS STRATEGIES

Our objective is to deliver attractive risk-adjusted returns to our Shareholders by pursuing
the following strategies:

Continue to grow our young, liquid aircraft portfolio with a disciplined approach and
focus on in-demand aircraft

Our business model is focused on investing in highly liquid aircraft assets: aircraft that
have large production runs, a broad airline operator base and strong investor appeal. We will
continue to take a disciplined approach to purchasing aircraft based on our measured
assessment of future demand and supply dynamics and of future capital availability.

Our portfolio will continue to be built mainly around the most popular single-aisle aircraft,
such as the Airbus A320 family and Boeing 737 family, including the AS20NEO and 737 MAX
8 new technology models, all of which enjoy high worldwide demand. We will also seek to
acquire in-demand widebody aircraft on attractive terms where a long-term lease customer for
the aircraft has been identified.

We have successfully taken advantage of market volatility and dislocations in the past to
purchase significant numbers of aircraft both from the manufacturers and airlines. We are
strongly positioned to access low-cost funding to fund opportunistic transactions and we have
a scalable operating platform to support these activities.

Actively manage our existing aircraft portfolio to mitigate risk with a view to maximising
long term value

We seek to actively manage our aircraft portfolio with a view to maximising the long-term
economic value of our owned aircraft and to mitigate risk. Active aircraft portfolio management
involves opportunistically selling aircraft, to manage risk and to generate gains on sale, and
reinvesting the proceeds in new aircraft.

Our core strategy is to grow our earnings and assets over the long term, with an emphasis
on investing more at the low points in the airline industry and financial liquidity cycles and
selling more at the high points in those cycles. We will continue to aim to accomplish this by
(i) maintaining a young fleet of narrowbody aircraft and focusing on stronger airline customers
which we consider to be financially strong with whom we will place our aircraft on longer lease
terms, and (ii) optimising the liability side of our balance sheet with the lowest cost and most
flexible funding available to us.
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Continue to develop and grow our long-standing relationships with key industry
participants

We have developed strong customer relationships during our 22-year operating history.
We also have a presence in a number of key global aircraft operating leasing markets and in
addition to maintaining close relationships with our existing customers, are able to develop
new airline customers and source potential transactions across the globe. We expect to
continue to grow and diversify our client base by focusing our leasing activities on airlines in
high-growth areas of the world. Where appropriate, we will also seek to better serve our
customers by opening new offices, such as our office in Tianjin (PRC) which opened recently.
Our subsidiary in Tianjin was set up for the purpose of developing business opportunities with
Chinese airlines by basing staff from our leasing team in China, and to allow us to offer more
competitive terms for operating leases entered into with Chinese airlines by eliminating the
Chinese withholding tax liability that would apply to a cross-border lease. Additionally, we will
continue to seek new opportunities that allow us to expand our relationships with aircraft
investors and other aviation industry participants.

Our senior management team will continue to play a key role in developing and growing
customer and other key relationships. The strong relationships of this team with key industry
participants, such as the aircraft manufacturers and airlines, position us to access new and
additional market opportunities to drive growth in revenues and cash flow. We believe that our
senior management team’s experience in the aircraft operating lease industry is particularly
valued by our airline customers, allowing the Group to work with them to understand their
long-term needs and assist them in managing their business plans and fleet requirements.

Further diversify our financing sources to maintain our low cost of funding, financing
flexibility and efficient capital structure

We will seek to continue to build on our long-term relationships with commercial banks
and capital markets investors. We will continue to use a balanced mix of funding sources,
including the commercial banking market and the debt capital markets and seek to maintain
comparatively low debt funding costs. Drawing on our strong relationship with Bank of China
and appropriately targeting key credit metrics in the execution of our business model, we will
seek to ensure that we maintain our current strong credit ratings. Our investment grade
corporate credit ratings and our access to diverse sources of capital allow us to maintain an
efficient capital structure and generate attractive returns on equity for our Shareholders.

4. OUR AIRCRAFT FLEET

Our core fleet comprises aircraft types that will appeal to a broad airline customer base
over extended periods of time, that are fuel-efficient and technologically advanced, and that
have broad appeal to aircraft investors. Our fleet portfolio strategy is determined and regularly
reviewed by our management and Board.
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a. Current Fleet

As at 31 December 2015 our fleet and order book comprised the following aircraft types:

Total

Owned Managed Aircraft on Number of
Aircraft type Aircraft Aircraft Order™ Aircraft
Narrowbody Aircraft
Airbus A320CEOQO family................. 108 14 58 180
Airbus A320NEO family................. 0 0 64 64
Boeing 737NG family. .. ................ 78 12 54 144
Boeing 737 MAX 8. ... . ... .. ... ... 0 0 61 61
Embraer E190 family. ... ............... 11 2 0 13
Narrowbody sub-total 197 28 237 462
Widebody Aircraft
Airbus A330-300 .......... .. ... .. ..., 11 8 2 21
Boeing 777-300ER. . . . ... .. ... .. L. 13 2 2 17
Boeing 777-300 . . . ... ... ... 1 1 0 2
Boeing 787. . . . ... 2 0 0 2
Widebody sub-total ... ................. 27 11 4 42
Freighters. . ... ... ... . ... .. ... .... 3 4 0 7
Total............. i 2277 43 241 511
Notes

(1)  Includes all commitments to purchase aircraft including those where an airline customer has the right to acquire
the relevant aircraft of which, as at 31 December 2015 and as at the Latest Practicable Date, there were 14 and
11 aircraft, respectively.

(2) As at 31 December 2015, the Company had classified as assets held for sale seven aircraft, comprising six
Airbus A320CEO family aircraft and one Boeing 737NG family aircraft, for which it had entered into agreements
to sell in accordance with the Company’s strategy of actively managing its aircraft portfolio.

As at 31 December 2015 our fleet comprised 227 owned aircraft and 43 managed aircraft,
which is the largest owned fleet amongst aircraft operating leasing companies headquartered
in Asia and the fifth largest owned fleet amongst global aircraft operating leasing companies.
As at the Latest Practicable Date, our fleet comprised 231 owned aircraft and 39 managed
aircraft, which reflects the purchase of 16 owned aircraft and sale of 12 owned aircraft since
31 December 2015. After 31 December 2015, we entered into commitments to purchase four
new aircraft and accordingly, our order book comprised 226 aircraft as at the Latest
Practicable Date.

As at 31 December 2015, the average aircraft age across our owned aircraft portfolio was
3.3 years weighted by net book value, making our owned aircraft fleet one of the youngest in
the aircraft operating lease industry. We intend to sell all of our owned aircraft that are more
than 10 years old and all aircraft that are out of production before 31 December 2016.
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The popular Airbus A320 family and Boeing 737NG family aircraft form the core of our
current fleet. These are the most widely used single-aisle aircraft in the world, and have
historically had strong demand from both airline operators and aircraft investors. The balance
of our current fleet is made up mainly of the popular twin-aisle models Airbus A330-300 and
Boeing 777-300ER aircraft. In addition, we have Embraer E190 family aircraft, which are
narrow-body medium-range twin-engine jet airliners, and a small number of Boeing 787
aircraft, which are long-range, mid-size, wide-body, twin-engine jet airliners. We also have a
small number of wide-body, maindeck freighters within our fleet.

The following table sets out a breakdown of the number of aircraft delivered to us for the
years indicated.

Year ended 31 December

2007 2008 2009 2010 2011 2012 2013 2014 2015

From order book.......... 7 14 17 27 22 22 31 41 44
From PLB transactions. .. .. 0 12 31 5 6 5 17 16 6
Total aircraft ............ 7 26 48 32 28 27 48 57 50"

The following table sets out a breakdown of the number of owned aircraft sold by us for the years indicated.

Year ended 31 December

2007 2008 2009 2010 201 2012 2013 2014 2015

Number of owned aircraft
sold . ... 12 12 3 10 10 6 21 33 43M

Our fleet has grown significantly since 2007. The following table sets out the growth of our
owned and managed fleet over that period.

As at 31 December

2007 2008 2009 2010 2011 2012 2013 2014 2015

Number of owned aircraft . 59 73 118 140 158 179 206 230 227
Number of managed

aircraft .............. 17 19 24 26 25 24 20 20 43
Total aircraft........... 76 92 142 166 183 203 226 250 270
Note:

(1)  Of the 50 aircraft delivered in 2015, 10 were acquired by the relevant airline lessees as a result of the exercise
of their options to take ownership of aircraft. Such aircraft were not included as owned aircraft sold.
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b. Aircraft Purchase Commitments

i Overview

As part of our future growth plans we had, as at the 31 December 2015, commitments to
acquire 241 aircraft, either through our order book with the OEMs or pursuant to purchase and
leaseback transactions with airline customers. These commitments represent an average of 40
deliveries per year during the period from 2016 to 2021. As at 31 December 2015, our aircraft
purchase commitments comprised the following:

Number of Aircraft Scheduled for Delivery
During Year Ended 31 December™

2016 2017 2018 2019 2020 2021
Aircraft type
Narrowbody Aircraft
Airbus A320CEO family. . . 41 17 0 0 0 0
Airbus A320NEO family. . . 0 10 24 27 3 0
Boeing 737NG family . ... 18 23 13 0 0 0
Boeing 737 MAX 8....... 0 0 0 10 20 31
Widebody Aircraft
Airbus A330-300 ........ 0 2 0 0 0 0
Boeing 777-300ER. . ... .. 0 2 0 0 0 0
Total.................. 59 54 37 37 23 31
Note:
(1) Includes all commitments to purchase aircraft including those where an airline customer has the right to acquire

the relevant aircraft of which, as at 31 December 2015 and as at the Latest Practicable Date, there were 14 and
11 aircraft, respectively.

As at the Latest Practicable Date, we have commitments to acquire 226 aircraft as a
result of deliveries since 31 December 2015.

We plan our fleet replacement and growth in a disciplined way, based upon our
assessment of, and expectations for, the aircraft operating lease industry and the overall
demand for aircraft from customers. Our order book provides our base contracted pipeline for
our deliveries of aircraft, but we are also opportunistic when we see attractive investment
opportunities for additional aircraft either from OEMs or pursuant to PLBs. Our balance sheet
capacity and our backstop lines of credit enable us to react quickly to opportunities.
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Our relationships with the OEMs and our airline customers, which have been developed
over our 22-year operating history, provide us with not only access to aircraft at competitive
prices, but also access to those models of aircraft which we believe to be most beneficial to
our business strategy and flexibility on aircraft delivery dates. They also provide us with insight
into, and information on, technological and other aircraft design, re-design and operational
developments and issues and general industry intelligence, including on potential aircraft
demand trends. Our scale and relationships with our airline customers and the OEMs allow us
to deploy a counter-cyclical investment approach. For example, from the last quarter of 2008
to the end of 2009, we acted decisively to take advantage of a number of attractive investment
opportunities that arose from the financial crisis and we acquired 61 aircraft, of which 40 were
purchased through PLB transactions.

ii. Lease Commitments for Future Aircraft Purchase Commitments

Our integrated approach to aircraft purchasing, aircraft leasing and aircraft sales,
together with an active approach to risk management, has contributed to our high aircraft
utilisation rate of 99.8% between 1 January 2008 and 31 December 2015 (based on the total
number of on-lease days as a percentage of available lease days). This approach mitigates
significantly the issues and potential risks associated with owning aircraft without leasing
commitments. See “Business — Our Business Operations” for further details.

As at 31 December 2015, of the 241 aircraft we had committed to purchase, 74 were
committed for lease. As at the Latest Practicable Date, 19 of our scheduled aircraft deliveries
for 2016 were delivered, and all these aircraft were on-lease at delivery, other than three,
which were acquired by airline customers. As at the Latest Practicable Date, of the 226 aircraft
we had committed to purchase, 85 were committed for lease. All of the remaining scheduled
deliveries in 2016 are committed for lease. During the Track Record Period we have never
failed to secure lease commitments from our airline customers for new aircraft deliveries.

iii. Financing Arrangements

As at 31 December 2015, we estimate that the aggregate remaining capital commitments
for the 241 aircraft we have committed to purchase amounted to US$9.6 billion, with US$1.9
billion of that amount expected to be paid during 2016. Consistent with the practice across the
aircraft operating lease industry, the purchase price to be paid for these committed aircraft is
not fixed at the time of entering into the relevant aircraft purchase agreement and will only be
finalised upon the determination of the final specifications of the aircraft to be delivered and
upon determination of all other relevant adjustments, including price escalation clauses. Our
capital expenditure in 2016 will include pre-delivery payments associated with aircraft
scheduled for delivery in the future.
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The Group’s aircraft purchase commitments as at the Latest Practicable Date are
expected to be financed through a range of diverse funding sources, including (a) revenue
generated from the Group’s aircraft operating leasing activities, (b) the proceeds from the
Group’s debt capital markets issues, (c) the amounts made available and drawn down under
the Group’s various bank financing facilities, and (d) the net proceeds of sale of owned aircraft
we sell. In addition, whilst the Group has available to it and has access to sufficient cash
resources to fund its aircraft purchase commitments as at the Latest Practicable Date, it also
expects to apply the net proceeds from the Global Offering towards such purchase
commitments.

iv. ~Key Terms of Aircraft Purchase Agreements with Manufacturers

The key terms of an aircraft purchase agreement include a detailed specification of the
aircraft type and engine choices (and any ability to change such specifications), the purchase
price, the scheduled delivery timetable, the delivery conditions and the consequences in the
event of manufacturer’s delay in delivery. Our major obligations as a purchaser under an
aircraft purchase agreement are to make engine and specification selections, supply buyer-
furnished equipment and to make the required pre-delivery payments and the final payment
and to take delivery of the aircraft from the manufacturer in accordance with the agreement.

The aircraft purchase price is usually paid to manufacturers in installments by way of
pre-delivery payments and a final payment before delivery of the aircraft. Whilst the
percentage of total purchase price of the aircraft required by the manufacturers to be paid in
the form of pre-delivery payment installments is subject to negotiation between purchasers of
aircraft and manufacturers, as much as 30% to 50% of the total aircraft purchase price is
payable, typically beginning 24 months prior to scheduled delivery of the aircraft. The balance
of the purchase price for the aircraft, ranging from 50% to 70% of the total purchase price, is
due upon delivery. The purchaser will obtain the title to an aircraft upon payment of the final
installment of the purchase price to the manufacturer. Aircraft manufacturers periodically
announce the catalog price of certain models of aircraft manufactured by them, and on the
basis of the catalog price manufacturers also adjust the purchase price of aircraft based on the
change of certain indices or other variables, and the detailed price adjustment mechanism is
set out in the aircraft purchase agreement. In addition, depending on the actual order and the
then prevailing market conditions, the purchaser and the manufacturer may agree on other
adjustments to the aircraft purchase price.

Aircraft manufacturing is a complex process and involves hundreds of suppliers of
materials, parts and components. Aircraft manufacturers usually differentiate delivery delays
caused by factors beyond their control from other delays. The aircraft purchase agreements
between us and Airbus and Boeing provide for delays that may arise and the rights and
remedies available to us as the purchaser in the event of such delays.

V. General Mandate to Purchase New Aircraft from Aircraft Manufacturers

“

Aircraft purchases are part of our ordinary course of business and, as explained in
Overview” above, we plan our fleet replacement and growth in a disciplined way, based upon
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our overall assessment of future demand for leased aircraft from airline customers. Our order
book provides our base contracted pipeline for our deliveries of aircraft but we are also
opportunistic when we see attractive investment opportunities to purchase additional new
aircraft.

Following the Listing, if a purchase of aircraft exceeds certain thresholds as set out in the
Listing Rules, we will be required to obtain the approval of Shareholders for such purchase.
Given the frequency and size of our aircraft purchases in our ordinary course of business, this
could have an impact on our ability to enter into aircraft purchase commitments as and when
appropriate in order to build on our aircraft order book and to move quickly to capture new
opportunities.

In order to provide us with greater flexibility to enter into aircraft purchase commitments
as and when appropriate, conditional upon the satisfaction (or, if applicable, waiver) of the
conditions set out in “Structure of the Global Offering — Conditions of the Global Offering”, our
sole Shareholder has by way of written shareholder’s resolutions granted a general mandate
to the Directors to purchase new aircraft (the “Aircraft Purchase Mandate”) on and subject
to the terms and conditions described below.

The terms and conditions of the Aircraft Purchase Mandate are as follows:

(a) the Aircraft Purchase Mandate shall remain in effect during the period from the
passing of the resolution until the earliest of (i) the conclusion of the next annual
general meeting of the Company, (ii) the end of the period within which the Company
is required by the Constitution or any applicable laws to hold its next annual general

meeting, and (iii) the date on which the resolution is varied or revoked by an ordinary
resolution of the Shareholders in general meeting (the “mandate period”);

(b) all aircraft shall be purchased from either or both of Airbus SAS and The Boeing
Company;

(c) the aggregate number of aircraft which may be purchased from Airbus SAS under the
Aircraft Purchase Mandate during the mandate period shall not exceed 50
single-aisle or “single-aisle equivalent” aircraft and may comprise the following
aircraft types or a combination thereof:

Single-Aisle Aircraft:

o A320CEO family

o A320NEO family

Twin-Aisle Aircraft:

° A330 family (each equivalent to 2.5 single-aisle aircraft)
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(d)

()

° A330 NEO family (each equivalent to 2.5 single-aisle aircraft)
° A350 family (each equivalent to 3 single-aisle aircraft);

the aggregate number of aircraft which may be purchased from The Boeing
Company under the Aircraft Purchase Mandate during the mandate period shall not
exceed 50 single-aisle or “single-aisle equivalent” aircraft and may comprise the
following aircraft types or a combination thereof:

Single-Aisle Aircraft:

o 737NG family

e 737 MAX family

Twin-Aisle Aircraft:

° 777 family (each equivalent to 3 single-aisle aircraft)

o 787 family (each equivalent to 2.5 single-aisle aircraft);

the aggregate amount of the list price (comprising the airframe price, optional
features price, engine price and forecast escalation) of the aircraft which may be
purchased under the Aircraft Purchase Mandate during the mandate period shall not
exceed US$6.2 billion (from Airbus SAS) and US$6.3 billion (from The Boeing
Company);

the terms of each purchase shall be negotiated and entered into by the Company on
arm’s length terms in accordance with the Group’s customary business practices, the
actual purchase price of each aircraft shall not exceed the aircraft list price and the
terms of each purchase shall be fair and reasonable and in the interests of the
Shareholders as a whole;

the extent of any price adjustments granted by the relevant aircraft manufacturer for
each purchase shall not be materially different from the price adjustments the Group
has obtained in previous aircraft purchases from that aircraft manufacturer; and

when the Company enters into an agreement to purchase aircraft from an aircraft
manufacturer under the Aircraft Purchase Mandate during the mandate period and
such purchase would constitute a notifiable transaction for the Company under the
Listing Rules, the Company will make an announcement stating the following
information:

(i) the date of the relevant purchase agreement;

(i) the number and type of aircraft agreed to be purchased;
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(iii) the aggregate amount of the list price of the aircraft agreed to be purchased;

(iv) the payment and delivery terms for the aircraft;

(v) the anticipated source of funding for the aircraft purchase;

(vi) the cumulative number of aircraft purchased and the corresponding aggregate
list price of the aircraft purchased under the Aircraft Purchase Mandate;

(vii) a confirmation from the Directors of the matters set out in paragraphs (f) and (g)
above; and

(viii) the reasons and benefits of the purchase.

The Company will include in the interim and annual reports of the Company the
information set out in paragraph (h)(vi) above.

“

As explained in “— Key Terms of Aircraft Purchase Agreements with Manufacturers
above, the actual purchase price of aircraft purchased from the aircraft manufacturers reflect
certain price adjustments to the catalog or list price of the aircraft, which are determined based
on certain variables and negotiations between the purchaser and the aircraft manufacturer. It
is normal business practice in the global aviation industry for the aircraft list price, instead of
the actual purchase price, to be disclosed for aircraft purchases. Accordingly, the terms of the
Aircraft Purchase Mandate refer to the aggregate list price of the aircraft which may be
purchased. In respect of any aircraft purchase under the Aircraft Purchase Mandate which
would constitute a notifiable transaction for the Company under the Listing Rules, the
Company will make an application to the Stock Exchange for a waiver from strict compliance
with Rule 14.58(4) of the Listing Rules in respect of the requirement to disclose the actual
purchase price of such aircraft purchased.

”

The aggregate number and type of aircraft which may be purchased pursuant to the
Aircraft Purchase Mandate was determined by reference to the Company’s past activity in
ordering new aircraft from the aircraft manufacturers, its planned capital expenditure and the
need to replenish its portfolio after selling older aircraft.

The Directors (including the Independent Non-executive Directors) are of the view that
the terms of the Aircraft Purchase Mandate are fair and reasonable and in the interests of the
Shareholders as a whole. The Directors (including the Independent Non-executive Directors)
are also of the view that if the Aircraft Purchase Mandate is exercised in full, the purchase of
the aircraft pursuant thereto would not have any material adverse impact on the earnings and
assets and liabilities of the Group.

It is the intention of the Directors to obtain a renewal of the Aircraft Purchase Mandate at
each annual general meeting of the Company.
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5. OUR AIRLINE CUSTOMERS

Our airline customers are geographically diverse. As at 31 December 2015, our 227
owned aircraft were leased to 57 airlines in 29 countries. Consistent with our leasing strategy
and our customer concentration guidelines, our lease rental income is well-diversified both
across customers and geographical regions. The following table highlights the geographical
diversification of the total lease rental income for our owned aircraft portfolio for the years
ended 31 December 2013, 2014 and 2015, respectively:

Percentage of Total
Lease Rental Income For
Year Ended 31 December

Region 2013 2014 2015

Asia Pacific (excluding Chinese Mainland, Hong Kong,

Macau and Taiwan) . .............uuiiiennan.. 28.4% 31.2% 33.2%
Chinese Mainland, Hong Kong, Macau and Taiwan . . .. 14.1% 12.5% 16.7%
Americas .. .. ... 24.2% 22.7% 19.5%
Europe ... 24.6% 26.0% 23.9%
Middle East & Africa .. .......... ... ... .. .. .. .. ... 8.7% 7.6% 6.7%

For the year ended 31 December 2015, the single largest customer group accounted for
7.2% of our total lease rental income for our owned aircraft portfolio. Our ten largest customers
accounted for approximately 50.8% of our total lease rental income for the year ended 31
December 2015:

Percentage of Total
Lease Rental
Number of Aircraft Income For Year
as at 31 December Ended 31 December

Customer Jurisdiction™ 2015 2015
Cathay Pacific Group® ..... Hong Kong 10 7.2%
lberia®. ... ... ... ....... Spain 8 5.9%
Qantas ................... Australia 16 5.9%
Thai Airways. . ............. Thailand 4 5.6%
Lion Air Group™® ........... Indonesia, Malaysia, 12 5.5%
Thailand

Aeroflot. .. ................ Russia 14 5.1%
Jet Airways. . .............. India 11 4.4%
Southwest Airlines.......... USA 14 3.9%
Gol ... ... ... Brazil 8 3.7%
Westdet .................. Canada 8 3.6%
m We classify the “Jurisdiction” of our customers by reference to their principal place of business.
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@ Includes our leases with Cathay Pacific (Hong Kong) and Cathay Dragon (Hong Kong).

@) 15 aircraft, representing 8.7% of lease rental income for the year ended 31 December 2015, were placed on
operating lease with airlines in the IAG Group, of which Iberia is a member.

“ Includes our leases with Lion Air (Indonesia), Thai Lion Air (Thailand), Malindo Air (Malaysia) and Batik Air
(Indonesia).

For 2013, 2014 and 2015, the revenue from the five largest customers of the Group
accounted for approximately 34.7%, 33.3% and 30.1% of the total lease rental income of the
Group, respectively. For 2013, 2014 and 2015, the revenue attributable to the Group’s largest
single customer group accounted for approximately 8.8%, 7.5% and 7.2% of the total lease
rental income of the Group, respectively.

The five largest customers are independent third parties and, to the best knowledge and
belief of the Directors, none of the Directors or their close associates or any Shareholders
(which to the knowledge of the Directors beneficially own more than 5% of the Shares) had any
interests in any of the five largest customers of the Group during the Track Record Period.
During the Track Record Period, none of the Group’s major customers were also the Group’s
major suppliers and vice versa.

Given new deliveries and related leases and based upon existing and future lease
commitments for owned aircraft, our ten largest customers will change in 2016 and future
years.

6. OUR BUSINESS OPERATIONS
a. Overview

Aircraft leasing is an important part of the global aviation supply chain. However, the
characteristics of the aircraft operating lease industry differ from those of aircraft
manufacturers and airline operators. In contrast to manufacturers and operators, who are
subject to significant volatility in short-term demand and input costs, aircraft operating leasing
companies have stable portfolios of long-term lease contracts that provide regular, predictable
cash flows, and are typically funded by long-term debt. The following diagram highlights the
position of the aircraft operating leasing companies in the aviation industry.

Payment of aircraft

purchase price Lease payments

Aircraft : :
< Aircraft Operating o
Manufacturers / Leasing Companies Airline Operators
Owners

Long-term operating
lease of aircraft

Delivery of aircraft

Aircraft sale
proceeds

Disposal of
aircraft

Investors in <«—— Indicates Capital Flow

Secondary Aircraft ) )
Indicates Aircraft Flow
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Our core revenue-generating activity is leasing aircraft to our airline customers, which
makes up around 90% of our revenues and other income generated over the Track Record
Period. In addition, we generate revenue from:

° selling our owned aircraft;

° earning interest and fee income in connection with aircraft pre-delivery payments
pursuant to lease commitments or other sources and aircraft lease management and
servicing arrangements; and

o earning fee income from selling managed aircraft.

Our business model has been established and refined over our 22 years of operation and
is implemented through an integrated approach across all teams and functions of the Group
to enable the Group to deliver on its key strategic objectives. The key elements of our business
model are:

° acquiring aircraft: acquiring, at competitive prices, aircraft that are expected to
appeal to a broad range of aircraft leasing customers and aircraft purchasers and
investors, with strong anticipated residual value and transferability characteristics;

o leasing aircraft to a geographically diverse group of airline customers on
favourable lease terms: maintaining and seeking to continually develop
relationships with a geographically diversified group of airline customers for aircraft
lease placements with favourable lease pricing, tenure and other terms and
conditions;

° selling aircraft: as part of our active portfolio management and risk management
programme, regularly reviewing our portfolio to ensure aircraft are offered for sale at
optimal times and to generate attractive returns on sale that can be reinvested in
new aircraft; and

o driving down funding costs: continually seeking to obtain financing at the lowest
available cost and most favourable terms, with a well-dispersed repayment profile.

We operate from our offices in Singapore, Dublin (the Republic of Ireland), London (the
United Kingdom), Seattle (USA) and Tianjin (PRC), which allows us to source and maintain
new and existing airline customers and to source potential transactions globally. These offices
also allow us to maintain close relationships with the aircraft OEMs and to be connected with
the principal providers of our funding.

b. Aircraft Purchasing

i. Overview

We focus our investment strategy on aircraft that are popular with airline customers and
that appeal to aircraft investors. As a result, our portfolio is built mainly around the popular
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Airbus A320 family and Boeing 737NG family aircraft. Our aircraft purchasing strategy is
determined and reviewed regularly by our management and our Board, as are the aircraft
purchase transactions entered into by the Group. We principally enter into two types of aircraft
purchase transactions:

(i) aircraft purchases through our order book, which involve us placing aircraft purchase
orders with the aircraft OEMs and securing an operating lease with an airline
customer from delivery; and

(ii) aircraft purchases in connection with purchase and leaseback transactions, which
involve us taking over aircraft purchase commitment(s) an airline has with an aircraft
OEM or buying aircraft from the airline and in either case leasing the aircraft back
to the airline customer.

Between our inception in 1993 and 31 December 2015, we have acquired or committed
to acquire more than 670 aircraft, of which approximately 80% were ordered directly from
Airbus, Boeing and Embraer and approximately 20% of which were acquired through purchase
and leaseback transactions with airlines. Of the 155 aircraft we took delivery of during the
Track Record Period, 82 were acquired from Airbus, 60 from Boeing (in each case either
through our order book or pursuant to purchase and leaseback transactions) and the remaining
13 aircraft were acquired from Embraer. All of the 39 aircraft acquired from airlines pursuant
to purchase and leaseback transactions during the Track Record Period were new aircraft
delivered directly from the OEM.

We have a disciplined approach to aircraft purchasing based on measured forecasting of
future demand and supply dynamics as well as capital availability. We are in frequent dialogue
with our airline customers and the OEMs through multiple levels of interaction with their
organisations, developing potential purchase opportunities and building market intelligence to
inform and refine our views on optimal fleet composition in response to anticipated airline
customer demand. This allows us to acquire aircraft based on a detailed and measured
assessment of future demand and supply dynamics, even in circumstances where specific
airline customers have not yet been identified and/or leasing commitments have not yet been
entered into.

Before we commit to acquire aircraft, we take into account various different factors,
including:

° the capabilities of the relevant aircraft model and any competing products;

° future demand for the relevant aircraft model, both from airline operators as future
customers and airline operators and investors as future purchasers;

° market demand and supply dynamics for the relevant aircraft model;

° OEM order backlogs;
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° engine selection, operational capabilities and features by reference to expected
market demand; and

° the likelihood of technological obsolescence.

In addition, all aircraft purchases are assessed and evaluated by reference to our ability
to ultimately realise the residual value of the aircraft and various other financial return and
other benchmarking requirements. The delivery schedule for our aircraft is carefully planned
and spread out over time to ensure that our future capital expenditure commitments are in line
with our capital-raising capabilities and to avoid delivery concentrations in any single period
given the cyclical nature of the airline industry. See “Business — Our Aircraft Fleet’ for further
details.

While our strategy is primarily focused on aircraft purchases through our order book, the
Group constantly evaluates and analyses potential aircraft purchase and leaseback
transactions as and when they arise. Aircraft purchase and leaseback transactions are
implemented if and when the financial and other terms are consistent with the Group’s financial
return and other benchmarking requirements. Whether these types of transaction are
attractive to both airline customers and the Group depends on a number of factors, including
in particular the macroeconomic environment and other market and operating conditions with
which airlines are faced, as well as the Group’s anticipated returns on these transactions as
compared with order book aircraft purchases.

The aggregate amount of capital expenditure deployed (as well as the respective
percentage of total Group capital expenditure during the relevant periods) in connection with
aircraft purchases through our order book including pre-delivery payments and pursuant to
aircraft purchase and leaseback transactions over the last three financial years, respectively,
was as follows:

Year ended 31 December

Capital expenditure 2013 2014 2015

(in thousands of US$, except for percentages)

Order book aircraft

purchases

(including

pre-delivery

payments)...... 1,530,893 61.2% 2,185,789 69.6% 3,010,627 88.1%
Aircraft purchased

pursuant to

purchase and

leaseback
transactions . ... 969,600 38.8% 956,300 30.4% 406,700 11.9%
Total............ 2,500,493 100.0% 3,142,089 100.0% 3,417,327 100.0%
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Given increased competition in the PLB market and the relative attractiveness of direct
OEM aircraft purchase opportunities, the percentage of direct OEM aircraft purchases
increased in 2015.

ii. Key Supplier Relationships

Our primary capital costs are aircraft purchases which include the aircraft along with
engines and buyer-furnished equipment (such as seats and galleys). These are accounted for
as capital expenditure. The aircraft are recognised as plant and equipment assets on the
balance sheet and are then depreciated in accordance with our accounting policies. This
depreciation represents the largest component of our costs along with finance expenses and
staff costs.

