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KO WANG 

HONG KONG DRAGON AIRLINES LIMITED (B): 
LEASE VS. BUY DECISION 

In January 2006, the management of Hong Kong Dragon Airlines (“Dragonair”) recognised 
the need to find a replacement by early 2007 for one of its spare engines that was deemed 
beyond economic repair (“BER”). To address this requirement, a taskforce led by finance 
manager Bevis Ho and engineering manager John Walters was formed to evaluate the various 
options in detail and to report back to the board of directors with a formal recommendation in 
early February 2006.  

Dragonair’s A320-Family Aircraft 

Dragonair was a regional airline founded by local businessmen in Hong Kong in 1985. 
Despite its humble beginning and conservative growth, by 2002, Dragonair’s fleet consisted 
of eight Airbus A320s, four Airbus A321s, nine Airbus A330s and three Boeing 747-300 
freighters, providing regional passenger services and long-haul freighter services. Its fleet of 
narrow-body A320s and A321s, which were both powered by V2500 engines manufactured 
by International Aero Engines AG (“IAE”), served secondary cities in greater China such as 
Ningbo, Changsha, Fuzhou, Hangzhou, Guilin, Haikou and Kaohsiung, and such other Asian 
cities as Phuket and Kota Kinabalu. Since Dragonair’s first A320 entered into service in 1993, 
the fleet had been growing steadily. In 2002, the fleet was supported by three spare V2500 
engines. Between 2003 and 2005, Dragonair took deliveries of two more A321s, three more 
A320s and one more V2500 spare engine. Nonetheless, because one of the earlier three spare 
engines had been determined BER in late 2002, the 17-aircraft A320-family fleet [see Exhibit
1] was only supported by three spare engines. The fleet operated an average of about 7.83 
flight hours and four cycles per aircraft per day, giving an estimated annual utilisation of 
2,860 hours and 1,460 cycles per aircraft.1

                                                     
1 Case writer’s estimate, based on published flight schedule. One cycle was equal to one take-off and landing, 
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Airbus Industrie and the A320 Family of Aircraft2,3

Airbus Industrie (“Airbus”) was one of the world’s two predominant commercial aircraft 
manufacturers. Headquartered in Toulouse, France, Airbus had a product line that comprised 
14 aircraft models, ranging from the 100-seat single-aisle A318 to the 525-seat A380. In 2006, 
Airbus was troubled by significant delays in its delivery schedule for its A380, with the 
planned first delivery delayed from early 2006 to October 2007. Nevertheless, Airbus’s 
single-aisle A320 family of aircraft remained successful, securing such orders as 150 aircraft 
for China Aviation Supplies Import and Export Group Corporation and another 212 aircraft 
for various low-cost carriers.4

The A320 family comprised four variants (ie, A318, A319, A320 and A321), which shared 
the same type of cockpit, flew with the same operating procedures, and had the same cabin 
cross-section and systems. Except for the A318, all members of the A320 family were 
powered by either IAE’s V2500 engines or CFM International’s CFM56-5. Because of the 
different payload/capacity of the different members of the family, each required two engines 
of a specific thrust rating. 

A320 Family of 
Aircraft 

Seat Capacity 
(2-class config.) 

Range
(nautical miles) Engines Engine Thrust 

Rating (lbs) 

A318 107 3,250 2 x PW6000 or 
2 x CFM56-5 21,600–23,800 

A319 124 3,700 2 x V2500 or  
2 x CFM56-5 22,000–24,000 

A320 150 3,050 2 x V2500 or  
2 x CFM56-5 25,000–27,000 

A321 185 3,000 2 x V2500 or  
2 x CFM56-5 31,500–33,000 

Table 1: The A320 Family Aircraft 

International Aero Engines AG and the V2500 Engine 

IAE was formed by a consortium of companies in 1983. The five original partners included 
Pratt & Whitney (a US-based aircraft engine manufacturer with 32.5% shareholding), Rolls-
Royce (a UK-based aircraft engine manufacturer with a 32.5% share), Japan Aero Engine 
Corporation (a consortium of the three largest heavy-industry companies in Japan, with a 23% 
share), MTU (a Germany-based engine repairer and parts manufacturer with a 12% share) and 
FiatAvio (which later withdrew as a shareholder). 5  Registered in Switzerland and 
headquartered in the US, IAE launched the V2500 engine-development programme in 1984.6

The first batch of V2500-powered A320s began revenue service with Adria Airways, Cyprus 
Airways and Indian Airlines in 1989. Over the years, IAE continued to add new customers to 
its order book, and by 1998, it delivered the 1,000th V2500 engine to Lufthansa. The 2,000th 
engine was delivered only four years later in 2002. Then, in 2003, IAE’s market share for the 

