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Evolution of the buildings layout of the Lviv Main Railway Station

Abstract. The architecture of railway stations is determined by social, economic, technical, military, historical, cultural,
and other factors. Their actions occur constantly, but after certain periods, more radical changes take place through the
reconstruction and development of the building substance of the stations. Understanding the value of historical structures
must be consistent with the inevitable social and transport changes that occur everywhere and are reflected in the
architecture of railway stations, in particular, through the planning structure. The purpose of the study was to identify
the development of planning properties — based on horizontal projections of structures - of two historical buildings of the
Lviv Main Railway Station in its further use. For this purpose, general scientific research methods were used in accordance
with architectural studies. Based on archival materials, literature sources and field observations, it became possible to
conduct the research and draw conclusions. Different levels of two buildings of the Lviv Railway Station were analysed
and compared. Planning schemes, communication, and sequence of premises of these buildings, and their connections
with the platform (tracks and landing platforms) and with the station forecourt were described. It was noted that already
in the first building of the station, the features of functionalism were manifested as a concept of the primacy of processes
in determining the layout and the whole construction shell of the structure; the second building continued this concept.
Options for using an underground pedestrian connection between the platform of the existing second building of the Lviv
Main Railway Station and the platform of the Suburban Railway, and their connection with the main street and one of the
historical sites of Lviv separated by tracks, were considered. Underground pedestrian connections form a public space that
has a large resource, including for temporary protection from air threats. These considerations are based on the evolution
of historical railway stations in major European cities. The practical significance of the study was the established ways of
further possible development of the architecture of the main railway station of Lviv in the historical concepts and schemes
based on the directions and trajectories of pedestrians and transport
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INTRODUCTION
The railway plays a huge role in passenger traffic. Its sta-  public and the means of architecture in an urbanised space.
tions are a place of contact between the carrier and the  There is a need to respond to user requests, technical and
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technological innovations, social and artistic preferences,
economic and political challenges, and the need to protect
and care for the historical substance of existing historical
railway stations. In Ukraine, the vast majority of railway
stations are of historic origin, including the Lviv Main Rail-
way Station. Achievements in architectural thought and
construction activities require professional understanding
and appropriate actions regarding the building of railway
stations in the face of constant changes, which makes this
study relevant.

The paper by M. Nazaruk & O. Misiura (2019) exam-
ined the spatial structure of railway station in Kovel, where,
among other things, the multi-level layout of the building
was analysed, which was based on characteristic features:
symmetry, massiveness, wall division, etc. The paper by
M. Nazaruk (2021) marked the architecture of Holoby and
Kovel railway stations by architect O. Verbytskyi. It was
noted that they contain similar planning schemes, where a
large passenger hall and a waiting room acquire dominant
importance in communication with other rooms, and influ-
ence on the overall structure layout. Given the two-level sta-
tion building in Kovel, its planning is more complex, which
to some extent brings it closer to the planning of the second
building of the Lviv Main Station. These planning proper-
ties were typical of the new station buildings of major cities
in the 1900s, allowing underground access to the platform.

Y. Rotchniak (2023) examined the layout of railway
station buildings in Western Ukraine, noting changes in
the design of railway stations from different historical pe-
riods of the country. At their core, they are closely related
to the planning basics. A number of papers consider to the
connection of railway station planning as part of railway
station complexes with the urban planning context. In par-
ticular, I. Dreval (2019) investigated the actual problem of
the existence of railway station complexes in Ukraine as
important structural and functional elements of a modern
city. Based on the analysis of world experience, significant
features of the architectural and urban planning organi-
sation of modern railway station complexes in functional,
transport, compositional, economic, and ergonomic as-
pects are revealed.

V. Timokhin et al. (2023) noted that in the construction
of underground spaces of transport and transfer hubs, ef-
ficient use of land resources is achieved to release the ter-
ritories of pedestrian squares, delineation of transport and
pedestrian flows, organisation of shortest routes to various
types of transport and evacuation when used as a shelter,
etc. Planning schemes of railway stations were discussed
in the study by Y. Rotchniak (2021), where the research-
er pointed to the connection and mutual subordination of
these levels. Planning schemes, together with inter-level
connections, form the general planning characteristics of
railway stations, and are the basis of forming processes.

Philosophical and cultural foundations are provided in
the monograph by R. Kellermann (2021), which deals with
the phenomenon of “waiting” on the railways. The catego-
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ries of “time”, “waiting” and their feelings and experiences
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also unfold in railway station spaces. The historical devel-
opment of railway station premises reflects the dynamics
of these categories in the period 1830-1935. The accelera-
tion of the processes of movement of modern times opens
up a field of research, and in particular, this applies to the
planning properties of station structures. Professional
achievements are presented in publications about the most
successful and well-known railway stations. In particular,
J. Gympel (2020) demonstrated and commented on the
most beautiful railway stations in Germany as a reflection
of the architecture of different eras.

