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Study of development of regional railway system in Bukovyna

Abstract. The article is devoted to the study, generalization and systematization
of scientific knowledge about the history of the establishment, development and
operation of the regional railway system in Bukovyna in the second half of XIX — early
XX centuries. The authors attempted to analyze the process of creation and operation
of railways in Bukovyna during the reign of the Austro-Hungarian Empire based on a
wide range of previously unpublished archival documents, periodicals, statistical
literature and memoirs. The article studies the development of organizational bases for
the construction of railways, the activity of the communication network management,
lists a whole range of requirements and tasks set for railway transport in Bukovyna,
the progress of their implementation, considers successes and difficulties in this work.
It is determined that private railways, as important transport arteries of Bukovyna,
were of national importance and played a significant role in the transport system of
Austria-Hungarian Empire. They served the leading economic districts of Bukovyna,
acting as an integral part of production in each of them. In other words, they were used
for development of local, intersectoral and interregional relations. Regional railways,
first of all, played an important role in the social and economic life of Bukovyna region.
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In most cases, they did not carry the strategic cargo, but made it possible to connect
the most remote corners of separate areas of the region into a single whole. In practice,
local railways were a significant addition to the main central line, providing the latter
with a greater intensity of cargo and passenger turnover and thus increasing their
profitability. At the same time, the trade volume between the outskirts and the center
of the Austro-Hungarian Empire was increased. It contributed to the intensification of
economic development of certain districts of Bukovyna region.
Keywords: Austro-Hungarian Empire; Bukovyna; Chernivtsi; railway transport;
regional railway; development history

Introduction.

The history of various aspects of the life of the Austro-Hungarian Empire was and
remains, for many researchers, the object of special attention and the source of constant
scientific discussions and disputes (Bulutgil, 2017; Soroka, 2018; Choliy, 2020).
Among the complex problems of the historical past of Austro-Hungarian Empire, the
matter of development and function of its railroad system is of great interest to
historians (Kun, 2019; Fesovets, 2020; Bali, 2014). And it is not an odd thing, as the
thorough study of the work of railway transport allows us to identify the fundamental
laws of internal development processes of any country, to comprehensively
characterize its socio-economic, military, and, in many ways, political state, etc
(Hurinchuk, 2019; Strelko & Pylypchuk, 2021a; Strelko & Pylypchuk, 2021b; Strelko,
Berdnychenko, & Pylypchuk, 2021). The same can be said about the history of railway
transport in the vast expanses of Austro-Hungarian Empire as a whole and its separate
regions, Bukovyna, for example. It is explained by the fact that railway
communications have always played a crucial role in the implementation of mass
transportation of people and cargo, organically combining the interests of people and
the economics (Li, Wen & Jiang, 2017; Paun, 2017; Voicilas, 2017).

For Bukovyna, the period from the second half of the X1X — beginning of the XX
century was marked by a significant development of domestic and foreign trade, the
growth of the rural and urban population, the strengthening of ties between the city and
the village, and the growth of productive power. All the above-mentioned processes
indicated a gradual transition from the feudal mode of production to the capitalist one
(Dobrzhanskyi, 2017; Lipelt, 2018; Purici, 2017).

In Bukovyna, the communication routes were developed and improved within the
frame of the system of progressive capitalism. And this is understandable. After all, it
is impossible for the capitalism with its commodity nature of production, the search for
profitable sales markets and sources of raw materials to function normally without a
good communication network. The state of this network has huge influence on the level
of development of transport, which makes up the fourth sphere of material production
along with the extractive industry, agriculture and processing industry. In the end, all
this is reflected in the overall social, economic and cultural development of the country
or any of its separate region. This fully applies to such a wonderful land as Bukovyna.

134


https://www.hst-journal.com/
https://www.sciencedirect.com/science/article/pii/S2405535217300013?via%3Dihub#!
https://www.sciencedirect.com/science/article/pii/S2405535217300013?via%3Dihub#!
https://www.sciencedirect.com/science/article/pii/S2405535217300013?via%3Dihub#!

https://www.hst-journal.com Icmopist Hayku | mexHiku, 2022, mom 12, gunyck 1
History of science and technology, 2022, vol. 12, issue 1
We are convinced that a comprehensive study of the history of Bukovyna railways will
allow us to better understand the state and level of development of the railways of
Eastern Europe as a whole, to understand their significance in the economic and
cultural development of Bukovyna region. Such a study will make it possible to
determine the specifics of the development of railway transport in Bukovyna, its
general and distinctive features in comparison with other regions. This will also make
it possible to determine the phenomenon of the construction of a railway system in
Bukovyna region, which was almost fully developed at the beginning of the twentieth
century. The railways remained mostly unchanged with its general features preserved
to this day.
Goal of study is to research, generalize and systematize scientific knowledge
about the history of the establishment, development and functioning of the regional
railway system in Bukovyna in the second half of the XIX — early XX centuries.

