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Characteristics of unpaved roads in the late 18" century — early 19" century,
and the design of the first wooden trackway as a forerunner to the Bukovyna
railways

Abstract. In the history of Bukovinian social life in the 1840-1850s, an
important role is played by the fierce struggle for the introduction of rail transport.
This struggle took place in the deepening crisis of the feudal system and the
development of capitalism in the Austrian Empire. Primitive medieval methods of
transporting goods and passengers by waterways and unpaved roads, which for
centuries met the needs of feudal Bukovyna, became a brake on the economic, social
and political progress of the Bukovyna region. The beginning of the transport
revolution in England had a huge public response in Austria-Hungary. The rapidly
developing relationship between scientists and engineers from Austria, Western
Europe and America in this period made a large contribution to the process, as the
newest means of transportation were spreading in the early 19" century, first of all,
in the industrialized regions of Europe. These regions had enough funds for the
construction of roads because they could develop different methods of production.
Today we are mostly interested in the projects of construction of typical means of
transportation on agricultural lands with practically no industry. In the early 19"
century, Bukovyna was one of them. The purpose of this article is to thoroughly
analyze unpaved roads of the late 18" — early 19" century, as well as the project of
the first wooden trackway as the forerunner of the Bukovyna railways. To achieve
this purpose, the authors first reviewed how railways were constructed in the
Austrian Empire during 1830s — 1850s. Then, in contrast with the first railway
networks that emerged and developed in the Austrian Empire, the authors made an
analysis of the condition and characteristics of unpaved roads in Bukovyna. The
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government's attention to Bukovyna's roads was explained by their military,
economic and political significance for the Austrian Empire by the end of the 18" —
early 19™ century. There was a number of state trackways built on the territory of
Bukovyna which crossed the region and ensured the military interconnection of two
Austrian provinces named — Galicia and Transylvania, as well as approached the
borders of the Russian Empire and the Danube principalities. At the same time, they
helped to restore the suspended trade flow in Bukovyna. In addition, the authors
considered the first attempt to create a wooden trackway as a prototype and
predecessor of the Bukovyna railway. It is evident that such an idea played a
significant role in shaping the development strategy of the region in the minds of
Austrian and Bukovinian officials, and became a forerunner for main and regional
railways in Bukovyna.

Keywords: Austrian Empire; transport; construction of railways; periodization;
ways of communication of Bukovina

Introduction.

The development of railway construction in the Austrian Empire in the 19" —
early 20" century can be divided into 4 related chronological periods:

1) the first period of private railways (from the beginning of construction till 1841);

2) the first period of state railways (1841-1854);

3) the second period of private railways (from 1854 till the economic crisis in 1873);

4) the second period of state railways (from 1873 till the collapse of the Austro-
Hungarian Monarchy in 1918).

Of course, each period had its own differences, although they were all
characterized by fluctuations between the two systems of railway construction and
operation, namely, private and public. In general, the history of railway construction
on the territory of modern Austria is quite interesting and educative (Strelko,
Berdnychenko, & Pylypchuk, 2021). It is thoroughly described in the publication
“The Development of Railways In the Austrian Empire: From the Beginning of
Construction to 1854” by I. V. Zhaloba (1995) (Zhaloba, 1995). As it turned out,
wooden trackways were first mentioned in the Austrian chronicles in the late 16th
century. Such trackways were used to take coal and ore out of the mines. For
reference, it took 50 years before this system appeared in England in the early 18"
century. However, England was the first to replace wooden tracks with iron in the
early 18™ century and combine them with steam in the early 19" century. The
opening of the Liverpool-Manchester Steam Railway on August 15, 1830, and its
positive operating experience had revolutionary consequences for the European
communications routes in the 19" century (Georgievskiy, 1893).

It is believed that Austria understood the importance of new types of trackways
quite early. The process was initiated by Franz von Gernster, the Principal of the
Prague Polytechnic University. On December 31, 1807, he addressed the Bohemian
Hydraulic Society with a proposal to build a railway between the rivers Danube and
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Moldova (Verhovskiy, 1892, p. 18). However, he was actively defending artificial
rail roads after Napoleon’s invasion in 1813 (Promyishlennost i tehnika, w.y., p. 87).
It was his son, Franz Anton von Gernster, Professor at the Vienna Polytechnic, who
obtained permission to build a wooden horse-drawn railroad between Mauthausen
and Budweiss on September 7, 1824. The road was designed to transport salt from
Bohemia. A year later, the First Austrian Railway Company began to build its first
railway. The Budweis Railway was launched on September 7, 1827, with only 7
miles of track, and was completed on April 1, 1833. It was the first railway (although
horse-drawn) built on the European continent.

It should be noted that the slow construction of the first railways in Austria was
grounded by the lack of experience in track construction. Yes, it was believed that the
railways should only be built on a flat surface, because train wheels would slide on
the slopes. Other engineers believed that one earth mound could not be enough for
safe movement. Therefore, they first installed the stone foundation, and then covered
it with earth. That is why the construction of railways was expensive and, moreover,
very slow.

The purpose of this article is to thoroughly analyze unpaved roads of the late
18" early 19™ century, as well as the project of the first wooden trackway as the
forerunner of the Bukovyna railways.

Research methods.

