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Abstract

In this paper, we conduct a pan-European efficiency analysis to investigate the
performance of European railways with a particular focus on economies of verti-
cal integration. We test the hypothesis that integrated railways realize economies
of scope and, thus, produce railway services with a higher level of efficiency. To
determine whether joint or separate production is more efficient, we apply a Data
Envelopment Analysis super-efficiency bootstrapping model which relates the ef-
ficiency for integrated production to a reference set consisting of separated firms
which use a different production technology. We find that for a majority of Euro-

pean railways economies of scope exist.
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1 Introduction

In the late 1980s and early 1990s, European national governments and the EU Com-
mission decided to introduce competitive elements into the European railway industry.
The railway sector had been performing poorly because of high subsidy requirements and
an increasingly falling market share compared to other modes of transportation. The
predominant means of restructuring the industry had been to open markets and to sep-
arate infrastructure from operations (Nash and Rivera-Trujillo, 2004). The rationale for
separation was that it would provide discriminatory-free access to the infrastructure for
transport operators and enhance competition within the railway industry. More competi-
tion, in turn, would increase efficiency and demand for railway services and, hence, raise
economic welfare (Commision of the European Communities, 1996).

However, in many European countries, vertically integrated firms still own the rail-
way infrastructure and participate in the transport segment. Although these firms are
obliged to grant infrastructure access to third parties and to organizationally separate the
infrastructure from the transportation business, there is a potential for market foreclo-
sure and third-party discrimination. An expanded institutional unbundling in the sense
of complete ownership separation could eliminate this problem. Some European coun-
tries, like the United Kingdom and Sweden, have already implemented new institutional
arrangements; in these countries a state-controlled firm owns the infrastructure and pro-
vides network access and services to numerous competitive transportation firms. In other
countries, such as Germany or Austria, the railway sector is still dominated by integrated
incumbents, who argue that an institutional separation would diminish the advantages
of vertical integration and would, therefore, not be effective in raising economic welfare.
Economies of scope provided by this kind of vertical integration could result either from
technical advantages or from transactional advantages of joint production. The shared
use of headquarters services such as management, marketing or communication services
could lower production costs within an integrated structure compared with a separated
organizational structure, for example. If such economies of scope exist, integrated organi-
zation would be efficient, whereas a separation with competition in transport operations
would be advantageous if economies of scope do not exist.

Following this argument, a decision for or against institutional separation necessitates
an analysis of potential economies of scope within the railway sector. Previous research
(e.g., Bitzan, 2003; Ivaldi and McCullough, 2004) addressed this issue without actually
comparing different production technologies and based on only a single country. In this
paper, we conduct a multi-country analysis to investigate the performance of European
railways, with particular focus on economies of scope. Our unique dataset consists of 54

railway companies from 27 European countries, observed over the five-year period from
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2000 to 2004. The companies represent a variety of firm sizes, input-output combinations
and, most importantly, institutional settings, namely integrated railways and unbundled
network and train operators. Unbundled infrastructure firms (so-called infrastructure
managers) own a network and sell network capacity to transportation firms but do not
offer any own transportation services. They coordinate the traffic on the network aiming
at optimal capacity utilization. Unbundled passenger and freight operators offer pas-
senger and freight services, respectively, and depend on network access provided by the
infrastructure managers. Integrated firms, finally, offer all activities from a single source.

To test the hypothesis that integrated railways realize economies of scope, we analyze
the technical efficiency of integrated companies compared to unbundled railways by ap-
plying a distance function model. In contrast to previous research, this allows us to
refrain from determining any specific firm objectives, such as profit maximization, which is
crucial for a sample of regulated companies.!In addition, distance functions do not require
information on input and output prices, so international comparisons are facilitated.

Our analysis adopts a two-step approach, which is innovative in its application, not just
for the railway sector, but for network industries in general. In the first step, we estimate
the technical efficiency of integrated and non-integrated railways using the non-parametric
data envelopment analysis (DEA), which allows us to avoid any specific assumptions about
the underlying technology’s functional form. In order to make a set of non-integrated
railways comparable to the integrated railways, we follow a suggestion by Morita (2003)
and construct virtually integrated firms from samples of different specialized firms. In
the second step, we determine whether joint or separate production is more efficient by
applying a DEA super-efficiency model, which relates the efficiency for the integrated
production to a reference set consisting of the separate production technology. The major
methodological advantage of this procedure is that it enables us to compare two different
production technologies, rather than analyzing one production frontier derived from all
firms, as was done in most previous research. While we provide general empirical results
rather than a precise firm-level quantification of economies of scope, an application to
the railway industry - as well as to other network sectors, such as electricity, gas and
telecommunications - aids understanding of industry structure and possible effects of
governmental policies.

This paper aims to fill a void in previous research and empirically analyzes the question
of whether economies of scope in European railways exist. The outline for the remainder of
this paper is as follows: The theoretical foundations and previous literature are presented

in sectionl Section B discusses methodology. Section Hlintroduces the modeling approach

! For discussion of distance functions in favor of cost or revenue functions, see Coelli and Perelman

(2000) and section three of this paper.



and describes the data. Estimation results are presented in section B Section B contains

conclusions and highlights policy implications and directions for future research.

2 Economies of scope in railways — theoretical back-

ground and previous research

The primary argument against separation in the railway industry has been the potential
existence of significant economies of scope (e.g., Bureau of Transport and Regional Eco-
nomics (BTRE), 2003). However, empirical evidence for such economies in the industry
is scarce. This section provides a theoretical overview of the conditions of economies of
scope and their possible sources in railway industries, followed by a review of previous
research on efficiency and scope economies in railways and a presentation of the ability of
non-parametric frontier techniques to measure economies of scope.

Economies of scope arise, in general, when cost savings can be realized as a result of a
joint production of goods. Hence, it is more efficient for a single firm to produce a certain
output vector than for two or more firms to produce the same output vector separately.
Technically, economies of scope occur when the costs of producing a specific output vector
Y jointly are lower than the costs of producing the same output vector separately under

the restriction of orthogonal nonnegative output vectors (Y;) (Baumol et al., 1988):

Ciy) <Y Cm). fory=31 1)

Diseconomies of scope occur when that inequality is reversed. In the case of railway pro-
duction, the output vector may be divided into infrastructure management (Y7), passenger
transportation (Yp) and freight transportation (Yz). Economies of scope exist when the

inequality

C(Y}aYP7YF)<0(1/170’0)+C(O7YPaO)+C(O70aYF) (2)

holds and the separate production of outputs comes at higher cost than joint produc-
tion. If this applies to railway production, an integrated market solution with only one
firm is favorable to an institutional arrangement wherein the infrastructure manager is
institutionally separated from passenger and freight operators.

The primary argument in favor of economies of scope in the railway industry is that
of potential transaction costs savings within an integrated organization: Railway ser-

vices are characterized by a high level of technological and transactional interdependence
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between infrastructure and operations, including long-term capacity allocation, security
management, timetable coordination and investment planning, as well as everyday op-
erational decisions on traffic coordination, like train length, train speed or emergency
service. Technologically, all these activities can be organized within a hierarchical (inte-
grated) structure as well as within a contractual market structure among separated firms.
Depending on the amount of transaction costs, one or the other has to be preferred. 2
Supporters of an integrated structure argue that, within a separated structure with
several independent operators, the number of contract negotiations as well as technical
and organizational interfaces will increase, increasing transaction costs.While this argu-
ment is less likely to hold for real-time traffic coordination, it may be a consideration in
long-term capacity allocation; real-time traffic coordination costs do not depend on the
number of operators on the network but on the number of train movements. As long as
only one network firm — either integrated or separated — is responsible for this production
stage, no significant transaction cost differences should be expected (Knieps, 2004). On
the other hand, the process of identifying the most efficient institutional arrangement for
long-term capacity allocation is rather sophisticated. Long-term investment decisions in
particular may differ between one integrated and several separated firms since railway
operations depend heavily on exact coordination between the infrastructure and oper-
ations section. Every decision on rolling stock or wheel design affects the track design
and track maintenance requirements, and vice versa (Pittman, 2005). For example, a
passenger operator investing in high-speed trains must be sure that the track system is
capable of providing high-speed transportation, while the infrastructure provider has to
know what kind of capacity is needed at what time and at what place. Such coordination
is information-intensive, and whether this interaction can be provided at lower transac-
tion costs within an integrated or separated structure cannot be easily determined. On
first glance, the number of participating firms in a separated system gives reason to favor
the integrated system. However, the flow of information in a widely branched firm bears
significant risks of increasing amounts of information and, hence, transaction costs.
Related to this issue, another problem of long-term capacity allocation can arise as
a result of different investment incentives within the two possible institutional arrange-
ments. For example, an integrated infrastructure provider and transport operator has
an incentive to invest in network infrastructure in order to prevent his rolling stock from
wear and tear. In a separated system, with other firms owning the rolling stock, this
incentive disappears (Mulder et al., 2005). Similarly, a separated transport operator has
no incentive to invest in his rolling stock simply to reduce the wear and tear on the tracks.

