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OP Good afternoon, ladies and gentlemen, and welcome to the easyJet conference 

call.  My name is Faye and I’ll be your coordinator for today’s conference.  For the 

duration of the call you will be on listen only.  However at the end of the call, you will 

have the opportunity to ask questions.  If at any time you need assistance please press 

star zero on your telephone keypad and you will be connected to an operator.  I will now 

hand you over to you host, Tom Oliver, to begin. Thank you. 

 

TO Thanks, Faye.  Good afternoon everyone.  My name’s Tom Oliver and I’m the 

Investor Relations Manager at easyJet.  Welcome to the first of a planned series of focus 

calls for analysts and investors to help understand some of the more complex areas of 

easyJet’s business model and operations.  Today’s topic is the benefit of strategic slot 

management.  After the call, I’d be very grateful if you could send any feedback through 

to Sharon Glass or me.  For those of you who have yet to find it, the presentation for 

today is on the IR section of our website, corporate.easyjet.com, under presentations.   

 

With me today are Richard Matthews, our Slot Strategy and Scheduling Manager, Alan 

McIntyre, our Head of Network, and Chris Gadsden, our Head of Regulation, and a few 

more of the easyJet team.  The format for today is to run through a short presentation 

before opening up the call for questions.  Many thanks for the questions and subject 

matter queries we received in advance.  We will endeavour to cover most of them in the 

presentation.  At the end of the presentation, please could you press star one if you would 

like to ask any further questions.  Can I ask that you keep your questions focussed on 

slots?  Any more general questions please contact the IR team.  And without further ado, 

I’ll move on to the presentation.   

 

Hopefully now you’re all familiar with our strategy.  Our slots strategy and the slots 

management process forms a core part of the strategy to build strong number one and 

two network positions in the airports and routes we operate from.  We attempt to grow 

returns and capacity sustainably and we need slots to allow us to deploy our capacity 

effectively.  EasyJet’s network is uniquely positioned focussed around primary markets 

and flying to airports people want to fly to.  Our network is a core competitive advantage 

and our route mix and schedule allows us to attract both business and leisure customers.  
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As you are aware, we have an absolute focus on sustainable growth and returns and our 

ability to obtain and retain slots is a core plank of our existing and future performance.   

 

I will now pass you over to Richard Matthews who will take you through the benefits of 

strategic slot management in more detail from slide four onwards. 

 

RM Good afternoon, everybody.   On slide four we’ve got two charts.  The bar charts 

on the left are really designed to show a contrast between ourselves and Ryanair so you 

can see very quickly there that with 70% of our slots involving airports at what we call 

level three, the fully coordinated status, it becomes a lot more important for us to get our 

slots sorted than it does for Ryanair who are flying to the secondary airports. 

 

On the right hand side with the pie chart you can see looking at Gatwick, which is our 

main hub, I’ve got a breakdown there showing you the first three hours of the day and 

you can see here that we’ve got almost half of the slots in those three hours and it’s really 

those three hours that drive the success for the rest of the day because without the slots 

between six and eight, it’s not possible for you to have an aircraft that is then working its 

way backwards and forwards through Gatwick for the rest of the day.  So it’s key for us 

capitalise on any opportunities for slots in those hours.  

 

So on slide five we just want to take away a little bit of the mystique about slots.  So 

what are?  Essentially a slot is really just a permission.  It’s a permission to fly to a 

certain airport at a certain time on a certain day.  We request those permissions with 

these people called slot coordinators who are sometimes born out of the national carrier 

in a particular country, but for many years now most of them are established as 

independent companies working for airlines and working, I guess, in partnership with the 

airport companies whose airports they’re looking after. 

 

These slot coordinators are essentially trying to allocate slots that fit within the 

constraints that they have at their airport, which we’ll cover in a second, but also 

according to the slot priority rules, and you’ll understand a little bit more about those as 

we go through.  So a typical constraint at an airport might be the runway, so for many 

airports you’ll have dedicated runways for arrivals and departures, but for some airports 

there might be a single runway and then you’re trying to work out what proportion of 

traffic is going to be used for either an arriving flight or a departing flight at any one 

time.  So that the flights don’t all get bunched at the same time, a sub constraint would 

actually try and spread those movements evenly throughout the hour so they’re not all 

coming seven o’clock, eight o’clock, nine o’clock, but spreading things around at 15 

minutes past, half past, 45 minutes past, whatever.   

 

But for some airports the infrastructure is not necessarily only about the runway.  It 

might be constrained by terminal space, so a number of airports will have constraints 

which are generally designed to control the flow of passengers through those buildings 

and it might be the security central search, it might be check in or it might be the baggage 

halls.  And then, of course, you might have restrictions that are to do with the parking, so 

stand constraints are also playing a part and therefore it matters what size aircraft you’re 
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trying to fly and whether you’re trying to park a big aircraft on a small stand and, of 

course, that won’t work.   