To achieve this purpose, the authors first reviewed how railways were
constructed in the Austrian Empire during 1830s — 1850s. Then, in contrast with the
first railway networks that emerged and developed in the Austrian Empire, the
authors made an analysis of the condition and characteristics of unpaved roads in
Bukovyna. The government's attention to Bukovyna's roads was explained by their
military, economic and political significance for the Austrian Empire by the end of
the 18" — early 19" century. There was a number of state trackways built on the
territory of Bukovyna which crossed the region and ensured the military
interconnection of two Austrian provinces named Galicia and Transylvania, as well
as approached the borders of the Russian Empire and the Danube principalities. At
the same time, they helped to restore the suspended trade flow in Bukovyna.

In addition, the authors considered the first attempt to create a wooden trackway
as a prototype and predecessor of the Bukovyna railway. It is evident that such an
idea played a significant role in shaping the development strategy of the region in the
minds of Austrian and Bukovinian officials, and became a forerunner for main and
regional railways in Bukovyna.

Results and discussion.
How Railways Were Constructed in the Austrian Empire in the early 1830 s —
late 1850 s.
Somewhere in the mid-1830s, right before the construction of railways for steam
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locomotives in England, Austria built about 250 km of horse-drawn railways. Noting

this fact, I. V. Zhaloba asked: “How did it happen that the Habsburg Monarchy could
get proper support from the public, private capitalists and the government, and build
the first railway on the European continent?” The answer is: “Let’s consider an aspect
emphasized by K. Gudechek. Unlike England, which had sea routes due to its insular
position, and Germany, which had an extensive network of river routes, Austria, due
to its predominantly mountainous terrain in the pre-railway era, was deprived of these
convenient and cheap means of transportation ... According to P. I. Georgievskiy, the
export goods from Austria and Hungary was impossible at the end of the 18" century
due to the poor condition of the roads: the cost of transporting goods to the border
exceeded their value. Modern Austrian historians also believe that it was due to the
high level of technical education” (Zhaloba, 1995, p. 48).

Of course, another important factor was the hope of large private capitalists to
receive significant revenues from railway transportation. The positive experience of
the Liverpool and Manchester Railway had shown the advantage of rail transport and
its financial benefits. Austrian engineers went to England to study the experience of
using steam locomotives. They did not passively learn from others but made their
best contribution to the improvement of railway trains immediately upon return. It
was decided to build a steam railway that would connect Vienna with the salt
companies in Bochnia (Galicia) (Wandruszka & Urbanitsch, 1973, p. 278).

The construction of railways in the Austrian Empire had been delayed for a long
period of time. The reason was that the first railways, whether horse-driven or
carrying steam locomotives, were mainly built with private initiative and funded from
private companies on the basis of concessions issued by the government.
I. V. Zhaloba noted: “Such concessions contained great privileges for entrepreneurs,
providing an unlimited scope of business activities. In 1838, the government made its
first attempt to create a background for the legislative regulation of the railway
business. According to the governmental decrees, private companies could decide
upon the direction and sequence of railroads, based on their previous profitability
calculations. The state could intervene only when the net profit exceeded 15% of
deposits. In general, although the decrees contained certain restrictions (for example,
the Vienna-Raab Railway was built on the basis of these decrees, and the concession
granted to Simon Sini was different from the one granted to Rothschild), they did not
have any radical impact neither on railway construction nor on the tariff
form” (Zhaloba, 1995, p. 50).

Between 1845 and 1849, Austrian railways made their first attempts to unify
with the German railways (Wandruszka & Urbanitsch, 1973, p. 280). The so-called
Northern Railway was the most successful example. Unlike other private railways, it
has successfully overcome the first difficult period thanks to state loans, private
capital and the necessary administrative measures. In the mid-1840s, this railway
demonstrated high profits (for example, 6.79% in 1846) (Praschinger, 1989, p. 102,
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104). It should be added that the Northern Railway had the highest wages among
private railways in Austria. Moreover, this railway had the lowest fare, and the
highest accuracy of trains.

In general, railway construction in Austria in the 1840s did not stop. However,
despite the fact that the Habsburg Monarchy was not the last European state to build a
railway, it definitely could not overcome the necessary pace of large-scale
development of the railway network. The main reason for this was the economic
crisis caused by the conservative political system. Moreover, it was at that time,
namely until 1845, that the share price fell sharply. This led to the collapse of most
private railways. The construction of the railway network stopped, as did the empire's
credit system, so the state was forced to take decisive measures. On July 10, 1845, a
law was issued to ban the issuance of concessions to private enterprises for the
construction of railways (except for coal railroads). This ban lasted until 1850. In
addition, in November 1846, the state created an Extraordinary Credit Fund at the
State Debt Fund, and began to purchase shares of railway companies at prices that
corresponded to their true value. This was a successful measure. The state used the
previous reduction in the share price, which is why they were quickly bought out. The
money received was directed to the construction of railways. As a result of this
measure, there was a new artificial increase in the price of railway shares, but the
state quickly suspended the purchase for a while to balance the price of shares. At the
end of 1847, the state bought more than half of the issued shares. In general, the sum
of state expenditures on these measures at the end of 1848 amounted to about 26
million guilders (Tsehanovetskiy, 1869, p. 162).