The Group’s largest suppliers of aircraft are Airbus and Boeing. Aircraft purchases from
Airbus and Boeing accounted for approximately 86%, 88% and 99% of the total capital
expenditure (excluding purchase and leaseback transactions) of the Group for 2013, 2014 and
2015, respectively. These figures do not take into account amounts paid pursuant to purchase
and leaseback transactions with airlines where the ultimate suppliers of the relevant aircraft
were Airbus and Boeing.

In addition to Airbus and Boeing, the Group also has supplier relationships with a range
of other regular suppliers of capital equipment, primarily of aircraft engines and of
buyer-furnished equipment. The Group maintains good working relationships with a number of
industry suppliers and is therefore readily able to source required items and equipment to suit
the needs of our airline customers.

For 2013, 2014 and 2015, the purchases from the five largest suppliers of the Group
accounted for approximately 94.7%, 97.2% and 98.4%, respectively, of the total purchases of
the Group (excluding purchase and leaseback transactions) for 2013, 2014 and 2015. The five
largest such suppliers to the Group are independent third parties and, to the best knowledge
and belief of the Directors, none of the Directors or their close associates or any Shareholders
(which to the knowledge of the Directors beneficially own more than 5% of the Shares) had any
interest in any of the five largest such suppliers of the Group during the Track Record Period
(to the extent applicable with respect to such suppliers). During the Track Record Period, none
of the Group’s such major suppliers were also the Group’s such major customers and vice
versa.

We have built an extensive global network with various types of third-party service
providers. These service providers offer us access to services which are either not practical
for an aircraft operating leasing company to maintain or which supplement the resources of our
own technical team. We generally engage with three types of service provider, namely
Maintenance, Repair and Overhaul (or “MRQO”) providers, who provide, on an as needed basis,
aircraft or engine maintenance and related services, parts and material suppliers and
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specialist service suppliers who provide services such as engineering design and ferry flight
operation. The Group’s third-party service providers, including MRO providers, do not typically
account for a significant percentage of our costs, which are primarily depreciation expenses
of aircraft, debt-related expenses and staff costs. Costs associated with MRO providers can be
material from time to time, for example if specific services, such as heavy maintenance or
overhaul services are required for off-lease or repossessed aircraft. See “Business — QOur
Business Operations”.

The five largest suppliers to the Group are independent third parties and, to the best
knowledge and belief of the Directors, none of the Directors or their close associates or any
Shareholders (which to the knowledge of the Directors beneficially own more than 5% of the
Shares) had any interest in any of the five largest suppliers of the Group during the Track
Record Period. During the Track Record Period, none of the Group’s major suppliers were also
the Group’s major customers and vice versa.

ii. COMAC Launch Customer Agreement

In addition to our relationships with Airbus and Boeing, from whom the majority of our
owned aircraft are purchased, we have also entered into a Launch Customer Agreement with
the Commercial Aircraft Corporation of China (“COMAC”) covering up to 20 C919 aircraft. We
have not entered into a contract with COMAC detailing the specification, pricing and delivery
schedule for these aircraft, and negotiations in relation to these matters will only occur once
the C919 has flown. As at the Latest Practicable Date, we had no commitment to purchase any
C919 aircraft.

c. Aircraft Leasing

i. Overview

Given the profile of our fleet and our order book, which primarily comprise aircraft that we
believe to be popular with airline customers and that appeal to aircraft purchasers and
investors, we seek to consistently place our fleet on attractive lease terms with what we
believe to be high quality airline customers. This strategy not only ensures that we enter into
aircraft leases with airline customers who are more likely to comply with our lease contracts,
but also enables us to readily market our aircraft for sale with the lease to realise the residual
value of our aircraft. We believe we enhance our ability to sell aircraft at attractive prices by
selling them complete with an attractive lease with a higher quality airline customer. This
structure appeals to buyers such as financial investors and other aircraft operating leasing
companies who, as a result, are able to purchase and invest in an aircraft asset that provides
an immediate revenue stream.

As at 31 December 2015, our owned aircraft are leased to a globally diversified customer
base, comprising 57 airlines in 29 countries, with a weighted average remaining lease term of
7.4 years.
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ii. Airline Customers

The Group’s skilled and experienced leasing team is primarily responsible for the Group’s
aircraft leasing marketing activities and ensuring that new and existing airline customer
relationships are developed and maintained. This team is in regular dialogue with, and
undertakes regular targeted marketing activities for, the Group’s existing and target airline
customers. This team regularly reviews and analyses a wide range of airlines with a view to
understanding their aircraft leasing needs and is regularly in discussions with both existing
customers and new potential customers. The team works closely with other teams within the
Group and senior management to ensure that all relevant information relating to potential
leasing opportunities is captured, filtered and actioned as appropriate. The leasing team works
closely with the Group’s risk managers to ensure that it targets those potential customers that
meet the Group’s credit criteria. As part of any particular review, the Group may decline to
enter into an operating lease with a potential airline customer, which may be due to an actual
or perceived weak credit standing or a poor business model, amongst other factors.

We perform rigorous due diligence on new customers, including — in addition to financial-
and operational-focused due diligence — on their jurisdiction of incorporation and the
jurisdiction in which the aircraft will be registered, before committing to place an aircraft on
lease. In particular, our risk managers conduct thorough due diligence on prospective airline
customers. This process involves on-site customer visits and interviews, and an analysis of a
range of corporate information, including but not limited to financial and operating data. See
“— Know Your Customer and Related Compliance Risk Management, Including Sanctions
Risk” for further details.

We have developed an in-house credit rating system. We assess the macroeconomic and
industry environment in which prospective airline customers operate, including how and from
where their core revenues are derived, and this information is used to complete a credit
assessment and assign an internal credit rating. Our internal credit rating system is employed
to calculate a risk charge to be applied to lease rent, permitting the calculation of risk-adjusted
internal rates of return so that a prospective transaction may be compared with other
transactions on a common basis. Based on the internal credit rating of a prospective airline
customer, our risk managers advise on the levels of security deposits required for the lease,
and whether or not cash maintenance reserves should be paid on a periodic basis during the
lease term. See “— Our Business Operations”.

We regularly review, analyse and, where relevant, take steps to adjust our lease portfolio
by reference to a series of concentration guidelines. These guidelines aim to ensure
diversification within our lease portfolio and play an important role within the various risk
management and mitigation tools, policies, procedures and processes which are embedded
within our business model.

Our concentration guidelines analyse our exposure by reference to:
° single airline and airline group exposures, as ranked by relevant credit scores (and

which vary by reference to a range of factors including, for example, financial
structure and performance, business model implementation and market growth); and
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° regional and/or country exposures (having regard to a range of factors including for
example, in the case of countries, their sovereign risk rating).

Approaching termination of an operating lease of one of our owned aircraft we identify
appropriate airline customers with whom to place the aircraft on operating lease. In practice,
given our strategy of selling our owned aircraft during their first lease and whilst the aircraft
are relatively young, placing aircraft on a second lease has been relatively rare — during 2013,
2014 and 2015, we re-leased six, one and one aircraft, respectively. During the Track Record
Period, 80 aircraft were sold with and subject to their first lease. As at 31 December 2015, the
net book value of the Group’s aircraft subject to a second lease (i.e. where the aircraft has
transitioned to a second operator) represented less than 1% of the aggregate net book value
of all the Group’s owned aircraft.

iii. Execution of Lease Transactions

Our leasing transactions are executed by our highly experienced leasing legal teams.
These teams are capable of managing a high transaction volume. Given the technical nature
of aircraft operating lease transactions, these teams receive significant input and guidance
from various other key teams within the Group, including from the Group’s technical and sales
teams. Since inception in 1993, we have executed more than 590 leases with 120 customers
in 48 countries.

The following table details the number of operating lease transactions executed by the
Group during the Track Record Period.

Year Leases executed"
2018 . e 50

2014 e 79

201 e 46

Note:

(1)  Each lease relates to one aircraft.

Once we have sourced a potential lease opportunity, the leasing process typically
involves two documentation stages, namely the execution of a letter of intent, followed by the
execution of definitive aircraft leasing documentation. Letters of intent and definitive aircraft
leasing documentation are entered into by one of the contracting entities within the Group,
including entities incorporated and tax resident in Singapore, the Republic of Ireland, Nevada,
USA, the United Kingdom, the Cayman Islands and Tianjin municipality in the PRC.
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The Group has a range of entities in various jurisdictions to hold aircraft. Our decision as
to which entity enters into relevant documentation is driven by a number of factors, including
the airline customer’s desire for the optimal location to lease aircraft to them.

Letters of intent typically record the key financial, commercial and technical terms of the
proposed aircraft lease and typically follow accepted aircraft operating lease industry norms in
terms of content and items negotiated at this stage. Any commitment on the Group to proceed
to enter into a lease is subject to a number of conditions and letters of intent are not typically
binding upon either the Group or the airline customer until all relevant corporate approvals
have been obtained.

Once we and a potential airline customer have obtained all relevant approvals, we
promptly engage the airline customer in discussions on definitive aircraft leasing
documentation.

In the unlikely event that we fail to secure lease commitments from an airline customer,
we have a number of tools and contingency plans available to us, including delaying delivery
of the relevant aircraft or selling the aircraft.

iv. Ongoing Airline Customer Monitoring and Management

Our airline customers are responsible for all maintenance and repairs during a lease.
During the lease our in-house technical department will regularly review the maintenance
status of the aircraft. The lease requires that all maintenance is performed by an approved
organisation in accordance with the approved maintenance programme and which meets or
exceeds the aircraft and engine manufacturers’ guidelines.

Our in-house technical department has two broad functions. The first one is to provide
technical support and advice at all stages of a lease transaction to ensure that the technical
terms of any lease maintain or enhance our asset value. The second function is to regularly
review the reported maintenance status of the aircraft during a lease and to review any
modification work performed on the aircraft. At lease end they ensure that the aircraft is
returned in the specified lease-return condition and also project manage the transition to any
second or subsequent lessee.

The technical department develops and maintains dedicated resources and expertise in
a number of important areas, including:

° lease transition including maintenance and modification management;

° regulatory requirements;

° operational requirements;

° maintenance costs and related maintenance cash flow analytics;
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o engine management;

o technical data and records management;
° maintenance claim management; and

o on-lease asset management.

All airline customers are required under the terms of our operating leases to pay for all
aircraft maintenance and repairs, whether scheduled or otherwise. Depending on the
creditworthiness of our airline customers we may require our airline customers to pay cash
maintenance reserves from which airline customers can subsequently draw when agreed
maintenance is performed. Where, following completion of our detailed customer due diligence
processes, we conclude that an airline customer is of an appropriate credit strength and
profile, we may not require maintenance reserve payments to be paid monthly during the term
of the lease but may require maintenance payments on expiry of the lease and/or that the
airline customer will pay us a maintenance adjustment. In all cases, our leases require that the
aircraft is to be re-delivered upon lease expiry in compliance with detailed condition
requirements set out in the lease.

Typically, the amount of maintenance reserve payment required to be paid by relevant
airline customers is determined by reference to various factors, such as the aircraft and engine
types and specifications, inflation adjustments, the utilisation of the aircraft (i.e. primarily, the
hours flown) and the operating environment of the engines. When required during the lease
term, such payments are usually paid monthly in arrears. In some cases, monthly or annual
cash payments or other forms of security are obtained from customers for these maintenance
payment obligations. The technical department monitors monthly utilisation reports provided
by our customers and is in regular dialogue with the technical and related personnel within our
airline customers. For example, we closely monitor maintenance reserve drawdown requests
from our airline customers and ensure that payment is only approved for actual maintenance
performed and that any payment does not exceed the accrued maintenance reserves. Of the
227 leases in effect as at 31 December 2015 on our owned aircraft portfolio, 133 leases
required the lessee to make periodic cash payments or provide security during the lease term
for maintenance payment obligations.

Monitoring of rental and other payments by airline customers is fundamental to aircraft
operating leasing companies and within the Group. The risk team pays close attention to those
airline customers who we perceive as having weaker credits or who we anticipate may
experience difficulties in meeting their payment obligations to us. The team follows up with
airline customers in the event of any delay in payment. Our leases require our airline
customers to provide financial data to us annually and we evaluate the information we receive
and update our internal credit ratings as appropriate. Following the commencement of a lease
transaction, customer financial data is monitored and evaluated on a regular basis. We also
maintain a number of communication channels with our customers which enable us to gather
information about their operations, financial condition and ability to perform their obligations
to us. These channels include senior level commercial, fleet planning and treasury contacts,
as well as operational contacts in finance, technical, insurance, legal and other areas.
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In addition, in circumstances in which we determine that the financial condition of a
customer deteriorates, or if a customer defaults on its obligations under one of our leases, we
place the customer on our “watch list”. A “watch list” customer will have more detailed and
in-depth monitoring. When deemed appropriate, we may develop a lease “enforcement plan”
and, in parallel, an aircraft “marketing plan”. If the situation requires, we will implement these
plans, and repossess and redeploy an aircraft. Our integrated business model allows us to put
in place a series of plans and steps to deal with potential or actual enforcement of our rights
under our leases or, ultimately, repossessions.

During the five years prior to the Latest Practicable Date, we have repossessed only three
aircraft. Because we monitor the compliance by our airline customers with their key payment
obligations on a monthly basis, we are able to readily identify potential signs of default or other
distress. For example, a missed payment or request for a deferral of a payment would be
raised rapidly with the Group’s Operating Committee and the relevant customer would become
subject to additional monitoring and scrutiny.

To the extent that the financial and/or other relevant condition of an airline customer
deteriorates, the Group mobilises cross-functional teams to put in place an “enforcement plan”
which details the specific steps required to repossess the aircraft and, more importantly, how
and to whom it will be re-leased or sold, as appropriate, once repossessed. If required, this
enforcement plan will be executed by an ad hoc cross-functional enforcement team with
assistance from external service providers, including external legal counsel, as quickly as
possible, although the Group typically seeks to come to a negotiated arrangement with airline
customers facing short-term only issues, typically in return for more favourable lease terms for
the Group.

V. Our Lease Portfolio

As at 31 December 2015, we have operating leases in place for 227 owned aircraft with
57 airline customers. Our overall business strategy has resulted in a very high aircraft
utilisation rate (being the total number of on-lease days as a percentage of available lease
days) of 99.8% between 1 January 2008 and 31 December 2015.

In addition, our lease expirations are well-dispersed, with relatively few near-term
expiries. The following table sets out the breakdown between fixed and floating rate rental
terms, as well as the weighted average remaining lease term of our aircraft for each year
during the Track Record Period.

As at 31 December

2013 2014 2015
Owned aircraft™ ... .. ... ... 206 230 227
— Fixed rate rentalterms.. ... .......... . ... ..., 62 92 107
— Floating rate rental terms. . .. ................... 143 138 120
Weighted average remaining lease term (years)® ... 7.6 7.5 7.4
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Notes:
(1)  For further explanation of “fixed rate rental terms” and “floating rate rental terms”, see “— Key Lease Terms”.
(2) Includes one aircraft on ground.

(3) Weighted by net book value of owned fleet.

The chart below illustrates the number of leases and percentage of net book value as at
31 December 2015 for those aircraft with leases expiring in future years, excluding any aircraft
for which we have sale or lease commitments.

Percentage of aircraft

Number of net book value with

leases expiring leases expiring
140- 63-5043 — 70%
1204 — 60%
1004 — 50%
80+ — 40%
60+ — 30%
40+ 11.8% — 20%

8.5%
20' 1-1%) 3.30/0 4-30/0 5.10/0 — 10cy°
40
— 0%
2016 2017 2018 2019 2020 2021 2022 and
beyond
Number of leases expiring mmmm Percentage of aircraft net book

value with leases expiring

Notes:
(1)  One aircraft was sold and three aircraft had commitments for sale as at the Latest Practicable Date.

(2) Three aircraft were sold as at the Latest Practicable Date.

(8)  Three aircraft were sold and two aircraft had commitments for sale as at the Latest Practicable Date.

We regularly monitor our lease portfolio to actively plan for the transition of aircraft where
leases are due to expire in the near term. Three key actions are typically considered and
analysed for such leases, namely (i) seeking a lease extension with the existing airline
customer, (ii) entering into a new lease with a different airline customer, or (iii) where
appropriate, selling the relevant aircraft. To seek to minimise off-lease time as much as
possible and to ensure maximum utilisation of our aircraft portfolio, where we seek to enter into
a new lease with a different airline customer we actively seek to ensure that terms of the
existing lease match the terms of the new lease with regard to the timing and location of
re-delivery/delivery of the aircraft.
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d. Aircraft Sales

i Overview

Selling aircraft is one of our core competencies. We have sold more than 210 owned and
managed aircraft since inception in 1993. A successful sales programme begins with
disciplined aircraft procurement, purchasing the right aircraft in the right configuration at an
attractive price and placing the aircraft on well-structured leases with good customers, all with
a potential future sale in mind. We believe our ability to implement successful sales
programmes is one of the competitive strengths of the Group, which supports our strategy to
generate revenue from gains on sales and to maintain a young fleet. During each year of the
Track Record Period, our net gain on sales from aircraft were US$76.5 million, US$30.3
million, and US$70.1 million, respectively.

This integrated approach to being cognisant of future sales of aircraft and, therefore,
positioning ourselves to obtain attractive sale prices for our owned aircraft, means that our
aircraft sales team is involved in detailed discussions with our aircraft purchasing, leasing and
sales team. In particular, we believe that ensuring that popular aircraft types with existing good
quality medium- to long-term leases in place are likely to maximise the Group’s gains on sale.
Consistent with this strategy, as at 31 December 2015, the net book value of the Group’s
aircraft subject to a second lease (i.e. where the aircraft has transitioned to a second operator)
represented less than 1% of the aggregate net book value of all the Group’s owned aircraft.

Typically we sell aircraft for a number of factors, including to:

o maintain a young fleet;

° reinvest sales proceeds in attractive aircraft purchases;

° reduce airline customer, geographic and aircraft type concentration risk;

° reduce future transition risks and costs;

° exit from non-core or less popular aircraft types; and/or

° generate gains on sale.
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ii. Buyers of our Aircraft

We sell aircraft to a wide range of buyers including other leasing companies, airlines and
financial investors. Other leasing companies typically seek to acquire aircraft to grow or
re-adjust their own portfolios with aircraft that provide an immediate source of lease revenue.
The factors driving the acquisition of aircraft by airlines vary during the industry cycle — during
periods of financial strength, for example, some airlines may seek to own additional aircraft
rather than enter into aircraft operating leases. The demand for aircraft from financial investors
may also be cyclical and depend, amongst other factors, on the availability and cost of debt
and equity capital.

Our fleet is regularly reviewed by our aircraft sales team to determine the optimal time to
offer an aircraft for sale. This team is also in frequent and regular dialogue with various other
teams across the Group to discuss and analyse potential sales opportunities as and when
market intelligence suggests opportunities may exist. Typically, a competitive sales process is
implemented in respect of aircraft we seek to sell. Our aircraft sales strategy is reviewed and
approved by our management and our Board, as are any sales transactions entered into by the
Group.

We aim to offer aircraft for sale at the optimal time, typically during the first lease term or
after lease extensions or re-leases. In addition, various over-arching strategies underpin our
approach to, and analysis of, aircraft sales. Given the types of typical buyer for our aircraft
referred to above, these strategies include the following:

o positioning aircraft to be sold to suit the needs of aircraft operating leasing
companies who are seeking to grow their own portfolios with aircraft that provide
immediate lease revenue;

° gathering and acting on market intelligence that a particular potential airline
purchaser is seeking exposure to a particular aircraft type(s);

° positioning aircraft to satisfy the investment needs of particular types of financial
investors which have capital to deploy into aircraft, whether over the short, medium
or long term; and

o anticipating and being prepared to execute aircraft sales quickly during periods of
potential shortages of supply.

We sold more than 90 owned and managed aircraft during the Track Record Period to
more than 20 buyers, including airlines, other aircraft operating leasing companies and
financial investors.

During the Track Record Period, other than the buyer of the 24 aircraft described below,
no one buyer acquired more than 10 of our aircraft in a single purchase.

— 121 —



BUSINESS

In addition to the Group’s core aircraft sales activities, as and when market opportunities
present themselves, the Group also enters into aircraft sales transactions with special purpose
financial counterparties that access the capital markets to finance purchases of aircraft. In
October 2015, we entered into arrangements with a buyer to sell 24 aircraft. In these types of
arrangement where the purchaser is a financial investor, the Group typically continues to
manage the aircraft. The Group will continue to seek opportunities to execute these types of
aircraft sales transactions as and when market conditions facilitate them.

e. Third Party Lease Management Services

In addition to our core aircraft leasing business, we also deploy our in-house expertise in
lease management, technical management and aircraft leasing and sales to offer third party
lease management and re-marketing services to aircraft owners in return for fees. This area
of our business generates fee income for the Group with minimal capital investment, as it
utilises resources and expertise that are already in place for our core business.

While certain aircraft owners have the financial strength and ability to own aircraft for
investment purposes, they may not have the operational and/or technical know-how or
capabilities to manage their owned aircraft. Accordingly, we offer aircraft management
services as additional or integral elements of transactions for the sale of aircraft to financial
investors, including those seeking to access the capital markets to finance those aircraft
purchases, such as the transaction we entered into in October 2015 with a single buyer.

Depending on the nature and profile of our lease management services customers, we
provide a variety of services, ranging from basic services such as invoicing and collections of
rental payments to much more technically complex services such as organising and reporting
on aircraft inspections. The range of services we provide includes:

° invoicing and collections;

o monitoring insurance renewals;

° monitoring letter of credit renewals;

o utilisation reporting and tracking aircraft utilisation;

° technical inspections;

° transition planning and management of aircraft transitions;

° lease marketing;

o sales marketing; and/or

o lease enforcement management.
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Fees received by the Group in connection with third party lease management services are
typically structured as a percentage of periodic rentals, as well as additional fees for lease or
sales marketing services. Technical work is usually charged at a fixed price per man/day.

During the Track Record Period, revenue from third party lease management services
was US$13.3 million, representing 0.4% of total revenues and other income. For 2013, 2014
and 2015, the revenue attributable to these services amounted to US$6.6 million, US$3.2
million and US$3.4 million, which represented 0.7%, 0.3% and 0.3% of total revenues and
other income, respectively.

f. Other Revenue-Generating Activities

As a complementary product offering in connection with our aircraft purchase and
leaseback transactions, we sometimes collect fees from our airline customers for making
pre-delivery payments to the aircraft OEMs for future aircraft delivery commitments. These
types of arrangement are typically sourced through a combination of our aircraft leasing and
sales and our aircraft purchasing teams, each of which is in regular dialogue with our airline
customers and the OEMs. We are able to leverage our relationships with both our airline
customers and the OEMs as well as the prevailing dynamics in particular situations. This,
together with our strong financial position, enables us to execute these arrangements quickly
and efficiently on competitive terms. Consistent with the approach we take to analysing and
evaluating all transactions which we enter into, any pre-delivery payment arrangement is
analysed and evaluated against the Group’s expected financial returns and other
benchmarking requirements.

In addition, we also derive fee income from fees received for modifications to pre-delivery
schedules, in particular from making advance pre-delivery payments for our aircraft purchase
commitments.

During the Track Record Period, this revenue stream contributed US$55.8 million,
representing 1.9% of total revenues and other income. For 2013, 2014 and 2015, the revenue
attributable to this revenue stream amounted to US$16.0 million, US$4.9 million and US$34.9
million, which represented 1.7%, 0.5% and 3.2%, respectively, of total revenues and other
income.

7. FINANCING

a. Overview

Financing cost is our second largest operating cost in the current low interest rate
environment, after depreciation on our aircraft portfolio, and is our largest cash operating cost.
We focus on maintaining a competitive debt funding cost, and we achieve this by adopting a
proactive approach to debt financing and by maintaining a diverse range of financing sources.
This has enabled us to achieve an average cost of funds of 2.0% in 2015, which we believe
was one of the lowest amongst aircraft operating leasing companies.
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We maintain a proactive approach towards financing through a dedicated treasury team
which is in direct contact with a broad range of financial institutions. We finance ourselves on
a full recourse corporate basis with both secured and unsecured financing and have raised
over US$16.0 billion in debt financing since 1 January 2007, including over US$2.0 billion
during 2015.

As at 31 December 2015, 52.9% of our drawn debt financing was on a secured basis with
the remainder unsecured. Secured indebtedness was 38.0% of total assets as at 31 December
2015. Collateral for secured debt includes a mortgage over the related aircraft, an assignment
of the operating lease and designated bank accounts and/or a pledge of the shares in certain
subsidiary companies that hold title to the related aircraft. We currently intend to increase our
proportion of unsecured funding while continuing to access the commercial banking market
and export credit market for long term secured debt when rates are attractive.

b. Diverse Sources of Funding

The growth of Singapore as a significant Asian regional financial centre has enhanced our
ability to access multiple sources of debt financing in Singapore and across Asia. Our status
as a top five global aircraft operating leasing company by value of owned fleet positions us well
to access these financing sources. Our diverse sources of funding include:

° Loan Financing

o  Term Loans. We have been raising debt in the loan market since the mid-1990s and
have established strong relationships since then with many banks and other financial
institutions in Asia Pacific, Europe, the Middle East and North America. Competitive
commercial financing costs are achieved through regular “financing request for
proposal” processes, which provide for regular benchmarking of financing costs. We
raise loans on either an unsecured or secured basis with full recourse to the
Company and currently have more than 60 banks and financial institutions lending
to us.

o Committed, Unsecured Revolving Credit Facilities. As at the Latest Practicable
Date, we had a total of approximately US$2.8 billion in committed, unsecured
revolving credit facilities in place. We have accessed these facilities in the past in
order to fund attractive aircraft acquisition opportunities and they represent a key
tool in allowing us to execute our growth strategy and provide a source of committed
backstop liquidity. In particular, we had as at the Latest Practicable Date a US$2.0
billion undrawn, committed unsecured revolving credit facility in place with our
controlling shareholder, Bank of China, which matures in April 2022. This facility will
remain in place following completion of the Global Offering. In addition, we also have
US$730 million in committed unsecured revolving credit facilities, with other
financial institutions, of which US$510.0 million were undrawn as at 31 December
2015.

o Debt Capital Markets. We have a long history of debt capital market issuance in the
Singapore and international markets dating back to 2000. In September 2012, we
established a US$2.0 billion Euro Medium Term Note Programme (“‘EMTN Programme”)
which was increased to US$5.0 billion in April 2014. In March 2015, we converted the
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EMTN Programme to a US$5.0 billion Global Medium Term Note Program (“GMTN
Program”) which was updated in April 2016 and had, as at 31 December 2015,
approximately US$3.2 billion outstanding under the converted GMTN Program through 13
series of unsecured notes. In April 2016, we issued under the GMTN Program notes in the
principal amount of US$750 million, at a fixed rate of 3.875% per annum maturing in 2026
(on terms substantially similar to our prior issuances). The NDRC had accepted the
application for registration of this issuance pursuant to a notice of acceptance permitting
us to issue, in aggregate, up to US$1.5 billion of relevant bonds in 2016. See “Risk
Factors — Our ability to access financing could be adversely affected by PRC
regulations” for further details. We appoint managers or dealers on issuances under the
GMTN Program which have included, and may in the future include, one or more of the
Joint Global Coordinators, the Joint Bookrunners and/or the Joint Lead Managers.
Investors in our notes include financial asset managers, insurance companies and private
banks. We will be required, following completion of the Global Offering, to comply with
various ongoing disclosure obligations to our noteholders as required by the disclosure
obligations to which the notes are subject.

U.S. Exim and European Export Credit Agency Supported Financing. We have
accessed and may seek to continue to access funding guaranteed by the European export
credit agencies for Airbus aircraft and U.S. Exim for Boeing aircraft in connection with
new aircraft deliveries. We have close relationships with these national export credit
agencies, and would typically utilise this debt financing if it represents the most
appropriate source of funding for a particular aircraft delivery. Financings from U.S. Exim
and European export credit agency are typically structured as finance leases for which we
retain substantially all the risks and rewards of ownership. Accordingly, we treat aircraft
financed in this manner as owned aircraft and the finance lease obligations as secured
loans. There have been press reports that the principal European export credit agencies
have recently suspended export credit financing to purchasers of Airbus aircraft pending
a review of certain previous transactions. In addition, as at the Latest Practicable Date,
U.S. Exim was unable to approve new export financing for transactions in excess of
U.S.$10 million, due to vacancies on U.S. Exim’s board that have not been filled. We do
not expect this to have a material adverse impact on our business for several reasons: (a)
we are not materially reliant on such export credit financing, demonstrated by the fact that
we have not utilised new European export credit agency financing since 2013, nor have
we accessed new U.S. Exim financing since 2012; (b) such borrowings as a proportion of
our total indebtedness have decreased from 25.2% as at 31 December 2013 to 19.9% as
at 31 December 2014 and further to 15.9% as at 31 December 2015; (c) we understand
that the suspension of financing relates only to proposed new financings and therefore we
do not expect any of our existing U.S. Exim or European export credit agency supported
facilities to be affected by the foregoing; (d) we have no intention to seek to access
financing supported by U.S. Exim or the European export credit agencies in the near term,
given that we have access to a broad range of cost-effective sources of debt financing;
(e) such borrowings are less attractive than other debt financing sources due to their high
upfront fee (which is currently over 6% even for borrowers with a good credit rating), lack
of flexibility (as the high upfront fee implies that the loan will only be economical over the
long run and it will be operationally very complex to transition such loan to another aircraft
after the original aircraft is sold) and complexity of documentation; and (f) if our current
and prospective customers are unable to obtain such financing, we believe it may result
in an increase in purchase and leaseback and other business opportunities for us.
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As at 31 December 2015, our total indebtedness of US$8,956.5 million comprised the
following:

Amount Outstanding

Debt Funding Sources (in millions of U.S. Dollars) Percentage
Loans ... ... 4,315.1 48.2%
Debt capital markets . . .. ....... .. .. .. .. .. .. ..., 3,212.6 35.9%
Loans guaranteed by U.S. Exim and European export

credit agencies . ... ... 1,428.8 15.9%

Total. . ... ... . . 8,956.5 100.0%

c. Debt Repayment Profile

We carefully evaluate and monitor our debt repayment profile to ensure that our
refinancing requirements are well-dispersed, without any debt repayment spike in any single
year. The following graph details our debt repayment (including finance lease payments)
profile as at 31 December 2015,
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Note:
(1) Does not include outstanding amounts under our revolving credit facilities. At 31 December 2015, US$220.0
million was outstanding.
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d. Floating Versus Fixed Interest Rate Funding Mix

As at 31 December 2015, 80.5% of our outstanding debt was on a floating rate basis
(including fixed rate debt which had been swapped to floating rates) and 19.5% was on a fixed
rate basis. Partially hedging our floating rate debt, we had in place interest rate caps and
interest rate swaps that had a notional outstanding amount as at 31 December 2015 of 3.5%
of our total debt. For details of approach to mitigating potential interest rate exposures see
“Business — Risk Management’.

e. Foreign Currency Hedging of non-U.S. Dollar Borrowings

While the majority of our borrowings are in in U.S. Dollars, from time to time we do borrow
in other currencies through the issuance of local currency bonds under our GMTN Program.
Our non-U.S. Dollar borrowings are in Australian dollars, Chinese Yuan Renminbi and
Singapore dollars. We have transactional and business currency exposures arising from these
non-U.S. Dollar borrowings as our Group functional currency is U.S. Dollars and all of our
operating revenues are denominated in U.S. Dollars. To fully hedge this exposure we swap all
of our non-U.S. Dollar borrowings into U.S. Dollar liabilities at or around the time of incurrence
of such non-U.S. Dollar borrowing through cross currency swaps with financial institutions.
See “Financial Information — Qualitative and Quantitative Disclosures on Financial Risk”.

