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Outlook 2026

After a challenging year in 2025, we wanted to see what industry
professionals think of the MRO landscape for 2026

By David Dundas

t is probably fair to say that supply
I chains within the aviation industry are

respaniible for the majority of problerms.
In & not unconnected way, the supply
chain for new aircraft production is the
most damadging, and not just for the
manufacturer. 2025 wai & year that saw
mone and more older sircralt remain in
service while fewer than anticipated new jets
rolled off the production line. Boseing may
v b prosducing 38 T3TMANS each month,
but restrictions imposed by the R mean
it will be & while before that nurnber pasges
the 40 rmark. While that might seerm to play
into the hands of Airbus, that cormpany has
also dsen ledi-than-optimurm praduction
nuwmbers. This is partly because of problems
at Spirit AeroSystems which has affected
bath the Marth Armerical and Eunopean
planemaker. Of course, the trouble with

keeping older-generation aircraft in the
skigs is the pressure put an supply chains for
OEM and UISM parts & there ane fewer than
usual units svailable for teardawn.

Bearing all the above in mind, we
wanted to know rmioré about what the
future rmay hold, and we approached eight
of the MRD sectar's prominent companies
o get their take on what may well lie ahead
in 2026, starting with the most obvious
question:

With preduction constrains for
new aireraft resulting in alder
aircraft remaining in service for
longer than anticipated, what
does this mean for the MRO
industry in general for 20267

{{ OEM production targets still do not consistently translate into

actual deliveries, with many airframes rolling out without
engines or awaiting BFE (Buyer Furnished Equipment). )}

lason Pascalis, Senfor Aviation Anar.lfywr, fBA
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Scott Symington, Chief Comrmerncial
Officer, &1W Group advises us that "It
has fuelled a greater reliance on the MRED
industry. With the continued shortage of
ipare parts and alder aircraft not baing
retired or parted out at the pace expected,
operatord aré rélying mare heawvily an répair
service providers such & AW Group's

aeinnt Pscalis, Siniod Avation Aeadyt, IBA
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component MRO facility, AJW Technigue.
To support this, we've invedted in inventory
and streamlined our inventory strateqy and
operation processes to ensure we can meet
these demands and provide customers
with consistent, reliable component
availability.” Like mary otherd, lason
Pascalis, Senior Aviation Analyst, IBA, sees
the supply chain bottlenecks continuindg,
and while the likes of Airbus and Boeing
are looking o increase output, he feek
that "OEM production targets still do not
consistently translate into actual deliveries,
with marny airframes rolling out without
engines of awaiting BFE (Buyer Furnished
Equipment).” He further tells us that: “These
market dynarmics are expected to persist in
the shart and mediurm term, tgnificantly
impacting the MRO industry. With many
lease extendsions recarded for alder aircraft,
IBi Expects o Lee An inOrease in engine
ahop visits. Aircralt retirements release
serviceable epgines into the rmarket, thus
supplementing the existing spare enging
Neet. Accarding to IBA Insight, the nurmber
of aircraft retirements in the A320-200 flest
has come down to around 10% year an
year tince 2023, The total number of such
engines will not reach forecast levels due
to operational aircraft lease extentions,
and, further still, the extensions themsehes
fepredent an unforesesn incfeade in market
demand for the MR sector, which it

must contend with. MROS are currently
managing a combination af entry-inta-
service (EIS) Baues affecting specific new-
technalogy engines, while alko supporting
service-life extendions. Historically, EIS
istued are expected, but nat at the scale
we are now seeing acress much of the

Forwws Firminng, Senasr Dinector Buiineis Divel opimant
WAS A Sarvites

affected fleets. DEMs and MROs are actively
addresing these challenges; however,
due ta constraints around infrastructune,
capability developrnent, tooling, and
training, redalution cannot happen quickhy
and i4 realistically still sorme way off, with
engine shop visits lagting up to 12 months.”
Emmanuel De Traversay, Senior Director,
Technical Services, Pansdonic Avionicd taked
& poditive approach to aircraft being retired
later in life, suggesting that "The longer
an sircraft remaing in service, epecially
il it hasr't undergone a cabin retrofit,
demand increases for maintenance and
aftermarket support.  While this ereates
challenged around abdoledcence, mesning
our systems and suppart plans were
designed to retire with the aircraft but now
need to be extended, it also represents
a strong business apportunity for MRO
providers like Panasonic Avionics. Airlines
are selectively retrofitting sorme aircralt,
but many are sirmply flying them as-is for
longer, which sustaing maintenance activity
for ut langer than we arnginally planned "
Lewis Prebble, President, Commercial
Engine Services, Standardfend i concise in
hig autlook when he telld us that “In 2026
we expect uted narrow-body equipment
priced to hold up again, driven by the high
demand for bath greentime and LISM.
Wie Lee uf custormers uting all available
levers to maintain their fleet health and
availability, and this sits cormfortably with
our service offerings, inchuding exchange
engines, leases, light shop visits and heavy
waorkicoped " Meanwhile, Kevin Ferreiro,
Senior Director Business Developrment,
WVAS fero Services is of a like mind to Soott
Symington in terms of a lack of mature
aircraft for teardown. “Delays in new
aircraft deliveries and the extended use of
riature aircraft are resulting in heightened
raintenance activity and increased dermand
for new and USM parts. The volume of
rrature aireraft being retired and torm dewn
for spare parts re-selling remains very low