 

So on slide six we’ve got some examples of these slot constraints.  So Gatwick, as a 

single runway operation, has around 52 movements per hour which is one of the leading 

numbers in the industry for a single runway.  Now that 52 in total can be spread between 

arrivals and departures and actually you can have up to 32 departures.  If you have that, 

then obviously you would only have 20 arrivals, rather than 32 of each, because the 64 

would be capped by the 52 number that you’re allowed in total.  And the hourly spread at 

Gatwick is achieved through quarterly 15 minute splits, so either 13 or 14 movements in 

each quarter hour, and just to make it a little bit more complicated, those quarter hours 

don’t start neatly at the top of the hour.  They start at ten past, 25 past, and throughout the 

day, so it’s more complicated.  

 

In Charles de Gaulle where they’ve got plenty of runways, there’s up to 110 total slots an 

hour, 66 of which can be just for departures, but the method that Charles de Gaulle chose 

to spread their flights is in ten minute intervals rather than the 15s.  So those two 

examples there are just to illustrate to you that most airports are different and the key to 

easyJet’s success is us getting our homework in and knowing which airport uses which 

constraints with which breakdowns for sub constraints, because that helps us to target our 

slot applications in the way that achieves best success.   

 

Slide seven.  So here you’ve got slots translated into timings to create a schedule.  So 

we’ve a got a seven aircraft schedule that is typical of what we would flown last year in 

Paris Orly.  Each of the rectangular blocks, if you read from left to right, are showing 

times of the day so that on aircraft number one Orly it says 0400 at the bottom there.  

That’s the departure time to Athens.  That’s actually six o’clock local time because we 

show timings in UTC and then that aircraft ends it day at 8:25 which is 10:25 coming 

back from Venice.  You’ve got six other aircraft shown on that flot [?] and you will see a 

number of routes which appear several times, so looking at Orly/Rome for example 

which is a three a day service on that flot, you’ll see on aircraft number four, we’ve got 

one at the beginning of the day, we’ve also got one at the end of the day, and then on 

aircraft seven you’ll see Orly/Rome also appearing in the middle of the day.  So that’s a 

sensible spread of timings for a three a day product.   

 

Perhaps you can have more of a look at this later on, but routes like Toulouse and Nice 

which are in operation six or seven times a day, you’ll see a different spread of timings 

on that flot.  Now clearly we need to get slots which will allow that line of work to 

function, so an arrival must be in front of a departure – it goes without saying.  We must 

have enough time for a turnaround, 30 minutes, 45 minutes perhaps for a crew change, so 

all of those slots need to be secured in their own right and also in combination with every 

other slot that we need on a line of flying.  So an eight sector aircraft line of flying then 

there will be 16 individual slot timings which will need to be in the right order. 

 

We’re on to slight eight now.   So the process for obtaining slots, I guess you need to 

think about this as a twice yearly allocation.  This is an IATA organised scheme where 
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slots are generally allocated for summer seasons and winter seasons.  A summer season 

is typically 30 weeks long from the March clock change to the October clock change, so 

winter therefore is a bit shorter, only 22 weeks long.  So the slot applications that we will 

make, the slot coordinator will classify those typically as either historic flights, re-timed 

flights, change slots or new slots.  The historic flights generally will be a rollover of what 

was flown in the year before, so summer 12 earned historics will be rolled into summer 

13, as long as an airline satisfies the conditions of keeping that slot, which is that you 

operate regularly and punctually and that you satisfy the 80% calculation of the slots 

based on the initial allocation. 

 

The re-time slots that I talk about at the second bullet there is really about where we’re 

trying to change a slot from one year to the next and the key there is us doing our 

homework because you might get the new time that you want, you might get bumped 

back to the time you had the year before or you might be offered something in between.  

So the more flights you have in this category, the more uncertainty you might have in 

your business and obviously easyJet as a maturing company now, we try and have as 

many of our flights in the historic flights category as possible because it means we’ve got 

a lot more certainty in our planning. 

 

When it comes to new slots the key thing there is that new slots are categorised half for 

new entrant carriers and half for incumbent carriers.  As we grow, we are no longer 

enjoying that privilege of being in the new entrant category, so that presents itself as one 

of the challenges which I’ll come onto in just a second.   

 

Moving to slide nine, how are we successful in getting our slots?  It’s no secret that 

we’ve come from having virtually no operations in Gatwick at the turn of the 21
st
 century 

to being the leading carrier there now.  We’re also a major carrier in airports such as 

Milan and Geneva and Paris, so we do do our homework, as I mentioned before.  We 

assess the congested peak timings.  If you know a slot that’s difficult to get versus one 

that’s easier to get, you basically make sure that you use your priorities to get the slots at 

the off peak timings by using a lower priority application because anyone can get those 

slots in the off peak periods.  But in the peak timings you make sure that you target your 

highest priority requests at those times because that ensures that you get the success that 

you need. 

