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AVANT-PROPOS

Frangois DELAHOUSSE

Ambassadeur de France au Kirghizstan
Bichkek — Kirghizstan

Le point commun de tous les territoires jouissant d’'une immensité géographique réside
dans I'importance prise par le secteur des transports dans leur histoire politique et leur
construction diplomatique. Aussi loin que l'on puisse remonter de maniére assurée,
I’Empire romain a structuré son pouvoir pan-méditerranéen par sa maitrise technique
des transports de marchandises et de personnes. Depuis les voiries terrestres jusqu’aux
aménagements fluvio-maritimes en passant par la construction a grande échelle des
véhicules et des contenants, 'Empire romain a su consolider I'expansion et l'unité
territoriales par ses avancées en matiére de transport et de logistique.

Grand bon historique : I'avénement de I'empire de Gengis Khan au XllI°¢ siecle, ou ce
n’est pas tant la maitrise technologique qui procura grandeur et pouvoir au maitre de
la Mongolie que I'aptitude politique de structurer un formidable réseaux de comptoirs
commerciaux pour inventer une premiére forme de continuum logistique des pré- et
post-acheminements entre la mer de Chine et les confins de la mer Méditerranée.

Autre bond : autre continent. |l est coutume de rappeler que les jeunes démocraties états-
unienne et canadienne reposerent, dans leurs premiéres décennies d’expérimentations
politiques, sur une obsession territoriale et stratégique : garantir la continuité de la
connectivité infrastructurelle entre les espaces les plus orientaux et les espaces les plus
occidentaux du continent. Et de rappeler que 'une des devises canadiennes les plus
connues reste « a mari usque ad mare », soit tout simplement d’un océan a I'autre.

LEmpire russe de 1919 s’étendait sur une telle immensité spatiale que le pays fut
divisé en 11 fuseaux horaires qui prenaient comme délimitations les voies ferrées
(orientées Ouest-Est) et les riviéres, voies de communication primordiales orientées
Nord-Sud. Un siecle plus tard et tirant profit de l'opportunité (ir)rationnelle offerte par
le changement climatique, le pouvoir russe fait du développement infrastructurel de la
fagade maritime Arctique I'une de ses priorités stratégiques pour évacuer les immenses
réserves de ressources énergétiques vers ses clients asiatiques et européens. Une fois
encore, les faisabilités du transport et de la logistique ont conditionné la concrétisation
opérationnelle de cette nouvelle perspective géostratégique ou nait, sous nos yeux de
contemporains, une nouvelle rangée portuaire de Mourmansk a Vladivostok placée sous
un contréle souverain par une seule nation.

A travers la crise pandémique actuelle, les nomades globaux que nous sommes devenus
avons saisi avec désarroi combien la mondialisation demeure tributaire de la robustesse
et de la résilience des systemes de transport. La fermeture des voies aériennes ou, plus
récemment, la mise en place des protocoles de controle aux frontiéres ont profondément
contraint les mobilités des hommes et des marchandises. Il en a résulté une prise
de conscience quasi universelle du role vital de la logistique et des chaines de valeur
dans nos modes de vie et nos comportements. Beaucoup ont découvert que 90% des
échanges planétaires se réalisaient par voies maritimes. Le blocage accidentel du Canal
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de Suez pendant 11 jours en mars 2021 a occupé les ondes des chaines d’informations,
expliquant dans la confusion et les contresens les fondements d’une globalisation
heureuse qui vacillait par une mauvaise manceuvre d’un porte-conteneurs long comme
quatre terrains de football !

Loin de ces tribulations maritimes, les Etats enclavés de I'Asie Centrale ont vu les trains-
blocs des sillons eurasiatiques s'animer de wagons remplis de produits manufacturés
a haute valeur ajoutée pour garantir les pré- et post-acheminements entre la Chine et
I’Europe. Que les trains empruntent la route septentrionale via la Mongolie ou celle
plus au sud qui traverse le Xinjiang frontalier de plusieurs Etats de I'Asie Centrale, ils
proposent tous des prestations qui mettent moitié moins de temps que les services
maritimes de lignes régulieres. En 2021, le seuil historique du million de conteneurs
transporté sur les seuls réseaux ferroviaires russes est méme dépassé, ce qui atteste du
succes logistique de ces artéres commerciales qui profitent des investissements chinois
dans le cadre de l'initiative Belt & Road.

En partenariat avec I'Université Nationale Kazakhe Al-Farabi a Almaty, Kazakhstan,
la fondation SEFACIL a organisé des 2014 un premier séminaire de réflexions sur les
relations entre la logistique et la diplomatie. La formulation originelle de I'atelier
invitait a s’interroger sur le réle que devait jouer la politique dans la constitution d’une
logistique au service des Etats enclavés d’Asie Centrale. Sept années plus tard, forte de
plusieurs sessions supplémentaires dont une a Oulan-Bator, Mongolie, en 2016, et une
autre a Bichkek, Kirghizstan, en 2018, ainsi que d’une premiéere publication intitulée
déja « Logistics & Diplomacy »*, 'ambition kazakhe se diffuse pour inclure un nouveau
séminaire a Tachkent en Ouzbékistan en octobre 2021, d’un autre a Almaty en novembre
2021, suivi d’un troisieme a Bichkek au Kirghizstan en janvier 2022, en attendant de se
rendre a Douchanbé, Tadjikistan, fin 2022 et peut-étre a Achgabat, Turkménistan, en
2023.

Le présent ouvrage collectif constitue le résultat affiné de ces réflexions élargies quant
aux imbrications indispensables entre la logistique et la politique. Fruit d’un travail
collaboratif et pluridisciplinaire, I'ouvrage s’inscrit dans la philosophie défendue depuis
2014 par la Fondation SEFACIL : a savoir, combiner les réflexions d’enseignants-chercheurs
de haute réputation avec les travaux d’étudiants doctoraux ou de jeunes professeurs.
L'un des enjeux majeurs du mariage entre la logistique et la politique demeure celui de
« conscientiser » les élites publiques au pouvoir socio-économique d’une logistique au
service du territoire et des populations. LAsie Centrale demeure souvent pergue comme
une zone de transit, un espace de contact que l'on traverse pour relier des marchés
immenses (Chine, Russie, Europe, sous-continent indien, etc.). La logistique peut et doit
participer d’une intégration économique et politique régionale qui fédére les Etats de
I’Asie Centrale en une démarche géopolitique et géostratégique inédite.

Les réflexions contenues dans cet ouvrage pluriel constituent une matiére brute qui
peut inspirer la projection d’un futur espace logistique plus solidaire et plus cohérent a
I’échelle de I'Asie Centrale. Les défis restent grands pour édifier une stratégie commune
ou tout du moins homogéne entre les Etats concernés. L'Asie Centrale dispose d’atouts

1 Voir le volume dirigé par Yann Alix, Violeta Puscasu et Kuralay Baizakova in Public Administration and Regional Studies,
N° 2-14, 2014, 104 pages (ISSN 2065-1759); et le volume dirigé par Kuralay Baizakova et Yann Alix « Geopolitics, logistics and
diplomacy », atelier international, université KazNU Al Farabi, Almaty, avril 2017, publié par I'Université Nationale Kazakhe
Al-Farabi en 2018, 138 pages (ISBN 978-9965-29-544-7).
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énergétiques et d’une force de travail jeune, mais elle patit d’une faible industrialisation
et d'une capacité trés limitée dans la transformation manufacturiere. Penser que la
logistique peut constituer un vecteur de développement exige des structurations
d’ampleur projetées sur le long terme, ce qui n'est pas toujours compatibles avec les
agendas politiques ou les exigences des opérateurs économiques privés. Car, comme
il est analysé dans le présent ouvrage, encore faut-il que les chaines de valeur du futur,
dans un monde post-Covid toujours a inventer, soient de véritables vecteurs de création
de richesse pour les populations et les territoires de |'Asie Centrale. C’est un pan entier
de recherche appliquée qui s‘ouvre pour comprendre et analyser les mécanismes de
construction et de pérennisation de la création de valeur sur les territoires enclavés
d’Asie Centrale. Cet ouvrage constitue une pierre supplémentaire a I'édifice intellectuel
co-construit depuis 2014 avec les enseignants-chercheurs et les décideurs publics des
cinq Etats de |'Asie Centrale.

A toutes et tous, bonne lecture !

%k %k %k
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FOREWORD

What all geographically vast territories have in common is the importance of the
transportation industry in their political history and diplomatic construction. As far back
as realistically feasible, the Roman Empire structured its pan-Mediterranean power
through its technical mastery of the transport of goods and people. From land roads to
river and maritime facilities, or the large-scale construction of vehicles and containers,
the Roman Empire was able to consolidate territorial expansion and unity through
advances in transport and logistics.

A great historical leap: the advent of Genghis Khan’s empire in the 13th century, where it
was not so much technological mastery that brought greatness and power to the master
of Mongolia, but rather the political ability to structure a formidable network of trading
posts in order to invent a first form of logistical continuum of pre- and post-shipments
between the China Sea and the confines of the Mediterranean Sea.

Other leap: other continent. It is customary to recall that the young American and
Canadian democracies rested, in their first decades of political experimentation, on
a territorial and strategic obsession: to guarantee the continuity of infrastructural
connectivity between the most eastern and western spaces of the continent. And to
recall that one of the best-known Canadian mottos remains “a mari usque ad mare”, or
simply from sea to sea.

The Russian Empire of 1917 was so vast in space that the country was divided into 11
time zones, which were delimited by railroads (running west-east) and rivers, which
were the primary means of communication running north-south. A century later,
taking advantage of the (ir)rational opportunity offered by climate change, the Russian
government has made the infrastructural development of the Arctic seaboard one of
its strategic priorities in order to evacuate the immense reserves of energy resources
to its Asian and European clients. Once again, the feasibility of transport and logistics
has conditioned the operational realization of this new geostrategic perspective where
a new port row from Murmansk to Vladivostok is being born before our eyes under the
sovereign control of a single nation.

Through the current pandemic crisis, the global nomads we have become have grasped
with dismay how much globalization remains dependent on the robustness and resilience
of transport systems. The closure of airways and, more recently, the implementation of
border control protocols have profoundly constrained the mobility of people and goods.
The result has been an almost universal awareness of the vital role of logistics and
value chains in our lifestyles and behaviors. Many have discovered that 90% of global
trade is carried out by sea. The accidental blockage of the Suez Canal for 11 days in
March 2021 occupied the airwaves of the news channels, explaining in confusion and
misunderstanding the foundations of a happy globalization that was faltering on account
of a bad manoeuvre of a container ship as long as four soccer fields!

Far from these maritime tribulations, the landlocked states of Central Asia have seen the
block trains of the Eurasian furrows come alive with wagons filled with high value-added
manufactured goods to guarantee pre- and post-routing between China and Europe.
Whether trains take the northern route through Mongolia or the southern route through
Xinjiang, which borders several Central Asian states, they all offer services that take half
the time of scheduled maritime services. In 2021, the historic threshold of one million
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containers transported on Russian rail networks alone will even be exceeded, attesting
to the logistical success of these trade arteries, which benefit from Chinese investments
under the Belt & Road initiative.

In partnership with the Kazakh National Al-Farabi University in Almaty, Kazakhstan,
the SEFACIL Foundation organized in 2014 a first seminar to reflect on the relationship
between logistics and diplomacy. The original wording of the workshop invited to
question the role that politics should play in the constitution of logistics at the service of
the landlocked states of Central Asia. Seven years later, with several additional sessions,
including one in Ulaanbaatar, Mongolia, in 2016, and another in Bishkek, Kyrgyzstan, in
2018, as well as a first publication already entitled “Logistics & Diplomacy”?, The Kazakh
ambition is spreading to include a new seminar in Tashkent, Uzbekistan, in October
2021, another in Almaty in November 2021, followed by a third in Bishkek, Kyrgyzstan,
in January 2022, while expecting to go to Dushanbe, Tajikistan, at the end of 2022, and -
possibly - to Ashgabat, Turkmenistan, in 2023.

The present collective work is the fine-tuned result of these widened reflections on the
indispensable interweaving of logistics and politics. Resulting from a collaborative and
multidisciplinary work, the book is in line with the philosophy defended since 2014 by the
SEFACIL Foundation: namely, to combine the reflections of renowned scholars with the
work of doctoral students or young professors. One of the major challenges of the fusion
between logistics and politics remains that of “raising awareness” among public elites
of the socio-economic power of logistics at the service of territories and populations.
Central Asia is often perceived as a transit area, a contact space that is being crossed to
connect huge markets (China, Russia, Europe, Indian subcontinent, etc.). Logistics can
and must be part of a regional economic and political integration that federates the
Central Asian states in a new geopolitical and geostrategic approach.

The reflections contained in this plural work constitute a raw material that can inspire
the projection of a future logistics space more united and more coherent on the scale of
Central Asia. The challenges remain great to build a common or at least homogeneous
strategy between the states concerned. Central Asia has energy assets and a young
workforce, but it suffers from weak industrialization and a very limited capacity in
manufacturing transformation. To think that logistics can be a vector of development
requires large-scale structuring projected over the long term, which is not always
compatible with political agendas or the demands of private economic operators. For,
as will be stated in this book, the value chains of the future, in a post-Covid world still to
be invented, must be real vectors of wealth creation for the populations and territories
of Central Asia. This is a whole area of applied research that is opening up to understand
and analyze the mechanisms for building and sustaining value creation in the landlocked
territories of Central Asia. This book is an additional stone to the intellectual building of
co-structures since 2014.

We wish you all a pleasant reading!

% %k %k

2 See Yann Alix, Violeta Puscasu et Kuralay Baizakova in Public Administration and Regional Studies, N° 2-14, 2014, 104
pages (ISSN 2065-1759); and Kuralay Baizakova et Yann Alix « Geopolitics, logistics and diplomacy », atelier international,
university KazNU Al Farabi, Almaty, avril 2017 published by National University Kazakhe Al-Farabi in 2018, 138 pages (ISBN
978-9965-29-544-7).
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MPEAMC/IOBUE
NoCo AENAYC

O6Lwan yepTa Bcex 06LMPHbIX TePPUTOPUAIbHBIX 06Pa30BaHMIA 3aK10YAETCA B TOM, YTO
TPaHCMOPTHbIN CEKTOP UTPAET BasKHYH POJ1b B UX MOUTUYECKON MCTOPUM M BbICTPAUBAHMK
AMNIOMaTUYECKMX OTHOLEHUI. HAaCKONbKO Mbl MOMKEM C YBEPEHHOCTbIO BEPHYTHCA B
npoLusoe, PUMCKas MMNepus CTPYKTYpMPOBasa CBOO NaH-CPeamM3eMHOMOPCKYIO BNaCTb
bnarofapa TEXHUYECKOMY MacTepcTBY B NepeBO3Ke rpy3oB W atogei. OT HaszeMHbIX
[opor go obycTpoicTBa PeK M MOPCKMUX MyTel M BNAOTb OO KpynHOMacwTabHoro
CTPOUTENbCTBA TPAHCMOPTHbIX CPEACTB U BMECTUNMULL, AS NEPEBO3KMU rPy308, PumcKasn
MMNEPUA CMOTNa YKPEeNnuUTb TEPPUTOPMUA/IbHYIO 3KCMaHCUIO M eAauHCTBO 6narogaps
CBOMM AOCTUNKEHMAM B 06/1aCTU TPAHCMOPTA U JIOTUCTUKMW.

XOpowmnm UCTOPUYECKUMM MPUMEPOM TaKXKE MOMKET MOC/NYKUTb NOABNEHNE UMNEPUn
YnHrucxaHa B Xlll Beke, Korga He CTONIbKO TEXHONOTMYECKOe MacTepcTBo obecneymno
MOHTO/IbCKOMY BAafiblke BeNn4YMe U B/acTb, CKOJIbKO MOAUTMYECKas CnocobHOCTb
CTPYKTYPMpPOBaATb OFPOMHbIE TOProBble CEeTU, 4YTODObl M306pecTn paHHO dopmy
JIOTUCTUYECKOrO KOHTMHYYMa 40 W Mnoc/ae nepeBo30K mexay Kutalckum mopem u
rpaHuuLamu CpeamsemHOro mops.

Opyroii npumep: A[PYron KOHTMHEHT. HemasnoBa)KHO MOMHWTb, YTO MOJIOAble
AeMoKpaTuyeckme rocygapctea B CoeguHeHHbix LUTtatax v KaHage B nepsble
OEeCATUNETUS CBOMX NMONUTUYECKUX SKCMEPUMEHTOB OMUPAsIUCL HA TEPPUTOPUA/bHYIO
M CTPaTerMyeckyro BarKHOCTb: 0becneymTb HenpepbIBHOCTb MHOPACTPYKTYPHbIX CBA3EN
MEXAY CaMbIMM BOCTOYHbIMM WM CaMbIMW 3amMagHbIMM MPOCTPAHCTBAMM KOHTUHEHTA.
OZHMM M3 CaMbIX M3BECTHbIX KaHaACKMX AEBU30B OCTaeTcA a mari usque ad mare - oT
nobepexba A0 nobepexKbsa.

Poccuitickas Umnepmsa 1917 roga npoctupanacb Ha Takue OBLIMPHbIE NPOCTPAHCTBA,
YTo cTpaHa bbina pasgeneHa Ha 11 YacoBbIX MOACOB, KOTOPble YC/OBHO Aenunu
KeNesHo4opOXKHble NyTM (3anag-BoCTOK) M peKM - OCHOBHble NyTM COOBLEHMUA
(CeBep-HOr). Cronetune cnycTa, BOCMO/1b30BaBLUNCH (vp)paumoHanbHbIMK
BO3MOKHOCTAMM, MNPEAOCTaBAAEMbIMA M3MEHEHMEM KAMMATa, POCCUIACKME BAACTM
caenanv MHGPaACTPyKTYpHOE pasBUTME apKTMHYECKOro nobepekbs OAHWM M3 CBOMX
CTpaTerMyeckmx npuMopuTeToB, YTOObI BLIBECTM OTPOMHbIE 3anacbl 3HEPropecypcos
CBOMM a3MaTCKUM W €eBPOMENCKMM KAMeHTam. B ouyepegHol pa3 TpaHCMNOPTHO-
JOTUCTUYECKAA BO3MOXKHOCTb 0OYC/I0BMAA ONEPATUBHYO KOHKPETMU3aLMI0 3TON HOBOW
reocTpaTerMyeckon NepcneKkTUBbl, T4e Ha HalWX nasax poAunacb HOBas MOPTOBas
uenb or MypmaHcKa 40 BnaaMBOCTOKa, MOCTaB/EHHAs MO4, CYBEPEHHbIA KOHTPO/b
O/ZIHOW AEpXKaBbl.

M3-3a HblHEWHEro MNaHAEMUYECKOro Kpu3nuca rnobanbHble KOYEBHWMKM, KOTOPbIMU
Mbl CTa/N, C TPEBOIOM OCO3HA/IM, HACKOJIbKO FN06ann3auma No-npexHemy 3aBUCUT OT
HaZEeXHOCTU U YCTOMYMBOCTM TPAHCMOPTHBIX CUCTEM. 3aKPbITUE aBUAIMHUI UK, COBCEM
HeJaBHO, BBeAEHWEe MNPOTOKOJ/IOB MOrPaHMYHOrO KOHTPO/IA CEePbe3HO OrpaHUYnAn
MOBWNbHOCTb Ntogel M ToBapoB. Pe3synbTaTom cTaso noytu Bceobliee oco3HaHue
KM3HEHHO BA)KHOM POJIM NOTUCTUKM W LEMOYEeK CO34aHMA CTOMMOCTM B Hawem
obpase KunsHU 1 nosegeHnn. MHorne obHapyxuam, 4to 90% nnaHeTapHbIX 06MeEHOB
npoucxoauTt Yepes mope. CnyyaiiHaa 610KkMpoBKa CyaLKoro KaHana Ha 11 gHein B mapTe
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2021 roga oKKynupoBana 3¢pup HOBOCTHbIX KaHa/I0B, 06bACHASA B NyTaHWLLE U HEBEPHOM
TO/IKOBAHUM OCHOBbI CYACTAMBOW rN06anM3aLMM, MOLWATHYBLUEWCA OT HeyAayHoro
MaHeBpa AJIMHHOIO Kak yeTbipe GpyTOOobHbIX MO KOHTeHepoBo3a!

Boanu OT 3TUX MOPCKMX HeB3roh, rocygapctsa LleHTpanbHoM A3un, He MMmetowme
BbIXOZ4A K MOpPtO, BMAENM, KaK noe3fa eBpasMMcKux 60po3s OXMBAOT BaroHamw,
3aMNO/IHEHHbIMU MPOMbILIJEHHBIMW TOBApamMM C BbICOKOM A06aBfIeHHON CTOMMOCTbIO,
4yTObbI rapaHTUPOBATb A0- U NMOCTMAPLLPYTHOE cooblieHne mexay Kutaem n EBponoii.
HeszaBucmMmo oT TOro, MAyT K noesza no CEBEPHOMY MapLIpyTy Yepe3 MOHIoAno uam
Nno MapLIpyTy lOXKHee, KOTopblit nepecekaeT CUHbL3AH, rPaHUYaLmnii ¢ HECKONbKUMU
rocygapctBamu LieHTpanbHOM A3uu, BCe OHM NpeanaratoT yCayr, KoTopble 3aHMMatoT
BABOE MeHbLUe BPeMeHM, Yem 0bbluHble MOpCKMe nepeBo3ku. B 2021 rogy 6bin gaxe
npesblWeH NCTOPUYECKUA NOPOT B OAUH MUIJIMOH KOHTEIMHEPOB, MEPEBO3MMbIX TO/IbKO
MO POCCUMUCKUM KeNe3HOLOPOKHbIM CEeTAM, YTO CBUAETENbCTBYET O JIOFTMCTUYECKOM
ycrexe 3TUX KOMMEePYECKUX apTEPUIA, MOYHAOLLMX BbIFOAY OT KUTANCKUX MHBECTULLUIA B
pamKax uHuumnaTnebl «OAMH NOSAC U OANH MyTb».

B napTHepcTBe c KazaxCKMM HauMOHaNbHbIM YHUBEPCUTETOM UM. Anb-Dapabu B AnimarTsl,
KasaxcTaH, poHg SEFACIL opraHusosan 8 2014 roay nepsblii cEMUHAP A5 Pa3MblLLIEHN
0 B3aMMOCBA3M IOTUCTUKM U ANNAOMATUU. [lepBOHaYaNbHas GOPMyIMPOBKA CEMUHAPaA
NOATO/IKHYNA HAC K BOMPOCY O POJIN, KOTOPYIO NONUTUKA A0NXKHA UIpaTb B OpraHM3aLmm
JIOTUCTUKM Ha cnyxbe rocygapcts LleHTpanbHON A3nK, HE MMEIOLLMX BbIXOAA K MOPIO.
Cemb neT cnycta, bnarogaps HECKONbKUM AOMONHUTE/IbHBIM CECCUAM, B TOM Yucie
ofHon B YnaH-batope, MoHronus, 8 2016 roay, v ewie oaHol B bulikeke, KbiprbisctaH, B
2018 roay, a TaKe nepsoi Nyb6anKaLum, o3ariaBaeHHoM «JI0rMCTUKa U AUNAOMaTUA»,
Ka3axCTaHCKME ambuuMM PacluMpPAOTCA W BK/IOYAOT HOBbIM CeMWHap B TalLKEHTe B
Y36ekucTaHe B okTabpe 2021 r., ewe oauH B Anmatbl B Hoabpe 2021 r., 3aTem TpeTuii B
Buwkeke B KbiprbidctaHe B 2022 r., B 0XXnAaHUK noesakun B AywaHbe, TaaKMKUCTaH, B
KoHLUe 2022 r. u, BO3MOXHO, B Alixabaz, TypkmeHucTaH, B 2023 1.

9Ta KONNIeKTUBHasA paboTa ABnAeTCA pe3ynbTaToM 3TUX 6os1ee 0BLIMPHbBIX PAa3MbILLIEHNIA
O CYLLLeCTBEHHbIX B3aMMOCBA3AX MEXKAY IOTMCTUKON U NOANTUKOW. Byayun pesynstatom
COBMECTHOM U MEXAMCLMMNIMHAPHOM paboTbl, KHUrA sBAAETCA 4YacTbto dunocodum,
3awmuiaemoii ¢ 2014 roga ®oHgom SEFACIL, a UMeHHO: 06beaMHUTL UAEN YBaXKaeMblX
npenogasaTteniei-nuccnenosBatesieil ¢ pasmMbilWIEHUAMM LOKTOPAHTOB WM MOJIOAbIX
npenogasarteneit. OgHOM M3 OCHOBHbIX 33434 CO3a JIOTUCTUKM U MOAUTUKM OCTaeTcs
npobnema «noBbIWEHMA OCBEAOM/IEHHOCTUY» OOLWECTBEHHbIX 3/UT O COLMa/bHO-
3KOHOMMYECKOM CUIe NOTUCTUKKN Ha CyKbe y TeppuTopun 1 Hacenenus. LieHTpanbHasn
A3nA [0 cuUX NOpP YacTo BOCMPUMHMMAETCA KaK TPaH3MTHAA 30Ha, NPOCTPAHCTBO
COMPUKOCHOBEHMWA, Yepe3 KOTOPOe COeaMHAITCA OrpomMHble pbiHKK (Kutai, Poccus,
EBpona, MHANNCKNIA CyOKOHTUHEHT U T. 4.). JTOTUCTMKA MOXKET 1 A0/KHA y4acTBOBaTb
B PErnMoHa/NbHOM 3KOHOMMUYECKOM W MOAUTUYECKOW MWHTerpauuu, obbeauHstowen
rocygapctea LleHTpanbHoW A3um B bHecnpeugfeHTHOM  reono/IMTUYECKOM U
reocTpaTermyeckom noaxoae.

3 Cm. BbINycK nog peaakuven Ana Anvkca, BuonetTol Mywkacy u Kypanait baiisakosoit B wypHane Public Administration
and Regional Studies, Ne 2-14, 2014 r., 104 ctp. (ISSN 2065-1759); v Bbinyck nog peaakumei Kypanait baiisakosoii v flHa
Anukca « Geopolitics, logistics and diplomacy », Mexxynaponnsiii cemunap, KasHY Yuusepcurer anb-®Papabu, AnMarsl,
anpens 2017 ., u3nan KasHY uwm. anp-®apadu B 2018 ., 138 crpanun (ISBN 978-9965-29-544-7).
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PasmbllneHns, cogepsKalimecs B 3TOM MHOronsaHoBow paboTe, NpeacTaBAsoT cobo
MCXOAHbIM MaTepuasn, KOTOPbIM MOXKeT BAOXHOBWUTb Ha MPOEKTUpPOBaHMe byayliero
JIOTUCTUYECKOTO MPOCTPAHCTBA, 6osee eAMHOrO WM COMAaCoOBaHHOrO B MaclTabax
LleHTpanbHOM A3un. Mo-npexkHemy BeAUKU Mpobaembl, CBA3aHHble C BblpaboTKOM
obuielt nan, No KparHel mepe, OA4HOPOLHON CTPAaTErMM 3aMHTEPECOBAHHbIX FOCYAapPCTB.
LleHTpanbHasa A3na obnagaet sHepreTMYeCKMMM aKTUBAMM U MOI0A0N paboyeit cuion,
HO CTpagaeT oT cnaboi MHAYCTPUANAM3ALMUM U OYEHb OFPaHUYEHHbLIX BO3MOMKHOCTEMN
npeobpasoBaHuna NPoOn3BOACTBA. MbIC/Ib O TOM, YTO JIOTUCTMKA MOMKET CTaTb BEKTOPOM
pasBuUTUA, TpebyeT KPyMHOMACWTabHOro CTPYKTYPMPOBaAHWA, 3amnaHMPOBAHHOIO Ha
[LONTOCPOYHYIO NEPCMNEKTUBY, YTO HE BCETA,a COBMECTUMO CNOMTUYECKMMU TPOrPaMMamMm
UM TPebOoBaHWAMM YaCTHbIX IKOHOMMYECKMX onepaTopoB. [MoTomy uTo, Kak byaet
CKa3aHO B 3TOM KHMre, Mo-NpexHemMy HeobxoAmmo, 4Tobbl LEenoyku AobaBneHHoOM
cToumocTu byayuiero, B NOCTKOBUAHOM MUPE, KOTOPbIV elle NpeacTouT usobpectw,
6bINN peanbHbIMW BEKTOPaMM CO3faHWA 6oratcTBa A/ HaceNeHua U TeppuUTopui
LleHTpanbHOM A3uKu. ITO Uenblid pasfen NPUKAALHbBIX WUCCNeL0BAaHUM, KOTOPbIN
OTKPbLIBAETCA AN MOHUMAHUA UM aHa/M3a MeXaHU3MOB MOCTPOEHUA U YCTOMYMBOCTM
CO3[aHUA CTOMMOCTM Ha He MMEIOLWMX BbIXOAa K MOP Tepputopuax LleHTpanbHoOM
A31U. ITa KHUra ABNSAETCA ele OAHMM KaMHEM B UHTE/IEKTYa/IbHOM 3,aHMU, KOTOpoe
c 2014 ropa CTPOUTCA COBMECTHO C NpenoaaBaTensiMmn-uccnenoBaTeiamMmu U IMuamu,
NPUHUMAIOLWMMM PeLLEHNA, U3 NATU rocyaapcTs LieHTpanbHoM Asnu.

Bcem npuaTHOro uteHums!

®paHcya fdenayc, nocon PpaHumn B KbiproisctaHe

* %k %k
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EDITORIAL

Diplomacy is an art
Logistics is a necessity

LOGISTICAL TRANSFORMATION IN EURASIA -
SOME POLITICAL AND ECONOMIC OVERVIEW

Pierre CHABAL
Normandie Université
PhD Dr in Political science (IEP Grenoble)
Dr of Political Science in International relations (IEP, Paris)
Visiting professor, KazNU Almaty, UWED Tahskent, NUM Oulan Bator, Xiamen China
Le Havre — France

On the relevance of humility ... Westerners often believe that modernity began with
their 16" century Renaissance. However, historians know better. They prove to us
that centuries before the European Renaissance, great human advances took place in
the heart of Eurasia, notably — to mention only a few — in Uzbekistan with Ulugbek’s
astronomical observatory built in the 15" century, in Kazakhstan with the foundation
of the first Kazakh Khanat in 1465, one century before the European modern State, and
in Kyrgyzstan where, for long, the Silk Roads paused on the banks of the Issyk-Kul lake
on their journeys between East and West. Elsewhere in Asia, mechanical printing using
mobile metal letters was invented in Korea in the 14" century, long before Gutenberg.
And so, it is today a cliché to suggest that distance has become irrelevant, not only what
cartography tells us about where nations live but, more pointedly, how peoples think
and to what purpose they apply their intelligence.

What happened in October and November 2021 in Tashkent and Almaty and in January
2022 in Bishkek — our Logistics and Diplomacy seminars — began 15 years ago, when
| first addressed students of the KazNU, or 10 years ago, when | first taught students
of the UWED, or 5 years ago, when | first visited Bishek and the AUCA to prepare our
2018 international conference there. But it also all started 20 years ago, when the
sino-postsoviet Asia organised itself into an open regionalism, or 200 years ago when
centripetal ambitions brought continental peripheries here, or also 2000 years ago when
the scale of human ambitions was, if not larger, certainly more classically imperial. And 20
years from today, in the 2040s, let us be certain that Uzbekistan, Kazakhstan, Kyrgyzstan,
and Central Asia at large and the whole of the ‘new Asia’ will have reversed geopolitical
geometrics. Some of us will still be alive to witness the centrifugal engagement, by the
center, of the peripheries. Others will observe from above.

When Yann Alix and | first met, in December 2011, the year of my first visit to UWED
and 4 years on from my first visit to Uzbekistan, and 7 years already after my first visit
to Kazakhstan, and only a few years before my footsteps would logically take me to
Kyrgyzstan, so when Yann and | first met, what happened is: a narrow-minded political
scientist opened to maritime logistics and a visionary geographer gave an open ear
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to continental Central Asia. At that time, | was organising an international conference
on Europe-Asia Interregional Competition. | remember that | said to Yann — maybe he
recalls; maybe not — “before 10 years pass, you and | will cooperate with Central Asia and
| have just met good universities there”. | was wrong!

The KazNU is not a good university, it is the best institution for the intellectual lbrashev-
inspired ‘Pan-Asia-Centric’ analysis of world dynamics; and Yann discovered Kazakhstan
already earlier, in 2017, at the highest level of a seminar he co-organised here in the
KazNU!

The UWED is not just a good university, it is the best institution for the governmental
analysis of world dynamics; and Yann visited Uzbekistan already in July 2021, at the level
of a conference organised by Uzbekistan’s Ministry of Foreign Affairs.

The AUCA of Bishkek is not a good University, it is the best representative of American
projected presence in a different continent, and to be sure at the heart of such a
continent, the formerly-designated Heartland of British geographer McKinder. That is
what | said to Yann before co-organising conferences in 2012 in France, 2014 in Almaty,
2016 in Oulan-Batar, 2018 in Bishkek, 2020 in Poland and 2022 in Le Havre

Now onto Logistics and Diplomacy. Diplomacy is an art; logistics is a necessity. When
diplomacy and logistics disagree, chaos prevails. When they agree, progress and
development ensue. As it happens, next month, a comprehensive international
conference is taking place on a very close topic: The Completion of Eurasia between
logistical convergence and regional dissent. Over 40 speakers from about 20 countries,
(including Kazakhstan, 9puHe KasakctaH !, Uzbekistan, albatta O’zbekiston !, and
Kyrgyzstan, anbetre Kbiprbisctad !) will reflect over four sessions on 1/ diplomatic
competition, 2/ logistical challenges, 3/ the concept of Eurasia, 4/ historic turns from
1991 to 2021. There could hardly be more proximity these 2021 and 2022 Logistics and
Diplomacy seminars and this conference next month, in May 2022.

For now, | suggest three avenues for a discussion based on the politics and economics
of logistical transformation as the end of “conceitful” divergence (§1), the making of
mutually completing convergence (§2) despite the ambiguous nature of the New Silk
Roads (§3)

§1) The end of ‘conceitful’ divergence - This is the broad context in which logistics and
diplomacy used to occur. Contextual analysis within social sciences suggests that reality
and the use of reality rest on a social fabrication of the Self and of the Other. And, to be
sure, between i/ a Chinese world that considered the outer world (mainly western) as
barbarian, and ii/ the western world (mainly European) that considered Asia as a ‘land
for the taking’ (une terre a prendre; in Uzbek olish uchun er; in Kyrgyz anameiH xcep; in
Kazakh anyy yuyH mep ), exchanges were based on divergence.