Research methods.

Until now, historical science practically ignored the questions of the system of
communication routes, in particular railway transport in Bukovyna. The existing
scientific researches devoted to the railways of Bukovyna highlight only some aspects
of the operation of railways without an organic combination of economic and strategic
functions (Soroka, 2018; Kun, 2019; Bali, 2014; Cioanca, 2019). Therefore, under
these circumstances, there is an objective need for a thorough study of the railway
transport system of Bukovyna during the Austro-Hungarian period. Such an approach
gives the opportunity to eliminate a number of unresolved issues that are insufficiently
covered by historians and organically associated with the development and functioning
of Bukovyna regional railway system in 1866—-1918.

Results and discussions.

The study of the history of regional railways in Bukovyna in the late XIX — early
XX century is of particular interest for understanding the processes of improvement of
transport links in Bukovyna, the economics and the formation of financial capital in
Austria-Hungary. The specifics of the construction of regional railways, which
required attracting large long-term investments, dictated the need to seek help from
banks. Hence the close and strong connection of railway enterprises with banks. That
Is why, on the example of private railway transport, one can more clearly follow the
process of how “banks grow from a modest role of intermediaries to all-powerful
monopolists”, see the emergence and development of financial capital and methods of
its management.

The problem of transport construction and the role of regional railways in the
economy of Bukovyna in the 80s of the XIX century in particular as well as its
operational subordination were to some extent the subject of research of I. V. Zhaloba
(Zhaloba, 1991, p. 17). Having introduced into scientific circulation the materials of
various funds from the archives of Chernivtsi, Vienna, Lviv, Zhaloba came to the
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conclusion that “the initial prerequisite for the development of railways in Austrian
Empire, including Bukovyna, was the intensive development of capitalism
immediately after the revolutionary events of 1848-1849. Besides this starting point
there were other factors that led to the construction of railways in the region. Among
them there are the desire of Vienna government to ensure its own military, political,
commercial and economic interests of the Austrian bourgeoisie in Eastern Europe, and
the need to draw Bukovyna more closely into the state and economic system of Austria-
Hungary” (Zhaloba, 1991, p. 15).

It is known that Lviv — Chernivtsi railway was opened on September 1, 1866
(Kaim, Taczanowski, Szwagrzyk, & Ostafin, 2020) and its extension to Suceava was
opened on October 28, 1869. The construction of the first Bukovyna railways was
carried out by various foreign construction companies after lengthy negotiations on the
construction of tracks, railway stations, access roads, etc. “Local and foreign capitalists
were interested in the improvement of Bukovyna's transport links, they sought to
facilitate the pumping of raw materials from this rich Bukovyna region and the import
of industrial goods from the parent state and developed European countries”
(Nussbaum, 1950, p. 114). It is clear that transport system construction in Bukovyna
accelerated the development of capitalist relations in the regional economy and at the
same time became the basis for strengthening of the colonial and imperialist
exploitation of the region's working population.

The period of rapid construction of tracks, bridges, railway stations, stations,
various technical structures, etc. lasted in Bukovyna for more than three decades — from
1865 to 1898. During this time, the main agricultural areas, timber and rafting points
of Bukovyna received access to seaports and the railway system of neighboring states
— Romania and the Russian Empire. In addition to the first railway Lviv — Chernivtsi —
[asi, whose length was 144 km and which met all the above mentioned needs, this was
further facilitated by the construction of a regional railway system, which began its
development in the 80s of the XIX century.

If we scratch just the surface of the question of development of the railway system
in Bukovyna in the second half of the XIX century, then we’ll get the following picture.
The first railway Lviv — Chernivtsi — lasi provided an opportunity for Bukovyna's
agricultural and local products to reach Romania, Galicia and the central regions of the
Austro-Hungarian Empire. Chernivtsi — Novoselytsia railway was built in 18831884,
its length reached 131 km (Zhaloba, 1990). It connected Bukovyna with the Russian
Empire and facilitated the export of Bukovyna forest to the Russian Empire and the
import of Russian grain to Bukovyna’s mills, as well as carried out transit
transportation of Russian bread to Europe through Bukovyna. Hlyboka — Beregomet
(on Seret) railway with a length of 53 km with a side line — Karapchev — Chudey
(19 km) was constructed in 1886. This railway connected the main line Lviv —
Chernivtsi — Iasi with the deep timber and livestock areas of Northern Bukovyna. At
the same time, the railways were built that connected Chernivtsi with Vashkivtsi,
Vyzhnytsia (Nepolokivtsi — VVyzhnytsia line), Luzhany and Zalishchyky (Chernivtsi —
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Zalishchyky line). These railways provided Chernivtsi with agricultural products of the
agricultural regions of Northern Bukovyna. They were also used to transport timber for
further transportation to the Russian Empire.