30

compared 1o pre-pandemic times, meaning
there are fewer USM parts available in the
market. This situation is driving up USM
dernand, resulting in prermium prices for
aseet trading transactions Through our néw
Airbui/Satair ownership since 2022 and
atrategic adiet hunting initiatives, we have
secured key assets to feed the global MRD
industry,” he says

Tulika (Tia) Dayal, CXO and Co-founder,
SkySelect, Inc. is looking at the year absad
a5 one which irmvolves a critical balancing
act between opportunities and challenges,
confirming that: “The current backlog of
over 17,000 comrnercial aireralt is keeping
alder planes in the aif longer than we'd
like. As we look ahead to 2026, the MRO
industry faces both exditing growth
opportunities and real challenges. While
dernand for MRAD services is sure 1o be
high, we're alio dealing with a capacity
crunch that's leading to longer wait times,
higher eodts, and some tricky enginearing
chalkenges.” She suggests that to overcome
thede increéating MRO and supply chain
problems, there are four key actions which
could be taken: opening up the aftermarket,
enhancing supply chain visibility, better
uie of data and the expansion of repair
and parts’ capacity. She goes on to infarm
us that “Mew technologies, such a3 the Al-
powered procurement platform SkySelsct,
are specifically designed to address these
operational challenges. Rather than
manually navigating through complex
supply blockages, organisations can guickly
asccedd real-time market availability from
thousands of global suppliers. This ensures
that sirlines and MROS obtain the necediary
materials precisely when and where they
are nesded, reducing unplanned downtime
and helping to predict and prevent
potential disruptions” To conclude this
dection Tory Kondo, Predident and CEQ,
Werner Aefo, surmd up the whole situstion
in & nutshell: “ln general, it will lead to a
longer lead time / lack of materials because

€ The volume of mature aireraft being retired and torn
down for spare parts re-selling remains very low
compared to pre-pandemic times, meaning there
are fewer USM parts available in the market. This
situation is driving up USM demand, resulting in
premium prices for asset trading transactions. JJ

Kevin Ferreiro, Senior Director Business Development,

VAS Aero Services
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older aircraft naturally reguire rore repair
maintenance than newer aircraft,” he ways.

How are MRO providers coping
with this increased demand
for maintaining these older
aircraft?

It is all very well identifying the colutian
to & shortage of aircraft as having to keep
older aireraft in service but, logically, this
automatically increased the burden on MRO
operatons to keep thede older planed in the
aif. While this wad an unexpected situation,
the passing of time allows for readjustment
and adaptation, anly in the MRBD industry,
the pressure to sdapt is constant and there
is never enough time! lason Patcalis notes
that “Indépendent maintenance providers
maintaining engines from new to mature
typed are irvedting in additional MRO
capabilities. OEM offloading remains a clear
trend, with maintenanos for mature engine
technologies increasingly being transferred
to third-party providers. We are alio
1esing more development in historically
underserved regions. For example, IER
MRD in the Middle East is establishing &
newy Hacility, reflecting broader regional
ifvestiment. A the same tifme, many MROL
are expanding in-houwie repair capabilities,

reducing outiourcing and dependence on
external providers. This enables greater
control aver maintenance procedses and
turnaround times Collectively, these
developrments point to an industry-wide
push amang engine MROS to improve
readiness and reduce tumaround times in
the londger term. However, in the short to
madium terr, MROL will continue o fas
delays in airoraft and engine turnaraund
tirmes as labour shortages and rising pans
costs due to high demand continue 1o
constrain the sector. It is expected that
MRS will increase their inventory of
materials and cormponents to address
bottlenecks higher up in the supply chain
and offiet delayd in overhauls and part
replacerments. USM {will undoubtedly be
wourced o cur increading parts costs
directly frarm the DEMS, alio offering
quicker replacerment and alleviating iome
of the inflationary pressure.” lan Foster, VP
MR, Technical & Logistics, APOC Awviation
Lesi a podsible wolution to the prablerm of
parts’ availability on the maintenance of
these alder aireraft, suggesting that: “From
a cormponent MRO persipective (a3 opposed
to airframe), where piece part supply and
obsolescence from ODEMS become an Ssue,
some third-party shops are using PMA £
DER to help manage incréeased desm and

This can have a poditive impact on bath
TAT and coits for operators and service
providers.”

