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Online Appendices
Technical Change, Non-Tariff Barriers, 
and the Development of the Italian Locomotive Industry, 1850–1913

SUPPLEMENTARY MATERIAL. THE EVOLUTION OF THE RAILWAYS IN ITALY DURING THE LIBERAL AGE

The text provides a brief account of the evolution of the Italian railway network from its origins (1839, when the short trunk connecting Naples to Portici was opened) to the eve of WWI. 

The Pre-Unitarian Period, 1839–1860

Camillo Cavour, the main architect of Italy’s Unification, was a great supporter of railways, considering them as a source of civilization. His Des Chemins de Fer en Italie (1846), written when he was a member of Piedmont’s parliament, had a certain resonance among European elites.[footnoteRef:1] The 1846 Cavourian piece was mainly written against the Austrian plans for the future development of Northern Italy’s railways (Lombardy and Venetia, including, of course, Trieste and its port, were then part of the Habsburg Empire). The Austrian policy aimed to strengthen the commercial relation between Wien and Trieste, and its port on the upper Adriatic sea, and, at the same time, to downsize Genoa’s commercial ambitions, tied naturally to the development of its port in the upper Mediterranean sea. A few years later, as Prime Minister, Cavour was able to pursue effectively his ideas on railways and Italian unification. The opening in 1853 of the line connecting industrial Turin to Genoa and its port, represented the first achievement of his railway policy. In 1854, the “Sampierdarena”—the first 100-percent Italian steam locomotive, named after the place of production near Genoa—was produced by the new born Ansaldo factory. The development of an important engineering company in Genoa was part of the Cavourian project too.  [1:  Cavour (1846). On Cavour and early development of Italian railways see Einaudi (1938). ] 

In the pre-Unitarian period the extension of the railway network was limited and the system had an eminently local character as a result of the uncoordinated installation of railways by pre-Unitarian states. The railway lines were typically built by a large number of concessionaires. Numerous individual lines, of full or narrow gauges, were in private hands and the management of the network reverted to the State only in subsequent years. We refer the reader to Peter M. Kalla-Bishop (1971), pp. 11–30 for a more complete treatment of the early development of the railway network in pre-Unification Italy, and of the leading actors of the time—Cavour, Metternich, Pius IX, and, especially so, the Rothschilds.

The Post-Unitarian Period, 1861–1913

A useful point of departure to approach the study of the steam locomotive industry is the outline of the institutional evolution of the railway system in post-Unification Italy. In this respect, it is possible to distinguish four major phases (Cornolò, 1998):[footnoteRef:2]  [2:  Fenoaltea (2011) suggests a somewhat different periodization, which is essentially based on the different waves of construction of the railway network, rather than on the institutional arrangements. A detailed account of the evolution of the Italian railways system can also be found in Crispo (1940) and Guadagno (1996).  ] 


(a) The Railways Conventions of 1865 (1865–1876)
The extension of the Italian network in 1864 amounted to some 3,850 kilometers. As a term of comparison, the situation elsewhere was the following: United States (56,000), United Kingdom (18,000), France (12,000 km), Germany (16,000), Austria (5,800), Spain (2,800), Russia (2,400), World (130,000).[footnoteRef:3] A certain number of regions (including Basilicata, Calabria, and Umbria in mainland Italy, and the two big islands of Sicily and Sardinia) were in 1864 still without rails. After the country’s Unification (1861), the law no. 2279 of 1865 established that four major private “franchise” firms should be appointed for the operation of the existing railway systems and for the construction of new ones. The companies to whom the Railway Conventions of 1865 entrusted the management of the network were: [3:  Giordano (1864), p. 93. The numbers referring to Italy also include Venetia and Latium only annexed to the country respectively in 1866 and 1870. According to Istat (1958, p. 137) the extension of the Italian network was of 8 km in 1839 (from Naples to Portici), about 1,200 in 1855, about 2,400 in 1860, about 6,400 in 1870, about 9,100 in 1880, about 12,200 km in 1890, about 14,400 in 1900, about 15,300 in 1910, about 16,200 in 1920, about 16,900 in 1930, about 17,000 in 1940, and, finally, about 16,700 in 1955. ] 

· Società delle Strade Ferrate dell’Alta Italia (SFAI): This company was under the control of the Rotschilds until 1878 and was managing mostly the network in Northern Italy, as the name suggests.[footnoteRef:4]  [4:  Starting with 1867, after the annexation of Venetia to the country, the management of the Venetian railway network passed from Südbahn to SFAI. Technical details on the SFAI’s locomotive fleet are in Società delle Strade Ferrate dell’Alta Italia (1876).] 