It is not only the architecture of the historic railway
station buildings themselves that is important, but also
their connection to the station squares and platforms. With
the increase in the number and length of pedestrian con-
nections of the station, it is moving to the level of urban
planning studios. The aim of the study was to establish the
features and patterns of changes in the planning of histor-
ical buildings of the Main Railway Station of Lviv and out-
line the directions of future development of its planning on
functional, social and other grounds.

MATERIALS AND METHODS

The materials for the study were published scientific sourc-
es on the problems of research (articles, monographs),
drawings and texts from the Central State Historical Ar-
chive in Lviv (Foundation No. 248); photo recording of the
object of research, its analogues (own photos of the au-
thors, postcards) and direct observations of real objects.
The use of these sources has created a fairly broad basis
for further study on this topic. The paper uses some of the
general scientific research methods — empirical (observa-
tion, description) and theoretical (analysis, abstraction,
generalisation, explanation), which were carried out in the
field and desk conditions.

The analysis of historical data and observations was
used to determine temporary changes in railway station
buildings based on finding out the economic, political,
military, and other background. The description of the ele-
ments and their connections allowed organising the system
and concluded an understanding of the object under study.
Comparison of drawings of building level plans and the ter-
ritory of the railway station allowed tracing the emergence
and development of functional and social concepts of the
structure of station space. Communication with the urban
planning environment has influenced and continues to af-
fect the patterns of pedestrian and other transport move-
ments (carriage, tram, car, bus, suburban lines) around
railway station buildings. The comparison method made it
possible to contrast drawings of railway station buildings
and their urban planning and transport bases.

The use of a systematic approach identified the exist-
ence of functional connections of elements of the station
building through a set of connections, abutments and pen-
etration of architectural spaces (premises). At the same
time, the model of social separation in relation to em-
ployees of the station (station), classes of passengers, and



customers was considered. This helped to establish sche-
matic diagrams of combinations and delineation of these
elements. They formed a stable structure, which was im-
plemented by means of architecture and construction.

Direct observations of the latest objects, which are
analogues (time, historical, geographical, typological) to
those under study, confirm the assumption of the need to
use extrapolation of pedestrian connections of the histor-
ical Lviv Main Railway Station with other public facilities
in the urban planning background. The development of the
station building and adjacent territories was considered in
comparison with the analogues of planning railway sta-
tions in European cities.

Modelling of possible future pedestrian connections
between the building and the platform of the Lviv Main
Railway Station is performed graphically based on the
latest photography of the area of the railway station in a
fragment of the Western part of the city of Lviv. However,
the established principal lines of ground and underground
connections will require proofreading if other factors are
involved and after additional research. It should be noted
that railway stations are strategic objects, which implies
certain restrictions in access to information about them.
All data presented is based solely on available public sourc-
es and surveys based on the movement areas and places of
permitted stay of citizens.

RESULTS AND DISCUSSION

Initially, the railway connection of Lviv was con-
cluded in general directions to the West (Lviv-Prze-
mysl-Krakéw-Vienna, 1861), to the South-East (Lviv-Sta-
nyslaviv-Chernivtsi-Suceava, 1866/1869) and to the East
(Lviv-Krasne-Brody, 1869; Krasne-Ternopil-Pidvolochy-
ska 1870/1871). In total, by 1910, the railway junction of
Lviv was formed with nine directions of tracks along with
branches. The railway station is located in the West of
the city centre of Lviv, and in the Eastern part of the sta-
tion there is a passage to Suburban railway (Hrankin et
al., 1996; Basarab, 2008).

Figure 1. The first building of the Lviv Railway Station
of the Carl-Ludwig Bahn
Source: J. Purchla (1997)
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The first building of the Lviv Railway Station of the
Carl-Ludwig Bahn was constructed in 1860-1861 with the
participation of the architect and railway manager Ludwik
Wierzbicki (1834-1912), based on the motifs of a medieval
castle and in the style of the then common round-arch ar-
chitecture (Rundbogenstil) (Kotlobulatova, 2007). In 1860-
1870, the same architectural design of typical buildings of
different sizes created a single artistic image of the stations
of a separate railway company from Lviv through Khodoriv,
Halych, Stanyslaviv, Kolomyya, Chernivtsi to Suceava and
to the cities of Roman and Botosani in modern Romania
(Hrankin et al., 1996).