                                                     
2 Wikipedia (2008) “Airbus 320”, http://en.wikipedia.org/wiki/Airbus_A320 (accessed June 2008). 
3 Airbus (2009) “Aircraft Families—A320”, http://www.airbus.com/en/aircraftfamilies/a320/index.html (accessed June 2008). 
4 The China Aviation Supplies Import and Export Group Corporation was the mainland Chinese government agency for aircraft 

acquisition. 
5 IAE (2008) “Shareholders”, http://www.v2500.com/company/shareholders.shtml (accessed June 2008). 
6 IAE (2008) “History”, http://www.v2500.com/company/history.shtml (accessed June 2008). 
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A320 family rose to 83%, and by then IAE had overtaken CFM International with a 56% 
market share since 1998 of the A320 family.7

IAE’s V2500 engine was considered a reliable aero-engine; it could operate a long time 
before it was required to be removed from an aircraft for major maintenance. For an A320 
operating with the V2527 (the 27,000-pound-thrust version of the V2500) at an average 
mission length of about two hours, the expected mean time between removal for maintenance 
was estimated to be around 18,000 flight hours.8 However, for an A321 operating with the 
V2533 (the 33,000-pound-thrust version of the V2500) at the same average mission length, 
the expected mean time between removal would be reduced to around 13,000 flight hours. 
(Both should expect the maintenance event itself to take about 60–70 days to complete under 
normal circumstances.) In other words, the engine could stay on the aircraft for four to six 
years before being removed for heavy maintenance. Heavy maintenance of engines was a 
major cost item for airlines. In 2006, the estimated cost of performing major maintenance on a 
V2500 engine was between US$1.6 million and US$2 million. Because of inflation in labour 
and material costs, the cost per maintenance event was expected to rise about 3–5% annually.  

For safety and certification reasons, certain parts of an engine were classified as life-limited 
parts, or parts with definitive life limits. From 2003 onwards, all life-limited parts on a newly 
delivered V2500 engine had the same life limit of 20,000 cycles (one cycle was equal to one 
take-off and landing). A life-limited part might need to be replaced or repaired before it 
reached its life limit because of other technical reasons, but it was not common and could not 
be planned for by airlines. Otherwise, airlines would plan for replacing life-limited parts 
during a major maintenance event shortly before the life limits were reached (note that it 
would be illegal to operate an aircraft with an expired life-limited part installed). As of 2006, 
a complete set of new life-limited parts on the V2500 was priced at about US$2 million, and 
the price was expected to escalate by about 4–6% annually. 

When an engine was removed from an aircraft for maintenance (which would take about 60 to 
70 days), a spare engine was needed to be installed in its place for the aircraft to remain 
operational. Hence, there was a need to provide spare engines to support the ongoing 
operation of a fleet of aircraft due to planned or unplanned engine maintenance events. The 
industry rule of thumb suggested that an airline would need about one spare engine for every 
eight operating engines. Since each variant of the A320 family aircraft (except the A318) was 
powered by two IAE V2500 engines of a specific thrust rating (see Table 1, above), an airline 
that operated a version of the V2500 engine with a particular thrust rating would require spare 
engines of the same thrust rating. An airline such as Dragonair, which operated more than one 
version of the V2500, could swap engines across its fleet with only a minor modification to 
the rating plug, subject to the commercial agreement between the airline and IAE. As of early 
2006, the list price of a V2527 was about US$7.5 million, and that of a V2533 was about 
US$8.5 million. 

Spare Engine Acquisition 

A spare V2500 engine was purchased as part of the expansion plan for Dragonair’s A320-
family fleet between 2003 and 2005, and was delivered in late 2003. This additional spare 
engine would have increased Dragonair’s number of spare V2500 engines to four—a number 
considered sufficient to support the fleet’s operation. However, another engine on the fleet 

                                                     
7 Wikipedia (2008) “International Aero Engines”, http://en.wikipedia.org/wiki/International_Aero_Engines_V2500 (accessed 

June 2008). 
8 Mean time between removal for maintenance of an engine was typically represented by the number of flight hours the engine 

operated before requiring removal from the aircraft for major maintenance at an engine repair and overhaul facility.  
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was deemed BER during a heavy maintenance event in late 2002. In order to protect the 
operation of its expanded A320-family fleet against frequent engine maintenance events from 
the beginning of 2007, Dragonair’s board of directors had accepted in principle the 
recommendation from the engineering team to acquire one additional spare V2500 engine by 
early 2007, subject to detailed analysis by a taskforce of the various options to source a spare 
engine.

Having already explored and determined the discount rates at an earlier meeting on 22 
January 2006, Walters and Ho held a follow-up meeting on 24 January 2006 to review the 
three different options to source the spare engine. The discussions went as follows. 

Ho: John, would you explain in detail what those three options are? 

Walters: Alright. Let me start with the simplest one. We can purchase a spare engine outright 
by placing an order with IAE. The order lead time is normally about 12 months, but 
the delivery can be expedited to January 2007. Our initial discussion with IAE’s 
sales team has indicated that the purchase price of a V2533 in 2006 is US$8.15 
million. The actual purchase price at the time of delivery will be subject to 
escalation, and IAE would require an upfront deposit of 15% on the estimated 
escalated price, assuming an annual escalation of 3%. The remaining portion would 
be payable immediately prior to delivery of the engine.  