This measure caused the first actual nationalization of the railway network in
Austria. The state became a co-owner of 50-60% of the shares, and consolidated its
dominant position, which led to the expansion of a comprehensive state railway
system. Thus, in 1850 the state started to create a number of administrative
institutions: state railway directorates and administration (powiat) centers. It switched
to the state operation of railways, because previously, even state-built railways had
been put into operation by private companies. At that time, the state started to
actively purchase private railways that were in a difficult financial situation. Also,
one of the predominant factors for the purchase of railways was the financial state of
some railway companies.

Along with the purchase of existing railways, the state continued to construct
new ones in the 1850s. The construction continued even after 1854, when a new
course was announced for the privatization of the railways. The outstanding
achievements of the Austrian state at that time included the construction of a railway
between Vienna and Trieste, the most significant achievement in the history of
Austrian railways. Moreover, between 1854 and 1856 the state built a number of
railways in Italy, Hungary and part of Galicia (now the territory of Poland). At the
same time, the Oderberg, Dzidzice and Auschwitz section completed the construction
of private Kaiser Ferdinand's Northern Railway, thus establishing the direct
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connection between Vienna and Galicia planned 20 before that (Wandruszka &
Urbanitsch, 1973, p. 282).

The intense activity of the state has been paid off: by 1854, when the private
companies were allowed to construct railways again, the Habsburg Monarchy built
the major part of state railways (1,852 km with a total length of 2,617 km). Compared
to other European countries, this was a huge achievement. Thus, of the 371 million
guilders spent on railways at the end of 1856, 291 million guilders came from the
state (Wandruszka & Urbanitsch, 1973, p. 282).

From the review of railway development in the Austrian Empire from the
beginning of construction to the late 1850s, we can conclude the following. During
this period, the Austrian Empire managed to form a significant railway network,
mostly in the central and western parts of the empire. Only after that, all the thoughts
of the state turned to other subordinate territories, including Bukovyna.

Unpaved Roads in the Late 18" Century — Early 19" Century as a Forerunner

to the Bukovyna Railways.

The social and economic development of Bukovyna can be characterized by the
fact that this region was annexed to the Austrian Empire much later than other
Ukrainian lands (Transcarpathia and Galicia). That is why the processes of
colonization, development of agrarian relations, etc. took place in a very peculiar
way. Its colonization was possible only after accumulating enough information not
only about natural resources, but also about the means of communication, which were
vital primarily due to changes in government.

By the time Bukovyna became part of the Habsburg Monarchy, the state of
communication routes in the region had been very poor. Historical sources indicate
that important international dirt roads and waterways (along the Dnieper) ran through
Bukovyna since Middle Ages. However, at the end of the 18" century, there were
only mentions of these routes, since all the trade flows had stopped. I. V. Zhaloba
noted: “Politics was the determining factor of this phenomena” (Zhaloba &
Yatsentyuk, 1997). The progressive decline of the Ottoman Empire that dominated in
Bukovyna and the Moldavian principality since 1538 did not contribute to the revived
economic and trade life. On top of that, the political instability of Bukovyna, and the
frequent military clashes in Europe which affected Bukovyna one way or another,
also complemented the disappointing state of the region's development. Poor
economic development led to the fact that at the end of the 18" century, there were
only unpaved roads in Bukovyna which became unpassable during the rains,
especially in the mountains and swamps. There were few bridges, since the rivers
usually turned into fords, and the existing bridges were kept in poor condition. The
above factors slowed down the caravans during rains and spring floods, and they had
to wait for the water to drop to cross the river (Krushevan, 1903, pp. 12-14).
Historical sources also evidence that there was no regular trade and transport traffic
on the waterways of Bukovyna. Only after Bukovyna became part of the Habsburg

442



http://www.hst-journal.com Icmopis Hayku i mexHiku, 2021, mom 11, sunyck 2
History of science and technology, 2021, vol. 11, issue 2

Empire there was a change in political domination and peace in Bukovyna, and the
region was included in the European civilization process. This process gradually
contributed to a significant increase in domestic and foreign trade. This is when it
became obvious that the road network in Bukovyna did not meet the requirements of
the evolving economy. The network was forced to develop rapidly. The Austrian
authorities understood that only by improving the means of communication they
could create better conditions for the development of trade and economic activity in
the Bukovyna region. By creating a network of good unpaved roads, Austria hoped to
get the most out of the newly acquired Bukovyna territory. To that end, the
authorities sought to include Bukovyna in their imperial economic complex as soon
as possible and as strongly as possible (Georgievskiy, 1893, pp. 157-158). In general,
at that time the course of the Austrian government towards the construction of roads
in Bukovyna was very tangible and important (Kovalchak, 1988).