8. KEY LEASE TERMS

Under the terms of our operating leases, airline customers bear the risks and rewards of
operating the aircraft, while we retain title and bear the risks and rewards of ownership of the
aircraft.

Our leases have a stated, fixed lease term, with terms that generally align with scheduled
major maintenance events. Typical lease terms are between six and 16 years, with leases for
new aircraft often in the 10 to 12 year range but shorter lease terms are more common for used
aircraft. Some leases may contain extension rights for the airline customer, allowing the airline
customer to extend the term of a lease for a fixed period at an agreed rental rate. In some
cases, an airline customer may have an extension, early termination option or a purchase
option, but these are only agreed in the event that we deem the economics of such
arrangements to be satisfactory in the circumstances. Of the 227 leases relating to our owned
aircraft portfolio as at 31 December 2015, 60 contained extension options, two contained
purchase options and two contained early termination options.

Our airline customers typically pay rent monthly in advance. All our operating leases
require rental payments to be made in U.S. Dollars. Lease rentals are contracted on either a
fixed rate or floating rate basis. For fixed rate leases, the rental is typically fixed at the time
of execution of the lease contract or just prior to the delivery date by reference to a U.S. Dollar
swap-rate which is in line with the term of the lease. For floating rate leases, rents are typically
re-set every three or six months by reference to either three- or six-month U.S. Dollar LIBOR.
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In general, operating lease rentals are correlated to interest rates, and rentals are
expected to rise in a rising interest rate environment and fall when interest rates decline.
Accordingly, we seek to enter into more floating rate leases in a low interest rate environment
so as to avoid locking in low, fixed-rate lease rentals which may negatively affect our ability to
sell aircraft in a rising or higher interest rate environment in the future (See “— Our Business
Operations”).

We typically hold a security deposit or letter of credit under our leases to secure the
performance of the airline customer’s obligations under the lease and which we may apply
against those obligations if the airline customer defaults. The size of any security deposit or
letter of credit varies according to the credit quality of the airline customer but is generally
equivalent to between one and six months’ rent. In some cases, we obtain credit support from
a third party for the airline customer’s obligations under the lease.

All aircraft are leased on a “dry” basis (also known as a “net” or “net lease” basis), with
airline customers responsible for all operating expenses including fuel, crew, flight charges,
maintenance, and insurance. In addition, all aircraft maintenance and repairs are the
responsibility of the airline customers. If the lease requires the airline customer to pay
maintenance reserves, we will typically agree to allow the cost of defined major maintenance
events to be met out of the accrued maintenance reserves received from that airline customer
or, in some cases, from a previous airline customer.

The airline customer is required to “gross-up” lease payments where they are subject to
withholdings and other taxes, although there are some exceptions to this obligation, including
typically taxes on our net income. The airline customer is also required to indemnify us for
certain other tax liabilities relating to the lease and the aircraft, including value added taxes
and stamp duties or taxes arising from changes in tax laws and regulations arising during the
term of the lease. Typically our leases provide that the airline customer’s payment obligations
are absolute and unconditional under all circumstances.

Our lease agreements require the aircraft to be maintained in accordance with standards
benchmarked with the relevant airworthiness authority and/or aircraft OEM and in accordance
with all applicable laws and regulations. At the end of the lease term, the airline customer must
return the aircraft in a pre-agreed minimum condition that allows the aircraft to enter service
with its next operator. We are typically entitled to receive maintenance payments from our
airline customers which represent the maintenance value of cycles, hours or calendar time
consumed on the airframe, engines and certain other high-value components of the aircraft.
Some airline customers make these maintenance payments in the form of monthly
maintenance reserve payments during the term of the lease. Other airline customers make a
lump sum return compensation payment at lease expiry. We account for all these maintenance
payments as a liability in our balance sheet.
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9. RISK MANAGEMENT
a. Overview

Our active risk management approach is an integral part of our strategy and culture. We
take a holistic approach to managing risks. Our risk management team assesses and monitors
the creditworthiness of our customers using a proprietary credit scoring model and applying
internal guidelines on customer, country and regional diversification. The risk management
team also plays an active role in our cash collections process. We adopt a portfolio
management approach to monitoring and mitigating risk, driving decision-making in our core
activities, including our investments and our sales programme.

We evaluate and monitor key risks within our portfolio as follows.

o Credit Risk. As explained further in “— Our Business Operations”, we conduct
thorough due diligence on prospective airline customers and annual reviews of
existing airline customers. We also assess the credit standing of, and monitor
exposure to, significant business partners and third parties with whom we do
business, such as financial institutions, insurance companies and other vendors
which may expose us to counterparty risk.

° Asset and Transaction Risk. We employ a model to assign a grade to an overall
transaction in order to evaluate risk, drawing on a range of inputs including aircraft
price, rent, projected net book value and current and future projected appraised
values. The assigned transaction grade is included in all credit assessments. We
also assess relative liquidity for each aircraft type in our portfolio.

° Jurisdictional Risk. Minimising the economic loss from a default will depend in part
upon the legal framework in the relevant jurisdiction, and we assess these risks prior
to entering into new transactions. In considering whether to proceed with leases in
certain jurisdictions, we focus on a number of areas, including recognition of
property rights, currency controls, tax regulation, aircraft registration requirements
and repossession enforceability.

° Technical Risk. As the airline customer is responsible for maintenance of the
aircraft during the lease, our technical management team negotiates the
maintenance, return conditions and maintenance payment provisions in the relevant
lease with reference to the airline customer’s planned future utilisation of the
aircraft. In addition, we periodically inspect our owned aircraft and records to confirm
compliance by the airline customer with the maintenance provisions in the lease
agreement.

° Liability Risk. We have a policy framework for managing risks related to the Group’s
liabilities, including interest rate risk management and hedging, debt term structure
management, liquidity risk management, currency hedging, and management of
exposure to financial counterparties.
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b. Know Your Customer and Related Compliance Risk Management, Including
Sanctions Risk

Our risk managers conduct “know your customer” assessments of potential
counterparties, including prospective lessees and aircraft buyers as part of our transaction due
diligence, to identify potential risks related to money-laundering, fraud, corruption, terrorist
financing and breach of international sanctions. These assessments are conducted using
public data sources, information provided by prospective counterparties and specialist
software applications. Periodic screening of existing lessees is conducted as part of our
annual review process. Implementation of our “know your customer” policy contributes to
improving the risk profile of our portfolio, as well as protecting our integrity by ensuring that
we transact with reputable counterparties maintaining high ethical standards. In addition, our
staff are required to comply with the highest standards of ethical behaviour in their internal and
external-facing activities as set out in our code of professional conduct, deed of undertaking
and staff handbook. We also have a robust fraud risk management policy setting out our fraud
risk prevention, investigation and remediation processes and establishing our whistleblower
and non-retaliation policies.

The scope of our international operations may require us in certain situations to comply
with trade and economic sanctions and other restrictions imposed by the United States, the
European Union, Singapore, China and other governments or organisations. A violation of
these laws or regulations could adversely impact our business, financial condition and results
of operations.

Following Russia’s military intervention in 2014, the United States, the European Union
and Australia put in place Ukraine-related sanctions. According to our sanctions legal advisers,
the Ukraine-related sanctions concern mainly (i) the blocking of assets of named individuals
and entities being identified as “undermining or threatening the territorial integrity, sovereignty
and independence of Ukraine” or as providing “material support” to such persons, (ii)
restrictions on the extension of credit to and dealing in the equity of specified financial
institutions, defence firms and energy companies, and (iii) restrictions on the disputed territory
of Crimea. Moreover, according to our sanctions legal advisers, the United States, the
European Union, the United Nations and Australia had not imposed any country-wide
sanctions against Russia as at the Latest Practicable Date. According to our sanctions legal
advisers, there were no Ukraine-related sanctions imposed by the United Nations as at the
Latest Practicable Date.

Our leases to Russian airline customers do not involve sanctioned activities. Whilst for
the year ended 31 December 2015, 6.6% of our total lease rental revenue income was
attributable to operating leases entered into with airline customers based in Russia and the
aggregate net book value of the aircraft subject to these operating leases was approximately
US$601.0 million (representing approximately 6.2% of our aggregate net book value of
aircraft) as at 31 December 2015, none of these customers were at any time during the Track
Record Period, and were not as at the Latest Practicable Date, the subject of any such U.S.,
European Union, United Nations or Australian sanctions. As at 31 December 2015, 17 of our
owned aircraft were leased to Russian airline customers, none of which were the subject of
sanctions

— 130 —



BUSINESS

as at the time of entry into the lease, as at 31 December 2015, or as at the Latest Practicable
Date. We plan to continue to do business with these Russian airline customers, having
generated approximately US$50.4 million, US$53.3 million and US$64.4 million of our total
lease rental income (representing approximately 6.3%, 5.7% and 6.6%, respectively, of our
total lease rental income) from operating leases with Russian airlines in 2013, 2014 and 2015,
respectively. We have no aircraft on operating lease to airline customers in countries which are
subject to sanctions or to sanctioned persons. Moreover, the Company is not engaged in any
prohibited activities under the relevant sanctions laws of the United States, the European
Union, the United Nations or Australia.

Based on the above and in light of the nature of our businesses, our sanctions legal
advisers are of the view that Ukraine-related sanctions risk imposed by the United States, the
European Union, the United Nations or Australia on the Company, our investors and
Shareholders and persons who might, directly or indirectly, be involved in permitting the listing,
trading and clearing of the Shares (including the Stock Exchange and its related group
companies) is low because as a lessor of aircraft to large and well-vetted airlines, there is only
a low possibility that we might engage in business with companies that the United States or
some other sanctions-implementing authorities would find to be acting as false-fronts for
sanctioned entities or individuals. Furthermore, on the basis that the Company is not (i) owned
or controlled by a designated person or entity under the Ukraine-related sanctions, or (ii)
making an asset available, directly or indirectly to, or for the benefit of, a designated person
or entity under the Ukraine-related sanctions, our Australian sanctions legal advisers are of the
view that Australian sanctions laws as far as Ukraine-related sanctions are concerned do not
subject the Company, our investors and Shareholders and persons who might, directly or
indirectly, be involved in permitting the listing, trading and clearing of the Shares (including the
Stock Exchange and its related group companies) to Australian sanctions risks as far as
Ukraine-related sanctions are concerned. However, we cannot assure you that the extension
of current sanctions or any further sanctions imposed by the European Union, the United
States, the United Nations or Australia or other international interests on us, our customers or
other persons will not materially adversely affect our operations or result in restrictions,
penalties or fines.

We have implemented and maintain policies and procedures that are designed to monitor
and ensure compliance by us and our directors, officers and employees with international
sanctions and other applicable laws and regulations. For example, our operating lease
agreements allow us to terminate the lease if it becomes unlawful to continue to lease the
aircraft to the lessee, such as in the case of sanctions being imposed that prohibit dealings
with the lessee. If a lessee were to become subject to such sanctions during the term of an
operating lease, we would seek to exercise our rights to terminate the relevant lease, following
which we would seek to re-lease the relevant aircraft to an alternative customer in the same
way as we would seek to re-lease an aircraft following a lessee default. Please see “— Our
Business Operations — Aircraft Leasing’.
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Internal controls related to sanctions policies.

To control risks in relation to the sanction laws of the United States, the European Union,
the United Nations and Australia, we monitor and evaluate our business and take measures to
protect the interests of the Group and the Shareholders. Our Internal Control Committee is
responsible for oversight of the Group’s sanctions policies. In particular, we have adopted the
following policies:

° We subscribe to and monitor a commercial online database that provides details of
sanctions lists issued by the United States, the European Union, the United Nations
and Australia (together the “Sanction Lists”).

° Any existing and/or potential business dealings that become suspected of sanctions
risk exposure are required to be reported to our Internal Control Committee
immediately. If any counterparties appear to be subject to economic sanctions, the
Internal Control Committee, chaired by our Chief Operating Officer, will investigate
and consult with legal advisers with the necessary expertise and experience in
international sanctions law matters and take appropriate actions.

o Prior to entering into any operating lease, we conduct relevant customer due
diligence including, without limitation, checks on the identity and background of the
potential lessee and their principal business activities and checks against the
Sanction Lists to identify any possible exposure to sanction risks. If any potential
sanctions risk is identified, we will seek advice from legal advisers with the
necessary expertise and experience in international sanctions law matters before
proceeding with the proposed transaction. A periodic review of active lessee lists
against the Sanction Lists will also be conducted to ascertain our active lessees do
not fall under any named entities or individuals under the Sanctioned Lists.

° Our senior management will review on an annual basis our internal control policies
and procedures with respect to sanctions law matters.

The Directors are of the view that the above measures will provide a reasonably adequate
and effective framework to assist us in identifying and monitoring any material risks relating to
sanctions laws. The Joint Sponsors are of the view that the internal control measures set out
above will provide a reasonably adequate and effective framework to assist us in identifying
and monitoring any material risks relating to sanctions laws.

We have undertaken to the Stock Exchange that (i) we will not use the proceeds from the
Global Offering or other funds raised through the Stock Exchange, (a) to finance or facilitate,
directly or indirectly, any projects or businesses in Sanctioned Countries or with persons
located in other countries who are subject to sanctions or (b) to pay any damages for
terminating or transferring contracts relating to Sanctioned Countries or persons subject to
sanctions (if any), to the extent that the Company is party to such contracts in the future
(whether by reason of a change in sanctions law or otherwise), (ii) we will not enter into any
transaction that, at the time of entry into such transaction, is prohibited by applicable sanctions
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law; and (iii) if we believe that the transactions we have entered into will put us and our
investors and Shareholders at the risk of violating sanctions, we will disclose on the Stock
Exchange’s website, on our website, and in our annual and interim reports our efforts in
monitoring our business exposure to sanctions risk, the status of future business, if any, in
Sanctioned Countries and our business intention relating to such Sanctioned Countries. If we
are in breach of such undertaking to the Stock Exchange, we risk the possible delisting of the
Shares from the Stock Exchange.

c. Hedging Arrangements and Policies

With respect to interest rate and currency exposure, we have defined hedging policies in
place which have been approved by the Board’s Risk Committee as part of the Group’s liability
risk management policy. Hedging arrangements are required to be in line with these policies.
Counterparty risk, and limits in relation to hedge counterparties is monitored on a weekly basis
by our risk management department. Compliance with the hedging policy is reviewed regularly
through our internal audit process.

With respect to interest rate risk, we mitigate this exposure through an interest rate
hedging policy. The majority of our funding is on a floating rate basis with rates being reset with
reference to U.S. Dollar LIBOR on a quarterly or semi-annual basis. To the extent that there
is a mismatch between the proportion of our aircraft portfolio on leases where the rentals are
fixed and the proportion of our funding that is fixed, we will have exposure to the risk that our
cost of implied debt funding for our fixed rental portfolio could increase without a
commensurate increase in our revenue. We seek to hedge this exposure at all times by having
in place a combination of fixed rate hedge contracts (such as interest rate swaps or interest
rate caps) and fixed rate debt that in aggregate are equal to at least 50% of the implied debt
funding needs associated with the portfolio of our aircraft on fixed rate leases. The implied
debt funding for our fixed rate portfolio of aircraft leases is calculated using internal
assumptions for the debt to equity ratio of the Group.

Where we utilise fixed rate hedge contracts to hedge our floating rate debt, these
contracts are typically for a tenor of no greater than five years compared with our typical lease
term of up to 12 years. Considerations for our decision to hedge and with respect to the tenor
include our views on interest rates, timing of expiration of interest rate hedging contracts,
future potential financing at fixed rates and our view on the number and timing of future aircraft
sales. An exposure may arise in the future from the mismatch between the longer term of our
leases compared with the shorter term of our hedge contracts, which means we may have to
roll over or re-execute new hedges in a higher interest rate environment.

We were in compliance with the above-described interest rate hedging policy as at 31
December 2015. See “— Financing” for further details.

With respect to currency risk, our exposure to currency risk on our non-U.S. Dollar
borrowings is fully hedged. Other foreign currency risk arises mainly from general operating
expenses, where the Group is required to make certain payments in currencies other than U.S.
Dollars from time to time, principally in relation to operating expenditure such as salaries,
office rent, travel expenses and certain ancillary components associated with our aircraft
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purchases. The non-U.S. Dollar denominated operating expenditure is not significant (less
than 2%) relative to the Group’s overall expenditure requirements during the Track Record
Period, and we typically cover our foreign currency requirements in the foreign exchange spot
market as and when required.

d. Internal Governance

In addition to our various committees of the Board (see “Directors and Senior
Management’), we also have a well-established and developed committee and governance
framework for managing the day-to-day business. The respective responsibilities and remits of
each of these committees are summarised below:

° Risk Management Committee: provides an ongoing and forward-looking review of
risk factors impacting both sides of our balance sheet, asset/credit risk and liability
risk matters that may impact the Group. The committee also reviews changes in the
external operating environment and the portfolio impact of implementing revenue
plans. The committee is chaired by the Managing Director & Chief Executive Officer.

° Management Committee: has decision-making authority, delegated from the Board
of Directors, to approve transactions that meet certain criteria, including leases and
lease extensions, purchase and leasebacks, sales transactions, loan and bond
financings, hedging, aircraft specification changes and other general administrative
matters. The committee is chaired by the Managing Director & Chief Executive
Officer. The six most senior members of the senior management team and the Chief
Risk Officer are members of the committee.

o Operations Committee: brings together the main business functions involved in
executing the Group’s aircraft leasing, acquisition and sales transactions and is
involved in day-to-day management of the owned and managed aircraft portfolio,
including the heads of the legal and transaction management, risk, technical,
portfolio management, procurement, airline leasing and sales and aircraft sales
departments. The committee is chaired by the Chief Operating Officer.

o Finance Committee: monitors and coordinates issues between the heads of the
finance, tax, risk, aircraft sales and treasury departments, including funding
requirements, risk issues that may affect collections, aircraft sales and budgeting.
The committee is chaired by the Deputy Managing Director & Chief Financial Officer.

° Investment Committee: evaluates prospective aircraft lease placement, acquisition
and sales activities, and approval of the Investment Committee is required before
proposals falling outside certain parameters are implemented. The committee is
chaired by the Managing Director & Chief Executive Officer.

° Revenue Committee: provides guidance and planning for new lease placement,
acquisition and sales activities, and provides direction to the customer-facing airline
leasing and sales and aircraft sales team for prospective new transactions. The
committee is chaired by the Managing Director & Chief Executive Officer.
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° Funding Committee: discusses funding requirements for the Group and debt
markets. The committee is chaired by the Managing Director & Chief Executive
Officer.

° Internal Control Committee: monitors compliance with internal processes and
procedures and provides direction for any needed improvements thereto. The
committee is responsible for oversight of the Group’s fraud risk management,
anti-bribery and sanctions policies and also evaluates new regulatory or other
compliance issues affecting the Group’s business. The committee is chaired by the
Chief Operating Officer.

Further underpinning the Group’s overall risk management approach are specific policies
and procedures for each department within the Group, together with clear written delegations
of authority to specified heads of department, each of which are reviewed and renewed, as
appropriate, on an annual basis.

10. INSURANCE

In general, in order to be able to operate aircraft, our airline customers are required under
applicable air transportation laws and regulations to carry key insurance coverage. Consistent
with such regulatory requirements and standard practice across the airline industry, we also
require under the terms of our leases that our airline customers carry casualty and liability
insurance customary in the air transportation industry, including comprehensive liability
insurance, aircraft all-risk hull insurance and war-risk insurance. We require evidence of
insurance to be provided to us prior to delivery of an aircraft and prior to expiry of insurance
coverages thereafter. Casualty insurance is required to be maintained at levels in excess of
our anticipated net book value for the aircraft and liability policies are required to provide
coverage at industry standard levels. Our airline customers are required to pay all insurance
premiums for these coverages. In addition, in some jurisdictions our ownership of aircraft
could give rise to strict liability for us resulting from operations of our owned aircraft. We
require our airline customers, under the terms of our operating leases, to indemnify us for and
to insure against liabilities arising from the use and operation of our aircraft, including
third-party claims for damage to property and for death or injury for which we may be liable.
If an airline customer fails to maintain the insurance coverages required under the relevant
lease, we would typically have the right to exercise a number of remedies, including ordering
the airline customer to ground the aircraft, procuring the relevant insurance coverage at the
cost of the defaulting customer, or terminating the lease.

Separately, we purchase contingent hull insurance and liability insurance on all aircraft in
our owned fleet. Contingent coverage is intended to provide casualty and liability insurance
coverage for our aircraft if the airline customers’ coverages are invalidated for certain reasons.
We also maintain other insurance covering the specific needs of our business operations. We
believe our insurance is customary for the aircraft operating lease industry both as to coverage
and amount.
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There can be no assurance that the insurance maintained by our airline customers will
adequately cover us and our fleet against all risks, that airline customers will at all times
comply with their obligations to maintain insurance, that any particular claim will be paid, that
airline customers will be able to obtain adequate insurance coverage at commercially
reasonable rates in the future or that our contingent or other insurance policies will adequately
cover any areas not adequately covered by our airline customers’ insurance policies.

11. REGULATION, LICENCES AND PERMITS

The airline industry is highly regulated. Because we do not operate aircraft in commercial
service we are generally not directly subject to these laws and regulations. However, our
airline customers are subject to extensive regulation under the laws of the jurisdictions in
which they are registered or where they operate. These laws govern, amongst other things, the
registration, operation, maintenance and condition of aircraft.

Most of our aircraft are registered in the jurisdictions in which the airline customers are
certified as air operators, and as such, are subject to the airworthiness and other standards
imposed by these jurisdictions. Laws affecting the airworthiness of aircraft generally are
designed to ensure that all aircraft and related equipment are continuously maintained in
proper condition to enable safe operation of the aircraft. Aircraft OEMs may also issue their
own recommendations or requirements.

Each airline customer is responsible for complying with airworthiness directives with
respect to its aircraft. To the extent that an airline customer fails to comply with airworthiness
directives required to maintain its certificate of airworthiness or other OEM requirements in
respect of an aircraft or if the aircraft is not currently subject to a lease, we may have to bear
the cost of such compliance in order to be able to readily re-lease or sell the aircraft. Under
certain of our leases, we have agreed to share with the airline customers the cost of complying
with obligations under future airworthiness directives (or similar requirements).

In addition to these direct cost expenditures, which may be substantial, significant new
requirements with respect to noise standards, emissions standards, import restrictions and
other aspects of aircraft or their operation could cause the value of our aircraft portfolio to
decrease. Other governmental regulations relating to noise and emissions levels, or relating
to import restrictions or other matters, may be imposed not only by the jurisdictions in which
the aircraft are registered but also in other jurisdictions where the aircraft operate or where we
may wish to place the aircraft on lease.

Most countries’ aviation laws also require aircraft to be maintained under an approved
maintenance programme with defined procedures and intervals for inspection, maintenance
and repair. To the extent that our aircraft are not leased out or an airline customer defaults in
effecting such compliance, we will likely be required to comply with such requirements at our
expense.
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Given the nature of the activities undertaken by our Group entities in each of China and
Malaysia, we are subject to certain rules and regulations governing and regulating the scope
of their activities. See “Appendix Ill — Taxation and Regulatory Overview”.

12. COMPETITION

The procurement, leasing and sale of aircraft are highly competitive. In addition, barriers
to entry into the aircraft operating lease industry are relatively low.

We face competition from a variety of competitors, including other aircraft operating
leasing companies, aircraft manufacturers and financial investors, in all cases from both
existing and potential new entrants to the market, in our business of purchasing, leasing and
re-leasing aircraft and the sale of aircraft and of providing related services.

In particular, larger aircraft operating leasing companies — including competitors such as
GE Commercial Aviation Services, AerCap Holdings NV, SMBC Aviation Capital, Air Lease
Corporation, Aviation Capital Group and CIT Aerospace — are generally more focused on
acquiring newer aircraft, which is similar to the Group’s strategy. Other competitors include
AWAS, Aircastle Limited, FLY Leasing and other smaller players that may rely on private equity
or other private funding.

In addition, during various macroeconomic and industry cycles and as a consequence of
regulatory changes such as changes to the tax treatment of aircraft ownership, leasing and
sales, new and alternative sources of capital have historically been deployed to acquire, lease
and sell aircraft. The Group believes that, given the nature of the aviation industry, this trend
will continue to be prevalent during similar future cycles. In addition, sustained periods of
financial strength for our airline customers may lead to them seeking to purchase their own
aircraft and, in some cases, engaging in their own captive aircraft leasing operations in
competition to the Group’s leasing activities.

We believe that we are able to compete effectively in aircraft acquisition, leasing and
sales activities because of our significant scale and strong relationship with the OEMs and
airline customers, our access to competitively priced debt capital, the flexibility provided by our
backstop unsecured debt facilities, the reputation and experience of our senior management
team and our extensive contacts in the aircraft acquisition, leasing and sales markets.
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13. EMPLOYEES

As at 31 December 2015, we had 137 employees who were engaged in the operation and
management of the Group’s business. The following table sets out a breakdown of such
employees by function and location as at 31 December 2015:

Function Singapore Dublin London Seattle Tianjin Total
Senior Management ............. 5 0 1 0 0 6
Transaction Origination ........... 24 6 4 4 1 39
Transaction Execution &

Management .................. 29 4 1 0 0 34
Finance and Treasury ............ 28 0 0 0 0 28
Other Support Departments ....... 29 0 1 0 0 30
Total ....... ... ... . ... .. ... ... 115 10 7 4 1 137

We provide to our employees certain benefits including retirement, heath, life, disability
and accident insurance coverage. The Group enters into individual employment contracts with
its employees to cover matters such as wages, employee benefits, confidentiality and grounds
for termination.

The Group sets targets for its employees based on their position and team and
periodically reviews their performance. The results of such reviews are used in their salary
reviews, bonus awards and promotion appraisals. The employee remuneration package
generally comprises a basic salary and a discretionary bonus element. Our staff bonuses
include two staff incentive plans, which are settled in cash and implemented as follows, (i) our
short term incentive plan, under the terms of which bonus is payable to employees when
certain key performance indicator targets for each year are met, and (ii) our long term incentive
bonus plan, under the terms of which bonus is payable to selected employees based on the
achievement of certain key performance targets at the end of a pre-determined period.

None of our employees are represented by a union or collective bargaining agreements.
We believe we have good employment relationships with our employees. During the Track
Record Period, the Group did not experience any strikes, work stoppages, labour disputes or
actions which had a material adverse effect on its business and operations.

For 2013, 2014 and 2015, the Group’s staff costs were approximately US$41 million,
US$51 million and US$59 million, respectively, representing approximately 4.4%, 5.2% and
5.4% of the Group’s total revenues and other income, respectively.
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14. HEALTH AND WORK SAFETY, SOCIAL AND ENVIRONMENTAL MATTERS

a. Health and Work Safety

The Group is subject to local health and safety requirements. The Group has internal
policies and systems in place designed with a view to ensuring compliance with such
requirements.

The Directors believe that the Group is, and has been, in compliance with such
requirements during the Track Record Period up to the Latest Practicable Date. During the
Track Record Period, there were no material accidents related to health and work safety in the
course of the Group’s business operations.

b. Social and Environmental Matters

While we do not operate any of the aircraft that we own, we may be subject to and
required to comply with applicable aircraft-related environmental laws and regulations if we
repossess and hold aircraft. In addition, the Group’s day-to-day operations are subject to a
more limited set of environmental laws and regulations.

The Group has not received any material fines or penalties associated with the breach of
any environmental laws or regulations since the commencement of the Group’s operations.

15. FACILITIES

We do not own any real estate. We lease our principal executive office at 8 Shenton Way,
#18-01, Singapore, 068811 (comprising 30,814 square feet) and as well as our overseas office
facilities in Dublin, London, Seattle and Tianjin (which, in aggregate, comprise 3,767 square
feet).

Terms of these lease agreements in general range from 18 to 36 months. In the event the
Group is unable to renew any of the leases, the Directors believe that the Group could relocate
its operations to new properties without undue cost or disruption to the Group’s business.

As none of the Group’s properties had a carrying amount of 15% or more of the Group’s
consolidated total assets, the Group is not required to include a property valuation report in
this prospectus.

16. INTELLECTUAL PROPERTY

As at the Latest Practicable Date, three registered trademarks were licensed to the Group
from BOC and the Group had one domain name which are material to its business. See
“Appendix V — Statutory and General Information” for further details.

— 139 —



BUSINESS

17. LEGAL AND REGULATORY MATTERS

a. Litigation, Claims and Arbitration

As at the Latest Practicable Date, none of the Company or any member of the Group or
the Directors was engaged in any litigation, claim or arbitration of material importance nor, to
the best of the Directors’ knowledge, is any litigation, claim or arbitration of material
importance pending or threatened against any of the Company or any member of the Group or
the Directors. In addition, as at the Latest Practicable Date, none of the Company or any
member of the Group or the Directors was the subject of any actual, pending or threatened
bankruptcy or receivership claims.

b. Relevant Key Laws and Regulations

A summary of the relevant key laws and regulations in China and Malaysia is set out in
“Appendix Il — Taxation and Regulatory Overview”’.

c. Compliance with Laws and Regulations

During the Track Record Period and up to the Latest Practicable Date, the Group had
complied with the relevant laws and regulations in relation to its business in all material
respects and there were no material breaches or violations of laws or regulations applicable
to the Group that would have a material adverse effect on its business or financial condition
taken as a whole.

During the Track Record Period and up to the Latest Practicable Date, the Group had
obtained all material licences and permits necessary for the operation of its business in the
jurisdictions in which it operates and such licences and permits are still valid and in force. The
Group has not experienced any refusal of the renewal application of any material licences and
permits necessary for the operation of its business. Further information on the material
licences and permits necessary for the operation of its business is set out in in “Appendix Il
— Taxation and Regulatory Overview’.
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Our selected historical financial data set out below, as at and for the years ended 31
December 2013, 2014 and 2015, have been derived from the audited combined financial
information for such years included in the Accountants’ Report in Appendix | to this
prospectus. Our consolidated financial information included in this prospectus does not
reflect our results of operations, financial position and cash flows in the future, and our past
operating results do not guarantee our future operating performance. Our consolidated
financial information is prepared and presented in accordance with IFRS. You should read
the following information in conjunction with “Business”, “Financial Information” and the
Accountants’ Report in Appendix | to this prospectus.

SELECTED FINANCIAL DATA

Consolidated Statements of Profit or Loss

Lease rental income .. ...

Interest and fee income ..

Other income

Net gain on sale of
aircraft. . . ............

Others. ................

Revenues and other
income ..............

Depreciation of plant and
equipment............
Finance expenses .......
Amortisation of deferred
debt issue costs . ... ...
Amortisation of lease
transaction closing
costs . ........ .. ...,
Staff costs .............
Marketing and travelling
expenses. . ...........
Other operating expenses.
Impairment of aircraft .. ..
Bad debts written off. .. ..

Costs and expenses .. ..

Profit before income tax.
Income tax expense ... ..

Profit for the year
attributable to equity
holder of the
Company ............