Ho: So, in other words, we don’t really know exactly how much the engine is going to 
cost us until we take delivery of it?  

Walters: That’s correct. The rate of 3% is an average based on historical escalation. I’d say 
from experience that’s a pretty good number to use, though it can vary from 1% to 
5%,9 which might mean that we would need external financing if we went with this 
option.

Ho: For our purpose, let’s use 3%, and we’ll note that this is only an estimate. About the 
need for external financing, I already discussed it with our CFO yesterday. He said 
that would not be necessary because of our strong cash position.  

Walters: That’s good to know. Now, the second option is a sale-and-leaseback arrangement. 
After placing an order for the spare engine with IAE, we can do a sale-and-
leaseback with an engine leasing company. This means that upon taking delivery of 
the engine from the manufacturer, we would sell the engine to a leasing company, 
which in turn would lease the engine back to us. I have received a few proposals 
and here is the most favourable one for your reference [see Exhibit 2]. 

Ho: Can you highlight the key points to me? I’m new to this engine leasing business. 

Walters: Of course. The first item in the offer is the purchase price, which is what we’ll pay 
to IAE. The monthly lease rental is shown as a factor, which is 0.8% of the 
purchase price of the engine at delivery. The next item in the offer is the 
maintenance reserve rates. Engine leasing companies require lessees to pay 
maintenance reserves for each flight hour and cycle operated on the engine to make 
them accountable for the cost of repairing the wear and tear incurred on the engine. 
The rate per hour is derived by dividing the estimated maintenance cost by the 

                                                     
9 The escalation rate was usually calculated based on an escalation formula, which was a function of labour, material and energy,

referencing indices published by the bureau of census of the manufacturer’s country of domicile.
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mean time between removals. If the engine is operated at 27K (or 27,000 pounds of 
thrust) on an A320, the rate per flight hour is US$100. If it is operated at 33K 
(33,000 pounds of thrust) on an A321, the rate per flight hour is US$130. Now, 
about the rate per flight cycle… 

Ho: Hold it. Is this what you guys call an operating lease, and how is that different from 
a financial lease? 

Walters: Yes, that’s correct. An operating lease is simply a rental arrangement that is not 
much different from renting an apartment from a landlord. The agreement is usually 
five to 10 years long and non-cancellable.10 On the other hand, a financial or capital 
lease is more like a mortgage arrangement with a bank. Its term can be equally long 
or longer than an operating lease, but may involve a transfer of ownership of the 
asset to the lessee at the end of the lease. 

Ho: Now, about the maintenance reserve rates, why is it that the rate per engine flight 
hour is more expensive for a 33K engine than for a 27K engine? 

Walters: In short, it is because an engine operating at 33K incurs wear and tear faster than at 
27K, and therefore the engine won’t last as long on the aircraft before it needs to be 
removed for major maintenance. The rate per flight hour is really simple 
mathematics. All you do is divide the major maintenance cost by the number of 
flight hours operated by the engine. Although the major maintenance cost of a 33K 
engine is more or less the same as that of a 27K engine, the number of flight hours 
operated on a 33K engine is less, and hence the higher rate per flight hour. 

Ho: Okay. I think I understand. What about this rate per flight cycle. How does it work?  

Walters: It works in a very similar way to the rate per flight hour. On the engine, there are a 
bunch of parts that are classified as life limited parts. This means that these parts 
have a definitive life span in terms of the number of cycles they can operate from 
the time they come out of the manufacturing plant. Do you know what a cycle is? 

Ho: One cycle is just one take-off and landing, right? 

Walters: Spot on! On a V2500, all life limited parts have a life of 20,000 cycles. Basically, 
the rate per cycle is calculated by dividing the total cost of all the life limited parts 
by 20,000. However, because life limited parts can only be changed during a major 
maintenance event, and because the timing of life-limited part expiries almost never 
coincides with the timing of major maintenance events, a 10% wastage (or 10% 
stub life) is assumed. Thus, the denominator in calculating the rate per cycle is 
18,000 cycles, not 20,000 cycles. 

Ho: I see. So what happens to the maintenance reserves that we would have paid? 

Walters: During the lease term, the lessee is allowed to draw down on the flight hour reserve 
for the actual cost of a major maintenance event. Such drawdown, however, would 
be limited to the amount remaining in the reserve. Similarly, the lessee would also 
be allowed to draw down on the flight cycle reserve for the actual replacement cost 

                                                     
10 A short-term engine lease was likely to be as short as a few days and up to a few months long, and was used to address a 

sudden and unforeseen spare engine requirement. A lease anticipated in this case would be a longer-term deal with a minimum 
of 3–5 years and up to 7–10 years and would be non-cancellable. 
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of any life limited parts. Any amount of reserves left with the leasing company at 
the end of the lease will be kept by the leasing company. 

Ho: Wow, that sounds like a good business to be in! 

Walters: It sure does.  