Thus, underinvestment may occur on either side, raising costs in the long run. Therefore,

2 For a detailed description of transaction costs theory see Williamson (1975; 1985).



incentives between the infrastructure provider and the transport operators have to be ef-
ficiently coordinated. For example, track access charges should consider cost-influencing
investments on either side: An infrastructure owner has an incentive to invest in the net-
work if he gets paid for it via higher access charges, while transport operators have an
incentive to invest in rolling stock if they can thereby secure lower access charges. Such a
system of long-term investment coordination within a separated structure certainly leads
to more (cost intensive) interactions and negotiations between the production stages; how-
ever, within an integrated organization the lack of competition and the direct monetary
connection between performance and counter-performance may result in an inefficient and
similarly cost-intensive resource allocation. The question of which effect is being dominant
remains hard to answer.

These issues illustrate the complexity of the interdependencies between infrastructure
and operations and the difficulty in judging for or against economies of scope. Thus, the
optimal institutional arrangement in the railway sector becomes an empirical question.

Studies with specific focus on vertical separation and economies of scope are rare. In
a 2003 paper Bitzan used a data set of 30 U.S. Class I freight railways covering the years
1983-97 to evaluate the cost implications of competition in the US rail freight industry
(Bitzan, 2003). The results, which were obtained by estimating a translog quasi-cost
function, indicated economies of vertical integration, suggesting that vertical separation
leads to increased costs. However, considering different technological characteristics in
other countries Bitzan restricted his findings to the U.S. freight railway industry. Bitzan
pointed out that the European railway systems in particular, with their usually much
smaller networks and higher proportion of passengers within the combined passenger and
freight operations, may lead to other cost implications of competition and/or separation.
Ivaldi and McCullough (2004) used a comparable data set of 22 U.S. Class I freight
railways covering the years 1978-2001 to evaluate the technological feasibility of separating
vertically integrated firms into an infrastructure company and competing operating firms.
The results, which were obtained by estimating a generalized McFadden cost function,
indicated vertical as well as horizontal economies of scope in a technological sense. The
authors stated that vertical separation may lead to a 20-40 percent cost disadvantage
against a vertically integrated system and to even greater disadvantages if bulk and general
freight operations are also separated. Observing only integrated firms in the sample,
Ivaldi and McCullough restricted their findings to pure technological effects of separation;
neither the effects of transaction costs in an integrated system compared to a separated
system, nor the effects of competition were assessed. Like Bitzan, they considered rail
system characteristics in other countries to be significantly different and, thus, restricted
their findings to the U.S. rail freight system.

Cantos-Sanchez (2001) estimated a translog cost function from a panel of 12 European
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state-owned railways for the period 1973-90. His findings reported cost substitutability
between track infrastructure and passenger operations but cost complementarity between
track infrastructure and freight operations. That is, higher track costs lead to lower
passenger operation costs as well as higher freight operation costs. This result indicated
diseconomies of scope between passenger and freight operations; however, considering
the risk that separated firms do not account for these interdependencies, this finding
also suggested that there are benefits to vertical integration, as Nash and Rivera-Trujillo
(2004) stated.

A recent study on European railways by Friebel et al. (2004) investigated the impact
of policy reforms on 12 European national railway firms. By applying a production fron-
tier model they compared passenger traffic efficiency for the period 1980-2000, during
which most of the European railway markets were reformed. The authors found that the
gradual implementation of reforms improved efficiency, whereas multiple reforms imple-
mented simultaneously had, at best, neutral effects. Controlling for the effect of separation
Friebel et al. showed that there were no significant differences in efficiency between fully
integrated companies and organizationally separated firms, but that full institutional sep-
aration had a positive effect on efficiency, when the United Kingdom is excluded from the
dataset. The results also indicated that, in general, smaller railway firms (firm size being
measured in terms of network length) improved efficiency more than larger firms did.

Overall, previous research on the economics of vertical integration in railways has
shown that the impact of scope economies on the efficiency of railway systems remains
ambiguous. What’s more, several important issues, such as different production technolo-
gies in integrated and separated organizational arrangements and limitations resulting
from specific behavioral assumptions, have not yet been addressed. Therefore, in order to
estimate scope economies in a technological and, especially, transactional sense, we ap-
ply data envelopment analysis (DEA). Our pan-European data set incorporates railway
firms from 27 European countries for the period 2000-04. In contrast to data in previous
studies, the data includes not only integrated railway firms, but separated firms, differ-
entiated between infrastructure managers, passenger operators and freight operators. To
our knowledge, this is the first study using this kind of data in a European railway effi-
ciency comparison. Further, our estimation technique compares two different production
frontiers of separated and integrated firms, rather than analyzing one frontier derived
from all firms, as was done in most previous work, and thus, incorporates different pro-
duction technologies. Variations of this technique can be found in Ferrier et al. (1993),
Prior (1996), Fried et al. (1998), Prior and Sola (2000), Kittelsen and Magnussen (2003)
and Cummins et al. (2003), which evaluated scope and diversification economies in the

banking, hospital, health care and insurance sectors.



3 Methodology

To specify a multiple-output multiple-input production technology, we apply the distance
function approach proposed by Shephard (1953; 1970). Compared to other representa-
tions of technologies, such as cost or revenue functions, this approach requires no specific
behavioral objectives, such as cost minimization or profit maximization, which are likely
to be violated in the case of partly state-owned and highly regulated industries like Eu-
ropean railways (Coelli and Perelman, 2000).

Distance functions can be differentiated into input-oriented and output-oriented. The
input orientation assumes that the output set is determined by exogenous factors and,
hence, that the influence of firms on output quantities is limited; the output orientation
assumes exactly the same for the input set. For railways, both versions can be appropriate.
In support of the input-oriented approach, one could argue that the demand for outputs
is highly influenced by macro-economic factors (e.g. customer density) as well as by
state-controlled public transport requirements. This argument particularly applies to
several incumbent railway firms which still provide almost 100 percent of the rail transport
services in their respective country. On the other hand, a major argument in favor of
an output-oriented approach is the existence of barely controllable input factors, e.g.,
political influence on capital expenditures (Coelli and Perelman, 1999). However, since
we apply a constant return-to-scale estimation approach, there is no need to decide on
the orientation as input-oriented distance measure equals the output-oriented distance
measure in reciprocal terms.

By modeling a production technology as an input distance function® oone can investi-
gate how much the input vector can be proportionally reduced while holding the output
vector fixed. Assuming that the technology satisfies the standard properties listed in Fare

and Primont (1995), the input distance function can be defined as:

Dy (z,y) = max{0 : (x/0) € L(y)}, (3)

where the input set L(y) represents the set of all input vectors x that can produce the
output vector y. The function is non-decreasing, positively linearly homogeneous and
concave in z, and increasing in y (Lovell et al., 1994). From = € L(y) follows D;(x,y) > 1.
A value equal to unity identifies the respective firm as being fully efficient and located on
the frontier of the input set. Values greater than unity belong to input sets within the
frontier, indicating inefficient firms.