Earnings per share
attributed to ordinary
equity holder of the
Company

Basic and diluted
earnings per share

(USS). oo

Year ended 31 December

2013 2014 2015
% of % of % of
revenues revenues revenues
and other and other and other
Amount income Amount income Amount income
uUss$’000 % uUs$’000 % uUss$’000 %
804,112 87.5 936,916 94.8 975,485 89.4
27,951 3.1 11,607 1.2 39,844 3.7
76,471 8.3 30,291 3.0 70,144 6.4
10,127 1.1 9,619 1.0 5,249 0.5
918,661 100.0 988,433 100.0 1,090,722 100.0
(336,346) (36.6) (381,247) (38.6) (381,951) (35.0)
(135,689) (14.8) (150,780) (15.2) (168,771) (15.5)
(14,635) (1.6) (14,546) (1.5) (18,129) (1.7)
(306) (0.0) (171) (0.0) (345) (0.0)
(40,654) (4.4) (51,230) (5.2) (58,689) (5.4)
(4,254) (0.5)  (5,048) (0.5)  (5,037) (0.5)
(28,310) (3.1) (9,545) (1.0) (12,467) (1.1)
(42,800) (4.7) (23,100) (2.3) (43,900) (4.0)
(4,736) (0.5) — — — —
(607,730) (66.2) (635,667) (64.3) (689,289) (63.2)
310,931 33.8 352,766 35.7 401,433 36.8
(33,870) (3.7) (44,192) (4.5) (58,126) (5.3)
277,061 30.2 308,574 31.2 343,307 31.5
0.47 0.52 0.58
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The table below sets forth, for the periods indicated, a breakdown by region of our lease

rental income based on the jurisdiction
leases:

of the primary obligor under the relevant operating

Year ended 31 December

2013 2014 2015
% of total % of total % of total
lease lease lease
rental rental rental
Amount income Amount income Amount income
US$’000 % US$’000 % US$’000 %
Asia Pacific (excluding
Chinese Mainland, Hong
Kong, Macau and
Taiwan) .............. 228,529 28.4 292,190 31.2 323,979 33.2
Chinese Mainland, Hong
Kong, Macau and
Taiwan............... 113,665 141 116,507 12.5 163,098 16.7
Americas .............. 194,227 24.2 212,957 22.7 189,981 19.5
Europe ................ 197,735 24.6 243,719 26.0 233,214 23.9
Middle East and Africa ... 69,956 8.7 71,543 7.6 65,213 6.7
Total lease rental
income .............. 804,112 100.0 936,916 100.0 975,485 100.0
Summary Consolidated Statements of Financial Position
As at 31 December
2013 2014 2015
US$’000
Current @assets . ... . 552,982 385,729 753,809
Current liabilities . . ... ... . . 874,257 1,044,437 1,215,319
Net current liabilities ........................... (321,275) (658,708) (461,510)
Non-current assets ... ...... ... .. . . .. . .. ... . . . ... 9,595,678 11,017,445 11,720,096
Non-current liabilities . ........ ... ... ... ......... 7,347,771 8,262,326 8,818,868
Net assets. ... ..... .. ... . . . .. . 1,926,632 2,096,411 2,439,718
Total equity. .. ... ... ... . ... . .. 1,926,632 2,096,411 2,439,718
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Summary Consolidated Statements of Cash Flows

Year ended 31 December

2013 2014 2015
Us$’000
Net cash provided by operating activities . ........... 838,655 961,669 1,112,433
Net cash used in investing activities . ............... (1,589,285) (1,826,914) (1,317,602)
Net cash provided by financing activities. .. .......... 638,306 596,160 344,418

Net (decrease)/increase in cash and cash equivalents.. (112,324) (269,085) 139,249
Cash and cash equivalents at the beginning of the
YAl . o 613,553 501,229 232,144

Cash and cash equivalents at the end of the year. .. 501,229 232,144 371,393

Key Financial Ratios

As at or for the year ended 31 December

2013 2014 2015
Lease rate factor'™ ... ... .. ... 9.7% 9.8% 9.9%
Average cost of funds® ... ... ... ... ... ... ... 1.9% 1.9% 2.0%
Net lease yield® . ... ... ... ... ... .. ... ......... 8.1% 8.3% 8.2%
Pre-tax profit margin® ... .. ... ... ... .. ... ... ... .. 33.8% 35.7% 36.8%
Returnon assets® ... ... .. ... ... ... .. ... ... ..... 2.9% 2.9% 2.9%
Return on equity®. . ... ... ... ... 15.0% 15.3% 15.1%
Debt-to-equity . . .. ... .. 3.9x 4.0x 3.7x

Notes:

(1)

2)

(5)

Lease rate factor is calculated as lease rental income divided by average net book value of aircraft and
multiplied by 100%. Average net book value of aircraft equals the net book value of aircraft at the beginning of
the year plus net book value of aircraft at the end of the year, divided by two.

Average cost of funds is calculated as the sum of finance expenses and capitalised interest, divided by average
total indebtedness. Average total indebtedness equals the total indebtedness at the beginning of the year plus
total indebtedness as at the end of the year, divided by two. Total indebtedness represents loans and borrowings
and finance lease payables before fair value and discount/premium to medium term notes adjustments and
deducting debt issue costs.

Net lease yield is calculated as the difference between lease rental income and finance expenses, divided by
average net book value of aircraft and multiplied by 100%. Average net book value of aircraft equals the net
book value of aircraft at the beginning of the year plus net book value of aircraft at the end of the year, divided
by two.

Pre-tax profit margin is calculated as profit before income tax divided by total revenues and other income and
multiplying the resulting value by 100%.

Return on assets is calculated by dividing profit after tax for the year by average total assets and multiplying
the resulting value by 100%. Average total assets equal total assets at the beginning of the year plus total assets
as at the end of the year, divided by two.
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(6) Return on equity is calculated by dividing profit after tax for the year by average total equity and multiplying the
resulting value by 100%. Average total equity equals total equity at the beginning of the year plus total equity
as at the end of the year, divided by two.

(7) Debt-to-equity ratio is calculated as total indebtedness divided by total equity.

Certain Historical Financial Data

The table below sets forth, as at the dates and for the years indicated, certain historical
financial data:

Net profit
Net profit  after tax per Return on

Total assets after tax employee® equity®

(US$ (Us$ (US$
billions) millions) millions) (%)

As at or for the year ended 31 December

2008 3.6 107 1.58 16.0%
2009 L 5.8 137 1.85 16.3%
2010 6.6 168 2.18 14.6%
2011 . 7.6 201 2.31 14.0%
2012 9.1 225 2.28 13.7%
2018 o o 10.1 277 2.54 15.0%
2014 . oo 11.4 309 2.55 15.3%
2015 o o 12.5 343 2.58 15.1%

Notes:

(1)  The historical financial information as at and for the years ended 31 December 2008 to 2012 was prepared in
accordance with Singapore Financial Reporting Standards (“SFRS”). There were no material differences
between IFRS and SFRS that had a material impact on our financial performance from 2008 to 2012.

(2) Calculated based on the average number of employees as at 1 January and as at 31 December of each
respective year.

(8) Return on equity is calculated by dividing profit after tax for the year by average total equity and multiplying the
resulting value by 100%. Average total equity equals total equity at the beginning of the year plus total equity
as at the end of the year, divided by two.
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Certain Data on Our Financing Arrangements

The table below sets forth a breakdown of our outstanding indebtedness as at the dates
indicated:

As at 31 December

2013 2014 2015
Amount % of Amount % of Amount % of
(US$’000) total (US$°000) total (US$°000) total
Debt Funding Sources
Loans ........ ... .. ... 4,132,935 55.7 4,417,843 52.5 4,315,115 48.2
Debt capital markets . .. ... .. 1,420,805 19.1 2,325,398 27.6 3,212,612 35.9
Loans guaranteed by U.S.
Exim and European export
credit agencies .......... 1,868,606 25.2 1,676,980 19.9 1,428,750 15.9
Total .................... 7,422,346 100.0 8,420,221 100.0 8,956,477 100.0

SELECTED OPERATING DATA
Our Aircraft Fleet

As at 31 December 2015 our fleet and order book comprised the following:

Total

Owned Managed Aircraft on Number of
Aircraft type Aircraft Aircraft Order™ Aircraft
Narrowbody Aircraft
Airbus A320CEO family................. 108 14 58 180
Airbus A320NEO family................. 0 0 64 64
Boeing 737NG family. . ................. 78 12 54 144
Boeing 737 MAX 8. .. ... ... .. . L. 0 0 61 61
Embraer E190 family................... 11 2 0 13
Narrowbody sub-total . ................. 197 28 237 462
Widebody Aircraft
Airbus A330-300 .. ........ .. ... ... ..., 11 8 2 21
Boeing 777-300ER. .. .. ... ... ... ... 13 2 2 17
Boeing 777-300 . . ... ... ... 1 1 0 2
Boeing 787. . .. ... 2 0 0 2
Widebody sub-total .. .................. 27 11 4 42
Freighters. . ... ... ... ... ... ... .... 3 4 0 7
Total...........co i 227®3) 43 241 511
Notes:

(1)  Includes all commitments to purchase aircraft including those where an airline customer has the right to acquire
the relevant aircraft of which, as at 31 December 2015 and as at the Latest Practicable Date, there were 14 and
11 aircraft, respectively.
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(2) As at 31 December 2015, the Company had classified as assets held for sale seven aircraft, comprising six
Airbus A320CEO family aircraft and one Boeing 737NG family aircraft, for which it had entered into agreements
to sell in accordance with the Company’s strategy of actively managing its aircraft portfolio.

The table below sets forth the average age of our fleet as at the dates indicated, weighted
by net book value:

As at 31 December

2008 2009 2010 2011 2012 2013 2014 2015
Years
Average fleet age .. ... 3.7 2.9 3.1 3.4 3.6 3.3 3.2 3.3

As at 31 December 2015, our aircraft purchase commitments comprised the following(":

Number of Aircraft Scheduled for Delivery During

Year Ended 31 December

2016 2017 2018 2019 2020 2021
Aircraft type
Narrowbody Aircraft
Airbus A320CEOQO family. . . 41 17 0 0 0 0
Airbus A320NEO family. . . 0 10 24 27 3 0
Boeing 737NG family . ... 18 23 13 0 0 0
Boeing 737 MAX 8....... 0 0 0 10 20 31
Widebody Aircraft
Airbus A330-300 ........ 0 2 0 0 0 0
Boeing 777-300ER. ... ... 0 2 0 0 0 0
Total.................. 59 54 37 37 23 31
Note:

(1)  Includes all commitments to purchase aircraft including those where an airline customer has the right to acquire
the relevant aircraft of which, as at 31 December 2015 and as at the Latest Practicable Date, there were 14 and
11 aircraft, respectively.
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Our Business Operations

The following table sets out the weighted average remaining lease term of our aircraft as
at 31 December for the years during the Track Record Period.

As at 31 December

2013 2014 2015
Owned aircraft . .. ... i 206" 230 227
— Fixed rate rental terms.. . .. ....... ... ... ... ... 62 92 107
— Floating rate rental terms. . .. ................... 143 138 120
Weighted average remaining lease term (years)® .. .. 7.6 7.5 7.4

Notes:
M Includes one AOG.
3 Weighted by net book value of owned fleet.

The table below sets forth our aircraft utilisation rate, calculated as the total number of
on-lease days as a percentage of available lease days, for the years indicated:

Year ended 31 December Average

2008 2009 2010 2011 2012 2013 2014 2015

%

Aircraft utilisation rate.. 100.0 100.0 100.0 100.0 99.8 99.0 99.9 100.0 99.8

The table below sets forth our lease payment collection rate, calculated as the sum of
collected revenue from lease rental and maintenance reserve payments plus cash recovery of
outstanding receivables from previous years, divided by total contracted receivables, for the
years indicated:

Year ended 31 December Average

2008 2009 2010 2011 2012 2013 2014 2015

%
Lease payment

collection rate. . ... .. 98.5 994 1009 99.8 97.2 1004 99.9 1004 99.6

Note:

The lease payment collection rate may be more than 100% due to cash recovery of outstanding receivables from
previous years.

— 147 —



FINANCIAL INFORMATION

You should read the following discussion and analysis in conjunction with our audited
consolidated financial statements as at and for the years ended 31 December 2013, 2014
and 2015, including the notes thereto, set out in the Accountants’ Report in Appendix | to
this prospectus. Our audited consolidated financial statements have been prepared in
accordance with IFRS, which may differ in material aspects from generally accepted
accounting principles in other jurisdictions. Historical results are not indicative of future
performance.

The following discussion contains forward-looking statements that involve risks,
uncertainties and assumptions. We caution you that our business and financial performance
are subject to substantial risks and uncertainties. Our actual results could differ materially
from those suggested in the forward-looking statements. In evaluating our business, you
should carefully consider the information provided in “Risk Factors” and “Responsibility
Statement and Forward-looking Statements”.

OVERVIEW

We are a leading global aircraft operating leasing company. We are the largest aircraft
operating leasing company headquartered in Asia and the fifth largest global aircraft operating
leasing company, in each case as measured by the value of owned aircraft as at 31 December
2015 (excluding aircraft ordered but undelivered).

Our specialised aviation industry knowledge, our relationships with airline customers,
aircraft manufacturers and other key aviation industry participants, together with the long-term
experience and talent of our senior management team and other key employees have enabled
us to deliver strong operational and financial results through multiple industry cycles. In
particular, we have delivered 22 years of unbroken profitability, with approximately US$2.1
billion in cumulative profits through 2015. Our average ROE over the Track Record Period of
15.1% is amongst the highest for all listed aircraft operating leasing companies.

Our primary source of revenues and other income is lease rental income received from
aircraft operating leases with airlines, representing 87.5%, 94.8% and 89.4% of our total
revenues and other income in 2013, 2014 and 2015, respectively. Consistent with our leasing
strategy and our customer concentration guidelines, our lease rental income is well-diversified
both across customers and geographical regions. As at 31 December 2015, our 227 owned
aircraft were leased to 57 airlines in 29 countries. During the Track Record Period, the Asia
Pacific region (excluding Chinese Mainland, Hong Kong, Macau and Taiwan) was the largest
region for our revenue from lease rentals, representing 28.4%, 31.2% and 33.2% of our total
lease rental income in 2013, 2014 and 2015, respectively.

We benefit from a low average cost of funds, which was 1.9% in 2013 and 2014 and 2.0%
in 2015, supported by our strong credit ratings (which, as at the Latest Practicable Date, were
A- from both Standard & Poor’s and Fitch) and a diversified range of funding sources. As at
31 December 2015, we had more than 60 banks and other financial institutions lending to us.
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We believe the scale of our business and our investment grade credit ratings make us an
attractive counterparty to both aircraft manufacturers and airline customers, which further
reinforces our competitiveness. We also enjoy strong and committed support from Bank of
China, a top 10 bank globally by market capitalisation as at the Latest Practicable Date and
a Fortune Global 50 company. Bank of China has provided us with a US$2.0 billion committed
unsecured revolving credit facility, which matures in April 2022. This facility remained undrawn
as at the Latest Practicable Date.

BASIS OF PREPARATION

Our financial statements have been prepared in accordance with IFRS. All IFRS
provisions effective for the accounting period commencing from 1 January 2015, together with
the relevant transitional provisions, have been early adopted by the Group in the preparation
of our financial statements throughout the Track Record Period. The financial statements have
been prepared on a historical cost convention except as disclosed in the accounting policies
and explanatory notes set out in the Accountants’ Report in Appendix | to this prospectus.

The preparation of financial statements in conformity with IFRS requires management to
exercise its judgment in the process of applying our accounting policies. It also requires the
use of certain critical accounting estimates and assumptions. The areas involving a higher
degree of judgment or complexity, or areas where estimates and assumptions are significant
to the financial statements, are discussed below, see “— Critical Accounting Policies and
Estimates”.

RECENT DEVELOPMENT OF OUR BUSINESS SUBSEQUENT TO THE TRACK RECORD
PERIOD

Since 31 December 2015, we have purchased and taken delivery of aircraft, continued to
secure additional leasing commitments from customers and continued to actively manage our
aircraft portfolio. As at the Latest Practicable Date:

o our fleet comprised 231 owned aircraft and 39 managed aircraft, which reflects the
purchase of 16 owned aircraft, the sale of 12 owned aircraft and the expiry of
management contracts for four managed aircraft from 31 December 2015 up to the
Latest Practicable Date;

° 19 of our scheduled aircraft deliveries for 2016 were delivered, and all these aircraft
were on-lease at delivery, other than three, which were acquired by airline
customers; and

° our order book comprised 226 aircraft, which reflects the commitments that we
entered into since 31 December 2015 to purchase four new aircraft.

We have also continued to raise debt financing and repay our loans in the ordinary course
of business.
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As far as we are aware, while there have been recent fluctuations in general market
conditions, there have not been any material changes in the general economic and market
conditions in the regions or the industry in which we operate that materially and adversely
affected our business operations or financial condition since 31 December 2015 and up to the
date of this prospectus.

The Directors confirm that, having performed reasonable due diligence on the Group,
there has been no material adverse change in the Group’s financial or trading position or
prospects since 31 December 2015 up to the date of this prospectus.

SIGNIFICANT FACTORS AFFECTING OUR RESULTS OF OPERATIONS AND FINANCIAL
CONDITION

Our business model is based on purchasing aircraft at competitive prices, obtaining debt
financing on competitive terms and securing competitive leasing and sales terms from our
customers who lease or purchase our aircraft. We actively manage our fleet by buying aircraft
when market conditions provide opportunities and selling aircraft as part of portfolio
management. We raise debt financing through diverse sources in the global banking and
capital markets, and our strong investment-grade corporate credit ratings give us access to
competitively-priced debt capital. We lease our owned aircraft to a globally diversified
customer base, comprising 57 airlines across 29 countries as at 31 December 2015.

Our results of operations have been, and are expected to continue to be, affected by a
variety of factors, including those set forth below:

Economic Environment and Market Conditions in the Airline and Aircraft Operating
Lease Industries

Market conditions affect our ability to secure favourable terms in new leases, including
higher lease rentals and longer lease terms, and our ability to sell aircraft on favourable terms
in order to generate gains on sale or minimise losses. Market conditions also impact the views
of aircraft appraisal firms and, accordingly, appraised values for aircraft which in turn may
affect advance rates for our secured financings and our impairment charges.

In addition, as our business primarily consists of leasing aircraft to commercial airline
operators, macroeconomic and other factors that have a significant impact on our airline
customers may also affect us. In particular, such factors include, amongst others, demand for
air travel, demand for higher fuel efficiency aircraft, fuel price volatility, political and economic
instability, natural disasters, terrorism, health concerns and labour disputes. See “Risk Factors
— Risks related to our business and operations and the aviation industry” for further details.

We believe our active portfolio management, strong financial position and attractive
financing arrangements enable us to adapt to market fluctuations and to adjust our portfolio to
take advantage of changes in market conditions, thereby mitigating the risks of shifts in
demand and volatile market conditions.
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Size of our Fleet

The overall size of our owned fleet of aircraft held for lease is the primary driver for lease
rental income on the one hand and for depreciation and finance expenses on the other. During
the Track Record Period, the growth in our fleet of owned aircraft directly impacted our
revenue, depreciation and indirectly, interest expenses through the increase in our financing
requirements. As at 31 December 2013, 2014 and 2015, we had 206, 230 and 227 aircraft,
respectively, in our owned fleet, generating lease rental income of US$804.1 million, US$936.9
million and US$975.5 million in 2013, 2014 and 2015, respectively. In the same years, we had
depreciation expenses of aircraft of US$335.0 million, US$379.0 million and US$379.9 million,
respectively, and finance expenses of US$135.7 million, US$150.8 million and US$168.8
million, respectively.

The increases in lease rental income and depreciation expenses were generally in line
with the expansion of our owned fleet over the same period. The decrease in owned aircraft
as at 31 December 2015 was due to the sale of 24 aircraft to a single buyer in late 2015, which
affected the size of our fleet.

Continued growth in our revenues and net profit after tax depends on our ability to further
grow our portfolio of owned aircraft while maintaining our profitability by controlling our
corresponding costs and expenses, including the purchase price of aircraft and our finance
expenses. In addition, a small portion of our fleet comprises managed aircraft, for which we
receive lease management fee income from aircraft owners (including owners of aircraft
purchased from us) to whom we provide aircraft management services.

The table below sets forth our fleet and our order book as at 31 December 2015:

Total

Owned Managed Aircraft on Number of
Aircraft Type Aircraft Aircraft Order™ Aircraft
Airbus A320CEOQO family................. 108 14 58 180
Airbus A320NEO family................. 0 0 64 64
Airbus A330-300 .. ........ .. ... .. ..., 11 8 2 21
Boeing 737NG family. .. ................ 78 12 54 144
Boeing 737-MAX 8. .. ... ... .. L 0 0 61 61
Boeing 777-300ER. .. ... ... ... .. oL 13 2 2 17
Boeing 777-300 . . . ... ... ... 1 1 0 2
Boeing 787. . . ... 2 0 0 2
Embraer E190 family................... 11 2 0 13
Freighters. . ... ... ... . ... .. ... .... 3 4 0 7
Total............. i 227®3) 43 241 511
Notes

(1)  Includes all commitments to purchase aircraft including those where an airline customer has the right to acquire
the relevant aircraft of which, as at 31 December 2015 and as at the Latest Practicable Date, there were 14 and
11 aircraft, respectively.

(2) As at 31 December 2015, the Company had classified as assets held for sale seven aircraft, comprising six
Airbus A320CEO family aircraft and one Boeing 737NG family aircraft, for which it had entered into agreements
to sell in accordance with the Company’s strategy of actively managing its aircraft portfolio.
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Terms of our Aircraft Purchases

The price we pay to purchase aircraft, either through our order book or pursuant to
purchase and leaseback transactions, has a significant impact on our costs and profitability.
We utilise a prudent, strategic approach to aircraft purchases under which we seek to identify
and pursue commercially favourable opportunities to grow our fleet. We believe that an active,
opportunistic purchase strategy enables us to obtain advantageous purchase prices for new
aircraft. The aircraft purchase price also determines (i) our depreciation costs in accordance
with our accounting policies, (ii) our finance expenses in relation to the extent of debt financing
needed to complete the purchase and (iii) our net gain on sale should we eventually decide to
sell the aircraft.

At the same time, we actively manage the timing of our aircraft purchases in order to
avoid a gap between our revenue and cost streams. We closely coordinate our purchase and
leasing operations to mitigate the risk of liquidity gaps that may otherwise arise from
mismatches in such streams.

As our business growth depends on our continued ability to acquire new aircraft to grow
our fleet and to replace older aircraft, we expect that our overall costs and profitability will
continue to depend, in part, on the terms of our aircraft purchase commitments.

Terms of our Lease Agreements

The rental rates we receive for aircraft leases impact our revenue and profitability, which
are in turn affected by the mix of aircraft types and age, as customer demand for certain types
of aircraft determines the lease rental rates generated from leasing or re-leasing the aircraft.

We have historically been successful in ensuring efficient fleet utilisation by actively
monitoring and managing our leases and re-leases. We achieved a high aircraft utilisation rate
(representing the total number of on-lease days as a percentage of available lease days) of
99.8% between 1 January 2008 and 31 December 2015.

Our lease expirations are well-dispersed, with relatively few near-term expiries. As at 31
December 31, 2013, 2014 and 2015, the average remaining lease term of our owned aircraft,
weighted by net book value of owned fleet, was 7.6 years, 7.5 years and 7.4 years,
respectively.

Our lease rental income depends on the counterparties under our lease agreements —
our customers. In particular, we rely on our airline leasing customers to make rental payments
timely and in full in order to meet our revenue and cash flow expectations under our lease
agreements. If a customer fails to perform its obligations under the respective lease
agreement, our lease rental income may be negatively impacted. We achieved a high average
lease payment collection rate of 99.6% between 1 January 2008 and 31 December 2015.

— 152 —



FINANCIAL INFORMATION

Access to Financing, Financing Costs and Related Market Conditions

The aircraft operating lease industry is capital intensive, requiring acquisition of new
aircraft to supplement or replace aircraft in the existing fleet. In addition, our aircraft purchase
commitments may require significant upfront costs in order to secure such purchases, such as
pre-delivery payments. We depend on external sources of financing for a significant portion of
our capital needs, including loans and notes. As a result, interest expense is our most
significant cash expense and the cost of new financing or re-financing has a material impact
on our net profit after tax. We also have accessed and may seek to continue to access funding
guaranteed by the European export credit agencies for Airbus aircraft and U.S. Exim for
Boeing aircraft in connection with new aircraft deliveries. We typically utilise this debt
financing when it represents the most cost-effective source of funding for a particular aircraft
delivery. Certain financing is structured as a finance lease where we are the lessee; in our
financial statements these arrangements are shown as finance leases. We lease these aircraft
on operating leases and treat the aircraft as owned by us.

A substantial amount of our debt financing is subject to floating interest rates pegged to
LIBOR, which may fluctuate based on changes in both the global credit environment as well
as the monetary and fiscal policies of governments that impact the currencies in which our
borrowings and notes are denominated. The table below sets forth, for the years indicated, the
historical movements of the six-month U.S. Dollar LIBOR:

Year ended 31 December

2013 2014 2015
High ..o 0.506% 0.363% 0.846%
oW . . 0.342% 0.319% 0.354%
AVerage . ... 0.409% 0.329% 0.485%

As at 31 December 2015, 80.5% of our debt was on a floating rate basis (including fixed
rate debt which had been swapped to floating rates) and 19.5% was on a fixed rate basis. We
expect to continue to utilise external debt financing subject mainly to floating interest rates to
fulfil our capital expenditure needs as well as to refinance debts. See note 39 to the
Accountants’ Report in Appendix | to this prospectus for a sensitivity analysis of the overall
impact on our net profit during the Track Record Period of hypothetical movements in interest
rates for our floating rate leases and major financial instruments which are interest bearing.

As our business primarily generates revenue through aircraft operating leases, of which
a substantial portion are on a floating interest rate basis, movements in interest rates may also
affect our profitability and liquidity.
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We are exposed to interest rate movements when we finance the acquisition of new
aircraft by borrowing at floating interest rates pegged to U.S. Dollar LIBOR on the one hand,
while collecting fixed rate rentals in U.S. Dollars in certain leases on the other. To hedge this
exposure in our business, we have entered into interest rate caps during the Track Record
Period in respect of our fixed rate operating leases. We also entered into hedging
arrangements during the Track Record Period using cross-currency swaps to manage the
currency exposure arising from our debt financing in currencies other than U.S. Dollars. We
enter into hedging arrangements with large, international financial institutions with strong
credit ratings.

From time to time, we also swap fixed rate debt obligations into floating rate liabilities
through the use of fixed-to-floating interest rate swaps. For instance, we issued medium term
notes at fixed coupon rates in 2014 and 2015, and used derivative financial instruments in the
form of fixed-to-floating interest rate swaps to swap our fixed rate payment obligations under
these notes to floating rate liabilities pegged to U.S. Dollar LIBOR.

See “Business — Hedging Arrangements and Policies” and “— Qualitative and
Quantitative Disclosures on Financial Risk” for further details.

Sale of Aircraft

As a critical part of our business model, we actively manage our portfolio of owned
aircraft. We sell aircraft to generate gains on sale and to manage risk in the portfolio. As at 31
December 2015, we had sold aircraft to more than 70 investors globally since our inception in
1993. Our net gain on sale of aircraft is primarily affected by the sale price we achieve on the
one hand and the net book value of the aircraft sold on the other, which is dependent on our
acquisition price and our depreciation policy. Sale prices for our aircraft depend on a number
of factors, including general market conditions, attractiveness of the aircraft for sale in terms
of model, specification and age, remaining lease term and prevailing market demand for the
particular type of aircraft. For example, in 2013, 2014 and 2015, we sold 21, 33 and 43 aircraft
from our fleet, respectively, recording net gain on sale of aircraft of US$76.5 million, US$30.3
million and US$70.1 million in the same years, respectively. Our revenue from such sales
decreased in 2014 compared to 2013 despite a higher number of aircraft sold, primarily due
to sales of older generation models in 2014, which resulted in a lower average sale price per
aircraft. Such sales were in line with our plan to dispose of older aircraft in our fleet to maintain
a young aircraft portfolio. Our net gain on sale of aircraft then increased in 2015, primarily due
to the increase in the number of aircraft sold.
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Taxation

We operate globally and own aircraft in entities incorporated in Singapore, Ireland, the
United States and the Cayman Islands as at 31 December 2015. We also expect the subsidiary
in the United Kingdom to own and lease aircraft from 2016 onwards. The prevailing corporate
tax rates in Singapore, Ireland, the United States, the Cayman Islands and the United Kingdom
are 17%, 12.5%, 35%, 0% and 20%, respectively. The table below sets forth a breakdown of
our income tax expense/credit by jurisdiction during the Track Record Period:

Year ended 31 December

2013 2014 2015

Tax expense/ Tax expense/ Tax expense/

(credit) (credit) (credit)
US$°000

Tax jurisdiction
Singapore . ... .. 8,969 6,705 20,716
Ireland . ... ... .. .. . . 7,753 14,212 15,274
United States . ......... ... . ... .. .. .. .. ... 16,542 23,646 21,876
Others™™ . .. . .. ... 606 (371) 260
Total .......... ... ... 33,870®@ 44,192 58,126

Notes:

(1) Represents income tax expense/credit in tax jurisdictions in which the Group did not own aircraft during the
Track Record Period, including China, France, the United Kingdom and Labuan, for which the prevailing
corporate tax rates are 25%, 33.33%, 20% and 3% (or a flat rate of MYR20,000), respectively.

(2) Includes write-back of provision in respect of prior years.

As a result of the range in applicable tax rates, including concessionary rates in
Singapore as discussed below, taxes accrued in higher or lower tax jurisdictions can
significantly affect the amount of tax expenses we recognise. During the Track Record Period,
such variance has resulted in an increase in our effective tax rate from 10.9% in 2013 to 12.5%
in 2014 and further to 14.5% in 2015. Our effective tax rates in 2013 and 2014 were lower due
to the write-back of tax provided in prior years. Without such write-backs, our effective tax
rates in 2013 and 2014 would have been 12.9% and 13.7%, respectively.

ALS is an incentive scheme under which an approved aircraft leasing company which
derives income from aircraft leasing and other prescribed activities is granted, on a case by
case basis, a concessionary tax rate rather than the prevailing corporate tax rate in Singapore
which is presently 17%. Based on the circular published by the Economic Development Board
of Singapore (“EDB”), such prescribed activities include several of the activities we undertake,
such as services relating to the arrangement for the procurement or disposal of aircraft and the
management of aircraft leases. Automatic withholding tax exemptions are extended to loans
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provided to ALS-approved companies from non-Singapore resident lenders to finance the
purchase of aircraft or aircraft engine, subject to certain qualifying conditions. Based on the
circular published by the EDB, the conditions for such exemption include (i) the loan not being
for any other purpose other than for financing the acquisition of aircraft or aircraft engine to be
used in leasing business, (ii) the loan being on an “arm’s length” basis between the lender and
the borrower, (iii) the amount being at least S$5 million per aircraft or aircraft engine and (iv)
the aircraft or aircraft engine financed by the loan being beneficially owned by the
ALS-approved company. The ALS awarded to the Company was most recently renewed in July
2012 for five years up to June 2017, and may be further extended subject to approval from the
Ministry of Finance of Singapore. We intend to maintain our compliance with the terms and
conditions stipulated under the ALS and to apply for extension of the incentive scheme in due
course in order to continue to benefit from its provisions.

Except for minimal amounts, we have not paid cash tax during the Track Record Period
primarily due to tax deductions from capital allowances in connection with our ongoing
acquisition of new aircraft, resulting in unabsorbed capital allowances and unutilised tax
losses which are available to offset our taxable income. We believe this is in line with typical
practice in the aircraft operating lease industry in which companies that frequently acquire
additional aircraft will have significant capital allowances and/or tax losses, which in turn may
be used to offset taxable income. Our capital allowances, together with the concessionary tax
treatment under the ALS, has been sufficient to offset substantially all of our taxable income
during the Track Record Period and reduce our effective tax rate.

We also recognise deferred tax liability on our statement of financial position mainly
attributable to the excess of the depreciation claimed for tax purposes over the depreciation
deducted from accounting profits.