The critically important stage in the development of transport links between
Bukovyna and neighboring states was the connection of the region's railway system
with the railways of the Russian Empire and Romania. This connection became
possible in 1893 due to the construction of tracks between Novoselytsia and Balti, Balti
and Odesa. In addition, traffic was opened in the direction of Novoselytsia — Mohyliv-
Podilskyi — Zhmerynka — Kyiv. After Chernivtsi railway was connected to one of
Novoselytsia, and then with the Russian south-western railway, this railway was
removed from under the management of Bukovyna Railways Joint-Stock Company
and became a state-owned railway. The following data indicate the cargo turnover of
Bukovyna railways: the railways of the Bukovyna region transported 6 million tons of
various cargo and 1.35 million passengers in 1895 (Zhaloba, 1990). These railways
used 120 railcars.

However, the increase of railway construction did not last long. Following a
thirty-year period of relatively revived railway construction in Bukovyna in the last
quarter of the XIX century, a period of complete inactivity in this area came. New
tracks were no longer built, and many areas of the region, especially mountainous ones,
were not covered by the railway system. In general, the direction of railways pursued
purely imperialist goals of foreign capital in Bukovyna. As a rule, the tracks were lied
out from the center of Bukovyna — Chernivtsi city — to areas that produced agricultural
and forest products for export. Due to these circumstances Chernivtsi, which itself also
had a favorable geographical position in the south-west of the Austro-Hungarian lands,
turned into an important shopping center that carried out export operations not only in
Bukovyna, but also in Bessarabia and Moldova.

Nevertheless, the pace of railway construction in Northern Bukovyna lagged far
behind the pace of railway construction in other states, for example, in the Russian
Empire, Germany, Austria-Hungarian Empire itself, etc. Thus, the railway system of
Bukovyna grew from 114 km to 400 km in the period from 1865 to the end of the XIX
century, that is it became 3.5 times longer. During the same time, the length of the
railways of the Russian Empire increased more than 7 times, Germany — 12 times (in
the period from 1845 to 1875), England — 6 times (in the period from 1845 to 1875)
(State Archives of Chernivtsi region. Fund 3, Inventory 2, Case 194, Sheets 198; State
Archives of Chernivtsi region. Fund 3, Inventory 1, Case 5392, Sheets 1-2).

As a result of the railway construction in Bukovyna, the development of capitalist
relations in the regional economy accelerated. At the end of the XIX century, a more
rapid development of industrial production began, a number of enterprises processing
agricultural raw materials were built, and the forestry and woodworking industry was
developing. Most of the products of these industries were exported. At the same time,
the improvement of transport links with more developed countries led to increased
competition of industrial goods of these countries with products that were produced in
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Bukovyna. Under these conditions, home production almost completely disappeared.
At the end of the XIX century, a period of decline in crafts began. In general, this was
the picture of the social and economic life of Bukovyna in the late XIX — early XX
century, outlined by the development of the railway system of the region. Lviv —
Chernivtsi — Iasi railway, which crossed Bukovyna from Northwest to Southeast,
significantly increased trade in the Bukovyna region, but more so did the construction
of regional railways. Here is what I. V. Zhaloba says about this: “Local railways have
played the important role in the social and economic life of the region. In most cases,
they did not carry the strategic cargo, but made it possible to connect the most remote
corners of separate districts of the region into a single whole. Such railway tracks were
a significant addition to the main railway line, providing the latter with a greater
intensity of cargo and passenger turnover and thus increasing its profitability. At the
same time, increased trade between the outskirts and the center was achieved, since
existing transport obstacles were largely eliminated. Even such goods, which were not
even transported previously due to the difficulty of transportation on unpaved roads
and significant horse-drawn tariffs, are started to be delivered. This applies to the
direction of both from the center to the outskirts, and vice versa. In addition, there was
another winning point for the outskirts: they could transport low-value cargo and goods
that were not previously exported due to their low profitability. With the emergence of
railways, it was more profitable for their boards to transport cargo of even insignificant
profitability than to drive empty cars. This has had a positive impact on the economic
intensification of regional districts. Of course, the construction of railway tracks did
not automatically lead to the development of the local economy — favorable local
conditions were needed that could enhance the impact of the new transport means and
give a positive result. The cultural and political consequences of the construction of
regional railways should also be mentioned. The railways, as a complex type of
economic activity, were equipped with modern means of communication — telephone,
telegraph. With their help, remote areas gained access to operational information, not
to mention the delivery of periodicals and the like” (Zhaloba, 1996).