 

Another key point is that we don’t give in after our initial offer.  Slots for a summer 

season are generally allocated in October and November for a season that starts at the 

end of the following March.  At the end of January there is a recycle point in the calendar 

where airlines are obliged to hand back slots they can’t use and easyJet is very good at 

pouncing on any slots that are handed back at that point and shuffling them within our 

portfolio to get workable timings, and once we’ve got those slots, we make sure that we 

build our portfolio for the future seasons by making sure all slots that we’ve got in the 

pink periods we keep hold of, so even if there is a schedule where for commercial or 

other reasons we might need to move into a off peak timing, what we would do is we 

would find another slot that we would move back into that peak in order than it doesn’t 

get lost to the slot pool and then picked up by a competitor airline.   
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So just to move on to slide ten now, and look at some of those challenges and hopefully 

this is consistent with some of the questions that we were supplied with in advance.  Size 

does matter actually and we are finding that as easyJet has grown, the challenges we face 

are differing.  A slot coordinator will often now give slots to these new entrant carriers 

who are much smaller and don’t have a spread of slots throughout the day and actually 

easyJet will be asked to solve its own problems.  So in the little box illustration there we 

might have been given a slot at 12 o’clock when really we need a ten o’clock slot, but 

because of the power of our portfolio, what we might be able to do is take a slot that’s in 

the ten o’clock out, 10:55 as it’s shown there, shuffle it into 11, but if 11 o’clock is also 

full, then we move an 11:55 to 12 o’clock and then effectively it means that that new slot 

that we were first given at 12, is now appearing at ten o’clock.   

 

Now we will do that and sometimes these shuffles might be ten or even 20 transactions 

long in order to get the slots exactly at the times we want, but we can do that because we 

invest enough resource in moving those timings around, getting the best timings in the 

first place, but also in changing slots so that we really get the time that we need, even 

though those new entrants are getting the priority.   

 

Another challenge there, the second point, is that not all of the airports, although they 

may be in Europe applying the same common EU rules, they do have a different 

interpretation of that rule set and what we’re finding is that a lot of their interpretation is 

really driven by the systems that they use and quite often the limitations of their system 

will cause them to interpret rules in a slightly different way.  One of the things that we’re 

championing is trying to get them to work consistently, so I think by talking to them 

from a position of expertise - because myself, and actually a lot of people in my team, 

have come from a slot coordination background so we know the rules and we’ve sat on 

the side of the fence that these slot coordinators are sitting now - we have good 

credibility when it comes to challenging them on some of their decisions and we often 

get what we want by convincing the slot coordinator that the way we’d like them to 

interpret the rules is actually the correct way.   

 

The last point on this slide is about the challenge of maintaining slots over a winter 

season.  It’s no secret that it’s difficult to fly every flight to a destination every day of the 

season.  There are poor commercial Tuesdays and Wednesday in November and January 

where we may not want to fly.  We try to hold on to our slots by maximising how we 

operate within the 80% rule.  So a 20 week series, you have to operate 80% of that 20 

weeks as a starting point.  If we make those cutbacks before a certain cut off point, we 

then get to only operate 80% of the 80%, so we can actually keep slots in a winter season 

if we are only flying perhaps 65% and this is a little trick in the book that perhaps not all 

airlines are aware of. 

 

So I think that’s probably where I should leave things now as far as slots are concerned.  

I’d like to hand you over to our regulatory affairs guru, Chris Gadsden. 
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CG Ah, a nice introduction.  Thanks, Richard.  Hi, I’m Christ Gadsden, Head of 

Regulation here at easyJet.  We thought we’d quickly talk you through the legislative 

framework that governs slots.  So starting first with slide 11, slot ownership, slots are 

governed by EU law as Richard says and essentially they can be acquired in three ways.  

The first way, and the standard way normally, is they can be allocated to an airline by a 

slot coordinator - slot coordinators are the bodies that govern slots at each airport.  The 

second way is they can be purchased, leased or traded across airlines.  The legal basis for 

this is the clearest in the UK and the most transparent.  Slot trading is much harder to 

achieve outside the UK, so that’s one of the reasons why you see most slot transactions, 

public transactions, taking place in the UK.  The third way, and this works across 

Europe, is that slots can be attached as remedies [?] to airline mergers, so when airlines 

merge one of the common approaches of the Commission is potentially to require the 

merged airline to release slots, areas where the Commission thinks there are competition 

issues.  And a good example of this is our recent acquiring of five slots at Milan Linate 

so that we can start Linate/Rome services in competition with Alitalia.   