On divergence and on imbalance. Unequal treaties ruled and created i/ a world where
trade meant exploitation and ii/ a world in which interaction meant colonialism.
In this vein, what is customarily referred to as ‘the opium wars’ could be renamed a
series of ‘narrow-minded zero-sum games’ in contradiction to David Ricardo’s theory
of international trade as the condition for nations to become, through interactions,
mutually prosperous.

And so, probably, all such forms of imbalanced diplomacy are in fact the negation of
international trade. For logistics becomes simply the obedient slave of unscrupulous
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leaders, with the effect that, following conceitful exchanges, wars of a revengeful nature
are almost inevitable. Mutatis mutandis, historians and especially economic historians
have connoted WW!I as economic war among European capitalisms, and WWII as
economic confrontation between capitalist and fascist hegemons.

§2) The making of mutually completing convergence - Here, by contrast, over the past
few decades, international trade exchanges have undergone a levelling-off of sorts. In
the PCW, the first sign of this was in 1995 the transformation of the (‘talkative’) GATT
into a WTO equipped with more ‘regulating” powers. Yet, as we know, commercial neo-
realism struck almost immediately, first in 1997 with the so-called ‘Asian’ economic crisis
and, repeatedly with, in 2008, the very a-professional financial crisis triggered by the
totally sub-optimised bank-loans, toxic ones to be sure, referred to as the sub-prime
crisis. And so, the 1990s and the 2000s marked a turning point in the economic re-
structuration of the world.

China’s accession to the WTO in 2001 was much commented as the confirmation of
Beijing’s insertion into world-trading. Yet, 2001 marks also the transformation of a
China-neighbouring ‘Group of the Shanghai 5’ into a fully-fledged SCO (today with 9
members and a total of 21 affiliates). 2001 is also the assumption to power of a very
assertive Vladimir Vladimirovich, intent on forming a Eurasian Economic zone, and SCO
Energy Club, an Asian currency zone, etc.

There is less need to add to this list of Asian innovations than a necessity to state that the
former West and the new East are now on a par with each other. The former West (or
still relevant North?) is having to engage in mutual trade with a new East that is also part
of the new South —the symbol of this being the 2015 joint Summit in Ufa of the SCO and
of the BRICS, the creation of an Asian Development Bank, as well as joint military drills:
within the SCO, within the CSTO, and sometimes together: SCO and CSTO.

What has been invented is a Eurasian provision of security for international trade, in
balanced complement to western ‘stabilisation’ forces, the latter today a thing of the
past, possibly to be cyclically revived in view of renewed instability.

§3) The ambiguous nature of the New Silk Roads - Today, former divergence and on-
going convergence come together into logistics. A former French minister, Malraux,
stated that ‘The 21 century will be cultural’. Probably, he was wrong if he meant artistic
harmony. Yet, he was definitely right if he meant a 21 century made up of soft and
smart power. The 21t century ‘will be’ logistical as a means to veer diplomacy away from
hegemonic zero-sum games and towards attempts at ‘win-win’ transport and trading
strategies. The fact that XI Jin-Ping chose Astana (today Nursultan) in 2013 to deliver
his ‘New-Silk-Roads’ speech matters less than the diachronic surge of a new hegemonic
drive resolutely based on logistical aspects of international trade.

What is also in question is the nature of Chinese logistical geopolitics. If transport
networks simply serve geo-economic constructions, such transport networks mainly
feed into the geo-political projection of power. It is here that the contemporary Great
Game takes place, incidentally with the USA. That was suggested as early as the 1990s
as a ‘head-to-head mounting to war’ and a confrontation. In short, 1) an American
projection of power since the (late) 19t century theorised by A. Mahan’s ‘Sea Power’
that today meets with 2) a Chinese projection of power since the (late) 20 century
implemented by the NSR, alias OBOR, alias BRI and many other terms and names. A
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polyphonic polysemy of Chinese logistical intents and ambitions that confronts American
mono-meaning strategy of global PCW ambitions.

In brief conclusion, a seminar such as this one, held in Almaty in 2014, 2017 and 2021,
in Bishkek in 2018 and 2022, and in Tashkent in 2021, helps us read between the lines of
logistical schemes and to access the ‘geo-diplomatic’ meaning of New transport roads.
What is constant is hegemonic ambition; what varies is the multilateral disguise of such
an ambition. And so, dear colleagues and friends, while | hope to see you again in 20
years, in 200 years and also in 2000 years, let me anticipate on my own ... longevity and
thank you already now, in advance as it were! Thank you for your spontaneous trust, and
professional opening. | hope they continue. 2023 will be host more of such seminars as
they turn into an even more ambitious series associating continental Asia with maritime
Asia, a dozen countries at least from 2023 onwards. So, let’s live all together long, and
overcome COVID.

Our pleasure, Yann’s and mine, will continue over 20 years, 200 years, 2000 years, at
least, with more seminars, more books, more collective Eurasian analyses of a new,
combined kind.

LLbIH XypeKTeH paxmer !
Chin yurakdan rahmat !
Cu3re YblH }KYPOKTOH paxmar !
cnacubo 3a Bawe BHMMaHue !
Merci beaucoup !

A heartfelt thank you !

%k %k %
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« La diplomatie est un art,
la logistique une nécessité »

TRANSFORMATION LOGISTIQUE EN EURASIE -
APERGUS POLITIQUES ET ECONOMIQUES

L'Occident situe lamodernité a la Renaissance. Les historiens situent les grandes avancées
humaines d’abord en Eurasie : 'observatoire astronomique d’Ulugbek et le premier
Khanat kazakh au 15¢s., les étapes kirghizes des Routes de la soie au bord d’Issyk-Kul...

Ce séminaire Logistique & diplomatie évoque |'Asie sino-postsoviétique s’organisant en
régionalisme ouvert il y 20 ans, apres les ambitions centripetes amenant en Asie les
périphéries continentales il y a 200 ans, et les ambitions humaines surtout impériales il
y @ 2000 ans... Dans 20 ans, la « nouvelle Asie » aura inversé la géométrie géopolitique
par I'engagement centrifuge du centre envers les périphéries.

Jai rencontré Y. Alix en 2011. Un politiste s’est alors ouvert a la logistique maritime et
un géographe a I'Asie centrale continentale. En Janvier 2022, c’était déja le 6° séminaire
apres Almaty (2014, 2017, 2021), Bishkek (2018) et Tashkent (2021). En mai 2022, le
8¢ colloque d’un autre cycle La complétude de I'Eurasie entre convergence logistique et
désaccords régionaux ? La concurrence diplomatique reléve les défis logistiques et le
concept d’Eurasie évolue par les « a-coups » historiques depuis 1991.

Dire que « la diplomatie est un art ; la logistique une nécessité », c’est rappeler que
lorsque diplomatie et logistique sont en désaccord, le chaos regne ; quand elles
s’accordent, progrés et développement s’ensuivent.

La politique et I'économie de transformation logistique ouvrent trois pistes.

1) la fin des divergences vaniteuses des anciennes logistique et diplomatie entre un
monde chinois considérant le monde extérieur comme barbare et le monde occidental
tenant I’Asie comme « terre a prendre ». Les échanges étaient fondés sur la divergence :
le commerce signifiait exploitation et I'interaction signifiait colonialisme. Bref, une série
de « jeux a somme nulle » niant la théorie du commerce international (Ricardo) comme
condition de la « richesse » mutuelle des Nations (Smith). La diplomatie déséquilibrée nie
le commerce international : la logistique y obéit a des chefs sans scrupule, les échanges
vaniteux rendent les guerres inévitables.

2) les convergences s’imposent aujourd’hui. La transformation en 1995 du GATT en
OMC a survécu a 1997 (crise « asiatique ») et 2008 (crise financiére). Les années 1990-
2000 voient la restructuration économique du monde. 2001, c’est I'entrée chinoise dans
I'OMC, la transformation des « Cing de Shanghai » en OCS a part entiére (9 membres ;
21 affiliés), la détermination de Putin envers une zone économique et monétaire
eurasienne, un Club de I'énergie de I'OCS... Ancien Occident et nouvel Orient sont sur
un pied d’égalité. Ce qui a été inventé, c’est une sécurisation eurasienne du commerce
international, toujours fragile.

3) Malgré I'ambiguité des Nouvelles Routes de la Soie, les divergences anciennes et les
convergences en cours se rejoignent dans la logistique. Le 21%™ siécle « sera culturel »
a travers une forme logistique du soft power, qui transforme la diplomatie des jeux
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hégémoniques a somme nulle en stratégies de transport et de commerce « gagnant-
gagnant ». Xl Jin-Ping a choisi le Kazakhstan en 2013 (annonce des « Nouvelles routes de
la soie ») pour dire I'’élan diachronique d’une néo-dynamique hégémonique fondée sur
la logistique du commerce. Quelle est la nature de la géopolitique logistique chinoise ?
Si les réseaux de transport ne servent qu’a des constructions géo-économiques, ils
alimentent surtout la « projection » géopolitique du pouvoir dans un « Grand Jeu » entre
i/ puissance américaine (« Sea Power » de Mahan) et ii/ puissance chinoise grace a : NRS,
OBOR, BRI... Une polysémie polyphonique des intentions et des ambitions logistiques
chinoises qui confronte la stratégie américaine a sens unique des ambitions mondiales
de I'AGF.

LUbIH kypekTeH paxmeT ! Chin yurakdan rahmat ! Cusre ybiH XYpPOKTeH paxmar !
cnacnbo 3a Bawe BHUMmaHue ! Merci beaucoup ! A heartfelt thank you !
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«Aunnaomartmsa - 3T0 UCKYCCTBO, IOTUCTUKA -
HeobXxoauMOoCTb».

NOMTMCTUYECKUE NPEOGPA3OBAHUA B EBPA3ZUU
- NTOTIMTUYECKUA U IKOHOMMUYECKUMN OB3OP

3anaf, OTHOCWUT COBPEMEHHOCTb K PeHeccaHcy. MICTOPUKM BnepBble Y3HAIOT O BEMKUX
OOCTUXKEHUAX YenoseyecTBa B EBpasun: actpoHomuyeckaa obcepsatopua Yayroeka u
nepBoe KasaxcKkoe XaHCTBO B XV BeKe, KMprusckue atansl LLlenkosoro nytm Ha 6epery
Ucebik-Kyna...

3TOT CemMMHap NO NOTUCTUKE U AUNIOMATUM HANOMMHAEeT OT TOM, KaK KWUTAMCKO-
noctcoBeTcKaa A3ma opraHM30Banacb B pamMKax OTKPbITOro pernoHannsama 20 net Hasag,
nocsie LEeHTPOCTPEMUTENbHBIX aMBULMI, NepeHeclnX KOHTUHEHTA/IbHbIE OKpPaWHbl B
Asuto 200 net Hasag, U ocobeHHO MMMNepPCcKux Yyenosedecknx 2000 net Hasag,... Yepes
20 net «HoBas A3uA» nepeBepHET reonO/IMTUYECKYID FeOMETPUIO LEHTPOBEXKHbIM
OBUXKEHWEM LEHTPA NO HanpaB/ieHu o K nepudepuam.

A1 nosHakomuca ¢ A. Aankcom B 2011 rogy. Toraa NOAUTONOT OTKPbIA MYTb K MOPCKOW
JIOTUCTUKM, a reorpad - K KOHTUHEHTanbHOM LleHTpanbHol A3nun. B 2021 roay 3710 6bin
yKe 6-11 cemuHap nocne Anmatbl (2014, 2017, 2021), buwkeka (2018) n TawkeHTa (2021).
B mae 2022 roaa 6yaeT 8- cMMmno3nym Apyroro umkaa «LlenoctHocts EBpasun mexay
JIOTUCTUYECKUM CONUMKEHNEM N PEFMOHANIbHBIMW Pa3HOrNacMAMMN?» JuniomaTmyecKkas
KOHKYPEHLMA peLlaeT IorMCcTUYecKue 3a43a4m, a KoHuenuna EBpasunm ssontoumoHnpyet
yepes nctopmyeckme «Bsnetbl U nageHna» ¢ 1991 no 2021 roa.

CKasaTb, YTO «AMNAOMATMA — 3TO UCKYCCTBO; IOTUCTUKA — 3TO HEO6XO,D|MMOCTb)) — 3TO
HanOMWHaHKWE O TOM, YTO KOraa Annaomatna n NOrMCTtukKa NpoTuBopedaT Apyr 4pyry,
TO UApPUT XaocC; B TexX Cnyvaax, Koraa OHWU COrNnacoBaHbl, 3a 3TUM CNeayroT nporpecc m
pa3suTmne.

MonUTUKa N SKOHOMMKA NOTUCTUYECKMX NPeobpa3oBaHMIl OTKPbIBAIOT TPU NYTH.

1) npekpaweHWe TWECNaBHbIX PasHOMIacuii CTapoi NOTUCTUKM U AWNJIOMaTUK
MEXKAY KUTANCKMM MWPOM, CUMTaIOWMM BHELHWA MMP BapBapCKMM, M 3amnagHbiM
MWPOM, CcYMTaloWMM A3n0 «3emaeit Ans 3axeaTos». Toproesna 6blla OCHOBa Ha
pasHornacuax: TOProBAA O3Hayasa 3KCMAyaTauuio, a B3aMMOAENCTBME O03HAYaNo
KonoHManusm. Kopoye rosops, Cepus «uUrp ¢ HyJI€BOM CYMMOWN» OTPULLAIOLWMNX TEOPUIO
MexKayHapoaHoi Toproeau (PMKapao) Kak ycnosue B3aMmHoro «boratctsa» Hauwi
(CmuT). HecbanaHcMpoBaHHas AWMNAOMATMA OTPULAET MEXAYHAPOAHYI TOProB/io:
NIOTUCTMKA MOAYMHAETCA HeAOBPOCOBECTHbIM MAEpaM, TULETHble OBMeHbl AenatoT
BOMHbI HEU3BEKHbIMM.

2) KoHBepreHuun Heobxoaumbl cerogHs. TpaHchopmauma TATT B BTO B 1995 roay
nepexuna 1997 rog («asmaTckmin» kpusuc) n 2008 rog (puHaHcosbI Kpusuc). 1990-
2000-e roabl — 3TO MepecTpoiika MMPOBON 3KOHOMMKKU. 2001 - 3TO BCTyn/eHue
Kutaa B mupoBylo Toprosato (BcTynneHve B BTO), npeobpasoBaHue «LllaHxalcKoi
naTepku» B nonHoueHHywo LLOC (9 uneHos; 21 apPpuAnMpPoBaHHbIX Y1EHOB), PELUMMOCTb
MyTMHa K eBPa3sMMCKON 3KOHOMMYECKOW M Ba/lOTHOM 30HE, JHepreTmyeckomy Kayby
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LWOC... Ctapbivt 3anazg 1 HoBbli BOCTOK Ha paBHbIX. To, 4To 6b110 NPUAYMAHO, Tak 3TO
eBpPa3nNCcKan CEeKbIOPUTU3ALLUA MEXAYHAPOLHOW TOPTrOBAN.

3) HecmoTpsA Ha HeoAHO3HAYHOCTb «HOBOro LWENKOBOro MyTW», CTapble pasHornacua
M NpoAo/iXKatlolmMecs coBnageHne B NOrMCTUKE cxogAaTcsa BoeguHo. 21-i BeK «byger
KY/IbTYPHbIM» B1aroaapa N10rMctTuyeckon dopme « MArKOM Cubl», KOTopasa Nnpeobpasyer
OMNJIOMATUIO  FTereMOHUYECKUX WFP C HYNeBOM CyMMOW B «bHecrnpourpbiiHblie»
TPaAHCNOPTHblE U Toprosbie cTpaTernn. Cn L3nHbnuH Bbibpan Kasaxctad B 2013 roay
(0bbaABNeHNE «HOBOrO LWEAKOBOro NyTu»), YTobbl NPUAATL ANAXPOHUYECKUIA MMMNYAbC
rereMOHMYeCcKo HeogMHaMMKK, OCHOBAHHOM Ha TOProBoi fiornctuke. Kakosa npupoaa
KUTaMCKOM reonofIUTUKK IOTUCTUKM? ECM TpaHCMOPTHbIE CETU UCMO/b3YIOTCA TONIbKO
ONA Te03KOHOMMUYECKMX NMOCTPOEHWUI, OHU MUTAIOT, NPEXKAEe BCEro, reonoamuTuyeckoe
«MPOrHO3MpoBaHue» cusbl B «bonbwoi Urpe» mexay i / mowpto CLUA («Mopckas
AepxaBa» agmupana MaxaHa) u ii / cunoit Kutaa 6narogaps: HLLM, ONON, MHuumaTtnea
Mosc-NyTb. MonnpoHMYecKas MHOrO3HAYHOCTb KMTAMCKUX IOTUCTUYECKUX HamepeHUi
M ambuumin, KoTopasa NPOTMBOMNOCTaBASETCA OAHOCTOPOHHEN aMepPUKaHCKOM cTpaTernm
rnobanbHbIX ambuLMii Nocsie «XoN04HON BOMHbIY.

LbiH )kypekTeH paxmeT! Chin yurakdan rahmat! Cusre ubiH }XypeKTeH paxmar!
Cnacubo 3a Bawe BHumaHue! Merci beaucoup! A heartfelt thank you!

* %k %k
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Abstract: The emergence of Central Asia into Global affairs demanded greater
involvement of its nations and their economic system into trading and supply chains
worldwide. The whole region faces the challenges of ensuring free and affordable access
to railroad and sea transportation, reducing the costs associated with trans-border and
trans-national transit corridors and networks.
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INTRODUCTION

The process of integration of the regional economy into the world economic system leads
to greater involvement of the Central Asian countries in the international distribution
of labor and, accordingly, to the growth of their mutual trade with the main trading
partners.

Historically, the Eurasian international transport corridors included: the Northern Corridor
(Alashankou (China) - Druzhba - Aktogay - Astana - Kokchetav - Presnogorkovskaya
(Kazakhstan) and further along with the territory of Russia and other post-Soviet
countries to European countries); the Central Corridor (Druzhba - Aktogay - Alma-Ata -
Chengeldy (Kazakhstan) - Tejen-Serakhs (Turkmenistan) - Mashhad (Iran) and further to
Iranian ports and Turkey).

The North-South corridor connecting European countries and the northwest of Russia
through the ports of Astrakhan and Olya with the ports of Iran, Azerbaijan, Kazakhstan,
and Turkmenistan allows cargo transportation in the direction of the Persian Gulf,
Pakistan, and India.

Basic Determinants

The basis for the development of transport corridors can be the UNECE projects on the
expansion of international transport infrastructure networks to the Caucasus and the
Central Asian region, as well as international routes identified within the framework of
the UNESCAP ALTID project. These routes are the mainland connections for international
transport flows, providing direct links between Northern, Western, Central, and Southern
Europe and the countries of the Caucasus, Transcaucasia, Black Sea, and Caspian
regions, the Middle East, Central Asia, and parts of the Asia-Pacific region, including the
Northeast Asia region.

24 e Logistics & Diplomacy in Central Asia



It should be emphasized right away that both Russia and China are very interested in
the participation of the countries of Transcaucasia and Central Asia in the development
of the pan-Eurasian transport network as a whole and the program of the revival of the
Great Silk Road, especially due to the connection of the latter with the trade and energy
supply factors.

In May 1993, the States of the European Union signed the Brussels Declaration on the
Development of a Transport corridor “Europe-Caucasus-Asia”. The ambitious project of
the Europe-Caucasus-Asia transport corridor connecting the countries of Europe and
Asia provided for cargo transportation via the rail and road network of Italy, Germany,
France, Great Britain, Spain, and Portugal through the Black Sea ports of Romania,
Bulgaria, Ukraine, and Georgia to Transcaucasia and further to Central Asia, China,
Japan, South Korea. When signing the Brussels Declaration, it was stated that it was
necessary to develop several alternative routes so that there would be an opportunity to
choose the most profitable ones depending on the types of goods and services. Initially,
it was about connecting the transport highways of the republics of Central Asia and the
Caucasus, and the EU countries.

Initial funds invested in the development of transport networks in Central Asia and
the Caucasus were provided by international financial organizations. In addition, some
Turkish companies within the framework of the project carried out the reconstruction
of a 44-kilometer section of the Alyaty-Kazimagomed highway (80 km south of Baku) for
$27.7 million. Several sections of the Azerbaijan State Railway (AGR), which are part of
the Europe-Caucasus-Asia transport corridor, have been reconstructed. The EBRD has
provided AGZHD with a loan in the amount of $ 202 million for a period of 15 years.
The foreign investment of current and prospective projects for the development of the
Georgian transport complex was estimated at S 644 million. The main investors then
were the World Bank, EBRD, Eurobank, the European Union, financial institutions,
and companies from Japan, England, Turkey, and other countries. The state Concern
Turkmen Railways has announced an international tender for the reconstruction of the
railway. The project was estimated at $36 million and was financed by a loan provided
by the Japan Foreign Economic Cooperation Fund.

In the early 90" Uzbekistan, Kyrgyzstan and China have implemented a joint project to
build a road connecting the Fergana Valley with the western provinces of China. This
transport route, passing through the cities of Tashkent - Andijan - Osh - Kashgar, not
only connects Uzbekistan, Kyrgyzstan, and China with transport communications, but
is also part of the historically established Great Silk Road. The opening of a section of
the trans-Asian transport bridge across Kyrgyzstan has made fundamental changes in
the latitudinal transit links carried out through the country, and the opening of the
Karakoram Highway has revived meridional transit links through Kyrgyzstan, in particular,
between Kazakhstan and Pakistan.

After 1993, real steps in the implementation of the transport sector of the project were
taken by Georgia, which concluded an agreement with Turkey on the creation of the
shortest railway route on the Kars—Akhalkalaki—Thilisi-Baku line. Being continued, this
line provided Georgia with an exit through Turkmenistan to the countries of the Pacific
coast, and through Turkey to the Atlantic. It connected the states of the Persian Gulf with
the countries of Central and Western Europe.

At the current moment, there is a process of creating and strengthening trade, transport,
and economic bridge running through the whole of Central Asia, including through
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Uzbekistan, which would connect Russia and the countries of the European Union with
the countries of Southeast Asia, China and Japan.

The transportation of goods in interstate communication is not carried out in full due to
the underutilization of the transport and transit potential of the republic, which indicates
the less competitive level of domestic transportation networks and corridors.

In May 2013, a new railway line Bolashak (Kazakhstan) — Serkhetyaka (Turkmenistan),
which was built and put into operation between Kazakhstan and Turkmenistan, began
to function, which fully started functioning in 2014-2015. Cargo coming from Eastern
Europe, Russia, Kazakhstan began to pass through a new shorter North-South railway
corridor bypassing the territory of Uzbekistan. Previously, the cargo was delivered to
the Iranian port of Bandar Abbas via the railway stations Karakalpakstan (Uzbekistan) —
Naimankul (Turkmenistan) and Sary-Agach (Kazakhstan) — Khojadavlet (Turkmenistan).
Transit cargo has been reoriented to bypass corridors due to a decrease in the
competitiveness of the domestic railway, in particular, non-compliance with regulatory
deadlines for cargo delivery.

As a result, this led to a sharp reduction in transit traffic and the annual loss of the
previously possible volumes is about 4000-4500 thousand tons. It should be noted that
there are some projects for the formation of transit corridors bypassing the territory of
Uzbekistan, which increases the risks of undermining the country’s economic security.

The transport and logistics potential of Uzbekistan in international trade is inextricably
linked with the transport potential of the countries of Central Asia and Afghanistan
surrounding Uzbekistan, through which cargo is transported.

The network of highways in Central Asia is quite extensive, but most of them are in
poor condition, which indicates poor maintenance. The road network of the Central
Asian countries includes approximately 66,000 km of trunk roads. The main regional and
international traffic falls on roads with a length of about 29,000 km. Most of these roads
are laid from north to south, and the transit of goods from Uzbekistan passes most often
through the territories of Russia and Kazakhstan.

The total length of the railway tracks of the Central Asian states is more than 22,000 km.
Kazakhstan has the largest railway network — 66% — and it is the undisputed leader in
freight transportation. Up to 84% of all railway traffic in Central Asia is carried out on the
territory of Kazakhstan. Uzbekistan has about 18% of regional railways, and about 11%
of the total traffic is carried out on its territory.

Today, Central Asian countries face the challenges of ensuring free and affordable access
to sea transportation, reducing the costs associated with crossing the state border.
Major Regional Transit Networks are:

Corridor 1 - transits through Kazakhstan and Russia to the ports of the Baltic states -
Tallinn (Estonia), Klaipeda (Lithuania), Riga, Liepaja, Ventspils (Latvia).

Corridor 2 - transits through Kazakhstan, Russia, Ukraine, or Belarus to the countries of
the European Union through the border crossings Brest (Belarus) and Chop (Ukraine).

Corridor 3 - transit through Kazakhstan, Russia, and Ukraine to the Black Sea port of
Ilyichevsk (Ukraine).
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Corridor 4 (TRACECA) - transits through Turkmenistan, Kazakhstan, and Azerbaijan to the
ports of the Black Sea.

Corridor 5 - transits through Turkmenistan and Iran to the port of Bandar Abbas, located
on the Persian Gulf coast.

Corridor 6 - transits through Kazakhstan, China, Russia, using the Kazakh-Chinese border
crossing (Dostyk/Alashankou) to the Chinese eastern ports and the Russian Far Eastern
ports of Nakhodka, Vladivostok, and others.

Corridor 7 - transits through Kyrgyzstan and China to the Chinese ports of the Yellow,
East China, and South China Seas.

Corridor 8 - transits through Afghanistan to the Iranian ports of Bandar Abbas, Chahbahar,
and the Pakistani ports of Gwadar and Karachi.

Chinese Factor

Currently, China is trying to dominate the regional logistics network promoting on
a bilateral level its Belt and Road Initiative towards CA nations. One of them is the
international project “One Belt— One Road”, which can change China’s influence on the
region and transform Central Asia from several landlocked states into a transit region
between Asia and Europe. China aids regional nations to re-open Central Asia to trans-
national business. This project was announced by Chinese leader Xi Jinping back in 2013
when he was on an official visit to Kazakhstan. In 2019, 125 countries and 29 international
organizations confirmed their participation in this project, which signed 173 cooperation
agreements. In the future, transport corridors should link 60 states in Europe, Asia, and
Africa. China’s “One Belt, One Road” initiative has combined two other projects: the “Silk
Road Economic Belt” and the “Maritime Silk Road of the XXI Century” and its goal is to
create a global infrastructure of trade routes.

Transport directions of the Belt & Road supposed to consider the following transport
directions:

Central Asia, Russia to Europe (to the Baltic Sea);
Central Asia and Western Asia to the Persian Gulf and the Mediterranean Sea;

It is planned to form international corridors of economic cooperation in these areas:
“China-Mongolia-Russia”, “China-Central Asia-West Asia”, “China-Indochina”, “China-
Pakistan” and “Bangladesh-India-Myanmar-China”.

On April 25-27, 2019, the second high—level forum “One Belt, One Road” was held in
Beijing. The summit was attended by 37 leaders of states and governments. The Chinese
capital was visited by about 5 thousand guests who represented 150 countries and 90
international organizations. As a result of the event, 283 agreements were reached and
cooperation agreements worth more than 64 billion dollars were signed.

In recent years, many transport projects have been implemented in this direction.
On February 17, 2018, a new Tashkent—Andijan—Osh—Irkeshtam—Kashgar automobile
corridor with a length of 920 km was opened, which connected Uzbekistan with China.
And on July 17, 2019, Uzbekistan and Kazakhstan opened a new international transport
corridor Beineu-Akzhigit-the border of Uzbekistan. In the field of air transportation,
a new cargo air route was launched on July 15, 2019, between the Xinjiang Uygur

Logistics & Diplomacy in Central Asia ¢ 27



Autonomous Region of China and Tashkent. On May 15, 2019, Uzbekistan sent the first
transit container cargo from the Kazakh port of Aktau.

Work continues on large-scale transport projects. Such, for example, is the construction
of the Uzbekistan—Kyrgyzstan—China railway. This railway route is the shortest route
from China to Europe and the Middle East. When this railway is put into operation, the
distance, compared to the existing routes, will be reduced by 900 km, and the delivery
time of goods will be reduced by 7-8 days. Chinais actively involved in the implementation
of this project, which launched the direct freight railway route Xi'an—Bishkek on July 17,
2019.

Russian Factor

Russia tries to develop its project in the region by forming a North-South transport
corridor (EU-Russia - India). The transport corridor is designed to provide a link between
the Baltic States and India through Iran. The main advantages of the North-South
transport corridor over sea routes are a reduction of the transportation distance by two
or more times (7,200 km) and a reduction in the cost of container transportation in
comparison with sea routes. Russia is focused on the following routes:

- Kazakhstan - Turkmenistan - ports of Iran - ports of Pakistan - ports of India;
- Caspian Sea - ports of Iran - ports of Pakistan - ports of India;

- Azerbaijan- Iran - ports of Iran - ports of Pakistan - ports of India.

The route through the “Kabul Corridor” Russia - Kazakhstan - Uzbekistan - Afghanistan -
ports of Pakistan - ports of India, can serve as a competitive alternative since it is 500-
600 km shorter than the existing routes of the North-South corridor.

The Central Asian region today has a huge untapped export and transit potential,
which, if used in the future, can allow increasing trade turnover between large regions
of the Asia-Pacific region, South and Southeast Asia, Russia, and Europe through the
implementation of major transport projects.

In connection with the implementation of this project and the strengthening of trade
and economic cooperation between Uzbekistan and Afghanistan, Tashkent continues its
efforts to promote the reconstruction of Afghanistan. Back in March 2019, Uzbekistan
held a major Tashkent conference on Afghanistan’s “Peace process, security cooperation,
and regional cooperation”. And in August 2019, the Ministry of Foreign Affairs of the
Republic of Uzbekistan hosted a delegation of the Taliban movement, which visited
Tashkent on August 7-10. Kazakhstan also takes an active position in the settlement of
the situation in Afghanistan, which, during its presidency of the UN Security Council, put
forward an initiative to “transform Central Asia and Afghanistan into a model zone of
peace, cooperation and security.”

The maximum involvement of rail transport in cargo transportation during the pandemic
in 2020 led to a significant expansion of the geography of Uzbekistan’s international
transportation and showed a huge potential that needs to be worked on and developed
on an ongoing basis, developing practical measures to increase the transit potential of
the republic.

As a result of active management measures, in 2020 the volume of international rail
transport amounted to 40 million tons (42% of the total volume of rail transport).
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A special role in 2020 was played by an increase in the volume of transit of petroleum
products from Turkmenistan by appointment to Afghanistan by 4.6 times compared to
2019, and from Russia by appointment to Tajikistan by 1.2 times. In addition, the transit of
milling products from Kazakhstan to Afghanistan has significantly increased by 1.2 times.
Also, agreements on tariff preferences concluded between the participating countries
“Kyrgyzstan — Uzbekistan— Turkmenistan—Azerbaijan—Georgia” and Turkey contributed
to the growth of transit traffic. This agreement was signed during the meetings of the
heads of railways of five countries - Azerbaijan, Georgia, Kyrgyzstan, Turkmenistan, and
Uzbekistan in Tashkent on December 19-20, 2019. During the meeting, the participants
agreed to develop the international multimodal route “Asia-Pacific countries - China -
Kyrgyzstan - Uzbekistan - Turkmenistan - Azerbaijan - Georgia - Europe” and vice versa,
with the development of common approaches for the accelerated passage of container
trains and the use of unified, competitive tariffs.

Afghan Factor

In February 2021, Uzbek-Afghan-Pakistani high-level talks were held with the participation
of the heads of key international financial institutions. As a result of the negotiations, a
roadmap for the construction of the Mazar-i—Sharif—Kabul-Peshawar railway with a
length of about 600 km was approved.

In the period of March 13-17, 2021, the delegation of the Republic of Uzbekistan visited
the Islamic Republic of Pakistan to study the infrastructure of the Pakistani ports “Qasim”,
“Karachi” and “Gwadar” and organize bilateral negotiations. As a result, an agreement
was reached to intensify work on the effective use of the Uzbekistan—Afghanistan—
Pakistan route using the ports of Pakistan.

In May 2021 the World Bank expressed its readiness to support the Mazar-1-Sharif-Kabul-
Peshawar railway construction project, in particular, to allocate funding for field research
and assist in the development of design estimates. The Mazar-I-Sharif-Kabul- Peshawar
railway project is estimated at $5 billion.US dollars. It involves the construction of a
highway with a length of 573 km and a transit potential of up to 20 million tons of cargo
per year.

The construction of a new railway line is of interest to Russia, China, EU countries, and
other countries to promote the Eurasian Economic Space to the south and increase
transit traffic. So, in May 2021, at a meeting with the head of Russian Railways, the issue
of joint promotion of the Mazar-i-Sharif-Kabul-Peshawar railway construction project
with the involvement of international financial institutions was separately considered. An
agreement was reached on the participation of Russian Railways in the comprehensive
preparation of the project, including the development of technical documentation, and
the early start of construction

P.S.

Itis worth noting that the considered main transport corridors, through which Uzbekistan
carries out foreign trade cargo transportation, are not used effectively enough and their
infrastructure needs to be developed to increase cargo traffic. Therefore, it is necessary
to continue active work on improving the quality of services provided by transport
and logistics companies of the republic to increase the volume of international cargo
transportation and attract new transit cargo flows through the territory of Uzbekistan.
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AHHOTAUMUA

BaxtHbIM  HanpaesneHUuemM  pa3eUMUSA  Pe2UOHAsAbHO20  compyoHudYecmed 8
LleHmpaneHol  A3uu  Aendemca  pacwiupeHue  npomMbluineHHol — Koonepayuu
npednpuamuli cmpaH. Pazsumue KooOnepayuoHHbIX e3aumoodelicmeuli Mexoy
npeonpuaAMUAMU UeHMPAsabHOA3UaMCKUX pecrybauk u popMuposaHue pe2uoHa1bHbIX
uernioyek 0obaesneHHolU cmoumocmu crnocobcmeyiom yenybneHuro pasdeneHus
mpyda U crneyuanu3ayuu 8 pea2uoHe, MOo8bIWEHUIO npoussodumesnsHocmu U
KOHKYpeHmMOocrnocobHOCMU MPoMblWAeHHbIX pednpuamull, yKpensaeHuo pe2uoHanbHbIX
ceasell U UHMEHCUUKAYUU UHMe2payuoHHbIX npoyeccos. Co30aHue U paszsumue
peauoHanbHbLIX uernoyek 00basaeHHOU cmoumMocmu Mo03e8oaum cmpaHam npuobpecmu
Ho8ble cpasHUMesbHble Mpeumywecmasa, 00cmuvs 3KOHOMUU om pocma macumabos
npouzsoocmea, mem CAMbIM OMKPOEM HOBblE BO3MOXHOCMU 0417 pa38umMus 83aUMHOU
mopzoenu u dusepcuguxkayuu ee mosapHol cmpykmypsl. B dansHeliwem pazsumue
pe2uOHAbHbLIX MPOoU3800CMBEHHbIX cemeli co30acm npednocbiAKU 018 BKAKYEHUSA
npednpuamuli cmpaH 8 2106as6HbIE YEMoYKU CMOUMOCMU C KOHUeHmpayuel Ha
38eHbAX C 8bICOKOU 00basaEHHOU cmoumocmeto.