Clearly, understanding a fleet operator's
longer-term plans is key to MROS
developing their own strategies, and
Emrmanuel De Traversay underlines this
wihen he tells us that Panasonic Avionics
warks .. closely with our customer airlines
o understand their long-terrm fleet pland,
and this helps us to anticipate demand and
plan imentory. Strategied incude [au-time
buys of critical spares, building up stock
where necessary, and leveraging buybacks
0 repurpose parts from retiring aircraft.
Both constant engagement and fexibility
are key, as fleet plans often shift based
an DEM delivery schedules and market
conditiong.”

Ag the delay in aircraft deliveries was
unlikely to be a short-term problem,
sorme MRD operators saw one of the best
solutions to deal with increased demand for
their services wad to expand. Lewis Prebble
tells us that “In the case of Standardfero,
we have respanded to this demand by
establishing a new dedicated CFMS56-TB
awerhiaul facility at cur Dallas Fart Worth
Intermational Airport, and by expanding
the size of our existing ‘Winnipeg CFM56-
TE [ CF34 averhaul facility by over 40

AniTrader MRD 3607 - December 2025
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Tuoliea Duyal, O arsed Lo oursel o, Sy Sadiney, Inec

per cent. We are alio making use ol our
exnteniive in-house componant repair and
asiet management capabilities to help
OVEFCOME new endgine material shortages
where they exist.” Meamvhile, looking at
Lecuring connections in the supply chain
metwork are just as important & creating
the ability to deal with increased capacity.
Kevin Ferreiro explored that side of things
when he suggests that “Besides the MRO
matwark irmvedting in higher capacity
volurmes and staflfresources, MROS must
establish dose working relationships with
aftermarket parts suppliers like VRS, We
mairitain condtant vigil on the state of the
aftermarkeat, knowing what's svailable or
wosr to be. In addition 1o possedsing &
one-million-plus parts invantary, we are
able to procure parts whenever possible
fram our global dources. Having a tupply
on hand or the ability quickly obtain critical
parts enables us to suppart our MR
partners during this period of increased
demand for USK."

Tulika Dayal looks to not just one single
area to find a solution 1o the problem,
but prefers a three-prong attack thraugh
reprioritising capacity, redesigning
metworks, and digitising planning and
procurement through prioritising capacity
and workicopes, expanding and reshaping

32

€( 1n short, MROs cannot “solve” the demand surge
from older aircralt, but they can sweat their capacity
harder, use data to avoid waste, and collaborate more
intelligently across the ecosystem... »

Tilika Dayal CXO and Co-founder, SkySelect, fnc.

networks, and wsing technology and data
to stetch out limited resources. She sums
up the dtuation by saying that: “In short,
MRO4 cannot “solve” the demand surge
from alder aircralt, but they can sweat
their capacity harder, ute data to seaid
waste, and collaborate rmore intelligently
adcrodd the scadyiterm — from DEMS

and independents to USM specialists

and digital platiorrmd.” Meanwhile, Seott
Symington seed little changing in 2026
cormpared to 2025, telling us that: "As an
MRO, AJWs responde has baen to inest
heavily in inventory 1o cantinue affering
our cuitomers the suppart they reduire and
rely on. 'We use digital tools and advances
in technology to better understand
demand varistion to predict their future
reguirements, which enables us to allocate
parts to tupport their future nesds well in
advance. This allaws us o I‘nil:igﬂtl:- the higll
demand and increaced lead tirmes.” "We
see high demand for parts for the older
aircraft continuing into 2026 and beyond,”
he concludes.

Will current workforce
shortages in the MRO industry
continue in 2026 and how will
that affect operations?

& shortage of skilled technicians and
engineerd hai been plaguing the MRO
sector for quite sorme tirme. The need
to keep older aircraft flying longer and
the subsequent incréease in demand for
MR services has done little other than
cormpound this prablem, 40 we wanted to
find out what was being done to mitigate
the situation.