In the early 70s of the XIX century, one of the most acute and exigent issues in
the government circles of Austria-Hungary and military circles, among the commercial
and industrial bourgeoisie and landlords, in public publications was the question of
immediate measures for the fast development and construction of regional railways in
Bukovyna region. The motivation to build these railways arose due to two reasons. On
the one hand, it was due to the economic state crisis of 1873, which put an end to the
participation of private capital in large-scale railway construction. On the other hand,
it was the fact that the main railway lines had already been built and therefore the issue
of building of regional railways was on the agenda in government circles. That is why
the Ministry of Commerce approved the law on the status of regional railways on May
25, 1880 and the order of the on the status of regional railways was issued on May 29,
1880. According to this law, the decision-making process for the construction of
regional railways was simplified, and the measures on facilitation of its operation were
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determined. This law has been repeatedly supplemented by various legislative acts, as
evidenced by the literature data (Strelko & Pylypchuk, 2021a; Strelko &
Pylypchuk, 2021b; Strelko, Berdnychenko, & Pylypchuk, 2021). It is clear that these
legislative provisions prepared the legal basis, within the frame of which the
construction of regional railways in Bukovyna began in the future. In general, the
system development plan is based on the priority requirements of the region's economic
development. The system of these railways was supposed to connect the agricultural
inner districts of Bukovyna with Chernivtsi and with the central railway line thought
the shortest route.

The experienced Austrian engineers believed that the network of regional
railways should meet the following conditions:

1) to open the shortest ways for agriculture, cattle breeding, forestry, etc.
enterprises to sell their products, with access to the central railway line of Bukovyna;

2) to build the shortest connection between the forest districts of Southern
Bukovyna and ones of Northern Bukovyna, so the former ones could receive food
transported with these railways;

3) to connect some settlement centers of Bukovyna to Chernivtsi and among
themselves;

4) to provide the entire railway system with fuel, mainly firewood, and also carry
this fuel at affordable prices for use in Eastern Galicia.

The local railways had to meet military and strategic tasks — “the possibility to
quickly move and concentrate troops on the borders of the Empire, especially in the
south-eastern direction (with Romania and the Russian Empire)” (Russian State
Historical Archive, Fund 207, Inventory 3, Case 162, Sheets 138-143; Russian State
Historical Archive, Fund 1272, Inventory 1, Case 19, Sheet 3).

The first regional railway in Bukovyna was Chernivtsi — Novoselytsia railway. It
was one of the largest regional railways. It connected Chernivtsi with the city located
on the border of the land that then belonged to Russian Empire, it crossed the rich and
densely populated area of Northern Bukovyna and through Novoselytsia connected
with the Russian fertile lands — Bessarabia and Podillia. The construction of Chernivtsi
— Novoselytsia railway made it possible to export Bukovyna forest to the southern
regions of the Russian Empire, and Bukovyna imported agricultural products from
those regions.

The construction of this railway was preceded by almost a decade of struggle
between supporters and opponents of the construction of such a long and expensive
local line to the border with the Russian Empire. The most far-sighted statesmen and
representatives of the Austrian bourgeoisie advocated the construction of this railway,
which would facilitate access to the Russian Empire and would benefit the military and
political as well as economic interests of Austria-Hungarian Empire. In its turn,
Bukovyna Chamber of Commerce and Industry also repeatedly appealed to the
Ministry of trade of Austria-Hungarian Empire with a proposal to quickly connect
Chernivtsi-Suceava line with Russian railways, as well as with Hungarian railways (via
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Maramures — Sziget). According to the Chamber, this would make it possible to speed
up transportation of goods from Bukovyna, Podillia, Bessarabia and north-eastern
Romania and reduce its cost. In addition, the opinion of I. V. Zhaloba deserves special
attention. I. V. Zaloba claims that “despite the significant progress made by Lviv-
Chernivtsi-Suceava railway in the transport industry, its financial situation was initially
very shaky, and it had an unstable financial balance. Under these conditions, the
Railway Board was actively looking for a way out of the current situation. In his
opinion, one of the main reasons for this situation was the lack of free access to the
Russian Empire through Novoselytsia and Tomaszow” (Zhaloba, 1996). However, it
was only on June 5, 1883 that Bukovyna entrepreneurs and landowners A. von Petrino,
N. von Mustatsia, G. Popper, S. Stepanovych and J. von Zottia received permission for
the construction of Chernivtsi — Novoselytsia railway. The first meeting of the founders
of Local Railway Chernivtsi — Novoselytsia Joint-Stock Company - the first local joint-
stock railway company in Bukovyna was held as soon as on July 15, 1883 (State
Archives of Chernivtsi region, Fund 300, Inventory 1588, Sheet 1-3).