B Y36ekucmaHe yxe npednpuHUMaromcsa mepsl o co30aHU0 HOPMAMUBHO-NPasosoli
6036l 018 hopMUPOBAHUA 30H MPUPAHUYHOU MOpP208au € COCeOHUMU CMPAHAMU.
lMpesudeHm Pecnybauku Y3zbekucmaH LLlaskam Mup3uées 8 csoem nocaaHuu Onuli
Maxnucy 8 Havane 2020 200a 3aA68UA O [1AAHAX CO30QHUS Mpex MpuepaHUYHbIX
30H c80600HOU Mopaosnu 8 AHOUMAHCKOM, Tepme3ckom u KyHepadckom palioHax
pecnybauku.  Peanusayueli s8ocmpebosaHHOU  npoldyKyuu 8  MNpuUePAHUYHbIX
30Hax b6ydym 3aHUMambCs YacmHele mpeliouHeosble KomnaHuu. Kpome moeo,
8 2019 200y mexdy MuHUCMmepcmeoM HAUUOHAMAbHOU 3KOHOMUKU Pecnybauku
KaszaxcmaH u MuHucmepcmeom uHeecmuyuli u eHewHeli mopeosenu PecnybauKku
Y36ekucmaH 6bln nodnucaH MemopaHOym O 83aGUMOOMHOWEeHUU o B80rpocy
co30aHuUA MexOyHapoOHO20 UeHMpPa MmopaoB80-3IKOHOMUYECKO20 cOmpyoHuUYecmsa
«leHmpansHaa Asus». Ha meppumopuu mexoyHapoOHO20 ueHmpa naaHupyemcs
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co30aHue UHOYCmMpuanbHOU 30HbLI C KAACMePHbIMU KOONEPAUUOHHbIMU MPoeKmamu,
MPAHCIOPMHO-102UCMUYECKO20 UeHMpPa U mopa080o-cep8ucHoli 30Hbl. Hapady c amum,
8HewHemop208bIMu s8edoMcmeamu Y3bekucmaHa u TypKMeHUCMAaHa nposooumcs
paboma Hao npoekmom CoznauwieHus 0 co30aHUU U pe2ynuposaHuu deamesnbHocmu
Y36eKCcKo-TypKMeHCKoU 30HbI Npu2paHu4Holl mopaosenu.

B nocnedHue 20061 baazodaps noaumu4eckoli sone 2n1a8 20cyoapcme U akmugHol
deamesnbHocMu 0enosbiX Kpyeos Habawoaemca yKpenadeHue U pacwupeHue
08YXCMOPOHHE20 MOP2080-3KOHOMUYECKO20 compyoHuYecmed Y3bekucmaHa cC
KelpebiscmaHom u TadxukucmaHom. 3a nocaedHue 5 nem ob6vem 83aumHol mopaoesnu
Y36ekucmaHa ¢ Kbipebi3cmaHom 803poc bosnee yem 8 5 pas u docmue 907 MsaH. 0onn.
CLLA 8 2020 200y. Tosapoobopom ¢ TadHUKUCMAHOM 30 mom }ce nepuood yeenuyusncs
8 2,5 paza u cocmasusn 493 maH. 0onn. 8 2020 200y. C obeumu cmpaHamu Y36eKucmaH
umeem npoguyum 8o sHeuwHeli mopzoerne.

Bo3amoxHocmu  pa3sumusa OmMHOWeHUl [poMbIWAEHHOU Koorepayuu mexoy
npednpuamuamu Y3bekucmaHa, Keipebi3cmaHa u Tad#UKUCMAaHA 80 MHO20M 308UCAM
om pocma MoMmoKO8 83aUMHbIX MPAMbIX UHOCMPAHHbLIX UHBecmuyuli, Komopele
Hanpasaamca 011 op2aHU3ayuU COBMeCMHbIX MPou38o0CcmM8, OMKPbLIMUA uaUaos,
doYepHUX U accoyuuposaHHbsix KomnaHuli. Co30aHUe coeMecmHsix npednpusmuli
fA8/149emcsa OCHOBHOU (opmoll 0p2aHU3AUUU KOONepayuoHHbIXx e3aumodelicmsuli
mMen0y npednpuasmuUAMU CMPAaH-napmudepos. @DYHKUUOHUpYyOujUe CoBMeCmHble
npeonpuamus 8 OCHOBHOM OCyU,ecmesnsaom c80K 0eAmesnbHOCMb 8 meKcmusabHoU
u weeliHo-mpukomaxcHoli ompacau, nuuwjesoli nMpombliWaAeHHoOCMU, npou3soocmee
cmpoumesbHbIX MAMeEPUAN0s8, MAWUHOCMPOEHUU U ceslbCKoM xo3salicmee.

B 2020 200y 8 KbipebizacmaHe Oelicmeosano 61 npednpuamue ¢ yyacmuem y36eKcko2o
u 26 npednpuamull ¢ yyacmuem mMAOHUKCKO20 Kanumana, a 8 Y3bekucmaHe
¢yHKyuoHuposasno 175 npednpuamull ¢ y4acmuem Kblpebl3CKO20 Kanumana.
CompydHu4ecmso mexy MPOMbIWAEHHbIMU [pednpuamuaMU Y3bekucmaHa u
KeipabiscmaHa ocyujecmenaemca npeumyu,ecCmeeHHo 8 meKcmusnbHol ceepe u
npoussoocmae cmpoumesbHbIX Mamepuanos.

B TadxcukucmaHe delicmeyem 51 npednpuamue ¢ yvacmuem y36eKCKo20 Kanumarna,
COBOKYNHAA 00718 KOMopbIx cocmasnasem S15 MaAH. MIHeecmuyuu HanpaeneHsl Ha
passumue cenbcKo2o xo3alicmea, nmuyesodcmea u cadosodocmea. B Y3bekucmaHe
pyHKYuoHUpyem 178 npednpusamudli, CO030aHHbIX C y4acmuem madH#UKCKO20 Kanumana,
30HAMebIX 8 chepe nezKol NPoOmMblIWAEHHOCMU, MPoU36800cmMaa MpodyKmos NuUMaHus,
cmpoumersibHbIX Mamepuanos, nepepabomke na000080wWHoU MpodyKyuu.

AHGAU3 COCMOAHUA pa3zsumus npomelwneHHolU Koonepayuu 8 LleHmpansHol A3uu
MOKA3as, 4mo OCHOB8HOU hopmol KoonepayuoHHo20 e3aumodelicmeus Mexoy
npeonpuamuAMU  CMPAaH A6A9emca 0p2aHuU3ayusa cosMecmHblx rnpednpuamul.
Jpyaue opmbl  mexdyHapoOHoU npomelwsaeHHOU Koomepayuu, maKue KOk
aymcopcuHe, CYOKOHMPAKmMayus, Opa2aHU3ayUs COBMECMHbIX  MPOMbIWAEHHbIX
Kaacmepos, He Moay4unu 00CMamo4YyHO20 pa3sumus 8 peauoHe. Bmecme ¢ mem,
WupoKoe Ucrosb308aHuUe nodobHbIX hopm Koonepayuu no3eoauno bl MAKCUMAnbHO
ahcheKMuUBHO UCMOAL308AMb MOMEHUUAA Kau0020 U3 Mpou3soocme U nosbicUms
KOHKypeHmocnocobHocmes gblryckaemoll npodyKyuu. YcmadoesneHue U passumue
ycmoliyusbix U 00a120CPOYHbIX ceAzeli MmenOy npednpuasmuaMU pe2uoHa no3eoanum
UM ChopmMupo8amMs pe2uoHasbHbIE MPOU3BOOCMBEHHbIE Cemu, OCHOBAHHbIE HA
8HYMpPUOMPACAEBOM U Mexompacnesom compyoHudyecmee. B amom HanpasneHuu
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8AXY(HOE 3Ha4YeHuUe npuobpemaem co30aHue b671a20MPUAMHBIX PAMOYHbLIX ycaoseul,
yuypexdeHue UHCmMumMymoe U paszeumue UH@Gpacmpykmypsi, obaezyaroweli
KoornepayuoHHoe 83aumodelicmaue npednpuamuli cmpa.

B axoHomu4eckom e3aumodelicmeuu peauoHos cmpaH LeHmpansHol Asuu
omcymcmeyom makue e20 (opmbl KOK MeHOYHAPOOHbIE 30Hbl 3KOHOMUYECKO20
compydHu4yecmea u coemecmHele Kaacmepel. Bmecme ¢ mem, muposas npakmuka
rokaselgaem, 4mo  (POPMUPOBAHUE  MOOOBHbLIX  UHCMUMymoe  [0380sdem
UHMeHCcUpUUUPOBAMb MPUSPAHUYHYO MOpP206/t0, 3PHEKMUBHO 0pP2aHU308aMb
COBMECMHYIO MPOU3800CMBEHHYO 0esimenbHOCMb, OCHOBAHHYIO HA Cneyuanu3ayuu u
KoomepuposaHuu npou3eoocmead, co30aeams Hoesie paboyue mecma u obecrneyums
3QHAMOCMbIO HACeneHUe Mpu2pPaHu4HbIX Pe2UOHO8.

B npuepaHuyHbix meppumopusx mexody Y3bekucmaHom u Keipabl3cmaHoM, a makxie
Y3bekucmaHom U TaOMUKUCMAHOM UMEeemcs 803MOMCHOCMb (OPMUPOBAHUS, KAK
C80600HbIX MOP208bIX 30H U 30H MPUEPAHUYHO20 SKOHOMUYECKO20 COMpydHUYecmsa,
MaK U MPAaHCePaHUYHbIX CBO6O0OHbIX IKOHOMUYECKUX 30H.

leoepagpuyecku gpopmuposaHue no2paHu4Holi 30Hbl c80600HOU MOpP208sU BO3MOHCHO
Ha 2paHuue CypxaHOapbuHcKol obnacmu e Y3bekucmaHe u XamsoHcKol obaacmu
8 TadmuKkucmaHe C Uenbl pacwupeHus obvemos npu2paHUYHol mopaosnu
cenbcKoxo3AalicmeeHHbIMU mosapamu. B yacmHocmu, 50,4% eanosoz2o pe2uoHasnbHo20
npodykma CypxaHOapbUHCKolU obaacmu gopmupyemca 8 cenbCKom xosAalicmee.
B obnacmu pazsuma na1000080WHAA ompacas, b6ax4esodcmeo, pou3sooumcs
npodykuyua xwusomHoeoocmea U nmuuesodocmea. B XamnaoHckoli obaacmu
TadxucukucmaHa npouszsooumca 52,1% eanosoli npodyKyuu cenbCckoz2o xosAalicmea
TadxcukucmaHa. 30ecb mMakxce ebipauusaemcsa M1000080UWHAA  MPOOYKUUS,
bax4yesble, MPOU3B0OUMCA MACOMOSIOYHAA MPOOYKYUA U MPOoOyKuyusA n4yeano0800cmaa.
Co30aHue 30Hbl becrnownuHHOU Mop206auU U «3eneHbix» Kopudopos 078 mopaosnu
cenbcKoxosAalicmeeHHolU npodykyuell HA MpuepaHUYHOU meppumopuu smux 08yx
obnacmeli n03801UM 3HAYUMENBHO COKPAMUMbL MPAHCAOKYUOHHbIE U30epHCKU
3KCMOPMHO-UMMOPMHbIX — onepayuli u obecrneyums  3aHAMOCMbIO  MecmHoe
HacesneHue 3a c4em passumus cgepsl ycaye. Pazsumue npuepaHuyHol mopzosnu
co3z0acm npeonocinKu 0458 (hOPMUPOBAHUA 8 BYOyweM MeXPEe2UOHAAbHbLIX Yernovex
dobasneHHol cmoumocmu 8 Q2PONPOMbIWAEHHOM KOMIi/eKce n1ocpedcmseom
06pa308aHUA COBMECMHbIX CerbCKOX03AUCMBEHHbIX KAACMepos HA meppumopuu
30HbI.

MpuepaHu4Hyt0 30HYy 3KOHOMUYECKO20 COmMpyoOHU4ecmsa MOMHO C030amb Ha
npunezarouweli meppumopuu TawkeHmckol obaacmu Y3bekucmaHa u Cozoulickol
obnacmu TaducukucmaHa. B 2020 2. 48,4% 60108020 peauoHanbHO20 Mpodykma
TawkeHmcKoli obsnacmu bbl70 npoussedeHo 8 cghepe npomeluineHHocmu. B obaacmu
pacronoxceHbl KpyrnHele memasnnypaudyeckue 3ae00bi, npednpuamusa cmpoumesnbHoli
UHOycmpuu, nez2kol u nuwesol npomeiwneHHocmu. Ha Cozdulickyto obaacme 8
2019 e. npuxodunoce 75,9% om obwezo obvema npouzsoocmea Oobbisaroweli
npomeiwneHHocmu u 51,4% om obwezo obvema npouzsodcmsa obpabameigarouseli
npomsiwneHHocmMu Ta0UKUCMAHQ.

Takum obpaszom, Ha npuepaHuU4yHol meppumopuu bekabada u XyoxaHda cyuecmsyem
02POMHbIU Hepeanu3oeaHHbIU MomeHyuasa paseumus npPomsiuiieHHol Koonepauyuu e
hopme c030aHUA COBMECMHbIX npednpuamuli, aymcopcuHea u cybKOHMpPAaKmMuHaa 8
chepe Mpou3soocmea cmpoumesbHbIX Mamepuasnos, nPodyKmos nUMaHuUs, 20MosbIx
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meKkcmuneHbix u3denul, 3anekKmpomexHuvyeckoli npoldyKyuu U Opyaux moeapos.
B amoli ceA3u hopmuposaHue cO CMOPOHbI Y36eKucmaHa 30Hbl MPU2PAHUYHO20
IKOHOMUYeCcKo20 compyodHuU4ecmsed [o380/auUm  peasau3oeams  SKOHOMUYeCcKul
rnomeHyuasa pe2uoHos, obecrneyums OUBePCUGUKAUUIO CMPYKMYypsI npou3sodcmsad u
3aKkcnopma, 00bumbCa CHUXEeHUA U30epxceK Mpouzeodcmea 3a cyem crneyuanu3ayuu u
Koomnepayuu, co30ame Hogble paboyue mecma 0719 MeCmHO20 HacesneHus. B pamkax
30HbI 803MOXM(HO C030aHUE COBMECMHbIX KAAdCmepos 8 meKcmusbHol ompacnu,
npouzsoocmee npodyKmos numaHus, cmpoumesnbHol UHOycmpuu.

dopmuposaHue mpaHcepaHu4yHoli ce0600HOU 3KOHOMUYeCKOU 30HbI, Yacmb Komopol
bydem pacnonoxeHa Ha meppumopuu AHOUXAHCKoU obaacmu, a 4Yacme Ha
meppumopuu Ouwickoli 06s1acMu, N03807UM MOCMPOUMb OMHOUWEHUSA MPOMbIUAEHHOU
Koonepayuu mexcoy npednpuimusamu pe2uoH08 8 MAKUX 0MpPAc/sAX, KAK Mpou3eodcmeo
weeliHoli U mpukomaxHol npPoOyKyuUU, cmpoumesibHbIX Mamepuasnos, 6ymaicHo-
KapMmoHHOU npodyKyuu U rnpooo80snb6CMBEHHbIX MOo8apos, MauwUuHoCcMpoumenoHol
pomblWAeHHOCMU. Paszsumoe  cenbcKkoxo3zsalicmeeHHoe — Mpou3soocmeo 8
cocedcmeyouux peauoHax makice A8a1aemcsa rnpeonocelankol 014 co30aHUA Uero4veK
dobaesneHHoli cmoumocmu 8 azporpomeiineHHol cghepe.

B mecme nepeceyeHuUs meppumopuu mpex cmpaH (PepaaHckaa obaacme, bamkeHckas
o0baacme, Co2dulickas 06s1acmb) 803MOXHO CO30aHUE Mpeya20sbHUKA pocma C Uesbio
CMUMY/IUPOBAHUA 3KOHOMUYECKO20 Pa38UMUSA U M08bIWEHUA KOHKYpPeHmMocrnocobHocmu
cocedcmeayrowjux eocydapcms. Bce amu obaacmu 6o02amel npupoOHbIMU U H0OCKUMU
pecypcamu, umerom 3Ha4umesnbHsIli MOMEHYUAsA pPa3sumMusa M[POMbILIEHHOCMU,
cenbcKoeo xo3slicmea, cgepbl ycnye. 30ecb UMEomMCcs 803MOXHOCMU Op2aHU3ayuu
cosmMecmHbix npeonpuamuli 8 meKcmusabHol ompacnau, 31eKmpomexHu4eckol
MpOMbIWAeHHOCMU, pou3eodcmee CesnbCKoX03AlicmeeHHOU MexHUKU, a makxe
peanu3ayuu coeMecmHbix NMPOEKMoes 8 cihepe cesnbCKo20 X03Alicmea u mypusmad.

Takum 06paszom, GoOpMuUpoBaHUE PA3AUYHLIX MUMNO8 MeHOYHAPOOHbIX 30H
3KOHOMUYECKo20 COmMpyoOHUYecmasa Mocay#um BAaXHbIM UHCMPYMeHMOM pa3sumus
npuz2paHu4yHoli mopaosnu u omHoweHuli npomsiwsneHHol Koonepayuu, obecrieyum
3KOHOMUYecKoe passumue cornpedesnbHeix meppumopuli Y3bekucmaHa, KeipabiscmaHa
u Tadxukucmaxa, cnocobcmeayem roselWEHUI0 YPOBHA 3aHAMOCMU U 61020COCMOAHUSA
HacesneHUs 3mux CMpPaH.
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INTRODUCTION

An important direction in the development of regional cooperation in Central Asia is the
expansion of industrial cooperation between enterprises of the countries. Cooperation,
which is an effective form of cooperation and interaction between enterprises, based on
the social division of labour and specialization of production, is considered one of the
most common ways to increase the competitiveness of industrial production.

The development of cooperative interactions between enterprises in Uzbekistan,
Kyrgyzstan and Tajikistan and the formation of regional value chains contribute to a
deepening of the division of labour and specialization in the region, the productivity
growth and competitiveness of industrial enterprises of the three countries, the
strengthening of regional ties and the intensification of integration processes. The
creating and development of regional value chains will allow countries to acquire
new comparative advantages, to achieve economies of scale with production, thereby
opening up new opportunities for the development of mutual trade and diversification
of its commodity structure. In the future, the development of regional production
networks will create preconditions for inclusion of three countries’ enterprises in global
value chains with a concentration on links with high added value.

Forms of cooperative interaction between enterprises of Central
Asian countries

In recent years, through the political will of the heads of state and the vigorous activity
of business community, there has been a strengthening and expansion of bilateral
trade and economic cooperation between Uzbekistan, Kyrgyzstan and Tajikistan.
As part of the state visits of the presidents of Uzbekistan and Kyrgyzstan, there were
signed documents concerning the spheres of trade and economy, transport, energy,
culture and issues of state borders, which upgraded mutual relations to a new level.
In particular, the development of product specialization and enterprises cooperation
of agro-industrial complex, agriculture, mechanical engineering was identified as one
of the main directions of deepening trade and economic cooperation, reflected in the
Declaration on Strategic Partnership, Strengthening Friendship, Good-Neighbourliness
and Trust between the Republic of Uzbekistan and the Kyrgyz Republic. Development
of specialization and cooperation of enterprises in agro-industrial complex, agriculture,
mechanical engineering and light industry, transport and communications, as well as
mutual attraction of investments and the creation of joint business councils are also
mentioned in this document?.

The most important factor that contributed to the intensification of bilateral economic
relations between Uzbekistan and Tajikistan was the mutual visits of the heads of stated.
Within the framework of visits there was noted the need to take joint measures to expand
cooperation between business structures and border regions of the two countries. The
parties agreed to accelerate the implementation of projects to assemble of agricultural
machinery, the production of building materials, food, textile, electrical products and other

1 Declaration on strategic partnership, strengthening friendship, good-neighbourliness and trust between the Republic of
Uzbekistan and the Kyrgyz Republic. Web source: https://mfa.uz/ru/press/news/2017/10/12669/
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goods?. In order to facilitate the strengthening of cooperation between the two states
regarding the promotion of investments. An agreement between the Government of the
Republic of Uzbekistan and the Government of the Republic of Tajikistan was signed on the
promotion and mutual protection of investments on the 9" of March, 2018 in Dushanbe.
This agreement provides investment area with a favourable treatment and will stimulate
the inflow of private capital and the economic development of the two states.

Opportunities for the development of industrial cooperation relations between
enterprises of Uzbekistan, Kyrgyzstan and Tajikistan largely depend on the growth of
flows of mutual foreign direct investment, which are referred to organize joint ventures,
open branches, subsidiaries and associated companies. Creating of joint ventures is the
main form of organizing cooperative interactions between enterprises of the partner
countries. The operating joint ventures mainly established in the textile, clothing,
knitwear industries and also in food processing, construction materials, mechanical
engineering and agriculture.

In 2020, 61 enterprises with the participation of Uzbek capital and 26 enterprises with
the participation of Tajik capital operated in Kyrgyzstan, and 175 enterprises with the
participation of Kyrgyz capital operated in Uzbekistan (Table 1).

Table 1: Number of operating enterprises with foreign capital in the context of
Central Asian countries (Uzbekistan, Kyrgyzstan, Tajikistan) in 2020, units

Host country
Uzbekistan Tajikistan Kyrgyzstan
Investing country

Uzbekistan

Tajikistan

Kyrgyzstan

Source: Data from the National Statistical Committee of the Kyrgyz Republic®, the State Committee on
Statistics of the Republic of Uzbekistan, the Ministry of Foreign Affairs of the Republic of Uzbekistan®.

Cooperation between the industrial enterprises of Uzbekistan and Kyrgyzstan is carried
out mainly in the textile sector and the production of building materials. In particular,
in April 2018, an Uzbek-Kyrgyz joint industrial enterprise Imzo was opened in Osh for
the production of metal-plastic windows and doors®. The business community of two
countries are planning to deepen industrial cooperation in the textile and garment and
knitwear industry, including the organization of joint ventures and the export of finished
products to the markets of third countries®. Considering that Kyrgyzstan and Uzbekistan
have the status of a general system of preferences GSP +, which gives the countries’
producers the right to export more than 6 thousand commodity items to European
Union countries at zero tariff rates, the organization of joint ventures would make it

2 Web source: http://uza.uz/ru/politics/uzbekistan-i-tadzhikistan-strategicheskie-partnery-18-08-2018

3 Web source: http://www.stat.kg/ru/publications/sbornik-deyatelnost-predpriyatij-  s-inostrannymi-investiciyami-v-
kyrgyzskoj-respublike-2008-2012/

4 Web source: https://mfa.uz/ru/press/news/2018/08/15796/

5 Web source: https://www.spot.uz/ru/2018/04/26/imzo/

6 Web source: http://review.uz/ru/news/sentral-asia/za-2018-god-uzbekistan  -eksportiroval-v-kyrgyzstan-tekstilnoi-
produktsii-na-70-min
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possible to use the comparative advantages of both countries and expand the export of
finished products to the European market.

In 2020, Kyrgyzstan exported products in the amount of 104 million euros to the EU.
Revenues from the export of textile products amounted to only 1 million euros. In 2020,
the export volume of goods from Uzbekistan to the EU amounted to 200 million euros.
In the structure of exports of goods from Uzbekistan, about 2/3 are finished industrial
products and more than 1/3 are primary goods. Among industrial goods several groups of
products, which have a high share e.g. Textiles - 29.5%, Chemicals - 21.12%, and Clothing
- 3.7%. Among primary processing goods, there is a high percentage of Agricultural
products - 19.2%, Fuels and mining products -18.2%.

Uzbekistan is the member of GSP+ since the second half of 2021. In this case, cooperation
in the manufacturing sector of goods intended for export can play a positive role in
the formation of competitive export prices. In this regard, it is important to highlight
the advantages of Uzbekistan as a partner for the countries of Central Asia. Given that
Uzbekistan is not a member of the EAEU customs union, manufacturers located in
Uzbekistan can import a technological base for organizing industrial production with a
zero customs rate in accordance with the law.

Uzbekistan and Kyrgyzstan have significant potential for new joint ventures. During a
ministerial meeting in February 2018, the Kyrgyz side proposed to create joint ventures
on the basis of 42 enterprises, which includes 16 processing enterprises, 9 building
materials enterprises, 4 textiles and garments enterprises, 3 paper and cardboard
production enterprises, 4 mining and metallurgical enterprises and 6 enterprises in
other industries. Kyrgyzstan also proposed to use more actively the existing potential in
the textile industry of the two countries, through the creating of joint ventures for the
production of garments and knitwear with the supply of cotton and synthetic yarn and
cotton fabric from Uzbekistan’. In addition, Uzbekistan plans to organize an assembly
production of agricultural machinery and household appliances in Kyrgyzstan.

In Tajikistan, there are 51 enterprises with the participation of Uzbek capital, the total
share of which is $15 million. Investments are directed to the development of agriculture,
poultry farming and horticulture®. There are 178 enterprises in Uzbekistan established
with the participation of Tajikistan’s capital (Table 1), engaged in light industry, food
production, building materials, and fruit and vegetable processing. In 2017, six trading
houses of Uzbekistan were opened in Tajikistan, and the Trading House of Tajikistan
began operating in Tashkent since February 2018. To facilitate the development of
relationships between economic entities of Uzbekistan and Tajikistan, the Uzbek-Tajik
Business Council was established.

At the beginning of 2019, there were created two more joint Uzbek-Tajik enterprises. In
particular, the Artel company in Dushanbe created a joint venture Artel Avesto Electronics
LLC, the main activity of this venture is the production of household appliances under
the Artel brand®. JSC “Uzagrotekhsanoatholding” and Investment and Production
Company “Oriyon Invest” have established a joint production company “Oriyon Uzagro”

7 Web source: https://uz24.uz/ru/economics/uzbekistan-i-kirgizstan-obsudili-voprosi-promkooperacii-i-realizacii-
sovmestnih-proektov

8 Web source: https://asiaplustj.info/ru/news/tajikistan/economic/20210216/ v-tadzhikistane-deistvuet-51-kompaniya-s-
uzbekskim-kapitalom

9 Web source: https://www.gazeta.uz/ru/2019/02/14/artel/
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for the production of agricultural machinery in Tajikistan. The enterprise will be engaged
in the production of various tractors, in particular, loading and for transportation, special
equipment. Currently, the State Unitary Enterprise “Tajik Aluminum Company” (TALCO)
operates a joint Uzbek-Tajik enterprise LLC “TALCO-KRANTAS”, which is engaged in the
installation and assembly of special municipal and construction vehicles.

Analysis of the state of development of industrial cooperation in Central Asian countries
(Uzbekistan, Kyrgyzstan, Tajikistan) showed that the main form of cooperation between
enterprises of the three countries is the organization of joint ventures. Other forms of
international industrial cooperation, such as outsourcing, subcontracting, franchising,
organization of joint industrial clusters, have not been sufficiently developed in the
region. At the same time, the widespread use of such forms of cooperation would make
it possible to use the potential of each of the industries as efficiently as possible and
increase the competitiveness of the products. Establishment and development of stable
and long-term relations between enterprises in the region will allow them to form
regional production networks based on intra-industry and cross-industry cooperation.
In this direction, the creation of favorable framework conditions, the establishment
of institutions and the development of infrastructure that facilitate the cooperative
interaction of enterprises of the three countries are of great importance.

Cooperation of the Central Asian countries must always take into account rapid
technological changes, it is necessary to ensure effective management of production
logistics, to improve the qualifications of employees of the upper and lower levels. In
order to conquer new sales markets, it is very important to increase the competitiveness
of the price and quality of your goods, apply modern marketing products and processes,
qualitatively improve the supply chain, establish human resource management, and
create more advanced and permanent technological ties.

In the economic interaction of the regions of the countries of Central Asia (Uzbekistan,
Kyrgyzstan, Tajikistan), there are no such forms as international zones of economic
cooperation and joint clusters. At the same time, world practice shows that the formation
of such institutions makes it possible to intensify cross-border trade, effectively organize
joint production activities based on specialization and cooperation of production, create
new jobs and provide employment for the population of border regions. The experience
of China, Vietnam, Thailand and other countries of Southeast Asia shows that creating
of international free economic zones (FEZ) can raise business activity and the standard
of living of the population of adjacent territories, increase the competitiveness of
manufactured goods and services by combining natural resources, economic, scientific,
technical and intellectual potential of the regions.

According to the definition of the Kyoto International Convention on the Simplification
of Customs Procedures (1973), a free economic zone, or free zone, is understood as a
part of the country’s territory where goods are considered as objects removed from
the national customs territory and not subject to ordinary customs control and tax
regulation. FEZs are formed with the aim of stimulating the economic development
of regions, implementing structural changes in the economy, attracting foreign direct
investment, developing export-oriented industries and promoting employment of the
local population. The main purpose of creating international free economic zones is
the development of interregional economic cooperation of neighbouring countries,
including cross-border trade, the organization of joint ventures and the joint construction
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of transport and logistics infrastructure. The most common forms of international FEZs
include border economic zones, cross-border economic zones, and growth triangles.

Uzbekistan, Kyrgyzstan and Tajikistan have significant unrealized potential for economic
cooperation between border regions: Andijan region in Uzbekistan and Osh region in
Kyrgyzstan; Fergana region in Uzbekistan and Batken region in Kyrgyzstan; Namangan
region in Uzbekistan and Jalal-Abad region in Kyrgyzstan; Tashkent, Fergana and
Samarkand regions in Uzbekistan and Sughd region in Tajikistan; Surkhandarya region in
Uzbekistan and Khatlon region in Tajikistan.

The formation of an effective organizational and economic mechanism for creating
international zones of economic cooperation in Central Asia should be based on the
results of studying advanced foreign practices in this area.

Foreign experience in creating international FEZ

FEZs play an important role in implementing the strategy of opening up the PRC’s
economy, ensuring high rates of economic growth and improving the well-being of the
population. FEZs of the PRC have shown their effectiveness as a tool to attract domestic
and foreign investment, develop exports, create high-tech industries and increase
employment. Currently, there are 5 special economic zones, 90 zones of technical and
economic development of the state level, 114 zones of new and high technologies, 13
free customs zones, 14 zones of cross-border economic cooperation of the state level, as
well as the Shanghai Free Trade Zone.

In Chinese practice, there are three types of border zones: trade zones with border
crossing, border trade zones with a special management regime, zones of border
economic cooperation. Trade zones with border crossing are established in border
areas (no more than 20 km from the border), their formation must be approved by the
people’s government of the PRC province; the activities of the zone are controlled by
customs; transactions for the sale and purchase of goods are exempt from taxation if the
value of the purchased goods does not exceed 3000 yuan per day per person [, p. 30].
In total, more than 90 trade zones with border crossings have been created in the PRC,
their main function is to facilitate trade, exhibition activities and tourism.

Cross-Border Economic Cooperation Zones (CBEZ) began to be created in the PRC
since 1992 with the aim of promoting the economic development of border regions,
expanding border and interregional trade, and creating industrial production in border
cities and provinces. In total, 14 CBEZ have been created in the PRC: 3 on the Chinese-
Kazakh border, 3 on the border with Vietnam, 2 on the Sino-Burmese border, one each
on the border with Mongolia and on the border with Korea, 4 on the Russian-Chinese
border. On the territory of CBEZ, the following preferential terms of business are applied:

- for small and medium-sized enterprises, a 50 % discount is applied from the
rates of customs duties and a 50% discount from the VAT rate, if the company
specializes in trade with neighboring countries;

- import of machinery, equipment and materials for the construction of
infrastructure facilities is exempt from import duties and VAT;

10 Kuchinskaya T.N. Otkrytyj prigranichnyj regionalizm v global’'noj strategii Kitaya: uroki dlya Rossii // Vestnik CHitGU
Ne1(68), 2011. - S. 30.
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- companies have the right to leave part of tax payments for the construction of
infrastructure facilities.

The activities of Chinese CBEZ are characterized by low costs and high efficiency,
their operation has contributed to an increase in the level of economic development
of the country’s border regions, modernization and diversification of the structure of
production and exports, and the creation of new jobs.

In addition to the border zones described above, there are also cross-border industrial
zones in the PRC, for example, the Zuhai-Macau zone, formed in 2003 with the aim
of increasing the level of economic development of Zuhai province and attracting
investments from Macau.

Another widespread tool for the development of interregional economic cooperation
is cross-border FEZs, which are a territory that includes the border regions of two or
more countries, designed to stimulate economic development based on preferential
policies, financial subsidies from the state and the private sector, providing adequate
infrastructure in order to implement long-term macroeconomic and microeconomic
goals'?.

Cross-border FEZs operate in different regions of the world. For example, Euroregions
(EUREGIO) have been formed on the territory of the European Union, operating on
the basis of interstate agreements on cooperation between the administrations of
adjacent territories (Euroregion Meisse-Rhine, which includes the border regions of
three countries: Germany, the Netherlands and Belgium along the Meuse and Rhine
rivers). There are 6 cross-border FEZs in North America, including the Pacific Northwest
Economic Region, created in 1991 and including the border areas of the United States
and Canada.

Another type of cross-border zones in world practice is the triangles of economic
growth, which are widespread in East and Southeast Asia. The concept of “triangles”
was first formulated in 1989, when the leaders of Singapore, Malaysia and Indonesia
proposed the creation of the “Southern Growth Triangle”. The main goal of economic
growth triangles is the development of border regions of three or more countries based
on the joint use of existing factors of production. Their activities are aimed at improving
economic, political and cultural ties with neighboring states. Within these zones, free
movement of goods, services, capital and labor is carried out, joint industrial production
is organized, infrastructure is developed, and joint projects in the field of agriculture and
tourism are being implemented. Economic growth triangles are created on the basis of
signed interstate memorandums of understanding, and special administrative structures
are involved in management. Within such zones, effective interaction between the
public and private sectors takes place. Thus, private investors finance most investment
projects, while the state forms the legal framework for the operation and resolves
administrative issues.

There are three types of economic growth zones in East Asia, which pursue different
goals: creating growth poles; sharing of natural resources and infrastructure; taking
advantage of geographic proximity and translating mutual geopolitical interests into
geoeconomic ones.