The layout of the first two-or four-storey building of
the Lviv Railway Station is based on a longitudinal sym-
metrical ridge-shaped shape, 162.16 m long, which is
based on a rectangular through corridor scheme with two
service entrances at the ends. Communication with the
landing platform for passengers existed through weakly
defined transverse passages (entrance — on the left, exit —
on the right), which simultaneously formed separate ex-
pressive symmetrical four-story blocks in the overall lay-
out. The scheme of the main axes of movement along the
corridors in the building body approached a complicated
U-shape with a strong elongation of the horizontal link. In
the layout of the departure lobby (entrance left, Southern
wing), there is an attempt to add grandeur to the design
of the main staircase along the entrance axis, and sym-
metrical double cash windows around the lobby. At the
same time, the exit to the landing platform shifted from
this axis, dividing into the movement of passengers them-
selves, and separately their luggage. There were also exits
to the platform from other rooms. The arrival lobby (right,
Northern wing) had a simple view of the passageway. With
two entrances and exits to the station building, two sym-
metrical covered entrances for horse-drawn carriages were
arranged in front of the risalits. The entrances had large
terraces on the second floor, which generally gave the im-
pression of a parade of this structure. On the upper floors
of the station building there were office premises (Fig. 1-3).

Figure 2. The first station
of the Carl-Ludwig Bahn on the map of Lviv
Source: J. Purchla (1997)
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Figure 3. Plan of the entrance level of the first building of the Lviv Railway Station of the Carl-Ludwig Bahn
Source: Central State Historical Archive of Ukraine in Lviv (n.d.)

There was a regulation in the movement to and inside
the station building, which was based on functional zoning
of space and on the social division of passengers. In the
project of the building, there was a list and interaction of
the following components: 1) directions of movement to
the platform and opposite to the station square (corridors);
2) distribution of movement of persons and their luggage
separately (corridors); 3) division into passenger rooms
and service rooms (halls, rooms); 4) division of passengers
into 1%, 27, 31 classes (ticket offices, waiting rooms, restau-
rants); 5) division into women’s and men’s rooms (toilets);
6) division into smokers and non-smokers (waiting rooms).
The named users, processes, and spaces were ordered in a
rectangular cell layout of the building and had logic in po-
sitioning, combination, and sequence. In its essence and in
the layout of the first building of the Lviv Railway Station,
the ideas of functionalism are manifested. These compo-
nents fit into the regular layout scheme and into the forms
of the usual round-arched manner of window and door
openings with decorative elements of plastic facades of
the era of historicism. The facade hides the processes and
rooms enclosed inside.

The station building was connected to the first track
through an adjacent (frontal) passenger platform with
a length of 139.36 m. In fact, the platform was limited to
three tracks and this landing platform with a sloping roof
covering within the building. Such contact with trains, the
layout of the station building met the needs in 1860-1890.
The second building of the Lviv Railway Station (later —
the Lviv Main Railway Station) was built in 1901-1904 in
a palace character according to the project of Wiadystaw
Sadlowski (1869-1940) and other architects, artists and en-
trepreneurs (Biriulov et al., 2008; Kubinszki, 2009).

On the site of the dismantled previous building, a new
one was built (159 mx29.75 m), with central and two side
symmetrical risalit blocks with domed finishes in artistic
techniques of historicism and early art nouveau. The plat-
form with a length of 218.45 m on 8 tracks with 4 passenger
and 4 luggage platforms is raised to the level of the second
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floor of the building and covered with two arched floors
with cylindrical metal-glass coverings of the platform
(landing stage) with a width of 2x33.5 m (Fig. 4, 5). Since
the end of the 19% century, the station area received two
tram terminals along its edges on both sides of Chernivets-
ka Street, the axis of which rests almost perpendicularly to
the plane of the main facade at the entrance of the central
risalit of the station building.

Figure 4. The second building
of the Lviv Main Railway Station
Source: J. Purchla (1997)

Figure 5. Main Railway Station on the map of Lviv, 1925
Source: J. Purchla (1997)