In order to estimate the distance functions and obtain information about technical

3 The output-oriented model is defined in a similar way (e.g. Coelli and Perelman, 1999).



efficiency and scope economies of European railways, we use data envelopment analysis
(DEA), a method introduced by Charnes et al. (1978). DEA is a non-parametric approach
which constructs a piece-wise linear production frontier that envelopes all observed data
points. This production frontier can be estimated either constant or variable returns
to scale (CRS and VRS, respectively). The CRS approach assumes that the observed
firms can alter their sizes and, thus, identifies firms departing from optimal scale as inef-
ficient. In contrast, the VRS approach compares firms within similar scales, accounting
for efficiency variation based on scale differences. Although the VRS approach allows an
efficiency comparison corrected for scale influences, we follow the CRS approach because
an efficiency comparison should consider the long-term perspective, including increasing
European deregulation and competition. Country-specific regulation and political influ-
ence preventing scale optimization in the short-run will diminish in the long-run, so firms
departing from optimal scale should be identified as inefficient. Further, using the VRS
approach could result in the number of comparable firms within a specific range of size
becoming very low; and, in the extreme, when no firm of comparable size exists, a VRS
DEA approach always identifies the benchmarked firm as 100 percent efficient. Finally,
from the technical perspective, the VRS assumption may lead to infeasibility of the super-
efficiency model used in the second stage of our analysis.* Nevertheless, for reasons of
comparison and consideration of the possible influence of scale efficiency on our estimation
results, we also calculate the VRS efficiency scores in the first stage of our analysis.
Taking it as given that the firms use K inputs and M outputs the CRS input-oriented

frontier is calculated by solving the linear optimization program for each of N firms:’

max 6,
s.t. -y + YA >0,
x; /0 — X\ >0,
A >0,

where X is the K x N matrix of inputs and Y is the M x N matrix of outputs. The i-th
firm’s input and output vectors are represented by x; and y; respectively. A isa N x 1
vector of constants and @ is the input distance measure. As defined earlier in this section,
this measure indicates a firm’s technical efficiency or inefficiency.%

To analyze economies of scope in the railway sector, we calculate so-called super-

efficiency scores in a second step. Super-efficiency measures can be obtained by calculating

4 For a discussion of infeasibility of super-efficiency models under VRS see Zhu (2003).
5 In order to calculate the input-oriented frontier under VRS, the convexity constraint N1’ = 1 must

be added.
6 Note that this is the Shepard measure of technical efficiency. The corresponding Farrell measure

can be obtained by taking the reciprocal of the Shepard distance function (see Wilson, 2005).
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the efficiency of one group of observations relative to a production technology defined by
another reference group of observations; that is, we compare the efficiency of integrated
railway firms relative to the efficiency frontier of non-integrated railway firms. In order
to obtain a comparable set of non-integrated firms, we follow a suggestion from Morita
(2003) and construct virtually integrated firms from samples of different separated firms.
Assume, for example, that there are two kinds of products, A and B, which could be
produced separately in two firms or jointly in one firm. There are n? firms producing
only A, n? firms producing only B and n4? firms producing both A and B. These firms
can be compared by combining the n firms with the n® firms, giving a number of n x n
virtual firms. These virtual firms use the same inputs to produce the same outputs as the
nAP firms, but producing them under an alternative production technology.

For J integrated firms and S non-integrated firms, the input distance function for an

integrated firm j relative to the non-integrated firms’ frontier can be defined as:
Ds (j,y;) = max {0 : (z;/0) € L (y;)}, j=1,2,...,J (5)

where L* (y;) represents the set of all input vectors  of the non-integrated firms that can
produce the output vector y;. In contrast to a company’s input distance function value
calculated within its own group (which is greater than or equal to unity), the relative
efficiency value calculated for a reference set of the other companies’ group can take
values between zero and infinity.

The corresponding CRS super-efficiency model is calculated by solving the linear op-

timization program J times for each of the integrated firms:

max 0,
s.t. —y; + YA >0, 1=12...,J (6)
xj/0; — X s > 0, s=1,2,...,8
As 2 0,

where X is the K x N input matrix and Y, the M x N output matrix of all non-integrated
firms; x; is the input vector and y; the output vector of the evaluated integrated firm, and
Asis a N x 1 vector of constants of the separated firms. If the input distance function value,
i.e. the super-efficiency score, for the evaluated firm 60, is lower than unity, the integrated
firm is dominant over (more efficient than) the non-integrated frontier, whereas a value
greater than unity indicates a dominance of the non-integrated firms® frontier over the
evaluated firm. However, if for the integrated firm the input distance function value

relative to its own group @ is also greater than unity, the firm is also dominated by its
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own group’s frontier. Hence, considering only the super-efficiency scores is not sufficient to
identify the favorable technology or the existence of economies or diseconomies of scope.
Consequently, as suggested by Cummins et al. (2003) we measure the distance between
the two production frontiers by calculating the ratio of the efficiency and super-efficiency
scores.

To illustrate this, consider non-integrated and integrated firms producing a single out-
put with two inputs. The two input production frontiers are shown in figure [[l where the
production frontier for the integrated firms is labeled L;(y), and the production frontier
for non-integrated firms is labeled L¢(y).” Fully efficient firms operate on their respec-
tive frontier and show distance function (efficiency) values relative to their own group
equalling unity. Economies (diseconomies) of scope for all observations can be identified
if the production frontiers do not intersect and the integrated (non-integrated) frontier is
placed closer to the origin. If the two production frontiers exhibit an intersection point as
shown in Figure 1, economies of scope for some observations and diseconomies of scope

for other observations can be identified.

Figure 1: Economies and diseconomies of scope

h
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For example, assume an integrated firm operating at point A in Figure[ll The distance
function value relative to the integrated frontier is # = 0A/0D > 1, and the distance
function value relative to the separated frontier, which is §; = 0A/0B > 1, indicate this
firm is dominated by its own and the other group’s frontier. In order to measure which

frontier is placed closer to the origin and to test if economies or diseconomies of scope

" Figure [l and its description follow Cummins et al. (2003).
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occur for firm A, we calculate the ratio of the two distance function (efficiency) values:

.0 0A/0D OB
f=— = = 7
6, 0AJ/0B 0D (7)

Since the distance function value of point A relative to the integrated frontier is greater
than its distance function value calculated with respect to the separated frontier, the ratio
from formula [@ is greater than unity, indicating that the integrated (”"own”) frontier is
placed closer to the origin. Hence, for this firm, economies of scope can be identified. The
opposite case — diseconomies of scope — can be shown for an integrated firm operating at
point £. While both distance function values — that relative to its own frontier § = 0E/0F
and that relative to the other group’s frontier §; = 0E/0G — are greater than unity, the
ratio § = 0 /8; = 0G/OF is smaller than unity, since the separated frontier is placed closer
to the origin than is the integrated frontier. In summary, if the ratio is greater (lower)
than unity, a firm’s own frontier dominates (is dominated by) the other group’s frontier
for the observed production point. Hence, for integrated firms, a ratio greater than unity
indicates economies of scope, and a ratio lower than unity indicates diseconomies of scope.

Since DEA efficiency measures are only point estimators calculated within a finite
sample, they are highly sensitive to sampling variations and errors in the data and lack
common statistical properties. In order to overcome this shortcoming, we apply a boot-
strap procedure. Introduced by Efron (1979), bootstrapping is based on the idea that,
when the original observed sample mimics the underlying population, every random draw
from this sample with replacement can be treated as a sample from the underlying popula-
tion itself. Bootstrapping is used when the original sampling distribution of the estimator
of interest, e.g., of the efficiency measures, is unknown. In general, the bootstrapping
of our efficiency estimates can be described as follows: We first compute the efficiency
measure 0; for each firm by DEA from the observed sample. Next, we generate a b-th
(b=1,2,..., B) bootstrap sample 0; of size n with replacement from él-, 1=1,...,n, and
calculate the bootstrap estimate éfj by using DEA. This procedure is repeated B times
to obtain a set of estimates éfj, b=1,2...,B. Based on this sampling distribution, the
statistical properties of the estimated efficiency measures can be inferred.®

One major drawback of the outlined procedure is that it assumes a continuous true dis-
tribution F'. However, especially in small samples with a large number of units identified
as being fully efficient, the empirical distribution F of the efficiency scores is discontinuous
with a positive probability mass at # = 1. Hence, F provides an inconsistent estimator of
F (Cummins et al., 2003). This problem can be solved with a smoothed bootstrap pro-
cedure, developed and extended by Simar and Wilson (1998; 2000), where the empirical

8 For more details on the bootstrap, see Efron (1979) or Efron and Tibshirani (1993).
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distribution F' is smoothed using a Gaussian kernel density estimator. In our analysis we
use this bootstrap procedure to estimate the bias and variance of the DEA efficiency esti-
mates, and to construct confidence intervals. As recommended by Hall (1986) we choose

B=1000 bootstrap replications. °

4 Modeling approach and data description

The data set consists of 54 railway firms from 27 European countries throughout the
period 2000-2004. Considering every year as an independent observation, we receive a
sample of 152 observations in total.! The data was taken primarily from the railway
statistics published by the Union Internationale des Chemins de Fer (2004; 2005) and
combined with information from the companies’ annual reports and companies’ statistics.