11 Kostyunina G.M., Baronov V.I. Transgranichnye svobodnye ekonomicheskie zony v zarubezhnyh stranah (na primere
Kitaya) // Vestnik MGIMO-Universiteta, Ne2, 2011. —S. 169.
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In East Asia, projects of six growth zones have been created and are being implemented,
covering the regions of 13 countries'? :

Southern Growth Zone, uniting Singapore, Indonesia and Malaysia;
- East ASEAN growth zone - Brunei, Indonesia, Malaysia, Philippines;
- Northern Growth Zone - Indonesia, Malaysia, Thailand;
- Big China Economic Zone - PRC, Hong Kong, Taiwan;

- Big Mekong economic zone - Thailand, Vietnam, Laos, Cambodia, Myanmar,
Yannan province in China;

- Economic zone in the river basin Tumangan - PRC, DPRK, Mongolia, Russia.

The countries of Central Asia also experienced participation in international zones of
economic cooperation. In December 2002, an agreement was reached between the
top officials of the PRC and Kazakhstan to establish the Khorgos Frontier International
Cooperation Center (FICC). In April 2012, the center was commissioned. The main goals
of the establishment of the Center from the Kazakh side are the implementation of the
industrial and innovative policy of the state; development of export-oriented processing
industries by attracting foreign capital; introduction of a system of international standards
in foreign trade operations; improvement of transport and logistics infrastructure;
development of international tourism; providing employment to the population of the
border region and improving the qualifications of personnel. Khorgos FICC consists of
two parts: the Kazakh one, located on the territory of the Panfilov district of the Almaty
region and the Chinese one, located on the territory of the Ili-Kazakh Autonomous
District in Xinjiang Uygur Autonomous Region.

The total area of the Khorgos FICC is 560 hectares, communication between the parts
of the Center is carried out through a special pedestrian and transport crossing. Citizens
of the Republic of Kazakhstan, China and other countries can stay on the territory of the
Khorgos FICC, both in the Kazakh and Chinese parts, without a visa for up to 30 days®3.
Chinese people visiting the center have the right to export duty-free goods worth 8,000
yuan a day. Every day, the Khorgos FICC sells goods worth over 5 million yuan, the main
buyers of which are Chinese entrepreneurs and traders from Central Asian countries®.
In addition to the Khorgos FICC, the Khorgos-Eastern Gate FEZ operates in the Almaty
region of Kazakhstan.

The FEZ is seen as a strategic facility for creating a logistics hub connecting China, Central
Asia and the Middle East. The total area of the FEZ is 4591.5 hectares and includes three
key zones - logistics and industrial, as well as the transport and logistics complex “dry
port”. On the territory of the FEZ there is a special legal regime for the implementation of
priority activities, including the production of drinks, tobacco products, furniture, repair
and installation of machinery and equipment, storage and auxiliary transport activities,
construction. The participants of the FEZ “Khorgos - Eastern Gates” are provided with
preferences and benefits in order to create favorable conditions for their business:
reduction of the corporate income tax by 100% on income from activities corresponding
to the priorities of the FEZ; zero rate of property tax and land tax; exemption from rent
for land plots for the medium term; a free customs zone operates on the territory of the

12 Kostyunina G.M. Svobodnye ekonomicheskie zony v mire i Rossii. Monografiya. — M.: MGIMO (U) MID Rossii, 2008. — S.89-90.
13 Web source: http://www.mcps-khorgos.kz/project/geographical
14 Web source: http://russian.news.cn/2017-11/16/c_136756769.htm
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FEZ™. The total amount of attracted investments in the FEZ is 521 billion tenge. As a result
of the functioning of the FEZ, it is planned to create ten thousand new jobs by 2030%.
The study of international experience allows us to highlight the main prerequisites for
the creation of international zones of economic cooperation:

- creating of a favorable foreign policy climate between neighboring countries,
the resolution of controversial border issues, the signing of agreements and
agreements on the border control system.

- economic complementarity of economic complexes of border regions of
neighboring countries due to the available factors of production (different
provision of natural, labor and capital resources, differences in the level of
qualifications of the labor force, development of technologies). Border regions
of countries can benefit from specialization and trade of goods and services for
which they have a comparative advantage. Even in the absence of significant
differences in the supply of production factors, they have the possibility of
narrow specialization within the same industries, production cooperation and the
development of intra-industry trade.

- geographical proximity of border regions contributes to the formation of
interregional production networks within joint clusters, which allow to reduce
transport costs and achieve external economies of scale of production due to the
concentration of suppliers and labor force employed in related and supporting
industries.

- developed transport and logistics infrastructure - creating zones of cross-border
economic cooperation occurs at the intersection of the main land and sea routes
connecting the regions of individual countries. The effectiveness of cross-border
economic cooperation also depends on the availability of an adequate institutional
framework for cross-border interaction and the level of administrative barriers in
cross-border trade.

Possibilities of creating international zones of economic
cooperation and joint clusters in Central Asia

In the border areas between Uzbekistan and Kyrgyzstan, as well as Uzbekistan and
Tajikistan, there is the possibility of forming both free trade zones and zones of cross-
bordereconomiccooperation, and cross-border free economiczonesand growth triangles
(Table 2). The choice of the type of FEZ depends on the degree of complementarity of
the economic potentials of the border regions, the possibility of developing cooperative
interaction between enterprises of adjacent territories, and the potential for expanding
border trade.

So, the formation of border free trade zones is more expedient on the border of
those regions that have practically similar comparative advantages e.g., in the field of
agriculture, but contrasting in the differentiation of products within the same industries.
In this case, the expansion of cross-border trade by creating conditions for duty-free
import and export of goods and simplification of customs procedures will help to reduce

15 Web source: http://www.sezkhorgos.kz/
16 Web source: https://bnews.kz/ru/special/100_shagov_chto_sdelano/view-k_2030_horgosvostochnie_vorota_obespechit_
rabochimi_mestami_10_tisyach_chelovek
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transport costs, achieve an increasing return on the growth of production, as well as
increase the raw material base for processing industries and exports. Along with this,
such zones can serve as an important tool for the development of international tourism
in countries.

The creation of a cross-border economic cooperation zone is possible in those regions
where there are significant opportunities not only for the development of border trade,
but also for the creation of joint processing industries. It is better to form cross-border
FEZs on bordering territories with significant potential for the development of intra-
industry and inter-industry cooperation within the framework of joint clusters. At the
same time, the republican and local authorities of adjacent territories should not only
be interested in the development of cross-border economic cooperation, but also have
the opportunity to make significant financial investments for the development of the
corresponding infrastructure of cross-border FEZs.

At the intersection of all three countries, the formation of cross-border triangles
of economic growth is possible. At the same time, it is of great importance to create
conditions for the free movement of goods, services, capital and labor for the formation
of interregional value chains.

Table 2: Opportunities for the formation of international free economic zones in the
adjacent territories of Uzbekistan, Kyrgyzstan and Tajikistan

Type of FEZ Uzbekistan Kyrgyzstan Tajikistan
Border free trade zone Surkhandarya region Khatlon region
Cross-border zone of Tashkent region Sughd region

economic cooperation

Cross-border FEZ Andijan region Osh region
Economic growth Fergana region Batken region Sughd region
triangle

Source: compiled by the authors.

Establishment of a cross-border free trade zone is possible on the border of Surkhandarya
region in Uzbekistan and Khatlon region in Tajikistan in order to expand the volume of
trade in agricultural goods. In particular, 50.4% of the GRP of the Surkhandarya region
is formed in agriculture. The region has a developed fruit and vegetable industry, melon
growing, livestock and poultry production. Khatlon region of Tajikistan produces 52.1%
of the gross agricultural output of Tajikistan. It also grows fruits and vegetables, melons,
meat and dairy products and beekeeping products. Establishing a duty-free zone and
“green” corridors for trade in agricultural products on the border area of these two
regions will significantly reduce the transaction costs of export-import operations and
provide employment to the local population through the development of the service
sector. The development of cross-border trade will create preconditions to create
interregional value chains in the agro-industrial complex through the establishment of
joint agricultural clusters on the territory of the zone.

A cross-border zone of economic cooperation (CBEZ) can be created on the adjacent
territory of Tashkent region and Sughd region of Tajikistan. In 2020, 48.4% of the GRP
of Tashkent region was produced in the industrial sector. There are large metallurgical
plants, enterprises of the construction industry, light and food industries in the region.
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The Sughd region in 2019 accounted for 75.9% of the total production of the extractive
industry and 51.4% of the total production of the manufacturing industry in Tajikistan.
On the territory of the region there is a developed production of food products, textiles
and garments, silk and carpet weaving industries, production of wood products, leather
production, production of electrical equipment. The administrative center of Sughd
region, the city of Khujand is an important transport hub in Tajikistan and it is located 33
km from the city of Bekabad

Thus, in the border area of Bekabad and Khujand, there is a huge unrealized potential for
the development of industrial cooperation in the form of joint ventures, outsourcing and
subcontracting in the production of building materials, food products, finished textiles,
electrical products and other goods. In this regard, establishing a cross-border economic
cooperation zone by Uzbekistan will make it possible to realize the economic potential of
the regions, ensure the diversification of the structure of production and exports, reduce
production costs through specialization and cooperation, and create new jobs for the
local population. Within the framework of CBEZ, it is possible to create joint clusters in
the textile industry, food production, and the construction industry.

The Government of Tajikistan has identified the textile sector as a priority sector of the
economy. In 2019, the textile sector (excluding cotton exports) accounted for almost
5.5% of Tajikistan’s total exports, and if we include textiles and cotton fiber in exports,
this figure reaches almost 21%. The textile industry is the second largest export industry
in the country. Progressive goals for the development of the country’s textile industry
are outlined in the National Industrial Development Strategy for the period up to 2030.
In addition, this industry serves as one of the key sectors for export diversification and
import substitution. In this regard, the cooperation of the Central Asian countries and
the pooling of efforts, the exchange of experience among specialists in this field will
be useful and productive for all countries. Tajikistan has 6 vertically integrated textile
companies, 12 spinning mills, 5 socks and knitwear factories, and 95 factories and sewing
workshops, mainly located in the Sughd and Khatlon regions, as well as in Dushanbe. In
terms of national consumption, the clothing market is a dynamically developing segment
of the consumer market in Tajikistan.

There are several factors and market driving forces that contribute to the development
of the clothing market in Tajikistan, including high population growth rates, growth in
income and purchasing power of the population, development of a consumption culture,
improved marketing skills of manufacturers, etc.

The formation of a cross-border FEZ on the adjacent territory of Uzbekistan and
Kyrgyzstan is possible on the border of the Andijan and Osh regions. Enterprises of heavy
industry and mechanical engineering, light and textile, construction and chemical, food
industries operate in Andijan region. The Osh region of Kyrgyzstan specializes in the
production of textile products (mainly cotton fabric), the food industry (confectionery
and bakery products, fat and oil, alcoholic beverages, consumer goods for meat, butter
and cheese, dairy and tobacco). The electric power, fuel industry, mechanical engineering
and metalworking, woodworking and pulp and paper industries and the production of
building materials are also developed here.

Establishment of a cross-border FEZ, part of which will be located on the territory of the
Andijan region, and part on the territory of the Osh region, will allow building industrial
cooperation relations between regional enterprises in such industries as the production
of clothing and knitted goods, construction materials, paper and cardboard products
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and food products, and engineering industry. Developed agricultural production in
neighboring regions is also a prerequisite for creating value chains in the agro-industrial
sector.

The development of cross-border economic cooperation in the form of a cross-border
FEZ will serve as an important tool to reduce the unemployment rate in these densely
populated regions of Uzbekistan and Kyrgyzstan. In addition, there will be an opportunity
to involve a significant number of small and medium-sized enterprises in cross-border
value chains, which also contributes to an increase in GRP and an increase in the welfare
of the population. At the same time, the governments of the two countries and local
authorities will need to create an effective organizational and economic mechanism for
the functioning of a cross-border FEZ, including:

- the legislative framework governing the activities of the FEZ, which provides for a
preferential economic regime (incentive package) for local and foreign investors;

- creating of management structures for the development of cross-border
economic cooperation, power expansion of local authorities to address current
issues;

- infrastructural arrangement of the territory (basic conditions for conducting
economic activities);

- construction of transport and logistics infrastructure based on a public-private
partnership model;

- reduction of administrative barriers in border trade, creation of conditions for
free movement of capital and labor;

- ensuring environmental protection.

At the intersection of the territory of three countries (Fergana region, Batken region,
Sughd region), it is possible to create a growth triangle in order to stimulate economic
development and increase the competitiveness of neighboring states. All these areas are
rich in natural and human resources, have significant potential for the development of
industry, agriculture, and services. There are opportunities for organizing joint ventures
in the textile industry, electrical industry, agricultural machinery production, as well as
implementing joint projects in the field of agriculture and tourism.

The formation of a triangle of economic growth on the territory of three neighboring
states should take place in stages, moving from simpler forms of cross-border
cooperation to more complex ones. So, at the first stage, it is advisable to form a free
trade zone to ensure free cross-border movement of goods through the reduction of
administrative barriers in mutual trade. At the same time, it is necessary to provide
the most favored nation treatment for investors developing infrastructure, importing
advanced technologies into the territory of the zone, so that later it evolves into a more
complex form. At this stage, the financing of the cross-border zone will be carried out
mainly at the expense of centralized sources of the governments of the participating
countries, the role of private investors will not be great.

At the second stage, after the basic conditions for carrying out economic activities have
been prepared and a developed transport and logistics infrastructure has been created,
it will be necessary to actively attract private investment, which requires legislative
consolidation of a clear and transparent system of benefits and preferences for local and
foreign investors. The zone residents can be provided with the following benefits:
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- exemption from income tax for a period of 3 years;
- zero rate of property tax and land tax;

- exemption from import duties on raw materials and materials used in export-
oriented production;

- exemption from import duties on imported equipment;
- exemption from rent for land plots for a certain period;
- reimbursement of expenses for the construction of infrastructure facilities.

At this stage, it is possible to form a cross-border industrial zone or an export-
production zone, where will be organized the production of various export-oriented
manufacturing industries. The third stage of cross-border economic cooperation
provides the development of production and export of goods with a high level of
processing and science-intensive products. To this end, it is necessary to create an
appropriate innovation infrastructure on the territory of this zone, including technology
parks, technology-innovation centers and high-tech zones, ensuring the integration
of science and production. At the same time, joint clusters are an important tool for
specialization and cooperation of production, deep complex processing of raw materials
and the production of goods with high added value. The task of the state at this stage
is to create favorable conditions for the development of innovative activities within
clusters (provision of tax incentives, elimination of administrative barriers, formation of
a competitive market, development of a mechanism for venture financing of scientific
developments).

Thus, the formation of various types of international zones of economic cooperation
will serve as an important tool for the development of cross-border trade and industrial
cooperation relations, ensure the economic development of the adjacent territories
of Uzbekistan, Kyrgyzstan and Tajikistan, and contribute to an increase in the level of
employment and welfare of the population of these countries.
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PACLLUPEHHAA AHHOTALINA

MHmeHcusHocmb fipoyeccos uHmezpauyuu U 2106aau3auyuu, POUCX00AUWUX 8
MUpPOBOLi 3KOHOMUKE, Mpusesnd K pacWupeHuto mopaoseau mewody cCmpaHamu, Ymo
mpebyem paszeumus cucmembsl MPAHCIOPMHbLIX KOMMYHUKAUUU U CO30aHUS HOBbIX
nepcrnekmMusHbIX MPAHCKOHMUHEeHMAAbHbIX MPAH3UMHbIX Kopudopos, a ¢ Opyeoli
CMOpPOHSI, onpedesnsem 63AUMHYK KOOPOUHAUUK MPAHCTOPMHbLIX cucmem cmpaH
LleHmpaneHO-a3UAMCKO20 peauoHd ¢ en0banbHoli mpaHcnopmHol  cucmemodl.
B Hacmoswee epemMsa 8bl08U2AIOMCA PA3/UYHbIE UHUYUAMUBLI 10 peanu3ayuu
MPAHCIOPMHbIX MPoekmos. 3ppekmusHoe HYHKYUOHUPOBAHUE MPAHC2PAHUYHbIX
MpPaHCcrnopmHbix Kopudopos mpebyem 3gpghekmusHOlU KOOPOUHAYUU MPAHCIOPMHbIX
U s102UCMuUYecKux cucmem 2ocyoapcms LleHmpanesHoli A3uu.

CmpaHs! LleHmpanbHO-a3uamcKo20 pe2uoHa 06vbe0uHeHbl He MOosbKO 2eo2paguyecKu,
Yy HUX obwas KynbmypHas, noaumuyeckas U SKOHOMUYECKAs Ucmopus, U ce200HA
neped HUMU cmoam obuwue 3a0a4u o Npeobpaso8aHU cucmembl 20Cy0apPCcMeeHH020
yrnpaseneHus 8 bosee 3ghgekmusHble cmpykmypsl. 3mo mpebyem peuweHus
MHoxcecmasa rnpobaem, 00HOU U3 Komopbix A8naemcs rnpeodosneHue 3Ha4YumesnbHo20
pPaccmosHuUA, omoensArwWe20 Ux om MUPOBbLIX PbIHKO8 Moeapos u ycaye. Pacxodel,
C8A30GHHbLIE C MPAHCIOPMUPOBKOU, ABAAIOMCA O0HUM U3 OCHOBHbIX (haKmopos
KOHKYypeHmMocrnocobHOCmMu 3KOHOMUKU 045 cmpaH LleHmpanbHO-a3uamcKozo peauoHa,
pacnosnoxceHHblx 800U 0M MOPCKUX Mopmos, ocobeHHo 014 Y3bekucmaHa, Komopbili
fAend9emcs cmpaHoli ¢ 0mOGAEHHOCMbIO 0mM MeXOYHAPOOHbIX MOPCKUX rymel
meppumopuamu 0s8yx u bosnee e2ocydapcms. PeweHue smoli npobsemsl 80 MHO20M
3g8ucum om aghghekmusHoCMU HYHKYUOHUPOBAHUA MPAHCIOPMHO-102UCMUYECKUX
cucmem cmpaH LeHmpaneHol Asuu. Hecmompsa Ha eo3pocwuli 8 nociedHee
epemsa o0b6vem uHeecmuyuli 6 paszsumue mMPAHCAOPMHOU UHGPaAcMpyKmypel,
Mpou38o0uUMenbHOCMb  MPAHCIOPMHO-102UCMUYECKUX — cucmemM 8  CMPAaHax
LleHmpaneHoli A3uu mak u ocmaemcsa Hu3kol, ymo npenamcmsyem OanbHeliwel
UHMeHcupuKayuu mopeosnu u obwemy pazsumuro 3SKOHOMUKU. [Ipobaemel,
CB8A3AHHbIE C 3(PPEKMUBHOCMbIO A02UCMUKU 8 LleHmpasnbHO-a3uamcKom pezuoHe,
npusenu K peauoHanbHol Oe3uHmez2payuu U rnaccusHoOMy y4acmuto 8 2106asbHbIX
yernoykax co30aHUA cmoumocmu. XomsA UHMEHCUBHOCMb MOP208aU 8 MocaedHue
200bl HECKOMIbKO 803p0C/a, OMKPbIMOCMb pe2uoHa 8 Uesnom ece ewe ocmaemcs
CpaBHUMENbHO HU3KOU U3-30 Oomcymcmeus UHGpAacmpykmypel U MmMo20, 4Ymo
mopeoena cocpedomoveHa Ha HeboAbWOM Koau4decmee moeapos, d Makice obujezo
CchasHuUmMenbHo Hebsa2onpPUAMHO20 0€/108020 KAUMAMA.

Hecmomps Ha amo LleHmpasnbHOo-a3uamckuli pe2uoH ocmaemcs npusenekamessHbim
0718 MUpPOBOLI 3KOHOMUKU, Npexde 8ce20, KAK UCMOYHUK CbipbA. IKOHOMUKU CMPaH
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LleHmpaneHoli A3uu, Haxo0dAcb 8 yeHmpe espasulickoeo KOHmuHeHma, obaadarom
PAOOM CpasHUMeEsbHbIX Mpeumyu,ecms, Komopele obecnieyusarom nomeHyuana 011
passumusa npombluIeHHOCMU, Mpou38o0cmsea HayKoemKkol npodyKuuu ¢ 8biCoKol
dobasneHHol cmoumocmolo. Ydyumeleas mom ¢hakm, 4Ymo peauoH CmaHosumcs
MpPaH3UMHbIM KOpUOOPOM 045 OBUMEHUA MOBAPOS8 U KANUMaAna mMexoy cmpaHamu
A3suu, u Esponel, peanusayus UHMeE2PAUYUOHHbLIX [POeKmMos umMeem peasbHble
OCHOBQHUS.

Cmpanel LleHmpaneHol A3uu 0emMoHCmpupyom 3Ha4umesbHbIl so2ucmuveckuli u
mpaHcrnopmHeil nomeHyuasa, Ymo noomeepicoaemca macuwmabamu MmodepHU3ayuU
U cmpoumenscmea, HANpassneHHvIX Ha OdsbHeliwee paszsumue mMpPaHcrIopma,
CYHaWe2o NoselIEHUD KOHKYPeHmMocrnocobHocmu peauoHa. ModepHU3UpoB8aHHAsA
MPAHCIOPMHAA cucmema o3eoaum cmpaHam LleHmpaneHol Asuu umems cgou
cobcmeeHHble KOHKYpeHMHble npeumyujecmaed.

OueHUmMb MPAHCIOPMHO-102UCMUYecKUli MomeHyuadsa, a Makie UHGpacmpykmypy
cmpaH LeHmpaneHol A3uu Hernpocmo, NocKosbKY Cywecmeayom pasHele nooxodsl K
MAaKUM OUEeHKaM, aemopsl 60abWUHCMEA M00X0008 ONuUParomca Ha yesnblli Habop
OGHHbIX CMAOMUCMUKU CBA30HHbIU € MPAHCIOPMOM U  a02UCmuKol, Komopbili
8K/K0YAEM makue MoKa3amesu, KaK rnaomHoCcmes mpaHCcnopmHelx cemeli, cmoumocme
U 8pems nepemeweHUs 2epy3o8, 004A ycaye, MPOU3BOOUMbIX 8 3MOM CeKmope,
rnokasamenu aghghekmusHoCMU A02UCMUKU, 06bem uHeecmuyuli 8 MpPAaHCIOPMHYHO
UHGpacmpykmypy u MmHoaue dpyaue. Pe3ynbmamesl 3mo2o ucciedoeaHus 8 nepeyro
oyepedb OCHOBAHbI HA UHOEKce 3h@deKmusHoCmU s102UCMUKU U MOKA3amesnsax
mexoyHapooHol mopaoenu 8 omyeme “BedeHue b6u3Heca” u aHAnU3e HEKOMOPbIX
acrnekmos Memo0os102uu 8bILLUEYNOMAHYMbIX UCMOYHUKOS.

JlaHHoe uccnedosaHuUe HaNPasaAeHO HA QHAAU3 MeKywe20 nomeHyuand cmpaH
peauoHa € MOYKU 3PEeHUs /02UCMUKU, B0MpoCco8, CB8A3AHHbLIX C KoopduHayueli
ycunul, npednpuHUMaemMbiX C Uento osviWeHua 3ggpekmusHocmu sao2ucmukoli
deamenbHOCMU U pazsumusa mpaHcnopmHol uHgpacmpykmypel cmpaH LieHmpasnsHo-
a3UOMCKO20 pe2uoHa, Komopyr caedyem paccmampueame KAk OOUH U3 OCHOBHbIX
hakmopos docmuxeHusA ycmoli4uso20 SKOHOMUYECKO20 pocmd, 8blfssneHue npobaem
8 9MOM HanpasaeHuu u papabomky 803MOMCHbIX peweHul. B cmamee uccaedyromcs
803MOMCHbIE MyMU U M0OX00bI K OUEeHKE MPAHCMOPMHO-102UCMUYECK020 MOMeHYuana,
a Mmakxe nokasamernu, C8A3GHHbIX € aAo2ucmukol, 8 2ocydapcmeax LleHmpansHol
A3uu, 8 yacmHocmu, nocpedcmeom MHOeKkca 3sggekmusHocmu aozucmuku (LPl),
nybaukyemozo kKaucOvle 08a 2000, a Makme exe2o00HO Mnybaukyemozo omyema
“BedeHue busHeca”.

LPI 6bin co30aH 015 mMo2o, Ymobbl MOMOYb CMPAHAM 8biS8UMb MPObaeMsbl 8 C8OUX
7102UCMUYECKUX cUCMeMax, C KOmopbIMU OHU CMA/KUBAHOMCA NPU 8bIMOAHEHUU C80UX
yHKYuli 8 obnacmu mopeoeol noaucmuku. OCHOBAHHLIU HA BCEMUPHOM OMpoce
MeXOYHAPOOHbIX 3KCedUMOPCKUX KOMNaHull u cayxb sxcripecc-0ocmasKku, MHOekc
ahpekmusHocmMu  102UCMUKU  U3Mepsem 3¢hgheKmusHOCMb  PYHKYUOHUPOBAHUS
7102UCMUYECKUX CUCMeM 8 pPa3HbIX CMPAHAX, BK/YeHHbIX 8 omuem. [lpoekm
HanpasesaeH HA OKA3aHUE MOMOWU CMPAHAM, 8K/IOYEHHbIM 8 pelimuHe, 8 8bliaeneHuu
npobsem u 803mMoxcHocmel, C8A3AHHbIX C 3hHEeKMUBHOCMbIO UX 102UCMUKU, Mymem
usmepeHuA aghdhekmusHocmMu ano2ucmuyeckoli desmesnibHocmu.

Omuem “BedeHue 6usHeca” nybaukosascs exce200Ho U bblsa HanpasseH Ha obecrieyeHue
06vekmueHoli 0CHOB8bl 0718 MOHUMOHUA U CO8epuleHCMeo8aHUAs HOPMAMUBHO-
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npasosoli 6a3bl 0519 NPednpuUHUMamesnbCcKoli 0eamesbHOCMU 80 8CeM MUPE Mymem
cbopa u aHanu3a 8ceobbEMAOUUX KOAUYECMBEHHbIX OAHHbIX 017 CPaBHeHUsA ycaosull
peaynuposaHus busHeca Mexdy CMpPaHAMu U 8 OUHAMUKe. PelimuHe cmpaH mupa
8 omyeme “BedeHue bu3sHeca” Obis1 OCHOBAH HA HECKOs/bKUX MOKA3amesnsax, 8 mom
Yucsie Ha OOHHbIX CBA3A0HHbIX C MOKA3amMenamu eedeHua mMmexdyHapoOHOU mopzoesu.
3mom nokazamens obecnevusn 0emasnbHbili QHAAU3 B8PEeMEeHHbIX U CMOUMOCMHbIX
napamempos gHewHell mopaossau CMPAH, 8KAKOYEHHbIX 8 pelimuHe. B ceHmabpe 2021
200a BcemupHobili 6aHK MpUHAA peweHue rnpekpamums nybauKayuo ucca1e0o8aHUsA
U3-3a onpeodesnieHHbIX 8bIABAEHHbIX MAHUMYAAYULU CO CMOPOHbI 2pynnsl cOMpyOHUKO8
BcemupHo20 6aHKa, y4acmeosasuwiux 8 mo020mosKe omyema.

Cywiecmsytom  npobnemsl,  npenamcmeyrowue  pa3gumMulo  MpPAaHcnopmHo-
7102UCMUYECKUX cucmem U UxX hyHKUUOHUposaHut 8 LleHmpanbHoli A3uu, 8 mom
Yyucse omcymcmeue uau HedocmamoyHas HopmamueHasa 6a3a 04a MoaAHOYEeHHO20
(PYHKYUOHUPOBAHUA MPAHCMOPMHO-M02ucmuyeckoli ompacau HA HAYUOHAAbHOM
YypoBHE U HeO0OCMAMOYHOE KOAUYeCmso MEeHNpasumenbCmeeHHbIX [pPasosbix
O0OKyMeHmMo8, pe2yaupyouwux nepeso3Ky mosapos 8 peauoHe; HecosepuweHHble
mamoxceHHole U Opyaue npoyedypbl MO2PAHUYHO20 KOHMPOsA, HU3KUl yposeHb
hOPMUPOBAHUA  PbIHKA  repedos8blX  MPAHCIOPMHO-A02UCMUYECKUX  yCaye;
HedoCmamoyHoe KOAU4Yecmeo 8bICOKOKB8AAUGUUUPOBAHHbIX crieyuaaucmos 8 cgepe
7102UCMUKU U mpaHcnopma,; ¢a1abasa uHmMe2payus HAYUOHA/bHbLIX 102UCMUYecKux
cucmem 8 espasulickue U MpaHCa3uamcKue sao2ucmuyeckue cucmems! u Opyaue.
Kpome moeo, moxcHo Habawdame HedocmamoYHsblli yposeHb KoopOuHayuu ycunud,
npednpuHUMaemMsbix coomeemcmeyrwumu 8edoMcmeamu U MuHUCmepcmeamu
2ocydapcme LleHmpanbHoli A3uu 0718 coeMecmHo20 peweHus 3a0a4y 8 amoli obaacmu,
a makxe omcymcmeue eOuHol cmpameauu eocydapcme LleHmpaneHol A3uu o
pa3sUMUIO peauoHanbHoU mpaHcnopmHol cucmemel U COBMECMHOMY pPeuweHuro
cywecmesyowux npobaem. [na peweHuUs ebilueynomsaHymelx npobaem Heobxoduma
KoopOuHayusa ycunauli cmpykmyp eocydapcmes LleHmpansbHol A3uu, 30HUMAHOULUXCA
gonpocamu mpaHcrnopma U mpaHcriopmHbsiX KOMMYHUKauul; opeaHuzayus pabomel
KOMUCCUU MO U3y4yeHuro npobaem, C8A3GHHbIX C MPAHCIOPMUPOBKOU U mpaH3umom
mosapos 8 peauoHe; yrnpoujeHue npouedyp MamoIeHHO20 KOHMPOsA, Komopble
30HUMQaKOM MHO20 8peMeHU 8 bonbuwuHcmeae eocydapcma LileHmpaneHol A3uu, a makice
ycosepuweHCcmMeo8aHUe MAMOMEHHbIX U Opyaux npouedyp no2paHU4HO20 KOHMPOsA;
npuenevyeHue npedcmasumerneli MAMOXEHHbIX op2aHos8 2ocydapcmes LleHmpanbHoli
A3Uu 8 KOMUCCUK 0 U3y4eHUA npobaem, C8A3AHHLIX C MPAHCIopmuposKol u
mpaH3umom moeapos no meppumopuu LleHmpansHoli Asuu; paspabomka eduHol
cmpamezuu  2ocyoapcme  LleHmpaneHol A3uu [0  pa3sumuro  pe2uoHasnbHol
mpaHcnopmHol cucmemsl U COBMECMHOMY peweHUr cyujecmayrowux npobaem,
cpedu npoyezo mozym bbimb MPedaoHEHbI 8 KaYecmae peuweHue 8blueyrnoMAHYMbIX
sonpocos.

Bce cmpaHsl LleHmpanbHol A3uu omHOCAMCA K 2pyrine CmpaH, He UMeWwux ebixood
K mopto. [Mosmomy paszeumue MmMpPaHCIopmHOU UHgpacmpykmypel u oocmyn K
nopmam umerom 071 HUX nepsocmerneHHoe 3HaYyeHue. PazHoobpasue npuopumemos 8
LlenmpasneHol A3uu e 3Ha4umesibHol cmerneHu 3ampyoHAem KOHUeHmpayuto ycuauli
U (hUHAHCOBbIX pecypcos Ha peweHuu delicmeumesnbHO 8aXHbIx 3a0ay. KoopduHayus
ycunuli npasumesnibcme, UHME2PAUUA MPAHCIOPMHbLIX U 02UCMUYecKUX cucmem
2ocyoapcme LleHmpanbHoli A3uu, a makxe yay4uieHue rnokasamenei agpgpekmusHocmu
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/7102UCMUKU 8 peauoHe co30arm pednocbiaku 074 obecreyeHUs peauoHasbHOU
6e3zonacHocmu u ycmoliyugo20 pa3sumus pe2uoHd.

Key words: transport sector, Central Asian region, volume of cargo, world trade flows,
transport and transit costs, transportation, customs procedures, Logistics Performance
Index, logistics activities, cargo traffic, logistics companies, ranking.

INTRODUCTION

The volume of foreign trade and thus the physical volume of imports and exports is
increasing as the world economy is more globalized and integrated today than ever. The
location of Central Asian at the heart of Asian on the one hand grants an opportunity to
benefit from being a link between such strategic regions as South East Asia and Europe
and on the other hand the land-locked region experiences certain problems dealing with
reaching sea ports, which makes it isolated from world trade flows to a certain extent.

In the past, the Central Asian region served as a bridge between Asia and Europe, but
global trade flows have largely avoided it in recent decades. Currently, the volume of
cargo transported by land from Asia to Europe is less than 2% of the volume of cargo
transported by sea. Small amount of freight is carried by land, while the Russian territory
is used for the major part of railway transportation.

In his welcoming speech during the international conference on Central Asia in the system
of international transport corridors: strategic prospects and unrealized opportunities,
the President of the Republic of Uzbekistan Shavkat Mirziyoyev noted that taking into
account the important geostrategic position of Central Asia, which connects the major
international markets, it is of particular importance to combine the efforts of our Central
Asian states in order to accelerate the integration of the region into the system of
international transport corridors.

Today, the States of the Central Asian region, without direct access to seaports, bear
significant transport and transit costs, which reach 70-80 percent of the cost of exported
products. Carriers lose up to 40 percent of their time for transporting goods due to
imperfect customs procedures.

According to F. Jurayev (2018) the states of the Central Asia have recently made
considerable efforts to grow their transport capabilities. Nowadays, a number of
international projects related to the development of transport infrastructure are being
realized across the Central Asian region. Speaking about, for instance, the railway
transport, Kazakhstan with leading position in the region possesses the largest network
of the railway transport accounting for 66 percent of the total length of the Central Asia’s
railways and accounting for 84 percent of all freight transport. Almost one fifth of the
regional railway network passes through the territory of the Republic of Uzbekistan
and it accounts for slightly more than 10 percent of all traffic. Turkmenistan possesses
approximately 12 percent of Central Asian railways and almost one twentieth of all traffic
within the region.

1. Materials and Methods.

Evaluating the transport and logistics potential as well as infrastructure of the Central
Asian countries is complicated, since the specialists offer diverse approaches to such
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estimates, most of the methods are based on a range set of transport statistics data,
including such indicators as:

- cost, and time of cargo movement;
- the share of services produced in this market segment;

quality of logistics performance indicators;

- the density of the transport network;
investment volume in the transport infrastructure and many others. The results of the
given research are primarily based on Logistics Performance Index and Trading Across

Borders indicators within Doing Business Report and the analysis of certain aspects of
the methodology of the abovementioned sources.