Ho: The last two items of the proposal have to do with return conditions. Should we be 
concerned with them? What happens if we cannot meet the return conditions? 

Walters: We absolutely need to be. If we cannot meet the return conditions at the end of the 
lease term, the lessor could refuse to take the engine back, force us to spend 
maintenance dollars on the engine and make us pay additional rent until the engine 
is good for lease return. I’ve already asked one of the engineers to assess if we’ll 
have any problem meeting the return conditions. I’ll let you know as soon as that 
assessment is in. 

Ho: Alright.  

Walters: The third option is to lease a new or used spare engine from an engine leasing 
company. However, due to the high demand for spare engines forecasted for 2007 
and 2008 to cover for V2500 engine removals worldwide, I have not been able to 
source any V2500 engines for lease from the market to meet Dragonair’s 
requirement. The same leasing companies that submitted sale-and-leaseback 
proposals have also offered to put in an order with IAE, provided that Dragonair 
would agree to lease the engine from them on the same lease terms as the sale-and-
leaseback proposal. 

Ho: So, in short, we have only two options to evaluate. There are still a few more bits 
and pieces of information that we need for our analysis. First, we need to decide 
how long we’re going to use this engine, and hence the timeframe of cash flows 
that we need to consider. 

Walters: I suggest we use 10 years. Not only do we have a 10-year lease term from the lease 
proposals, but airline planning has also indicated that we intend to fly the A320 for 
at least another 10 years.  

Ho: Okay, 10 years it is, then. Next, we need an estimate of what the engine will be 
worth after 10 years. Is there any industry source that we can rely on for this 
information? 

Walters: There are a few trade publications that contain information like that. Let me have a 
look and get back to you. 

Ho: Great, I’ll check with financial accounting to confirm our depreciation policy. We 
need to use the profit tax rate for our analysis, which in Hong Kong is 17.5%. But 
since there is no capital gains tax in Hong Kong, there is no tax implications 
associated with the disposal of an owned engine. 

 Now, due to all these requirements for maintenance reserve rates per flight hour and 
cycle and for reserve drawdown, I need your help to work out how many hours and 
cycles we will operate this spare engine over the 10-year period, when it will need 



09/458C Hong Kong Dragon Airlines Limited (B): Lease vs. Buy Decision 

7

to be removed for major maintenance, and if any life limited parts will need 
replacing and when. 

Walters: Consider it done! 

Ho: Terrific! Shall we target having all the additional information available in two 
days? 

Walters: That should be fine. Let’s touch base again in two days, then. 

Additional Information 
Subsequent to meeting, Walters and Ho had collected the following additional information:

According to Aircraft Commerce, an airline industry trade publication, the estimated 
market value of a used V2500 in 2003 was US$4.02 million. By 2008, the figure was 
expected to go up to around US$4.4 million.11 Due to the high popularity of this engine 
type and normal price escalation, the taskforce believed that a residual market value of 
about US$2.5 million to US$3 million for a 10-year-old engine in about 10 years’ time 
would be very reasonable. 
Dragonair’s depreciation policy of fixed assets such as passenger aircraft and spare 
engines was a 10-year straight-line depreciation down to a 20% residual value. 12

Assuming the airline’s operating parameters remained unchanged, the subject spare 
engine would need to be installed on an A321 in early July 2007 and could stay on the 
aircraft for 4.5 years before requiring removal from the aircraft at the end of December 
2011 for heavy maintenance starting in January 2012. Then, in the second quarter of 2015, 
the engine would need to be installed on another A321 for about one year. The rest of the 
time, the engine would be stored at Hong Kong Aircraft Engineering Company’s engine 
storage facility as a spare engine to protect the operation from any unexpected engine 
problems [see Exhibit 3 for the estimated utilisation of the engine over a 10-year period].  
The cost of the heavy maintenance event expected in early 2012 was estimated to be 
around US$1.9 million in 2012 dollars. 
Given Dragonair’s aircraft utilisation and the planned usage of the subject spare engine, 
there would not be any need to replace any of the life limited parts on the engine due to 
life expiry. Although there was always the possibility of replacing life limited parts due to 
damage, it was considered a rare occurrence and difficult to model. By the same token, 
Dragonair would have no issue in complying with the return conditions in the lease 
proposal.

Making the Comparison 

Time was running short. With an order lead time of 12 months plus a one-month buffer for 
further questions from the board of directors, the taskforce would have to complete its 
evaluation of the alternatives and put forward its recommendation to the board for approval 
by February 2006 in order to get a March 2007 delivery slot. 