The firms are divided into four different groups: Integrated firms, infrastructure man-
agers, passenger operators and freight operators. Every group sells a different type of
product, with the integrated firms offering all activities from a single source. The essen-
tial activity in railway operations is the infrastructure management, which forms an indis-
pensable requirement for transportation services. Infrastructure management is offered by
either an infrastructure manager or an integrated firm and includes maintaining tracks,
railway stations or signal facilities as well as schedule monitoring and system control.
The infrastructure manager coordinates train movements, provides emergency service for
defective transport devices and develops time tables. In short, the infrastructure manager
provides and sells network access and services to the transportation firms, subject to the
condition of optimal capacity utilization. Therefore, we use the variable train-km driven
on the network as an output measure for infrastructure managers.!’ The second activity
in railway operations is transportation, which can be distinguished between passenger and
freight transportation. Transportation is provided by passenger operators, freight oper-
ators or integrated firms. Since revenues for passenger operators depend on the number
of passengers and the distance traveled, we use the variable passenger-km as an output

measure. The freight operators’ revenues depend on the amount and distance of tonnes

9 For details of the procedure, please refer to Simar and Wilson (1998; 2000).
10 The difference between 270 observations having full data coverage and the lower number of 152 de

facto observations results from market entries that occurred later than 2000 and missing data, mainly
in 2004. Assuming every year as an independent observation includes effects of technical progress and
catching-up in the efficiency scores. However, long asset life in relation to the rather short observed time

period of five years suggests these effects are negligible (Affuso et al., 2002).
1" The data on train-kms driven on the network was published first for the year 2003 by the Union

Internationale des Chemins de Fer (UIC). If available, the data for preceding years was taken from the
annual reports. If not available, the train-km values of the biggest passenger and freight operators in the

specific country where taken to approximate the value.
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transported. Hence, the corresponding output variable freight tonne-km is used.

We specify two different models for input variables. While the first model, Model I, is
based only on physical measures for the input factors, the second model, Model II, also
takes a monetary figure into account. In Model I, number of employees, number of rolling
stock and network length are used as physical measures for labor and capital input. In
Model II, the "physical” variables number of employees and number of rolling stock are
replaced by the monetary variable operating expenditure (OPEX). This variable represents
the total operating expenses, including the costs of staff, materials, external charges, taxes,
depreciation, value adjustments and provisions for contingencies. Although this variable
already includes capital costs, we still use the variable network length as a proxy for
capital stock. We consider network length, since it is a long-lived asset, as a quasi-fixed
input mainly built in the past and financed by capital grants from the government.?
Furthermore, it reflects the cost impact of differences in network structure and density
(Smith, 2006).

Both models have advantages and disadvantages. The use of physical measures for
international comparison neglects the differences in relative factor prices among the coun-
tries, while using monetary values raises the problem of differences in price levels, ac-
counting rules and currency conversion. To limit this problem, we convert the financial
data of operating costs into an artificial common currency, the purchasing power stan-
dard (PPS). By applying purchasing power parities provided by Eurostat (2005) instead
of conventional exchange rates, we account not only for currency conversion but also for
differences in price levels and purchasing power among the countries. Nevertheless, the
problem of varying accounting standards among the countries remains. Therefore, we
estimate both models and check for differences by comparing the results.

While all described input and output variables for integrated firms are part of their
corresponding production technology, the variable set for the non-integrated firms — pas-
senger operators, freight operators and infrastructure managers — differ by their type of
activity. In order to estimate economies of scope, we use the parameter values of non-
integrated firms to construct ”virtually” integrated firms, which are comparable to the
actually integrated firms; every infrastructure manager is combined with every passenger
operator and every freight operator by accumulating their individual parameter values.
A new group of ”virtually” integrated firms is generated using a comparable production
technology since those ”virtually” integrated firms share the same inputs and produce the
same outputs as the actually integrated firms. Furthermore, combining separated firms

from different countries allows representations of the best possible combinations from a

12 This approach has been used frequently in previous literature. See Cantos et al. (2002) for a short

review.
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technological perspective. It limits the influence of country-specific conditions within the
"virtually” integrated firms, additionally. An example of how the ”virtually” integrated

firms are constructed from the data is given in Table [I

Table 1: Construction of a ”virtually” integrated firm from separated firms

Input variables Output variables
Type of activity No. of No. of OPEX Net- Train- Pass.- Tonne-
employ- rolling work km km km
ees stock length
Infrastructure manager 10 — 60 100 600 — —
Passenger operator 40 20 50 — — 300 —
Freight operator 30 30 40 - - - 200
"Virtually” integrated 80 50 150 100 600 300 200

Tables ] and Bl show the summary statistics of the data used in each model, classified
for integrated firms and ”virtually” integrated firms. The descriptive statistics between
the integrated and ”virtually” integrated firms are significantly different because of some
very large integrated firms within the data set. We will control for this scale differences and
their potential influence on efficiency results in section 5. The number of observations
of integrated firms differs slightly between the estimated models — 75 observations for
Model I and 73 observations for Model II — because of missing data. The observations
of ”virtually” integrated firms in Model I are generated by combining 33 observations of
infrastructure managers with 16 observations of passenger operators and 11 observations
of freight operators. On the country level, we combine infrastructure managers from 10
countries with passenger operators from 4 countries and freight operators from 5 countries.
In total, we obtain a number of 5808 "virtually” integrated firms for Model I.

For Model II, 23 observations of infrastructure managers from 10 countries, 27 obser-
vations of passenger operators from 5 countries, and 8 observations of freight operators
from 4 countries are combined for a total number of 4968 ”virtually” integrated firms.
Again, the difference in the numbers is due to missing data. To eliminate extreme virtual
input-output combinations, we adjust the sub-sample of ”virtually” integrated firms for
outliers by applying the method suggested by Hadi (1992; 1994), which identifies multi-
ple outliers in multivariate data. For Model I, 2508 observations were dropped, leaving
3330 observations of "virtually” integrated firms. Data for Model II is adjusted for 2160
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outliers, leaving a total of 2808 observations of ”virtually” integrated firms.*

Table 2: Model I — Summary statistics

3

Integrated firms

”Virtually” integrated firms

Mean Max Min Mean Max Min
No. of employees 50517 249251 952 12870 36192 3465
No. of rolling stock 40351 219574 223 4981 11893 747
Network length (in km) 7331 36588 180 4665 9882 2047
Passenger-km (in millions) 11494 74459 126 4653 6621 2204
Tonne-km (in millions) 14258 76815 14 4952 13120 107
Train-km (in thousands) 134764 988200 2382 63158 128000 22667
No. of observations 75 3300

Table 3: Model II — Summary statistics

Integrated firms

"Virtually” integrated firms

Mean Max Min Mean Max Min
OPEX (in millions of PPS) 3281 29669 79 1439 3927 329
Network length (in km) 7474 36588 180 4055 5854 2273
Passenger-km (in millions) 11779 74459 126 4795 14666 7
Tonne-km (in millions) 14400 76815 14 5854 13120 456
Train-km (in thousands) 137999 988200 2382 45151 64341 36442
No. of observations 73 2808

5 Results

In this section, we present the results of the estimated models by, first, analyzing the

technical efficiency results obtained by the DEA bootstrap procedure, then extending the

discussion to the evaluation of contingent economies of scope.