2. Results and Discussion

2.1. Different approaches to assessing the logistics performance of Central Asian
states

The World Bank publishes a report dealing with the Logistics Performance Index with
a comprehensive assessment of logistics activities of the world countries in every two
years. According to the ranking the states of the Central Asian region do not demonstrate
impressive results.

Table 1: Logistics Performance Index ranking and scores, 2018

° g = 3 o @
= [ a =] € <
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2 5 . ; % | 55| 22| 3E | %
© r3 © =
Germany 1 4.20 4.09 4.37 3.86 4.31 4.24 4.39
Sweden 2 4.05 4.05 4.24 3.92 3.98 3.88 4.28
Belgium 3 4.04 3.66 3.98 3.99 4.13 4.05 4.41
Austria 4 4.03 3.71 4.18 3.88 4.08 4.09 4.25
Japan 5 4.03 3.99 4.25 3.59 4.09 4.05 4.25
Kazakhstan 71 2.81 2.66 2.55 2.73 2.58 2.78 3.53
Uzbekistan 99 2.58 2.10 2.57 2.42 2.59 2.71 3.09
Kyrgyz Republic 108 2.55 2.75 2.38 2,22 2.36 2.64 2.94
Turkmenistan 126 2.41 2.35 2.23 2.29 231 2.56 2.72
Tajikistan 134 2.34 1.92 2.17 2.31 2.33 2.33 2.95

Source: Compiled by the author using the data provided in the LPI ranking 2018: Arvis, J-Fr, Ojala, L.,
Wiederer, C., Shepherd, B., Raj, A. & Dairabayeva, K.(2018). Connecting to Compete 2018: Trade logistics in
the global economy: the logistics performance index and its indicators, The World Bank.

The top 5 countries in the ranking published by the World Bank in 2018 are represented
mainly by European countries (i.e. Germany, Sweden, Belgium and Austria). The LPI
published in 2018 allows to compare the indicators dealing the transport and logistics
systems of 160 countries. The index is based on a survey of operators (global freight
forwarders and express carriers). The survey summarizes their feedback on the logistics
performance of the countries where they operate. The 5 leader countries in the ranking
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demonstrate the LPI score higher 4 points, while not a single Central Asian country
reaches the score of 3 points. Kazakhstan, being the leader among the Central Asian
states scored 2.81 points and Uzbekistan occupying the second position in the region
scored 2.58 points.

In accordance with the table in 2018 Kazakhstan ranked 71 among 160 countries of the
world and Uzbekistan ranked 99%". Uzbekistan improved its performance by 19 positions
compared to the previous 2016 report. Tajikistan, demonstrating the lowest logistics
performance indicators ranked 134" among the countries included in the index.

The weakest points of practically all countries of the region can be observed in terms of
the criterion dealing with the quality of trade and transport infrastructure. The leader of
the region only reached 2.55 points and Tajikistan with the poorest logistics performance
didn’t even reach 2 pointsin this regard. The world leaders Germany and Sweden showed
more than 4 points with the most developed trade and transport infrastructure.

One more common feature that unites practically all the countries of Central Asian
region is poor performance regarding the efficiency of customs and border management
clearance and the ease of arranging competitively priced shipments. Not a single country
in the region reached 3 points in both indicators, while the top countries scored at least
3.99 and 3.59 points respectively.

The comparatively stronger positions have been occupied by the Central Asian countries
in terms of the frequency with which shipments reach consignees within scheduled or
expected delivery times. Kazakhstan scored 3.53 points and Uzbekistan scored slightly
more than 3 points. However, these indicators are considerably lower than the indices of
the top five countries that demonstrate the scores over 4 points.

In 2018, the World Bank calculated the aggregate LPI for the last 4 years (2012-2018). It
was accomplished with an aim to create a complete picture of the logistics situation in
the countries under consideration. This approach reduces random deviations from one
LPI study to another and it allows you to compare the situation in the countries included
in the ranking.

Table 2: Aggregate Logistics Performance Index ranking and scores, 2012-18

Mean LPI
Mean
score, rank
2012-18
Kazakhstan 2.77 77
Uzbekistan 2.50 117
Kyrgyz Republic 2.38 132
Turkmenistan 2.34 142
Tajikistan 2.29 147

Source: Compiled by the author using the data provided in the LPI ranking 2018: Arvis, J-Fr, Ojala, L.,
Wiederer, C., Shepherd, B., Raj, A. & Dairabayeva, K.(2018). Connecting to Compete 2018: Trade logistics in
the global economy: the logistics performance index and its indicators, The World Bank.

One can notice practically the same rankings of the Central Asian states as they were in
the 2018 ranking in terms of their position within the region. For the period between
2012 and 2018, the Kazakhstan the leader in the region, scored 2.77 points and ranked
77 among the countries included in the aggregate report. The second position within the

52 e Logistics & Diplomacy in Central Asia



region belonged to Uzbekistan, which scored 2.50 with 117" ranking. Kyrgyz Republic
and Turkmenistan scored 2.34 and 2.29 points respectively (Kyrgyz Republic —132",
Turkmenistan —142"). Tajikistan demonstrating the weakest indicators within the region
scored 2.29 and ranked 147" among the world countries in the list.

The poor indicators demonstrated by the Central Asian region makes the counties less
competitive in terms logistics, which brings about complexities to intensification of trade
and makes the world trade routes avoid the region. Several studies at different times
have criticized the LPI noting that due to the methodology of the Index, consisting of
subjective assessments of various logistics operators, there are tendencies to distort
it and underestimate a number of countries with a statistically better logistics system.
In spite of this criticism the given ranking is among the most frequently used indices
demonstrating the country’s potential and resources dealing the logistics performance.
Theresearchis conducted by means of surveys mainly amonginternational (transnational)
logistics companies and is based on the following six criteria.

Figure 1: The six core components taken into consideration while constructing the LPI

The ease of arranging The competence and
competitively priced quality of logistics
shipments services

The quality of trade and The ability to track and
transport infrastructure trace consignments

The frequency with
The efficiency of which shipments reach
customs and border consignees within
management scheduled or expected
clearance delivery
times

Source: Compiled by the author using the data provided in the LPI ranking 2018: Arvis, J-Fr, Ojala, L.,
Wiederer, C., Shepherd, B., Raj, A. & Dairabayeva, K.(2018). Connecting to Compete 2018: Trade logistics in
the global economy: the logistics performance index and its indicators, The World Bank.

V.I. Sergeyev and D.I. Zinina (2013) believe that the main factors determining the state of
the country’s logistics are taken into account in the Logistics Performance Index, and in
general, the developed approach is constructive. However, the calculation of the index
does not take into account such important factors as the territory of the country, the
length of roads, population, access to the sea and a number of others. V.K. Yarashova
(2021) thinks that the proposed methodology for assessing the effectiveness of logistics
by the World Bank (LPI) is not scientifically sound. The study is based on the results of
surveys of mainly international (transnational) logistics companies, and the survey of
consumers of logistics services is not conducted. At the same time, the rating of some
countries soars and decreases by several dozen positions.

Certainly within the World Bank publications dealing with the LPI it is asked to use
LPI data with caution, because the results are primarily based on a web-based survey
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aggregating the views of the logistics and freight-forwarding community in the world. In
addition, it is stated that the Logistics Performance Index and its components possess a
limited domain of validity and the reasons for that are the following:

- the limited experience of survey respondents and,

- thelogistics performance landlocked countries and small island states rely heavily
on the logistics of other countries.

One more source with the different countries’ indicators including the ones dealing with
transportation and logistics competence is the Doing Business Report, an annual study
by the World Bank Group, which assessed the ease of doing business in 190 countries
based on 10 indicators. Those indicators, in particular, included the figures of trading
across borders, which, in particular, recorded the time and expenses associated with
the logistical process of exporting and importing goods. The relevant criterion measured
the time and cost dealing with three sets of procedures, in particular, documentary
compliance, border compliance and domestic transport, within the process of
exporting or importing goods. In addition, Doing Business studies not only pointed out
the problems that hindered the development of business, including the processes of
exporting and importing, but also identified their causes and offered recommendations
for the relevant necessary reforms. Recently the World Bank announced the termination
of the publication of the study, because there were revealed certain manipulations by
a group of World Bank employees who participated in the preparation of the study.
However, the given annual report served as a reliable source providing with different
countries’ economic indicators for almost two decades.

In accordance with the trading across borders criterion of the Doing Business Report the
Central Asian states were ranked quite differently from their positions in the LPI index.

Table 3: The rankings of the Central Asian states in accordance with the trading across
borders (The Doing Business Report for 2018, 2019 and 2020)

2018 (190 countries) 2019 (190 countries) 2020 (190 countries)
trading across trading across trading across
Countries | overall borders overall borders overall borders
ranking X ranking X ranking X
ranking score ranking score ranking score

Kazakhstan 36 123 63.19 28 102 70.36 25 105 70.4
Uzbekistan 74 168 4431 76 165 49.79 69 152 58.2
Kyrgyz

Republic 77 84 73.34 70 70 80.74 80 89 74.7
Tajikistan 123 149 57.17 126 148 59.06 106 141 60.9

Source: Compiled by the author using the data provided in the World Bank Doing Business
Reports for 2018, 2019 and 2020.

The above table demonstrates that according to trading across borders criterion
Kazakhstan scored approximately 70 points in 2019 and 2020, while the country’s score
was only 63.19 in 2018, which shows an increase throughout the report period. However,
Kazakhstan was not a leader among the Central Asian states, in contrast with its leading
position in the Central Asian region according to LPI index.

In compliance with the Doing Business Report, Uzbekistan, like the other states in region
demonstrated growth rates in terms of trading across borders. However, it scored the
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poorest indicator in the region with 58.2 points in 2020 and ranked 152" among 190
countries.

With regard to Kyrgyz Republic one can notice that it scored 74.7 points with view to
trading across borders standard, which was the best indicator in the region. The leader
country among the Central Asian countries ranked 89™ among the states included in the
report prepared by the World Bank.

Tajikistan’s trading across borders scores rose from 57.17 points to 60.9 points, as a
result of which the country reached 141 position in the ranking. It is one of the poor
indicators if we compare the figures belonging to the other states in Central Asia.

Certainly there are other reports including the Global Competitive Report, the IMD World
Competitiveness Yearbook, the Global Enabling Trade Report and the Agility Emerging
Markets Logistics Index that provide with rankings of the world countries basing on the
logistics and transportation competence indicators among others.

Table 4: World rankings reflecting the logistics performance

The latest publication ULLE TG
The Name of the ranking The issuing organization e'::r of countries
y included
! The Global Competitiveness Report The World Economic 2020, every year 140
Forum, Geneva
2 The IMD World Competitiveness International Institute
for Management 2020, every year 63
Yearbook
Development, Lausanne
3 The Global Enabling Trade Report The World Economic 2016, every 2 years 136
Forum, Geneva
4 . . The World Bank,
Doing Business Washington 2020, every year 190
> The Logistics Performance Index The World Bank, 2018, every two years 160
Washington
6 - . Agility Global
TheA A.glhty Emerging Markets Integrated Logistics, 2020, every year 50
Logistics Index K
Transport Intelligence

Source: compiled by the author using the official data provided by the relevant organization on the Internet

However, it was impossible to use the sources in order to conduct comparative
analysis of all the four Central Asian countries (Kazakhstan, Kyrgyz Republic, Tajikistan
and Uzbekistan) within the current research, since all the four states together were
represented within none of the three above mentioned sources (the Global Competitive
Report, the IMD World Competitiveness Yearbook, the Global Enabling Trade Report,
and the Agility Emerging Markets Logistics Index).

The indicators within the 6 rankings given in table 3 are based on both subjective and
unbiased data since they take into account both statistics provided the official sources
and the views of respondents. In addition, T. Zorina and Yu Truhan (2019) think that in
many countries, official statistics on the logistics services market at the national level are
very scarce, mainly based on expert opinions.

There has been conducted another survey among 130 exportingand importing companies
dealing with estimation of time during customs control procedures for import, export
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and transit in Central Asia. For instance, the time required for the completion of control
procedures differ in the Central Asian states.

Figure 2: The time required for completion of control procedures within the customs
offices in the Central Asian states
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Another important date provided by the same source deals with the time spent by
exporting and importing companies on the documentation of transit. [1]

Figure 3: The time required for the documentation of transit
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2.2. The problems dealing with the effective operation of Central Asian logistics
systems and possible solution

The results of the above mentioned studies dealing the logistics performance of the
Central Asian states and the relevant world rankings give the evidence of the relevant
problems hindering the development of the transport and logistics systems and their
performance, which can be seen in the following:
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- the absence or insufficient level of coordination of the efforts taken by the
corresponding agencies and ministries of the Central Asian states to jointly tackle
the tasks in the area;

- the absence of a unified strategy of the Central Asian States to develop the
regional transport system and to jointly solve the existing problems;

- insufficient amount of funds allotted in the development of transport and logistics
infrastructure;

- lack or low level of formation of the 3PL, 4PL and 5PL services market;

- insufficient number of highly qualified specialists in the sphere of logistics and
transportation;

- absence or insufficient regulatory basis for the transport and logistics industry
on the national level and insufficient amount of the intergovernmental legal
documents regulating the transportation of the goods within the region;

- imperfect customs and other border controls procedures;

- weak integration of national logistics systems into the Eurasian and trans-Asian
logistics systems.

Certainly, referring to the accomplishments in the transport and logistics systems in
some of the Central Asian countries for the last years it must be noted the extent of
these problems vary amongst the states in the region.

In some studies, it is recommended the states of the Central Asian states should
integrate their transport and logistics system into a single regional transportation system
in order to increase logistics performance of the region and integrate it into the global
transportation flows even more deeply. In particular, according to A.A. Zokhidov (2020),
the transport systems of Central Asia taken together are regarded as a significant part
of the international transport system, and in this regard, it is possible to achieve high
efficiency of the ongoing reforms in this area by means of appropriate development
and coordination of the transport system of all countries in the region. The efficiency or,
on the contrary, inefficiency of the mechanism for coordinating the transport policy of
the Central Asian countries is evaluated in terms of the level of quality implementation
of the expected results from these logistics systems of the states in the region. The
importance of the regional transport system in the volume of European-Asian transport
remains not at the proper level in comparison with the existing capacities. The observed
trend in the regional transport system, as well as the existing problems (many transport
projects have not been implemented for many years, transport costs are several times
higher than international standards) mean that this issue is of a systemic nature and it
needs to be solved jointly at the regional level.

In terms of coordinating efforts of the Central Asian states to increase the competitiveness
of economies in the region a unified strategy is believed to assist to fully utilize the
potential of Central Asian regional transport system. A. A. Zokhidov thinks that there
are the following general reasons that require special attention to the development of a
unified strategy (a region-wide program) for the development of the regional transport
system in Central Asia:

- firstly, the Central Asian countries are geographically closed, that is, they depend
on the transport policy of other countries when entering world markets;

- secondly, high transport costs in the process of external export-import cargo
transportation of the countries of the region;
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- thirdly, the Central Asian countries have relatively large domestic markets and
rich natural resources, so the interests of the powerful countries of the world
collide in the region;

- fourthly, many transport corridors of Central Asian countries are closely
interconnected (in recent years, the level of relationship in the transport sector
has decreased);

- fifthly, all countries in the region are equally interested in increasing the flow of
international transit cargo in the region;

- sixthly, there is a high demand for external financial investments for the
modernization of the transport system, the construction of new corridors and
the introduction of new technologies in the industry, etc.

Speaking of the relevant agencies involved in dealing with the problems associated
with the logistics systems, there is a corresponding ministry in each of the Central Asian
states and it is highly recommended that they should coordinate their efforts with an
aim to develop the national transportation and logistics systems as well as to increase
the position of the countries in the world rankings.

Figure 4: The coordination of efforts dealing with the improvement of logistics
performance on the ministerial level in Central Asia states

of the
Republic of Kazakhstan

The Ministry of
Transport of the
Republic of Uzbeksitan

Coordiation
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The Ministry of Transport

Source: compiled by the author.
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SUMMARY

Taking into consideration the above stated it is offered the following solutions in order
to solve the problems dealing with the transport sector and the free cargo flow in the
Central Asian region:

1.to coordinate the efforts of the authorities of the Central Asian States dealing
with transport and transport communications;

2.to organize the operation of the commission to study the problems dealing with
transportation and transit of goods within the region;

3.to develop transport infrastructure of the Central Asian states so that the cargo
traffic would be easier and with less expenses;

4.to develop a unified strategy of the Central Asian states to develop the regional
transport system and jointly solve the existing problems;

5.to develop the mechanisms of attracting different sources in addition to the
government funds to invest in the development of transport and logistics
infrastructure;

6.to create the necessary conditions to form and develop 3PL, 4PL and 5PL services
market that can be offered within the region;

7.to develop comprehensive regulatory framework for the transport and logistics
industry on the national level taking into consideration the specifics of the
opportunities of transportation of within Central Asia and the intergovernmental
legal documents regulating the transportation of the goods within the Central
Asian region;

8.to simplify customs control procedures that take long time in most Central Asian
states as well as to modify the customs and other border controls procedures; to
involve the representatives of the Customs agencies of the Central Asian states in
the commission to study the problems dealing with transportation and transit of
goods within the Central Asia;

9.to further develop the international transport corridors through the territory of
Central Asia in order to fully integrate the Central Asian logistics system into the
Eurasian as well as trans-Asian logistics systems.

The presence of contradictions in the policy of subsystems (states of the region) and the
lack of a mechanism for their coordination at the regional level are among the factors
of the inefficient operation of the Central Asian regional transport system. Referring to
develop a unified strategy as well as region-wide programmes for the comprehensive
development of the Central Asian transportation, it is advisable to provide for the
preserve the interests of each state within Central Asia. For instance, transit states will
receive more revenue from transit services by increasing the volume of transit flows
through their territories.

All'in all, the active promotion of integration projects in Central Asia, in particular by
means of further incorporation of the transportation and logistics systems of the
countries as well as improvement of logistics performance within the region creates
favorable conditions for ensuring regional security and sustainable development of the
Central Asian region.
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EXTENSIVE ABSTRACT

This chapter discusses the Institute of Authorized Economic Operator, which is being
introduced in the Republic of Uzbekistan. The special simplifications provided for
authorized economic operators, the degree of privilege and the scope of the status are
the subject of this chapter.

The purpose of the chapter is to analyze the origin and development trends of the
concept of a competent economic operator.According to the objectives of the chapter
the following tasks were identified:

- Determining the origin of the concept of the authorized economic operator;
- Explain the essence of the concept of an authorized economic operator;

- Analyze the Experience of Introduction the institute of Authorized Economic
Operator in Uzbekistan;

- Ildentify the General criteria for applicants for Certificate of authorized economic
operator;

- Clarification of the list of special simplifications provided for authorized economic
operators in Uzbekistan.

The main issue of this chapter is that, current customs procedures do not fully meet the
requirements of international norms and standards, remain subject to excessive financial
and time costs for participants in foreign economic activity. So, “Introduction of the
Institute of Authorized Economic Operator in Uzbekistan within the Concept of Security
Standards of the World Customs Organization is a topical issue today.

First of all, one of the urgent tasks is to study the best practices of countries and
internationals to improve the “trading across borders”, encourage honest entrepreneurs
and introduce modern mechanisms to reduce bureaucratic barriers. One such mechanism
is the Institute of Authorized Economic Operators. Second, the Institute of Authorized
Economic Operator is a new concept. Until 2018, there was no such concept in Uzbekistan.

The current Authorized Economic Operator Institute is also not a complete final concept.
This concept itself has also been refined 6 times since it was created. So, we need to
study this institution systematically. This is because the concept proposed by the World
Customs Organization gives more power to Authorized Economic Operators and has a
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wider range of members, as well as the fact that the concept of Security Standards of the
World Customs Organization is periodically improved.

The chapter gives some brief additional information on World Customs Organization
itself, SAFE framework of standards 2021 edition, Authorized economic operator institute
concept and his history. The terrorist attack in the United States on September 11, 2001,
prompted many states and international organizations to reconsider and improve their
risk management systems. One such international organization was the World Customs
Organization. He set himself the goal of creating a mechanism that would not only
effectively manage the risk of international trade flows, but also have a positive impact
on the economies of countries. As a result of 4 years of research, the World Customs
Organization has developed the concept of Security Standards. At the sessions of the
World Customs Organization Council in Brussels in June 2005, the member states of the
Organization adopted the concept of security standards to ensure and simplify global
trade. It was beginning of the Authorized economic operator institute history.

INTRODUCTION

Strengthening Authorized Economic Operator Institute in Uzbekistan within the Concept
of Security Standards of the World Customs Organization is one of the topical issue of
today.

First, in the World Bank’s Doing Business 2018 ranking, Uzbekistan ranked 74th out
of 190 countries with a total score of 66.33. The worst indicator of Uzbekistan in this
ranking was the “trading across borders.” In this regard, Uzbekistan took 168th place
with 44.31 points. Let’s look at the ranking after 2 years, in the Doing Business 2020
ranking, Uzbekistan took 69th place among 190 countries with a total of 69.9 points. In
this ranking, the worst indicator of Uzbekistan was again the “ trading across borders”.
We are 152nd with 58.2 points. Although we have achieved a partial change in the
ranking, it shows that we still have a lot of work to do on the “trading across borders”
indicator. An interesting question occurs: Why are we lagging behind 151 countries in this
indicator? What is the secret of going ahead? What is the main problem of Uzbekistan
in this matter?

Second, “the current customs procedures do not fully meet the requirements of
international norms and standards, and remain subject to excessive financial and time
costs for participants in foreign economic activity.

There are almost no mechanisms in place for foreign economic activity participants
to comply with customs legislation and to encourage honest entrepreneurs to reduce
administrative barriers”’

Inefficient and excessive control functions of the customs authorities lead to the violation
of the rights and legitimate interests of business entities.

Insufficient use of opportunities for financial incentives for customs officials has a
negative impact on the prevention of corruption and the effectiveness of the system as
a whole.

17 Decree of the President of the Republic of Uzbekistan. On additional measures to improve the customs administration
and increase the efficiency of the State Customs Service of the Republic of Uzbekistan dated November 24, 2018 No. PD-5582
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Third, the Institute of Authorized Economic Operator is a new concept for Uzbekistan.
Until 2018, there was no such concept in the country. Presidential Decree No. PD-5582
of November 24, 2018 “On additional measures to improve customs administration and
increase the efficiency of the state customs service of the Republic of Uzbekistan” was
adopted. In accordance with paragraph 5 of this decree, from February 1, 2019, it is
planned to introduce the institute of “authorized economic operators” in accordance
with international standards, which provide for the right to use simplified customs
procedures to participants in fair foreign economic activity that meet the requirements
set by the Cabinet of Ministers of Uzbekistan.

Fourth, in order to ensure the implementation of the mentioned Decree of the President
of the Republic of Uzbekistan, as well as further simplification of customs procedures
and implementation of international trade security in accordance with international
standards, the Cabinet of Ministers adopted a Resolution, No. RCM-363 on April 29,
2019. The resolution was named “On measures to introduce the institute of authorized
economic operator”. However, some issues and problems have begun to emerge in the
introduction of the Institute of Authorized Economic Operator. Who can get the status of
an authorized operator and who cannot? What should be the benefits provided to them
and what should be the maximum limit of benefits? Is this new institute available in other
countries as well? Is it the same or different from the concept we have? Questions began
to arise. As a result, a year later, the Regulation “On authorized economic operators”,
adopted by Resolution No. RCM-500.

On 24.08.2020, the Cabinet of Ministers adopted Resolution No. RCM-500, “On approval
of the Regulations on Authorized Economic Operators”. According to this, the previous
Resolution of “On measures to introduce the institute of authorized economic operator”
was repealed and a new “Regulation on Authorized Economic Operators” was approved.

Fifth, the current Authorized Economic Operator Institute is also not a complete final
concept. This is because the concept proposed by the World Customs Organization
gives more power to the concept of an Authorized Economic Operator, and the scope of
members is also broader.

The object of this article is the Institute of Authorized Economic Operator, which is being
introduced in the Republic of Uzbekistan.

The special simplifications provided for authorized economic operators, the degree of
privilege and the scope of the status are the subject of this article.

The purpose of the article is to analyze the origin and development trends of the concept
of a competent economic operator.
According to the objectives of the article the following tasks were identified:

- Determining the originator of the concept and the origin of the concept of the
authorized economic operator;

- Explain the essence of the concept of an authorized economic operator;
- Clarification of the list of special simplifications provided for authorized economic
operators;

Brief mutual analysis of the literature and normative legal documents used in the
preparation of the article:
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Although the concept of an authorized economic operator is a relatively new concept
for Uzbekistan, the object of the problem in solving its export-import and international
logistics issues is not new. Many of Uzbek scientists have conducted their own scientific
research in this regard. The scientific works of Doctor of economics, Professor N.
Sirojiddinov, Doctor of economics, Professor I. Mavlanov, Doctor of economics, G.
Sultanova, Doctor of economics, M. Hamdamov, Doctor of economics, Professor D.
Suyunov, Doctor of economics, B. B. Abduganiev have been studied.

- Annual report 2020-2021 of World Customs Organization and Decree and
Resolutions of Uzbekistan, such as

- 2018 and 2021 editions of the SAFE Framework of Standards of the World
Customs Organization;

- Decree of the President of the Republic of Uzbekistan dated November 24,
2018 PD-5582 “On additional measures to improve customs administration and
increase the efficiency of the state customs service of the Republic of Uzbekistan”;

- Resolution of the Cabinet of Ministers No. RCM-363 of April 9, 2019 “On measures
to introduce the institute of authorized economic operator” (Abolished from
November 26, 2020 by the resolution of the Cabinet of Ministers of the Republic
of Uzbekistan dated August 24, 2020 No. 500)

- Resolution of the Cabinet of Ministers No. RCM-500 of August 24, 2020 “On
approval of the Regulation on authorized economic operators” were mutually
analyzed.

Practical implication of the article is that, strengthening of the Institute of Authorized
Economic Operator in Uzbekistan according to the Framework of Security Standards
of the World Customs Organization is one of the solutions of the problems of foreign
economic activity facing Uzbekistan today.

Origin of the concept of Security standards

The terrorist attack in the United States on September 11, 2001, prompted many states
and international organizations to reconsider and improve their risk management
systems. One such international organization was the World Customs Organization.
He set himself the goal of creating a mechanism that would have a positive impact on
the economies of states, as well as effective management of the risk of international
trade flows. To achieve this goal, the World Customs Organization has set several tasks.
Including,

- re-identification of risk groups in international trade flows,
- high-precision monitoring of high-risk commodity groups, participants in foreign
economic activity and regions in international trade flows;

- selective monitoring of low-risk commodity groups, participants in foreign
economic activity and regions in international trade flows;

- simplification and facilitation of monitoring of low-risk commodity groups,
participants in foreign economic activity and regions in international trade flows;

- further formation of existing principles of international trade flows. (Earlier
principle was “Violators will be punished accordingly”)

As a result of 4 years of research, the World Customs Organization has developed the
Concept of Security Standards.
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At the sessions of the Council of the World Customs Organization in Brussels in June
2005, the member states of the Organization adopted the concept of security standards
to ensure and simplify global trade. 169 countries have agreed to impeachment on their
territory.

Brief information about the World Customs Organization:
- World Customs Organization (WCO);
- Founded on January 26, 1952;
- Intergovernmental organization;
- The headquarters is located in Brussels, Belgium;
- Member of the customs authorities of 183 countries (2021);
- Secretary General Kunio Mikuriya (January 2009 to present);
- Official website www.wcoomd.org.
The concept of security standards, adopted by the World Customs Organization in June

2005, announced a new approach to international trade flow management. In this
approach:

- Digitization of customs clearance;
- Introduction of electronic information exchange in the Single window;

- Application of the principle of public-private partnership in relation to
international trade flows;

- Increasing the importance of cooperation between customs and business entities;

- Risk groups in the flow of international trade have been re-identified, and as a

result, it is planned to divide them into “red corridor”, “yellow corridor”, “green
corridor”.

He noted that the principle of “Violators will be punished accordingly” in the earlier
international trade flow is insufficient, and added the principle that “those who do not
break the law will be encouraged.” Based on this principle, the Institute of Authorized
Economic Operator was introduced.

It was determined that the concept of these Safety Standards would be improved from
time to time. Additions and changes have been made several times. In 2007, 2010, 2011,
2012, 2015, 2018, 2021 this concept was improved.

Today, the 2021 edition of the SAFE Framework of Standards is in effect.

The structure of the 2021 edition of the SAFE Framework of Standards consists of 7
chapters and 5 appendices. These are: Chapter 1 - Introduction, Chapter 2 - Benefits,
Chapter 3 - “Pillar 1. Customs-Customs”, Chapter 4 - “Pillar 2. Customs and Business”,
Chapter 5 - “Pillar 3. Customs - other government and intergovernmental agencies”,
Chapter 6 - Continuation and resumption of trade, Chapter 7 - Mutual recognition.

In the 2021 edition of SAFE Framework of Standards, 3 pillars are in turn divided into
standards.

From the 3 main pillars it is understood that the 1st pillar is the relationship between
customs office and administrations within a country; Pillar 2 - This is the communications
of customs authority with business entities within a country. Pillar 3 is the relationship
between the customs authorities of different countries and intergovernmental agencies.
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The SAFE Framework consists of five core elements. First, it harmonizes the advance
electronic cargo information requirements on inbound, outbound and transit
shipments. Second, each country that joins the SAFE Framework commits to employing
a consistent risk management approach to address security threats. Third, it requires
that at the reasonable request of the receiving nation, based upon a comparable risk
targeting methodology, the sending nation’s Customs administration will perform an
outbound inspection of high-risk cargo and/or transport conveyances, preferably using
non-intrusive detection equipment such as large-scale X-ray machines and radiation
detectors. Fourth, the SAFE Framework suggests benefits that Customs will provide
to businesses that meet minimal supply chain security standards and best practices.
Fifth, it promotes close cooperation with other governmental agencies representing
different regulatory areas, in order to keep societies safe and secure while facilitating
the movement of goods

It is clear that the principle of “Violators will be punished accordingly” in international
trade flows in most countries is insufficient, so the Concept of Security Standards offers
to implement the principle of “incentives for business through their status”.

The essence of the concept of an authorized economic operator

In English: Authorized economic operator (AEQ)
In Uzbek language: Vakolatli igtisodiy operator (VIO)

In brief definition, an Authorized Economic Operator is an entity that participates in the
international flow of goods, performing functions that meet the requirements of the
international flow of goods.

Extended definition is given in SAFE Framework. Authorized Economic Operator (AEQO) is
a party involved in the international movement of goods in whatever function that has
been approved by or on behalf of a national Customs administration as complying with
WCO or equivalent supply chain security standards. AEOs may include manufacturers,
importers, exporters, brokers, carriers, consolidators, intermediaries, ports, airports,
terminal operators, integrated operators, warehouses, distributors and freight
forwarders.

The general benefits provided to the Authorized Economic Operator under this concept
are:

A. Measures to expedite cargo release, reduce transit time and lower storage
costs (There are 23 measures are given);
B. Measures to facilitate post-release processes (4 measures are given);

C. Special measures relating to periods of trade disruption or elevated threat
level (4 measures are given);

D. Participation in new trade facilitation programs (2 measures are given);

E. Benefits granted by other government agencies (5 measures are given);

F. Benefits arising from a mutual recognition agreement (9 measures are given);

G. Providing access to information of value to AEO participants (5 measures are given);

H. Indirect benefits (10 measures are given).
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In addition to general benefits, there are some specific benefits for operators of each
category.

Special simplifications are provided for each operator. For example, it consists of 11
specific benefits and simplification for exporters, 9 for imports, 6 for customs warehouse
owners, 6 for customs brokers, 4 for logistics operators, 4 for customs carriers, 2 for ports
and terminals, 2 for manufacturers.

Introduction the institute of Authorized Economic Operator in
Uzbekistan

In accordance with the Decree of the President of the Republic of Uzbekistan dated
November 24, 2018 “On additional measures to improve customs administration and
increase the efficiency of the State Customs Service of the Republic of Uzbekistan” from
February 1, 2019, The institute of authorized economic operators was introduced for
honest foreign economic actors, in accordance with international standards.

The decree states that “a number of systemic problems in the field of customs
administration remain, which hinder the creation of a favorable investment climate
in the country and the development of entrepreneurial activity. Current customs
procedures do not fully meet the requirements of international norms and standards,
and remain subject to excessive financial and time costs for participants in foreign
economic activity. Almost no mechanisms are in place to encourage foreign economic
activity to comply with customs legislation and to encourage honest entrepreneurs and
reduce administrative barriers.”

Also, in accordance with paragraph 5 of this decree, from February 1, 2019, the institute
of “authorized economic operators” will be introduced in accordance with international
standards, providing the right to use simplified customs procedures to participants of
honest foreign economic activity who meet the requirements set by the Cabinet of
Ministers.

As a mechanism for its implementation, paragraph 2 of the Roadmap for Improving
Customs Administration on this issue requires a decision of the Cabinet of Ministers.

ROAD MAP*
On improving customs administration
T/p Measures T Deadlines Responsible executors

implementation

Approval of the Regulation on the

Authorized Economic Operator, which Customs Committee

provides for the granting of the status of | Draft resolution | Until f\ﬁ:l_rr?;\é)(;.a ev)
2. |the Authorized Economic Operator, as well | of Cabinet of December 25, . Jayev),
L . ME(Mirzayev),
as simplified types of customs procedures, | Ministers. 2018y. NAPM

delayed or installment payment of

customs duties. (Akhmedxodjayev)

*Annex 1 to the Decree of the President of the Republic of Uzbekistan dated November 24, 2018 No. PF-5582
“On additional measures to improve customs administration and increase the efficiency of the state customs
service of the Republic of Uzbekistan”, Roadmap for improving customs administration
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Ensuring the implementation of the Decree of the President of the Republic of Uzbekistan
dated November 24, 2018 PF-5582 “On additional measures to improve customs
administration and increase the efficiency of the state customs service of the Republic
of Uzbekistan”, as well as further simplification of customs procedures and in order to
ensure trade security, the Resolution of the Cabinet of Ministers No. RCM-363 of April 9,
2019 “On measures to introduce the institute of authorized economic operator”.

With this Resolution of the Cabinet of Ministers, the State Customs Committee of the
Republic of Uzbekistan is tasked to select as a pilot legal entities that meet the criteria
for inclusion in the Register of Authorized Economic Operators in order to accelerate the
development of the Institute of Authorized Economic Operators until June 1, 2019. The
first 17 enterprises in the register of authorized economic operators were published on
22.06.2019 on the official website of the State Customs Committee.

The Cabinet of Ministers adopted Resolution No. 500 of 24.08.2020 “On approval of the
Regulations on Authorized Economic Operators”.

The document was adopted in accordance with the Resolution of the Cabinet of Ministers
of 29.04.2019 No 363 “On measures to introduce the institution of an authorized
economic operator.”