It is known that, unlike England and Germany, which could use cheap and
convenient sea and river routes thanks to their geographical location, Austria did not
have such an opportunity due to being a predominantly mountainous country. That is
why at the end of the 18™ century Austria found itself in a very difficult trade and
economic situation: the poor condition of the roads made the export of goods almost
impossible, since the cost of transporting goods to the border far exceeded their
value. That is why the Habsburg Monarchy started to pay more and more attention to
improving the network of unpaved roads (Kovalchak, 1988, p. 2; Hudeczek, 1918,
pp. 19-20). Here is what I. V. Zhaloba says about this period: “Initially, the strategic
aspect was the most important in relation to Bukovyna. The region provided a direct
link between two Austrian provinces: Galicia and Transylvania. This circumstance
was pointed out by the monarch Joseph II, who wrote in his letter of June 19, 1773 to
Maria Theresa: “This acquisition (of Bukovyna) will not only facilitate trade and
communications, but will also create an exit from one province to another for our
troops, who are now forced to make a terrible detour.” In addition, the very location
of the region in relation to the Russian Empire and the Danube principalities made it
strategically important” (Zhaloba, & Yatsentiuk, 1997, p. 728). Thus, the military,
political and economic reasons determined the active improvement of communication
routes in Bukovyna in the 18" century.

Gathering information about Bukovyna communication routes began long before
the occupation of the region. Thus, in 1773, Colonel Baron von Enzerberg began
gathering information, assisted by one officer and two non-commissioned officers. In
general, they collected all sorts of information, but were forced to give
comprehensive answers to 5 main questions. One of them was whether it was
possible to build a good road from Transylvania to Galicia. This aspect, as it turned
out later, was one of the main ones, as it outlined broad plans for road construction
(Kaindl, 18944, p. 10). Subsequently, information about the roads of Bukovyna was
confirmed by various Austrian military topographic expeditions.
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Bukovyna's occupation was prepared in advance and was complete in 1774. The
military administration of the region was headed by General Spleny. During his rule
between 1774 and 1778, 70 bridges were built in Bukovyna. This provided the
Austrian troops with the possibility for maneuvering. In 1778, General Spleny was
replaced by Baron von Enzenberg. Under his leadership, the military administration
worked closely on laying the first unpaved roads in Bukovyna. For example, between
1778 and 1779 and in 1783 two roads were built on the territory of Southern
Bukovyna, from Dorna to Rodna and from Poiana Stampei to Borgo (Kaindl, 1898,
p. 69). At the same time, in Zastavna, Kuchimmar (now the village of Velykyi
Kuchuriv, Storozhynets raion), Styrche, Granicesti, Vami and Poiana-Stampei, inns
and trade traffic was established across Bukovyna, as well as several shelters for the
troops (Polek, 1900).

If we analyze the contribution of the Austrian Empire to the development of the
road network in Bukovyna, we can conclude that it has been impressive. During the
Austrian reign (1774-1918) a network of state-wide, county-wide and local unpaved
roads was created in the region. Among these roads, special attention was paid to
state-wide roads, because they were of large trade, political and strategic importance
for the state. Actually, these roads were constructed and maintained at the expense of
the state treasury (Zhaloba, 1991).

In general, the Austrian government has consistently allocated significant funds
for the construction and maintenance of state-wide roads in Bukovyna. Government’s
attention can be explained by the military, economic and political significance of
these roads for the Austrian Empire. In the conflicts that arose in South-Eastern
Europe, the Austrian government found a way to quickly deploy large number troops
to the borders of the Russian Empire and the Danube principalities, and could put
pressure on them if necessary. This was evidenced by the Russo-Turkish Wars
(1806-1812, 1828-1829), and the Crimean War (1854-1858).

In 1849, Russian troops moved to Novoselytsia through the so-called
Transylvanian and Military routes, as they were sent to help the Habsburgs in
suppressing the Hungarian revolution (Kaindl, 1894b, pp. 48-51). That is why, under
any circumstances, the state-wide roads ensured the movement of all types of troops
and freight convoys. I. V. Zhaloba notes: “At the same time, starting from the late
18™ century, the Austrian authorities began to use Bukovinian roads for economic
purposes in order to ensure the fastest return from the newly acquired territory. Both
the measures of the Austrian court and the peace established on Bukovinian land
contributed to this process” (Zhaloba, & Yatsentiuk, 1997, p. 731).

Thus, a number of state-wide tracts were built in the late 18" — early 19"
century, crossing the region and ensuring the interconnection between Galicia and
Transylvania, approaching the borders of the Russian Empire and the Danube
principalities. At the same time, they contributed to the restoration of long suspended
trade flow in Bukovyna.
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On the other hand, state-wide tracts, which remained major routes until the late
1900s, ensured a political and economic connection between Bukovyna and the center of
the empire, serving as means of communication between Austria and Hungary and the
East. The construction of non-state roads, which were of mostly regional importance,
intensified the above processes. By the beginning of the 19th century, they existed as dirt
roads and were mostly in poor condition. The gradual establishment or separation of
economic and trade ties led to the emergence of roads and settlements through which
both international and domestic traffic took place. In turn, paved roads in these areas,
according to the rules of road art, created the conditions for the development of existing
trade. Without any doubt, at the end of the 18th century — early 19th century, there was
the basis for a permanent network of trackways, the predecessors of railways in
Bukovyna. Later this network has improved both quantitatively and qualitatively,
especially after the appearance of railways.

History of the First Wooden Trackway of Bukovyna.