£ { While workforce shortages remain a long-term concern,
we are proactively working to ensure a reliable supply of
skilled aircraft engine mechanics by partnering with local
colleges to develop aircraft turbine technician courses. )

Lewis Prebble, President, Commercial £ ngine Services,

SrandardAere

lason Pascalis tells us that: "IBA expects
labour shortages to persist in the MRO
industry in 2026 and poisibly continue into
the latter part of the decade. Licencing
and certification of skilled labour take
substantial tire and, coupled with
retirements, the workfarce growth rate is
relatively dlow compared to the market
demand. This shartage will kesp préssure
an aircralt maintenance turnaround times,
which will in turn reduce the availability
of slots and increate sircraft storage rates
that nesd maintenance. MROs are likely
1o favour larger aircraft with larger fleets,
which often fall into more camrmoan MRO
certifications. Long-term legacy customers
will also be favoured, putting operational
pressure on srmaller airlings”

Emmanue| De Traversay and Lewis
Prebble both ook to training & a means
1o graw the workforce. De Traversay
sttvises us that: "Conditions have markadly
improwed cormpared to the post-COVID
ramp up period. However, demand for
skilled technicians across the industry i
still high, and we have ongoing robust
recruitrnent and training efforts.  We are
aleo continually investing in upskilling
15 maintain service levaels A the end of
the day, these dynarmics do sdd sorme

Liewis Profilde, Praiiaan), Commircial Engin Sanrdceg
e b s

AviTrader MAD 3607 - December 2025
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operational cornplexity and cost, however,
we've Still been succedsiul in enhancing
and growing our MRO busineis scross

the globe.” Meamyhile Prebble informs

us of an interesting solution to the labour
shortage. "While workfonce sho rtadges
FEMMAin & long-Term Concern, we an
proactively warking to ensure a reliable
supply of skilled aircraft engine mechanics
by partnering with local colleges to develop
aireralt turbing technician courses, Thege
partnerships enable us to suppart the flow
of new talent into the induitry, and to affer
Students well-paid and rewarding careérs
upon graduation. After the pandemic,

we established a number of site-specific
clasiroam and on-the-job training
programs with a structured acadermy Style
curriculwm o engure we have some control
over our awn destinm.”

Kewin Ferrefio categorically sees the
shortage of Lkilled labaur cantinuindg
through the next year, as does Tony Kondo.
Ferreiro puts it down to two main réasons:
“First the overall shortage of skilled MRO
technicians remaing problernatic. The
pandernic had the dual effect of lowering
the demand for MRO services, resulting in
layalls in same placed, and delaying the
training and entry of néw hires into the
worklorce. With workfarce retirements
impacting staffing levels, we haven't yet
caught up, despite industry-wide efforts
to aade the worklorce chortage through
recruitment and training. The need for
capable peaple continues. Secandly,
the industry faces technical challenges
as we adopt new technologies such as
3-D manufacturing of replacement parts,
generative Al, robotics and other advances
that respuire rnéw skills and training.

Enmrmaruel Do Traveriay, Semar Dinssor,

Techaical Serdcid, Pandsans Awens

Investment in the workhorce was a key tor
mary MRD in 2025 and will rermain o in
2026."

Tulika Dayal provides an excellant,
in-depth response to the situation & we
move into 2026 as she tells us that “While
demand for MROD services is sure 1o be
high, we're alio dealing with & capacity
crunch that's leading ta longer wait tirmed,
higher costs, and some tricky engineering
challenges. To avercome thete fising
MR and supply chain Biues, we can
focus an four key actions: Opening up the
afterrmarket by encouraging MRO services
to become less reliant on OEM-driven
cormmercial icensing rmodels and facilitate
access 1o allernative matenals and services;
enhance supply chain vitibility by improving
transparency across all supplier levels to
identity risks early, reduce battlenecks, and
utilige beter data to build a more reliable
supply chain; better use of data thraugh
the use of predictive maintenance insights,
pool spare parts, and create shared
maintenance data platforrms to optimise
inventory and significantly roinimise sircraft
downtime, and lastly, expanding repair and
parts capacity: through speeding up repair
approvals, supparting alternative parts and
USH solutions, and adopting advanced
manufacturing techniques to alleviate
production bottlenecks ™ She then goes
on to advise that: “New technologies, such
ad the Al-powered procurement platform
SkySelect, are specifically designed 1o
addredd these aperational challenges
Rather than manually navigating through
cormplex supply blockages, organisations
can quickly access real-time rmarket
aﬂilﬂh“ity from thousands af gh‘}hﬂ
suppliers. This ensured that airlines and
MRO% obtain the neceisary materials
precisely when and where they are nesded,
reducing unplanned downtime and
helping to predict and prévent patential
disruptiong”