13 This large number of identified outliers results from a high fraction of ”unrealistic” virtual in-

put/output combinations, such as combinations of very large infrastructure managers with small passen-

ger operators.
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Analysis of the DEA bootstrap estimations (Table Hl) allows several conclusions to
be drawn. For both models, the bias-corrected distance function values are, on average,
greater than the original efficiency scores, indicating that a standard DEA approach with-
out a bootstrap procedure tends to overestimate efficiency in our sample.'* For Model
I (Model II), the average distance function value for the integrated firms is corrected by
about 15 percent (7 percent) and the average distance function value for the ”virtually” in-
tegrated firms is corrected by about 2 percent (1 percent), suggesting that bias-correction

especially in small, data sensitive samples is essential for correct efficiency results.

Table 4: Summary statistics of original and bias-corrected distance func-

tion (efficiency) results*

Integrated firms "Virtually” integrated firms
Model I Original Blas- Original Blas-
corrected corrected
Weighted mean 1.8259 2.0934 1.3786 1.4008
Maximum (min. efficiency) 3.9459 4.5140 2.5344 2.6080
Minimum (max. efficiency) 1.0000 1.1597 1.0000 1.0024
Integrated firms "Virtually” integrated firms
Bias- Bias-
Model IT Original s Original s
corrected corrected
Weighted mean 1.3396 1.4289 1.5202 1.5401
Maximum (min. efficiency) 3.3012 3.4616 3.3123 3.4603
Minimum (max. efficiency) 1.0000 1.0728 1.0000 1.0017

*All estimates are made with FEAR, a package for frontier efficiency analysis with R (Wilson, 2005).

For Model I, the estimated bias-corrected distance function value of 2.0934 for the
integrated firms implies that, on average, the same output quantity could have been
produced despite reducing the input usage by more than 52 percent.'® Model II, where
a monetary value OPEX is used instead of the physical variables number of employees
and number of rolling stock, shows a much lower bias-corrected distance function value
(1.4289), indicating a possible input reduction of about 30 percent on average. Given

the problem of physical measures — neglecting differences in relative factor prices among

14 Gince full data coverage over the observation period is not given for all integrated firms, all average

distance function values of the integrated firms are weighted by the number of observations per firm.
15 The possible input reduction is calculated by 1 — (1/distance value).
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countries — we consider the estimated function of Model II as a better approximation of
the real production technology.!®

Table Bl shows the bias-corrected distance function results for the integrated firms in
Model I. Both distance values, in respect to their own frontier (2.0934) and to the sepa-
rated frontier (2.2134), indicate a high level of inefficiency, suggesting a possible reduction
of about 52 percent (55 percent) in inputs, on average, to reach the integrated (separated)
efficiency frontier. The average ratio of the distance function values, measuring the dis-
tance between the two frontiers, is slightly greater than unity (1.0854).!7 This suggests
that, on average, an efficient integrated firm needs about 9 percent less inputs than a
"virtually” integrated firm operating on the ”virtually” integrated frontier. This result
can be interpreted as economies of scope of about 9 percent. Nevertheless, since individual
economies (diseconomies) of scope may vary widely because of the input/output mix, a
judgement using only the average parameter values could be mislead-ing. Still, separating
the observations into two groups, with an individual ratio of the distance function values
greater than unity indicating economies of scope and below unity indicating diseconomies
of scope, identifies economies for 42 observations (56 percent) and diseconomies of scope
for 33 observations (44 percent). On the firm level, the results are similar: 13 firms (57
percent) exhibit economies and 10 firms (43 percent) exhibit diseconomies of scope.

For Model II (Table @), the estimated distance function values, in respect to both
the integrated frontier (1.4289) and to the separated frontier (1.2447), indicate that, on
average, an integrated firm may reduce its inputs by about 30 percent (20 percent) to reach
the integrated (separated) efficiency frontier. The average ratio of the distance function
values (1.4045) is greater than that in Model I, implying increasing economies of scope of
about 40 percent, on average, when OPFEX is considered instead of the physical measures
number of employees and rolling stock. In addition, separating the sample into two groups,
depending on whether their individual ratios of the distance function values are greater
than or less than unity, reveals that 51 observations (70 percent) show economies of scope
and 22 observations (30 percent) show diseconomies of scope. Separating the sample into

groups related to the firm level results in 15 firms (65 percent) that indicate economies

16 To control for structural differences among the countries, we estimated a truncated regression and
regressed the efficiency scores of the integrated companies upon GDP per capita, network density and
population density. Model I results showed a significant and positive but small influence of GDP per

capita. For Model II, none of the variables had a significant influence on the efficiency scores.
IT Note that the average ratio of the distance function values is the average of the firm-specific ratios

of the distance function values, not the ratio of the average distance function values displayed in the
table. The latter would lead to an incorrect conclusion since it relates two different operating points
to each other: the operating point referring to the average distance function value in respect to the
own frontier and the operating point referring to the average distance function value in respect to the

separated frontier. This ratio does not measure the distance between the frontiers.
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Table 5: Bias-corrected distance function (efficiency) results — Model 1

Integrated firms

- Diseconomies FEconomies
0 0, 0
of scope of scope
Weighted mean 2.0934 2.2134 1.0854 0.7777 1.3221
Maximum 4.5140 4.8501 1.8848 0.9994 1.8848
Minimum 1.1597 0.6804 0.3686 0.3686 1.0076
No. of observations 7 33 12
(100 percent) (44 percent) (56 percent)
No. of firms 23 10 13
(100 percent) (43 percent) (57 percent)

and 8 firms (35 percent) that indicate diseconomies of scope. Hence, compared to Model
I, a higher proportion of observations (firms) show economies of scope.!®

Concerning the question which integrated railway firms exhibit economies or disec-
onomies of scope, both models provide similar results. Economies of scope are identified
for integrated firms from 10 countries (Belgium, Bulgaria, Estland, Germany, Italy, Latvia,
Lithuania, Luxembourg, Romania and Switzerland) and diseconomies can be found for
integrated firms from 5 countries (Greece, Ireland, Spain, Slowakia and the Czech Re-
public). The results of the two models differ for firms from Austria, Poland and Hungary
only. In contrast to Model I, Model II also identifies economies of scope for integrated
firms from Austria and Poland and diseconomies of scope for the largest integrated firm

from Hungary.

18 Scale differences among the integrated firms and ”virtually” integrated firms and possible related
differences in returns to scale do not cause an upward bias in our economies of scope estimations. We
estimated the returns to scale of the integrated firms by using the scale efficiency method (see for instance
Fére et al., 1994). Under the output-oriented approach, which conditions the scale properties on the
input vector, we found decreasing returns to scale, on average, indicating a too large input-vector for
the majority of the firms. Furthermore, considering that scale inefficiency is due to decreasing returns to
scale, a significant but small negative correlation between scale inefficiency and economies of scope can
be shown. Therefore, on average, a possible bias of the estimated scope economies of the integrated firms

only applies as a downward bias, affecting the economies of scope negatively, if at all.
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Table 6: Bias-corrected distance function (efficiency) results - Model II

Integrated firms

- Diseconomies FEconomies
0 0, 0
of scope of scope
Weighted mean 1.4289 1.2447 1.4045 0.7418 1.7085
Maximum 3.4616 2.6297 4.0851 0.9963 4.0851
Minimum 1.0728 0.2781 0.6007 0.6007 1.0170
No. of observations 7 22 ol
(100 percent) (30 percent) (70 percent)
No. of firms 23 ® 15
(100 percent) (35 percent) (65 percent)

6 Conclusions

Our analysis of a sample of 54 railway companies from 27 European countries observed
over the five-year period from 2000 to 2004 provides the first pan-European distance
function approach addressing economies of scope in railways, confirming previous findings
from the U.S. (Bitzan, 2003; Ivaldi and McCullough, 2004). Within a model using only
physical measures, we find slight efficiency advantages for integrated companies on average
and economies of scope for a majority of observations. When monetary figures — or, more
precisely, operating expenses, — are included in a second model even more explicit results
are produced, showing that integrated railway companies are, on average, relatively more
efficient than ”virtually” integrated companies and that a majority (65 percent) of the
railway companies observed indicate economies of scope.