CRITICAL ACCOUNTING POLICIES AND ESTIMATES

This discussion and analysis of our financial position and results of operations is based
on our consolidated financial statements, which have been prepared in accordance with IFRS.
The preparation of our consolidated financial statements requires management to make
estimates, judgments and assumptions that affect the reported amounts of revenues,
expenses, assets and liabilities, and the disclosure of contingent liabilities at the end of each
reporting period. Uncertainty about these estimates and assumptions could result in outcomes
that require a material adjustment to the carrying amount of the asset or liability affected in
future periods. Our estimates, assumptions and judgments are assessed on an ongoing basis
and are based on experience and relevant factors, including expectations of future events that
are believed to be reasonable under the circumstances at the time of valuation. A summary of
our significant accounting policies is presented in the notes to the audited consolidated
financial statements included in this prospectus. Critical accounting policies and estimates are
defined as those that are both important to the portrayal of our financial position and results
and require our subjective judgments, estimates and assumptions. Our more critical
accounting policies and significant estimates, assumptions and judgments are described
below.
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Leases

The determination of whether an arrangement is, or contains a lease is based on the
substance of the arrangement at inception date: whether fulfilment of the arrangement is
dependent on the use of a specific asset or assets and the arrangement conveys a right to use
the asset.

While we are primarily an aircraft operating leasing company, we do enter into financing
arrangements pursuant to which we are considered the lessee.

Where we are the lessor — owned aircraft which are leased by us under operating leases

Leases where we retain substantially all the risks and rewards of ownership of the asset
are classified as operating leases. Initial direct costs incurred in negotiating an operating lease
are added to the carrying amount of the leased asset and recognised over the lease term on
the same bases as rental income. Contingent rents are recognised as revenue in the period
in which they are earned.

Our owned aircraft portfolio is on lease with various airlines. We determined that we retain
all significant risks and rewards of ownership of these aircraft which are leased out on
operating leases. This determination is done after considering the conditions set out in IAS 17
‘Leases’ which, amongst other things, require that the Group retains the title of the aircraft at
the end of the lease term and the lease term does not cover the major part of the economic
life of the aircraft.

Where we are the lessee — financed aircraft purchases

Finance leases, which effectively transfer to us substantially all the risks and benefits
incidental to ownership of the leased asset, are capitalised at the inception of the lease term
at fair value of the leased asset or, if lower, at the present value of the minimum lease
payments and are disclosed under note 36 to the Accountants’ Report in Appendix | to this
prospectus. Any initial direct costs are also added to the amount capitalised. Lease payments
are apportioned between the finance charges and reduction of the lease liability so as to
achieve a constant rate of interest on the remaining balance of the liability. Finance charges
are charged directly to profit or loss.

Aircraft that we acquire on finance leases and for which we retain substantially all the
risks and rewards of ownership are recognised as assets on our balance sheet and are then
leased on operating leases with our airline customers.

Related developments

A new standard for lease accounting, IFRS 16 ‘Leases’, was issued on 13 January 2016.
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It is anticipated that IFRS 16 ‘Leases’ will not have a significant impact upon the way in
which lessors account for leases. The main changes reflected in IFRS 16 ‘Leases’ will affect
lessees. Under IFRS 16 ‘Leases’ a lessee will be required to recognise a “right-of-use” asset
and a lease liability. The “right-of-use” asset is treated similarly to other non-financial assets
and depreciated accordingly and the liability accrues interest.

Adoption of IFRS 16 ‘Leases’ may require certain lessees to alter the way in which their
operating leases are treated in their accounting records, requiring them to recognise the
financial impact (both in terms of a “right-of-use” asset, on the asset side, and a lease liability,
on the liability side, of their statements of financial position) of operating leases entered into
with the Group.

See “Risk Factors — A new standard for lease accounting which may impact our airline
customers was issued on 13 January 2016, effective from financial reporting periods beginning
on or after 1 January 2019 for further details.

Plant and Equipment

Aircraft

Purchased aircraft on operating leases to airline operators are included under plant and
equipment and initially recorded at cost. Such costs include borrowing costs that are directly
attributable to the acquisition of aircraft prior to delivery. Subsequent to recognition, purchased
aircraft are stated at cost less accumulated depreciation and accumulated impairment loss.
Modifications and all other costs associated with placing the aircraft in service are capitalised.
The cost of aircraft is stated net of manufacturers’ credits. Expenditure for additions and
improvements is capitalised. Expenditure for maintenance and repairs, unless drawn from
maintenance reserves, is charged to profit or loss.

As indicated above, we occasionally arrange financing such that we lease the aircraft as
the lessee under a finance lease. We account for leased aircraft as finance leases if the lease
agreements give us rights approximating ownership when we are the lessee. The assets are
capitalised under plant and equipment as if they had been purchased outright at the fair value
of the leased asset or, if lower, at the present value of the minimum lease payments. The
corresponding lease commitment is included under liabilities. Lease payments consist of
principal and interest elements and the interest is charged to profit or loss. Depreciation on the
relevant asset is also charged to profit or loss.

The carrying values of aircraft are reviewed for impairment when events or changes in
circumstances indicate that the carrying values may not be recoverable. As at 31 December
2015, the aggregate appraised value of our owned aircraft was US$11,170.2 million
(calculated as the average of five independent aircraft appraisers’ aggregate valuations of all
such aircraft, on a full-life, current market value basis).
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Aircraft progress payments

Progress payments refer to pre-delivery payments for aircraft under construction and are
recognised under plant and equipment when payments are made.

Depreciation

Aircraft are depreciated on a straight-line basis over 25 years less the aircraft’s age with
a 15% residual value at the end of the 25th year for the first 12 years. The remaining value at
the end of the 12th year is depreciated using straight-line basis with no residual value over the
remaining 13 years. Fully depreciated assets are retained in the financial statements until they
are no longer in use.

The residual values, useful life and depreciation method are reviewed and adjusted, as
appropriate, at each year end to ensure that the amount, method and period of depreciation
are consistent with previous estimates and the expected pattern of consumption of the future
economic benefits embodied in the items of plant and equipment. The effects of any revision
are recognised in profit or loss when the changes arise.

Disposal

When an aircraft is sold, its book value is derecognised upon disposal or when no future
economic benefits are expected from its use or disposal. Any gain or loss arising on
derecognition of the asset is included in profit or loss in the period the asset is derecognised.

Impairment of Aircraft

The average amount of impairment on aircraft charged to profit or loss for each financial
year/period") as a percentage of average net book value®® of aircraft in such financial
year/period during the period from 1 April 1995 (which was the commencement of the financial
year during which the Company acquired its first aircraft) to 31 December 2015 was
approximately 0.1%. We assess at each reporting date whether there is an indication that an
asset may be impaired. If any indication exists, or when an annual impairment testing for an
asset is required, we estimate the asset’s recoverable amount.

With respect to aircraft, determining whether to recognise an impairment loss requires
estimation of the aircraft’s fair value less its costs to sell and the value in use of the aircraft.

Notes:

m We changed our financial year end from 31 March to 31 December with effect from 1 April 2007. We had a
financial reporting period between 1 April 2007 and 31 December 2007 before our financial year for the 12
months ended 31 December 2008. Our consolidated audited accounts for the financial years ended 31 March
1996 up to and including the financial year ended 31 December 2012 were prepared in accordance with
Singapore Financial Reporting Standards. Our consolidated audited accounts for the financial years ended 31
December 2013 to 31 December 2015 were prepared in accordance with IFRS.

@ Average net book value of aircraft equals the net book value of aircraft at the beginning of the financial
year/period plus the net book value of aircraft at the end of the financial year/period, divided by two.
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To estimate the fair value, management uses independent aircraft appraisers’ valuations which
are derived based on certain assumptions. Key assumptions that appraisers may use include:
(i) a willing, able, prudent and knowledgeable buyer and seller; (ii) no unusual pressure on
either buyer or seller that necessitates either a discount or premium to the most likely trading
price; (iii) negotiation in an open and unrestricted market; (iv) adequate time for effective
exposure to prospective buyers; (v) stable market, global regulatory and legislative
environments, precluding the possibility of the aircraft’s premature withdrawal from operational
use; (vi) aircraft is in a standard maintenance condition for its vintage; (vii) aircraft is in
average physical condition; (viii) unless otherwise stated, aircraft is equipped to an average
specification; and (ix) an inflation rate of 2% per annum. Estimating the value in use requires
us to make an estimate of the expected future cash flows from the lease and also to choose
a suitable discount rate in order to calculate the present value of those cash flows.

Non-current assets held for sale

Non-current assets classified as held for sale are measured at the lower of their carrying
amount and fair value less costs to sell. Assets are classified as held for sale if their carrying
amounts will be recovered principally through a sale transaction rather than through continuing
use and the sale is highly probable. Assets, once classified as held for sale, are not
depreciated.

Assets are classified as held for sale when the asset is available for immediate sale in its
present condition subject only to terms that are usual and customary and its sale must be
highly probable. Management judgment is required to assess whether the assets meet the
conditions to be classified as assets held for sale.

Revenue Recognition

Revenue is recognised to the extent that it is probable that the economic benefits will flow
to us and the revenue can be reliably measured. Revenue is measured at the fair value of
consideration received or receivable, excluding discounts, rebates, and sales taxes or duties.

Lease rental income

We and certain of our subsidiary companies, as lessors, lease aircraft under operating
leases. Lease income is recognised over the lease term as and when rentals become
receivable under the provisions of the lease agreements.

Operating leases with step rentals are recognised on a straight-line basis over the term
of the initial lease, assuming no renewals.

Lease income is not recognised if the collections are not probable due to prolonged
financial difficulties of the respective lessees.
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Maintenance Reserves

Normal maintenance and repairs, airframe and engine overhauls, and compliance with
return conditions of the aircraft placed on operating leases are provided by and paid for by the
lessees. Certain lease agreements require the lessee to make monthly or end of lease
maintenance reserves contributions to us which subsequently can be drawn on to pay for
certain maintenance events carried out. These maintenance reserves balances are accounted
for as liabilities. Upon termination of the lease, any unutilised maintenance reserves balance
will be released to profit or loss or continue to be retained as reserves for drawdown by the
follow-on lessee. Upon sale of the aircraft, any unutilised maintenance reserves balance not
transferred to buyer will be released to profit or loss. Any shortfall identified in the balances
held in respect of historic operation of the aircraft that may be required to be made available
for draw down by follow-on lessee are provided as a charge to profit or loss.

Management makes a judgment based on payment records that as at each date in the
statement of financial position, the lessees are able to fulfil their obligations as stipulated in
the lease agreements. For any shortfall identified, a provision for aircraft maintenance will be
charged to profit or loss.

Borrowing Costs

Borrowing costs consist of interest and other costs that we incur in connection with the
borrowing of funds. Borrowing costs are capitalised as part of the cost of a qualifying asset if
they are directly attributable to the acquisition, construction or production of that asset.
Capitalisation of borrowing costs commences when the activities to prepare the asset for its
intended use are in progress, and the expenditure of the asset and borrowing costs are
incurred. Borrowing costs are capitalised until the assets are substantially completed for their
intended use. We borrow to finance certain pre-delivery payments for aircraft under
construction. The interest incurred on such borrowings is capitalised and included in the cost
of the aircraft, except for the interest incurred for aircraft pre-delivery payments arising from
lease commitments or advances of pre-delivery payments on which we earn income.
Capitalisation of interest ceases when the aircraft is delivered. All other borrowing costs are
expensed in the period they occur.

Financial Instruments
Financial assets
Initial recognition and measurement

Financial assets are recognised when, and only when, we become a party to the
contractual provisions of the financial instrument. We determine the classification of our
financial assets at initial recognition.

When financial assets are recognised initially, they are measured at fair value, plus, in the
case of financial assets not at fair value through profit or loss, directly attributable transaction
costs.
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All purchases and sales of financial assets are recognised or derecognised on the trade
date, i.e., the date that we commit to purchase or sell the asset.

Subsequent measurement

Financial assets at fair value through profit or loss: Financial assets classified as held for
trading are included in the category “financial assets at fair value through profit or loss”.
Financial assets are classified as held for trading if they are acquired for the purpose of selling
in the near term. This category includes derivative financial instruments entered into by the
Group that are not designated as hedging instruments in hedge relationships. Subsequent to
initial recognition, financial assets at fair value through profit or loss are measured at fair
value. Gains or losses on financial assets classified as fair value through profit or loss are
recognised in profit or loss.

Loans and receivables: Non-derivative financial assets with fixed or determinable
payments that are not quoted in an active market are classified as loans and receivables.
Subsequent to initial recognition, loans and receivables are measured at amortised cost using
the effective interest method, less impairment. Gains and losses are recognised in profit or
loss when the loans and receivables are derecognised or impaired, and through the
amortisation process.

Derecognition

A financial asset is derecognised where the contractual right to receive cash flows from
the asset has expired. On derecognition of a financial asset in its entirety, the difference
between the carrying amount and the sum of the consideration received and any cumulative
gain or loss that had been recognised in other comprehensive income is recognised in profit
or loss.

Financial liabilities
Initial recognition and measurement

Financial liabilities are recognised when, and only when, we become a party to the
contractual provisions of the financial instrument. We determine the classification of our

financial liabilities at initial recognition.

Financial liabilities are recognised initially at fair value, plus, in the case of other financial
liabilities not at fair value through profit or loss, directly attributable transaction costs.

Subsequent measurement

Financial liabilities at fair value through profit or loss: Financial liabilities at fair value
through profit or loss include financial liabilities held for trading and financial liabilities
designated upon initial recognition at fair value. Financial liabilities are classified as held for
trading if they are acquired for the purpose of selling in the near term. This category includes
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derivative financial instruments entered into by us that are not designated as hedging
instruments in hedge relationships. Subsequent to initial recognition, financial liabilities at fair
value through profit or loss are measured at fair value. Any gains or losses arising from
changes in fair value of the financial liabilities are recognised in profit or loss.

Other financial liabilities: After initial recognition, financial liabilities are subsequently
measured at amortised cost using the effective interest method. Gains and losses are
recognised in profit or loss when the liabilities are derecognised, and through the amortisation
process.

Derecognition

A financial liability is derecognised when the obligation under the liability is discharged or
cancelled or expires. When an existing financial liability is replaced by another from the same
lender on substantially different terms, or the terms of an existing liability are substantially
modified, such an exchange or modification is treated as a de-recognition of the original
liability and the recognition of a new liability, and the difference in the respective carrying
amounts is recognised in profit or loss.

Offsetting of financial instruments

Financial assets and financial liabilities are offset and the net amount is presented in the
statement of financial position, when and only when, there is a currently enforceable legal right
to set off the recognised amounts and there is an intention to settle on a net basis, or to realise
the assets and settle the liabilities simultaneously.

Derivative Financial Instruments and Hedging Activities

We use derivative financial instruments, such as cross-currency interest rate swap,
interest rate swap, interest rate cap and foreign exchange forward contracts, to hedge our
risks associated with foreign currency and interest rate fluctuations. Such derivative financial
instruments are initially recognised at fair values on the date on which derivative contracts are
entered into and are re-measured at fair values. Derivative financial instruments are carried as
assets when the fair values are positive and as liabilities when the fair values are negative.

Any gains or losses arising from changes in fair values on derivative financial instruments
that do not qualify for hedge accounting are taken to profit or loss for the period.

The fair values of cross-currency interest rate swap, interest rate swap, interest rate cap
and foreign exchange forward contracts are determined by marked-to-market values provided
by counterparties.
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We apply hedge accounting for certain hedging relationships which qualify for hedge
accounting. For the purpose of hedge accounting, hedges are classified as:

(i) Fair value hedges when hedging the exposure to changes in the fair values of a
recognised asset or liability that is attributable to a particular risk and could affect
profit or loss; and

(i) Cash flow hedges when hedging exposure to variability in cash flows that is either
attributable to a particular risk associated with a recognised asset or liability or a
highly probable forecast transaction and could affect profit or loss.

At the inception of a hedge relationship, we formally designate and document the hedge
relationship to which we wish to apply hedge accounting and the risk management objective
and strategy for undertaking the hedge. The documentation includes identification of the
hedging instrument, the hedged item or transaction, the nature of the risk being hedged and
how the entity will assess the hedging instrument’s effectiveness in offsetting the exposure to
changes in the hedged item’s fair values or cash flows attributable to the hedged risk. Such
hedges are expected to be highly effective in achieving offsetting changes in fair values or
cash flows and are assessed on an ongoing basis to determine that they actually have been
highly effective throughout the financial reporting periods for which they were designated.

Deferred Income Tax

Deferred tax is provided using the liability method on temporary differences at the end of
each year between the tax bases of assets and liabilities and their carrying amounts for
financial reporting purposes.

Deferred tax liabilities are recognised for all temporary differences, except:

(i) Where the deferred tax liability arises from the initial recognition of goodwill or of an
asset or liability in a transaction that is not a business combination and, at the time
of the transaction, affects neither the accounting profit nor taxable profit or loss; and

(i) In respect of taxable temporary differences associated with investments in
subsidiaries, where the timing of the reversal of the temporary differences can be
controlled and it is probable that the temporary differences will not reverse in the
foreseeable future.

Deferred tax liabilities are recognised for all taxable temporary differences associated
with investments in subsidiaries to the extent that we are able to control the timing of the
reversal of the temporary difference and it is probable that the temporary difference will not
reverse in the foreseeable future. We are subject to Singapore tax on all of our foreign pre-tax
earnings when earnings are effectively repatriated unless tax exemption is applicable.
Management judgment is required to determine that the undistributed profits of the
subsidiaries will not be distributed and remitted into Singapore in the foreseeable future. We
provide for taxes on the undistributed earnings of foreign subsidiaries except to the extent that
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such earnings are invested outside Singapore and likely to remain invested outside Singapore
in the foreseeable future. The aggregate amount of temporary differences arising from
potential Singapore tax exposure on undistributed earnings of foreign subsidiaries and
overseas unremitted income was US$542.1 million, US$640.4 million and US$817.4 million as
at 31 December 2013, 2014 and 2015, respectively, for which deferred tax liabilities have not
been recognised.

Deferred tax assets are recognised for all deductible temporary differences, the carry
forward of unused tax credits and unused tax losses, to the extent that it is probable that
taxable profit will be available against which the deductible temporary differences, and the
carry forward of unused tax credits and unused tax losses can be utilised except:

(i) where the deferred tax asset relating to the deductible temporary difference arises
from the initial recognition of an asset or liability in a transaction that is not a
business combination and, at the time of the transaction, affects neither the
accounting profit nor taxable profit or loss; and

(i) in respect of deductible temporary differences associated with investments in
subsidiaries, deferred tax assets are recognised only to the extent that it is probable
that the temporary differences will reverse in the foreseeable future and taxable
profit will be available against which the temporary differences can be utilised.

Management judgment is required to determine the amount of deferred tax assets that
can be recognised, based upon the likely timing and level of future taxable profits together with
future tax planning strategies.

The Company was granted a renewal of the concessionary tax rate with effect from 1 July
2012 under the ALS. See “Financial Information — Significant Factors Affecting Our Results
of Operations and Financial Condition.” To qualify for five years of concessionary tax rate, the
Company is required to achieve certain conditions within the five-year period. Management is
reasonably confident that the conditions can be met and is unaware of any reason for the
extension of the concessionary rate after the expiry would not be considered.

DESCRIPTION OF MAJOR LINE ITEMS IN OUR CONSOLIDATED STATEMENT OF PROFIT
OR LOSS

Revenue and Other Income

Our revenues and other income primarily consists of (i) lease rental income, (ii) interest
and fee income and (iii) net gain on disposal of aircraft.

Lease rental income

Our primary source of revenues and other income is lease rental income received from
aircraft operating leases with airlines, representing 87.5%, 94.8% and 89.4% of our total
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revenue and other income in 2013, 2014 and 2015, respectively. We lease aircraft to airlines
in multiple geographic regions, including Asia Pacific (excluding Chinese Mainland, Hong
Kong, Macau and Taiwan), Chinese Mainland, Hong Kong, Macau and Taiwan, the Americas,
Europe, and the Middle East and Africa.

We maintain geographic diversification with respect to our lease rental income, while
seeking to lease aircraft on an opportunistic basis in any jurisdiction in which we believe we
are able to obtain beneficial terms, subject to our risk management policies and assessments.
During the Track Record Period, the Asia Pacific region (excluding Chinese Mainland, Hong
Kong, Macau and Taiwan) was the largest region for our revenue from lease rentals,
representing 28.4%, 31.2% and 33.2% of our total lease rental income in 2013, 2014 and 2015,
respectively. Our lease rental income from the Asia Pacific (including Chinese Mainland, Hong
Kong, Macau and Taiwan), which together amounted to 42.6%, 43.6% and 49.9% of our total
lease rental income in the same years, respectively, reflects demand in these regions for
aircraft leasing.

Our aircraft lease agreements typically provide for monthly payments in advance at a
fixed rent or floating rent pegged to U.S. Dollar LIBOR which adjusts periodically during the
term of the lease. Based on our order book, deliveries and the consequential commencement
of lease rental income are spaced out over the course of the year without significant seasonal
variation.

Interest and fee income

Our interest and fee income was US$28.0 million, US$11.6 million and US$39.8 million in
2013, 2014 and 2015, respectively. As a complementary product offering in connection with our
aircraft purchase and leaseback transactions, we sometimes collect fees from our airline
customers for making pre-delivery payments to the aircraft OEMs for future aircraft delivery
commitments. These types of arrangement are typically sourced through a combination of our
aircraft leasing and sales and our aircraft purchasing teams, each of which is in regular
dialogue with our airline customers and the OEMs. We are able to leverage our relationships
with both our airline customers and the OEMs as well as the prevailing dynamics in particular
situations. This, together with our strong financial position, enables us to execute these
arrangements quickly and efficiently on competitive terms. Consistent with the approach we
take to analysing and evaluating all transactions which we enter into, any pre-delivery payment
arrangement is analysed and evaluated against the Group’s expected financial returns and
other benchmarking requirements.

In addition, we also derive fee income from fees received for modifications to pre-delivery
schedules, in particular from making advance pre-delivery payments for our aircraft purchase
commitments.

Our income further includes interest generated from fixed deposits and cash balances
with banks. In 2013, we also generated income from finance leases where we were the lessor
which we subsequently terminated, thus generating no income in 2014 and 2015.
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We also derive income from providing a variety of management and marketing services
to aircraft owners across a variety of services, including invoicing and collections, monitoring
insurance renewals, monitoring letter of credit renewals, utilisation reporting and tracking,
technical inspections, transition planning and management, lease placement, sales and
marketing (including remarketing) and other related services.

Our fee income can vary significantly from year to year due to the timing of aircraft
deliveries or the volume of such transactions in a particular year, and may impact our overall
funding costs. See note 5 to the Accountants’ Report in Appendix | to this prospectus for further
details.

Net gain on sale of aircraft

Net gain on sale of aircraft is derived from sale proceeds and maintenance reserves
retained by us, less net book value of the relevant aircraft and sales expenses. We typically
sell aircraft to other lessors, airlines or private fund entities. In 2013, 2014 and 2015, we sold
21, 33 and 43 aircraft, respectively. The table below sets forth a breakdown of our net gain on
sale of aircraft:

Year ended 31 December

2013 2014 2015

US$’000
Proceeds from sale of aircraft ..................... 913,303 1,315,861 1,822,618
Maintenance reservesreleased .. .................. 45,745 35,891 65,026
Less: net book value of aircraft .................... (880,642) (1,319,484) (1,798,652)
Less: sales expenses ... (1,935) (1,977) (18,848)
Net gain on sale of aircraft ...................... 76,471 30,291 70,144

Costs and Expenses

Costs and expenses mainly comprise (i) depreciation, (ii) finance expenses, (iii) staff
costs, (iv) impairment charges and (v) other operating expenses.

Depreciation of plant and equipment

Depreciation of aircraft constituted the largest component of our costs and expenses
during the Track Record Period. In 2013, 2014 and 2015, depreciation of plant and equipment
amounted to US$336.3 million, US$381.2 million and US$382.0 million, representing 55.3%,
60.0% and 55.4% of our total costs and expenses (excluding income tax expense) during the
same periods, respectively. The table below sets forth, for the periods indicated, a breakdown
of our depreciation charges:

Year ended 31 December

2013 2014 2015
US$’000
Aircraft . ... 335,012 378,997 379,863
Other plant and equipment . ....................... 1,334 2,250 2,088
Total depreciation .. ........... ... ... . ... ..... 336,346 381,247 381,951
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We depreciate our aircraft on a straight-line basis over 25 years less the aircraft’s age
with 15% residual value at the end of the 25th year for the first 12 years. The remaining value
at the end of the 12th year is depreciated on a straight-line basis with no residual value over
the remaining 13 years. Depreciation of other plant and equipment, which include office
equipment and furniture and renovations, is calculated using the straight-line method to
allocate the depreciable amounts over their estimated useful lives. During the Track Record
Period, our increases in aircraft depreciation costs were in line with the corresponding
increases in the net book value of our aircraft portfolio and offset by our aircraft sales.

Finance expenses

Finance expenses relate primarily to interest expense, fair value changes on derivative
financial instruments and other charges on our loans and borrowings and finance lease
payables, which are not capitalised as part of plant and equipment. The table below sets forth,
for the periods indicated, a breakdown of our finance expenses:

Year ended 31 December

2013 2014 2015
Us$’000

Interest expense and other charges on
— Loans and borrowings .............. . ... . ... ... 136,730 152,159 169,063
— Finance leases . ... ... .. 781 995 1,156
Less: net fair value gain on derivative financial

instruments . . ... ... (1,822) (2,374) (1,448)
Total finance expenses. .. ....................... 135,689 150,780 168,771

Staff costs

Staff costs comprise mainly salaries, bonuses and employer’s defined contribution
benefits. The table below sets forth, for the periods indicated, a breakdown of our staff costs:

Year ended 31 December

2013 2014 2015
US$’000
Salaries, bonuses and other staff costs. . ............ 39,483 49,387 56,892
Employer’s defined contribution benefits. . ........... 1,171 1,843 1,797
Total staff costs. . . ........ ... ... ... . ... .. ... ..., 40,654 51,230 58,689

Our staff costs increased over the Track Record Period primarily due to higher bonuses
for meeting performance targets, increased headcount to support the expansion of our
business activities and annual salary increases.
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Impairment of aircraft

Impairment charges reflect the excess of net book values of the aircraft over their
recoverable amounts. See “— Critical Accounting Policies and Estimates” and note 3.2 to the
Accountants’ Report in Appendix | to this prospectus for further details.

Other operating expenses

Other operating expenses primarily consist of technical services expenses (including
repossession costs), professional fees and general office expenses.

Income tax expense

Income tax expense mainly relates to provision for deferred tax liabilities. The deferred
tax liabilities are mainly attributable to the excess of depreciation claimed for tax purposes
over the depreciation deducted from accounting profits. As the Group has operating entities
across multiple jurisdictions, we are subject to varying tax rates on our business. See “—
Significant Factors Affecting Our Results of Operations and Financial Condition” for further
details. Other than minimal amounts paid, we have not paid cash tax during the Track Record
Period due to tax depreciation being sufficient to offset taxable income.

REVIEW OF HISTORICAL RESULTS OF OPERATIONS
Year Ended 31 December 2015 Compared to Year Ended 31 December 2014
Revenues and other income

Our total revenues and other income increased by 10.3% from US$988.4 million in 2014
to US$1,090.7 million in 2015, primarily due to increases in lease rental income, net gain on
sale of aircraft and interest and fee income.

Lease rental income

Our lease rental income increased by 4.1% from US$936.9 million in 2014 to US$975.5
million in 2015, primarily due to growing fleet of aircraft in the first ten months of 2015, partially
offset by decrease in rental income as a result of the sale of 24 aircraft in the second half of
2015.

Interest and fee income

Our interest and fee income significantly increased from US$11.6 million in 2014 to
US$39.8 million in 2015, primarily due to a significant increase in fees for aircraft progress
payments reflecting increased demand from counterparties for pre-delivery payment
arrangements thereto.
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Net gain on sale of aircraft

Our net gain on sale of aircraft significantly increased from US$30.3 million in 2014 to
US$70.1 million in 2015, primarily due to an increase in aircraft sold from 33 to 43 in the same
years, respectively. The increase in aircraft sold was mainly due to the sale to a single buyer
in the second half of 2015. The amount of net gain on sale of aircraft in 2014 was partially
offset by losses on sale of several older generation models. As a result, we had a higher net
gain per aircraft sold in 2015 compared to 2014.

Costs and expenses

Our total costs and expenses increased by 8.4% from US$635.7 million in 2014 to
US$689.3 million in 2015, primarily due to increases in finance expenses and impairment of
aircraft.
Depreciation of plant and equipment

Depreciation of plant and equipment increased slightly by 0.2% from US$381.2 million in
2014 to US$382.0 million in 2015, in line with the growth of aircraft net book value reflecting
purchases during 2015 offset by sales within the year.
Finance expenses

Finance expenses increased by 11.9% from US$150.8 million in 2014 to US$168.8 million
in 2015, primarily due to an increase in financing for our fleet of aircraft. Our average cost of
funds was 1.9% in 2014 and 2.0% in 2015.
Staff costs

Staff costs increased by 14.6% from US$51.2 million in 2014 to US$58.7 million in 2015,
primarily due to higher provisions for bonuses in achieving strong operational results against
pre-determined key performance targets in 2015, increased headcount to support the
expansion of our business activities and annual salary increases.
Other operating expenses

Other operating expenses increased by 30.6% from US$9.5 million in 2014 to US$12.5

million in 2015, primarily due to amount of provision of repossession costs written back in 2014
which we did not recur in 2015.

Impairment of aircraft

Impairment of aircraft increased by 90.0% from US$23.1 million in 2014 to US$43.9
million in 2015, primarily due to impairment of two older aircraft, reflecting reduced market
demand for the older aircraft.
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Marketing and travelling expenses

Marketing and travelling expenses remained at US$5.0 million in each of 2014 and 2015.

Amortisation of deferred debt issue costs

Amortisation of deferred debt issue costs increased by 24.6% from US$14.5 million in
2014 to US$18.1 million in 2015, primarily due to writing off unamortised debt issue cost of
loan facilities which were prepaid due to sale of aircraft in 2015.

Profit before income tax and pre-tax profit margin

As a result of the foregoing, profit before income tax increased by 13.8% from US$352.8
million in 2014 to US$401.4 million in 2015. Our pre-tax profit margin increased from 35.7%
to 36.8% in the same years, respectively.

Income tax expense

Income tax expense increased by 31.5% from US$44.2 million in 2014 to US$58.1 million
in 2015. Our effective tax rate increased from 12.5% to 14.5% in the same periods,
respectively, primarily due to no tax written back in 2015 as opposed to a write back of US$4.1
million in 2014.

Profit for the year and net profit margin

As a result of the foregoing, our profit for the year increased by 11.3% from US$308.6
million in 2014 to US$343.3 million in 2015. Our net profit margin remained stable at 31.2%
and 31.5% in the same periods, respectively.

Year Ended 31 December 2014 Compared to Year Ended 31 December 2013

Revenues and other income

Our total revenues and other income increased by 7.6% from US$918.7 million in 2013
to US$988.4 million in 2014, primarily due to an increase in lease rental income, partially offset
by decreases in net gain on sale of aircraft and in interest and fee income.

Lease rental income

Our lease rental income increased by 16.5% from US$804.1 million in 2013 to US$936.9
million in 2014, primarily due to a net increase of 24 aircraft in our fleet under operating leases
from 206 as at 31 December 2013 to 230 as at 31 December 2014.
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Interest and fee income

Our interest and fee income decreased by 58.5% from US$28.0 million in 2013 to
US$11.6 million in 2014, primarily due to a lower volume of fee-earning pre-delivery advance
payments to manufacturers. Our lease management fee income decreased over the same
period due to one-off fees received in 2013 in relation to two aircraft managed by us for an
airline customer.