· Società delle Strade Ferrate Romane (SFR): This company was managing mostly the lines operating in the previously Papal States.[footnoteRef:5]  [5:  A detailed account of the railways system in the Papal States during the Pio IX era is in Panconesi (2005). Technical details on the SFAI’s locomotive fleet are in Società delle Strade Ferrate Romane (1878).] 

· Società Italiana delle Strade Ferrate Meridionali (SFM): This company was managing the lines along the Adriatic coast from Bologna to Otranto plus an additional trunk connecting Foggia to Naples. 
· Società Strade Ferrate Vittorio Emanuele (then Società per le Strade Ferrate Calabro-Sicule, SFCS), operating mainly in Sicily.

(b) “Indirect” State Control (1876–1885)
This is a rather obscure phase in which, due to the financial difficulties of the “franchisee” companies, the State was forced to gradually take back their control.[footnoteRef:6] [6:  “Eventually, in 1868 the company ran out of money and went bankrupt. Willy-nilly, the state took over the planned system, calling it the Calabria-Sicilian Railroads.”(Kalla-Bishop 1971, p. 46). The sentence refers specifically to the Società Strade Ferrate Vittorio Emanuele, but it is more generally representative of the financial difficulties of various Italian railway companies of the time. ] 




(c) The Railways Conventions of 1885 (1885–1905)

After a decade of “indirect” State management (1876–1885) the system underwent a major reform in 1885, when the management of the vast majority of the railway network was assigned to three operating companies by means of a 20 year renewable contract. Two major ones, the Rete Adriatica (RA) and the Rete Mediterranea (RM), covered the peninsula along a west-east divide, and a third one, the Rete Sicula (RS), operated in Sicily.[footnoteRef:7]  [7:  The full name of the three companies is Società italiana per le strade ferrate meridionali, operating on the Rete Adriatica, the Società italiana per le strade ferrate del Mediterraneo, operating on the Rete Mediterranea, and the Società italiana per le strade ferrate della Sicilia, operating on the Rete Sicula. When referring to the three companies the historical sources often use the shorter labels “Rete Adriatica,” “Rete Mediterranea,” and “Rete Sicula,” or even the RA, RM, and RS acronyms used by the companies to mark their locomotives. According to Ministero dei lavori pubblici. Regio ispettorato generale delle strade ferrate (1901), pp. 123–124, the existing stock of 1,789 locomotives was assigned in June 1885 to the three newborn companies in the following way: 760 were given to the RA; 920 to the RM; 109 were finally assigned to the RS. The 1,789 locomotives were inherited from Alta Italia-SFAI (976), Romane-SFR (320), Meridionali (296), and Calabro-Sicule (197).] 


(d) The Creation of the Ferrovie dello Stato (1905–1913)

Finally from 1905, at the end of the 20 year contract with the three operating companies previously mentioned, the railways system was directly managed by the State through the newborn Ferrovie dello Stato (FS) a fully public company.[footnoteRef:8]  [8:  According to Ministero dei Lavori pubblici. Direzione generale delle ferrovie dello Stato (1906), p. 95, in July 1905 the newborn Ferrovie dello Stato inherited from the existing major companies a total of 2,664 locomotives (including the 1854 Sampierdarena). The company-by-company breakdown is as follows: 1,617 from the RM, 877 from the RA, and 170 from the RS.] 

Figure 1 illustrates the extension of Italy’s railroads in selected years from 1861 to 1909. In 1861 there was no “national” network yet, although Milan and Ancona (on the Adriatic coast) were connected by a line passing through Bologna and other urban centers of the broad Po valley. A few years later, in 1866, the main trunks along the Tyrrhenian and Adriatic coastal plains were terminated.[footnoteRef:9] The map for 1886 shows that the main inlands of Sicily and Sardinia had their own network, and that Calabria, in the toe of Italy’s boot, was linked to Naples. In 1909, almost at the end of the period here considered, the vast majority of the network was built, and included a relevant numbers of lines crossing the Apennines, with gradients of a certain relevance requiring particularly powerful locomotives. After all, it has been noticed, “the familiar boot-shaped peninsula of Italy … is not particularly kind to railways on the ground.”[footnoteRef:10]  [9: The rapid network extension in the aftermath of the country’s Unification (1861) had probably more to do with the necessity of rapidly moving the troops across the territory (to prevent or repress insurrections) than with economic reasons.]  [10: Kalla-Bishop (1971), p. 11.] 
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FIGURE 1
THE EVOLUTION OF THE ITALIAN RAILWAYS, SELECTED YEARS

Source: Ferrovie dello Stato (1911).
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