Mearmwhile, Scott Symington provides
an excellent insight into ARS approach
to workforce shortages and challenges,
a4 he tells us that "Ouwr global recruitmearnt

teans encourage and profmote careers in
serospace by attending job fairs and events
like the recent Air Canada™ Young Women in
Aviaticn Day. A thede events, our récruitérs
and specialists share their knowledge

and experiences o spark interest in the
sector and highlight the exciting career
opporunities and long-lerrm prospects
within the MRD sector. AW Group it
building a diverse pipeline of talent through
autreach, apprenticechip programs, and
partnerships with educational institutions as
the-ie are erudial for enduring & sustainakbds
wiarkforce capable of meeting our future
demands and to build 8 strang asrodpace
warkforce. The rapid advanc ement

of aviation technology demands the
continuous upskilling af aur existing
workforce, This is alto a draw card for those
interested in the industry 83 they can uwe
their strong technology skills within the
evalving industry, this holds great promise
for the coming years. We nesed to ensure
the industry is an inviting one for incarming
gererationd fviation i4 sdvancing, and with
it comes the need for continuous leaming
and growth. This transformation apportunity
offers those passionate about technology

& chance o apply cutting-edge dkilld in a
fiekd that is shaping the future of global
connectivity. The possibilities are exciting
but to unlock thid potential, we must create
an industry that excites and welcomes the
next generation, intpiring them to be part af
this journey.”

Do you feel the ongoing
supply-chain issues for OEM
parts will continue in 20267

Of course, there is little point in
establishing an impressive and efficient
warkiores if there i a condtant shortage of
parts. Consequently, the next area of the
2026 MRD landscape we wanted to look at
was the supply chain, and whether a light
can be dgen at the end of the current raft of
problems.

At Panasonic Avionics, Ernmanuel
De Traversay is dlearly aptimistic but

£ { Our sector has largely stabilised, and we benefit from the
broader Panasonic supply network, which helps to mitigate
risk. Overall, we expect incremental improvement, though
the industry is still catching up to pre-pandemic norms. )Y

Emmanuel De Traversay, Senior Director, Technical Services,

Panasonic Avionics
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acknowledges that the requirements and
meeds of the campany are different to
many athers operating in the MRO sphere.
"Supply chain constraints have mostly bean
solved for Panasonic Avionics” technical
services team cormpared to the immediate
post-COVID periad. Stll, in a tightly knit
supplier environment like aviation, delays
with ather sireraft System/components

can and de still affect our business as a
whale. Our sector has langely stabilised,
and we benefit fram the broader Panasonic
supply network, which helps to mitigate
risk. Choerall, we expect incrermental
improvement, though the industry i still
catching up to pre-pandemic norems,”

he tedls us. Unfortunately, Lewis Prebble

at StandardAero i leds aplimistic, and
understandably so, as he advises: “While
we are hopeful of gradual improvements to
the situation, there i no indication at this
stage that the structural issues affecting the
supply chain will be fixed within the next
twelve months We plan for this, and we
continue i invest in proactive mitigations,
but it nenetheless rernains a source of
uncertainty.”

At VAS fero Services, Kevin Ferraino
also feels less than optimistic, explaining
that: “Manufacturers ane warking hard to
deliver new platforms, yet the backlog on
mew aireralt deliveried continues to grow.
A2 the same tirme, the extended life of
aging aircralt is increasing the demand for
replacerment parts, putting further pressure
on new part manufacturing. fnd that
presents & market oppartunity for U5M
parts suppliers. Quality-verified, certified
UISM parts are filling the strong demand
gap that ariginal manufactured parts can’t
match, while alio ofering & lower oodt

.

Tary Kerdo, Prasident and 50, Warmer A

of investrment. The economics of USM
utilzation versus OEM parts procurement
(and associated supply chain backlogs)
make & compelling case for USM, 1o be
sure " Meanwhile Tulika Dayal alio tess
litthe change aver the next year, and the
identifies the principal reasons for the
current problems at SkySelect: "Supply
chain issues for OEM pans will continue
throughout 2026, as the root causes cannot
be resolved overnight. The real bottleneck
lies with Tier 2 and Tier 3 suppliers—amall er
cormpanies that handle essential tasks such
as supplying raw materials, specialised
castings, and complex components. Many
of thern are rugaling o keep up, lacking
the capital, skilled workers, or resources
needed to ramp up production quickly.