Net gain on sale of aircraft

Our net gain on sale of aircraft decreased by 60.4%, from US$76.5 million in 2013 to
US$30.3 million in 2014. Although 33 aircraft were sold in 2014 compared to 21 aircraft in
2013, the net gain on sale was reduced by losses on sale of several older generation models.
As a result, we had lower net gain per aircraft sold in 2014 compared to 2013.

Costs and expenses

Our total costs and expenses increased by 4.6% from US$607.7 million in 2013 to
US$635.7 million in 2014, primarily due to an increase in depreciation of plant and equipment
and finance expenses, partially offset by a decrease in impairment of aircraft and other
operating costs and expenses.

Depreciation of plant and equipment

Depreciation of plant and equipment increased by 13.3% from US$336.3 million in 2013
to US$381.2 million in 2014, which was in line with an increase in aircraft net book value in
2014 due to purchases, partially offset by sales within the year.

Finance expenses

Finance expenses increased by 11.1% from US$135.7 million in 2013 to US$150.8 million
in 2014, mainly due to an increase in financing for our larger fleet of aircraft. Our average cost
of funds remained at 1.9% in both 2013 and 2014.

Staff costs

Staff costs increased by 26.0% from US$40.7 million in 2013 to US$51.2 million in 2014.
Staff costs were higher in 2014 due to higher provisions for bonuses in achieving strong
operational results against pre-determined key performance targets in 2014, increased
headcount to support the expansion of our business activities and annual salary increases.

Other operating expenses

Other operating expenses decreased by 66.3% from US$28.3 million in 2013 to US$9.5
million in 2014, primarily due to a substantial decrease in technical services expenses as a
result of a reversal of provision for repossession costs in 2013 after such costs were finalised
in 2014.
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Impairment of aircraft

Impairment of aircraft decreased by 46.0% from US$42.8 million in 2013 to US$23.1
million in 2014. Provision for impairment loss in 2014 was made mainly for three aircraft which
were older than 12 years. Impairment of aircraft was higher in 2013 due to provisions for
several other older aircraft which have since been sold.

Marketing and travelling expenses

Marketing and travelling expenses increased by 18.7% from US$4.3 million in 2013 to
US$5.0 million in 2014, primarily due to increased business activities.

Amortisation of deferred debt issue costs

Amortisation of deferred debt issue costs remained stable at US$14.6 million and
US$14.5 million in 2013 and 2014, respectively.

Profit before income tax and pre-tax profit margin

As a result of the foregoing, profit before income tax increased by 13.5% from US$310.9
million in 2013 to US$352.8 million in 2014. Our pre-tax profit margin increased from 33.8%
to 35.7% in the same years, respectively.

Income tax expense

Income tax expense increased by 30.5% from US$33.9 million in 2013 to US$44.2 million
in 2014. Our effective tax rate increased from 10.9% to 12.5% in the same years, respectively,
primarily due to lower tax write-backs.

Profit for the year and net profit margin

As a result of the foregoing, our profit for the year increased by 11.4% from US$277.1
million in 2013 to US$308.6 million in 2014. Our net profit margin slightly increased from 30.2%
to 31.2% in the same years, respectively.

DESCRIPTION OF MAJOR LINE ITEMS IN OUR CONSOLIDATED STATEMENTS OF
FINANCIAL POSITION

Plant and Equipment

We had plant and equipment of US$9,594.3 million, US$11,015.3 million and
US$11,717.4 million as at 31 December 2013, 2014 and 2015, respectively. During the Track
Record Period, aircraft constituted the largest component of our plant and equipment,
amounting to US$9,124.0 million, US$9,923.4 million and US$9,475.7 million as at 31
December 2013, 2014 and 2015, respectively, representing 95.1%, 90.1% and 80.9% of our
total plant and equipment as at the same dates, respectively. The net book value of our
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pre-2007 aircraft amounted to US$878.3 million, US$543.2 million and US$209.7 million as at
31 December 2013, 2014 and 2015, respectively. Over the same period, aircraft progress
payments constituted a higher portion of our plant and equipment, representing 4.9%, 9.9%
and 19.1% of our total plant and equipment as at 31 December 2013, 2014 and 2015,
respectively, primarily due to increased advances of pre-delivery payments to manufacturers
and reclassification of non-current aircraft assets of US$222.2 million from plant and
equipment to assets held for sale. These trends reflect market opportunities available to us
over the Track Record Period, and may fluctuate going forward. Other than these, the
movements in plant and equipment over the Track Record Period have been primarily
attributable to purchases of additional aircraft for our fleet and increases in pre-delivery
payments for new orders, partially offset by aircraft sales. Other components of our plant and
equipment include office renovations and furniture, fittings and office equipment.

Trade Receivables

Trade receivables primarily represent receivables from rent and fees receivable in
connection with aircraft leases. The table below sets forth our trade receivables as at the dates
indicated:

As at 31 December

2013 2014 2015
US$°000
Total trade receivables ... ........ ... ... ... ....... 834 4,783 400
Less: allowance for impairment . ................... (779) — —
Trade receivables, net. ... ....... ... ... ... ....... 55 4,783 400

During the Track Record Period, we have maintained a low balance of trade receivables
and low average trade receivables turnover days because (i) we typically collect rentals in
advance, (ii) proceeds from aircraft sales are due upon or prior to delivery of aircraft and (iii)
we typically collect fees in advance, with limited cases of allowing credit periods. Our higher
trade receivables as at 31 December 2014 represented receivables due from customers for
whom settlement had not cleared as at the cut-off date, which were subsequently settled. The
majority of our trade receivables as at 31 December 2013, 2014 and 2015 were within the age
bracket of one to 30 days.

As at 31 March 2016, all of our outstanding trade receivables as at 31 December 2015
had been settled.
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Other Receivables

Our other receivables primarily consist of deposits, accrued income, which represents
accrued interest on pre-delivery payments to manufacturers, and sundry receivables,
recoverable goods and services tax and manufacturers’ credits receivables. The table below
sets forth, as at the dates indicated, a breakdown of our other receivables:

As at 31 December

2013 2014 2015
US$’000
Deposits . . ... 794 780 716
Sundry receivables . ........ ... 83 1,260 14,423
Accrued iNCOME . . ... . i e e e 12,092 9,637 7,674
Less: allowance for impairment . ................... (20) — —
Other receivables, net. ... ......... ... ... ... ..... 12,949 11,677 22,813

Our sundry receivables increased as at 31 December 2014 compared to 31 December
2013, primarily due to the granting of normal course manufacturers’ credits for the purchase
of certain aircraft components, which can be utilised for goods or services in the future. Our
sundry receivables further increased as at 31 December 2015, primarily due to amounts
receivable from a counterparty. This amount was subsequently settled in January 2016.

Our accrued income decreased as at 31 December 2014 compared to as at 31 December
2013, due to a decrease in accrued income earned from pre-delivery payments as a result of
underlying aircraft having been delivered and receipt of such income from pre-delivery
payments in 2014. Our accrued income further decreased as at 31 December 2015, primarily
due to receipt of income from pre-delivery payments.

Fixed Deposits

Our fixed deposits represent short term deposits which we place depending on our cash
requirements. In 2013, 2014 and 2015, our short term deposits earned interest at the weighted
average effective rate of 0.7%, 0.7% and 0.4% per annum, respectively. Our fixed deposits
significantly decreased from US$455.4 million as at 31 December 2013 to US$212.2 million as
at 31 December 2014, primarily due to our cash needs to fulfil our aircraft purchase
commitments and pre-delivery payments. Our fixed deposits then increased to US$237.4
million as at 31 December 2015, primarily due to setting aside cash to finance purchases and
pre-delivery payments in 2016.

Cash and Bank Balances

We had cash and bank balances of US$82.7 million, US$155.2 million and US$269.4
million as at 31 December 2013, 2014 and 2015, respectively, of which US$36.9 million,

— 175 —



FINANCIAL INFORMATION

US$135.3 million and US$135.4 million was encumbered as at the same dates, respectively.
Such encumbrances represent cash pledged to lenders in cases where we have sold the
underlying aircraft pledged for a secured loan facility, but have kept the loan facility available
pending the delivery of replacement aircraft to serve as substitute collateral. While our secured
loans are typically repayable upon the sale of the pledged aircraft, we sometimes exercise an
option to keep the loan in place by pledging cash as collateral until the replacement aircraft is
available to serve as substitute collateral, at which time the cash collateral is released back
to us. We had an increase in encumbered cash as at 31 December 2014 compared to 31
December 2013 due to an increase in our utilisation of the cash collateralisation option
pending aircraft substitution, as described above.

Assets Held for Sale

Assets held for sale represent aircraft which meet the criteria to be classified as such.
See “— Critical Accounting Policies and Estimates — Non-current assets held for sale” for
further details. We had assets held for sale of US$222.2 million as at 31 December 2015,
representing seven aircraft, with associated liabilities of US$26.9 million attributable to loans
and borrowings and US$9.4 million attributable to maintenance reserves payable. The lease
rental income of these seven aircraft was 2.3% of total lease rental income for the year ended
31 December 2015. The Company expects to record a net gain, collectively, on the sales of
these seven aircraft. There were no aircraft classified as assets held for sale as at 31
December 2013 and 2014.

Derivative Financial Instruments

Our assets and liabilities with respect to derivative financial instruments represent
unrealised gains and losses, respectively, that were recognised in the hedging reserve in
equity or profit or loss, on the cross-currency interest rate swap, interest rate swap and
interest rate cap contracts that we entered into in 2013, 2014 and 2015. We had a significant
increase in the portion of our derivative financial instruments classified as non-current
liabilities from US$5.4 million as at 31 December 2013 to US$73.2 million as at 31 December
2014 and further to US$146.2 million as at 31 December 2015, primarily due to more issuances
of fixed rate non-U.S. Dollar-denominated medium term notes, in connection with which we
entered into cross-currency interest rate swaps to obtain U.S. Dollar-denominated floating
rates, in line with our hedging policy. See “Business — Hedging Arrangements and Policies”,
“— Indebtedness” and “— Qualitative and Quantitative Disclosures on Financial Risk’ for
further details.
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Trade and Other Payables

Our other payables primarily consist of accrued interest expenses mainly in relation to our
indebtedness and other accruals and liabilities. The table below sets forth, as at the dates
indicated, a breakdown of our trade and other payables:

As at 31 December

2013 2014 2015
Us$’000
Trade payables ........ ... ... . . .. .. 3,814 1,228 4,572
Sundry payables ........ .. .. . .. 1,676 2,629 2,187
Accrued interest expenses . ......... . ... . ... 26,948 29,486 35,246
Maintenance reserves payable. .. .................. 17,144 2,491 22,306
Accrued technical expenses .. ..................... 15,979 528 560
Other accruals and liabilities . ..................... 46,387 31,630 41,233
Total trade and other payables . ... ............... 111,948 67,992 106,104

Our trade and other payables decreased as at 31 December 2014 compared to 31
December 2013, primarily due to decreases in (i) maintenance reserves payable as a result of
a decrease in claims from lessees which were outstanding as at such date, (ii) accrued
technical expenses as a result of lower provisions for repossession costs and (iii) other
accruals and liabilities as a result of lower provisions for bonuses after payment of bonuses
during the year. Our trade and other payables then increased as at 31 December 2015,
primarily due to an increase in maintenance reserves payable as a result of an increase in
claims from lessees which were outstanding as at such date. As at 31 March 2016, 98.2% of
our outstanding trade payables as at 31 December 2015 had been settled.

Security Deposits

Security deposits represent cash deposits we receive from lessees to secure the lessees’
obligations under the lease agreements. In addition, for certain leases, irrevocable letters of
credit issued by banks in the countries where the lessees are based are received in lieu of
cash security deposits. As at 31 December 2013, 2014 and 2015, security deposits received
by us in the form of irrevocable letters of credit amounted to US$110.5 million, US$98.7 million
and US$118.0 million, respectively.
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Net Current Liabilities

The table below sets forth, for the dates indicated, a breakdown of our current assets and

current liabilities:

Current assets

Trade receivables ........ ... .. ... .. .. .. ... ...
Prepayments . ... ... .. . . ..
Other receivables ......... ... ... .. .. ... .. ... ...
Derivative financial instruments . ...................
Fixed deposits . .. ... ... . i
Cash and bank balances. ... ......................
Assets held forsale............ ... .. ... .. ........

Total current assets ............... . ... . .. ......

Current liabilities

Derivative financial instruments . ...................
Trade and other payables.........................
Deferred income ....... ... ... . .. ..
Income tax payables . ......... ... . ... . L.
Loans and borrowings. . ......... . ..
Finance lease payables. .. ....... ... ... ... ... ....
Security deposits. ... ...

Liabilities associated with assets held for

Deferred asset value guarantee fees................

Total current liabilities . ... ......................

Net current liabilities .. ... ...... ... .. ... .. .....
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As at 31 December

2013 2014 2015
Us$’000

55 4,783 400
1,094 1,652 1,542
12,949 11,677 22,813
722 213 —
455,435 212,204 237,415
82,727 155,200 269,417
— — 222,222
552,982 385,729 753,809
5,557 5,030 393
111,948 67,992 106,104
34,803 36,789 62,240
614 94 874
685,686 889,318 963,291
6,585 8,776 9,148
29,034 36,438 36,970
— — 36,299

30 — —
874,257 1,044,437 1,215,319
(321,275) (658,708) (461,510)
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Loans and borrowings constituted the largest component of our current liabilities as at 31
December 2013, 2014 and 2015, respectively, while fixed deposits constituted the largest
component of our current assets as at 31 December 2013 and 2014, respectively, and cash
and bank balances was the largest component of our current assets as at 31 December 2015.

We had net current liabilities of US$321.3 million, US$658.7 million and US$461.5 million
as at 31 December 2013, 2014 and 2015, respectively, primarily due to the current portion of
loans and borrowings, which were in line with the size of our aircraft fleet. As at 31 March 2016,
being the latest practicable date for the purposes of this statement, our net current liabilities
were US$31.3 million. See “— Liquidity and Capital Resources” for further details.

We expect to finance our operations and our debt service requirements with cash flows
generated from our operations and, primarily, additional debt financing.

LIQUIDITY AND CAPITAL RESOURCES

Our primary sources of liquidity have historically comprised bank balances, cash
generated by aircraft leasing operations, proceeds from aircraft sales and loans and
borrowings. Our business is capital intensive, requiring significant investments in order to
expand the aircraft fleet during periods of growth and to ensure we maintain a young fleet
portfolio. The cash flows from our operations, particularly our revenues from operating leases
for aircraft, have historically provided a significant portion of the liquidity for these
investments. We have historically also received equity contributions from our shareholder.

Going forward, we expect to continue to seek liquidity from the following sources of
financing, subject to pricing and conditions that we consider satisfactory:

° revolving lines of credit, term loans, medium term note issuances and borrowings
supported by export credit agencies for new aircraft acquisitions;

° aircraft sales; and

° free cash flow generated by our operations.

We had net current liabilities of US$321.3 million, US$658.7 million and US$461.5 million
as at 31 December 2013, 2014 and 2015, respectively, primarily due to significant levels of
current liabilities related to our financing arrangements to fund our capital expenditure, as is
common among capital-intensive companies. Due to the nature of our business, we have
long-term contracted revenue and cash flows resulting from our operating leases, which we
typically collect in advance on a monthly basis in accordance with the respective lease
agreements, resulting in minimal trade receivables on our balance sheet. We also efficiently
redeploy cash flow from lease rentals towards aircraft purchases and debt repayment
obligations, resulting in a relatively low balance of cash on hand. Moreover, as we are primarily
an operating lessor, the substantial majority of our assets are non-current assets (i.e. aircraft)
held to generate recurring income rather than current assets held for sale. As a result of the
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foregoing, we believe that our net current liabilities position does not accurately reflect our
liquidity position. The strong contracted lease revenues under our operating leases, together
with our proven track record of collections, demonstrates reliable and predictable positive cash
flow from operations. We are confident that we will have sufficient financial resources including
committed rental cash flows, aircraft sales proceeds and unutilised committed banking
facilities for us to meet our anticipated cash needs, including working capital requirements,
capital expenditure, repayment of our indebtedness when it falls due and various contractual
obligations, for at least the next 12 months.

During the Track Record Period and as at the Latest Practicable Date, we were and have
been in compliance with all material covenants in our financings, and we did not have any
material default in payment of trade and other payables, loans and borrowings or other
financing obligations.

Working Capital Sufficiency

After taking into consideration the financial resources available to us, including our cash
and bank balances, payments received and expected to be received from lessees and other
funds generated from operations, secured borrowings for aircraft, committed, unsecured
revolving credit facilities on standby and other borrowings and proceeds from future aircraft
sales, in the absence of unforeseeable circumstances, the Directors confirm that we have
sufficient working capital to satisfy our liquidity and capital resource needs over the next 12
months from the date of this prospectus.

Our liquidity and capital resource needs over the next 12 months include payments due
under our aircraft purchase obligations, required principal and interest payments under our
debt facilities, expected capital expenditure and customer maintenance payment
reimbursements. Thereafter, we expect to finance our operations and our debt service
requirements with cash flows generated from our operations and, if required, additional debt
or equity financing. Our ability to obtain additional funding required for increased capital
expenditure in the future beyond our anticipated cash needs for the next 12 months following
the date of this prospectus, however, is subject to a variety of uncertainties, including our
future results of our operations, financial condition and cash flows and economic, political and
other conditions in the markets where we and our lenders and customers operate.

After due consideration of the above and discussions with our management, the Joint
Sponsors confirm their satisfaction as to our ability to meet our working capital requirements
for the next 12 months from the date of this prospectus.
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Cash Flows

The table below sets forth our cash flows for the periods indicated:

Year ended 31 December

2013 2014 2015
Us$’000
Net cash provided by operating activities . ........... 838,655 961,669 1,112,433
Net cash used in investing activities . ............... (1,589,285) (1,826,914) (1,317,602)
Net cash provided by financing activities. .. .......... 638,306 596,160 344,418

Net (decrease)/increase in cash and cash equivalents.. (112,324) (269,085) 139,249
Cash and cash equivalents at the beginning of the
YAl . o et 613,553 501,229 232,144

Cash and cash equivalents at the end of the year. .. 501,229 232,144 371,393

Net cash provided by operating activities

In 2015, our net cash provided by operating activities was US$1,112.4 million. We had
operating profit before changes in working capital of US$908.0 million, primarily consisting of
profit before income tax of US$401.4 million and adjustments for (i) depreciation of plant and
equipment of US$382.0 million and (ii) finance expenses of US$168.8 million, partially offset
by net gain on sale of aircraft of US$70.1 million. Changes in working capital and other
changes resulted in cash inflow of US$204.4 million, primarily consisting of (i) an increase in
maintenance reserves of US$114.0 million due to more contributions from lessees as a result
of an increase in aircraft leased with cash maintenance reserves, (ii) interest and fee income
received of US$38.9 million and (iii) an increase in payables of US$37.9 million mainly relating
to maintenance reserves payable and accrued interest payable.

In 2014, our net cash provided by operating activities was US$961.7 million. We had
operating profit before changes in working capital of US$883.2 million, primarily consisting of
profit before income tax of US$352.8 million and adjustments for (i) depreciation of plant and
equipment of US$381.2 million and (ii) finance expenses of US$150.8 million. Changes in
working capital and other changes resulted in cash inflow of US$78.5 million, primarily
consisting of an increase in maintenance reserves of US$84.4 million relating to more
contributions from lessees as a result of an increase in aircraft leased with cash maintenance
reserves, partially offset by a decrease in payables of US$25.0 million relating to a lower
accrued repossession cost in 2014.

In 2013, our net cash provided by operating activities was US$838.7 million. We had
operating profit before changes in working capital of US$747.7 million, primarily consisting of
profit before income tax of US$310.9 million and adjustments for (i) depreciation of plant and
equipment of US$336.3 million and (ii) finance expenses of US$135.7 million, partially offset
by net gain on sale of aircraft of US$76.5 million. Changes in working capital and other
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changes resulted in cash inflow of US$91.0 million, primarily consisting of an increase in
maintenance reserves of US$79.6 million relating to more contributions from lessees as a
result of an increase in aircraft leased with cash maintenance reserves, partially offset by net
security deposits paid of US$47.2 million mainly relating to transfers of security deposits to
buyers of certain aircraft.

Net cash used in investing activities

In 2015, our net cash used in investing activities was US$1,317.6 million, which was due
to purchases of plant and equipment of US$3,409.9 million, mainly relating to the purchase of
40 aircraft and pre-delivery payments related to future aircraft deliveries, partially offset by
proceeds from sale of plant and equipment of US$2,092.3 million, mainly relating to the sale
of 43 aircraft.

In 2014, our net cash used in investing activities was US$1,826.9 million, which was due
to purchases of plant and equipment of US$3,142.8 million, mainly relating to the purchase of
57 aircraft and pre-delivery payments related to future aircraft deliveries, partially offset by
proceeds from sale of plant and equipment of US$1,315.9 million, mainly relating to the sale
of 33 aircraft.

In 2013, our net cash used in investing activities was US$1,589.3 million, which was due
to purchases of plant and equipment of US$2,502.6 million, mainly relating to the purchase of
48 aircraft and pre-delivery payments related to future aircraft deliveries, partially offset by
proceeds from sale of plant and equipment of US$913.3 million, mainly relating to the sale of
21 aircraft.

Net cash provided by financing activities

In 2015, our net cash provided by financing activities was US$344.4 million, primarily due
to proceeds from loans and borrowings of US$2,824.0 million, partially offset by (i) repayment
of loans and borrowings of US$2,287.8 million and (ii) finance expenses paid of US$171.4
million.

In 2014, our net cash provided by financing activities was US$596.2 million, primarily due
to proceeds from loans and borrowings of US$2,153.1 million, partially offset by (i) repayment
of loans and borrowings of US$1,155.2 million, (ii) finance expenses paid of US$151.3 million
and (iii) dividends paid of US$139.0 million.

In 2013, our net cash provided by financing activities was US$638.3 million, primarily due
to proceeds from loans and borrowings of US$2,359.4 million, partially offset by (i) repayment
of loans and borrowings of US$1,465.1 million, (ii) finance expenses paid of US$135.2 million
and (iii) dividends paid of US$113.0 million.

INDEBTEDNESS
Indebtedness is defined as loans and borrowings and finance lease payables before

adjustments for debt issue costs, fair values and discounts/premium to medium term notes.
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During the Track Record Period, our operations and capital expenditure have relied in
part on a diverse source of debt financing, including (i) loan financing, consisting of term loans,
committed, unsecured revolving credit facilities and finance lease payables, (ii) debt capital
markets, consisting of medium term notes and (iii) U.S. Exim and European export credit
agency supported financing.

The table below sets forth our overall indebtedness as at the dates indicated:

As at
As at 31 December 31 March
2013 2014 2015 2016

(unaudited)

US$’000

Current debt
Medium term notes .. ........ .. ... ..... 63,967 59,971 — —
Less: fair value adjustments............. (415) (2,976) — —
Loans . ... .. 635,149 844,994 1,001,499 710,478
Less: deferred debt issue costs for loans .. (13,015) (12,671) (11,352) (11,133)
Finance lease payables. . ............... 6,615 8,845 9,217 9,313
Less: deferred debt issue costs for finance

lease payables . ..................... (30) (69) (69) (69)
Total currentdebt ... ................. 692,271 898,094 999,295 708,589
Non-current debt
Medium termnotes .. .................. 1,356,838 2,265,427 3,212,612 3,212,612
Less: medium term notes discount (net of

premium) adjustments . ............... (856) (3,268) (5,823) (5,393)
Less: fair value adjustments............. (5,390) (71,692) (144,206) (105,466)
Loans . ... ... 5,306,867 5,163,865 4,665,246 4,943,840
Less: deferred debt issue costs for loans .. (88,047) (82,031) (79,298) (75,821)
Finance lease payables. ... ............. 52,910 77,119 67,903 65,530
Less: deferred debt issue costs for finance

lease payables . . ........ ... ... .. ... (98) (317) (248) (230)
Total non-currentdebt ................ 6,622,224 7,349,103 7,716,186 8,035,072
Total debt'™. . ... ... .. ... ............ 7,314,495 8,247,197 8,715,481 8,743,661
Total indebtedness . .................. 7,422,346 8,420,221 8,956,477 8,941,773
Note:

(1) Total debt represents total indebtedness after adjustments for debt issue costs, fair values and
discounts/premium to medium term notes.
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The table below sets forth a breakdown of our outstanding indebtedness as at the dates
indicated:

As at 31 December

2013 2014 2015

Amount Amount Amount
(US$’000) % of total (US$°000) % of total (US$°000) % of total

Debt Funding Sources
Loans ................... 4,132,935 55.7 4,417,843 52.5 4,315,115 48.2
Debt capital markets . .. ... .. 1,420,805 19.1 2,325,398 27.6 3,212,612 35.9
Loans guaranteed by U.S.

Exim and European

export credit agencies .... 1,868,606 25.2 1,676,980 19.9 1,428,750 15.9

Total..................... 7,422,346 100.0 8,420,221 100.0 8,956,477 100.0

The table below sets forth our total indebtedness by secured and unsecured status as at
31 December 2015:

As at 31 December 2015

Outstanding
borrowings  Number of Final stated

Collateral (US$°000) aircraft maturity
Secured indebtedness:
Loan financing (including finance Interests in 3,305,115 100 Between
lease payables) .............. aircraft, aircraft 2016 and
leases, beneficial 2026

interests in aircraft
owning/leasing
entities and related

interests
Export credit agency supported Interests in 1,428,750 45 Between
financing . ........... ... .... aircraft, cash 2020 and
collateral, aircraft 2025

leases, beneficial
interests in aircraft
owning/leasing
entities and related
interests

Total secured indebtedness. .. .. 4,733,865
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As at 31 December 2015

Outstanding

borrowings  Number of Final stated

Collateral (US$°000) aircraft maturity
Unsecured indebtedness:
Loan financing . ................ None 1,010,000 — Between
2016 and
2020
Medium term notes ... .......... None 3,212,612 — Between
2017 and
2025
Total unsecured indebtedness. .. 4,222,612

Total indebtedness . ........... 8,956,477

Secured indebtedness as a percentage of our total assets has decreased from 58.5% as at 31
December 2013 to 51.1% as at 31 December 2014 and further to 38.0% as at 31 December

2015.

The table below sets forth a breakdown of our total indebtedness by original currency (in
US$ equivalent) and range of interest rates per annum as at 31 December 2015:

As at 31 December 2015

Interest rate

per annum

Amount
US$°000
Loan financing™:
U.S. Dollars . ... e 5,743,865
Medium term notes:
U.S. Dollars ... . e 2,100,000
Chinese Yuan Renminbi ... ... ... ... ... ... ... ... ..... 630,236
Australian Dollars .. ... ... . . . . . . 373,493
Singapore Dollars . ... . . . 108,883
3,212,612

Total indebtedness . ... ..... ... .. ... ... ... ... ... ..., 8,956,477

Note:

(1) Includes finance lease payables and export credit agency supported financing.
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Loan Financing

We have established strong relationships with many banks and other financial institutions
in Asia, Europe, the Middle East and North America. As at 31 December 2015, we had more
than 60 banks and other financial institutions lending to us. The table below sets forth the
maturity of our interest-bearing loans and borrowings (including notes but excluding finance
lease payables) as at the dates indicated:

As at 31 December

2013 2014 2015
Us$’000
Loans and borrowings repayable:
Within one year . ...... ... ... . . . . . 699,116 904,965 1,001,499
Onetofiveyears. ... ... ... . ... 3,026,627 4,795,850 5,606,321
More than fiveyears . .......... ... ... ... .. ...... 3,637,078 2,633,442 2,271,537
Total loans and borrowings .. .................... 7,362,821 8,334,257 8,879,357

Our sources of secured debt include secured commercial term loans and export credit
agency supported term loans. Our sources of unsecured debt include unsecured term loans,
committed, unsecured revolving credit facilities and medium term notes. All of our term loans
are on a floating rate basis with interest payable quarterly or semi-annually and are subject to
customary events of default and covenants, including a minimum tangible net worth covenant
and a debt to equity covenant, that are tested semi-annually.

Secured debt

Our secured debt represents commercial term loans and export credit agency support
term loans, each of which are typically secured with mortgages over aircraft or over the shares
of an entity owning aircraft. These term loans typically amortise on a quarterly or semi-annual
basis based on a fixed repayment schedule with a balloon payment at maturity. For most of our
secured loans, if we sell the underlying aircraft financed by the loan, we have the ability to
retain the facility subject to us providing a replacement aircraft as collateral or cash deposits
until such replacement aircraft is available to be pledged. Our export credit agency supported
term loans represent loans extended by third-party financial institutions which are guaranteed
by U.S. Exim and European export credit agencies. We have accessed and may seek to
continue to access to such guarantees for new deliveries of Airbus and Boeing aircraft,
respectively.

Unsecured debt

Our unsecured debt represents term loans and committed, unsecured revolving credit
facilities. In addition to our outstanding unsecured term loans as at 31 December 2015, we
have drawn down two additional unsecured term loans totalling US$525.0 million as at 31
March 2016.
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As at 31 December 2015, we had committed, unsecured revolving credit facility
commitments of US$2,730.0 million, of which US$2,510.0 million was undrawn. These
facilities include a committed, unsecured revolving credit facility of US$2.0 billion, which
matures in April 2022, obtained from BOC Group on terms commensurate with the terms of
other committed, unsecured revolving credit facilities provided by third parties or better for the
Company. This facility will remain in place following completion of the Global Offering. See
“Relationship with BOC” for further details. This facility has not been drawn down during the
Track Record Period and serves as a source of temporary financing only rather than long-term
financing. We have accessed other committed, unsecured revolving credit facilities from BOC
in the past in order to fund attractive aircraft acquisition opportunities, and they represent a
key tool in allowing us to execute our growth strategy and provide a source of committed
backstop liquidity. Of the other US$730.0 million available from independent third party
lenders, US$350.0 million matures in 2016, US$230.0 million in 2017 and US$150.0 million in
2018. Our loan facilities typically contain financial covenants requiring (i) a consolidated net
worth of not less than US$275 million and (ii) a maximum debt to equity ratio of 6-to-1. We
have been and intend to continue to be in compliance with these financial covenants.

Senior Unsecured Medium Term Notes

In September 2012, we established a US$2.0 billion EMTN Programme which we
increased to US$5.0 billion in April 2014. In March 2015, we converted our EMTN Programme
into a US$5.0 billion GMTN Program (which was updated in April 2016) and had, as at 31
December 2015, approximately US$3.2 billion outstanding under the GMTN Program through
13 series of unsecured notes. Investors of such notes include financial asset managers,
insurance companies and private banks.

The terms and conditions of the GMTN Program contain customary events of default, in
addition to a negative pledge covenant whereby we and our principal subsidiaries (as defined
under the terms and conditions) are not permitted to create any security interest to secure any
notes, bonds, debentures or other securities listed or traded on any stock exchange,
over-the-counter or other securities market without at the same time granting security interest
equally and rateably to the holders of the notes issued under the GMTN Program.

These unsecured notes have been issued in U.S. Dollars, Australian Dollars, Singapore
Dollars and offshore RMB, and are unsecured. Where notes have been denominated in
currencies other than U.S. Dollars, they have been swapped with bank counterparties into U.S.
Dollar liabilities.