Ne | Major differences According to Appendix to the According to the Resolution of
Resolution of the Cabinet of the Cabinet of Ministers No.
Ministers No. RCM-363 of RCM-500 of August 24, 2020
April 9, 2019 “On measures “On approval of the Regulation
to introduce the institute of on authorized economic
authorized economic operator” | operators” (Current)
(Previous)
1 | The difference in naming was called“Category” is called “Type”
2 | Difference in the number of There were 2 categories of There are 3 types of special
special simplifications special simplifications: simplifications:
Category “A” 1st type,
Category “B” 2nd type,
3rd type.
3 | Differences in the level of Category “A” (less privilege) Type 1 (less privileges)
privilege Category B (more privileges) Type 2 (more privileged)
Type 3 (the most privileges)
4 | Differences in scope 1. Importers and exporters 1. Importers and exporters
2. Customs brokers
3. Customs warehouse owners
4. Persons acting as customs
carriers
5 | Document confirming the Notification of inclusion in the Certificate
authorized economic operator | register

The table is prepared by the author

According to the current legislation of the Republic of Uzbekistan, the Authorized
Economic Operator is a legal entity that meets the requirements of the Resolution of the
Cabinet of Ministers No. 500 of 24.08.2020 “On approval of the Regulation on Authorized
Economic Operators” for the use of simplified customs procedures in customs operations.

The certificate of inclusion of the legal entity in the register of authorized economic
operators is made in electronic form (electronic document with QR-code (matrix
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barcode)). The certificate confirming the status of the operator gives the right to use
special simplified customs procedures in carrying out customs operations.

Special simplifications are features of separate customs operations and customs control
applied depending on the type of certificate. From the moment the operator is included
in the register, it falls into the category of low risk. Public administration bodies and
local public authorities cannot be operators. The certificate is divided into three types.
Each type of certificate entitles the holder to use special simplifications for carrying out
separate customs operations. The certificate comes into force from the date of inclusion
of the legal entity in the register. Issuance of the certificate to other persons is prohibited.

The status of an authorized economic operator can be obtained by different categories
of legal entities. Prior to this Resolution, the status of an authorized economic operator
was available only to participants in foreign economic activity engaged in the export and
import of goods, but now this status can be obtained by owners of customs warehouses,
customs brokers and customs carriers. Based on international experience, 3 types of
certificates (first, second and third types) have been introduced for authorized economic
operators. Selection criteria for inclusion in the register of authorized economic
operators have also been simplified. A new special simplification for the export of goods
has been introduced for authorized economic operators before the submission of the
customs cargo declaration. Currently, the register of authorized economic operators -
a list of legal entities that have the right to use simplified customs procedures in the
conduct of customs operations and have a certificate is formed by the State Customs
Committee and posted on the official website of the committee. It should be noted that
public administration bodies and local public authorities cannot be authorized economic
operators.

General criteria for applicants of Certificate of authorized economic operator
When applying for inclusion in the register on the basis of all types of certificates, the
legal entity must meet the following general criteria:

For the 1-type of Certificate For the 2-type of Certificate

Absence of administrative liability of the head, Possession of buildings (part of buildings) and (or)
chief accountant and authorized person of the legal | open areas (part of open areas) intended for use
entity, as well as persons holding these positions for | (on the right of use or possession) as a warehouse
the last year, for an offense under Articles 171, 1711, | for storage of goods, meeting the requirements
174,175, 176, 177 and 227 — 227-21 —227-27 of established in accordance with the Regulations on
the Code of Administrative Liability of the Republic | the authorized economic operator;

of Uzbekistan for the past year prior to the date of absence of overdue receivables on foreign trade

application to the customs authorities; operations.

During the last five years prior to the date of buildings (part of buildings) and (or) open
application to the customs authorities, the head areas (part of open areas) intended for use as a

of legal entity and chief accountant of the legal warehouse for storage of goods (on the right of use
entity, as well as the authorized person were not or possession) must have:

prosecuted for crimes under Articles 175, 182, 184, | a) storage of goods and means of transport under
188, 189, 209, 228 and 246 of the Criminal Code of | customs control;

the Republic of Uzbekistan; b) not to allow unloading, reloading and other cargo
operations with goods and means of transport
under customs control without the permission of
the customs authorities;
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absence of indebtedness for the payment of fines
and penalties on them, including taxes and other
mandatory payments for government;

The legal entity must provide the following in the
territory of the authorized economic operator:

a) hard (concrete, asphalt or other) paving, including
loading and unloading areas in the area;

b) parking place for vehicles;

c) the perimeter of open areas (parts of open areas)
is surrounded by solid barriers along the entire
perimeter;

have carried out foreign economic activity for at
least three years prior to the date of registration of
the application for inclusion in the register with the
customs authorities, including:

For customs brokers, annually submit not less
than 500 import and (or) export customs cargo
declarations for goods with an invoice value of at
least the equivalent of 10.0 million US dollars;

For the owners of the customs warehouse, who
stored goods in the amount of 10.0 million kg on
the date of registration of the application with the
annual value of the equivalent of 10.0 million US
dollars;

For customs carriers, international transportation
of not less than 200 imports and (or) export cargo
(batch) annually;

For importers and exporters, the invoice value of
imported and (or) exported goods must be at least
$ 2 million equivalents in the last twelve months
and have filed at least 100 import and (or) export
customs cargo declarations or the amount of
customs duties paid must be at least 20,000 times
and have at least 50 import and (or) export customs
cargo declarations.

The legal entity must provide the following in the
territory of the authorized economic operator:

a) solid (concrete, asphalt or other) pavement,
including loading and unloading areas adjacent to
this area;

b) parking place for vehicles;

c) the perimeter of open areas (parts of open areas)
is surrounded by solid barriers along the entire
perimeter;

d) establishment of customs control zones in the
manner prescribed by law;

e) places allocated for customs inspection and
customs inspection of goods and means of
transport;

f) technical roads leading to the area;

g) a regime of control and security, providing the
following, excluding unauthorized access to facilities
located in the territory, including places of loading

(unloading) and storage of goods and vehicles:
identification of employees of the legal entity, their
access to these facilities;

identification and registration of non-employees of
the legal entity, their access to these facilities;
operatively cancel the access of the dismissed legal
entity employees to these facilities and information
systems.

h) ensuring the storage of video recordings of the
customs inspection procedure for imported goods
for three months and the connection of the central
office of the State Customs Committee of the
Republic of Uzbekistan and its departments in the
Republic of Karakalpakstan, regions, Tashkent and
the specialized customs complex «Tashkent-AERO»
systems equipped with video surveillance, working
around the clock, as well as access control systems
for vehicles and individuals;

i) security and fire alarms, except for open areas
(parts of open areas);

j) lighting system that allows video surveillance;

k) weighing devices (measuring instruments) that
meet the legal requirements, providing the ability to
weigh goods intended for placement in the territory;
I) loading and unloading equipment and
mechanisms required for customs control of goods.

For the third type of certificate:

at the time of application for inclusion in the register, the legal entity must carry out foreign economic
activity as an operator with the first and (or) second type of certificate for at least 2 years prior to the date

of application to the customs authorities.
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The list of special simplifications provided for authorized economic operators

The first type of
certificate entitles the operator
to use the following special
simplifications:

The second type of certificate
entitles the operator to use the
following special simplifications:

The third type of certificate entitles
the operator to use the following
special simplifications:

carrying out, first of all, customs
operations related to the
declaration and release of goods;

carrying out, first of all, customs
operations related to the
declaration and release of goods;

All special simplifications of types
1 and 2, as well as in addition:

failure to determine the direction
of transportation of goods in
relation to the goods transported
by the operator;

non-application of customs
control forms in the decision

of the operator on the

release of goods and means

of transport, except for the
measures established by the risk
management system;

release of goods without
submission of the customs cargo
declaration in accordance with
Article 272 of the Customs Code
of the Republic of Uzbekistan,
without ensuring payment of
customs duties;

delivery of the operator’s goods
from the customs authority of
departure to the place of arrival
without payment of customs
duties;

placement of goods under
customs control in the premises,
open areas and other areas of the
operator, without ensuring the
payment of customs duties;

release of goods for free
circulation without payment

of customs duties, payment of
customs duties in installments and
(or) delay of up to sixty working
days;

carrying out customs transit by
the operator’s vehicle without
ensuring payment of customs
duties;

to carry out customs operations
related to the release of goods in
the open areas and other areas of
the operator, in coordination with
the customs authorities;

appointment of a responsible
officer of the state customs
service (hereinafter referred to
as the coordinator) to assist the
operator in the coordination and
resolution of customs issues.

recognition by the state customs
service of means of identification
of the seals (compartments) of
the vehicles loaded with the
goods of the operator to be
exported or the seals affixed by
the operator to some of them;

release of goods for free
circulation without payment

of customs duties, payment of
customs duties in installments and
(or) delay of up to twenty working
days;

priority participation in pilot
projects aimed at reducing

the time and optimizing the
procedure for customs operations
by the state customs service;

conditional determination of the
customs value of goods at the
time of release, without ensuring
the payment of customs duties;

customs clearance of goods of
the operator for free circulation
with payment of customs duties in
installments and (or) a delay of up
to twenty working days, ensuring
the payment of customs duties

by 50%.

in the absence of separate
documents (certificate of
conformity), conditional release
of goods (except for food and
pharma- ceutical products)

and subsequent submission of
documents within sixty calendar
days;

Today, more than 30 legal entities in the Republic of Uzbekistan have the status of
authorized economic operators. The introduction of this institution will further simplify
customs procedures, increase the efficiency of customs authorities, as well as eliminate
bureaucratic barriers to business development and improve the investment climate in

the country.

One of the biggest advantages is that authorized economic operators have the ability to
pay customs duties in installments or in arrears. In the first two years, operators have
used these opportunities more than 1,600 times, resulting in 157 billion. Were able to
pay customs duties in excess of soums in installments or in arrears.
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Authorized economic operators will be able to unload raw materials and goods required
for production directly into their own warehouses without having to unload them in a
customs warehouse. So far, operators have used this opportunity more than 7,000 times
until today.

The increase in the number of authorized economic operators in the country will
encourage law-abiding and honest entrepreneurs, expand their ranks and, ultimately,
serve the economic development of the country. The large-scale reforms in the customs
sphere also have a positive impact on the dynamics of customs duties. In particular, over
the past 11 months of this year, 10 trillion soums were exported from the country. 408
billion soums in customs duties.

CONCLUSION

In the course of this article, | came to the conclusion that, first of all, one of the urgent
tasks of Uzbekistan is to study the best practices of countries and internationals to
improve the “export-import and logistics process”, encourage honest entrepreneurs and
introduce modern mechanisms to reduce bureaucratic barriers. One such mechanism is
the Institute of Authorized Economic Operators.

Second, the Institute of Authorized Economic Operator is a new concept. Until 2018,
there was no such concept in Uzbekistan. Presidential Decree of November 24, 2018 “On
additional measures to improve customs administration and increase the efficiency of
the state customs service of the Republic of Uzbekistan” was adopted and in accordance
with paragraph 5 of this decree, from February 1, 2019 It is planned to introduce the
institute of “authorized economic operators” in accordance with international standards,
which provide for the right to use simplified customs procedures to participants in fair
foreign economic activity that meet the requirements set by the Cabinet of Ministers.

Third, in order to further simplify customs procedures and ensure international trade
security in accordance with international standards, the Cabinet of Ministers on April 29,
2019 adopted Resolution “On authorized economic operators.” However, some issues
and problems have begun to emerge in the introduction of the Institute of Authorized
Economic Operator. Who can get the status of an authorized operator? What should
be the benefits provided to them and what should be the maximum limit of benefits?
Is this new institution available in other countries as well? Is it the same or different
from the concept we have? questions began to arise. As a result, a year later, on April
29, 2019, the Regulation “On authorized economic operators”, adopted by Resolution,
was repealed. Instead, the Cabinet of Ministers on 24.08.2020 adopted Resolution No.
500 “On approval of the Regulation on Authorized Economic Operators”, which included
a new Regulation “On Authorized Economic Operators”. The main reason is that we
are slightly behind world standards in terms of exports and imports and international
logistics.

Fourth, the current Authorized Economic Operator Institute is also not a complete final
concept. We believe that we need to study this institution systematically. This is because
the concept proposed by the World Customs Organization gives more power to the
concept of Authorized Economic Operator and has a wider range of members, as well
as the fact that the concept of Security Standards of the World Customs Organization
is periodically improved. This concept itself has also been refined 6 times since it was
created.
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EXTENSIVE ABSTRACT

International transport connectivity is the arteries of the global economy and the driving
force of inter-regional cooperation. In inter-regional transport connectivity between the
European Union and Central Asia have occurred sea changes in last years. The EU has
a stake in promoting and developing cooperation in this area with Central Asia due to
several rational reasons. Firstly, the strategic importance of the region is specified with
its geostrategic and geographic location in crossroads of the East and West, North and
South, being a linking bridge in connecting of Europe and Asia.

Despite common history and religion, culture, and geographic closeness, the intra-regional
transport connectivity of the Central Asian countries did not function properly and effectively
for long period. Several factors were the stumbling block for more than two decades since
their independence for the development of transport connectivity. Firstly, in the first years
of independence, Central Asian countries were engaged in the domestic political and
economic situation in their country left by the Soviet Union. However, they forged a strong
partnership with other countries of the region, these regional ties were not sufficient to
build unique integrated transport connectivity in the region. Secondly, the poorly developed
transport infrastructure caused many technical impediments in moving people from one
country to another neighbouring state. Thirdly, despite the visa-free regime among four
countries of the region, the existence of regulations, over bureaucratization of the border-
control stations created additional obstacles and long queues to people crossing the
frontiers. Fourthly, the unresolved border issues among countries of the region increased
the confinement of the regional connectivity. Without clear defining borders and territory,
further enhancing transport links among countries of the region was a challenging task.

The last five years are remembered with the sea changes in the Central Asian countries’
relations. Since 2016, in the foreign policy of Uzbekistan has occurred several reforms
that indicated Central Asia is a priority region of the external policy. Being at the centre of
the region, Uzbekistan considers other Central Asian countries as a primary and principal
partner of its foreign policy. The number of bilateral and multilateral meetings of the
heads of the Central Asian countries has significantly increased. For instance, in 2018,
with the initiative of the President of Uzbekistan Shavkat Mirziyoyev, was organized a
consultative meeting of the Central Asian countries’ leaders dedicated to directing joint
action to find solutions to the regional problematic issues. For instance, the international
conference “Central Asia”:
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One past and common future, cooperation for sustainable development and mutual
prosperity” came with the grips of the common efforts to increase regional connectivity,
promoting the transport system at country, regional and inter-regional levels. This
chapter aims to study intra-regional connectivity among Central Asian countries, and
the transport links between the European Union and Central Asia, and the importance of
the Trans-European Network for Transport (TEN-T) as a role model for further enhancing
the intra-regional ties among five Central Asian countries. By the transport connectivity,
the author considers two geographic dimensions: intra-regional connectivity among
Central Asian countries; and, inter-regional connectivity between the EU and Central
Asian region. The main arguments of the work are: firstly, the inter-regional connectivity
between the EU and Central Asia is a challenging task in the conditions of poor intra-
regional connectivity in Central Asia; secondly, the route to the EU and back consists
of land routes and two sea routes (the Caspian and Black seas). It creates technical
problems, leads to increasing of time and growing the price of transportation of goods
and services.

Thus, firstly, to improve and develop intra-regional transport connectivity, this chapter
proposes two possible solutions: the establishing transport network hub among eleven
‘regional cities’ that could be core and principal destinations of the regional transport
linkage; and, secondly, learning the European Union’s TEN-T project in realizing
it. Obviously, Europe and Central Asia are two different regions with their distinct
geographic locations, size, mentality, culture, level of economic development and
integration. However, learning their long-standing experience in creating transport links,
and creating their own model, based on regional specificities of Central Asia, could be a
good strategy for acting.

For realizing this, the European Union’s Trans-European Transport Network (TEN-T)
could be a practical and technical guide-line to address the infrastructure bottlenecks
and barriers and to improve territorial cohesion. Firstly, the learning European TEN-T
experience showed the necessity of creating different types of transport connections
(automobile, railway and motorways) among Core Network Corridors of the EU (CEDR,
2019). Thus, for the Central Asian region, the backbone of the Core Network Corridors
might be the eleven ‘regional cities’. The cities are well connected with other cities in the
country they are located, and, therefore, establishing firstly transport network among
them consequently will link other cities and towns of the region. The financing and
finding external funding for these projects would be one of the mainstreams among the
decision-makers and experts.

The EU practice suggests using not only governmental budgets and financing from
international banks but also attracting interesting sides from public sectors. Hence,
establishing a public-private partnership is the root of the success of such projects. Firstly,
it will increase the financial capability and, secondly, it will improve the quality of work by
monitoring the process. Learning European experience and implementing it in the Central
Asian region will further strengthen the integration and cooperation in the development
of transport connectivity. As the consequence, united regional smart management will
improve the quality of services of the local public and private transports, by reducing
the negative impact of cars on the climate, increasing safety and decreasing traffic
on the roads. Skilled and effective management is the core of every successful system,
particularly, when it relates to regional management. Then, transparency, cooperative
mood, mutual trust, and decisiveness are vital factors of prosperous regional transport
connectivity. Sides also could negotiate technical aspects and facilities in the roads. For
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instance, the special facilities for truck drivers should include rest and food zones. The
European TEN-T projects that the presence of such zones in every 100 km is a required
standard of the roads linking member-states. Besides, refuelling and recharging stations
are required for all types of vehicles from cars, electro cars, trucks to motorcycles.

Secondly, the inter-regional transport link between the EU and Central Asia should involve
the Caucasus region as a part of the project rather than as a third or transiting region.
Therefore, there are very important trilateral negotiations and cooperation among the
EU, Caucasus and Central Asian regions to facilitate these technical barriers, to reduce
the time and price of the transport connectivity. Thus, promoting and further developing
the EU and Central Asian transport connectivity can be gruelling at times without triplex
cooperation with the Caucasus region.

Keywords: Central Asia, European Union, transport connectivity, regional cities,
sustainable and smooth transportation, intra-regional, inter-regional.

INTRODUCTION

The roads connect nations*®

International transport connectivity is the arteries of the global economy and the driving
force of inter-regional cooperation. In transport links between the European Union and
Central Asia have occurred sea changes in recent years. The EU has a stake in promoting
and developing cooperation in this area with Central Asia due to several rational reasons.
Firstly, the strategic importance of the region is specified with its geostrategic and
geographic location in crossroads of the East and West, North and South, being a linking
bridge in connecting of Europe and Asia. Secondly, Central Asian closeness to the Eastern
borders has increased the importance of the countries’ role of the region in preventing
and stabilization of the longstanding conflict in Afghanistan. Thirdly, the emergence of
China on the world stage, including through its Belt and Road Initiative (BRI) (Cornell &
Starr, 2019, p. 6). Fourthly, the ongoing reforms and changes in the domestic and foreign
policy of Uzbekistan such as the opening to the world, further liberalization of the
economy, building a favourable investment environment, and promoting constructive
regional dialogue with other Central Asian countries increase the attractiveness of the
region. Fifthly, the EU’s expansion towards Eastern Europe has brought the borders of
both regions closer.

Before 2004 and 2007, the EU neighbourhood policy concentrated on the Mediterranean
region. Then, remarkably shifted the centre of gravity of the union eastward (lbid, p.21),
and the European Neighbourhood Policy led to the increase of the EU’s interest in
the Eastern direction - the Caucasus and Central Asia. At least but not last, after the
Ukraine conflict in 2004, the energy supply and energy security issues acquired valuable
importance, growing the role of the Central Asian resources and transit roads in EU
energy policy.

Taking into account the significance of the sustainable and safe connectivity in the
bilateral relations, this chapter aims to study the transport connectivity between the
European Union and Central Asia, and the importance of the Trans-European Network

18 Uzbek proverb
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for Transport (TEN-T) as a role model for further enhancing the intra-regional ties among
five Central Asian countries. By the transport connectivity, the author considers two
geographic dimensions: intra-regional connectivity among Central Asian countries;
and, inter-regional connectivity between the EU and Central Asian regions. The main
arguments of the chapter are: firstly, the inter-regional connectivity between the EU
and Central Asia is a challenging task in the conditions of poor intra-regional connectivity
in Central Asia; secondly, the inter-regional transport link between the EU and Central
Asia should involve the Caucasus region as a part of the project rather than as third or
transiting region.

Regional transport connectivity in Central Asia: perspectives and
development

Despite common history and religion, culture, and geographic closeness, the intra-
regional transport connectivity of the Central Asian countries did not function properly
and effectively for long period. Several factors were the stumbling block for more than two
decades since their independence for the development of transport connectivity. Firstly,
in the first years of independence, Central Asian countries were engaged in the domestic
political and economic situation in their country left by the Soviet Union. However, they
forged a strong partnership with other countries of the region, these regional ties were
not sufficient to build unique integrated transport connectivity in the region. Secondly,
the poorly developed transport infrastructure caused many technical impediments in
moving people from one country to another neighbouring state. Thirdly, despite the
visa-free regime among four countries of the region, the existence of regulations, over
bureaucratization of the border-control stations created additional obstacles and long
queues to people crossing the frontiers. Fourthly, the unresolved border issues among
countries of the region increased the confinement of the regional connectivity. Without
clear defining borders and territory, further enhancing transport links among countries
of the region was a challenging task.

The last five years are remembered with the sea changes in the Central Asian countries’
relations. Since 2016, in the foreign policy of Uzbekistan has occurred several reforms
that indicated Central Asia is a priority region of the external policy. Being at the centre of
the region, Uzbekistan considers other Central Asian countries as a primary and principal
partner of its foreign policy. The number of bilateral and multilateral meetings of the
heads of the Central Asian countries has significantly increased. For instance, in 2018,
with the initiative of the President of Uzbekistan Shavkat Mirziyoyev, was organized a
consultative meeting of the Central Asian countries’ leaders dedicated to directing joint
action to find solutions to the regional problematic issues. The international conference
“Central Asia: One past and common future, cooperation for sustainable development
and mutual prosperity” came with the grips of the common efforts to increase regional
connectivity, promoting the transport system at country, regional and inter-regional
levels.

February 2017 became a turning point in relations between Tashkent and Dushanbe:
after a 25-year pause, air traffic between the two countries resumed. In September 2017,
the Dustlik checkpoint on the Uzbek-Kyrgyz border’s reopening gave stimulus for the
growth of multilateral cooperation between the two countries. Besides, the construction
of the new railway and automobile bridges in the directions of the Turkmenabat-Farab
crossing the Amudarya River provided the opportunity to increase the amount of cargo
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transit by 2.5 times. Additionally, it promotes an open direct path to the Caspian Sea and
farther to the Black Sea, granting exit to Europe.

In 2018, the Tashkent International Conference on “Central Asia in the System of
International Transport Corridors: Strategic Prospects and Untapped Opportunities”
served as a political platform for further increasing transport connectivity, and reached
the signing of the Declaration on the Development of the Transport and Transit Potential
of Central Asia. The document emphasizes three big initiatives such as integrated
transport management system, Regional Council for Transport Communications of
Central Asian Countries, and the concept of tourist hubs in Central Asia that will further
develop andimprove regional connectivity at the inter-governmental level. Consequently,
it led to constructive dialogue, incremental development of intra-regional relations, and
gradual resolution of border-related issues. According to some reports, the length of
the railway communication system of Central Asian countries extends more than 22,000
km.* These numbers are indicators of notable success in the transport connectivity and
infrastructure sector.

Thus, there were significant positive changes in the relations of the Central Asian
countries that had undergone a transformation and yielded development transport
connectivity in the region. However, the region has not used its full potential to meet
the relentless demand of more than 70 million inhabitants. The next part focuses on the
possible ways to improve the current situation and comes up with suggestions for the
joint action plan and blanket solution.

European Union’s TEN-T — as a role model for connectivity in
Central Asia

The inter-regional connectivity of Central Asia with China, South Asia, and Europe is a
challenging task without creating smooth and speed transport connectivity, modern
and appropriate transport infrastructure. Therefore, firstly, this work emphasizes the
necessity of developing and further enhancing the intra-regional transport links among
five Central Asian countries, then focusing on promoting inter-regional transport ties.
If we consider the ten big cities and towns of the region and their interconnectedness,
we can find out that people transiting have to overcome some hurdles due to the
poor connections, bureaucratic procedures, and scarcity of the modern transport
infrastructure.

The map above demonstrates visually eleven cities of the five Central Asian countries’
connectivity and the existence of the railway and automobile routes between them.
However, this map does not highlight the main points for inter-regional connectivity
with South Asia, China and Europa by the Caspian Sea, and focuses only on the intra-
regional dimensions. These cities chose by the author based on the following criteria:
the biggest cities by territory, the most populated, the most desired destinations, and
their geographic location in crossroads of the intra-regional transport links.

19 https://isrs.uz/en/magqolalar/the-korea-times-central-asia-in-international-transport-corridors-system-uzbekistans-
approach
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Figure 1: Map of transport connectivity of ‘regional cities’ in Central Asia
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There are only automobile roads connecting ‘regional cities’, while no railway routes that
could make peoples movement smooth and faster several times. Therefore, this chapter
proposes establishing “regional cities” indicated on the map and creating modernised,
smooth and reliable transport infrastructure among them, and a unique regional
electronic border control system to decrease the queue at the border checkpoints.
Establishing comfortable, modern and smooth transport hubs in these cities will boost
the regional economy by increasing the movement of goods and services across the
region, strengthen export and import potential, grow the number of moving people
by promoting regional and international tourism, and create a favourable investment
environment by increasing Central Asian countries’ attractiveness and arousing the
foreign investor’ interest.

For realizing this, the European Union’s Trans-European Transport Network (TEN-T)
could be a practical and technical guide-line to address the infrastructure bottlenecks
and barriers and to improve territorial cohesion. Firstly, the learning European TEN-T
experience showed the necessity of creating different types of transport connections
(automobile, railway and motorways) among Core Network Corridors of the EU (CEDR,
2019). Thus, for the Central Asian region, the backbone of the Core Network Corridors
might be the eleven ‘regional cities’. The cities are well connected with other cities in the
country they are located, and, therefore, establishing firstly transport network among
them consequently will link other cities and towns of the region. The financing and
finding external funding for these projects would be one of the mainstreams among the
decision-makers and experts.

The EU practice suggests using not only governmental budgets and financing from
international banks but also attracting interesting sides from public sectors. Hence,
establishing a public-private partnership is the root of the success of such projects.
Firstly, it will increase the financial capability and, secondly, it will improve the quality of
work by monitoring the process.
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Creating regional network hubs could include three types of regular transport routes:
railway, expressway and motorways. Especially, the constructing fastest railways is
one of the priorities in the development of regional public transports. Taking into
account geography and landscape, the railways should be constructed using modern
technologies based on developed countries’ experience such as Europe and China.
Furthermore, expressways also need extra funding to improve roads’ conditions and
safety. Construction of additional toll roads might contribute to the speed of moving,
and decrease the time spent in ways.

These projects demand the integrated regional intelligent management system that
should provide safe, smooth and environmentally friendly transport infrastructure. The
European Union within TEN-T established Intelligent Transport Systems (ITS) (CEDR, 2019,
p.26) for efficiently and cohesive management of European transport infrastructure.
Intelligent transport management stresses three main technical and regulative aspects
such as:

1. Monitoring system that road administration provides in online regime actual
data about the traffic, weather conditions at the destinations;

2. Traffic information system that allows the road administration to gradually
manage the traffic;

3. Traffic management system that provides appropriate management of traffic
by controlling variable speed limits, dynamic lane management, ramp metering
(CEDR, 2019, p.26).

Learning European experience and implementing it in the Central Asian region will
further strengthen the integration and cooperation in the development of transport
connectivity. As the consequence, united regional smart management will improve the
quality of services of the local public and private transports, by reducing the negative
impact of cars on the climate, increasing safety and decreasing traffic on the roads.
Skilled and effective management is the core of every successful system, particularly,
when it relates to regional management. Then, transparency, cooperative mood, mutual
trust, and decisiveness are vital factors of prosperous regional transport connectivity.

Sides also could negotiate technical aspects and facilities in the roads. For instance,
the special facilities for truck drivers should include rest and food zones. The European
TEN-T projects that the presence of such zones in every 100 km is required standard of
the roads linking member-states. Besides, refuelling and recharging stations are required
for all types of vehicles from cars, electro cars, trucks to motorcycles. There should be
approximately on average 4.8 petrol stations every 100km, and recharge stations for
electric cars more than 2.7 per 100km (CEDR, 2019).

Thus, this chapter proposes two possible solutions to develop and improve the intra-
regional connectivity: firstly, the establishing transport network hub among eleven
‘regional cities’ that could be core and principal destinations of the regional transport
links; and, secondly, learning the European Union’s TEN-T project in realizing it. Obviously,
Europe and Central Asia are two different regions with their distinct geographic locations,
size, mentality, culture, level of economic development and integration. However,
learning their long-standing experience in creating transport links, and creating their
own model, based on regional specificities of Central Asia, could be a good strategy for
acting.
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Promoting sustainable connectivity between Central Asia and
the EU

Central Asia is at the heart of the Eurasian landmass, and the main Silk Road roads
crossed from this territory, making the region a linking bridge of far East and Europe.
Despite Central Asian geostrategic and geopolitical location, nowadays several barriers
challenge international transport connectivity with other regions, particularly, with the
European Union. This part discusses the transport connectivity between Central Asia
and the European Union, challenges and future perspectives; and comes up with some
proposals to address problems.

There are several reasons for poor transport connectivity between Central Asia and the
EU. Firstly, geographic factor: all five Central Asian countries do not possess direct exit
to oceans, the landlocked countries with exit to main international sea trade routes.
The landscape of the region with high mountains challenges constructing transport
infrastructure. Besides, there is no common land or sea border between the Europe
and Central Asia regions, which makes their land-based connection dependent on other
regions such as Caucasus or countries as Russia. Consequently, the inter-regional transport
connectivity cooperation should involve third parties and take into consideration their
interests as well. Secondly, the lack of a regional approach in establishing due to the
location of five countries in the regions. Kazakhstan and Turkmenistan have direct
access to the Caspian Sea with two main ports Aktau and Turkmenbashy. And, there is a
competition between them for being main ports, as a result, it undermines the regional
efforts for strengthening transport connectivity.

The other three countries of the region: Kyrgyzstan, Tajikistan and Uzbekistan have to
use one of these ports to reach Europe crossing the Caspian Sea and the Caucasus. Thus,
these specific conditions create barriers in maintaining the regional strategy for building
transport connectivity between the EU and Uzbekistan. Furthermore, and, one of the
most principal challenges that the need for a united regional vision and strategy on how
to develop transport connectivity with the EU. Five countries of the region possess their
own visions of development based on their national interests and economic conditions.
Hence, financing this project is a logical continuation of this concern.

The EU strategy on promoting and developing transport connectivity goes back to the 90’s
years of the XX century. In 1993, the EU launched Transport Corridor Europe Caucasus
Asia (TRACECA) plan that could provide direct transport connectivity between Europe
and Central Asia bypass Russia and Southern Asia. However, this plan for transport
connectivity of Central Asia with the EU challenged with four-times of changes in the
type of transports: firstly, from railway routes to sea routes in the Caspian Sea, then, to
land transport type while crossing the Caucasus, and again to sea routes when it reaches
the Caspian Sea, and, finally, again to land-based transports when it reaches Europe if
sides aim not to cross the territory of Russia.
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Figure 2: Map of the transport routes type between Central Asia and the EU

Source: the map prepared by the author

However, there are significant works done to tackle these challenges; and the EU has a
stake in further promoting the inter-regional transport connectivity with Central Asia.
Taking into account, the geostrategic and geopolitical location and efforts of Central
Asia in promoting Euro-Asian connectivity, the EU Council stress that the partnership
in this sphere is mutually beneficial for both regions. The EU strategy not only provides
technical assistance in promoting transport connectivity in Central Asia but also actively
finance different projects within it. From 2014 to 2020, the EU distributed €1.1 billion for
Central Asian countries from its Development Cooperation Instrument.

In September 2018, the European Union released its Joint Communique titled
‘Connecting Europe and Asia — Building blocks for an EU Strategy’ (D’Ambrogio, 2021).
This strategy of the EU is about more than infrastructure and includes tackling non-
physical (e.g. regulatory) barriers to movement. (European Parliament resolution, 2021).
The principal characteristics of the EU engagement with its Asian partners are along
three strands. Firstly, it aimed to promote efficient transport links with Asian countries
via network corridors (including air, sea and land types of connections). The main
objective of such a strategy is developing digital and energy connectivity, and people-
to-people connectivity. Secondly, this strategy focuses on building a partnership based
on sustainable, open, inclusive and rules-based transport connectivity with Asia, and
with regional and international organisations as well. Thirdly, the funding of this project
is one of the issues that should be realized in an appropriate way. Sustainable finance
is provided through various monetary instruments and enhanced lobbying of aids and
supported leveraging of EU funding resources.

This grand strategy of the EU increases the significance of the Central Asian region,
making it a linking bridge of Europe with other Asian countries. The realization of these
projects depends on Asian countries themselves as well, especially, when it relates to
Central Asia. As was mentioned above, connecting Central Asia with other regions heavily
depends on the overall connectedness of the countries with each other. Therefore,
again the fundament of inter-regional transport connectivity between Asia and Europe
bases on promoting and strengthening intra-regional links. Asian and European close
collaboration, joint actions and mutual trust could support this project’s realization.
However, another important aspect is the clashing moments of this project with other
strategies promoted by different actors like China, Russia, and etc.
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The European Union’s objective as an emerging united global actor is to expand its
existence in the Central Asian region. A consequent effort to achieve this goal triggered
the accepting the New European Union’s Strategy for Central Asiain 2019. The EU seeks to
cooperate in the promotion of sustainable, comprehensive and rules-based connectivity.
For the successful implementation of this plan, the EU calls for the establishment of a
qualified network for building modern infrastructure and a fiscal and environmental-
friendly economy that could provide the smooth transit of goods. It is in the EU’s interest
to extend Trans-European Network for Transport with the transport network of Central
Asia, where the use of the Black and Caspian Seas’ potential could strengthen the energy
and transport links (Union, 2017, p. 5). The great interest in this project makes sense
after China’s Belt and Road Initiative and other initiatives, which can build sustainable
transport links for connecting Europe and Asia, including the extension of the Trans-
European Networks-Transport (TEN-T) to the EU’s neighbouring countries (European
Commission, 2019, p. 11). This goal is to realise balanced and sustainable East-West and
North-South land transport connections, notably building upon the work of the Central
Asian Regional Economic Cooperation.