 

Now as  Richard earlier said slots can only be retained if they’re used, so although in a 

sense airlines own slots, essentially what we own is the right to fly and we can only 

retain that right to fly if we use the slots.  So there’s a use it or lose it rule that applies to 

slots and it’s that combination that ensures that we can own the slots and we continue 

owning them in the future essentially.  So the airline’s ability to acquire retained slots is, 

of course, central therefore to our value as an airline, because it’s our ability to fly. 

 

Turning to slide 12, there are potentially changes coming up to EU legislation that 

governs slots.  The Commission has set out a proposal for new regulation.  It’s being 

debated with the EU Parliament and if it goes through, it will probably go through around 

the middle of the year.  EasyJet broadly supports the proposals and indeed we’re 

involved in the initial input into the proposals.  We do not expect any significant negative 

impact from the change and there are potential positive gains.   

 

Two particularly to highlight, the first is that the proposals will hopefully bring clarity to 

the legal position governing slot trading and making it clear that it is legal to trade slots 

across the entire EU and this will therefore make it easier to acquire slots at the key EU 

constrained airports, two obvious examples for us being Orly and Linate.  The second 

potential is that slots... one of the complexities of slots is that there are minimum periods.  

A slot may only potentially apply for five weeks in a season, a winter or summer seasons, 

so that means that actually you could in theory only have five slots, say, at Gatwick for 

August, which of course is peak time, and a lot of the legacy of charter carriers is that 

they own these prime slots but don’t actually fly them for very long.  The new proposals 

may potentially extend the minimum slot length to a longer period of eight or ten weeks 

perhaps which will actually make it harder for charter carriers to retain those slots 

because they’ll have to fly them for longer.  So this will help airlines such as easyJet who 

have less seasonal business models.   

 

Thank you.  I’m turning you back to Tom now. 
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RM  It’s actually Richard here.  So I’ll just touch on a summary of what we’ve seen 

with the slots.  So in the team that I have working me we have a lot if skilled slot experts.  

I said earlier that some of them have actually come over from the other side working as 

slot coordinators previously, and that ability to know the rules from both sides means that 

it’s not so easy for a slot coordinator to make an incorrect allocation to us without us 

picking up on it and challenging them.  And actually it also means that we have a good 

relationship with these companies because we understand the subject matter as well as 

they do and actually sometimes it’s like a breath of fresh air talking to us because they 

can make their point and we can understand it quite well. 

 

The schedulers in our team use this slot knowledge in order to work schedules in lines of 

flying particularly when we haven’t got the slots that we need first of all, so we have a 

great ability to come up with an alternative schedule that takes into account the 

alternative slots that we’re faced with, and the power of our route portfolio is such that 

there are times when if we’re flying a route, say, between Gatwick and Malpensa, we can 

choose to use either Gatwick based aircraft or Malpensa based aircraft to operate these 

flights.  So if we’re not able to get a departure slot out of Gatwick for a flight to Milan, 

we might get one out of Milan which arrives in Gatwick instead of departing and that fits 

with the constraints.  So reverse flying is very much a key to success for us, whereas an 

airline like British Airways who really just have the one hub at Heathrow is not able to 

take advantage of flying in such pattern unless they use expensive overnight based 

aircraft in Europe.   

 

And, as I think I’ve said already, we work those slot portfolios in order to protect the key 

hours, retain the advantage competitively, and grow in the future.  So I think I’ll hand 

you back to Tom. 

 

TO Thanks, Richard.  We’ll now open the call to questions.  So, Faye...? 

 

OP Thank you.  Ladies and gentlemen, if you’d to ask a question please press star 

one on your telephone keypad.  If you change your mind and wish to withdraw your 

question, please press star one again.  You will be advised when to ask your question.   

 

Our first question comes from the line of Tim Marshall from Redburn.  Please go ahead.   

 

MQ Hi there.  I’ve got a couple of questions.  Firstly, when you look around the 

airports in Europe where you’d like to grow, are there any that are particularly difficult to 

get slots at because of the various ways that the coordinators deal with things?  And then 

the second question is just on purchasing slots.  If there is a change in the regulations 

which make it easier to do that, is that something that you think could be material or not? 

 

RM It’s Richard here.  If I can just answer that first question for a moment.  There are 

a number of airports which are more challenging than others.  If I was to take the 

example of Istanbul Ataturk for example, it’s not actually within the EU, so some of the 

rules that apply to other slot coordinators don’t seem to apply to them, and actually 

transparency of data is difficult.  So when we’re asking to know what are a sensible set of 
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timings to apply to slots, they won’t tell us, so it’s a little bit like applying blindfold and 

not knowing whether you’ve got much chance of getting the slots at those timings.  And 

actually the way things we are at the moment, we are not able to get any of our flights 

into Istanbul’s main airport and we continue to fly to the secondary airport, Sabiha 

Gökçen. 