                                                     
11 Aircraft Commerce (June–July 2003) “The Profit Potential of Engine Sale & Leaseback Transactions”. 
12 Estimated based on industry common practice. 
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EXHIBIT 1: DRAGONAIR’S FLEET OF A320-FAMILY AIRCRAFT 

Aircraft Type Manufacturer’s
Serial Number 

Aircraft 
Registration Delivery Date 

A320 756 B-HSD 16 February 1998 
A320 784 B-HSE 6 March 1998 
A320 816 B-HSF 26 May 1998 
A320 812 B-HSG 22 June 1998 
A320 877 B-HSH 16 October 1998 
A320 930 B-HSI 29 January 1999 
A320 1253 B-HSJ 29 June 2000 
A320 1721 B-HSK 7 March 2002 
A320 2229 B-HSL 9 July 2004 
A320 2238 B-HSM 13 July 2004 
A320 2428 B-HSN 29 April 2005 
A321 993 B-HTD 1 April 1999 
A321 1024 B-HTE 4 June 1999 
A321 633 B-HTF 2 May 2000 
A321 1695 B-HTG 15 March 2002 
A321 1984 B-HTH 24 September 2003 
A321 2021 B-HTI 22 October 2003 

Source: Planespotters.net (2008) “Dragonair”, 
http://www.planespotters.net/Airline/Dragonair?show=all#Fleet_Details (accessed 
June 2008). 
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EXHIBIT 2: SALE-AND-LEASEBACK PROPOSAL 

Purchase Price: Actual purchase price of the engine at the time of 
engine delivery with full title transfer to the leasing 
company 

Lease Term 10 years from the date of delivery 
Monthly Lease Rental: 0.8% × the purchase price, payable monthly 
Deposit: 3 months’ rental, payable upon acceptance of the 

lease proposal, and refundable upon lease expiry 
Maintenance Reserve Rates: Payable monthly 
Per Engine Flight Hour: US$100 per engine flight hour at 27K 

US$130 per engine flight hour at 33K 
Per Engine Flight Cycle: US$111 per engine flight cycle  

(assumed 10% stub life)  
Validity of Maintenance Reserve 
Rates: 

The Maintenance Reserves Rates per Flight Hour 
and Flight Cycle are fixed for the entire lease term 
and are not subject to any escalation.  

Return Condition 1 Certified serviceable and have at least 9,000 hours 
(at 27K) or 6,500 hours (at 33K) remaining until its 
next heavy maintenance  

Return Condition 2 Each life-limited part shall have at least 6,000 cycles 
remaining 

Source: Case writer’s estimates. 
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EXHIBIT 3: ESTIMATED UTILISATION AND CORRESPONDING MAINTENANCE 
RESERVES REQUIRED (IN CASE OF A LEASE ARRANGEMENT) FOR THE SPARE 

ENGINE

Year Flight Hours Total Flight 
Hour Reserves 

Flight Cycles Total Flight 
Cycle Reserves 

2007 1,429.6 US$185,848 730 US$81,030 
2008 2,859.2 US$371,696 1,460 US$162,060 
2009 2,859.2 US$371,696 1,460 US$162,060 
2010 2,859.2 US$371,696 1,460 US$162,060 
2011 2,859.2 US$371,696 1,460 US$162,060 
2012 -  -  
2013 -  -  
2014 -  -  
2015 2,144.4 US$278,772 1,095 US$121,545 
2016 714.8 US$92,924 365 US$40,515 
2017 -  -  

Source: Case writer’s estimates. 