The EU will provide technical assistance and promote sustainable infrastructure
improvement with any help in constructing the transport system and guarantee
interconnected work. The implementation process should include three steps: firstly,
the improvement of transport links within every country; secondly, within Central Asian
countries themselves, and finally, the connection with the EU and globally. Without a
doubt, the current transport infrastructure in the region allows organizing the projects
but it will not provide speedy and smooth transit of goods and comfortable networking.

Central Asia’s importance as an energy supplier has grown in the wake of the Ukrainian
conflict and unstable relations with Russia. This dilemma has forced the EU to look for
new alternatives to the source of energy and its transportation to Europe. The EU is
one of the big consumers of energy must concentrate on security and diversification
of suppliers, working on sustainable energy sources and its transit routes, without
excluding the hope to build the Trans-Caspian Pipeline. Besides, the EU emphasises the
importance of Central Asia in this project and will cooperate with Central Asia to develop
the regulative structures, technologies and abilities needed to reduce the costs, promote
renewable energy sources and technologies that allow saving energy, and direct the
investment with appropriate structures. The EU triggers using of modernised electricity
delivery by smart and resilient decentralised grids and develops interconnections
among countries, to encourage regional and inter-regional electricity trade (European
Commission, 2019, p. 12).

Facilitating regional trade and investment

The economy-oriented policy of the countries cannot isolate themselves from global trade
and the world market anymore. Surely, the openness to the world, close regional cooperation,
comfortable transport links with neighbours, facilitated inter-regional trade, creation of an
attractive investment environment are key features of economic development and success.
As one of the biggest single markets in the world with more than 447 million consumers®,
the EU is the most desired destinations and market in the world.

20 See: https://ec.europa.eu/eurostat/statistics-explained/index.php?title=Population_and_population_change_statistics
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The European Union is as well interested in promoting and increasing trade cooperation
with Central Asian countries. Understanding the cruciality of the appropriate transport
connectivity for reliable and sustainable trade cooperation moves forward both sides to
seek and address existing dilemmas in this sphere. Thus, using all the power and potential
of the Central Asian countries to create regional integrated transport connectivity
contributes to the development of trade with the European Union. Consequently, close
cooperation with a big market such as the EU, and more integrated regional trade and
favourable investment climate will pave the way for integration into the global market.
It is crucially important for Central Asian countries to benefit from the opportunity
provided by the EU in the framework of the New Strategy. The most important task is
here is to create better labour conditions, improve the quality of the goods which can
respond to European and world standards, stimulate exports of the goods to Europe and
other regions, and further diversification of economies.

But there are still works that should be done in further deepening the EU and Central
Asia transport connectivity. Thus, this piece suggests several recommendations to
address the problems in the promotion the sustainable, smooth and secure connectivity.
Firstly, Central Asian countries’ cooperation at the institutional level for promoting inter-
regional transport connectivity is vital. Countries of the region could negotiate with each
interesting side as one united region and without granting benefits to one of them. The
negotiating with the EU needs an integrated regional approach, where five countries of
Central Asia should demonstrate the political will for close cooperation, eliminating the
competitive mood between them. Any country of the region could develop transport
links with other regions, however, they separately will be less attractive rather than as a
whole region, as a single market with more than 70 million inhabitants.

Secondly, the route to the EU and back consists of land routes and two sea routes (the
Caspian and Black seas). It creates technical problems, leads to increasing of time and
growing the price of transportation of goods and services. As a solution, the inter-
regional connectivity between the EU and Central Asia should consider the transiting
countries, particularly, the Caucasus, as a part of this project rather than as third parties.
Therefore, there are very important trilateral negotiations and cooperation among the
EU, Caucasus and Central Asian regions to facilitate these technical barriers, to reduce
the time and price of the transport connectivity. Thus, promoting and further developing
the EU and Central Asian transport connectivity can be gruelling at times without triplex
cooperation with the Caucasus region.

CONCLUSION

Despite being at the heart of the crossroads of Eurasian connectivity, Central Asia was
isolated from main global trade and markets for a long period. The reason for this
dilemma was a poor intra and inter-regional connection, the absence of direct access to
the main seas, lack of political and economic integrations. Furthermore, Central Asian
countries are landlocked, and Uzbekistan is a double landlocked country in the region.
This study considers it not as a disadvantage of the region, on contrary, this unique
feature of Central Asia could be an opportunity for the united constructive cooperation
on land transport connectivity in two geographic dimensions: intra-regional - among
Central Asian countries, and inter-regional - among Central Asia and the Caucasus and
the European Union. Thus, the study proposes for enhancing and supporting regional
trade and tourism to establish sustainable, smooth and safe transport connectivity
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among the ‘regional cities’; and, secondly, to create trilateral cooperation among the
Caucasus, Central Asia and the EU at the regional institutional level, where regional
representatives at the negotiations will defend interests not only his/her country but
a whole region. Thus, the European Union’s great interest in building sustainable,
coherent and environmentally friendly transport connectivity with Asia is advantageous
for Central Asia as a part of this project.

The aim of the European Union as a new single global player is to expand its presence
in the Central Asian region. Consistent efforts to achieve this goal served as the impetus
for the adoption of the New European Union Strategy for Central Asia in 2019. The EU
seeks to cooperate in promoting sustainable, inclusive and rule-based communications.

In conclusion, | would like to emphasize that transport arteries are driving forces of the
national and global economies and promotes intra and inter-regional movement of the
people, goods and services. The rapid spreading globalization effects in all fields lead
to the elimination of the national borders in their abstract forms leaving only physical
frontiers among the regions and countries. If we name the transport links as arteries of
the regional and global economy, then, if we compare it with the human organism, we
should be borne in mind that smooth and fluent movement of blood in arteries that
transits necessary sources for life supports the function of all organs, especially, the
heart and mind. Thus, in order to support the economy and trade, it is very important
to provide the smooth and sustainable movement of goods, services and people by
transport veins of connectivity.
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EXTENSIVE ABSTRACT

The articleis devoted to the consideration of the prospects for the inclusion of Afghanistan
in regional transport and logistics networks, the development of its natural resources
and their inclusion in international value added and supply chains. In preparing the
article, analytical works and articles written by Afghan, Central Asian, Russian, Chinese
and Indian experts, international conferences proceedings were used. The author in
his work relied on the methods of comparative historical analysis and analysis of the
benefits and transaction costs of neo-institutional theory.

The return of the Taliban to power in August 2021, following the US troops’ complete
withdrawal and the rapid collapse of Afghan security forces, has opened a potential
window of opportunity for Afghanistan’s full return to the international transport and
transit networks and the inclusion of its natural resources in global value chains. The
fact is that Afghanistan has been on the trajectory of decreasing its transit potential for
almost 200 years as a result of complex political events. In the 19th century, the Russian-
British Great Game led to the division of the Central Asian region into two spheres of
influence. The subsequent entry of the lands of the Bukhara Emirate and the Khiva
Khanate into the Soviet Union in the form of several socialist republics and the launch
of modernization processes on their territories added to the problem of reducing the
transit importance of Afghanistan, a rapid divergence in cultural differences between
parts of the once single region.

The partition of British India in 1947 had a negative impact on the role of Afghanistan
as a regional transport and logistics hub, since the emergence of Pakistan and India
was accompanied by the appearance of military-political and religious tension in South
Asia. These countries fought each other four times in the 20th century and unleashed a
regional nuclear arms race. Since 1979, all these problems have been supplemented by
the outbreak of hostilities on the territory of Afghanistan itself as a result of the flared up
civil war and the entry of Soviet troops in this country to assist The People’s Democratic
Party of Afghanistan regime. The complexity of the situation was that Afghanistan
simultaneously turned into an arena of the Soviet-American confrontation, where the
fate of the Cold War was being decided.

The withdrawal of Soviet troops from Afghanistan in 1989 and the subsequent fall of the
regime of President Najibullah in 1992 did not lead to the stabilization of the country.
Afghanistan plunged into another round of civil war already between the Mujahideen
military groups. In 1994, a new player declared itself - the Taliban movement, which
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two years later captured Kabul and announced the creation of the Islamic Emirate of
Afghanistan.

After the 9/11 attacks, the organizer of which is believed to be the leader of al-
Qaeda, Osama bin Laden, who was hiding in Afghanistan, the Taliban government was
overthrown by the United States and the Northern Alliance. However, the establishment
of a new government in the country headed by pro-Western presidents Hamid Karzai
(2004-2014) and Ashraf Ghani (2014-2021) did not lead once again to the achievement
of a lasting peace.

The second return of the Taliban to power raised the question of whether the movement
will finally be able to stabilize the country and launch a new cycle of its modernization
and inclusion in international transport, raw materials and production links. The Taliban
is already behaving like the Afghan legitimate authorities and is trying to start a dialogue
with regional and world powers on economic and investment issues. The Taliban
announced its readiness to cooperate with the Central Asian countries in creating a new
transport infrastructure. The goal is to create the Trans-Afghan transport corridor and
the Termez-Mazar-i-Sharif-Kabul-Peshawar railway.

The project is potentially beneficial for the development of Afghanistan, and therefore
it is no coincidence that the Taliban has expressed its support for the agreements of
the previous Afghan authorities with Uzbekistan and Pakistan. First of all, the benefits
are related to political issues. If the railway construction begins and foreign banks are
ready to provide loans, then this will be tantamount to international recognition of the
movement, which its cannot yet achieve.

The interest of the Taliban in the construction of the Termez-Mazar-i-Sharif-Kabul-
Peshawar railway is also determined by financial dividends, namely, the receipt of
payment for the transit of goods through Afghanistan. The economic situation in the
country after the withdrawal of foreign troops, the cessation of direct financing of the
Afghan budget from donor countries and the freezing of $9.5 billion Afghan assets in
foreign banks remains difficult with the prospect of further deterioration. The Taliban
needs stable long-term sources of income as air to breathe, and the railway can provide
them.

Undoubtedly, the railway will be beneficial to the countries of Central Asia, Russia and
the states of Eastern Europe as they will gain access to the rapidly growing South Asian
market. In turn, South Asian economies are also interested in the fastest delivery of
their goods to northern markets. However, in order to attract large volumes of cargo,
the Central Asian countries and the Taliban will need to convince India to participate in
the project. India is the largest generator of cargo flows in South Asia and without its
participation the project will not reach full capacity.

The problem is that Delhi is unlikely to want to strengthen Pakistani geopolitical positions
at its own expense. In its transport policy, Delhi prefers to bypass Pakistan and relies on
the project for the development of the Iranian port of Chabahar, which it views as a
gateway to Afghanistan, Central Asia and Europe within the framework of the North-
South corridor. In addition, Delhi has traditionally had a difficult relationship with the
Taliban due to its close ties to Islamabad and radical Islamist groups.

When speaking about the Termez-Mazar-i-Sharif-Kabul-Peshawar railway project, one
should also keep in mind the interests of China. It seems that the railway can be beneficial
to Beijing from the perspective of its trade, infrastructure and resource geopolitics in
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Eurasia. If you look at the geography of Chinese transport and infrastructure activity
in the South and Central Asia region, you will notice that it is clearly divided into two
segments - the Central Asian section of the Belt and Road (OBOR) and the China-Pakistan
Economic Corridor (CPEC) worth 40 billion dollars. Instability in Afghanistan previously
did not allow the two large-scale Chinese projects to be fully combined.

Now, a certain window of opportunity is opening, and in the case of the construction of
the Termez-Mazar-i-Sharif-Kabul-Peshawar railway and its integration with the Peshawar-
Karachi high-speed railway, which is funded by Beijing, it cannot be ruled out that the
Trans-Afghan transport corridor will become one of the axes of Chinese regional policy.
The Termez-Mazar-i-Sharif-Kabul-Peshawar railway can stimulate Chinese investment in
the Afghan mining sector, as it will allow the export of ore and semi-finished products to
markets in both the southern and northern directions. The Taliban is currently trying to
show Beijing that it can be seen as a reliable infrastructure partner. Possible stabilization
of Afghanistan could revive the Tajikistan-Afghanistan-Turkmenistan railway project and
give a second wind the Turkmenistan-backed Lapis Lazuli Corridor.

The changing political situation in Afghanistan gives a chance for realizing the country’s
potential in the transit of energy resources from Central Asia to the South Asian
energy consumer markets. First of all, we are talking about the supply of natural gas
from Turkmenistan to the markets of Pakistan and India via the TAPI gas pipeline. Its
capacity should be 33 billion cubic meters per year. The resource base is the super-giant
Galkynysh gas deposit in the Mary region. TAPI is of strategic importance for Ashgabat,
as it desperately needs to diversify its supply routes, which are overly tied to the Chinese
market, and increase its foreign exchange earnings. TAPI will provide Turkmenistan with
access to the booming South Asian market experiencing growing energy hunger. The
interests of Turkmenistan coincide with the interests of the Taliban, which has already
declared its readiness to cooperate in the implementation of TAPI and provide security
guarantees. However, both actors will need to convince India to become a tail-end
consumer. Nowadays, Delhi prefers to rely on LNG imports for security reasons related
to Pakistan.

The stabilization of Afghanistan and the recognition of the Taliban by the international
community can open access to its natural resources and their inclusion in regional and
global value and supply chains. First of all, copper reserves should be noted. This country
is home to the largest undeveloped copper deposit in Eurasia “Aynak”, whose recoverable
reserves amount to 11 million tons. The Afghan subsoil is attractive in terms of lithium,
which plays a key role in the transition to a green economy. Only one of the deposits in
the Ghazni province has the same potential reserves of lithium as in Bolivia, which has
the world’s largest deposits of this metal. If we talk about rare earth elements (REE) in
Afghanistan, such as lanthanum, cerium, neodymium, then their projected reserves are
estimated from S$1 to 3 trillion. The US Geological Survey estimates that the Khaneshin
group of deposits in Helmand province alone could yield 1.1-1.4 million metric tons of
REE.

Meanwhile, it should be noted that the key to the problem of opening the Afghan
transport and resource potential lies in the political sphere. Obviously, the Taliban will
have to negotiate, first of all, with the United States and the West, and agree to fulfill
a number of political and humanitarian requirements related to the creation of an
inclusive government with the involvement of a wide range of Afghan political groups,
and respect for the rights of national minorities and women.
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This will pave the way for international recognition for the new Afghan authorities.
Nobody will invest heavily in large-scale projects in a country without internationally
recognized authorities. So far, this seems to be a difficult dilemma, and, above all, for the
Taliban movement, which will need to find a political formula that suits both the leading
countries of the world community, which require the Taliban to comply with the accepted
rules of the game, and groups within the movement that adhere to fundamentalist and
nationalist views on domestic and foreign policy. The decision on how to proceed further
rests with the Taliban. But it must be adopted as soon as possible, since the internal
economic and humanitarian problems in Afghanistan are growing, and they can only
be solved by creating jobs and increasing the income of the population, which will be
impossible to do without foreign investment in infrastructure projects.

BeepgeHue

AdraHuctaH B pesynbtate bonbwoi wurpbl mexkay Poccuickot M BpuTaHCKMmMK
umnepuamm B XIX Beke, npmBeaLlen K pasaeny permoHa LleHTpanbHoi A3un, 3ameTHO
NMOHW3U CBOM CTaTyC CBA3YIOLLEro TPAHCNOPTHO-0rMCTUYECKOro 3BeHa. [Nocneaytollee
BXOXAeHne 3emenb byxapckoro ammparta n XMBUHCKOrO xaHcTBa B coctaB CoOBETCKOro
Coto3a B BMAE HECKONbKMX COI3HbIX PecnybsMK M 3anyck Ha WX TeppuUTopusx
npoLLeccoB MoaepHu3aumMm ob6aBnam K npobaeme CHUNKEHUA TPAH3UTHOM 3HAYMMOCTH
AdraHuctaHa ele 1 6bICTPOE PACXONKAEHUE B KYAbTYPHbIX OTIMYUAX MEXKAY YaCTAMM
KOrAa-To e4MHOro pervoHa.

HeraTuBHO Ha ponn AdraHuUCTaHa Kak perMoHaNbHOro TPAHCNOPTHO-I0FMYECKOrO y3na
CKasasca pasgen bputaHckon MHamm B 1947 roay, nNockonbKy nossaeHue MakuctaHa
M MHAMM CONPOBOXAANOCH CO34aHMEM TOYKM BOEHHO-MOAUTUYECKOW U PENUIMO3HOM
HanpsKeHHocTH B KOXKHOM A3MK. DTU CTPaHbl YETbIPEXKAbl BOEBAIM APYT C APYrom B XX
BEKe W Pa3BA3a/v PErMOHaNbHYIO FOHKY AAEPHbIX BOOPYKEHWN.

C 1979 roaa Ko Bcem 3TUM npobiemam A06aBMIOC eLLe M Hayano boeBbix AeNCTBUIM Ha
TeppuTopmn camoro AdraHucTaHa B pesysibTaTe pasropeBLUeica rpaXaaHCKoN BOMHbI
M BBELEHWA COBETCKOrO OrpaHUYEHHOrO KOHTUHIEHTA A/1A OKa3aHUA MOMOLLM PEXUMY
HAOMA. CnoXHoCTb CMTyauuu 3ak/todanacb B TOM, 4To AdraHuCTaH napansenbHo
npeBpaTU/ICA B apeHy COBETCKO-aMepPUKAHCKOTO MPOTUBOCTOAHMSA, FAe peLlanach cyabba
XonogHow BOMHbI.

BbiBOA, coBeTCKMX BOWMCK M3 AdraHuctaHa B 1989 romy w nocneapywouwee nageHue
pexuma npesvaeHTa Hagxubynnbsl B 1992 rogy He npuBenn K cTabuamsaumm cTpaHbl.
AdraHucTaH Norpysunsica B o4epeHOM BUTOK FParkAaHCKOM BOWHbI YXKe MeX Ay CaMUmu
mogKaxegamn. B 1994 roay o cebe 3asBAAET HOBbIM UTPOK — ABUMKeHUe «TannbaH»,
KOoTopoe yepes aBa roga bepet Kabyn n obbasaaeT o co3gaHmm Micnamckoro amupara
AdraHucTaH.

Mocne TeppopucTuyeckux akToB 11 ceHTabpa 2001 roaa, opraHM3aTOPOM KOTOPbIX
CYUMTaeTCA YKPbIBABLUMIACA Ha adraHcKoW TeppuTopun nugep «Anb-Kamabl» Ycama
6eH JNlageH, Bnactb Tannbos 6bina ceeprHyta CLUA u rpynnupoBkamu CeBepHoOro
anbAHca. OgHaKo, ycTaHOB/IEHME HOBOW B/AcTU B CTpaHe BO [/1aBe C Npo3anagHbiMu
npesvaeHtTamu Xammaom Kapsaem (2004-2014rr.) n Awpadom MaHm (2014-2021rr.) He
NpWBEsIO B 04epesHOoM pas K YCTaHOB/IEHUIO NMPOYHOIo MUpa.

Bo3poauslueecs apukeHune «TanmbaH» CMOMIO BepHYTbCA K BNactu B asrycte 2021
roga nocsne MNOJIHOTO BbIBOAA aMEPUKAHCKMX BOMCK M BbICTporo passana adraHcKmx
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CUNOBbIX CTPYKTYP. ITO CO34a/10 YHUKAIbHYIO CUTYaLMIO, KOTAa Yy NpullesLueii K BacTu
B AdraHucTaHe rpynnupoBKM He OblN0 CUbHbIX BHYTPEHHWX MPOTUBHMKOB, YTO B
CBOIO OyYyepenb NOPOAMIO HaZeXAbl Ha OKOHYaHWe 3aTAHyBLUeWcA HecTabuabHOCTU
M peanusaumm OrpoMHOro araHcKoro noTeHuuMana, CBA3aHHOMO C ero TPAaHCMOPTHO-
TPAH3UTHBLIMWU U PECYPCHBIMU BO3MOMKHOCTAMM.

Hagexabl Ha oTKpbiTHe TpaHcadraHCKOro TPAHCMOPTHOrO
Kopuaopa

[JsuxkeHune «TannbaH» cpasy e nocne CBOEro BTOPOro NpUxXoAa K BAaCTH CTano 3aAaBAATb
O TOTOBHOCTWM COTPyAHWYATb CO cTpaHamu LleHTpanbHoM A3uM B CO34aHUMM HOBOWM
TPaAHCMOPTHOM UHPPACTPYKTYpbl. B no3apaBuTenbHOM nocaaHum no caydato 30-netua
He3aBucMmocTn Pecnybnunkm YsbekuctaH 6bl10 OTMEYEHO, YTO BAacTM Mcnamckoro
SMMpaTa MOATBEPNKAAOT «3aMHTEPECOBAHHOCTb B MPOAO/IKEHUM  peannsaumuu
MHPPACTPYKTYPHbIX NPoeKkToB B AdraHucTaHe c yyactmem Y3beKucTaHa, B 4acTHOCTU
CTPOUTENbCTBA KENE3HON [A0POrn U NMHUM anekTponepenad. Mcnamckuii dmwmpat
AdraHuctaH 6ymetr okasbiBaTb BCce HeobxoaMmoe COAEeNCTBME HaMM Yy3BeKCKUm
napTHepam B [JaHHOM HanpasneHuu».?! Tlof COTPYAHUYECTBOM B CTPOUTENLCTBE
YKeNnesHon AOoporM MMeNca B BUAY NMPOEKT XKene3HOAOPOXKHOW maructpanu «Tepmes
- Mazapu-LWapud - Kabyn - Mewasap». Ee NnpoTAXKeHHOCTb A0MKHA cocTaBuTb 600 Km
npu wupuHe Konen 1520 mm 1 mowwHocT1 B 20 MAIH. TOHH rpy30B B rof. MNpumepHasa
CTOMMOCTb CTPOUTENBLCTBA — 5 MAPA,. JONNAPOB.

Hy»HO OTMETUTb, YTO AaHHbIN NPOEKT 06CYKAANCA eLLe B NePUOA HAXOXKAEHNA Y BNACTU
npasutenbcTea Awpada MaHM M NpuBen K onpegeneHHbIM pesyasbtatam. 2 despans
2021 roga no utoram y3bekcko-adraHo-nakMCTaHCKMX NeperoBopos bbina yTeepKaeHa
«OOPOXKHasA KapTa», MpeAyCMaTpMBalOLLAn 3amnyck COBMECTHbIX [eoAe3nyecKuX,
reoNormMYeckumx, rmaporeo0rMyeckmx 1 Tonorpadpuyecknx uccaesoBaHmnin HE0bXoaNMMbIX
ONA  nocneaywollelt  pa3paboTKM  TEXHUKO-IKOHOMMYecKoro obocHoBaHuA (T30)
npoeKkTa. B neperosopax y4yacTBOBa/M MeKAyHapoAHble GUHAHCOBbIE UHCTUTYTbI U
npaBuUTeNbCTBa CTPaH-4OHOPOB. B xoae obcykaeHMa ¢GUHAHCOBO-UHBECTULMOHHbIX
BOMPOCOB BcemupHbiit 6aHK nNpeasoxun B3ATb Ha cebs paspaboTky moaenu
bUHaAHCMPOBaHMA CTPOUTENLCTBA U NPUBIEYEHUA MHBECTULLMOHHBIX CPeacTB.?

MpPOEeKT NoTeHUMaNbHO BbIroAeH ANA Pa3BuTUA AdraHuMcTaHa M NO3TOMY Hec/ny4yanHo,
YTO ABWMNKeHWe «TanmbaH» BbIPasMAO CBOK MOAAEPKKY AOrOBOPEHHOCTAM MPEKHMX
BNacTe cTpaHbl C Y3bekuctaHom M MakuctaHom. lperkae BCero, BbIroAbl CBA3aHbl
C MNONUTUYECKMMU MOMEHTaMU. ECIM CTPOUTENbCTBO KeNesHOW A0POorn HauvyHeTtca M
MHOCTPaHHble BaHKKM roTOBbI ByayT NPeaoCcTaBUTb KPeaUTbl, TO 3TO ByAeT paBHOCUbHO
MeXAyHapoAHOMY MPU3HAHUIO TaAMBOB, Yero OHU MoKa He MoryT Ao6uTbesa. OgHaKo,
0YeBMAHO, YTO MONYYUTb COrnacue MexKAyHapoAHbIX GUHAHCOBLIX MHCTUTYTOB 6yaeT
OYeHb HEenpocTo M B AAHHOM C/y4yae BAacTAM dmupaTa NPUAETCA A0roBapuBaThCs,
npexae Bcero, ¢ CLUA v 3anagom, nonas Ha BbINOAHEHME LEeNoro paga TpeboBaHui
NOIMTUYECKOTO M TYMaHWTAPHOTO XapaKTepa, CBA3aHHbIX C CO3A4aHMEM UHK/3UBHOIO
NpaBUTeNbCTBA C MPUBAEYEHMEM LUMPOKOTO CreKTpa adpraHCKUX NOAUTUYECKMX rpynn,
yBaXKeHMeM MpaB HalMOHaNbHbIX MEHBLINHCTB U ¥KEeHLLMH.

21 Tashqi ishlar vazirligi rasmiy vakili, September 1, 2021. https://t.me/mfaspokesperson/443
22 Y3bekucTaH, AbraHuctaH 1 MakucTaH nognucany «[JOpOXKHYIO KapTy» Mo CTPOUTENbCTBY XKenesHoi goporu. 08.02.2021.
https://www.gazeta.uz/ru/2021/02/08/trans-afghan-railway/
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3anHTepecoBaHHOCTbL TannbaH B CTPOUTENLCTBE KenesHol goporu «Tepmes - Masapu-
Wapud - Kabyn - Mewasap» onpeaenserca u ansuaeHgamm GMHaAHCOBOro XapaKkTepa,
a MMEHHO, MOoJlyYeHWeM M/aTbl 3a TPaH3UT rpy30B Yepe3 adraHCKylo TeppuTopwmio.
JKOHOMMYECKan CUTyaLMA B CTPaHe NoC/e BbIBOAA MHOCTPAHHbIX BOWCK, NpeKpaLLeHus
npaAmMoro ¢uHaHcMpoBaHUa adraHckoro 6logsKeTa CO CTOPOHbI CTPaH-4OHOPOB U
3aMOpPAXKMBAHUA CPEACTB MpesKHero npasutesnbctBa AdraHucrtaHa B WMHOCTPAHHbIX
baHKax, B MepByl0 oyepenb, B aMePUMKAHCKMX, OCTAeTca TAMKEeNOW C nepcnekTnsoi
JanbHeWwero  yxyaweHusa. Tanmbam Kak  BO34yX Heobxoaumbl CTabuibHble
[LO/ITOCPOYHbIE MCTOYHUKM AOXOA0B U KenesHas Aopora X MOXKET AaTb.

Ecnu »kenesHaa popora 6ygeT NMoCTpOeHa, TO LWaHCbl HA MPUB/EYEHNE MHOCTPAHHbIX
TPaH3UTHbIX TPYy30B MOHO OLEHMBAaTb, KaK [AOCTAaTOMHO BbICOKME, Y4YUTbIBaA
3aMHTEPECOBAHHOCTb CTpaH LleHTpanbHoM A3uu, Poccum u rocymapcts BocTouHow
EBponbl B yBennyeHnn ToBapoobopoTa co ctpaHamu tOxHOM A3uun. OnpepeneHHbIM
WMHOMKATOPOM 3TOIO MOMKET CNYKUTb NPOABAEHHbIM KOMNAHMeR «PocCcUCKMe KenesHble
O0POrM» MHTEepecC K y4aCcTUio B peanunsauum npoekta. B KoHue oktabpa 2021 roga no
MTOram neperoBopoB «Y36eKUCTOH TEMUP MyNnapu» N «POCCUINCKUX KeNnesHbiX Jopor»
6bl1a LOCTUTHYTA JOTOBOPEHHOCTL 06 0OMEHE OTHOCALLMXCA K MPOEKTY TEXHUYECKUMMU U
KapTorpadnyecknmm napameTpamm Mexay NPoOeKTHbIMKU CTPYKTypamu n HUU, a Takke
BONPOC NpucoeamnHeHns adraHckux cTpykTyp K CoseTy CHI mo KenesHoZopoKHOMY
TpaHcnopTy. OXunaaercs, 4to B bamKalluee Bpema byaeT NPoOBEAEHO TPEXCTOPOHHEee
obcyKaeHne aetanei CTpoUTeNbCTBA C y4acTMem adpraHCcKol CTOPOHbI. 2

B cBOlO oyepenb HOXKHOA3MATCKME SKOHOMUKM TaKKe 3aMHTepecoBaHbl B bbicTpenLen
[O0CTaBKe rpy30B Ha CEBEpHbIe PbIHKKU, HO 34eCb eCTb HEKOTOPbIE HI0AHCbI, KacatoLmecs
nepcnekTMB NpPUBAEYEHUA rpy30B U3 MIHAMMK, KOTOpPasa B CUY pPacTyLLel MOLLM CBOel
9KOHOMMUKM ABAAETCA Beaylmm rpy3odopMupyowmnm LeHTpoMm B HOXHOW A3uu.
M3-3a CyLLEeCTBYIOLMX CAOXKHOCTEN B MOJUTUYECKUX OTHOWEHMAX C [lakucTtaHOM
BEPOATHOCTb TOro, YTo [Jenn byaeT HanpaBAATb macluTabHble rpy30Bble NOTOKM Yepes
ero Tepputoputo B LleHTpanbHyto A3uto, ABNAETCA NMOKa HeBbICOKOM. Bpag v UHana
3axo4eT YCUMBATb 33 CBOM CYET MAaKMCTAaHCKME reonoITUYECKME NO3ULUK, Tem Bonee,
4YTO OHa B CBOEW TPAHCMOPTHOM NONUTUKE B PETMOHE eN1aeT CTaBKy Ha NPOEKT Pa3BUTUA
MpaHcKkoro nopta Yabaxap, KOTOPbIN paccMaTpuBaeTCs et Kak BopoTa B AdraHucTaH,
LleHTpanbHyto A3uio n EBpony B pamKax Kopugopa «Cesep-tOr». Ee MHBECTMUMOHHAA
No/sIMTUKA B OTHOLWEHUM Yabaxapa ocHOBbIBaeTCcA Ha noAnucaHHom B stHBape 2016 roga
TPEXCTOPOHHEM COrlaleHnn mexay MpaHom, UHamen n AbraHuctaHom.

HeobxogmMmo yuuTbiBaTb M TOT dakTop, 4To y [Jenn 6blav TPaAMULMOHHO CNOMKHble
OTHOWeHMA ¢ TanmbaH M3-3a ero TecHbIX cBA3ei ¢ Mcnamabagom u paguKanbHbIMK
NCNAaMUCTCKUMMU FPYNNMPOBKAMMI, B CUY YETO MHAMNCKUE BNACTU BCErAa NOALEPKUBANN
npasuTenbctea Xamuaa Kapsas n Awpada laHM, B TOM Yncie M TPaHCNOPTHOM cdepe.
34ecb MOXKHO BCMOMHUTbL NoaaepKy MHanen «Mporpammbl BO3AYLIHbIX KOPUOOPOBY,
KoTOpasa 6blna pa3pabotaHa npasutenbctBom Awpada MaHW gns CTUMYAMPOBAHUA
HauMoHanbHoro aKkcnopTa. CornacHo gorosopeHHoctam Kabyna n Jenu, 8 2017-2018rr.
6blIM OTKPbLITHI YETbIPE BO3AYLUIHbIX MPY30BbIX Kopuaopa — «Kabyn—[enn», «Kabyn—
Mymbaun», «Kabyn-Amputcap» u «Kabyn-Kanbkytra».?® UHAMA NpuHUMana npsmoe

23 VY3bekuctaH u PO HayHyT paboTbl no TpaHcadraHckon enesHoin gopore. 30.10.2021. https://uz.sputniknews.
ru/20211030/uzbekistan-i-rf-nachnut-raboty-po-transafganskoy-jeleznoy-doroge-21164646.htm

24 Kabul-Kolkata Air Cargo Begins Today By Neelapu Shanti

September 27, 2018, https://economictimes.indiatimes.com/blogs/et-commentary/kabul-kolkata-air-cargo-begins-today/
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yyacTme B CTPOUTENIbCTBO TaKMX aBTOMOOW/IbHBIX TpacC Kak «3apaHa — Ounapam»,
«CnuH-byngak — Kangarap» n «Kangarap — Kabyn».

NHama 6bina B UMcne BeayLLMX TOProBO-9KOHOMUYECKUX U MHBECTULLMOHHbIX MAapTHEPOB
AdraHuctaHa. B3aumHbii ToBapoobopoT goctur 1,5 mapa. aonnapos B 2019-2020rr.
NHAWNCKME KOMNAHWW NOCTaBAAAM Ha adraHCcKUit pbIHOK  dpapmaLeBTUYECKYHO
NPoAYKLMIO, MeAULIMHCKOE N KOMMNbIOTEPHOE 060pYyAOBaHNE, caxap U LeMeHT. O6bem
WHANNCKUX MHBECTULMIA AOCTUT 3 MAPA,. A0ANapoB. OAHUM U3 KPYNHENLWUX UHAUNCKUX
MHBECTULMOHHDBIX MPOEKTOB B CTpaHe 6bino cTpouTenbcTBe Aambbl «LlaxTyT» Bo3ne
Kabyna, croumocTbto 236 MIH. J,0N1aPOB.

B 37O cBA3M TanmMbam, ec/IM OHWU 3aUHTEPECOBaHbI B NPUBAEYEHUN UHOUNCKUX TPY30B
B TpaHcadraHCKM KOpuAop, HYXKHO ByaeT NpPOBECTU HOBENPHYIO AUMNIOMATUYECKYHO
paboTy Mo HanaXkMBaHMIO NPArMaTUYHbIX OTHOWEHMUI ¢ [lenn, He UCNOPTMB NPU 3TOM
OTHoLWeHN ¢ Mcnamabagom, KOTOpbI BCeraa HaCTOPOXEHHO OTHOCUTCA K MHAMNCKOM
aKTMBHOCTM B ApraHucTtaHe.

[oBOpA O MpoekTe KenesHol goporu «Tepmes - Masapu-LUapud - Kabyn - Newasap»
HYXXHO Aep)KaTb B yme Takxke uHTepecbl Kutaa. Kak npepcraBnAaercs, oHa MOXKeT
6bITb BbIroAHA MEKUHY C TOYKM 3pEHUs ero TOProBo-UHPPACTPYKTYPHON N pecypcHOM
reononnTukn B EBpasun. Ecam nocmoTpeTtb Ha reorpaduio KUTaMCcKoW TPaHCMOPTHOM U
MHPPACTPYKTYPHON aKTUBHOCTU B pernoHe KOXKHOM U LleHTpanbHOM A3nK, TO MOXKHO
3aMeTUTb, YTO OHa YEeTKO AEe/NNTCA HA ABA CerMeHTa — LEeHTPaibHOA3MaTCKUN y4aCcTOK
«OpgHoro nosca, ogHoro nytn» (OMOM) n KWuTaliCKO-NaKUCTAHCKUIA SKOHOMMUYECKUI
Kopuaop (KM3K), croumoctbio 40 mnpg. aonn. MNpu sTom HecTabunbHOCTb B ApraHucTaHe
paHee He MO3BO/AMA MONHOLEHHO COEAMHUTL 06a MaclWTabHbIX KMTAWCKMX NMPOEKTa.
Tenepb e OTKpbIBAETCA ONpeAeeHHOEe OKHO BO3MOXHOCTEN U B C/ly4ae CTPOUTENLCTBA
*enesHon goporu «Tepmes - Masapu-LLapud - Kabyn - Mewasap» HeNb3a UCKAOYATb
ee NpeBpaLLeHNs B O4HY N3 OCEN KMTANCKOW MNONNTUKKN B PETUOHE MO TPEM NPUYUHAM.