At the same time, we're seeing demand
corning from two strong directions. On the
one hand, there are tignificant backlogs in
aircraft orders, with DEM: like Bosing and
Airbug eager to rarmp up praduction and
reguesting large quantities of parts. On
the ather hand, there's & growing need for
MED services due to an aging global fleet
and some durability concerns with newer
endgine modek_”

Tany Kondo at Werner Aero, Scott
Symingtan st AW Group and lason Pascalis
at |BA are all of the identical impredgion
that thingd will not changs in 2026, while
Symington is very concemned that supply
chain iSsuss may never retover o pre-
pandernic levels.

How important is the
availability of USM (used
serviceable material)? Are
there sufficient aireraft
available for tear-down?

Thig would deem to be the foot caude
of so many of the supply chain problems
ir the USM and supply chain, With raane
and rare aircraft flying or longer, it is
lagical that there would be greater dermand
for MRO services and & reduction in the
numbers of alder aircraft for teardown.
We have also seen that the dermand for
parts and engines does not just apply to
these older aircralt & we are naw seeing
nearly new commerdial jets, such as sin-
year-old A320necs, being cannibalised for

34

their engines and parts as they are now
warth more on the ground than they ame
in the air. We wanted to know how MRO
providers are being directly aflected by
USM availability, a4 we appreciste that
sorme businessed are affected differently by
changing market conditions.

Lewis Prebble gives the impression that
where he B concerned, the situstion s not
oo bad, explaining what is being done
1o minimise prablems. "USM does offer
relief for certain parts, helping to avoid
lomg delivery lead times associated with
new material. We are fortunate to be able
10 MARAG e OUF Bwn Sourcing, teardown
and repair of USM. The valume of aircraft
retirements during 2025 remained well
below the long-term average, so supply
is constrained of the source material on
LoMme programmed. As a result, we buy
frorm baoth the apen market 8 well a4 our
own supply,” he tells us. Meanwhile, Kevin
Ferreira highlights the advantages of
understanding the long-term cutlook for
the MRO sector and that through being
proactive as opposed 1o reactive, YAS Aero
Services has been able to prepare itsell for
the current situation, telling us that: “LISM
plays & key rode in today's maintenance
landscape. Increased Night operations and
the extended life of aging aircraft are bath
putting prediure on USM inventories The
expected return of retirement volumes has
not materialised in the last couple years,
&5 many operatons opted to extend aircraft
service lived to maintain capacity amid
new aircraft delivery delays. Recogniting
where the market was headed, VAS imested
heavily in aircraft assets over the past twe
years. We acquired 26 Airbus A320 aircraft,
seven A330s, eight AZBDs, four BT3Ts, and
other strategic projects. 5o, for some years
1o corme, VAS will have acceds to a greater
supply of quality, certified used parts for
distribution acrods our global aftermarket
custarmer bage "

Like mast, Tony Kondo and Tulika Dayal
gee LISM a4 8 poditive and cost-effective
alternative to OEM parts. "USM is a good
and cost-effective solution instead of
waiting 200 days lead time for a new OEM
part,” says Kondo. Beyond this, Dayal is
kesn to point out that "USM provides
significant cost savings compared ta

£ USM is a good and cost-effective solution instead of
waiting zoo days lead time for a new OEM part. })

Tomy Komdo, President ond CEQ Werner Aero

AwiTrader MAD 3607 - December 2025
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purchasing new companents from the
OEM. This it particularty true for rotatable
parts, where USM can offer a budget-
friendly altersnative for airlines and MRED
prowiders”

Scott Symington provides sxcellent
intight into the current dituation ad he
tedls us that “As operators extend the
life of their fleets, they are slio trying o
keep maintenance codts under contral,
especially with ongaing shortages of
new parts. As a result, airlines and MROS
are leaning more heavily on USM as a
cost-effective and reliable option. As
such, the USM market remains strong
and mature aincralt platiorms remain a
big part of this trend. Interestingly, we're
also tearing down youndger aircraft. This
might sound counterintuitive, but when
it comes to aircralt, it iLn't just about
age. Engine reliability and shortages of
spares have played a role in the eardy
retirement of certain airoraft types, such
as the A320neo. The overlap between neo
and ceo platfarms meand thode teandownd
are helping to provide operators with
mich-needed spare parts. Looking ahead,
demand for USM is likely to stay high faor
at least the next two to thres years, until
OEM production rates truly recowver. Longer
term, presdures around sustainability
and lifecydle eodt management will make
USM an even more integral part of fleet
atfategied. The balance between new
and used material will keep shifting, but
there's no doubt USM is here to stay as a
cornerstone of the aviation supply chain.
On the question of whether there are
sufficient aircraft available for tear-down,
it depends on a number of factors. If you
are well established, well capitalised, and
have introduced sophisticated inventory
anagerment systems then the typical
narrowbody teardown pipeling is less of
an istwe The real issue is the 120 parts
that are in critical rmarket demand. We
hawe plenty of stock of the other 700
parts Hence, we value an et bated on
120 parts cornpared 1o a less established
competitor whe needd the other B00 partd
and consequently values the teardown
asset higher”