In the history of Bukovinian social life in the 1840-1850s, an important role is
played by the fierce struggle for the introduction of rail transport. This struggle took
place in the deepening crisis of the feudal system and the development of capitalism
in the Austrian Empire. Primitive medieval methods of transporting goods and
passengers by waterways and unpaved roads, which for centuries met the needs of
feudal Bukovyna, became a brake on the economic, social and political progress of
the Bukovyna region. The beginning of the transport revolution in England had a
huge public response in Austria-Hungary. The rapidly developing relationship
between scientists and engineers from Austria, Russia, Western Europe and America
in this period made a large contribution to the process (Voronin, 1974), as the newest
means of transportation were spreading in the early 19" century, first of all, in the
industrialized regions of Europe. These regions had enough funds for the construction
of roads because they could develop different methods of production. Today we are
mostly interested in the projects of construction of typical means of transportation on
agricultural lands with practically no industry. In the early 19" century, Bukovyna
was one of them.

One of the first questions about the need to build a wooden horse-driven
trackway in Bukovyna was raised by Karl Wittek, the Secretary of the Court
Chamber in 1841. He pointed that the construction of a trackway was of paramount
importance for the economic development of Bukovyna, especially for large-scale
forest exports (especially due to lack of human resources in mountainous areas).
K. Wittek criticized the process of rafting the forest by the Bukovinian rivers and
proved the dependence of river transport from nature. He stressed that Bukovinian
forests could provide enormous volumes of wood and fantastic profits. K. Wittek
hoped to sell the forest to Egypt and other parts of the Ottoman Empire without much
difficulty. The brave entrepreneur proposed to solve this problem only by building a
wooden horse-driven trackway. The trackways were not supposed to be made of iron,
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but of wood. The thing is that at that time, the so-called American type trackways
(wooden laths, lined with tin, longitudinal beams) were rather popular. Therefore, it was
not a surprise that K. Wittek proposed this for Bukovyna. After all, iron trackways for
this region were still very expensive. K. Wittek convinced everyone that wooden
trackways could be built cheaper and faster than unpaved roads even 10 years later, in
the early 1850s. The prospect of building wooden horse-drawn trackways was seriously
considered to improve the routes in the eastern provinces of the Austrian Empire
(Galicia and Bukovyna). The cost of a conventional railway was 3 times bigger than the
cost of a wooden trackway. In addition, the transportation of goods via trackways was 3—
4 times faster than via unpaved roads (Zhaloba, 1999). Appealing to the best
international practices in the construction of the first wooden horse-driven trackways, K.
Wittek made concrete proposals for the construction of two important branches — from
Chernivtsi to Suceava as the main transshipment point on the Moldovan border, and
from Poiana Stampei to Suceava through Transylvanian region near Solka to connect the
forests of Bukovyna and Chernivtsi. These roads were to cross the forests and connect
them with Transylvania and Moldavia. The second trackway was to become a hub for
Bukovyna, since it connected Chernivtsi, the capital of Bukovyna, with forest
reservations. K. Wittek proposed to start the construction from the second trackway,
since in that case, all the wood required for the first trackway could be delivered from
the state forests. This was extremely important, because the first trackway was to be laid
in private areas with the withdrawal of land. It was believed that this withdrawal was not
expensive, as the price of land in Bukovyna at that time was low (Botushanskyi, 2000).
The second trackway was to be established mainly on state lands, so it could be finished
at a lower cost.

K. Wittek believed that the construction of wooden horse-drawn trackways
could be funded both from private and public sources. Still, he preferred state
construction because the state had everything at its disposal to build a wooden
trackway, and that made things much easier. Nevertheless, the project proposed by
K. Wittek was not destined to come true. As we know, at that time Bukovyna was
part of the Galician governorate. Therefore, the petition initiated by K. Wittek was
sent to the Governor-General of Galicia, who had to present the conclusions of local
institutions in this regard. On September 16, 1845, that is, two years after K. Wittek's
petition, the President of the Court Chamber of Kiibeck received a negative response
from Archduke Ferdinand, the Galician military and civilian Governor-General. The
answer stated that the project of K. Wittek “lacked the necessary knowledge of local
conditions” and that his good intentions were not suitable for practical
implementation. The relevant institutions that prepared this verdict pointed out two
main statements: 1) there was no surplus wood in Bukovyna, since the area between
Chernivtsi and Suceava was mostly forestless; 2) to deliver wood from remote places,
they had to construct an additional 60-mile wooden trackway. Therefore, the
trackway proposed by K. Wittek was unprofitable. In addition, the sale of wood in the
Galati market, even under favorable conditions, could not give much benefit (Galati
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IS a port town in eastern Romania), because mast timber was much more valuable.
For this reason, there was no sense in building a separate road. The Galician
construction director stressed that there was not enough timber for shipbuilding in
Bukovyna, and little firewood and building wood could be sold abroad.

Eisenbeck, an Austrian agent in lasi, also made a conclusion about K. Wittek's
project. On March 10, 1844, he announced that the Moldavian government did not
expect the wooden trackway or railway to be extended through Moldova. Therefore,
K. Wittek's project was also rejected. In addition, all the officials of the Austrian
Empire agreed that Bukovyna had mountain rivers and streams that flew into the Siret
and Prut, and that they would transport wood to both Moldova and Galati. Because of
this, Dubeck wrote an official letter dated October 17, 1845, informing Archduke
Ferdinand that he was terminating the case.