 

MQ And if you think about where you’ve wanted to grow and the commercial guys go 

out and tell you that they want you to find some slots at Paris Charles de Gaulle or Milan 

Malpensa or Linate or wherever, is there anything in the current portfolio of airports 

where you would struggle to get the ones that you need in order to put the aircraft in that 

you want to? 

 

RM I think in summary we do struggle sometimes but we usually get there in the end.  

That’s generally what happens, so taking Parish Charles de Gaulle, for example, we 

know where Air France have their peak waves and we will try and avoid those if we can 

because there’s a much lower chance of getting slots within their mid morning or lunch 

time wave system than if you can go just before or just after.  Somewhere like Paris Orly 

actually is an example where there’s an environmental cap on the number of annual 

movements so unless you an allocated quota of slots, then you can’t grow your operation 

at all and we’d love to grow more in Orly, but we’re not able to do so at the moment 

unless the rules change on slot trading which is something that Chris was commenting on 

earlier.  So that’s where we’ve got some challenges, but at Gatwick I think because we 

have slots just about throughout the whole day, we can create space in order to get the 

new ones that we need.   

 

A good example of what we’re doing this summer is we doing a new flight between 

Gatwick and Copenhagen where we’re adding a morning inbound flight from the 

Copenhagen market, so it’s leaving Copenhagen around seven in the morning and 

arriving in Gatwick around eight.  That’s something we can do because we’re arriving at 

that time and not departing.  There was no room for any more departure flights at eight 

o’clock.  So I’m not sure if I answered your second question.  Can you just perhaps 

repeat that for me? 

 

MQ Well, yes, it looks to me like... I guess you have some slots that you bought from 

GB Airways at Gatwick on your Balance Sheet, but slot trading has not been something 

that easyJet has done much of.  Is that because you’ve not wanted to or is it because the 

rules on it have made it prohibitively difficult?   

 

RM Yes.  I mean if we can get them through natural allocation sources, then that’s 

better for us because we don’t have to pay for them.  Slots given by slot coordinators are 

free of charge.  So we will buy if we need to but we haven’t found it necessary to buy 

slots for at least a couple of years now and the trading of slots is often done as an 

exchange of slots from one carrier to the next because often we are earlier than we want 

and we’ll find a carrier who’s later than they want and we’ll move in opposite directions 

and actually it’s to be benefit of both parties.   
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MQ Okay, that’s great.  Thanks very much. 

 

RM Thank you. 

 

OP Thank you, and our next question comes from the line of Sam Gibson [?] from 

Macquarie.  Please go ahead. 

 

MQ Hi, guys.   I just have two questions if that’s okay.  I’m just wondering if you can 

explain the specifics of the 80% of 80% rule in the winter, so when you’d need to notify 

the airport of flight cancellations in order to maintain the slot.  And the second question, 

you talked about adding incremental during the year such that you can roll over the slot.  

What’s the requirement to roll over there or is that the five weeks that you talked about in 

the context of the charter operators? 

 

RM Okay, yes, I’ve got that.  So on the 80% or 80%, what we’re really saying is that 

typically a winter season will be 22 weeks long, so that season starts at the end of 

October through to the end of March.  Now we will first be given those slots around 

June, so we’ll make the applications in May, get the slots in June.  By the end of August 

we are required to rationalise our programme for that coming winter season, so if we 

think we aren’t intending to fly all 21 weeks, and in fact if we want to go down, I think it 

might be as low as, 14 weeks, so it’s kind of roughly two thirds of the 21 weeks, we can 

actually cut back the first 20% by the end of August.  So we might cut back our slot 

holdings to 17 weeks.   

 

Now there are some subtle rules within that.  You can’t cut back a continuous chunk of 

slots, so we might cut back one slot every other week, making sure that you’re not 

leaving behind fragments that are smaller than four or five weeks long, so there are some 

intricacies there.  But essentially we can cut back around the first four of those 21 weeks 

and then our liability for retaining that slot next year is, can we fly 80% of that revised 

number.  So if we fly 80% of 17, which might be 14, then actually we get back 21 the 

next year.  So it’s really about cutting back the initial allocation to just above the 80% 

line by August, and then making sure that when the season is flown through, you operate 

at least 80% of whatever number you held at the August deadline.    

 

MQ And that then gives you the right to maintain the higher number? 

 

RM Absolutely, yes.  So you fly 65% really of what was initially given and then you 

get back 100% at the start of the next year.  And not all airlines are aware of that 

flexibility within the rules.  We use that typically on the weaker trading days, maybe 

Tuesdays or Wednesdays, but it means that we start the year next time with the [sound 

breaks up] and we don’t have to try and add back in the Tuesday or Wednesday because 

we’ve lost it by excessively cutting it back.   