Craig Skilton, VP Companents at APOC

Aviation and Emmanuel De Traversay
appear dightly more relaxed and do nat
see the current situation as being as much
of a challenge than others. A< Skilton
explains: “Based on what we see, there
remains & sufficient flow of aircraft being
offered that are suitable for tear-down.
That flow has also increased slightly in
recent months, edpecially in relation to
narrow-bady aircraft. With APOC S focus
on this market, it's imperative that we
continue to grow our poal of USM stock
and we have flexibility for that te be
through the purchase of whole aireraft,
or through strategic procurement at
an individual part level " Meanwhile De
Traversay feels that: "USM is critical for
supporting older tyitéms, eipecially where
manufacturing new parts for our systerms
i na longer viable. At present, there is
an adequate availability of aircraft for
teardown, allowing us to source needed
components. However, that may changs
in the long terrm if OEM delays persist and
fewer aircraft retire. For now, buybacks and
circullar econormy practices are helping us
maet dernand effectively.”

lason Pascalis delves deeper into the
problems and challenges, suggesting that
"USM has become critical for the industry
ower the past few years. Given the high-
cost edcalation and list pricing seen in
OEM parts, and the long lead times for
manulacturing and delivery, USM has
becorme a strategic necessity for MRDS and
airlines to keep costs suppressed and lead
tirmes lower” However, he then goes on to
advise that: “Regarding aircraft availability
for teardown, IBA has seen those numbers
decrease over the past few years As delays
in new aircraft continue, lease extendiong
are reducing the number of off-lease
aircraft available in the secondary market
far part-out, limiting the velume of assets
that can be torm down to source USM. Sy
traded intended for eventual part-out must
firat see out their stub leases, which are
alun likely to be axtended, further reducing
the availability of USM. According to IBA
Insight, just 1% of the total in-service fleet
of 4,534 aircraft as of December 2025 could
be condidered viable part-out candidates,
which is a significantly low proportion.

£( Interestingly, we're also tearing down younger airerafi.
This might sound counterintuitive, but when it comes
to aircraft, it isn't just about age. Y}

Scott Symington, Chief Commercial Officer, AJW Group
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This metric considers aircraft which are
stared, off-lease, and net awned by an
airline. In the short term, due to the lack
af availability of suitable aireraft to source
USM, the trading values are expected to
stay &t current elevated levels.”

If there are insufficient
aircraft of a type available
for teardown, what inventory
strategies should MROs and
airlines adopt to ensure
specific parts’ availability?

In the last part of this article, we wanted
1o find out maore about alternatives when
there are indufficient aircraft available
for teardown, and 1o see what rmitigating
strategies were being adopted by MROs.
lason Pacealis has already mentioned
that trading values of older aircraft are
likely to remain at elevated level, and
50 we couldn't help but feel this may
provide further challenges when it cormes
o holding imventory and awailability of
specific parts.

Tany Kondo has 8 steaightforward and
clear-cut approach to the situation by
adviding that past dats dhould be uded
o asiess inventory requirements for the
next 12 months and 1o procure parts
now rather than later. Going into greater
detail, Kevin Ferreiro makes it clear that
where he i€ concemed, “For maintenance
aperations, the ability to saurce high-
guality USM guickly had become a strateqic
advantage amid persistent supply chain
disfuptiond. This has increased competition
for USM inventory, impacting both pricing
and availability. It's essential today for
USM suppliers to identify and evaluate