I. V. Zhaloba drew the following conclusion about the first wooden horse-drawn
trackway in Bukovyna: “What’s interesting, a year later, on January 17, 1845,
Eisenbeck wrote about the lively interest aroused by the decision of the Austrian
government dated December 18, 1844 to rebuild the Galician railway from Bochnia
through Lviv to Chernivtsi at the expense of the state. Moreover, the position of the
Moldavian noblemen was very active. They immediately started to form consortia
that would be able to build a counter line from Galati through lasi to the Austro-
Moldavian border. Influential representatives of Moldovan landowners addressed
both questions and suggestions to Eisenbeck about the state of the Galician railway,
about the possible participation of Austria in the construction of the Moldovan
railway, and so on. The above-mentioned agent stated this in his report to Kiibeck on
January 17, 1845. Kiibeck's response was swift and categorical: Eisenbeck was
strictly ordered to refrain from any statements or explanations that could give rise to
any hopes or conjectures on the part of Moldova. To one degree or another, all this
was done with the construction of the railway from Lviv through Chernivtsi to lasi in
1860s, and with the construction of Bukovinian local and timber railways in the late
1980s — early 20™ century. However, K. Wittek’s project is of exceptional interest as
a model of state thinking of that time, a way of bringing something fresh to the old
soil. On the one hand, there is colonization and homesteads as a tribute to the old
regulations of the obsolete era. On the other hand, there is a belief in the need to
spread a new means of transport, thereby raising the price of land and livelihoods,
and the desire to take advantage of the current favorable situation for a painless land
expropriation to avoid unnecessary costs in the future. The fact that the local
authorities did not even want to design this trackway is also a good example of the
inertial Austrian bureaucracy at that time” (Zhaloba, 1999).

This was the first attempt to build a wooden trackway in Bukovyna. This very
idea, of course, played a role in shaping the development strategy of the region in the
minds of Austrian and Bukovinian officials, and became a forerunner for main and
regional railways in Bukovyna.
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Conclusions.

In the late 18" century — early 19" century, a developed network of unpaved
roads was laid in Bukovyna as the basis of a permanent road network, the
predecessors of railways. Later this network has improved both quantitatively and
qualitatively, especially after the appearance of railways.

The construction of the first horse-drawn trackway in Bukovyna would not be of
great importance for the region, but the experience of its construction and operation
would not only prove the possibility of uninterrupted operation in all seasons, but also
the relevance of railway construction. The commercial operation of this road could
also show the feasibility and profitability of new means of transport. At the same
time, this trackway would become the first step in the organization of the railway
business in Bukovyna, and could serve as an impulse for the development of the
railway industry in the Bukovyna region.
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Ouaer Crpesiko
Jlep>xaBHUI yHIBEpCUTET IHPPACTPYKTYpH Ta TEXHOJOTH, YKpaiHa

Oxcana IInanmayk
Jlep>xaBHMI YHIBEpCUTET 1H(PPACTPYKTYPH Ta TEXHOJIOTIH, YKpaiHa

Xapakrepuctuka rpyHroBux aopir Kinusg XVIII — mouarky XIX cT. Ta IPOEKT
NepLIol AepeB’AHOI KOJIHOI J0POr K NONEePeIHUKIB 3aJi3HUYHUX HIAXIB
bykoBuHu