 

Now in terms of the roll over I think we’re kind of answering it there, but essentially a 

slot coordinator needs to be satisfied that an airline has been flying the slots that they 

were given at the right time and that they are flying punctually against those slots.  Now 
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the key thing for them is whether there is an intention to try and fly off slot.  So if you’re 

flying between London and Milan, which is about a two hour flight, you’re given slots at 

each end separately of course,  and you might only be given a one hour 30 difference 

between the two times.   

 

So in order to make that good, we would need to try and increase the timing to two hours, 

but if we could only make expand to one hour 50 then we might be having to change our 

schedules so that we’re trying to fly faster.  But if the slot coordinator felt that we were 

trying to fly somewhere in one hour 50 when it really needed two hours... we might 

actually always be arriving ten minutes late and if they felt that we were arriving late 

consistently, then they would have the right to take that slot away from us.  So really the 

key to the roll over is making sure that you’re flying the slot as it was allocated and if 

you satisfy that, then really, yes, you’re free to bank that as one of your building blocks 

for the next year.   

 

MQ Right.  Okay, that’s good.  Thanks.   

 

OP And our next question is from the line of Geoffrey Collier from Deutsche Bank.  

Please go ahead.   

 

MQ Yes, hi guys.  I think this might have been answered already in part, but can you 

just go back and explain what proportion of the slots actually ends up being negotiated 

every year and what other criteria there are that you might face for slots being actively 

taken away either from you or other airlines?  So is there a bad boys book in terms of 

performance? 

 

RM Well, I think to answer the first point, I mean we try to use the same slots as last 

year where we can because it just takes that uncertainty away from the business.  So 

rather than change a flight timing by 15 minutes just because we think 15 minutes later or 

earlier is a nicer time, we will perhaps go back to the discipline of saying, well, we’ll 

keep the time that we had rather than face that uncertainty.  Or we might shape our 

application in that we have a primary time that we’re after but we might actually 

supplement that application with another slot request that gives us an alternative fallback 

position.  So without wishing to suggest that airlines sometimes overbook slots, 

sometimes you need to tactically supplement your applications in order than you’ve got a 

contingency.  So that’s something that we do. 

 

You talked about people being in bad books.  I mean, airlines who make applications 

where they apply for slots but don’t have a good track record of using them, they either 

apply for twice as many as they should have or they apply for them and hand them back 

at the last minute and then the slots are wasted for next year, those are the airlines that 

often end up being in bad books.  But that doesn’t apply to us, I’m glad to say. 

 

MQ Okay, thanks.   
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OP Thank you.  And our next question comes from the line of Yorick [?] from 

[unclear] Partners.  Please go ahead. 

 

MQ Hi, good afternoon.  I just have a quick question.  What percent of your network 

is currently overlapping with Ryanair?  And then the second one is, my impression is it’s 

quite low and is that because Ryanair targets secondary airports more than you do or 

you’re seeking to grow in different areas or...? 

 

AM It’s Alan, Head of Network here.  As far as the first part of the question, I think 

it’s probably about 5% currently that overlaps with Ryanair.  It’s obviously quite small 

because we have really very different strategies and everything that Richard’s been 

saying over the last few minutes about our slot strategy at primary airports highlights the 

kinds of differences that we have, and that’s why the overlap is quite small.   

 

Sorry, what was the next part of the question? 

 

MQ Well, I think that answers it.  It was basically why the overlap was quite small 

and if there was just a difference in the primary versus secondary airport strategy.  I think 

that answers it.  Thank you very much. 

 

OP Thank you.  And our next question comes from the line of Gerald Castle from 

UBS.   Please go ahead. 

 

MQ Thank you.  Good afternoon.  Just a question in terms of any views that you 

might have in terms of the direction of the pricing of slots which are trading, anything 

that you’re seeing.  Do you think capacity discipline means that the value of slots is 

going down or is it broadly neutral from what you can see, or indeed going up?   

 

RM If I was to look at Gatwick, Gatwick certainly doesn’t command the same prices 

that you might see at Heathrow.  We don’t get involved in that, but we see what’s 

reported as large sums of millions of pounds being traded for slots at Heathrow.  Gatwick 

doesn’t command those sorts of values and actually it doesn’t command what it might 

have done a couple of years ago because the airport isn’t quite as busy.  But that’s 

probably as much as we can say. 

 

MQ Okay.  Thank you. 

 

OP Thank you.  And our next question comes from the line of Andrew Evans from 

The Mirror.  Please go ahead. 

 

MQ Afternoon.  As you’ve built up your slot positions, have you identified a slot 

share at an airport where you actually start to get a disproportional share of the revenue 

pot at those airports? 

 

RM Hallo, Andrew.   Can you just repeat the question please? 
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MQ Yes, sure.  Have you found a magic threshold where you get to in terms of slot 

positions that you actually start to get a larger share of the revenue pot than your actual 

market share warrants? 