The state and Lviv — Chernivtsi — lasi Railways Joint-Stock Company participated
in the creation of the share capital through purchase of shares.

The construction of Chernivtsi — Novoselytsia railway was carried out by the
Austrian company “V. Knauer and E. Gross”, which was considered to be very
competitive and professional as it also simultaneously built railways in Eastern Galicia.
The supervision of the quality of construction was carried out by Lviv — Chernivtsi —
[asi Railways.

The construction of Chernivtsi — Novoselytsia railway was completed fairly
quickly. Several factors contributed to this: weather, favorable geographical location
and enthusiasm of builders. The largest part of work was done only on the one segment
- near Boiany village, where it was necessary to carry out large — scale earthworks
related to Prut River. There an impressive earth embankment was raised and protective
structures were constructed. According to the plan of the builders, this segment of the
railway was also supposed to prevent the spread of flooding at Prut river and stop soil
erosion. The rails were supplied from Teschen enterprises, oak sleepers and crushed
stone for the railway track were supplied by Bukovyna enterprises.

The first test locomotive raced from Chernivtsi to Sadhora along the 7.5 km
segment on May 11, 1884 (Eigenverlag der Bank, 1914, p. 35). However, the entire
line from Chernivtsi to Novoselytsia was put into operation on July 12, 1884. This
31 km long railway was built in just a month. The stations were opened at Zhuchka,
Sadhora, Boiany and Novoselytsia. The railway was designed for a speed of 25 km per
hour, two three-axle tender locomotives were constantly operating on this railway
(Ziffer, 1908, p. 47).

Lviv — Chernivtsi — lasi Railways Joint-Stock Company took the management
over Chernivtsi — Novoselytsia railway after it was put into operation. According to the
Treaty dated July 27, 1883 and its annex dated June 5, 1884, this railway was given in
the management of the Joint-Stock Company for 20 years. However, the state began to
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carry out the management of its operation and operation of the central lines in favor of
the owners, as early as 1889. And yet the last railway with all its property was bought
by the state in 1894. Thus, since January 1 of this year, it has fallen into the category
of state-owned railways — the railways that were owned and operated by the state at its
own expense (State Archives of Chernivtsi region, Fund 300, Inventory 2, Case 41,
Sheet 2; Fund 300, Inventory 2, Case 41, Sheets 4; Fund 300, Inventory 3, Case 111,
Sheets 10-18, Sheets 54-55).

The connection of Austrian and Russian railways in Novoselytsia was the
important milestone in the development of the local railway Chernivtsi-Novoselytsia
and the event that has long been sought by Bukovyna business circles. Back in the late
80s of the XIX century Russian newspapers in Bukovyna made it known that the
Russian government intended to build Novoselytsia-Lipcani-Kruty railway (to connect
it with the railway line to Odesa) and Novoselytsia — Mohyliv-Podilskyi — Zhmerynka
railway (to connect it with the railway line to Kyiv). On May 24, 1889, the Presidium
of the regional administration of Bukovyna wrote in this regard to the Ministry of
Commerce: “The railway connection with the Russian Empire through Novoselytsia
will be of the major significance for Bukovyna, especially in matters of trade” (State
Archives of Chernivtsi region, Fund 3, Inventory 1, Case 5392, Sheets 1-2).