In the layout of the station building, the longitudinal
shape of the initially one- or three-storey building along
the tracks is based on a rectangular scheme with three
front entrances on the main facade and additional service
entrances at the ends of the building (Fig. 6, 7). The left
(Southern) front entrance, as well as a whole two-story
risalit block with an internal grand staircase, was intended
for receiving and staying “for the Highest” (“fiir die Aller-
hochsten”). Outside, not far from the building, an elevator
was designed from the level of the square to the level of
the first passenger platform. The main entrance is exactly
along the axis of symmetry of the entire building through
the lobby and a spacious cash register and continued with
a direct tunnel for sending luggage (as of 2024, it is not
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valid). Passengers of 1 and 2™ classes moved through an-
other tunnel despite 5 ticket windows on the left in the
hall, and passengers of 3 class — through a tunnel despite
5 ticket windows on the right. The right (North) front en-
trance to the building was located to the left of the extreme
risalit block and continued through the lobby with two
more tunnels: a tunnel for receiving incoming luggage (as
of 2024, not valid) and a separate passenger tunnel. The
right risalit block, unlike the other two risalit blocks, did
not have a direct frontal entrance to itself. In this block,
the premises of the railway, postal, medical, police and tax
services were located on two floors in the corridor-enfilade
planning scheme. The third level of two side risalit blocks
contained service housing.

5 e
oo

Figure 6. Fragment of the plan of the first (entrance) level
of the main hall of the Lviv Railway Station
Source: Central State Historical Archive of Ukraine in Lviv

(n.d.)

Thus, five tunnels from the level of the suburban area
were connected through the building with a high platform,
and two more tunnels outside the building had a direct
connection between the square and the platform: the post-
al tunnel on the right and the Eilgut-Tunnel on the left. All
of them were through, connecting from the East the sta-
tion forecourt, the station building with the rest of the rail-
way station in the West direction. It is noteworthy that all
passenger landing platforms were connected to tunnels by
stairs, and all baggage platforms were connected by eleva-
tors to baggage (service) platforms located through one of
the passenger platforms. Consequently, there were no in-
tersections of passenger and baggage lanes on the platform.

Regulation of processes and movements in the build-
ing and on the platform according to the project was co-
ordinated with the movement of trains in their directions.
The first track was intended for departure to Chernivt-
si, the second - for the arrival of trains from Chernivtsi,
the third — departure/arrival to/from BelZec (Rava-Ruska
direction), the fourth - departure/arrival to/from Stryi,
the fifth — departure/arrival to/from Sambir, the sixth —
to Krakéw, the seventh — from Krakdéw, the eighth was a
shunting track. It should be assumed that the composition
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Figure 7. Fragment of the plan of the second (track) level
of the main hall of the Lviv Railway Station
Source: Central State Historical Archive of Ukraine in Lviv

(n.d.)

of trains would have to be coordinated with the placement
of train carriage classes with exits to the platforms to the
tunnels of the respective classes.

In the second building of the station, the role of the
platform has significantly increased — due to the separa-
tion of the platform and sub-track crossings in two lev-
els of construction, a comprehensive approach has been
implemented in the preparation, boarding/disembark-
ing, loading/unloading of baggage and mail of passenger
trains (Hofer et al., 2010). This is more efficient than the
first building and is well expressed in planning. The plan-
ning unit “room”/”hall”, which was dominant in the first
station building, is significantly supplemented by another
planning unit - “passage”/”tunnel”. The size of passen-
ger rooms has significantly increased, service rooms have
been moved to the upper levels; spatial ordering has in-
creased. The ideas of a functional approach continue to
develop, and in social terms, the “highest” category of pas-
sengers is added — In fact, there are four classes of passen-
gers. At the same time, as in the previous building, there
is no strict division according to the direction of passenger
movement in the tunnels; functional and social regulation
is preserved and expanded.

Architectural Studies, 10(1) 39 »
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The Main Railway Station of Lviv, which was one of the
most advanced in its time, was destroyed during the First
World War, the Polish-Ukrainian War of 1918-1919, and the
Second World War. It was rebuilt until 1930 and 1957, and
the last restoration took place in 2003. The station has re-
tained its original qualities and features, and the second
floor has grown between the risalits, and the most remote
fifth passenger platform has appeared under the cover of

the platform (landing stage). Modern platforms are ex-
tended to about 600 m, from the first platform an external
staircase is laid symmetrically on the sides of the building
to the station forecourt. The main transport lines and pas-
senger service functions laid down in the second building
have been simplified at the same time. Three tunnels are
used for passenger movement without dividing them into
classes and directions of movement (Fig. 8, 9).