<<
  /ASCII85EncodePages false
  /AllowTransparency false
  /AutoPositionEPSFiles true
  /AutoRotatePages /None
  /Binding /Left
  /CalGrayProfile (Gray Gamma 2.2)
  /CalRGBProfile (sRGB IEC61966-2.1)
  /CalCMYKProfile (U.S. Web Coated \050SWOP\051 v2)
  /sRGBProfile (sRGB IEC61966-2.1)
  /CannotEmbedFontPolicy /Error
  /CompatibilityLevel 1.3
  /CompressObjects /Off
  /CompressPages true
  /ConvertImagesToIndexed true
  /PassThroughJPEGImages true
  /CreateJDFFile false
  /CreateJobTicket false
  /DefaultRenderingIntent /Default
  /DetectBlends true
  /DetectCurves 0.0000
  /ColorConversionStrategy /LeaveColorUnchanged
  /DoThumbnails true
  /EmbedAllFonts true
  /EmbedOpenType false
  /ParseICCProfilesInComments true
  /EmbedJobOptions true
  /DSCReportingLevel 0
  /EmitDSCWarnings false
  /EndPage -1
  /ImageMemory 1048576
  /LockDistillerParams true
  /MaxSubsetPct 99
  /Optimize true
  /OPM 1
  /ParseDSCComments true
  /ParseDSCCommentsForDocInfo true
  /PreserveCopyPage true
  /PreserveDICMYKValues true
  /PreserveEPSInfo true
  /PreserveFlatness true
  /PreserveHalftoneInfo false
  /PreserveOPIComments false
  /PreserveOverprintSettings true
  /StartPage 1
  /SubsetFonts false
  /TransferFunctionInfo /Preserve
  /UCRandBGInfo /Remove
  /UsePrologue false
  /ColorSettingsFile ()
  /AlwaysEmbed [ true
    /AgencyFB-Bold
    /AgencyFB-Reg
    /AgfaRotisSemiSerif
    /AgfaRotisSemiSerif-Bold
    /AgfaRotisSerif
    /AgfaRotisSerif-Bold
    /AgfaRotisSerif-Italic
    /AllegroBT-Regular
    /AmerTypewriterITCbyBT-Medium
    /Arial-Black
    /Arial-BlackItalic
    /Arial-BoldItalicMT
    /Arial-BoldMT
    /Arial-ItalicMT
    /ArialMT
    /ArialNarrow
    /ArialNarrow-Bold
    /ArialNarrow-BoldItalic
    /ArialNarrow-Italic
    /ArialRoundedMTBold
    /ArialUnicodeMS
    /AvantGardeITCbyBT-Book
    /AvantGardeITCbyBT-BookOblique
    /AvantGardeITCbyBT-Medium
    /AvantGardeITCbyBT-MediumOblique
    /BankGothicBT-Medium
    /Batang
    /BatangChe
    /BenguiatITCbyBT-Bold
    /BernhardFashionBT-Regular
    /BernhardModernBT-Bold
    /BernhardModernBT-BoldItalic
    /BlackadderITC-Regular
    /BodoniMT
    /BodoniMTBlack
    /BodoniMTBlack-Italic
    /BodoniMT-Bold
    /BodoniMT-BoldItalic
    /BodoniMTCondensed
    /BodoniMTCondensed-Bold
    /BodoniMTCondensed-BoldItalic
    /BodoniMTCondensed-Italic
    /BodoniMT-Italic
    /BookAntiqua
    /BookAntiqua-Bold
    /BookAntiqua-BoldItalic
    /BookAntiqua-Italic
    /BookmanOldStyle
    /BookmanOldStyle-Bold
    /BookmanOldStyle-BoldItalic
    /BookmanOldStyle-Italic
    /BookshelfSymbolSeven
    /BradleyHandITC
    /BremenBT-Bold
    /CalisMTBol
    /CalistoMT
    /CalistoMT-BoldItalic
    /CalistoMT-Italic
    /Castellar
    /Century
    /CenturyGothic
    /CenturyGothic-Bold
    /CenturyGothic-BoldItalic
    /CenturyGothic-Italic
    /CenturySchoolbook
    /CenturySchoolbook-Bold
    /CenturySchoolbook-BoldItalic
    /CenturySchoolbook-Italic
    /CharlesworthBold
    /ComicSansMS
    /ComicSansMS-Bold
    /CopperplateGothic-Bold
    /CopperplateGothicBT-Bold
    /CopperplateGothic-Light
    /CourierNewPS-BoldItalicMT
    /CourierNewPS-BoldMT
    /CourierNewPS-ItalicMT
    /CourierNewPSMT
    /CurlzMT
    /DauphinPlain
    /Dotum
    /DotumChe
    /EdwardianScriptITC
    /Elephant-Italic
    /Elephant-Regular
    /English111VivaceBT-Regular
    /EngraversMT
    /ErasITC-Bold
    /ErasITC-Demi
    /ErasITC-Light
    /ErasITC-Medium
    /EstrangeloEdessa
    /FelixTitlingMT
    /ForteMT
    /FranklinGothic-Book
    /FranklinGothic-BookItalic
    /FranklinGothic-Demi
    /FranklinGothic-DemiCond
    /FranklinGothic-DemiItalic
    /FranklinGothic-Heavy
    /FranklinGothic-HeavyItalic
    /FranklinGothic-Medium
    /FranklinGothic-MediumCond
    /FranklinGothic-MediumItalic
    /FrenchScriptMT
    /FuturaBlackBT-Regular
    /FuturaBT-Bold
    /FuturaBT-BoldItalic
    /FuturaBT-ExtraBlack
    /FuturaBT-Light
    /FuturaBT-LightItalic
    /Garamond
    /Garamond-Bold
    /Garamond-Italic
    /Gautami
    /Georgia
    /Georgia-Bold
    /Georgia-BoldItalic
    /Georgia-Italic
    /Gigi-Regular
    /GillSansMT
    /GillSansMT-Bold
    /GillSansMT-BoldItalic
    /GillSansMT-Condensed
    /GillSansMT-ExtraCondensedBold
    /GillSansMT-Italic
    /GillSans-UltraBold
    /GillSans-UltraBoldCondensed
    /GloucesterMT-ExtraCondensed
    /GoudyHandtooledBT-Regular
    /GoudyOldStyleBT-Bold
    /GoudyOldStyleBT-BoldItalic
    /GoudyOldStyleBT-Italic
    /GoudyOldStyleBT-Roman
    /GoudyOldStyleT-Bold
    /GoudyOldStyleT-Italic
    /GoudyOldStyleT-Regular
    /GoudyStout
    /Gulim
    /GulimChe
    /Gungsuh
    /GungsuhChe
    /Haettenschweiler
    /Helvetica
    /Helvetica-Bold
    /Helvetica-BoldOblique
    /Helvetica-Narrow
    /Helvetica-Narrow-Bold
    /Helvetica-Narrow-BoldOblique
    /Helvetica-Narrow-Oblique
    /Helvetica-Oblique
    /Humanist521BT-Bold
    /Humanist521BT-BoldItalic
    /Humanist521BT-Italic
    /Humanist521BT-Roman
    /Impact
    /ImprintMT-Shadow
    /KabelITCbyBT-Book
    /KabelITCbyBT-Ultra
    /Kartika
    /Latha
    /Lithograph-Bold