The importance of such a connection was also noted by Russian travelers, who
visited Bukovyna at that time. In Particular, V. Krestovskij wrote about this: “...this
railway will gain commercial and industrial significance only when it connects with
the line of the Russian railway, which is currently under construction, as it will connect
Chernivtsi with Odesa. As a result, the Austrian Bukovyna will gravitate even more
towards Russia and receive the main benefits of transit that is now going exclusively
through Romania to Galati. Then most of the cargo will be sent to Odesa after this route
will free them of the overhead costs of double loading in Galati and Sulinsky road, as
it is often, if necessary, practiced at the present time” (Krestovskij, 1891, p. 93). Both
Lviv — Chernivtsi — Iasi Railways Joint-Stock Company and Bukovyna Regional
Railways Joint — Stock Company (Local Railway Chernivtsi — Novoselytsia Joint —
Stock Company was renamed into Bukovyna Regional Railways Joint — Stock
Company at the Extraordinary General Meeting on October 5, 1885 in connection with
the adoption of a concession for the construction of a number of other railways) were
interested in such a connection and expected to significantly improve their financial
situation due to an increase in cargo and passenger turnover. This connection was also
a major point in the plans of the Russian side. The products from Podilsk, Bessarabia
and Kherson enjoyed wide sales in the Austrian provinces of Western Europe, and
Russian South-Western Railways enjoyed the profit from their transportation and from
the transit of Austrian goods, primarily Galician and Bukovyna forests to the Black Sea
coast. The first consultations concerning this matter were held in the early 90s of the
XIX century. They ended in holding of international conference in Kyiv in January
1893. At this conference Bukovyna Regional Railways Joint — Stock Company was
represented by E. A. Ziffer, who at that time held the position of Vice-President. The
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connection of railways in Novoselytsia district in June 1893 was the result of the
reached agreements (State Archives of Chernivtsi region, Fund 297, Inventory 4, Case
4, Sheets 2-3). However, the construction of Russian railway lines, which were
supposed to provide access from Novoselytsia to Odesa and Kyiv, were not completed.
They were put into operation in stages, as construction was completed: August 30,
1892 — Zhmerynka — Mohyliv; December 5, 1892 — Slobodka — Ribnita; November 12,
1893 — Balti — Ocnita, Mohyliv — Ocnita and Ocnita — Lipcani; December 3, 1893 —
Lipkany — Novoselytsia and, at the end, August 21, 1894 — Ribnita — Balti (Statistik
der in dem im Reichsrathe vertretenen Konigreichen und Landern im Betriebe
gestannen Locomotiv-Eisenbahnen, 1902, pp. 70-71). The only 1,225 km long double
— track segment in Bukovyna was built here: one with a width of 1,435 m and the
second — of 1,532 m. The first was used exclusively for the passage of Austrian trains,
and the second one — for the passage of Russian trains in the direction of the Austrian
Novoselytsia and back (Statistik der in dem im Reichsrathe vertretenen Konigreichen
und Landern im Betriebe gestannen Locomotiv-Eisenbahnen, 1902, pp. 70-71).
Chernivtsi — Novoselytsia railway produced the largest profit among the railways of
Bukovyna after connection with Russian railway lines (State Archives of Chernivtsi
region, Fund 297, Inventory 1, Case 1042, Sheets 1-7).

The construction of Lviv — Chernivtsi — Iasi and Chernivtsi-Novoselytsia railways
was only the first step in establishing of a railway system in Bukovyna. Naturally, the
region's needs for a reliable communication network in the context of improving trade
relations were much broader. Lviv — Chernivtsi — lasi railway crossed the Eastern part
of Bukovyna that was the most densely populated and flat terrain of the region.
However, it, as well as Chernivtsi — Novoselytsia Railway, did not touch the forest
storeroom of the region — its main wealth, which gave the main revenues to the regional
budget. Of course, this state of affairs caused complaints from Bukovyna business
community, primarily entrepreneurs of timber industry. The lack of own capital did not
allow to undertake independent significant railway construction projects. At the same
time, if the western part of the region could use convenient waterways and the eastern
part could use unpaved roads for transporting forest (due to the proximity of Lviv —
Chernivtsi — Iasi railway), the middle part of the region felt an acute need for a railway
to be built there (Bodnarchuk, 2018; Hrytsenko, 1959). This also had corresponding
consequences in forestry. The reports of “The forest section of the Agricultural
Association of the Dukedom of Bukovyna” showed that in the early 80s of the XIX
century only 30-40% of the annually cut forest was sold; only 20—-30% of tree trunks
went to the production of shingles and sawn timber, and the remaining 70-80%
remained to rot. Such valuable forest varieties as, for example, beech were sold as
firewood. Such material could be successfully used in other sectors of the economy, in
particular, for the production of railway sleepers.