g
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girline surplus, have a consignment
infrastructure in place, and have the
programme management skills to mesh
the twa Ultimately, secufing USM in
today's environment requires maoving from
opportunistic buying to & more integrated
upply chain strategy that involves close
cooperation with parts suppliers and
fervice wendars. This appraach should
include mutual data sharing, proactive
ifvestmentd in rotable pars poaling for
continued availability, and balancing
availability, codt, and aircraft maintenance
schedules to ensure fleet readiness.”
Tulika Dayal is mare of the opinion
that long lead times for OEM and new
parts in general meand that inventory has
to be optimited, advising wus that: “Since
lead tirmes for new parts are long and
USM supply is unreliable, the first line of
defence is optimising your inventory.” He
goes on to suggest this can be done by:
Buffering for Critical Parts: For components
with a history of long delays or frequent,
unpredictable failures, airlines must
increase safety stock. Inventary Pooling:
poal ipare rotabled in & central location
Targeted Procurement: Focus on buying
specific parts that are unigue to the aging
fleet, rather than general ibems. This keeps
capital tied up in the most estential,
hard-to-find companents. Alternative
Sourcing: Proactively certify and integrate
e uppliers of third-party fepair
shops specialising in older components
to diversify the supply chain away from
reliance on the OEM. Service contracts.
She goes on to say that "Ultirmately, all
thede strategies rely on real-time supply
chain visibility and predictive analytics”
Adviee from Lewis Prebble is also clear cut,

Craig Skilian, W% Components al APDC Sdation

where he suggedts that the most important
atratedy for aifines to take is to work
closely with their MRO partner on future
Engine support regquirements. He explaing
further: “This enables the MRO to order
long-lead parts well in advance, and to
wark on bedpoke service solutiond which
et the specific needs of the aperator.
Forr the MED itsell, 8 lean, efficient
production system is essential in order
o make modt of the available inventarny,
including companent poaling where
appropriate. Having comprehensive in-
housie aiet managernent and component
repair capabilities is obviously beneficial,
& js having & broad range of relationships
with industry supply chain partners and
brokers, ete”

At AJW Group, Scott Symington has
a clearly defined strategy that beils
dowwn to planning and having efficient
inventory managerment. He explaing:
“ATW Group has adopted a multifaceted
approach that addresses both immediate
conoernd and long-term goak We're
investing in resilience measures, enhancing
collaboration among stakeholders, and
innowvating towards enhanced process
efficiency. By implementing automated
inventary tracking systems, we can help
streamline tracking and management
procedses, reducing errors and delays.
Thede forecasting tools can improve the
ability ta meet custorner needs effectively,
reducing inefficiencies in the supply
chain. AJW has a robust pooling strategy
for our 453,000 line items of inventory.
By strategically placing this inventory
scrods our global hubs, we can deploy
components when and wherever they
are nesded " Craig Skilton, on the ather
hand, suggests that you need maore than
& Plan A to deal with the cuffent Situstion
“APOC has now reached the position that
il a teard own didn’t come in a8 expected,
that capital would be reinvested into
strategic purchasing at either an individual
companent level, or & package of relevant
components. This ensures we have a
constant flow of new material coming in
o Support our growing customer base.

36

Given the current state of the market and
the unpredictability of buying large assets,
it's important that a Plan B & there 1o be
utilised if needed, especially & airlines
in Europe rety on stockists like APOC o
hawve the parts they need, ready 1o go.” he
fuggedts.

lason Pascalis helps draw this topic to
& clode by looking not jutt at the longer
term, but alio short-térm problem. “With
USM hard o come by and dsupplies
loaking low in the short term, MROS will
need to plan 1o increate their inventory
availability and management strategically.
Demand and maintenance forecasting,
which identifies component shortfalls, will
enhance areas of focus and, by parting
out srmaller aircralt models such as the
AZ19-100 and the 737-700, support
broader parts availability for the 4320
family and 737-800 fleet Working hand
in hand with OEM: for parts provision will
alio be beneficial, as OEMs might have
acquired these in the aftermarket sector
for better parts provisions. [BA hag also
seen contracts between Airlines, Part-Cut
apecialictd, and OEME, helping efdune
a constant flow of USM that often rely
on coampanent pacling. MROS are alio
uding exchange partnershipd and DERs
(Designated Engineering Representatives),
which help broaden scceds to parts
beyond individual stock levels and extend
their lifecyeles. Pawer-by-the-hour (PBH)
agreements of CONSIGRMEnt programs
are alio solutiond used by aifines to
ensure parts availability, either with OEMs
or third-party MROs. They provide cost
and lead-time predictability, reducing
imventory requirernents for airines, and,
for consignment programs, they do not
reguire upfront capital investrent. 1BA
has alia noted increaded demand for PRA
(Parts Manufacturer Approwal) pars, which
provide cost-effective solutions in parts
provigion, helping lower costs and lead
times,” he comments.

While our contributors have given us
& great insight anto what lies ahead for
2026, perhaps the sasiect way to fufm up
the situation is “more of the same!”,

£ APOC has now reached the position that if a teardown
didn’t come in as expected, that capital would be
reinvested into strategic purchasing at either an individual
component level, or a package of relevant components. 3)

Craig Skilton, VP Components at APOC Aviation
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