Concerning possible explanations for the heterogeneous findings on the existence of
economies of scope, our results on integrated firms from Greece, Ireland, Spain, Slovakia,
Hungary and the Czech Republic are interesting. According to a study from IBM on the
opening of the rail markets in Europe in 2004 (IBM, 2004) Spain, Greece and Ireland
showed the lowest degree of market opening among all European countries. Interestingly
enough, integrated firms from these countries feature diseconomies of scope or — in a
broader context — low efficiency scores. For these firms, one might interpret the nominal
absence of economies of scope rather as managerial inefficiency resulting from a lack of
competitive pressure. Up to a certain extent, the diseconomies of scope or comparably
low efficiency of integrated firms from Czech Republic, Hungary and Slovakia support

this hypothesis. Although these countries showed a slightly higher degree of market
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opening, they still were assigned to the group with a ”delayed status of market opening”
(IBM, 2004). Confirming this interpretation, all integrated firms from countries which
were assigned to the group being "on schedule market opening” (Germany, Italy and
Switzerland) show economies of scope in our analysis. To sum up, a careful glance at
the regulatory environment lets us suggest a reinterpretation of our empirical findings:
those integrated firms that are subject to competition do not significantly suffer from
managerial inefficiency and are able to generate productivity advantages as a result of
economies of scope.

However, since we also find economies of scope for integrated firms from countries,
which showed a relatively low degree of market opening, other factors, such as privatiza-
tion, the experience with competitive markets or the proportion of passenger and freight
transport within the total transport operations might be taken into account as well. For
example, our result that the vertically integrated national railway in Estonia exhibits
economies of scope could possibly be explained by its privatization in 2001.

Despite these results, the policy implications still remain ambiguous; indeed, economies
of scope exist for a majority of integrated European railway companies. Future sector re-
structuring should take that issue into consideration to avoid increasing transaction costs
unnecessarily. On the other hand, not disentangling the railway sector retains discrimi-
natory incentives and complicates regulation. Policy makers should carefully weigh the
positive and negative aspects of vertical integration in railways.

Further research on economies of scope in the European railway industry should ad-
dress the character and source of economies of scope in detail, i.e., answer questions
related to whether economies of scope arise mainly between infrastructure and operations
(vertical economies) or also between different types of operations (horizontal economies).
Furthermore, future studies should consider the dynamic aspects of market liberalization
and productivity development, particularly a company’s regulatory environment and its
experience, which could have a significant impact on relative efficiency. Finally, aspects of
railway safety and quality of service should be incorporated in order to control for issues
of particular importance that are probably negatively correlated with a company’s level

of cost.

21



References

Affuso, L., Angeriz, A. and Pollitt, M. G. (2002), Measuring the efficiency of Britain‘s
privatised train operating companies, Regulation Initiative Discussion Paper Series
No. 48, London Business School.

Baumol, W. J.; Panzar, J. C. and Willig, R. D. (1988), Contestable Markets and the

Theory of Industry Structure, Harcourt Brace Jovanovich, New York.

Bitzan, J. D. (2003), ‘Railroad costs and competition: The implications of introduc-
ing competition to railroad networks’, Journal of Transport Economics and Policy
37(2), 201-225.

Bureau of Transport and Regional Economics (BTRE) (2003), Rail infrastructure pricing:
Principles and practise, Report 109, BTRE, Canberra ACT.

Cantos, P., Pastor, J. M. and Serrano, L. (2002), ‘Cost and revenue inefficiencies in the

European railways’, International Journal of Transport Economics 29(3), 279-308.

Cantos-Sanchez, P. (2001), ‘Vertical relationships for the European railway industry’,
Transport Policy 8(2), 7T7-83.

Charnes, A., Cooper, W. W. and Rhodes, E. (1978), ‘Measuring the efficiency of decision
making units’, Furopean Journal of Operational Research 2(6), 429-440.

Coelli, T. and Perelman, S. (1999), ‘A comparison of parametric and non-parametric
distance functions: With application to European railways’, Furopean Journal of
Operational Research 117(2), 326-339.

Coelli, T. and Perelman, S. (2000), ‘Technical efficiency of European railways: a distance

function approach’;, Applied Economics 32, 1967-1976.

Commision of the European Communities (1996), ‘A Strategy for Rivital-
ising the Community’s Railways’, White Paper, COM(96)421 FINAL,
http://europa.eu/documents/comm/white_papers/pdf/com96_421_en.pdf|
17.09.2007.

Cummins, J. D., Weiss, M. A. and Zi, H. (2003), Economies of scope in financial ser-
vices: A DEA bootstrapping analysis of the US insurance industry, Unpublished
manuscript, The Wharton School, Philadelphia, PA.

Efron, B. (1979), ‘Bootstrap methods: another look at the jackknife’, Annals of Statistics
7(1), 1-26.

22


http://europa.eu/documents/comm/white_papers/pdf/com96_421_en.pdf

Efron, B. and Tibshirani, R. J. (1993), An Introduction to the Bootstrap, Chapman and
Hall, New York.

Eurostat (2005), ‘Purchasing power parities (PPP) and comparative price level indices

for the ESA95 aggregates’, http://epp.eurostat.cec.eu.int, 19.09.2005.

Fare, R., Grosskopf, S. and Lovell, C. A. K. (1994), Production Frontiers, Cambridge
University Press, Cambridge.

Fare, R. and Primont, D. (1995), Multi—-Output Production and Duality: Theory and
Applications, Kluwer Academic Publishers, New York.

Ferrier, G. D., Grosskopf, S., Hayes, K. J. and Yaisawarng, S. (1993), ‘Economies of
diversification in the banking industry’, Journal of Monetary Economics 31, 229—
249.

Friebel, G., Ivaldi, M. and Vibes, C. (2004), Railway (de)regulation: A European efficiency
comparison, CEPR Discussion Paper No. 4319, Centre for Economic Policy Research,

London.

Fried, H. O., Schmidt, S. S. and Yaisawarng, S. (1998), ‘Productive, scale and scope
efficiencies in US hospital-based nursing homes’, INFOR 36(3), 103-119.

Hadi, A. S. (1992), ‘Identifying multiple outliers in multivariate data’, Journal of the
Royal Statistical Society, Series B 54(3), 761-771.

Hadi, A. S. (1994), ‘A modification of a method for the detection of outliers in multivariate
samples’, Journal of the Royal Statistical Society, Series B 56(2), 393-396.

Hall, P. (1986), ‘On the number of bootstrap simulations required to construct a confi-
dence interval’, Annals of Statistics 14(4), 1453-1462.

IBM (2004), Rail Liberalisation Index 2004: Comparison of the Status of Market Opening
in the Rail Markets of the Member States of the European Union, Switzerland and
Norway, IBM Business Consulting Services and Professor Dr. Dr. Christian Kirchner,

Humboldt University, Berlin.

Ivaldi, M. and McCullough, G. J. (2004), Subadditivity tests for network separation
with an application to U.S. railroads, CEPR Discussion Paper No. 4392, Centre

for Economic Policy Research.

Kittelsen, S. and Magnussen, J. (2003), Economies of scope in Norwegian hospital pro-
duction — A DEA analysis, Working Paper No. 8, Health Economics Research Pro-

gramme, University of Oslo.

23


http://epp.eurostat.cec.eu.int

Knieps, G. (2004), Privatisation of network industries in Germany: a disaggregated ap-
proach, Discussion Paper No. 100, Institut fiir Verkehrswissenschaft und Region-

alpolitik.

Lovell, C. A. K., Richardson, S., Travers, P. and Wood, L. L. (1994), Resources and
functionings: a new view of inequality in Australia, in W. Eichhorn, ed., ‘Models

and Measurement of Welfare and Inequality’, Springer Verlag, Berlin, pp. 787-807.

Morita, H. (2003), ‘Analysis of economies of scope by data envelopment analysis: compari-
son of efficient frontiers’, International Transactions in Operational Research 10, 393~
402.

Mulder, M., Lijesen, M. and Driessen, G. (2005), ‘Vertical separation and competition in
the Dutch rail industry: A cost-benefit analysis’, paper submitted to the Third Con-
ference on Railroad Industry Structure, Competition, and Investments, Stockholm,
21 and 22 October 2005.

Nash, C. and Rivera-Trujillo, C. (2004), ‘Rail regulatory reform in Europe — principles
and practice’, paper presented at the STELLA Focus group 5 synthesis meeting,
Athens, June.

Pittman, R. (2005), ‘Structural separation to create competition?The case of freight rail-
ways’, Review of Network Economics 4(3), 181-196.