    /LithographLight
    /LucidaConsole
    /LucidaSans
    /LucidaSans-Demi
    /LucidaSans-DemiItalic
    /LucidaSans-Italic
    /LucidaSans-Typewriter
    /LucidaSans-TypewriterBold
    /LucidaSans-TypewriterBoldOblique
    /LucidaSans-TypewriterOblique
    /LucidaSansUnicode
    /MaiandraGD-Regular
    /Mangal-Regular
    /MicrosoftSansSerif
    /MingLiU
    /MonotypeCorsiva
    /MS-Gothic
    /MS-Mincho
    /MSOutlook
    /MS-PGothic
    /MS-PMincho
    /MSReferenceSansSerif
    /MSReferenceSpecialty
    /MS-UIGothic
    /MT-Extra
    /MVBoli
    /NSimSun
    /OCRAExtended
    /OzHandicraftBT-Roman
    /PalaceScriptMT
    /Palatino-Bold
    /Palatino-BoldItalic
    /Palatino-Italic
    /PalatinoLinotype-Bold
    /PalatinoLinotype-BoldItalic
    /PalatinoLinotype-Italic
    /PalatinoLinotype-Roman
    /Palatino-Roman
    /Papyrus-Regular
    /Perpetua
    /Perpetua-Bold
    /Perpetua-BoldItalic
    /Perpetua-Italic
    /PerpetuaTitlingMT-Bold
    /PerpetuaTitlingMT-Light
    /PMingLiU
    /PosterBodoniBT-Roman
    /Pristina-Regular
    /Raavi
    /RageItalic
    /Rockwell
    /Rockwell-Bold
    /Rockwell-BoldItalic
    /Rockwell-Condensed
    /Rockwell-CondensedBold
    /Rockwell-ExtraBold
    /Rockwell-Italic
    /ScriptMTBold
    /SerifaBT-Bold
    /SerifaBT-Italic
    /SerifaBT-Roman
    /SerifaBT-Thin
    /Shruti
    /SimHei
    /SimSun
    /SouvenirITCbyBT-Demi
    /SouvenirITCbyBT-DemiItalic
    /SouvenirITCbyBT-Light
    /SouvenirITCbyBT-LightItalic
    /Staccato222BT-Regular
    /Swiss911BT-ExtraCompressed
    /Sylfaen
    /SymbolMT
    /Tahoma
    /Tahoma-Bold
    /TimesNewRomanPS-BoldItalicMT
    /TimesNewRomanPS-BoldMT
    /TimesNewRomanPS-ItalicMT
    /TimesNewRomanPSMT
    /Trebuchet-BoldItalic
    /TrebuchetMS
    /TrebuchetMS-Bold
    /TrebuchetMS-Italic
    /Tunga-Regular
    /TwCenMT-Bold
    /TwCenMT-BoldItalic
    /TwCenMT-Condensed
    /TwCenMT-CondensedBold
    /TwCenMT-CondensedExtraBold
    /TwCenMT-Italic
    /TwCenMT-Regular
    /TypoUprightBT-Regular
    /Verdana
    /Verdana-Bold
    /Verdana-BoldItalic
    /Verdana-Italic
    /Vrinda
    /Webdings
    /Wingdings2
    /Wingdings3
    /Wingdings-Regular
    /WP-ArabicScriptSihafa
    /WP-ArabicSihafa
    /WP-BoxDrawing
    /WP-CyrillicA
    /WP-CyrillicB
    /WP-GreekCentury
    /WP-GreekCourier
    /WP-GreekHelve
    /WP-HebrewDavid
    /WP-IconicSymbolsA
    /WP-IconicSymbolsB
    /WP-Japanese
    /WP-MathA
    /WP-MathB
    /WP-MathExtendedA
    /WP-MathExtendedB
    /WP-MultinationalAHelve
    /WP-MultinationalARoman
    /WP-MultinationalBCourier
    /WP-MultinationalBHelve
    /WP-MultinationalBRoman
    /WP-MultinationalCourier
    /WP-Phonetic
    /WPTypographicSymbols
  ]
  /NeverEmbed [ true
  ]
  /AntiAliasColorImages false
  /CropColorImages true
  /ColorImageMinResolution 150
  /ColorImageMinResolutionPolicy /OK
  /DownsampleColorImages false
  /ColorImageDownsampleType /Average
  /ColorImageResolution 600
  /ColorImageDepth -1
  /ColorImageMinDownsampleDepth 1
  /ColorImageDownsampleThreshold 1.50000
  /EncodeColorImages false
  /ColorImageFilter /DCTEncode
  /AutoFilterColorImages false
  /ColorImageAutoFilterStrategy /JPEG
  /ColorACSImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /ColorImageDict <<
    /QFactor 0.76
    /HSamples [2 1 1 2] /VSamples [2 1 1 2]
  >>
  /JPEG2000ColorACSImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 15
  >>
  /JPEG2000ColorImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 15
  >>
  /AntiAliasGrayImages false
  /CropGrayImages true
  /GrayImageMinResolution 150
  /GrayImageMinResolutionPolicy /OK
  /DownsampleGrayImages false
  /GrayImageDownsampleType /Average
  /GrayImageResolution 600
  /GrayImageDepth -1
  /GrayImageMinDownsampleDepth 2
  /GrayImageDownsampleThreshold 1.00000
  /EncodeGrayImages false
  /GrayImageFilter /DCTEncode
  /AutoFilterGrayImages false
  /GrayImageAutoFilterStrategy /JPEG
  /GrayACSImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /GrayImageDict <<
    /QFactor 0.76
    /HSamples [2 1 1 2] /VSamples [2 1 1 2]
  >>
  /JPEG2000GrayACSImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 15
  >>
  /JPEG2000GrayImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 15
  >>
  /AntiAliasMonoImages false
  /CropMonoImages true
  /MonoImageMinResolution 1200
  /MonoImageMinResolutionPolicy /OK
  /DownsampleMonoImages false
  /MonoImageDownsampleType /Average
  /MonoImageResolution 600
  /MonoImageDepth -1
  /MonoImageDownsampleThreshold 1.50000
  /EncodeMonoImages false
  /MonoImageFilter /CCITTFaxEncode
  /MonoImageDict <<
    /K -1
  >>
  /AllowPSXObjects false
  /CheckCompliance [
    /None
  ]
  /PDFX1aCheck false
  /PDFX3Check false
  /PDFXCompliantPDFOnly false
  /PDFXNoTrimBoxError true
  /PDFXTrimBoxToMediaBoxOffset [
    0.00000
    0.00000
    0.00000
    0.00000
  ]
  /PDFXSetBleedBoxToMediaBox true
  /PDFXBleedBoxToTrimBoxOffset [
    0.00000
    0.00000
    0.00000
    0.00000
  ]
  /PDFXOutputIntentProfile (None)
  /PDFXOutputConditionIdentifier ()
  /PDFXOutputCondition ()
  /PDFXRegistryName ()
  /PDFXTrapped /False