LVIV - JIbBIB - LWOW - JIbBOB - LEMBERG

) 5

Figure 8. General view of the Lviv Main Railway Station, 2011

Source: M. Striltsiv (2011)

40 Hauptbahnhof | 3anisHu4nuit Boksan
1904

Wiadyslaw Sadlowsky

Dvirtseva pl. 1

Figure 9. Modern view of the central risalit block and platform;
section, facade, and plan of the first (entrance) level of the Lviv Main Railway Station

Source: A. Hofer et al. (2010)

However, since the Soviet era, the division into ticket
offices, information field and passenger zones of the sta-
tion has been preserved in accordance with the so-called
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“passenger” and so-called “suburban” trains, which is a

kind of radical division into types of passengers of condi-
tionally long-distance and short-distance connections. In



addition, these “passenger ticket offices” in the main hall
are also divided among themselves according to the time
of purchase of tickets (daily departure ticket offices, pre-
sale ticket offices), into categories of passengers (general,
preferential, service), ticket offices for domestic and for-
eign communication, refund ticket offices, etc. In the main
passenger hall, information is distributed only about “pas-
senger” trains, and in the hall of “suburban” ticket offices —
only about “suburban” trains. Suburban ticket offices with
their own information boards are located separately in the
hall behind the entrance in the right (Northern) part of
the building. The operation of paid and free waiting rooms
confirms the hidden “class” approach. Such separation and
organisation of ticket offices and premises makes it diffi-
cult for customers to navigate, forces them to stay at the
train station for a longer time, slows down service, and, in
general, does not contribute to facilitating travel, democ-
ratisation, or security.

From the above material, it is clear that nothing re-
mains of the first building of the Main Railway Station of
Lviv (the station of the former Galician Railway of Arch-
duke Carl Ludwig). From its initial planning ideas, the ideas
of directed and regulated communications and processes
for passengers and staff in the building and in the entrance/
access to/from the station forecourt developed. These ideas
are more noticeable in the second existing building of the
Lviv Main Railway Station (on the site of the old one) in
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the connection from the station forecourt through the new
building to a completely new and large platform. The sec-
ond building, together with the platform, is still function-
ing well in 2024, and has a great architectural and urban
planning potential that needs to be developed. Pedestrian
connectivity along the line “station square — station build-
ing — platform” is most commonly evolving by shortening
distances and times between connecting nodes (transfer
points, modal shift points, vertical connections, custom-
er and service contact points), increasing the number and
widening the number of lanes and aligning the directions
of movement. In planning terms, this is expressed by com-
munication through underground tunnels and passages.
This is one of the ways of evolution of railway stations,
which is the subject of the study by M. von Gerkan (1996)
and S. Parissien (1997).

A good example of the development of the layout of
the sub-track level of communication, vertical communi-
cations and passenger and service facilities is the recon-
structed Salzburg Hbf in Austria. The passenger building of
this station dates back to 1860 (F.R. Bayer, O. Thinemann).
The development and semi-cylindrical metal-glass cover-
ing of the platform took place in 1906-1909. The last recon-
struction with the extension of the platform to a length of
about 500 m with the restored old and extended new cov-
ers, and with the sub-track space, was completed in 2014
(arch. K. Kada) (Fig. 10, 11).

Figure 10. Building of Salzburg
Main Railway Station, 2018
Source: photo by Yo. Rotchniak

There was a cross-section connection of the Elis-
abeth-Vorstadt through a sub-track passage up to 200 m
long and up to 20 m wide from the Station Square from the
Northwest through the station building to the Southeast
in the section of Schallmoos towards the city centre. This

Figure 11. Sub-track passage from the lobby
of the main hall of Salzburg Main Railway Station, 2015
Source: photo by Yo. Rotchniak

simplifies pedestrian traffic between two parts of the city that
are separated by tracks. The platforms are connected to the
passage by stairs, escalators and elevators, which significant-
ly improves communication, service and creates a new con-
struction of the space and a different aesthetic (Fig. 12, 13).

Architectural Studies, 10(1) 41 »
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Figure 12. Platform with restored and expanded cover, sub-track passage of Salzburg Main Railway Station, 2015

Source: photo by Yo. Rotchniak

Figure 12. General view of the Salzburg Main Railway Station
Source: Central station... (2013)

Sub-track pedestrian communications are widely used
in the reconstruction of historical railway stations and
the construction of new ones. A pass-through pedestrian
connection under the tracks has been introduced at Vien-
na Main Station. Long underground passages connect the
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continuous pedestrian strip of the South Tyrolean square
(Stidtiroler Platz) with the metro station (U1) and the Rapid
City Railway Line (S-Bahn) with the new Vienna Main Rail-
way Station building almost on the site of the demolished
Vienna South Station (Fig. 14, 15).