There was also another task that was no less important: to lay railways deep into
the region and thus to improve economical use of the region, to strengthen the
entrepreneurial spirit there. This would simultaneously facilitate provision of residents

142


https://www.hst-journal.com/

https://www.hst-journal.com Icmopist Hayku | mexHiku, 2022, mom 12, gunyck 1

History of science and technology, 2022, vol. 12, issue 1
of mountainous areas with grain and, in the opposite direction, facilitate the export of
livestock and products of the local handicraft industry. In order to resolve this situation,
the Austrian government issued a concession for the construction and operation of
regional railways on August 29, 1885. It included the following regional railways:
Gatna — Campulung, Hlyboka — Beregomet with a line of Karapchiv — Chudey and
Halikfalfa — Radivtsi with a total projected length of 150 km.

At the extraordinary general meeting of Local Railway Chernivtsi- Novoselytsia
Joint — Stock Company that was held on October 5, 1885, it was decided to accept this
concession and simultaneously rename the company (as indicated above) (State
Archives of Chernivtsi region, Fund 297, Inventory 1, Case 1041, Sheets 2-3). The
capital required to build these lines was estimated at 13.3 million guldens. Along with
other interested parties, Lviv — Chernivtsi — Iasi Railway, the Orthodox Religious
Foundation and the regional administration of Bukovyna took part in its creation. The
construction was carried out by Karl Meger & K company (State Archives of Chernivtsi
region, Fund 297, Inventory 1, Case 1041, Sheets 2-3).

The construction of these railways was performed at a fairly rapid pace. Just
almost a year later, on November 30, 1886, 53 km of the Hlyboka — Beregomet railway
with Karapchiv — Chudey line (19 km) was put into operation. The following stations
were opened on the line from HIlyboka to Beregomet: Hlyboka, Karapchiv,
Storozhynets, Sloboda-Komarivtsi, Zhadova, Lukavets and Beregomet, as well as
stops in Ropcha and Pantsi (now Kalinivka village of Storozhynetskyi district). Two
stations were built in Petrivtsi and Chudey and a stop in Kuptsi on the Karapchiv —
Chudey branch (Ziffer, 1891, p. 96).

After the construction of Hlyboka — Beregomet railway line began, a concession
was granted for the construction and operation of 9 km of wood-transport line from
Beregomet railway station to the steam sawmill in Mezhybrody. Its construction was
carried out simultaneously with Hlyboka — Beregomet railway line and was completed
on December 21, 1886 (Studnytskyi, 2017, pp. 72-82).

At the end of the 80s of the XIX century, the local railways of Southern Bukovyna
were also put into operation: 67-kilometer long Gatna — Campulung line — on May 1,
1888; 8-kilometer long Halikfalfa — Radivtsi line — on November 17, 1889; as well as
20-kilometer wood-transport Vama-Rus-Moldavytsa line — on August 15, 1889
(Worobkewicz, 1893, p. 116).

Under the relevant agreements Lviv — Chernivtsi — lasi Railway Company carried
out the operation of Hlyboka — Beregomet — Mezhybrody and Gatna — Campulung
railway lines. After the company was subordinated to the state administration in June
1889, all the above-mentioned railways, as well as those, whose construction was
completed after the specified period, were transferred to state management. From that
time until the beginning of XX century, they were in the category of private railways,
the operation of which was carried out by the state at the expense of the owners (State
Archives of Chernivtsi region, Fund 300, Inventory 1, Case 279, Sheets 1-2).
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Thus, at the beginning of 1890, the total length of the railways of Bukovyna

Regional Railways Joint — Stock Company was 208 km. The amount of 14.7 million

guldens was invested in them (Denkschrift anlasslich des 25-jahrigen Bestandes der
Aktiengesellschaft “Bukowinaer Lokalbahnen”, 1908, p. 8).

Conclusions.

The period of rapid construction of tracks, bridges, railway stations, stations, and
various technical structures, etc. lasted in Bukovyna for more than three decades —from
1865 to 1898. During this time, the main agricultural areas, timber and rafting points
of Bukovyna received access to the seaports and railway systems of neighboring states
— Romania and the Russian Empire. But this goal was achieved not only due the
construction of the first railway Lviv — Chernivtsi — lasi that was 144 km long and met
all of the above mentioned requirements, but also due to the construction of a regional
railway system of the region, which began to develop in the 80s of the XIX century.

It is determined that private railways, as important transport arteries of Bukovyna,
were of national importance and played a significant role in the transport system of
Austria-Hungarian Empire. They served the leading economic districts of Bukovyna,
acting as an integral part of production in each of them. In other words, they were used
for development of local, intersectoral and interregional relations.