  /Description <<
    /CHS <FEFF4f7f75288fd94e9b8bbe5b9a521b5efa7684002000410064006f006200650020005000440046002065876863900275284e8e55464e1a65876863768467e5770b548c62535370300260a853ef4ee54f7f75280020004100630072006f0062006100740020548c002000410064006f00620065002000520065006100640065007200200035002e003000204ee553ca66f49ad87248672c676562535f00521b5efa768400200050004400460020658768633002>
    /CHT <FEFF4f7f752890194e9b8a2d7f6e5efa7acb7684002000410064006f006200650020005000440046002065874ef69069752865bc666e901a554652d965874ef6768467e5770b548c52175370300260a853ef4ee54f7f75280020004100630072006f0062006100740020548c002000410064006f00620065002000520065006100640065007200200035002e003000204ee553ca66f49ad87248672c4f86958b555f5df25efa7acb76840020005000440046002065874ef63002>
    /DAN <>
    /DEU <>
    /ESP <>
    /FRA <>
    /ITA (Utilizzare queste impostazioni per creare documenti Adobe PDF adatti per visualizzare e stampare documenti aziendali in modo affidabile. I documenti PDF creati possono essere aperti con Acrobat e Adobe Reader 5.0 e versioni successive.)
    /JPN <>
    /KOR <FEFFc7740020c124c815c7440020c0acc6a9d558c5ec0020be44c988b2c8c2a40020bb38c11cb97c0020c548c815c801c73cb85c0020bcf4ace00020c778c1c4d558b2940020b3700020ac00c7a50020c801d569d55c002000410064006f0062006500200050004400460020bb38c11cb97c0020c791c131d569b2c8b2e4002e0020c774b807ac8c0020c791c131b41c00200050004400460020bb38c11cb2940020004100630072006f0062006100740020bc0f002000410064006f00620065002000520065006100640065007200200035002e00300020c774c0c1c5d0c11c0020c5f40020c2180020c788c2b5b2c8b2e4002e>
    /NLD (Gebruik deze instellingen om Adobe PDF-documenten te maken waarmee zakelijke documenten betrouwbaar kunnen worden weergegeven en afgedrukt. De gemaakte PDF-documenten kunnen worden geopend met Acrobat en Adobe Reader 5.0 en hoger.)
    /NOR <>
    /PTB <>
    /SUO <>
    /SVE <>
    /ENU ()
  >>
>> setdistillerparams
<<
  /HWResolution [600 600]
  /PageSize [612.000 792.000]
>> setpagedevice