Figure 14. Two levels of the entrance
to the Vienna Main Railway Station, 2015
Source: photo by Yo. Rotchniak

A multi-level organisation of spaces exists at the
renovated main railway stations in Berlin (Reuter, 2007;
Preufs, 2007), Graz, Katowice, Krakow, and other cities. The
extensive development of underground platforms, tunnels,
and vertical connections is being carried out in coordination
with the construction of new passenger rail and other track
connections (metro, urban railways), which further trans-
forms the station into an important urban planning factor.
Such an example is the ongoing and controversial con-
struction of Stuttgart’s Main Railway Station (Roser, 2008;
Preuf$, 2010). The Munich Main Railway Station building
(built in 1960) has been completely demolished as of 2024,
and a completely new one will be created in its place while
maintaining and expanding access to it (not implement-
ed in 2024). Over time, train stations turn into “temples
of consumers”, which continue to develop. They become
iconic objects, as reflected in the paer by J. Gympel (2020)
on the example of 40 railway stations in Germany.

The key idea of modern railway stations in highly de-
veloped countries is fast and safe boarding/disembarking
to/from the train in connection with the settlement. This
idea is implemented through the possibility of approaching
the station from different sides of the city, the presence of
many entrances/exits to/from the station and several lanes
of passenger movement, and shortening the time spent on
the way and on the platform, etc. Due to various methods
of purchasing travel documents — through ticket offices,
ticket machines in different places of public space and out-
side the railway station, the possibility of paying in cars
or remotely in advance via electronic network means — the
time before the trip is shortened. This significantly reduc-
es the need to equip a large number of ticket offices and
spaces for long waiting periods. Unified visual and audio
information at train stations, when approaching them, in
other public spaces and in the media sphere accelerates
orientation and promotes quick selection. In addition, the
simplicity and clarity of repeated messages work togeth-
er with the client’s determination — to get to their car or
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Figure 15. Crossings
at the Vienna Main Railway Station, 2020
Source: photo by Yo. Rotchniak

back - to the right place in the settlement, leaving the car
and station. Due to a sufficient number of trains and regu-
lar traffic, there is no need for a long wait, as it was a long
time ago. Mail and baggage cars as part of passenger trains
have been reduced or practically disappeared, which, in
turn, simplifies and frees up the flow of correspondence,
cargo and loading/unloading places. The service is being
introduced in road trains — primarily in large cities with
mainline connections. For this purpose, special car trips to
railway stations are arranged, if possible, near railway sta-
tions. At the client’s choice, there is still the possibility of a
longer stay at railway stations with extended Information,
various assistance, trade, service, respite, entertainment,
etc. (halls, rooms, passages, other spaces). Such processes
pass into the rank of additional relative to purely prima-
ry transport, and become the basis for the development of
railway and station complexes. This is thoroughly investi-
gated by I. Dreval (2019).

A large number of sub-track tunnels in the Lviv Main
Railway Station have the potential for fast and convenient
movement. It seems appropriate to update two long-stand-
ing baggage tunnels for the needs of passenger traffic. The
same applies to two other side tunnels outside the station.
Notably, with the current increased length of boarding
platforms, it seems unfair that there are no scattered un-
derpasses — the end cars of long trains are far removed from
the existing exits and tunnels. The installation of an addi-
tional one on each side of the edges of the platform cover
(with stairs, escalators and elevators to each platform), in
addition to speeding up communication, would also in-
crease the level of overall security at the station. Passenger
(reception) buildings and platforms (tracks with platforms),
which are connected by underground tunnels, play an im-
portant role in protecting against airborne hazards, similar
to underground metro stations. Dispersing people, regulat-
ing, directing their flows, and creating opportunities for in-
forming, staying, and monitoring — these and other process-
es should be considered when optimising station planning.
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In the context of Lviv’s urban development, it is pos-
sible to envisage a pedestrian connection through the
tunnel from the station square from the North under the
platform of the Main Railway Station to the Northwest
of the tracks to Estonska Street in the Levandivka urban
district, considering the needs of the rest of the railway
station. Another area of the underground pedestrian
tunnel-passage could run from the platform of the main
station to the South, connecting the underground and
the platform of the Suburban (former Chernivtsi) station
and Horodotska Street. Thus, the platforms of the two
railway stations would be connected underground. In

these two tunnels, passengers could get to the desired
platform by the shortest route, bypassing the station
buildings, and also have the closest connection to tram
and bus services along Horodotska Street with a number
of trade and service facilities (Skrynya shopping centre,
station market, etc.). More radical would be an under-
ground car passage near the building and under the plat-
form of the main station, close to the axis of Chernivet-
ska and Shyroka Streets, connecting Horodotska Street
and Levandivka. The possibility of arranging such pas-
sages and driveways will require more in-depth research
and substantiation (Fig. 16).