Regional railways, first of all, played an important role in the social and economic
life of Bukovyna region. In most cases, they did not carry the strategic cargo, but made
it possible to connect the most remote corners of separate areas of the region into a
single whole. In practice, local railways were a significant addition to the main central
line, providing the latter with a greater intensity of cargo and passenger turnover and
thus increasing their profitability. At the same time, the trade volume between the
outskirts and the center of the Austro-Hungarian Empire was increased. It contributed
to the intensification of economic development of certain districts of Bukovyna region.
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Oxkcana IInanmuyk
Jlep>kaBHUI YHIBEpPCUTET IHPPACTPYKTYpPHU Ta TEXHOJIOTIH, YKpaiHa

JocuixxeHHs icropii popMyBaHHSI MepeKi perioHaJIbHUX 3aJi3HULb HA
BykoBuHi

Anomauia. Cmamms npucesuena 6U84eHHIO, Y3a2aibHeHHI0 ma cucmemamu3ayii
HAYKOBUX 3HAHbL NPO ICMOPI0 CMAHOBNEHHA, (QOPMYBAHHA mMa (OYHKYIOHYBAHHS
mepexci peioHanbHuX 3a1isHuyb Ha bykosuni y opyeaiii nonosuni XIX — na nouamxy XX
cmonims. Ha ocro6i wupokoeo kona pariuie He onyoaiKO8AHUX APXIBHUX OOKYMeEHMI8,
nepiooudHUX 8UOAHb, CIAMUCTNUYHOL Iimepamypu ma memyapie, agmopu 30iiCHUIU
cnpoby npoaHanizyeamu npoyec CMEOPEeHHs ma (OYHKYIOHYBAHHA 3ANI3HUYb HA
byxoeuni nepiody npasninns Ascmpo-Yeopcvkoi imnepii. Y cmammi 0ocnioceno
CMAHOBIIEHHSl OP2AHIZAYIUHUX OCHO8 CNOPYOIHCEHHSL 3ANI3HUYb, OIIbHICb MEXAHIZMY
VIPABAIHHA KOMYHIKAYIUHOIO Mepedicelo, nepeniueHo Yiiut KOMNIEKC NOCMABIeHUX
nepeo 3ani3HUYHUM mpancnopmom bykoseunu eumoe i 3a60amv, Xxi0 iX GUKOHAHHA,
PO32TIAHYMO Yenixu i mpyoHowi y yiti pobomi. Bcmanoeneno, wo npusamui 3a1i3Huyi,
AK eaxcnuel mparncnopmui apmepii Bykoeunu, manu 3a2anbHooepicashe 3HAYEHHs |
gidicpasanu 3HAYHY pPOJIb 8 MPAHCNOpMHIU cucmemi Aecmpo-Yeopwunu. Bonu
006cy208y8anu nPoGioHi eKOHOMIUHI pationu ByKkogunu, ucmynaiouu 8 KOXHCHOMY 3 HUX
CKI1A006010  4aCmMuHoOl 6upobHuymea. Inwumu cnosamu, 3 ix 00nomo2o00
30ILCHIOBANUCS MiCYesl, Midc2any3e6l | pecioHaNbHi 36 3Kku. Pecionanvhi 3aniznuyi, 6
neputy uepey, 8i0iepasaiu 8adiciugy poib 8 COYIAIbHO-eKOHOMIYHOMY JHCUMMI
OYKOBUHCLKO20 Kpato. B Oinvuiocmi eunaokié 60HU He HeCIu HA COOI 8AHMANCY
cmpameziuHo20 NPU3HAYEHHs, ale 0a8anu MONCIUBICMb 3 '€OHamu 6 €OuHe yine
Haugsiooaneniuli Kymouxku oxpemux oobaacmeu. Illpaxmuyno micyesi (10KabHI)
3ani3HUYi OYIU 3HAYHUM OONOBGHEHHAM OO0 OCHOBHOI MPAHCMAICMPAIbHOL JNiHii,
3abe3neuyroyu 0OCMAaHHil OLbUly IHMEeHCUBHICMb 8AHMANICO- | nAcaM cupo obopomy i
RIOBUWLYIOYU MAKUM YUHOM IXHIO penmabenvHicmy. [lpu ybomy oocseanocs nocunenns
MoBapooOMIHYy Midc OKpaiHow i yenmpom Ascmpo-Yeopcvroi imnepii. Pazom 3 yum
giobysanacs  inmencugikayis  eKOHOMIYHO20  PO3BUMKY  OKpeMUx  patloHie
0YKOBUHCLKO20 Kpalo.
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