Anomauia. B icmopii 6ykosurncbkoco cycninbroco scumms 40-50-x poxie XIX
cm. eaxciuse micye 3aumana 2ocmpa 60pomvOa 3a 8NPOBAONCEHHS 3ANIZHUUHO2O
mpancnopmy. Lla 6opomvba npomixana 6 ymosax no2nubieHHus Kpusu eooaibHo-
KPINOCHUYbKOI cucmemu 1 po36umky Kanimanizmy 6 AecmpiicobKiil imnepil.
Ilpumimusna cepeonbosiuna mexHiKka nepese3enHs AHMAMCi8 i NaAcaNCupie 60OHUMU
WAXamu i IPYHMOSUMU O00pO2aMU, SAKA CMOPIYYAMU 3A0080JbHALA NOmMpeou
@eoodanvro-KpinocHuyvkoi bykosunu, na nouamxy XIX cm. ece Oinvuwe i Oinbuue
CmMasana 2aibMOM HA WIAXY €eKOHOMIYHO20 1 COYIalbHO-NOAIMUYHO20 Npocpecy
oykosuncovrkozo kparo. llouamox mpancnopmuoi pesonroyii 6 Anenii mas eenuue3Hul
cycninoHull pe3onanc 6 Ascmpo-Yeopwuni. L{oomy cnpusina HaseHicmv 8 OAHOMY
nepiodi HAYKOBUX 36 A3KI8, WO AKMUBHO PO3GUBANUCS, MIJNC ABCMPIUCOKUMU,
3aXIOHOEBPONEUCLKUMU | AMEPUKAHCOKUMU BYEHUMU, [HICeHepamu i mexHikamu. bo
HOBIMHI 3aCO0U MPAHCNOPMYBAHHS NOWUPIO8anucs 6 nepwit nonosuti XIX cm., 6
neputy yepey, 8 NPOMUCIO80 pO38UHYmux pecionax €sponu. B yux pationax oOynu
Kowmu 0 OYOI6HUYMBA WALIAXIE CNOJIYYEHHS, aA0dCe 3AB0AKU OCMAHHIM MO2]0
po3susamucs pizne upooruymeo. Cb0200Hi 0151 HAC MAOMb BANCIUBUL ICIMOPUYHULL
iHmepec mi NpoeKmMu, AKI CMOCY8AIUC OVOIBHUYMBA XAPAKMEPHUX Ha my Nopy
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3acobié Mpancnopmy8anHs Ha A2papHux 3emsx, 0e NPOMUCIO80CMI Maiidce He 6Yio.
I 00 makux acpapnux 3emenv 6 nepwiiti nonosuri XIX cm. 6 agcmpiticoKill Oepicasi
Hanexcana bykosuna. Memoio oanoi cmammi € IpyHmMOBHUL AHANI3 XAPAKMEPUCMUK
epynmosux oopie xinys XVIII — nouamxy XIX cm. ma npoexmy nepuioi 0epeg sHoi
KONIUHOI 00poeu  5IK NONepeOHUKI8 3ani3HUuyHuXx wnaxie byxkosunu. [[nsa oocsaenenms
NOCMAasIeHoi Memu, asmopamu Cnouyamky GUKOHAHO 02140 npoyecy 0y0ieHUYM8a
Mepedxci 3ani3Huyb 6 Ascmpiticokiu imnepii, 3a nepiod nepuioi nonosunu 1830-x —
opyeoi nonosunu 1850-x pokie. V nopiensnni 3 0ocgioom nossu ma po36yoosu
nepuiux mepexc 3ani3Huysb Yy AecmpilicovKiil iMnepii 3a2aiom, Ha8e0eHO aHAali3 CIMAaHy
ma Xapaxmepucmux IpyHmosux oopie bykoeunu. Yeaea ypsoy 0o po3sumky winisxie
byxoseunu noscuiosanacsa 6ilcbKo8oO-cmpameiyunumM ma mop20680-eKOHOMIYHUM |
NOJLIMUYHUM 3HAYeHHAM iX 0na Aecmpiticokoi imnepii. YV kinyi XVIII — nepwii
nonosuni XIX cm. ma mepumopii Byxosunu 6yno cnopyodiceno pso 0epicagHux
Mpaxkmis, sKi, nepemuHaryy Kpai, 3a6e3nedysanu BiticbKOBUL 83AEMO38 30K 080X
ascmpiucbkux nposinyiu — Ilanmuyunu ma Tpancunveawii, a makoxic 6npumyi
nioxoounu 0o Kopoowis Pociticbkoi imnepii ma /[yHaticbkux KHA3iecme. Y motul ce
yac 60HU CNPUSIU BIOHOBIEHHIO 3HAYHO NPU3VNUHEHO20 MOpP208020 pyXy Bykosumnoro.
Poszensnymo neputy cnpoby cmeopumu oepes’siny KOMUHY 00po2y, K Npomomun ma
nonepeonux 3anizHuyi Ha byxosuncoxux semnsax. Ilokazamo, wo cama maxa ioes,
Oe3yMo6HO, 8idiepana ceoio pob y (hopmyeanHi cmpamezii po36UmMKY Kparo 6 207108ax
aBcmpilicoKux i OYKOBUHCbKUX YUHOBHUKIG, MA CmMana nepeodgiCHUKOM NOOAIbUIO20
0y 0iBHUYMBA MALICMPATILHUX MA Pe2lOHAIbHUX 3aMi3HUYb Ha ByKosuHi.

Knwuoei cnoea: Ascmpiiicoka imnepisn; mpancnopm, 0y0iBHUYMBO 3ANI3HUYL,
nepioousayis, wiisaxu cnouyyents bykosunu

Ouaer Crpesiko
['ocynapcTBeHHBI YHUBEPCUTET MHPPACTPYKTYPHI M TEXHOJIOTHH, YKpanHa

Oxkcana IInanmayk
['ocynapcTBeHHBI YHUBEPCUTET HHPPACTPYKTYPHI U TEXHOJIOTUH, Y KpanHa

XapakrepucTuka rpyHToBbIX J0por koHna XVIII — nayana XIX B. u npoekTt
NepBOM AepeBAHHOM KOJICHHOM 10POrd KaK NpeAlecTBeHHUKOB
7KeJIe3HOAOPOKHBIX IMyTell ByKOBHHBI