Figure 16. The proposed tunnels connecting the platforms of the Main and Urban Railway Stations
in Lviv between Horodotska Street (South) and Levandivka (North-West)
Notes: upper line - from the Station Square to Estonska Street; lower polyline — from the station, the platform of the Main
Station to Horodotska Street; dashed line — from Chernivetska and Horodotska Streets to Levandivka
Source: compiled by the authors based on the Google imagery

The development of new railway stations is largely
based on the organisation of travel and stay spaces, based
on existing planning properties in the urban context and
the buildings themselves. At the same time, the historical
construction substance is integrated into broader architec-
tural ideas, losing its original significance in some places.

CONCLUSIONS
The evolution of the layout of buildings of the Lviv Main
Railway Station took place by replacing the dominant cor-
ridor-cell scheme in the first building with a mixed corri-
dor, hall, and enfilade scheme of the second station build-
ing. In the second building, movements and processes were
regulated when the platform was raised to the second level
of the building with eight tracks, four boarding, and four
luggage platforms. Seven tunnels connected the platform
to the building and the station forecourt using stairs for
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passengers and elevators for luggage. The station platform
has acquired a separate method of planning in comparison
with the platform of the first station building. This was a
new phenomenon in the architecture of railway stations at
the end of the 19™-beginning of the 20™ century, revealing
the ideas of functionalism.

In the second building of the Lviv Main Railway Sta-
tion, the lines of train traffic and the lines of movement of
pedestrians-passengers, their luggage are divided in two
levels, which in a horizontal projection forms a rectan-
gular grid of these lines. On the platform, at the inter-
sections of the movement axes, nodes appear that corre-
spond to the location points in the horizontal projection
of stairs and elevators. Such a scheme of arrangement of
movement lines goes beyond the station building and is
the basis for the organisation of platforms of large railway
stations of the 20 century.



The symmetrical composition of the facades of the
first and second buildings of the Lviv Main Railway Station
partially corresponds to the internal layout; approximate
lines of passenger movement in buildings with the axes of
entrances in risalit blocks. In general, the exterior of build-
ings is an artistic framework beyond which the functional
and social diversity of the interior space does not extend.
The order and style of the facades form an independent and
expressive composition, which generally corresponds to the
thengeneralideas about the architecture of public buildings.

The planning scheme of the existing Lviv Main Railway
Station is naturally developed by expanding the horizontal
grid of movement axes: the addition of former baggage tun-
nels for pedestrians, the construction of new tunnels sym-
metrically and remotely from the existing platform covers,
the installation of elevators, escalators to each platform.
The existing pedestrian connections between the station
and the city should be considered. The evolution of the
layout of the historical station building goes beyond the
building and concerns primarily the arrangement of sta-
tion forecourts, platforms, and connections between them.
Such an underground pedestrian “expansion” is familiar to
the newest and adapted historical railway stations.

The proposed underground pedestrian passages-tun-
nels are an alternative to the “usual” underground pedes-
trian lanes and connect the main station platform, the
suburban station platform and Horodotska Street, and the
Levandivka urban district. In addition to the convenience
of comprehension and the absence of intersections with
other modes of transport, underground spaces are formed
for staying and protecting against air hazards. These cross-
walks can partially serve as shopping passages, which
contributes to comfort. Pedestrian passageways-tunnels
become an integral part of the latest railway stations, have
a significant length and take over part of the maintenance
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and maintenance processes before and after the trip.

The construction of pedestrian underground passag-
es and spaces near the building of the Lviv Main Railway
Station is seen as one of the possible ways to develop the
latest architecture, urban planning relations with the pres-
ervation of the spirit of this place. This approach looks
more humane, more sensitive to the environment and
more expedient in comparison with the ideas of a large-
scale construction of the “new international railway sta-
tion” in Lviv next to the existing main one, or a “transport
hub” at Sknyliv station in a remote area from the station
under study.

Understanding the history and actual state of archi-
tecture of the Lviv Main Railway Station and its planning
opens the way for research of other similar stations. The
twin goals of conservation and development are the guid-
ing principles.
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EBonouia po3nnaHyBaHHSA 6yaiBenb
rosIoBHOro 3anisHM4YHoro Boksany JibBoBa