 

AM It’s Alan here.  No, there isn’t really a magic number like that.  Our strategy that 

we have talked about has primarily been first or second in each of the major markets and 

that’s really what we focus on.  So we wouldn’t say that there is a sort of magic market 

share or slot share number. 

 

MQ How long will it take to build up to those positions?  What’s your history been on 

those, your track records in getting up to those market shares or positions? 

 

AM It varies completely across all different sorts of airports.  At Gatwick we 

increased our size significantly with the purchase of GB Airways.  There’s all sorts of 

different strategies in different places depending upon whether you’re going through an 

acquisition strategy or just building up your slot shares over time.  So it’s impossible to 

give a specific answer because it varies.   

 

MQ Yes.  Okay.  Thank you. 

 

OP Thank you.  And our next question comes from the line of Anan [?] from 

Deutsche Bank.  Please go ahead. 

 

MQ Hi guys, thanks for the call.  I’ve actually got a couple of questions.  First of all, 

and they might be quite basic, how subjective is slot distribution?  So the angle I’m 

thinking is if you guys want slots, say, at some French airports, how subjective can the 

authority be on whether they give them to you or anyone else?   

 

RM I think just to comment on that, it can be subjective.  Quite often slot coordinators 

are managing a pool of airports so the one coordinator in France is looking at the Parish 

airports and maybe Lyons and Nice in the south of the country and so you may only 

normally operate in one of those airports and then apply for the first time in the other, so 

the same people might judge you for how you performed in Lyons when it comes to 

allocating new slots in Paris.  But generally the rule sets are there in order to protect 

airlines from too much of this subjectivity.  So everyone is trying to use the same set of 

common rules as per the legislation.   

 

MQ Thanks.  And then I was just interested, you were saying, or I think you were 

saying that slots are allocated twice yearly.  So how is that you’re able to be so flexible 

with your schedule?  Do you have a big spare capacity of slots?  If you say you have ten 

slots somewhere, do you operate eight and you flex that up and down maybe plus or 

minus one or...? 

 

RM No.  In case I misled earlier, I mean the slots are allocated twice yearly on a 

seasonal basis, but that’s if you like when the books are first opened up for a season, so 

no airline can pick up a slot for a summer season before November of the year before and 
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no airline can pick up a slot for the winter before June in the previous summer.  But, of 

course, once slots have been first allocated, airlines will then exchange them, hand some 

back, and then they can be reallocated at any point through to the start of the season.  So 

that does take place all of the time but the initial allocation is only done twice yearly. 

 

MQ And then my very last question is, yes, so what proportion of your total slot 

portfolio would you say could be classified almost as spare slot capacity?  And then I 

guess are those spare slots available, are they kind of safeguard for if OTP deteriorates, 

or what happens when OTP deteriorates?   

 

RM Well, that’s really why you have the rules about the 80%, using the slots that 

were initially allocated.  So I think that whole rule is designed to take into account those 

occasions when you can’t fulfil flights for operational reasons and the reason you have 

slot return deadlines before a season starts is to deal with anything that might have been 

spare from that initial allocation.  So there’s a deadline that requires airline to rationalise 

those slots that they need and hand them back so that they can be recycled for carriers 

that need them because in many airports the slots are a scarce commodity.  So no airline 

really is carrying spare slots once a season has started or once you’ve gone past the 

deadline prior to a season.   

 

MQ And then just on OTP, how do you manage that then if you’re full to capacity? 

 

RM Well, I think the on time performance is something I talked about for the slot 

series, but the efficient operation that we have... you know, we plan our schedules, we’ve 

good turnarounds and even taking into account changes in our business model maybe, 

we’ve worked those things through and we survive the season and start the next one 

when we have our slot holdings in place.   

 

MQ Thank you.  That’s very helpful. 

 

OP Thank you.  And our next question comes from the line of Edward Stanford from 

Oriel.  Please go ahead, Edward.   

 

MQ Good afternoon.   Just a quick question on the issue of applying for re-timed slots.  

You mentioned there’s a lot of risk attached to that and also as a large incumbent in 

many airports, you’re also required to solve your own problems, as it were.  So under 

what circumstances would you want to apply for re-timed slots given that the risks that 

that has attached to it? 

 

RM I guess as the route network is shuffled from one year to the next, you may 

introduce a route that was shorter or longer than the year before, so you may keep your 

first flight of the day and your last flight of day and airport the same, but what you 

operate in the middle might now be longer, so you’ll need an earlier departure compared 

to the previous year.  So I guess the danger when you’re applying for a re-timed slot is 

that you don’t know whether you might get the time you want, you’re bumped back to 

the time you had, or something in between.  So for us the key is you re-time a slot from 
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off peak to peak and make a judgement call on that, but you don’t re-time a slot from 

peak to off peak because if you lose that one, you’ll never get that peak slot back.  So it’s 

really about managing the portfolio with regards to those re-times. 