Annomayusn. B ucmopuu o6yxosurckou obwecmesenuou sncusztu 40-50-x 20006
XIX cm. eadcnoe mecmo 3aHumala —ocmpas — Oopvba 3a  6HeOpeHue
JHCENIeIHOOOPOINCHO20 MPAHCNOpmMA. dma 60pbba NpomeKania 8 Yciosusx yenyoieHus
Kpuzuca @eooanbHo-KpenoCmHU4ecKoU Ccucmemsvl U pazeumus Kanumaiusma 8
Aecmpuiickou umnepuu. IIpumumuenas cpeoHe8eKk08as mexHuKa nepeeo3Ku epy308 u
naccax)cupo8 no BOOHLIM NYMAM U SPYHMOBLIM 00pO2aM, KOmMopas CMoNemusimu
yoosenremeopsna nompebHocmu GeodanrvHo-Kpenocmuuyeckou bykosunvl, 6 nauane
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XIX 6. 6ce bonvute u 6oavue CMAHOBUIACL MOPMO3OM HA NYMU IKOHOMUUECKO20 U
COYUATILHO-NONUMULECKO20 npozpecca OYKOBUHCKo2o Kpas. Hauano mpancnopmuou
pesonoyuu 6 Auenuu umeno 02pPOMHBIU O00WeCmBeHHbll pe30HaHC 6 Ascmpo-
Benepuu. Omomy cnocobcmeosano Hanuyue 8 OAHHOM nepuoode aKmMueHo
PA36UBAIOWUXCSL HAYYHBIX CBA3EU MeH Oy ABCMPUICKUMU, 3aNAOHOE8PONeUCKUMU U
AMEPUKAHCKUMU YYeHbIMU, UHICeHepamu u mexHukamu. Mbo noseuwue cpedcmsa
MPAHCNOPMUPOBKY  PACNPOCMPAHAIucy 6 nepsou nonosune XIX 6., 6 nepsyro
ouepedb, 8 NPOMBIUIEHHO pa3zeumulx pecuonax Eeponvi. B smux pationax Oviiu
cpeocmea OJisl Cmpoumenbecmea nymei cooowenus, 8edb 01a200apsi NOCIeOHUM
MO2T0 passueamuvcsl pastoe npouseoocmeo. (Ce2o00Hs 0N HAC UMEIOM BANCHbIL
ucmopuyeckull ummepec me NPOEKMbul, KOMOpble KACAIUCL CHMPOUMENbCmed
XapakmepHuIX HA MO 8peMs CPeoCcms MpaHCNOPMUPOBKU HA ASPAPHBIX 3eMIISX, 20e
NPOMbLULTIEHHOCMU noumu He Oblno. M K maxum azpapHulM 3eMisaM 6 Nepeoli
nonosurne XIX 6. 6 ascmpuiickom eocyoapcmee npunaonedxcara byxosuna. I]envio
OAHHOU Ccmamovu AGNIAEMCs OCHOBAMENbHbIUL AHANU3 XAPAKMEPUCIUK 2PYHMOBbIX
oopoe konya XVIII — nauana XIX cm. u npoexma nepeoti 0epesiHHOU KOAEUHOl
oopozu 8 Kawecmeae npeouecmeeHHUKO8 HCele3H000POdiCHbIX nymell Bykosunsl. /s
00CMUMCEHUsI NOCMABIEHHbIX Yenell asmopamu NepeoHAUdlIbHO BbINOJIHEH 0030p
npoyecca CmpoumenbCmea Cemu XHcelesHvlX 00po2 8 ABCMPUICKOU umnepuu, 3d
nepuod nepsoil nonosunwvl 1830-x — emopou nonosunvt 1850-x 20008. Ilo cpasnenuio
C ONbIMOM NOSABNEHUS U PA36UMUSL NEPBLIX Cemell JHcele3Hblx 00po2 8 Ascmputickou
uMnepuu 8 Yeiom, NpueeoeH AHAIU3 COCIMOAHUSL U XAPAKMEPUCMUK 2PYHMOBLIX 00PO2
bykosunvl. Bnumanue npasumenvscmea K pazsumuio nymei bykosunvl 00vscHaIOCh
80EHHO-CIMPaAmMe2u4ecKuM U mopeo80-IKOHOMUYECKUM U NOJUMUYECKUM 3HAYeHuUeM
onsi Aecmputickoti umnepuu. B xonye XV — nepsoit nonosune XIX 6. Ha
meppumopuu BykoeuHuvl 6611 nocmpoeH pao 20cy0apcmeeHHblx mpakmos, Komopule,
nepecexas Kpati, 06ecnedusan 60eHHYI0 83aUMOCEA3b 08YX A8CMPUICKUX NPOBUHYUT
— Tamyuu u Tpaucunveanuu, a maxdce 6NJIOMHYIO NOOXOOUMU K 2SPAHUUAM
Poccuiickoti  umnepuu u  [lynauckux Kusaxcecme. B mo oice 6pems  OHU
Ccnocobcmeo8anu  80300HOGNEHUIO 3HAYUMENTbHO HNPUOCMAHOBNIEHHO20 MOP208020
osudicenus no bykoeune. Paccmompena nepeas nonvimka co3oamv OepeGaHHbIlL
nyms, KaK HpoOmMomun u npeouecmeeHHUK dicele3Hol oopoeu Ha bykosunckux
semaax. lloxkazamo, umo cama makas uoes, 0e3YCl08HO, Cblepald €600 pOJib 8
Gpopmuposanuu cmpame2uy pazgumusi Kpds 6 20108ax AGCMPUUCKUX U OYKOBUHCKUX
YUHOBHUKOB U CMaid  Npeo8eCMHUKOM  OalbHeluleco  CmpoumenbCmed
MA2UCmMpanbHbIX U PeSUOHATbHBIX Jicele3HblX 0opoe 6 bykosuHne.

Kniouegvie cnosa: Ascmpuiickasi umnepus; mMpaHCnopm, CMpOUmMeLIbCmE0
JHceNiesHblX 00poe; nepuoousayus; nymu coooujenus bykxoeumwi
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