Finance Lease Payables

Some of the aircraft that we own have been acquired by way of finance leases, under
which title to such aircraft will be transferred to us after we have fully discharged our
obligations under the respective lease agreements. The finance lease payables are secured
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by a charge over the leased aircraft. Interest on such leases ranged from 0.8% to 2.7%, 0.7%
to 2.4% and 0.8% to 2.6% per annum in 2013, 2014 and 2015, respectively. The table below
sets forth, as at the dates indicated, an ageing analysis of our minimum lease payments and
present value of payments under such leases:

As at 31 December

2013 2014 2015

Minimum Present Minimum Present Minimum Present
lease value of lease value of lease value of

payments payments payments payments payments payments

UsSs$’000

Not later than one year. .. 7,830 6,615 11,041 8,845 11,069 9,217
Later than one year but
not later than five years. 55,858 52,910 60,195 54,633 51,872 47,794

Later than five years .. ... — — 24,033 22,486 20,947 20,109
Subtotal............... 63,688 59,525 95,269 85,964 83,888 77,120
Less: finance charges.... (4,163) — (9,305) — (6,768) —

Total finance lease
commitments. ... ... .. 59,525 59,525 85,964 85,964 77,120 77,120

Indebtedness Statement

As at 31 March 2016, being the latest practicable date for the purpose of the
indebtedness statement:

° we had loans (not including notes) of US$5,654.3 million, which includes
US$4,339.3 million, secured as described above and US$1,315.0 million unsecured
debt;

° we had 13 series of notes representing US$3,212.6 million in aggregate;
o we had finance lease payables of US$74.8 million, secured as described above; and

o we had unutilised committed, unsecured revolving credit facilities of US$2,780.0
million, which were committed and without uncommon restrictions on draw-down.

As at 31 March 2016, other than those disclosed in “— Indebtedness” and “— Contingent
Liabilities”, we had no other debt securities, borrowings, debts, mortgages, contingent
liabilities or guarantees. Since 31 March 2016, other than the US$750 million notes issued
under the GMTN Program (see “Business — Financing’), there has been no significant
increase in our indebtedness.
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Other than the financial and operating covenants we agreed to under our loans, export

credit agency borrowings, medium term notes and credit facilities as described above in

“

Indebtedness”, our debt financing arrangements do not carry any material restrictive
covenants.

RELATED PARTY TRANSACTIONS

During the Track Record Period, we had certain transactions with related parties. Material
related party transactions included the following:

in 2013, 2014 and 2015, the Group generated lease rental income of US$13.2
million, US$20.9 million and US$23.6 million, respectively, from airlines under
common control;

as at 31 December 2013, 2014 and 2015, the Group had bank loans due to BOC of
US$527.8 million, US$495.4 million and US$442.5 million, respectively, as well as
bank loans due to other related parties of the BOC Group of US$628.7 million,
US$476.5 million and US$574.1 million, respectively;

in 2013, 2013 and 2014, the Group incurred interest expenses of US$9.3 million,
US$9.1 million and US$8.7 million, respectively, attributable to BOC, as well as
US$11.5 million, US$10.8 million and US$7.1 million, respectively, attributable to
other related parties of BOC Group;

as at 31 December 2013, 2014 and 2015, the Group had fixed deposits placed with
BOC of US$163.6 million, US$101.5 million and US$23.2 million, respectively, and
fixed deposits placed with other related parties of BOC Group of US$89.2 million as
at 31 December 2015; and

as at 31 December 2013, 2014 and 2015, the Group had undrawn, committed
unsecured revolving credit facilities totalling US$2.0 billion in place with BOC.

The above transactions were entered into on an arms-length basis and the applicable
interest rates were set at prevailing market rates.
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CAPITAL EXPENDITURE

During the Track Record Period, our capital expenditure primarily consisted of aircraft
purchases and aircraft pre-delivery payments. The table below sets forth our capital

expenditure for the periods indicated:

Year ended 31 December

2013 2014 2015
US$’000
Aircraft . ... .. 2,116,673 1,984,074 1,464,504
Aircraft pre-delivery payments . .................... 383,820 1,158,015 1,952,823
Other plant and equipment ....................... 2,095 2,093 1,085
Total capital expenditure .. ...................... 2,502,588 3,144,182 3,418,412

We have financed our capital expenditure primarily through loans and borrowings and

cash generated from operations.

COMMITMENTS

Our commitments relating to aircraft include assumptions based on estimated escalation
costs and specifications for aircraft. These costs may differ significantly due to subsequent

changes.

Capital Expenditure Commitments

We have commitments to purchase various aircraft to be delivered between 2016 and
2021. As at 31 December 2013, 2014 and 2015, our aircraft capital expenditure commitments,
including assumed escalation to delivery were US$4,919.2 million, US$9,850.0 million and

US$9,580.8 million, respectively.
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As at 31 December 2015, we had 241 aircraft committed for purchase. The table below
sets forth, as at 31 December 2015, our estimated commitment amounts for such purchases
payable for the years indicated:

As at 31 December 2015

2016 2017 2018 2019 2020 2021 Total

US$°000
Aircraft capital
expenditure
commitments 1,905,509 1,966,387 1,709,867 1,947,193 1,546,736 505,072 9,580,764"

Note:

(1) Including US$397.6 million (representing 4.1% of our total aircraft capital expenditure commitments)
attributable to aircraft pre-delivery payment arrangements pursuant to which the lessee has an option to
purchase and take delivery of the aircraft, in which case we would not bear such expenditure.

Indebtedness Commitments

The terms of our indebtedness (including finance lease payables), require us to make
future principal and interest payments on variable and fixed rate debt. The table below sets
forth, as at 31 December 2015, an ageing analysis of these future obligations, based on
estimated payments:

As at 31 December 2015

Less than One to five More than

one year years five years Total
US$°000
Loans ... 831,523 2,618,777 864,815 4,315,115
Debt capital markets . . .. ............... — 2,269,845 942,767 3,212,612
Loans guaranteed by U.S. Exim and
European export credit agencies ....... 179,193 765,493 484,064 1,428,750
Total indebtedness commitments . . . .. .. 1,010,716 5,654,115 2,291,646 8,956,477
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Office Leases

We lease office spaces under non-cancellable lease agreements. The table below sets
forth, as at the dates indicated, future minimum lease payments for the office leases with initial
or remaining terms of one year or more:

As at 31 December

2013 2014 2015
Us$’000
Within one year . ... .. . . . 2,091 2,029 1,621
After one year but not more than five years .......... 3,648 1,502 187
Total office lease commitments. . .. ............... 5,739 3,531 1,808

CONTINGENT LIABILITIES

Other than corporate guarantees for certain loans extended to the Company’s subsidiary
companies by the banks and for obligations under certain lease agreements entered into by
the subsidiary companies, the Company had no material contingent liabilities during the Track
Record Period. See note 37 to the Accountants’ Report in Appendix | to this prospectus for
further details.

KEY FINANCIAL RATIOS

The table below sets forth, as at the dates and for the periods indicated, certain of our key
financial ratios:

As at or for the year ended 31 December

2013 2014 2015
Lease rate factor'™ . .. ... ... ... 9.7% 9.8% 9.9%
Average cost of funds® ... ... .. .. ... ... ... 1.9% 1.9% 2.0%
Net lease yield® . .. ... ... ... .. . ... 8.1% 8.3% 8.2%
Pre-tax profit margin® .. ... ... ... ... .. ... ... ... .. 33.8% 35.7% 36.8%
Return on assets'® .. ... .. ... ... ... ... ... ... ..., 2.9% 2.9% 2.9%
Return on equity®. .. ... ... .. ... 15.0% 15.3% 15.1%
Debt-to-equity™ . . .. ... 3.9x 4.0x 3.7x

Notes:

(1) Lease rate factor is calculated as lease rental income divided by average net book value of aircraft and
multiplied by 100%. Average net book value of aircraft equals the net book value of aircraft at the beginning of
the year plus net book value of aircraft at the end of the year, divided by two.
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(7)

Average cost of funds is calculated as the sum of finance expenses and capitalised interest, divided by average
total indebtedness. Average total indebtedness equals the total indebtedness at the beginning of the year plus
total indebtedness as at the end of the year, divided by two. Total indebtedness represents loans and borrowings
and finance lease payables before fair value and discount/premium to medium term notes adjustments and
deducting debt issue costs.

Net lease yield is calculated as the difference between lease rental income and finance expenses, divided by
average net book value of aircraft and multiplied by 100%. Average net book value of aircraft equals the net
book value of aircraft at the beginning of the year plus net book value of aircraft at the end of the year, divided
by two.

Pre-tax profit margin is calculated as profit before income tax divided by total revenues and other income and
multiplying the resulting value by 100%.

Return on assets is calculated by dividing profit after tax for the year by average total assets and multiplying
the resulting value by 100%. Average total assets equal total assets at the beginning of the year plus total assets
as at the end of the year, divided by two.

Return on equity is calculated by dividing profit after tax for the year by average total equity and multiplying the
resulting value by 100%. Average total equity equals total equity at the beginning of the year plus total equity
as at the end of the year, divided by two.

Debt-to-equity ratio is calculated as total indebtedness divided by total equity.

Lease Rate Factor

Our lease rate factor remained stable at 9.7%, 9.8% and 9.9% as at 31 December 2013,

2014 and 2015, respectively.

Average Cost of Funds

Our average cost of funds remained stable at 1.9%, 1.9% and 2.0% in 2013, 2014 and

2015, respectively.

Net Lease Yield

Our net lease yield remained stable at 8.1%, 8.3% and 8.2% in 2013, 2014 and 2015,

respectively.

Pre-tax Profit Margin

Our pre-tax profit margin increased from 33.8% in 2013 to 35.7% in 2014 and further to

36.8% in 2015, primarily due to the increase in our total revenues and other income outpacing
the increase in cost and expenses.

Return on Assets

Our return on assets remained stable at 2.9% in each year of the Track Record Period.

Return on Equity

Our return on equity remained stable at 15.0%, 15.3% and 15.1% in 2013, 2014 and 2015,

respectively. Immediately following the Listing, our ROE in the near term may decline relative
to historical levels due to the enlarged capital base attributable to the proceeds we raise from
the Global Offering, in particular if we are unable to promptly deploy such proceeds for our
business operations to generate returns.
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Debt-to-Equity Ratio

Our debt-to-equity ratio remained stable at 3.9x and 4.0x as at 31 December 2013 and 31
December 2014, respectively. Our debt-to-equity ratio then decreased to 3.7x as at 31
December 2015, primarily due to the repayment of loans associated with the sale of aircraft in
2015.

QUALITATIVE AND QUANTITATIVE DISCLOSURES ON FINANCIAL RISK

Our financial instruments give rise to risks including from interest rate, liquidity, credit and
foreign exchange risk. Market risk represents the risk of changes in value of a financial
instrument caused by fluctuations in interest rates and foreign exchange rates. Changes in
these factors could cause fluctuations in our results of operations and cash flows. We are
exposed to the financial risks described below. We implement policies to manage each of
these risks.

Interest Rate Risk

Interest rate risk is the risk that the fair values or future cash flows of our financial
instruments will fluctuate because of changes in market interest rates. Our exposure to
interest rate risk arises primarily from loans and borrowings, finance lease payables, finance
lease receivables, and lease rental income and expenses.

We obtain financing through loans and capital market bond issues. Our objective is to
obtain the most favourable interest rates available on acceptable terms and conditions.

A significant portion of our loans and borrowings and finance lease payables are
contracted at floating interest rates pegged to U.S. Dollar LIBOR. Interest rate exposure arises
when we collect fixed rate rentals but pay floating interest rate under the borrowings.

A significant portion of our financial assets and liabilities are based on floating interest
rates pegged to U.S. Dollar LIBOR and are contractually repriced at intervals of less than 12
months from the statement of financial position date.

Our policy is to hedge at least 50% of mismatched interest rate exposure through
appropriate interest rate financial derivative instruments and obtaining loans or issuing bonds
on a fixed rate basis. As at 31 December 2015, we hedged approximately 60% of our
mismatched interest rate exposure.

Sensitivity analysis for interest rate risk

See “— Significant Factors Affecting Our Results of Operations and Financial Condition”
and note 39 to the Accountants’ Report in Appendix | to this prospectus for further details.
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Liquidity Risk

Liquidity risk is the risk that we will encounter difficulty in meeting financial obligations
due to a mismatch of assets and liabilities and/or due to refinancing risk.

To ensure that we are able to meet our financial obligations, we spread our loan
repayments over substantial periods of up to 12 years, and we maintain available committed,
unsecured credit facilities from banks.

As at 31 December 2015, we had unutilised committed, unsecured revolving credit
facilities of US$2,510.0 million. See “— Indebtedness” and note 39 to the Accountant’s Report
in Appendix | to this prospectus for further details.

Revenue from lease rentals is expected to be sufficient to meet annual interest and
regular loan repayments over the next one year period.

As at 31 December 2015, 11.3% of our total indebtedness, comprising loans and
borrowings and finance lease payables, will mature in less than one year.

Credit Risk

Credit risk is the risk of loss that may arise on outstanding financial instruments should
a counterparty default on its obligations.

We are exposed to credit risk in the carrying amounts of trade and other receivables,
derivative financial instruments, fixed deposits and cash and bank balances. Typically, our
leasing arrangements require customers to pay rentals in advance and to provide security
deposits and maintenance reserves. However, an early termination of a lease due to a credit
event may expose us to consequential economic loss due to lower rentals being available from
replacement lessees and also to possible costs associated with repair and maintenance and
transitioning of the aircraft to a new customer.

Our objective is to seek continual revenue growth while minimising credit losses. We
undertake credit appraisals on all potential customers before entering into new leases and
review the credit status of customers annually. We also review the credit standing of significant
vendors.

We undertake deposit and derivatives business with reputable financial institutions which
command an investment grade rating, typically not lower than the equivalent of Standard &
Poor’s “A-".

See “Risk Factors — Risks related to the aviation industry generally’.
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Foreign Currency Risk

We have transactional currency exposures mainly arising from our borrowings that are
denominated in a currency other than our functional currency, which is U.S. Dollars.

All borrowings which are denominated in Australian Dollar, Chinese Yuan and Singapore
Dollar are swapped into U.S. Dollar denominated liabilities. Foreign currency exposure arises
because we collect all revenues and other income in U.S. Dollars while certain borrowings are
denominated in non-U.S. Dollars. To hedge this foreign currency exposure, the Group utilises
cross-currency interest rate swap contracts to convert its Australian Dollar, Chinese Yuan and
Singapore Dollar denominated borrowings into U.S. Dollar denominated financial liabilities.

Derivative Financial Instruments

We use derivative financial instruments (cross-currency interest rate swaps, interest rate
swaps and interest rate caps) solely to manage exposures to fluctuations in interest rates and
foreign exchange rates in accordance with our risk management policies. We do not hold or
issue derivative financial instruments for proprietary trading purposes.

All derivative financial instruments are recognised at fair value in the statement of
financial position. The fair values of cross-currency interest rate swaps, interest rate swaps
and interest rate caps shown in the statement of financial position are determined by
marked-to-market values provided by counterparties.
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Hedge accounting has been applied for interest rate swaps that are assessed by the
Group to be effective hedges.

Fair value hedges

We use interest rate swaps to hedge against changes in fair value of our medium term
notes, which are issued at fixed coupon rates, as a result of changes in interest rates.

We issued US$300 million notes and US$500 million notes under our EMTN Programme
and GMTN Program, respectively, at fixed coupon rates. As at 31 December 2014 and 2015,
we had interest rate swap contracts with a total notional amount of US$300 million and US$500
million to hedge the interest rate exposure whereby we receive a fixed rate and pay a floating
rate pegged to U.S. Dollar LIBOR on the notional amount on a semi-annual basis. The terms
of the interest rate swap contracts have been negotiated to match the terms of the notes and
accordingly, the fair value hedges are assessed to be highly effective.

The fair value of derivative financial assets was US$1.5 million and US$2.0 million as at
31 December 2014 and 2015, respectively. There were no fair value hedges which applied
hedge accounting as at 31 December 2013.

Cash flow hedges

We borrow at floating interest rates pegged to U.S. Dollar LIBOR. Interest rate risk
exposure arises when we collect fixed rate rentals to pay interest accruing under the related
borrowings at floating rates.

There were no cash flow hedges for which we applied hedge accounting as at 31
December 2014 and 2015.

As at 31 December 2013, we had an interest rate swap contract with a notional amount
of US$24.2 million to hedge the interest rate exposure whereby we pay a fixed rate and receive
a floating rate pegged to U.S. Dollar LIBOR on the notional amount on a semi-annual basis.
The terms of the interest rate swap contracts had been negotiated to match the terms of the
loans and accordingly, the cash flow hedges were assessed to be highly effective. The
ineffective portion, if any, had been recognised in the income statement. The fair value of the
derivative financial liability was US$0.2 million, which was recognised as a financial liability on
the balance sheet.
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DIVIDENDS AND DIVIDEND POLICY

In 2013, 2014 and 2015, we paid dividends of US$113.0 million, US$139.0 million and nil,
respectively, to our sole Shareholder. Following the Listing, we intend to pay dividends of up
to 30% of our net profit after tax. However, the Board has absolute discretion as to whether to
declare any dividend for any year, and if it decides to declare a dividend, how much to declare.
The amount of any dividends to be declared or paid will depend on, amongst other things, our
results of operations, cash flows, financial condition, operating and capital requirements and
applicable laws and regulations.

DISTRIBUTABLE RESERVES

As at 31 December 2015, the Company had distributable reserves of US$924.4 million.

LISTING EXPENSES

Total expenses (including underwriting commissions) expected to be incurred by the
Company in relation to the Listing are approximately HK$125.8 million, of which approximately
HK$27.7 million is expected to be charged to the profit or loss of the Group and approximately
HK$98.1 million is expected to be charged to share premium of the Group for the financial year
ending 31 December 2016. Except for a minimal accrued amount, the Company did not incur
any expenses relating to the Listing during the Track Record Period.

OFF-BALANCE SHEET ARRANGEMENTS

During the Track Record Period and as at the Latest Practicable Date, we had no material
off-balance sheet arrangements.

NO ADDITIONAL DISCLOSURE REQUIRED UNDER THE LISTING RULES

Except as disclosed in this prospectus, we confirm that, as at the Latest Practicable Date,
we were not aware of any circumstances that would give rise to a disclosure requirement under
Rules 13.13 to Rules 13.19 of the Listing Rules.

DIRECTORS’ CONFIRMATION OF NO MATERIAL ADVERSE CHANGE

The Directors confirm that, having performed reasonable due diligence on the Group,
there has been no material adverse change in the Group’s financial or trading position or
prospects since 31 December 2015 and up to the date of this prospectus.
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SHARE CAPITAL

All of the issued shares of the Company comprise fully paid ordinary shares. Pursuant to
the Companies (Amendment) Act 2005 of Singapore, companies incorporated in Singapore no
longer have an authorised share capital and there is no concept of par value in respect of
issued shares.

As at the date of this prospectus, the Company’s issued and paid-up share capital was
US$608,750,000.24 (excluding share issuance costs).

Details of the issued share capital of the Company immediately before and following the
completion of the Global Offering are set out below:

Number of Shares

Issued and to be issued, fully paid or credited as fully paid

Shares in issue as at the date of this prospectus. .................. 589,908,834
Shares to be issued pursuant to the Global Offering (assuming the
Over-allotment Option is fully exercised) . ....................... 104,101,500

Total. .. ... 694,010,334

TREASURY SHARES

Under the Singapore Companies Act, Shares purchased or acquired by the Company may
be held or dealt with as treasury Shares. See “Appendix IV — Summary of the Constitution of
the Company and Salient Provisions of the Laws of Singapore” for a summary of some of the
provisions on treasury shares under the Singapore Companies Act.

As at the date of this prospectus, no treasury Shares are held by the Company.
ASSUMPTIONS

The above table assumes that the Global Offering becomes unconditional and does not
take into account any Shares which may be issued or repurchased by the Company pursuant
to the general mandates granted to the Directors to issue or repurchase Shares as described
below.

RANKING

The Offer Shares are ordinary shares in the share capital of the Company and will rank
equally in all respects with all the Shares in issue or to be issued as set out in the above table,
and will qualify for all dividends and other distributions declared, made or paid by the Company
following the completion of the Global Offering.
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GENERAL MANDATES GRANTED TO THE DIRECTORS

Subject to the Global Offering becoming unconditional, general mandates have been
granted to the Directors to allot and issue Shares and to repurchase Shares. For details of
such general mandates, see “Appendix V — Statutory and General Information”.
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So far as is known to any Director or chief executive of the Company as at the Latest
Practicable Date, immediately following the completion of the Global Offering (assuming the
Over-allotment Option is exercised in full), the following persons (other than a Director or chief
executive of the Company) will have an interest and/or short position (as applicable) in the
Shares which would fall to be disclosed to the Company and the Stock Exchange under the
provisions of Divisions 2 and 3 of Part XV of the SFO, or will, directly or indirectly, be interested
in 10% or more of the nominal value of any class of share capital carrying rights to vote in all
circumstances at general meetings of any other member of the Group, once the Shares are
listed on the Stock Exchange:

Interests and Long Positions in Shares

Number of Approximate

Shares held Percentage

Name of Shareholder Capacity or interested (%)
Sky Splendor Limited™ .. ......... Beneficial interest 454,576,934  65.5%
BOCGI™M. ... ... ... Interest in controlled entity 454,576,934  65.5%
BOC® . . . ... Interest in controlled entity 454,576,934  65.5%
Central Huijin Investment Ltd.® . . . .. Interest in controlled entity 454,576,934  65.5%
Notes:

(1) BOCGI is deemed to be interested in the 454,576,934 Shares which Sky Splendor Limited is interested in as
beneficial owner immediately following the completion of the Global Offering (assuming the Over-allotment
Option is exercised in full). If the Over-allotment Option is not exercised, BOCGI will be deemed to be interested
in the 485,807,334 Shares (representing approximately 70% of the Shares in issue) which Sky Splendor Limited
is interested in as beneficial owner immediately following the completion of the Global Offering. Sky Splendor
Limited is a direct wholly-owned subsidiary of BOCGI.

(2) BOC is deemed to be interested in the 454,576,934 Shares referred to in note (1) above (and assuming that the
Over-allotment Option is exercised in full) as it is entitled to exercise or control the exercise of more than
one-third of the voting power at general meetings of BOCGI.

(3) Central Huijin Investment Ltd. is deemed to be interested in the 454,576,934 Shares referred to in note (1)
above (and assuming that the Over-allotment Option is exercised in full) as it is entitled to exercise or control
the exercise of more than one-third of the voting power at general meetings of BOC.

Save as disclosed above, as at the Latest Practicable Date, none of the Directors or chief
executive of the Company is aware of any other person who will, immediately following the
completion of the Global Offering, have an interest or short position in the Shares which would
fall to be disclosed to the Company and the Stock Exchange under the provisions of Divisions
2 and 3 of Part XV of the SFO, or who is, directly or indirectly, interested in 10% or more of
the nominal value of any class of share capital carrying rights to vote in all circumstances at
general meetings of any other member of the Group.
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OVERVIEW

Immediately following the completion of the Global Offering, BOC (through its
wholly-owned subsidiaries, BOCGI and the Selling Shareholder) will have an interest in
approximately 65.5% of the Shares in issue (assuming the Over-allotment Option is exercised
in full) and approximately 70% of the Shares in issue if the Over-allotment Option is not
exercised. Accordingly, the Company will remain as a subsidiary of BOC and BOC, BOCGI and
the Selling Shareholder will be the controlling shareholders of the Company. Please refer to
“History and Corporate Structure” for the simplified corporate structure of the Group.

INDEPENDENCE OF THE GROUP FROM THE BOC GROUP

The Directors are of the view that the Group is capable of carrying on its business
independently from the BOC Group following the completion of the Global Offering for the
following reasons.

(a) Clear Delineation of Business

There is a clear and distinct delineation of the business of the Group and the businesses
of the BOC Group. The Group owns and operates an aircraft operating lease business while
the BOC Group owns and operates commercial banking, investment banking, insurance, fund
management, direct investment and investment management and consumer finance
businesses. The BOC Group does not carry on any aircraft operating lease business apart
from its interests in the Group.

(b) Financial Independence

The Group has a diversified financing strategy and maintains banking relationships with
and currently has outstanding bank financing or facilities with many financial institutions. The
BOC Group, whose core business is commercial banking, is only one of the many financial
institutions from which the Group has obtained and will continue to obtain financing.

As at 31 December 2015, the Group’s outstanding bank borrowings from the BOC Group
amounted to US$921 million, of which US$721 million represented bank borrowings which
were secured by interests in aircraft and the related lease agreements. The Group has also
obtained from the BOC Group two US$1 billion committed, unsecured revolving credit
facilities, which in 2015 were converted into a single US$2 billion committed, unsecured
revolving credit facility to be used for temporary financing purposes only and which was not
drawn down by the Group during the Track Record Period and as at the Latest Practicable
Date. The Group also has fixed deposit accounts with the BOC Group. Please see “Connected
Transactions — Non-exempt Continuing Connected Transactions” for further details.

As at 31 December 2015, the Group’s outstanding borrowings from third party sources
(other than BOC Group), including secured and unsecured borrowings and committed,
unsecured revolving credit facilities and medium term note issuances, amounted to
approximately US$8 billion, representing approximately 90% of all outstanding borrowings of
the Group as at 31 December 2015.
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All financing obtained or deposits placed by the Group, whether from or with the BOC
Group or third party financial institutions are on arm’s length and normal commercial terms.
The BOC Group does not and has not, as at the Latest Practicable Date, provided any credit
support (whether by way of guarantees or otherwise) in respect of any financing obtained by
the Group from third party sources.

The Directors are of the view that on the basis that (i) the Group has a proven record of
obtaining financing from third party sources on a stand-alone basis without any credit support
from the BOC Group, (ii) the Group is in a strong financial position and (iii) the Group has
investment grade corporate credit ratings and taking into account the net book value of aircraft
owned by the Group which are unencumbered:

(A) if the Group was required to refinance the secured and unsecured bank borrowings
from the BOC Group, the Group would be able to do so by obtaining additional
financing from third party financial institutions or in the debt capital markets on arm’s
length and normal commercial terms and to service those borrowings; and

(B) if the revolving credit facility was no longer made available by the BOC Group, the
Group would review its immediate requirements for standby liquidity (including the
potential impact on its credit ratings), which might not require the immediate
replacement of this facility in full and if it did wish to replace this facility in part, it
would be able to do so as needed by entering into arrangements with third party
financial institutions.

Accordingly, the Directors are of the view that the Group is able to operate financially
independently from the BOC Group.

(c) Independence of Directors and Management

The Board of Directors consists of nine Directors, comprising two Executive Directors,
four Non-executive Directors and three Independent Non-executive Directors.

The Directors are of the view that the Board of Directors and the senior management of
the Group are able to function independently of the BOC Group for the following reasons:

(i) the two Executive Directors and the members of the senior management of the
Group are responsible for the day-to-day management of the Group’s business and
none of them holds any directorships and/or other roles with the BOC Group;

(ii) all of the Independent Non-executive Directors of the Company are independent of
the BOC Group;
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(iii) there is only one overlapping director on the respective board of directors of the
Company and BOC, such director being a Non-executive Director of the Company,
and the Directors who have directorships and/or other roles with the BOC Group are
all Non-executive Directors of the Company; and

(iv) the management of the Group and the BOC Group do not hold any overlapping
executive positions in each other.

In addition, the Constitution requires each Director to observe the provisions of the
Singapore Companies Act in relation to the disclosure of his interest in transactions or
proposed transactions with the Company or of any office or property possessed by him which
might create duties or interests in conflict with his duties or interests as a Director. The
Constitution further provides that a Director shall not vote in respect of any contract or
arrangement or any other proposal in which he or any of his close associates has any personal
material interest, directly or indirectly, except in certain prescribed circumstances, details of
which are set out in “Appendix IV — Summary of the Constitution of the Company and Salient
Provisions of the Laws of Singapore”.

The provisions of the Constitution ensure that matters involving a conflict of interest
which may arise from time to time will be managed in line with accepted corporate governance
practice with a view to ensuring that decisions are taken having regard to the best interests of
the Company and the Shareholders (including the independent Shareholders) taken as a
whole.

(d) Independence of Administrative Capability

All essential administrative functions (such as finance and accounting, administration and
operations, information technology, human resources and compliance functions) are carried
out by the Group without the support of the BOC Group. Accordingly, the Directors are of the
view that the Group is administratively independent from the BOC Group.

DIRECTORS’ INTEREST IN COMPETING BUSINESS

None of the Directors is interested in any businesses apart from the Group’s business
which competes or is likely to compete, either directly or indirectly, with the Group’s business.
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OVERVIEW

Prior to the Listing, the Group has entered into certain transactions with parties who will,
upon the Listing, become connected persons of the Company. Details of the continuing
connected transactions of the Company following the Listing are set out below.

A. EXEMPT CONTINUING CONNECTED TRANSACTIONS

Following the Listing, the following transactions will be regarded as continuing connected
transactions exempt from the reporting, announcement, annual review and independent
shareholders’ approval requirements under Rule 14A.76 of the Listing Rules.

1. Committed, Unsecured Credit Facilities from the BOC Group

(a) Description of the Transaction

The Company (as borrower) and certain subsidiaries of the Company (as alternative
borrowers) entered into a financing agreement with BOC (as lender) in relation to a US$2
billion committed, unsecured revolving credit facility dated 1 June 2015. BOC Aviation
(Ireland) Limited (as borrower) entered into a loan agreement with BOCHK (as lender) in
relation to a US$200 million committed, unsecured term loan dated 14 October 2015, which
has been fully drawn as at the Latest Practicable Date. The committed, unsecured credit
facilities are obtained in the ordinary and usual course of business and on normal commercial
terms or better to the Group and for which security is not provided by the Company as the
borrower.

(b) Listing Rules Implications

The committed, unsecured credit facilities constitute financial assistance provided by a
connected person for the benefit of the Group on normal commercial terms (or better to the
Group) where no security over the assets of the Group is granted and would, upon the Listing,
be exempt from the reporting, annual review, announcement and independent shareholders’
approval requirements pursuant to Rule 14A.90 of the Listing Rules.

2. Appointment of BOCI as Dealer under the US$5 Billion Global Medium Term Note
Program

(a) Description of the Transaction

BOCI is one of the dealers under the Company’s US$5 billion GMTN Program, under
which the Company may from time to time issue notes in any currencies agreed between the
Company and the relevant dealer(s). Underwriting commissions are payable by the Company
to BOCI from time to time when BOCI acts as a dealer in respect of any specific note issue.
The appointment of BOCI as dealer under the GMTN Program is on normal commercial terms
and is consistent with the appointment of other dealers.
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(b) Listing Rules Implications

As no security over the assets of the Group is granted in respect of the notes issued from
time to time, any note underwritten by BOCI would constitute financial assistance provided by
a connected person for the benefit of the Group on normal commercial terms (or better to the
Group) where no security over the assets of the Group is granted and would, upon the Listing,
be exempt from the reporting, annual review, announcement and independent shareholders’
approval requirements pursuant to Rule 14A.90 of the Listing Rules.

As note issues on which BOCI will act as a dealer do not occur on a regular basis, the
Company will determine for each transaction whether an announcement and/or shareholders’
approval is required in relation to the underwriting commission payable to BOCI.

Other De Minimis Continuing Connected Transactions

The Group has also entered into other continuing connected transactions with members
of the BOC Group, the highest relevant percentage ratio of each of which is below 0.1%. Since
they are on normal commercial terms, they will be exempt pursuant to Rule 14A.76 of the
Listing Rules from the reporting, announcement, annual review and independent shareholders’
approval requirements in Chapter 14A of the Listing Rules. Details of such continuing
connected transactions are set out in paragraphs 3, 4, 5 and 6 below.