Prior, D. (1996), ‘Technical efficiency and scope economies in hospitals’, Applied Eco-
nomics 28, 1295-1301.

Prior, D. and Sola, M. (2000), ‘Technical efficiency and economies of diversification in
health care’, Health Care Management Science 3, 299-307.

Shephard, R. W. (1953), Cost and Production Functions, Princeton University Press,

Princeton, New Jersey.

Shephard, R. W. (1970), Theory of Cost and Production Functions, Princeton University

Press, Princeton, New Jersey.

Simar, L. and Wilson, P. W. (1998), ‘Sensitivity analysis of efficiency scores: How to

bootstrap in nonparametric frontier models’, Management Science 44(1), 49-61.

Simar, L. and Wilson, P. W. (2000), ‘Statistical inference in nonparametric frontier mod-
els: The state of the art’, Journal of Productivity Analysis 13(1), 49-78.

24



Smith, A. S. J. (2006), ‘Are Britain‘s railways costing too much? Perspectives based on
TFP comparisons with British rail 1963-2002°, Journal of Transport Economics and
Policy 40(1), 1-44.

Union Internationale des Chemins de Fer (2004), ‘Railway times-series data 1970-2002’.
Union Internationale des Chemins de Fer (2005), ‘International railway statistics 2003’.
Williamson, O. (1975), Markets and Hierarchies, The Free Press, New York.

Williamson, O. (1985), The Economic Institutions of Capitalism, The Free Press, New
York.

Wilson, P. W. (2005), Fear: A package for frontier efficiency analysis with R, Unpublished
working paper, Department of Economics, University of Texas at Austin, Austin,

Texas.

Zhu, J. (2003), Quantitative Models for Performance Evaluation and Benchmarking,

Kluwer Academic Publishers, Norwell, Massachusetts.

25



Working Paper Series in Economics

(see www.leuphana.de/vwl/papers for a complete list)

No.71:

No.70:

No.69:

No.68:

No.67:

No.66:

No.65:

No.64:

No.63:

No.62:

No.61:

No.60:

No.59:

No.58:

No.57:

No.56:

No.55:

No.54:

Joachim Wagner, Lena Koller & Claus Schnabel: Sind mittelstdndische Betriebe der
Jobmotor der deutschen Wirtschaft?, Dezember 2007

Nils Braakmann: Islamistic terror, the war on Irag and the job prospects of Arab men in
Britain: Does a country’s direct involvement matter?, December 2007

Maik Heinemann: E-stability and stability learning in models with asymmetric
information, December 2007

Joachim Wagner: Exporte und Produktivitat in Industriebetrieben — Niedersachsen im
interregionalen und internationalen Vergleich, Dezember 2007

Stefan Baumgértner and Martin F. Quaas: Ecological-economic viability as a criterion of
strong sustainability under uncertainty, November 2007

Kathrin Michael: Uberbriickungsgeld und Existenzgriindungszuschuss — Ergebnisse
einer schriftlichen Befragung drei Jahre nach Grindungsbeginn, November 2007

The International Study Group on Export and Productivity: Exports and Productivity —
Comparable Evidence for 14 Countries, November 2007

Lena Koller, Claus Schnabel und Joachim Wagner: Freistellung von Betriebsraten —
Eine Beschaftigungsbremse?, November 2007

Anne-Kathrin Last: The Monetary Value of Cultural Goods: A Contingent Valuation
Study of the Municipal Supply of Cultural Goods in Lueneburg, Germany, October 2007
Thomas Wein und Heike Wetzel: The Difficulty to Behave as a (regulated) Natural
Monopolist — The Dynamics of Electricity Network Access Charges in Germany 2002 to
2005, September 2007

Stefan Baumgértner und Martin F. Quaas: Agro-biodiversity as natural insurance and
the development of financial insurance markets, September 2007

Stefan Bender, Joachim Wagner, Markus Zwick: KombiFiD - Kombinierte Firmendaten
fir Deutschland, September 2007

Jan Kranich: Too much R&D? - Vertical differentiation in a model of monopolistic
competition, August 2007

Christian Papilloud und Ingrid Ott: Convergence or mediation? Experts of vulnerability
and the vulnerability of experts’ discourses on nanotechnologies — a case study,

July 2007

Ingrid Ott und Susanne Soretz: Governmental activity, integration and agglomeration,
July 2007

Nils Braakmann: Struktur und Erfolg von Ich-AG-Griindungen: Ergebnisse einer
Umfrage im Arbeitsagenturbezirk Lineburg, Juli 2007

Nils Braakmann: Differences in the earnings distribution of self- and dependent
employed German men — evidence from a quantile regression decomposition analysis,
July 2007

Joachim Waagner: Export entry, export exit, and productivity in German Manufacturing
Industries, June 2007

[forthcoming in: International Journal of the Economics of Business]



No.53:

No.52:

No.51:

No.50:

No.49:

No.48:

No.47:

No.46:

No.45:

No.44:

No.43:

No.42:

No.41:

No.40:

No.39:

No.38:
No.37:

No.36:

No.35:

Nils Braakmann: Wirkungen der Beschaftigungspflicht schwerbehinderter Arbeitnehmer —
Erkenntnisse aus der Einflhrung des ,Gesetzes zur Bekampfung der Arbeitslosigkeit
Schwerbehinderter®, Juni 2007

Jan Kranich und Ingrid Ott: Regionale Spitzentechnologie auf internationalen Markten,
Juni 2007

Joachim Wagner: Die Forschungspotenziale der Betriebspaneldaten

des Monatsberichts im Verarbeitenden Gewerbe, Mai 2007
[erscheint in: AStA — Wirtschafts- und Sozialwirtschaftliches Archiv]

Stefan Baumgértner, Frank Jést und Ralph Winkler: Optimal dynamic scale and structure
of a multi-pollution economy, May 2007

Helmut Fryges und Joachim Wagner: Exports and productivity growth — First evidence
from a continuous treatment approach, May 2007

Ulrich Kaiser und Joachim Wagner: Neue Moglichkeiten zur Nutzung vertraulicher
amtlicher Personen- und Firmendaten, April 2007

[erscheint in: Perspektiven der Wirtschaftspolitik]

Joachim Wagner: Jobmotor Mittelstand? Arbeitsplatzdynamik und BetriebsgréRRe in der
westdeutschen Industrie, April 2007

[publiziert in: Vierteljahrshefte zur Wirtschaftsforschung, 76 (2007), 3, 76-87]

Christiane Clemens und Maik Heinemann: Credit Constraints, Idiosyncratic Risks, and
the Wealth Distribution in a Heterogenous Agent Model, March 2007

Jan Kranich: Biotechnologie und Internationalisierung. Ergebnisse der Online-Befragung,
Marz 2007

Joachim Wagner: Entry, exit and productivity. Empirical results for German manufacturing
industries, March 2007

Joachim Wagner: Productivity and Size of the Export Market Evidence for West and East
German Plants, 2004, March 2007

[erscheint in: Jahrbicher fir Nationaldkonomie und Statistik]

Joachim Wagner: Why more West than East German firms export, March 2007

Joachim Wagner: Exports and Productivity in Germany, March 2007

[publiziert in: Applied Economics Quarterly 53 (2007), 4, 353-373]

Lena Koller, Klaus Schnabel und Joachim Wagner: Schwellenwerte im Arbeitsrecht.
Hoéhere Transparenz und Effizienz durch Vereinheitlichung, Februar 2007

[publiziert in: Perspektiven der Wirtschaftspolitik, 8 (2007), 3, 242-255]

Thomas Wein und Wiebke B. Réber: Sind ausbildende Handwerksbetriebe
erfolgreicher?, Januar 2007

Joachim Wagner: Institut fur Volkswirtschaft: Forschungsbericht 2006, Januar 2007

Nils Braakmann: The impact of September 11™, 2001 on the job prospects of foreigners
with Arab background — Evidence from German labor market data, January 2007

Jens Korunig: Regulierung des Netzmonopolisten durch Peak-load Pricing?, Dezember
2006

Nils Braakmann: Die Einfiihrung der fachkundigen Stellungnahme bei der Ich-AG,
November 2006



No.34:

No.33:

No.32:

No.31:

No.30:

No.29:

No.28:

No.27:

No.26:

No.25:

No.24:

No.23:

No.22:

No.21:

No.20:

Martin F. Quaas and Stefan Baumgaértner: Natural vs. financial insurance in the
management of public-good ecosystems, October 2006

[forthcoming in: Ecological Economics]

Stefan Baumgértner and Martin F. Quaas: The Private and Public Insurance Value of
Conservative Biodiversity Management, October 2006

Ingrid Ott and Christian Papilloud: Converging institutions. Shaping the relationships
between nanotechnologies, economy and society, October 2006

[published in: Bulletin of Science, Technology & Society 2007 (27), 4, 455-466]

Claus Schnabel and Joachim Wagner: The persistent decline in unionization in western
and eastern Germany, 1980-2004: What can we learn from a decomposition analysis?,
October 2006

[published in: Industrielle Beziehungen/The German Journal of Industrial Relations 14
(2007), 118-132]

Ingrid Ott and Susanne Soretz: Regional growth strategies: fiscal versus institutional
governmental policies, September 2006

[forthcoming in: Economic Modelling]

Christian Growitsch and Heike Wetzel: Economies of Scope in European Railways: An
Efficiency Analysis, July 2006

Thorsten Schank, Claus Schnabel and Joachim Wagner: Do exporters really pay higher
wages? First evidence from German linked employer-employee data, June 2006
[published in in: Journal of International Economics 72 (2007), 1, 52-74]

Joachim Wagner: Markteintritte, Marktaustritte und Produktivitat

Empirische Befunde zur Dynamik in der Industrie, Marz 2006

[publiziert in: AStA — Wirtschafts- und Sozialwirtschaftliches Archiv 1 (2007), 3, 193-203]
Ingrid Ott and Susanne Soretz: Governmental activity and private capital adjustment,
March 2006

[forthcoming in: Icfai Journal of Managerial Economics]

Joachim Wagner: International Firm Activities and Innovation:

Evidence from Knowledge Production Functions for German Firms, March 2006

Ingrid Ott und Susanne Soretz: Nachhaltige Entwicklung durch endogene
Umweltwahrnehmung, Marz 2006

publiziert in: Clemens, C., Heinemann, M. & Soretz, S., Auf allen Markten zu Hause
(Gedenkschrift fir Franz Haslinger), Marburg: Metropolis, 2006, 233-256

John T. Addison, Claus Schnabel, and Joachim Wagner: The (Parlous) State of German
Unions, February 2006

[forthcoming in: Journal of Labor Research 28 (2007), 3-18]

Joachim Wagner, Thorsten Schank, Claus Schnabel, and John T. Addison: Works
Councils, Labor Productivity and Plant Heterogeneity: First Evidence from Quantile
Regressions, February 2006

[published in: Jahrblicher fiir Nationalokonomie und Statistik 226 (2006), 505 - 518]
Corinna Bunk: Betriebliche Mitbestimmung vier Jahre nach der Reform des BetrVG:
Ergebnisse der 2. Befragung der Mitglieder des Arbeitgeberverbandes Liineburg
Nordostniedersachsen, Februar 2006

Jan Kranich: The Strength of Vertical Linkages, July 2006



No.19:

No.18:

No.17:

No.16:

No.15:

No.14:

No.13:

No.12:

No.11:

No.10:

No. 9:

Jan Kranich und Ingrid Oft: Geographische Restrukturierung internationaler
Wertschopfungsketten — Standortentscheidungen von KMU aus regionalékonomischer
Perspektive, Februar 2006

Thomas Wein und Wiebke B. Réber: Handwerksreform 2004 — Rickwirkungen auf das
Ausbildungsverhalten Liineburger Handwerksbetriebe?, Februar 2006

Wiebke B. Réber und Thomas Wein: Mehr Wettbewerb im Handwerk durch die
Handwerksreform?, Februar 2006

Joachim Wagner: Politikrelevante Folgerungen aus Analysen mit wirtschaftsstatistischen
Einzeldaten der Amtlichen Statistik, Februar 2006

[publiziert in: Schmollers Jahrbuch 126 (2006) 359-374]

Joachim Wagner: Firmenalter und Firmenperformance

Empirische Befunde zu Unterschieden zwischen jungen und alten Firmen

in Deutschland, September 2005

[publiziert in: Lutz Bellmann und Joachim Wagner (Hrsg.), Betriebsdemographie
(Beitrage zur Arbeitsmarkt- und Berufsforschung, Band 305), Nirnberg: IAB der BA,
83-111]

Joachim Wagner: German Works Councils and Productivity:

First Evidence from a Nonparametric Test, September 2005

[forthcoming in: Applied Economics Letters]

Lena Koller, Claus Schnabel und Joachim Wagner: Arbeitsrechtliche Schwellenwerte und
betriebliche Arbeitsplatzdynamik: Eine empirische Untersuchung am Beispiel des
Schwerbehindertengesetzes, August 2005

[publiziert in; Zeitschrift fir ArbeitsmarktForschung/ Journal for Labour Market Research
39 (2006), 181-199]

Claus Schnabel and Joachim Wagner: Who are the workers who never joined a union?
Empirical evidence from Germany, July 2005

[published in: Industrielle Beziehungen/ The German Journal of Industrial Relations 13
(2006), 118-131]

Joachim Wagner: Exporte und Produktivitat in mittelstandischen Betrieben

Befunde aus der niedersachsischen Industrie (1995 — 2004), June 2005

[publiziert in: Niedersachsisches Landesamt fiir Statistik, Statistische Berichte
Niedersachsen, Sonderausgabe: Tagung der NLS am 9. Marz 2006, Globalisierung und
regionale Wirtschaftsentwicklung - Datenlage und Datenbedarf in Niedersachsen.
Hannover, Niedersachsisches Landesamt fiir Statistik, Juli 2006, 18 — 29]

Joachim Wagner: Der Noth gehorchend, nicht dem eignen Trieb.

Nascent Necessity and Opportunity Entrepreneurs in Germany.

Evidence from the Regional Entrepreneurship Monitor (REM), May 2005

[published in: RWI: Mitteilungen. Quarterly 54/ 55 (2003/04), 287-303

{published June 2006}]

Gabriel Desgranges and Maik Heinemann: Strongly Rational Expectations Equilibria with
Endogenous Acquisition of Information, March 2005



No.

No.

No.

No.

No.

No.

No.

No.

Joachim Wagner: Exports, Foreign Direct Investment, and Productivity: Evidence from
German Firm Level Data, March 2005

[published in: Applied Economics Letters 13 (2006), 347-349]

Thomas Wein: Associations’ Agreement and the Interest of the Network Suppliers — The
Strategic Use of Structural Features, March 2005

Christiane Clemens and Maik Heinemann: On the Effects of Redistribution on Growth
and Entrepreneurial Risk-Taking, March 2005

Christiane Clemens and Maik Heinemann: Endogenous Redistributive Cycles — An
overlapping Generations Approach to Social Conflict and Cyclical Growth, March 2005
Joachim Wagner: Exports and Productivity: A Survey of the Evidence from Firm Level
Data, March 2005

[published in: The World Economy 30 (2007), 1, 60-82]

Thomas Wein and Reimund Schwarze: |Is the Market Classification of Risk Always
Efficient? - Evidence from German Third Party Motor Insurance, March 2005

Ingrid Ott and Stephen J. Turnovsky: Excludable and Non-Excludable Public Inputs:
Consequences for Economic Growth, June 2005 (Revised version)

[published in: Economica 73 (2006), 292, 725-742

also published as CESifo Working Paper 1423]

Joachim Wagner: Nascent and Infant Entrepreneurs in Germany.

Evidence from the Regional Entrepreneurship Monitor (REM), March 2005

[published in: Simon C. Parker (Ed.), The Life Cycle of Entrepreneurial Ventures
(International Handbook Series on Entrepreneurship, Volume 3), New York etc.: Springer,
2006, 15-37]



Leuphana Universitat Lineburg
Institut fir Volkswirtschaftslehre
Postfach 2440
D-21314 Lineburg
Tel.: ++49 4131 677 2321

email: brodt@leuphana.de

www.leuphana.de/vwl/papers



	Introduction
	Economies of scope in railways -- theoretical background and previous research
	Methodology
	Modeling approach and data description
	Results
	Conclusions