AHOTaLiq. ApXiTeKTypy 3ali3sHUYHMX BOK3aIiB BM3HAUAIOTh CYCITiJIbHi, EKOHOMIiUHi, TeXHiuHi, BiitcbKOBi, icTopuuHi,
Ky/AbTYpHI Ta iHmi uuHHMKK. [XHi il Big6yBaroThCs MOCTIMHO, ajle yepes3 MeBHi MmepioaM CTalThesl 6LIbII paguKaIbHi
3MiHM IWISIXOM TepebynoB i po36ymoB 6ymiBenbHOi cyOcTaHIlii Bok3astiB. PO3yMiHHSI LIIHHOCTiI iCTOPMUYHMX CIIOPYL
MOBMHHO Y3TOAKYBaTUCh i3 HEMUHYYMMM COL[iQTbHMMM i TPAHCIIOPTHMMM 3MiHaAMM, WO BifOyBAIOTbCS TMOBCIOZHO
Ta BigoOpaXkaroThCs B apxXiTeKTypi BOK3aliB, 30KpeMa dYepe3 IUIAaHYBaJIbHY CTPYKTYpy. MeTOr0 NOCTiIKeHHS Oyio
BUSIBUTU PO3BUTOK PO3IIAHYBAJIBHMX BAACTUBOCTEN — HA 6a3i TOPU3OHTAIBHUX MPOEKIIiil CIIOPY[, — IBOX iCTOPUUHUX
6yzniBenb ['OOBHOTO 3a/1i3HMYHOTO BOK3ajy JIbBOBA y MOZAIBLUIOMY JI0TO BUKOPUCTAHHI. IJIs1 I[bOTO 3aCTOCOBYBAIMCS
3araJibHOHayKOBi MeTOAM JOC/iIP)KeHHS Ta BUKOPUCTaHHS iX y BiZIIIOBiIHOCTI 0 apXiTeKTypHUX CTyAili. Ha ocHOBi apxiBHMX
MarepiaiB, JiTepaTypHUX JKepes Ta MOIbOBUX CIIOCTepekeHb YMOK/IMBUIOCH TPOBEIEHHS BIACHOTO JOCIiIKeHHs Ta
OTPMMAaHHSI BUCHOBKIB. By/io rpoaHasi3oBaHO pi3Hi piBHI ABOX 6yZiBenb 3a1i3HMYHOrO BOK3aay JIbBOBa Ta MPOBeLEHO
ixHe mopiBHAHHS. OMMCAaHO PO3IIAHYBaIbHI CXeMU, CIIOTYUYeHHSI i OWTigOBHICTh MpUMillleHb IIUX 6yZiBenb, a TaKOX
ixHi 3B’I3KM 3 TTEPOHOM (KOJMiSIMM Ta MOCaAKOBMMMU IIaTdopMamMm) i 3 MPUBOK3AIbHOIO TUIONIEI0. 3a3HaUeHO, 1[0 B3Ke
y mepiriit 6ymiBii BOK3aay MPOSIBISIIOTHCS pUcK (QYHKIIOHAMiI3MY SIK KOHLEMIIi1 MepBMHHOCTI MPOIeCiB y BU3HAYEHHI
pO3IJIaHYBaHHS Ta 11i/1oi 6yiBebHOI 060IOHKY CIIOPYIM; Apyra OYHiB/sl MPOJOBXKYE 1[I0 KOHIEIil0. By/0 po3rasiHyTo
BapiaHTM 3aCTOCYBAHHS I1i13€ MHOTO TiIIOXiJHOTO CIIOMTyYeHHS IIepOoHY iCHYI0uoi Ipyroi 6yziBii To10BHOTO 3a/1i3HUYHOTO
BOk3asy JIbBoBa 3 mepoHoM IIpumicbkoro Bok3any JIbBOBa, a TaKOX CIIONyYeHHS iX 3 MariCTpajJbHOIO BYJIULEIO Ta
Bi[IJli/IeHOO KOJisSIMY O Hi€T 3 icTOpUYHMX JinbHMUILb JIbBOBa. [lif3eMHi MillIOXiAHI CIIONTyYeHHS YTBOPIOIOTh 'POMa/IChbKMit
MPOCTip, 1[0 Ma€ BeIMKUIA pecypc, Y TOMY UMC/Ii i i TMMYacOBOrO 3aXMCTy Bif MOBITpsiHMX 3arpos. i MipKyBaHHS
ONMPAIOThCSI Ha €BOMIOLI0 iCTOPMYHMX BOK3aliB 3a/liSHUUHMX CTaHLiii BeAMKUX MicT €Bpomnu. [IpakTMYHOIO LiHHICTIO
pO6OTHM € BCTAHOBJIEH] MIJITXM TOATBIIOT0 MOXKIMBOTO PO3BUTKY apxiTeKTypy [0I0BHOTO 3a/1i3HMYHOTO BOK3aiy JIbBoBa
y 3aK/IaIeHNX iCTOPMYHMX KOHIIeMIisIX Ta cxeMax Ha 6a3i HAaMpsIMKIB i TpaeKTOpiit pyxy MilIoxoiB i TpaHCTIOPTY

KntouoBi cnoBa: 3ani3Hutist; mathopma; MepoH; TYHE/b; macaskup
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