3. Trademark Licence Agreement

The Company has entered into a trademark licence agreement (the “Trademark Licence
Agreement”) with BOC on 12 May 2016. Pursuant to the Trademark Licence Agreement, in
consideration of (i) the payment of HK$100 by the Company to BOC, (ii) the Company agreeing
to inform, where relevant and deemed appropriate in its sole discretion, the customers of the
Group of the existence of the types of financial products regularly made available by the BOC
Group and (iii) the Company agreeing to provide to any such customer the contact details of
the product sales team of the relevant member of the BOC Group, BOC has agreed to grant
to the Company a non-exclusive, sub-licensable, irrevocable and perpetual licence to use
certain trademarks in combination with the word “Aviation” for the purposes of the Listing and
in connection with all business activities of the Company. Pursuant to the Trademark Licence
Agreement, the Company is not required to pay any royalty or other ongoing payment in
respect of the Company’s or any of its wholly-owned subsidiaries’ use of the trademarks.

The Trademark Licence Agreement may be terminated by BOC where the BOC Group,
directly or indirectly, cease to collectively be interested in at least 50% of the Shares in issue.
The Trademark Licence Agreement may also be terminated by the Company giving prior
written notice to BOC or otherwise be terminated in accordance with the terms of the
Trademark Licence Agreement. The Trademark Licence Agreement is on normal commercial
terms.
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4. Technical Management Services Agreement

The Company entered into an agreement with BOC Shenzhen Branch on 3 July 2012,
pursuant to which the Company agreed to provide on an ongoing basis certain technical
management services, aircraft transition and delivery services and remarketing services in
respect of three aircraft and one spare engine pledged to secure loans provided to a third party
by BOC Shenzhen Branch (the “Technical Management Services Agreement”). The
Technical Management Services Agreement is on normal commercial terms. Either party may
terminate the Technical Management Services Agreement by giving the other party 30 days
prior notice.

5. Leases for Office Premises

Certain members of the Group lease certain office premises from the BOC Group (other
than the BOCHK Holdings Group). The leases are on normal commercial terms or better to the
Group.

6. Provision of Insurance Underwriting Services by the BOC Group

Bank of China Group Insurance Company Limited and Bank of China Insurance Company
Limited, both wholly-owned subsidiaries of BOC, act as the underwriters of three of the
Company'’s aircraft contingency insurance policies, which are renewed annually and in respect
of which annual premiums are paid by the Company. The provision of insurance underwriting
services is on normal commercial terms.

B. NON-EXEMPT CONTINUING CONNECTED TRANSACTIONS

1. Bank Deposits with the BOC Group (other than the BOCHK Holdings Group)

(a) Description of the Transactions

The Group has fixed deposit accounts with the Macau, Singapore and Tianjin branches
of BOC in the ordinary and usual course of its business and on normal commercial terms.

The Company entered into a framework agreement with BOC (the “BOC Deposit
Framework Agreement”) on 12 May 2016 to govern all existing and future bank deposits with
the BOC Group (other than the BOCHK Holdings Group) with effect from the Listing Date. The
BOC Deposit Framework Agreement provides that all deposit of funds with the BOC Group
(other than the BOCHK Holdings Group) must be (i) in the ordinary and usual course of
business of the Group and the BOC Group (other than the BOCHK Holdings Group), (ii) on an
arm’s length basis, (iii) on normal commercial terms and terms which are no less favourable
than (a) those available to the Group from independent third parties and (b) those offered by
the BOC Group (other than the BOCHK Holdings Group) to independent third parties for similar
or comparable deposits and (iv) in compliance with, amongst other things, the Listing Rules
and applicable laws.
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The BOC Deposit Framework Agreement expires on 31 December 2018 and is
automatically renewable for successive periods of three years thereafter, subject to
compliance with the then applicable provisions of the Listing Rules, unless terminated earlier
by not less than three months’ prior written notice or otherwise in accordance with the terms
of the BOC Deposit Framework Agreement.

(b) Historical Transaction Amounts

The maximum daily balance of deposits placed by the Group with the BOC Group (other
than the BOCHK Holdings Group) (including interest accrued thereon) for the three years
ended 31 December 2013, 2014 and 2015 were approximately US$351 million, US$393 million
and US$349 million, respectively.

(c) Caps on Future Transaction Amounts

The maximum daily balance of deposits placed by the Group with the BOC Group (other
than the BOCHK Holdings Group) (including interest accrued thereon) for each of the three
years ending 31 December 2016, 2017 and 2018 will not exceed US$500 million.

These caps were calculated by reference to (i) the maximum historical daily balance of
the deposits of the Group with the BOC Group (other than the BOCHK Holdings Group)
(including interest accrued thereon) during the three financial years ended 31 December 2015,
(ii) the proceeds to the Company from the Global Offering, (iii) the expected growth of the
Group’s business and the financing needs of the Group over the next three years which are
expected to result in an increase in the Group’s cash balance and (iv) the cash amounts which
the Group would receive from future sales of aircraft.

(d) Listing Rules Implications

As the applicable percentage ratios in respect of each of the caps are, on their own and
on an annual basis, 5% or more, such continuing connected transaction will, upon the Listing,
be subject to the annual review, reporting, announcement and independent shareholders’
approval requirements under Chapter 14A of the Listing Rules. Such transactions will be
subject to the aggregation set out in “— Aggregation of Continuing Connected Transactions”
below. After such aggregation, such continuing connected transaction will, upon the Listing,
remain subject to the annual review, reporting, announcement and independent shareholders’
approval requirements under Chapter 14A of the Listing Rules.

2. Bank Deposits with the BOCHK Holdings Group

(a) Description of the Transactions

The Group has fixed deposit accounts with BOCHK in the ordinary and usual course of
its business and on normal commercial terms.
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The Company entered into a framework agreement with BOCHK Holdings (the “BOCHK
Deposit Framework Agreement”) on 12 May 2016 to govern all existing and future bank
deposits with the BOCHK Holdings Group with effect from the Listing Date. The BOCHK
Deposit Framework Agreement provides that all deposit of funds with the BOCHK Holdings
Group must be (i) in the ordinary and usual course of business of the Group and the BOCHK
Holdings Group, (ii) on an arm’s length basis, (iii) on normal commercial terms and terms
which are no less favourable than (a) those available to the Group from independent third
parties and (b) those offered by the BOCHK Holdings Group to independent third parties for
similar or comparable deposits and (iv) in compliance with, amongst other things, the Listing
Rules and applicable laws.

The BOCHK Deposit Framework Agreement expires on 31 December 2018 and is
automatically renewable for successive periods of three years thereafter, subject to
compliance with the then applicable provisions of the Listing Rules, unless terminated earlier
by not less than six months’ prior written notice or otherwise in accordance with the terms of
the BOCHK Deposit Framework Agreement.

(b) Historical Transaction Amounts

The maximum daily balance of deposits placed by the Group with the BOCHK Holdings
Group (including interest accrued thereon) for the three years ended 31 December 2013, 2014
and 2015 were nil, approximately US$46 million and approximately US$150 million,
respectively.

(c) Caps on Future Transaction Amounts

The maximum daily balance of deposits placed by the Group with the BOCHK Holdings
Group (including interest accrued thereon) for each of the three years ending 31 December
2016, 2017 and 2018 will not exceed US$500 million.

These caps were calculated by reference to (i) the maximum historical daily balance of
the deposits of the Group with the BOCHK Holdings Group and other third party financial
institutions (including interest accrued thereon) during the three financial years ended 31
December 2015, (ii) the proceeds to the Company from the Global Offering, (iii) the expected
growth of the Group’s business and the financing needs of the Group over the next three years
which are expected to result in an increase in the Group’s cash balance and (iv) the cash
amounts which the Group would receive from future sales of aircraft.

The Company considers that the maximum historical daily balance of the deposits of the
Group with third party financial institutions during the three financial years ended 31 December
2015 is relevant in calculating the above annual caps for the following reasons: (i) the Group
deposits funds with a number of financial institutions (including the BOCHK Holdings Group)
in the ordinary and usual course of its business and on normal commercial terms, (ii) when
determining whether to place deposits with a particular financial institution (including the
BOCHK Holdings Group), the Group will consider whether the terms offered are the most
favourable terms available to the Group at the relevant time, (iii) the maximum historical daily
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balance of the deposits of the Group with third party financial institutions have been at or
above the above annual caps and (iv) if the terms offered by the BOCHK Holdings Group for
the deposit of funds are on terms which are no less favourable than those terms otherwise
available to the Group from third party financial institutions at the relevant time during the term
of the BOCHK Deposit Framework Agreement, the Group will consider depositing funds with
the BOCHK Holdings Group (instead of other third party financial institutions) at the relevant
time and such deposits are expected to be of a maximum daily balance not exceeding the
above annual caps.

(d) Listing Rules Implications

As the applicable percentage ratios in respect of each of the caps are, on their own and
on an annual basis, 5% or more, such continuing connected transaction will, upon the Listing,
be subject to the annual review, reporting, announcement and independent shareholders’
approval requirements under Chapter 14A of the Listing Rules. Such transactions will be
subject to the aggregation set out in “— Aggregation of Continuing Connected Transactions”
below. After such aggregation, such continuing connected transaction will, upon the Listing,
remain subject to the annual review, reporting, announcement and independent shareholders’
approval requirements under Chapter 14A of the Listing Rules.

3. Secured Loans and Other Banking Services from the BOC Group (other than the
BOCHK Holdings Group)

(a) Description of the Transactions

In 2009, the Group entered into 15 secured loan agreements with certain branches of
BOC and BOCHK on a club basis with an aggregate principal amount of US$595 million.
BOCHK acted as facility agent, arranger and security trustee in respect of these loans. The
loans were for the purpose of financing the acquisition of aircraft and were secured by
interests in the aircraft and the related lease agreements. These secured loans are for a term
of 10 years. As at 31 December 2015, one of these loans had been repaid in full and the
outstanding principal amount under the remaining 14 secured loans was US$417 million, of
which BOCHK’s portion is US$60 million. The remaining loans are scheduled to be repaid in
2019.

In 2009, the Group entered into four secured loan agreements with BOC, London Branch
with an aggregate principal amount of US$440 million. The loans were for the purpose of
financing the acquisition of aircraft and were secured by interests in the aircraft and the related
lease agreements. These secured loans were for a term of seven years. As at 31 December
2015, three of these loans had been repaid in full and the outstanding principal amount under
the remaining loan was US$86 million. The remaining loan is scheduled to be repaid in 2016.

In addition, the BOC Group (other than the BOCHK Holdings Group) may in the future
provide services as facility agent, arranger and/or security trustee in respect of any credit
facilities provided by the BOC Group (including the BOCHK Holdings Group) to the Group as
referred to in “— Non-exempt Continuing Connected Transactions” (the “Other Banking
Services”).
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The Company entered into a framework agreement with BOC (the “BOC Loan
Framework Agreement”) on 12 May 2016 to govern all existing and future secured loans from
the BOC Group (other than the BOCHK Holdings Group) and the provision of the Other
Banking Services with effect from the Listing Date.

The BOC Loan Framework Agreement provides that all loans from the BOC Group (other
than the BOCHK Holdings Group) for which security over the assets of the Group is provided
must be (i) in the ordinary and usual course of business of the Group and the BOC Group
(other than the BOCHK Holdings Group), (ii) on an arm’s length basis, (iii) on normal
commercial terms and terms which are no less favourable than (a) those available to the Group
from independent third parties and (b) those offered by the BOC Group (other than the BOCHK
Holdings Group) to independent third parties for similar or comparable loans and (iv) in
compliance with, amongst other things, the Listing Rules and applicable laws.

The BOC Loan Framework Agreement provides that the Other Banking Services provided
must be (i) in the ordinary and usual course of business of the Group and the BOC Group
(other than the BOCHK Holdings Group), (ii) on normal commercial terms and terms which are
no less favourable than (a) those available to the Group from independent third parties and (b)
those charged by the BOC Group (other than the BOCHK Holdings Group) to independent third
parties for similar or comparable services and (iv) in compliance with, amongst other things,
the Listing Rules and applicable laws.

The BOC Loan Framework Agreement also provides that all existing and future secured
loan agreements which may from time to time be entered into between members of the Group
and members of the BOC Group (other than the BOCHK Holdings Group) may be for a term
of up to 10 years. The Company considers that it is normal business practice for aircraft
financing agreements to be for a term of up to 10 years and the Group’s secured loans
obtained from other third party financial institutions are typically for a term of seven to 12
years.

The BOC Loan Framework Agreement expires on 31 December 2025 and is automatically
renewable for successive periods of ten years thereafter, subject to compliance with the then
applicable provisions of the Listing Rules, unless terminated earlier by not less than six
months’ prior written notice or otherwise in accordance with the terms of the BOC Loan
Framework Agreement.

The Joint Sponsors are of the view that, based on the due diligence they have conducted
and taking into consideration that (i) the aircraft financing agreements entered into by the
Group with other third party financial institutions are typically for a duration in excess of three
years, (ii) the secured loans under the BOC Loan Framework Agreement are to finance the
acquisition of aircraft which are the Group’s long-term assets subject to revenue-generating
long-term leases to customers, and (iii) such long-term leases are for a duration in excess of
three years, it is reasonable for the BOC Loan Framework Agreement and the financing
agreements to be entered thereunder to be for a duration of more than three years.
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(b) Historical Transaction Amounts

The aggregate of the outstanding principal amount of the secured loans from the BOC
Group (other than the BOCHK Holdings Group) and any fees paid for the provision of the Other
Banking Services by the BOC Group (other than the BOCHK Holdings Group) as at and for the
financial years ended 31 December 2013, 2014 and 2015 were approximately US$528 million,
US$495 million and US$443 million, respectively.

(c) Caps on Future Transaction Amounts

The maximum of the aggregate of the outstanding principal amount of the secured loans
from the BOC Group (other than the BOCHK Holdings Group) and the fees payable for the
provision of the Other Banking Services by the BOC Group (other than the BOCHK Holdings
Group) for each of the ten years ending 31 December 2025 will not exceed US$500 million.

These caps were calculated by reference to (i) the outstanding principal amount of the
existing secured loans from the BOC Group (other than the BOCHK Holdings Group), (ii) the
amount of any fees which may be paid by the Group for the provision of the Other Banking
Services by the BOC Group (other than the BOCHK Holdings Group) and (iii) the expected
growth of the Group’s business and the financing needs of the Group for the acquisition of
aircraft over the next 10 years.

(d) Listing Rules Implications

As the applicable percentage ratios in respect of each of the caps for the secured loans
from BOC are, on their own and on an annual basis, 5% or more, the secured loans from the
BOC Group (other than the BOCHK Holdings Group) will, upon the Listing, be subject to the
annual review, reporting, announcement and independent shareholders’ approval
requirements under Chapter 14A of the Listing Rules. Such transactions will be subject to the
aggregation set out in “— Aggregation of Continuing Connected Transactions” below. After
such aggregation, such continuing connected transactions will, upon the Listing, remain
subject to the annual review, reporting, announcement and independent shareholders’
approval requirements under Chapter 14A of the Listing Rules.

4. Secured Loans and Other Banking Services from the BOCHK Holdings Group

(a) Description of the Transactions

The Group entered into five secured loan agreements with BOCHK with an aggregate
principal amount of US$444 million in 2009, 2012 and 2013, respectively. The loans were for
the purpose of financing the acquisition of aircraft and were secured by interests in the aircraft
and the related lease agreements. The secured loans from BOCHK are for a term of between
seven and 10 years. As at 31 December 2015, three of these secured loans had been repaid
in full and the outstanding principal amount under the remaining two loans was US$219 million
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which are scheduled to be repaid in 2019 and 2023. US$60 million was due to BOCHK under
the secured loans provided by certain branches of BOC and BOCHK on a club basis as
referred to in “— Non-exempt Continuing Connected Transactions — Secured Loans and Other
Banking Services from the BOC Group (other than the BOCHK Holdings Group)” above.

In addition, BOCHK has provided services as facility agent, arranger and security trustee
in respect of the loans provided by various branches of BOC to the Group as referred to in “—
Non-exempt Continuing Connected Transactions” (the “Other Banking Services”).

The Company entered into a framework agreement with BOCHK Holdings (the “BOCHK
Loan Framework Agreement”) on 12 May 2016 to govern all existing and future secured loans
from the BOCHK Holdings Group and the provision of the Other Banking Services with effect
from the Listing Date.

The BOCHK Loan Framework Agreement provides that all loans from the BOCHK
Holdings Group for which security over the assets of the Group is provided must be (i) in the
ordinary and usual course of business of the Group and the BOCHK Holdings Group, (ii) on an
arm’s length basis, (iii) on normal commercial terms and terms which are no less favourable
than (a) those available to the Group from independent third parties and (b) those offered to
independent third parties by the BOCHK Holdings Group for similar or comparable loans and
(iv) in compliance with, amongst other things, the Listing Rules and applicable laws.

The BOCHK Loan Framework Agreement provides that the Other Banking Services
provided must be (i) in the ordinary and usual course of business of the Company and the
BOCHK Holdings Group, (ii) on an arm’s length basis, (iii) on normal commercial terms and
terms which are no less favourable than (a) those available to the Group from independent
third parties and (b) those charged by the BOCHK Holdings Group to independent third parties
for similar or comparable services and (iv) in compliance with, amongst other things, the
Listing Rules and applicable laws.

The BOCHK Loan Framework Agreement also provides that all existing and future
secured loan agreements (including in relation to the Other Banking Services) which may from
time to time be entered into between members of the Group and members of the BOCHK
Holdings Group may be for a term of up to 10 years. The Company considers that it is normal
business practice for aircraft financing agreements to be for a term of up to 10 years and the
Group’s secured loans obtained from other third party financial institutions are typically for a
term of seven to 12 years.

The BOCHK Loan Framework Agreement expires on 31 December 2025 and is
automatically renewable for successive periods of ten years thereafter, subject to compliance
with the then applicable provisions of the Listing Rules, unless terminated earlier by not less
than six months’ prior written notice or otherwise in accordance with the terms of the BOCHK
Loan Framework Agreement.

The Joint Sponsors are of the view that, based on the due diligence they have conducted
and taking into consideration that (i) the aircraft financing agreements entered into by the
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Group with other third party financial institutions are typically for a duration in excess of three
years, (ii) the secured loans under the BOCHK Loan Framework Agreement are to finance the
acquisition of aircraft which are the Group’s long-term assets subject to revenue-generating
long-term leases to customers, and (iii) such long-term leases are for a duration in excess of
three years, it is reasonable for the BOCHK Loan Framework Agreement and the financing
agreements to be entered thereunder to be for a duration of more than three years.

(b) Historical Transaction Amounts

The aggregate of the outstanding principal amount of the secured loans from the BOCHK
Holdings Group and the fees paid for the provision of the Other Banking Services by the
BOCHK Holdings Group as at and for the financial years ended 31 December 2013, 2014 and
2015 were approximately US$471 million, US$449 million and US$279 million, respectively.

(c) Caps on Future Transaction Amounts

The maximum of the aggregate of the outstanding principal amount of the secured loans
from the BOCHK Holdings Group and the fees payable for the provision of the Other Banking
Services by the BOCHK Holdings Group for each of the ten years ending 31 December 2025
will not exceed US$500 million.

These caps were calculated by reference to (i) the outstanding principal amount of the
existing secured loans which the Group has obtained from the BOCHK Holdings Group and
other third party financial institutions, (ii) the amount of the fees which have been paid by the
Group for the provision of the Other Banking Services by the BOCHK Holdings Group and (iii)
the expected growth of the Group’s business and the financing needs of the Group for the
acquisition of aircraft over the next 10 years.

The Company considers that the maximum of the aggregate outstanding principal amount
of the secured loans which the Group has obtained from third party financial institutions during
the three financial years ended 31 December 2015 is relevant in calculating the above annual
caps for the following reasons: (i) the Group obtains secured loans from a number of financial
institutions (including the BOCHK Holdings Group) in the ordinary and usual course of its
business and on normal commercial terms, (ii) when determining whether to obtained secured
loans from a particular financial institution (including the BOCHK Holdings Group), the Group
will consider whether the terms offered are the most favourable terms available to the Group
at the relevant time, (iii) the maximum of the aggregate outstanding principal amount of the
secured loans which the Group has obtained from third party financial institutions have been
at or above the above annual caps and (iv) if the terms offered by the BOCHK Holdings Group
for the provision of the secured loans to the Group are on terms which are no less favourable
than those terms otherwise available to the Group from third party financial institutions at the
relevant time during the term of the BOCHK Loan Framework Agreement, the Group will
consider obtaining secured loans from the BOCHK Holdings Group (instead of other third party
financial institutions) at the relevant time and the aggregate principal amount of such secured
loans is expected to be of a maximum amount not exceeding the above annual caps.
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(d) Listing Rules Implications

As the applicable percentage ratios in respect of each of the caps for the secured loans
from BOCHK are, on their own and on an annual basis, 5% or more, the secured loans from
the BOCHK Holdings Group will, upon the Listing, be subject to the annual review, reporting,
announcement and independent shareholders’ approval requirements under Chapter 14A of
the Listing Rules. Such transactions will be subject to the aggregation set out in “—
Aggregation of Continuing Connected Transactions” below. After such aggregation, such
continuing connected transactions will, upon the Listing, remain subject to the annual review,
reporting, announcement and independent shareholders’ approval requirements under
Chapter 14A of the Listing Rules.

C. AGGREGATION OF CONTINUING CONNECTED TRANSACTIONS

As the applicable percentage ratios in respect of the annual caps of (i) the transactions
described under “— Non-exempt Continuing Connected Transactions — Bank Deposits with
the BOC Group (other than the BOCHK Holdings Group)” and (ii) the transactions described
under “— Non-exempt Continuing Connected Transactions — Bank Deposits with the BOCHK
Holdings Group” above, in aggregate, will be, on an annual basis, 5% or more, such continuing
connected transactions will, upon the Listing, be subject to the annual review, reporting,
announcement and independent shareholders’ approval requirements under Chapter 14A of
the Listing Rules. The Directors are of the view that such continuing connected transactions
are of the same nature and are entered into by the Group with parties who are connected with
one another, and therefore should be aggregated under Rules 14A.81 and 14A.82(1) of the
Listing Rules.

As the applicable percentage ratios in respect of the annual caps of (i) the transactions
described under “— Non-exempt Continuing Connected Transactions — Secured Loans and
Other Banking Services from the BOC Group (other than the BOCHK Holdings Group)” and (ii)
the transactions described under “— Non-exempt Continuing Connected Transactions —
Secured Loans and Other Banking Services from the BOCHK Holdings Group” above, in
aggregate, will be, on an annual basis, 5% or more, such continuing connected transactions
will, upon the Listing, be subject to the annual review, reporting, announcement and
independent shareholders’ approval requirements under Chapter 14A of the Listing Rules. The
Directors are of the view that such continuing connected transactions are of same nature and
are entered into by the Group with parties who are connected with one another, and therefore
should be aggregated under Rules 14A.81 and 14A.82(1) of the Listing Rules.

D. WAIVER APPLICATION FOR NON-EXEMPT CONTINUING CONNECTED
TRANSACTIONS

As the non-exempt continuing connected transactions described in this section will be
carried out on a continuing basis and will extend over a period of time, the Directors consider
that strict compliance with the announcement and independent shareholders’ approval
requirements under the Listing Rules would be impractical and unduly burdensome and would
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impose unnecessary administrative costs upon us. Accordingly, the Company has applied for,
and the Stock Exchange has granted, a waiver from strict compliance with the announcement
and independent shareholders’ approval requirements in relation to the non-exempt continuing
connected transactions described in this section.

The Company will, however, comply at all times with the other applicable provisions under
Chapter 14A of the Listing Rules in respect of these non-exempt continuing connected
transactions.

E. CONFIRMATION FROM THE DIRECTORS AND THE JOINT SPONSORS

The Directors (including the independent non-executive Directors) are of the view that the
non-exempt continuing connected transactions described in this section have been and will be
entered into in the ordinary and usual course of business of the Group, on normal commercial
terms or better, that are fair and reasonable and in the interests of the Shareholders as a
whole, and that the proposed annual caps for the non-exempt continuing connected
transactions described in this section are fair and reasonable, and in the interests of the Group
and the Shareholders as a whole.

The Joint Sponsors have reviewed the relevant information and historical figures
prepared and provided by the Company relating to the non-exempt continuing connected
transactions described in this section, and have obtained confirmations from the Company.
Based on the Joint Sponsors’ due diligence, the Joint Sponsors are of the view that the
non-exempt continuing connected transactions described in this section have been and will be
entered into in the ordinary and usual course of business of the Group, on normal commercial
terms or better, that are fair and reasonable and in the interests of the Group and the
Shareholders as a whole, and that the proposed annual caps for the non-exempt continuing
connected transactions described in this section are fair and reasonable, and in the interests
of the Group and the Shareholders as a whole.
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BOARD OF DIRECTORS

The Board of Directors consists of nine Directors, comprising two Executive Directors,
four Non-executive Directors and three Independent Non-executive Directors. Brief
information of the Directors is set out below:

Date of
Date of Joining the
Name Age Position Appointment Group Principal Responsibilities
Chen Siging (BEPUE) . 56 Chairman and 13 December 13 December Responsible for the
Non-executive 2011 2011 formulation of strategic
Director directions and for the high
level oversight of the
management and operations
of the Group
Robert James Martin . 51 Managing 5 July 1998 2 January Responsible for the
Director, Chief 1998 day-to-day management of
Executive Officer the Group
and Executive
Director
Wang Genshan 59 Vice-Chairman 15 December 15 December Responsible for the
(BRI ..o and Executive 2006 2006 day-to-day management of
Director the Group
Li Mang (Z15) ... .. 48 Non-executive 14 December 14 December Responsible for the
Director 2015 2015 formulation of strategic
directions and for the high
level oversight of the
management and operations
of the Group
Zhuo Chengwen 45 Non-executive 14 December 14 December Responsible for the
(R oL Director 2015 2015 formulation of strategic
directions and for the high
level oversight of the
management and operations
of the Group
Zhu Lin (RAK) ... .. 42 Non-executive 22 January 22 January  Responsible for the
Director 2014 2014 formulation of strategic

directions and for the high
level oversight of the
management and operations
of the Group
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Date of
Date of Joining the
Name Age Position Appointment Group Principal Responsibilities
Fu Shula (fI&F41) . . . 60 Independent 1 February 1 February Responsible for addressing
Non-executive 2011 2011 conflicts and giving strategic
Director advice and guidance on the
business and operations of
the Group
Antony Nigel Tyler . . 61 Independent 12 May 2016 12 May 2016 Responsible for addressing
Non-executive conflicts and giving strategic
Director advice and guidance on the
business and operations of
the Group
Dai Deming (Hf&H]) . 53 Independent 12 May 2016 12 May 2016 Responsible for addressing
Non-executive conflicts and giving strategic
Director advice and guidance on the
business and operations of
the Group

Chairman and Non-executive Director

Mr. Chen Siqing (F/U35), aged 56, was appointed as the Chairman and a Non-executive
Director of the Company in December 2011.

Mr. Chen was appointed President of BOC in February 2014. In April 2014, Mr. Chen was
appointed Vice Chairman of the board and an Executive Director of BOC. Mr. Chen joined BOC
in 1990 and served as Executive Vice President from June 2008 to February 2014. Mr. Chen
held various positions in BOC from June 2000 to May 2008, including Assistant General
Manager, Vice General Manager of the Fujian Branch, General Manager of the Risk
Management Department of the Head Office and General Manager of the Guangdong Branch.
Mr. Chen previously worked in the Hunan Branch of BOC before he was seconded to the Hong
Kong Branch of China and South Sea Bank Ltd. as Assistant General Manager. Mr. Chen has
also been serving as a Non-executive Director of BOC Hong Kong (Holdings) Limited (stock
code: 02388) since December 2011 and the Vice Chairman since March 2014.

Mr. Chen graduated from Hubei Institute of Finance and Economics in the PRC in July
1982 and received a Master of Business Administration degree from the Murdoch University of
Australia in January 1999. Mr. Chen has been a Certified Public Accountant of The Chinese
Institute of Certified Public Accountants since April 1994.
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Managing Director, Chief Executive Officer and Executive Director

Mr. Robert James Martin, aged 51, was appointed as the Managing Director and an
Executive Director of the Company in July 1998.

Mr. Martin joined the Group in January 1998 as Deputy Managing Director and was
promoted six months later to the role of Managing Director. He assumed the title of Chief
Executive Officer in 2004. Mr. Martin is one of the longest serving chief executive officers of
the same company in the aircraft operating lease industry, and he has 28 years of experience
in the aircraft and leasing business. Mr. Martin began his career in aircraft financing in London
with Bank of America in 1987. He subsequently held senior positions in both London and
Singapore with The Long-Term Credit Bank of Japan, Ltd. and in Hong Kong with HSBC
Investment Bank.

Mr. Martin graduated from Cambridge University in the United Kingdom with a Master of
Arts degree in Economics in March 1991.

Executive Director

Mr. Wang Genshan (E£#R1ll), aged 59, was appointed as Vice-Chairman and a
Non-executive Director of the Company in December 2006. Since January 2008, he has served
as Vice-Chairman and an Executive Director.

Mr. Wang became Deputy Managing Director in January 2008. Since then he has had
executive responsibilities for various departments, including the board secretariat, internal
audit, procurement and technical departments. Currently, Mr. Wang oversees the procurement
and board secretariat departments. Mr. Wang joined BOC in 1978 in the Imports and Exports
department of the Shanghai Branch. After being posted to the Sydney Branch of BOC in 1985,
he returned to the Shanghai Branch in 1992 where he was subsequently promoted to the
position of Deputy General Manager. In July 2006, he was Deputy Head of the Aircraft Leasing
Preparatory Team in BOC that was tasked with evaluating the Company and the Company’s
eventual acquisition.

Mr. Wang graduated from East China Normal University in the PRC with a Diploma in
English Linguistics in October 1978.

Non-executive Directors

Mr. Li Mang (%1), aged 48, was appointed as a Non-executive Director in December
2015. He is the Deputy General Manager of the Corporate Banking Department of BOC.

Mr. Li joined BOC in July 1990. He worked in various divisions in the Banking Department
and was promoted to Assistant General Manager of the Banking Department in July 2004.
Between July 2005 and August 2008, he worked as Assistant General Manager and
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subsequently as Customer Relations Director of the International Settlement Department. In
August 2008, he began working as Customer Relations Director for the Corporate Banking Unit
(Corporate Business) until March 2014. He has held the position of Deputy General Manager
of Corporate Banking Department since March 2014.

Mr. Li graduated from Central University of Finance and Economics in the PRC in June
1990 with a Bachelor’s degree in Economics. He received a Master’s degree in Economics
from the Chinese Academy of Social Sciences in the PRC in July 2002.

Mr. Zhuo Chengwen (5. ), aged 45, was appointed as a Non-executive Director of the
Company in December 2015.

Mr. Zhuo has over 20 years of experience in the banking industry and has extensive
knowledge and skills in financial management. Mr. Zhuo joined the Accounting Department of
BOC in 1995. Between 2001 and 2008, he was transferred to the Bank of China New York
Branch and was appointed Deputy General Manager of New York Branch in 2006. He returned
to the Financial Management Department of BOC in April 2008 and worked as Deputy General
Manager. He served as the Chief Financial Officer of BOC Hong Kong (Holdings) Limited
(stock code: 02388) from June 2009 to August 2014. He has been the General Manager of
Financial Management Department of BOC since August 2014.

Mr. Zhuo graduated from the Peking University in the PRC with a Bachelor’s Degree in
Economics in July 1992 and a Master’s Degree in Economics in July 1995 and was awarded
a MBA Degree by the City University of New York in the U.S. in February 2005. Mr. Zhuo has
been a member of the Chinese Institute of Certified Public Accountants, the American Institute
of Certified Public Accountants and the Hong Kong Institute of Certified Public Accountan