 

So if we did have a slot that we wanted to move from peak to off peak, we would backfill 

it with one that might have been waiting the year before but in the end we kind of 

adjusted our schedule.  So we’ll cover those peaks all the time.   

 

MQ Thank you.   

 

OP Thank you.  And our next question comes from the line of Alexia from Liberum 

Capital.  Please go ahead. 

 

FQ Hi guys.  I have a couple of questions as well please.  I just wonder, on a similar 

theme, could you break down your slot portfolio for the summer in terms of the share of 

historic flights, re-timed changes, new slots, just to get a feel of what share historic 

represents, I guess?  Then leading on from that, in terms of what you mentioned in 

January you’re going into this recycling phase and you tried to gain more slots, what 

percentage of the slots come back for recycling and what is your success rate at that 

stage?  Do you, say, get 70% of what you’ve asked for? 

 

And then just a bit more of the bigger picture, would you say that because of the state of 

the network carriers across Europe, is it becoming easier for you to acquire new slots at 

level three airports and how has the extension of such slots evolved?  And then, finally, 

when you look at new airports, and I’ll just say Frankfurt because it’s the obvious one, 

how early do you start applying for slots before you get the ones that you want to push 

the button to enter that airport? 

 

RM Okay.  I’ll trying and work backwards because it’s easier to remember the last 

questions.  I mean, if we wanted to fly through to Frankfurt next year, it would make no 

sense to apply earlier than the deadline that is there for all carriers, because they won’t 

allocate a slot to anyone who wants to fly though Frankfurt in summer 14 earlier than 

November 13.  So I guess if you have tried to warm up the slot coordinator the year 

before by saying, you know, it’s very much in our planning for this time next year, then 

that’s a good practice and we certainly have been successful in some airports by warming 

them up perhaps one year before we actually need to make the application, so I guess 

that’s the tactic we would use. 

 

Going back to what you said at the beginning, I mean I don’t really think that we look at 

what percentage of our slots we are keeping and re-timings specifically.  It’s a means to 

an end.  I mean, what’s important to us is getting the timings in order to have an offerable 

schedule and as we grow, I know clearly that more of the slots this year are the same as 

the slots that we had last because we have a good maturity and number of flights and 

routes that work, so there’s no need to change them.  It’s really in, I guess, those parts of 

the network where we may be growing specifically from one year to the next, so if we 

were growing in Milan in one year compared to the year before, then we would probably 
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want to shuffle a lot of the slots around in order to change things.  When we first had a 

Rome based operation compared to only inbound flights, we needed to turn arrivals into 

departures and we took that into account the year before.  So perhaps a lot of the slots 

were changed around in that instance.   

 

Was there another one of your questions that I haven’t answered yet? 

 

FQ Yes.  So in terms of the recycling phase... 

 

RM Oh yes.  Yes, I mean again it depends on individual airports.  What’s probably 

fair to say is that it’s become easier to get slots in winter season for this past couple of 

years because I think other carriers are cutting back and those airports are not as busy as 

they used to be.  So it’s easier for us maybe to get slots in Paris Charles de Gaulle this 

winter compared to a winter a couple of years ago because some of the demand has just 

gone away.  So that’s definitely a trait.  And generally we are successful in January 

where we need to be, but actually we’re banking a lot of the slots we need at the initial 

time of asking because demand actually generally across the board is a little bit lower.   

 

FQ And if you don’t mind, can I just ask one more?  You mentioned that at the 

moment you obviously prefer to get the slots allocated from the coordinators and 

therefore don’t pay anything, but do you think as you build position in mature airports 

where there aren’t so many easy opportunities to get free allocations, have you 

considered whether it makes strategic sense to actually think about acquiring slots and 

obviously with this change of regulation, that will make it easier?  Or is it too early in 

your thinking? 

 

RM We’ve been as successful as we need to be.  Chris mentioned that the rules might 

be changing in the future.  We have generally been supportive of the rules that have been 

proposed by the Commission and if that means it’s easier to trade slots going forward, 

then so be it.   

 

CG Yes, I think just to add to that, I think the point is that clearly we support market 

mechanisms and flexibility and that gives us more options, but it’s way too early to even 

think about what we’re going to do with those options because we don’t know what the 

law is yet.   

 

FQ And do you have... sorry, I was just going to ask if you have a timing in terms of 

this new EU law change? 

 

CG Maybe this year. 

 

TO We’ve got time for one more question we think if there are any.   

 

OP We have no further questions coming through. 
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TO Excellent.  Thank you everyone and much appreciated.  We appreciate any 

feedback that you have.  If you’ll just send it through to myself or Sharon, and we will 

contact you regarding the next one.  I hope everyone has a good weekend.  Thank you. 

 

OP Thank you for joining today’s call.  You may now replace your handsets.     