Bo-nepBbIX, OHa MOXeT ObITb WMHTErpUpPOBaHa C KPyMHEWWWUM MHOPACTPYKTYPHbIM
npoeKkTom B uctopuu MNakuncraHa — The Main Line-1 project (BbICOKOCKOpPOCTHas enesHas
popora «[Mewasap - Kapaum»), CTOMMOCTbIO OKOAO 7 MAPA. A0NNAPOB. [NMaBHbIM
KPeaUTOPOM AO/IKHbI BbICTYNUTb KUTalCKMe GaHKM. ITOT MPOEKT paccmaTpuBaeTcs
KaK 4acTtb KI3K. BbicOKOCKOpOCTHaA gopora «[llewasap - Kapaum» AomKHa Takxke
CTUMYNNPOBATL KENE3HOAOPOXKHbIE TPYy30MNepeBO3KM M3 KUTalcKoro CuHbL3AHA B
nopt Bagap B MAKWCTAHCKOW NPOBMHUMM bBenygkucrtaH.”> Bo-BTOpbIX, *KeaesHan
popora «Tepmes - Masapu-LLlapud - Kabyn - MNewasap» MOXKeT cTaTb CTUMY/IOM A5
NPUXo4a KMTAMCKUX MHBECTULMI B adraHCKUIA ropHOA00bIBAOWMI CEKTOP, MOCKO/bKY
NO3BO/INT BbIBO3UTb pyAy M nonydabpuKaTbl Ha PbIHKM KaK B IOXKHOM, TaK U CEBEPHOM
HanpasaeHUu.

TanubaH B HacToslWee BpemsA MbITaeTcA NokasaTb [leKuHy, 4yTo xoTen 6bl BMAETb
AdraHuctaH B KayecTBe ero MHOpPaACTpyKTypHOro napTtHepa. CornacHo 3asaBaeHUIO
3amectuTens rasbl [onutnyeckoro oduca TanmbaH B Katape A6aynnbl Canama
XaHadw, adraHcKMe BNaCTM NOAAEPHKMUBALOT U FOTOBbI COTPYAHMYATL C KUTaem B pamKax
OrMOT, nockonbKy 3Ta UHULUMATMBA ByaeT cnocobCTBOBaTb PA3BUTUIO U NPOLLBETAHUIO
AdraHuctaHa u pernoHa.

25 China-funded railway project in Pakistan may be launched early, Jun 04, 2021. https://www.southasiamonitor.org/china-
watch/china-funded-railway-project-pakistan-may-be-launched-early
26 «TannbaH» Ha3san Kutait ocHOBHbIM NapTHepom AdraHucrana. 03.09.2021. https://www.interfax.ru/world/78831
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Y36€KMCTaH KaK BeaylMii MPoOMOyTep MPOEKTa XKeNe3HOW O0POru TaK¥Ke YKasbliBaeT
Ha coBnageHune ee ueneit c OMOM. Mpe3naeHT Y3bekucrtaHa LaBkaT Mupsunées
Ha MeXXAyHapoaHoW KoHdepeHumn «LleHTpanbHas u HOXKHas Asus: permoHasibHas
B3aMMOCBA3aHHOCTb. BbI30Bbl M BO3MOXHOCTU» (TawWKeHT, WMoHb 2021r.) 3asasun,
YTO «MNPOEKT CTPOUTENbCTBA TpaHC-adpraHCKOro KenesHOAOPOXKHOro Kopuaopa B
nepcnekTMBe MOXKET COeAMHUTb Halu CTpaHbl ¢ Kutaem m gpyrummn BeaylMMM
rocygapcrBamm A3MaTCKO-TUXOOKEAHCKOro pernoHa. ITO MONHOCTbO COOTBETCTBYET
LensaMm MHMumMaTnebl «OAMH NoAC, 0OAMH NyTb».?

Bo3moxkHaa ctabuamnsauma cutyaunmn B ApraHMcTaHe MOXKET CTUMYIMPOBATL M pPa3BuTue
OPYrUX TPAHCMOPTHbLIX MPOEKTOB, CBA3aHHbIX CO cTpaHamu LleHTpanbHoin Asun. He
WCKNOYEHO, YTO MOXKET BbITb PEAHUMMPOBAH NPOEKT Kenes3HoW Aoporu «TaaKUKUCTaH
— AdraHuctaH - TYpKMEHUCTAH», TPEXCTOPOHHUIA MEMOPaHAYM O B3aMMOMOHUMaHUU
no CTPOUTENbCTBY KOTOpoOM 6bin noanucaH ewe B 2013 roay. B despane 2021 roga
TaZKUKCKUN MUHUCTP TpaHcnopTta Asum Mb6poxum 3aasua, yTo [ywaHbe HamepeH
NOCTPOUTb CBOM YYACTOK Kesie3HOW goporn TypkMeHUcTaH-AdraHucTaH-TaaKMKUCTaH
(TAT) n B 3TOW CBA3KM BNACTM CTpPaHbl UHULMMUPOBAAM neperosopbl ¢ ABP n EGPP no
Bonpocy puHaHcMpoBaHMA B 0bbeme 128 maH aonnapos.”? TypKMeHMUCTaH Co CBOel
CTOPOHbI y¥Ke nocTpoma 30-KM KeNe3HOAOPOMKHYI BETKY OT TYPKMEHCKOM AKWHbI A0
adraHckoro ropoga AHAXOM, TOPXKECTBEHHOE OTKPbITUE KOTOPOI cocTosoch 14 aHBapA
2021 ropa.

Mpepnonaraercs, 4YTO BeTKA «AKMHA-AHAXOM» [O/MKHA TaKXKe CTaTb 4acTbko
aMBULMO3HOrO TYPKMEHCKOrO TPAHCMNOPTHOrO MpoeKTa «J1a3ypuToBbIN KOPUAOPY,
HaLEeNeHHbI Ha [O0CTaBKy FPy30B W3 CEBEPHbIX NPOBMHUMI AdraHucTaHa uyepes
TypKMeHUCTaH M ero noptbl Ha Kacnuu B baky n ganvwe B EBpony. OdpuumanbHbin
3anyck Kopuaopa coctosnca 8 2018 roay, o4HAKO, OH NOKa Tak W He 3apaboTan B NOAHYHO
cuny. CKopee BCero, yBesiMdeHue rpy30noToka No HeMy MOXKHO byAeT 0XXnaaTh B cayyvae
BOCCTAaHOB/IEHMA M POCTA adraHCKON SKOHOMUKM.

JHepreTMYeCKUii TPaH3UT U pa3paboTka NPUPOAHbIX UCKONAEMbIX
AdraHucrtaHa

MN3meHeHne noAUTUYEeCKON cuTyaumum B AdraHMCTaHe OTKPbIBAeT TeOopeTUyeckoe
OKHO BO3MOMHOCTEM ANA peanusauuu noTeHuMana CTpaHbl B 06/1acTM TpaH3uTa
3Hepropecypcos M3 LieHTpasbHOM A3MK Ha pbiHKM HOXHOM A3uun. B nepsyto ovepeap,
peyb MAeT O NOCTaBKax NPUPOAHOro rasa M3 TypKMeHMUCTaHa Ha PbIHKKU [TaKucTaHa m
NHamm no razonposogy TAMWN. Ero MOLWHOCTb A0/KHA COCTaBUTb 33 MAp4,. KybruyecKumx
METPOB rasa B rog, npu crtoumoctv ot 8 o 10 mapa. gonnapos. PecypcHas 6a3a —
cynepruraHTCKoe mectopoxkaeHne «lanKkbiHbIW» B Mapbliickol obiacTu.

Mpoekt TAMWU umeer ans Awxabaga cTpaTerMyeckoe 3HaudeHue, MOCKO/IbKY emy
KpailHe HeobxoguMmo auBepcMdUUMPOBaTb  MapLIpPyTbl MOCTAaBOK, 4Ype3mepHO
3aBfi3aHHblIE Ha KWUTAMCKOM pbIHKE, W YBE/IWYUTb CBOM BasIlOTHbIE MOCTYM/IEHUA.
MHTepecbl TypKMeHUCTaHa COBMAZaloT C MHTepecammn TanmbaH, KOTOPbIN yKe 3asBuA

27 BoictynnieHue [pesuaeHTa Pecnybnukn VY3bekuctaH LUaBkata Mup3néeBa Ha MeXAyHApPOAHOM KOHpepeHuun
«LleHTpanbHas 1 HOskHas A3ua: perMoHanbHas B3aMMOCBA3aHHOCTb. BbI30Bbl M BO3MOMKHOCTM». 16.07.2021. https://president.
uz/ru/lists/view/4484

28 Ta[KMKMCTaH HaMepeH A0CTPOWTDb JKenesHyto gopory Ao AdraHucraHa. 04 des 2021, https://centralasia.news/8500-
tadzhikistan-nameren-dostroit-zheleznuju-dorogu-do-afganistana.html
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O 3auHTepecoBaHHOCTM B peanu3auum TAMU un roToB npepocTaBuTb rapaHTUM
6esonacHocTu. TAMW oTkpoeT TypKMeHMUCTaHy AO0CTyn Ha OypHO pas3BMBatOLLMACA
HOXKHOA3MATCKMI PbIHOK, UCMbITbIBAOLWMIA PACTYLLMIA SHEepreTuieckuii ronos,. OCHOBHOM
pocT noTpebHOCTEN HA SHEPTUIO Ha STOM PbIHKE NPUXoAUTCA Ha MHAMIo. Mo NporHo3am
MeKayHapoaHOro SHEPreTUYECKOro areHTCTBa, NoTpebaeHne NPUPOAHOro ra3a B CTpaHe
BbIPacTUT ¢ 64 mnpg,. kybomeTtpos B 2019r. o 200 mapa. K 2040r. O6w,an 3aBUCMMOCTb
NHAMM OT MMNOPTUPYEMBIX HEPTM U MPUPOAHOrO rasa BbipacTuT ¢ 76 4o 90% Kk 2030
rogy. Kak nonaraet AMpeKkTop no aHannsy GUHAHCOBbLIX PbIHKOB M MAKPO3IKOHOMMUKMU
«Anbda-Kanutan» Bnagmumup BparuH (Poccua), «noteHuman pocta notpebneHus
3Hepropecypcos B MHAMM HAMHOTO Bbilwe, Yem B Kutae».?

Oenn B cuny KoMbUHaUMN TakMx GaKTOpOB, Kak Hebonbluaa BHYTPeHHAs Ao0bblva m
NPOAO/KAIOLNIACA SKOHOMUYECKUI POCT, TPEOYIOWMI MHOTO 3Heprum, Habuparwwme
NonyaapHOCTb B MMpE 3SKOMOrMYyeckume TpeboBaHMA B CUY Mepexoda Beaywmx
3anafHbIX M a3MaTCKMX IKOHOMMK K net-zero carbon emission 1 green economy, ckopee
BCEro, B CTpaTerMm cBoel aHepreTMyeckon 6e3onacHoOCTM caenaeT OCHOBHYHO CTaBKa Ha
NPUPOAHbIN ras.

B HacToswee Bpemsa [enn B rasoBoi chepe OCHOBHOE BHMMaHMWE yaensetr MMMIopTy
CKUXKEeHHoro npupogHoro rasa (CMNr). UHaus 3aHMmaeT 4-e mecto no mmnopty CMNT
B Mupe. B 2019 roay cTpaHa npuobpena noytu 24 maH ToHH CMN. B 2020 roay cnpoc
Ha CIMI ysennuunca eue npumepHo Ha 14% v goctur 25,7 maH ToHH.3° B 3Toi cBA3K
WHOMNCKME KOMMAHUU YBEIMUYMBAKOT MHBECTULMW B CTPOUTENLCTBO TEPMWMHANIOB MO
npvemy, xpaHeHuto u perasmourkaumm CIl, a TakKe No paclIMPEHUIO MOLLHOCTEN YiKe
bYHKUMOHMPYOLWMX TEPMUHANOB.

Cpeon nocnefHWX KpPyMnHbIX MPOEKTOB MOMHO Ha3BaTb OXMA3aeMblit BBOA, B
9KCM/IyaTaLMIo YacTHOM KoMnaHuel Swan Energy nnaByyero TepMmnHana MOLLHOCTbIO 5
MJIH TOHH B rofi, pacnosioxeHHoro B xadppabase (3anaaHbiii Nya)kapar), YTo yBeAUUUT
obLme NHANNCKME MOLLHOCTH Mo Npuemy u perasndurkaumm CMI Ha 12% po 47,5 maH.
TOHH B roa,.! CornacHo nporHo3y KomnaHuu Global Data, iHAWA nokaskeT BTOpoK no
BE/IMYMHE NPUPOCT MOLLHOCTelN no perasméukaumm CMI 8 Asum B nepmog ¢ 2021 no
2025 roa. MpurpocT cocTaBuT oKoso 21% oT 06LLero yBeM4eHNs MOLWHOCTEN B permoHe
K 2025 rogy.*

CraBKa MHAMM B razoBom mmnopTe Ha CIMI 6bl1a BO MHOTOM BbIHYKAEHHOW, MOCKONbKY
6blIM CNOXKHOCTM C peanunsaument TpybonpoBOAHbIX NMPOEKTOB B TeYEHWE NOoCAefHUX
ABaguatM neT. ITO OTHOCUTCA, B MNEpBYD oyepenb, K [ABYM KOHKYPUPYIOLLMM
TpybonpoBoAHbIM MpoeKTam — rasonposog «Mup» u3 MpaHa yepes MNakucraH B MHaUO
(mowwHoCTb 55 mAapa,. Ky6. m, U3 KoTopbix 21,5 mnpa. Bbiaenstotca ans MNakucraHa u 33,5
MApA,. — ana UHgum) n TATIN. MapafoKcanbHOCTb CUTYALLMKU COCTOUT B TOM, YTO PAAOM
C WMHOWNCKMM PbIHKOM Haxo4ATCcA CTpaHbl, obnafatowme KpynHEeMwWumM 3anacamm

29 Cepreit TuxoHoB, MHAWA BbIXOAUT Ha KOHTPAKT. Poccuitickme HedTb M ra3 MOryT noay4uTb HOBbIM PbIHOK, Poccuiickas
raseta - ®egepanbHbil Bbinyck Ne 30(8381). 11.02.2021, www.rg.ru/2021/02/11/indiia-stanet-glavnym-potrebitelem-
energoresursov-do-2040-goda.html

30 India’s surging domestic gas output to dent LNG import, but not for long: Wood Mackenzie. Aug 20, 2021, https://
economictimes.indiatimes.com/industry/energy/oil-gas/indias-surging-domestic-gas-output-to-dent-Ing-import-but-not-for-
long-wood-mackenzie/articleshow/85482890.cms?from=mdr

31 India’s new LNG plant starts next year, to boost import capacity by 12%, AUGUST 26, 2021.https://www.thehindu.com/
news/national/indias-new-Ing-plant-starts-next-year-to-boost-import-capacity-by-12/article36112229.ece

32 India to account for 21% of APAC LNG regasification capacity by 2025, forecasts GlobalData, 03 Nov 2021, https://www.
globaldata.com/india-account-21-apac-Ing-regasification-capacity-2025-forecasts-globaldata/
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NPVPOLHOTO rasa B MMpe, HO MPU 3TOM He NOCTaBAALWME a3 Ha Hero. MpaH obnagaert
BTOPbIMM Nocae Poccuuy 3anacamu rasa B Mupe — 32 Tp/iH. KybomeTpos, a TypKMEHUCTaH
— yeTBepPTbIMM 3anacamu, obbemom B 19,5 TpaH. Ky6. M. DTO NPOU3OLLIO B CUAY pAaa
NPUYMH.

MmnopTy mpaHckoro rasa npenAatcteyetr no3vuma CLUA, kotopyto [enn BbIHYKAEHO
YUYMTbIBATb, A TaKKe ONaceHUs YacT UHAUMACKUX 3NUT B OTHOLLEHUM «Hebe3onacHOCTU»
TpaH3uTa yepes [lakucTaH. B cBol ouvepeab MMMOPTY TYPKMEHCKOro rasa mellana,
rNaBHbIM 06pa3om, HecTabunbHocTb B AdraHuctaHe. OaHako, Tenepb, Koraa K BAacTm
BepHyncA TannbaH 1 B CTPaHe y HEro NPaKTUYECKU HET CUAbHOM OMNNO3ULMUK, NOABAAOTCA
onpeaeneHHble WaHcbl Ha To, YTO cuTyauua BoKpyr TAMW caBUHETCA C MEPTBOM TOYKM.

KoHeyHo, 3anycTuTb CTPOMTENbCTBO rasonpoBoga 6OyaeT He Tak npocto. Kak v B
Cny4yae C KenesHou pgoporoit Tannbam Heobxogumo 6yaeT noayuuTb MNpU3HaHMe
MeXKyHapogHoro coobuiecTea, BblgBuratowiero TpeboBaHMa Mo GOPMMPOBAHMIO
B AdraHuctaHe WHKAO3MBHOrO npaBuTenbcTBa. Eciv TanmbaH NposABUT rOTOBHOCTb
noAennTbCA BAACTbIO, TO WAHChI Ha To, 4To TAMMW nonyynT 3eneHbli cBeT ecTb. KOHeYHoO,
OCTaloTCA BOMPOCHI M0 FOTOBHOCTM [lenn nony4aTb TYPKMEHCKU a3 yepes NakMCTaHCKYo
TeppuTopuIo. TeM He MeHee, Heb3A UCKIYaTb BEPOATHOCTb TOTO, YTO B C/ly4ae ecim
TYPKMEHCKUI ra3 byaet gewesne CIMI, KOTopbl NOKynaeT MHAKUA, TO SKOHOMUYECKas
uenecoobpasHoOCTb MOXKeT Bo3061aaaTh Hag NOAUTUYECKMMM onaceHuamn. CerogHs,
KOraa B MMpPE HapacTaeT roHKa 3a IMAEPCTBO B YeTBepTOM NPOMBbILLIEHHOW PEBOOLUN,
BCE LWIMpe BBOAATCA KpuTepum ESG npu OuUEHKE KOMMNaHWUA U MPUHATUA MUPOBbIMU
doHAAMM peLIEeHUIA NO MHBECTMPOBAHMIO B HMX, PaCCMaTPUBAETCS BO3MOMKHOCTb BBOAA
YINepoAHOro Hanora nNpyv MMMNOPTE MHOCTPAHHOW NPOAYKLUMW, AOCTYN K AeleBOMYy U
3KONI0TMYECKM YMCTOMY TONNBY BYAET MMETb CTpaTermyeckoe 3Ha4YeHue.

Ctabunusaums AdraHucTaHa M Npu3HaHWe BNACTU TannbaH MOMKET OTKPbITb AOCTYN K
€ro NpUMpoAHbIM pecypcam M MUX BKIIOYEHUIO B PerMoHanbHble U robanbHble Lenoyku
[06aBneHHON CTOMMOCTM M NOCTaBOK. Mpeae BCero, Hy»KHO OTMETUTb 3anacbl Meau.
B 3TOM cTpaHe HaxoauTcA KpynHellwee B EBpa3un Hepa3paboTaHHOE MeCcTOpoXKaeHUe
mean «AlMHaK», YbWM WM3BJIEKaemble 3anacbl cocTasastoT 11 MAH. TOHH. KuTalickue
komnaHuu Jiangxi Copper n Metallurgical Corporation of China ewe 8 2007 roay BbiMrpaau
TeHAep Ha pa3paboTKy «AliHaKa», OAHAKO, U3-3a C/IOXKHON CUTyaLmMm ¢ 6€30NacHOCTbIO B
CTpaHe OHM He CMOI/IY HavyaTb peasin3aumio NpoeKTa.

TanubaH B CBOK ouyepenb Bo3naraeT 6o/blIME HAZENKAbl Ha NPUXOL KUTAMCKMX
MHBECTULUMI, B TOM Yncsie U B «AlHaAK». Ecan xe roBopuTb 06 MHTepece KUTAMCKOM
CTOPOHbI CErofHA, TO, CKOpee BCEro, OHa NPOAO/IKAET COXPaHATb 3aUHTEPECOBaHHOCTb
B adraHcKoi megm, yumTbiBas pacTywue notpebHoctv KHP B 3Tom meTanne, Kak
NMOKa3bIBAlOT AaHHble MO MMMOPTY, Hanpumep, paduHupoBaHHoM meam. Ecam B8 2010
rogy cTpaHa umnoptmposana 2,92 maH. ToHH, To B 2020 rogy — 4,67 MAH. TOHH, HECMOTPA
Ha naHgemuio COVID-19.3 Mo mepe BbIXoAa MUPOBON SKOHOMUKU U3 KOPOHaKpusnca
M peanusauum naaHoB MNeknHa no TpaHchoOpMaLMmM SKOHOMUKU UCXOAA U3 KPpUTEPUEB
HOBOTO TEXHOJIOMYECKOrO YK/Aaga, MNOTPebHOCTM KUTAMCKOM MPOMbBILWJIEHHOCTU B
[aHHOM BUZeE CbipbA ByAyT TONbKO pacTu.

33 Import volume of refined copper in China from 2010 to 2020 (in million metric tons). https://www.statista.com/
statistics/1131464/china-refined-copper-import-volume/
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AdraHcKkuMe Hegpa npuBaeKaTeNbHbl C TOYKM 3pEHUA 3anacoB IMTUS, KOTOPbIN UrpaeT
KNIOYEBYHO pPO/b NPW Nepexofie K 3SKONOTMYECKM YUCTOW 3KOoHOMMKe. CornacHo
aMEepPUKAHCKUM [aHHbIM, TOJIbKO B OAHOM W3 MECTOPONKAEHWI NPOBWMHLMMU [a3HU
NOTEeHUMaNbHbIX 3aMacoB JINTUA CTO/IbKO e, CKOMIbKO B BoiMBUM, KOTopas obnagaert
KPYMHENLIMMK B MUPE 3a1eKaMM 3TOro meTanna.>

JInTniAi ncnonbsyetca Npu NPOU3BOACTBE NIMTUN-UOHHBIX aKKYMy/lATOPOB M baTapen,
npeacTaBaalOWMX coboi cepaLe COBPEMEHHbIX 3/IeKTpomobunen U ragxeTtos.
Oxnpgaetca, 4TO BCe BeaylmMe MUPOBble aBTOKOHUEpPHbI yxKe ¢ 2023 roga HamepeHbl
BbIATU HA PbIHOK 3/IEKTPOMOOUAAMM COBCTBEHHOrO MPOM3BOACTBA. ITO  YiKe
YCTOMUMBbLIN TpeHA,. MporHo3npyembii 06bem NPoM3BoACTBA N1EKTPOMObUNEN B mupe
OO0/MKeH goctudb 15 mAaH. K 2025 roay. Kuta npm sTom npeTteHAyeT Ha AMAEPCTBO,
NAaHUPYA NPOU3BOAUTb 8 MJ/IH. aieKTpomobunen K 2028r. ECTeCTBEHHO, YTO BCe 3TO
BbI30BET B3PbIBHOW pOCT notpebHocteit B amutum. K 2025 rogy OHM MOryT BblpacTu
00 98 TbIC. TOHH C HblHelWHMX 35-38 Tbic. TOHH.?® B HacTosllee BpemMa KpynHenwmmm
WUrPOKAaMM Ha MUPOBOM PbIHKE JIUTUA ABAAKOTCA TaKME KUTAWCKME KOpropaumu, Kak
Sichuan Tianqi Lithium u Jiangxi Ganfeng Lithium. He nckntoueHo, 4To npexae Bcero
OHM 3aMHTEPECYOTCA adraHCKMM JIMTUEM U €ro BKIKOUYEHUEM B KUTANCKME LLEMOYKM
npousBoacTBa A06aBNEHHON CTOMMOCTM.

Ecnn roBopuTb O peakosemenbHbix anemeHTax (P33) B AdraHucTaHe, TaKux Kak
NAHTaH, Lepuin, HeoAMM, TO UX MPOrHO3MpPYyeMble 3anacbl OLEHMBAKTCA OT 1 40 3 TPAH.
Aonnapos. Mo oueHKkam leosiornyeckor cnyxkbbl CLUA, TonbKo rpynna MecTopoXaeHui
XaHewmnH B NpoBMHLUMKM MabmeHa moxeT gatb 1,1-1,4 MUAAIMOHA METPUYECKUX TOHH
P33. B uenom ke, KaK CYMTAOT aMepPUKAHCKME 3KCNepTbl, No 3anacam P33 AdraHucTtaH
ABNATHCA NOTEHLMANbHBIM MUPOBbIM ANAepPom.3®

PefiKo3eMesnbHble MeTanNbl  MPEACTABAAIOT COBOOM  BaXKHEWLUYD COCTABAAIOLLYIO
COBPEMEHHbIX BbICOKMX TEXHO/MOTUI, 6e3 KOTOpbIX HEBO3MOXHO MNpeacTaBuTb
NPoOn3BOACTBO MOBUIbHBIX TeNepOHOB, KOMMbIOTEPOB, TENEBM30POB, baTapeit u T.A.
Kutai koHTponmpyet 6onee 80% mrpoBoro npomssoactsa P33, 4to faeT emy OrpomMHble
TEXHOJIOTMYECKME M TeONONUTUYECKME NpenmyLLecTBa B obocTpatoLelica robanbHom
TEXHOMIOTMYECKOW FOHKe. B 3TOI CBA3W, MOMHO OXWAATb, YTO MMEHHO KUTalCKue
KOMMaHWM ByayT NepBbiMU NPETeHAEHTaMM Ha NOAyYeHne KOHLLeCCUi Ha pa3paboTky
adraHCcKMx MecTopoxKaeHuii P33, yTo MO3BOMMT MM eule Gosblie YKPenuTb CBOM
AOMUHUPYIOLLME NO3ULLUN.

3akaueHue

Takum 06pa3om, MOXHO KOHCTaTMpoBaThb, YTO AdraHuctaH o6s1agaeT OrpoOMHbIM
NOTEHUMANOM B TPAHCMOPTHO-JIOMMCTUYECKON M pecypcHoi cdhepe u Bnepsble 3a
nocseAHWe COPOK fIeT 3Ta CTpaHa MoJyym/a LWaHC Ha BHYTPEHHIOK CTabuansaumio u
MHTErpMpoOBaHME CBOMX TPAH3UTHbIX U PECYPCHbIX BO3MOXKHOCTEN B MUPOBOI PbIHOK,
rnobanbHble LEnoYKM NOCTaBoK M aobaBneHHoW ctoMmocTu. OgHaKko, caenatb 3T0
MOXHO OyAeT TO/MbKO B C/ydae MOJYYEHUA MEXAYHapOAHOro MPU3HAHMA HOBbIX

34 Afghanistan’s Mineral Resources Are a Lost Opportunity and a Threat By Ahmad Shah Katawazai, February 01, 2020,
https://thediplomat.com/2020/02/afghanistans-mineral-resources-are-a-lost-opportunity-and-a-threat/

35 CrouT an uHBecTMposaTb B Co-Li meTannbl: NoABOAHbIE KaMHWM PblHKAa AWMTUA M Kobanbta. 21.06.2021, https://
realnoevremya.ru/articles/216517-stoit-li-investirovat-v-co-li-metally

36 Afghanistan’s Mineral Resources Are a Lost Opportunity and a Threat By Ahmad Shah Katawazai, February 01, 2020,
https://thediplomat.com/2020/02/afghanistans-mineral-resources-are-a-lost-opportunity-and-a-threat/
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adraHckux BnacTeit. HUKTO He byaeT BKN1aAblBaTb CepPbe3Hble MHBECTULMW B MACLUTabHble
NPOEKTbl B CTPaHe, He MMeloLe MeXAyHapoAHO MNPU3HaHHbLIX BAacTei. Moka 3To
NPeACTaBNAETCA CMOKHON AWNEMMOW U, NMpexae BCero, AN ABUMKeHUA «Tannban»,
KOTOpPOMY HeobXxogumo byaeT HaWTW MOAUTUYECKYD GOopMyNy, yCTpauBaloLylo Kak
BeflyliMe CTpaHbl MWMPOBOTO coobuiectBa, Tpebyolwmx oT Tannbos cobnoaeHun
NPUHATBIX MPaBUA WUIPbl, TaK W TPYNMbl BHYTPU AOBUNKEHWA, NPULAEPKUBAIOLLMXCS
bYHOAAMEHTANIUCTCKMX U HALMOHANIUCTCKMX BO33PEHUIM HA BHYTPEHHIO W BHELUHIO
NoAUTUKY. PelleHne o TOM, KaK Ke [AeicTBOBaTb Aasiblue, OcTaeTcsa 3a Taanbamu. Ho
NPUHUMATb ero HeobXoAMMO KaK MOXKHO bbIiCTpee, TaK KaK BHYTPEHHUE SKOHOMUYECKNe
M TYMaHUTapHble Npobnembl B ApraHuncTaHe HapacTaloT, U PeLnTb UX MOXKHO NUlb
HayaB co3/aBaTb pabouyme MecTa 1 NoBbILLAA JOXOAbl HAaceNeHUA, YTO 6e3 MHOCTPaHHbIX
MHBECTULMI B UHOPACTPYKTYPHbIE NPOEKTbI CAeNaTb byaeT HEBO3MOXKHO.
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RESUME EXECUTIF

Un événement unique dans I’histoire contemporaine vient questionner 'organisation
économique et consumériste du monde : la crise pandémique de la COVID-19 qui a
déja fait plus de 5 millions de morts et détruit plus de 100 millions d’emplois dans le
seul hémisphére Nord depuis le premier trimestre 2020. Le blocage de 11 jours du
Canal de Suez en mars 2021 par un VLCC constitue un autre révélateur planétaire de
la fragilité d’un systeme global construit sur des stratégies industrialo-manufacturiéres
dépendantes totalement de la fiabilité de puissants réseaux maritimes sous le contrdle
capitalistique de quelques acteurs organisés en alliances stratégiques.

La maritimisation économique mondiale est un fait avéré mais la fragilité logistique
avec l'organisation internationale des chaines de valeur s’est révélée avec la pénurie
des matériels qui génere des altérations inquiétantes dans les systémes de production,
d’approvisionnement et de distribution.

Depuis une Asie Centrale enclavée, quelles conséquences et quelles opportunités
peuvent émerger de cette disruption organisationnelle et logistique globale ? Dans quelle
mesure la logistique peut-elle devenir un sujet de convergence stratégique et politique
pour les pouvoirs publics des Etats d’Asie Centrale ? Ce sont ces questionnements qui
constituent le fondement de travaux qui ont été impulsés par le réseau Asie-Europe que
soutient la Fondation SEFACIL. Depuis 2014, en partenariat notamment avec I’Université
Al-Farabi d’Almaty au Kazakhstan, des séminaires de recherche appliquée cherchent a
comprendre les relations entre la sphére politique et le secteur logistique. L'hypothese
de travail demeure la méme : comment les élites politiques des Etats de I’Asie Centrale
peuvent se saisir du secteur des transports et de la logistique pour consolider des
ententes géostratégiques visant a transformer a fixer des services et des valeurs ajoutées
sur leurs territoires.

Les immenses territoires enclavés demeurent des espaces de transit ou traversent des
systemes de transport qui relient I'Extréme-Orient a la Russie jusqu’a I'Europe. Or, les
évolutions politiques et géopolitiques, avec notamment I'avénement de I'Organisation
de Coopération de Shanghai (OSC), laissent a penser que de meilleures coordinations et
coopérations politiques permettraient d’optimiser une véritable planification logistique
sous-régionale. Il n’est pas inutile de rappeler que le continent Eurasiatique concentre les
2/3 de 'Humanité et pése 60% de I'’économie mondiale. Les 10 premiers ports asiatiques
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manutentionnent plus de conteneurs que I'ensemble de tous les ports de commerce
de 'Amérique du Nord et de I'Europe. Cette puissance économique et stratégique a
fagonné un monde contemporain sinocentré puisque la Chine absorbe 48% de toutes
les importations de vracs secs du monde, devenant en 2020 le plus grand consommateur
de charbon, de pétrole brut et de gaz naturel.

Depuis 2001 et son entrée officielle dans 'OMC, la Chine n’a cessé de concentrer les
capacités de production, de transformation et de distribution des produits industriels
et manufacturiers du monde entier, au point de lancer la Belt & Road Initiative (BRI)
des 2013 pour accompagner la structuration d’'une mondialisation marchande ou toutes
les routes énergétiques et manufacturieres méneraient a Beijing, Shanghai, Shenzhen,
Chongging, etc. BRI concerne 138 pays dans le monde sur les 5 continents mais 54% des
investissements internationaux chinois de BRI en 2020 se concentraient sur les seuls
pays asiatiques.

Aujourd’hui, 38,000 convois ferroviaires ont transporté 3,4 millions d’EVP avec 30
services réguliers pour connecter 50 villes chinoises millionnaires et 150 grandes villes
européennes. En 2020, les investissements chinois internationaux du programme BRI
atteignaient « seulement » 47 milliards USS, soit 54% de moins qu’en 2019 avec toutefois
un seul et unique secteur en croissance : la logistique (+25%).

Ces quelques données mettent en perspective une projection logistique et géostratégique
majeure : I'Asie Centrale ne doit plus étre pergue comme un immense territoire de
transit ol I'enclavement géographique est une contrainte économique. LAsie Centrale
s'impose comme un marché en émergence qui doit étre I'origine premiere de produits
Made in Central Asia pour étre expédié autant en Europe qu’en Chine ou au sud-est
de I'Asie. UAsie Centrale est une mosaique régionale ou la logistique et le Value Chain
Management doivent permettre d’unir les forces et les opportunités pour les économies
de I'Ouzbékistan, du Kazakhstan, du Kirghistan et de tous leurs voisins, incluant des pays
indispensables comme I’Afghanistan et le Pakistan.

Cette perspective logistique eurasienne demeure avant tout politique en autant que
puisse se déterminer et se financer une vision publique d’aménagement avec des
solutions de transport et de logistique qui soient cohérentes a I'échelle de I'immense
territoire de I'’Asie Centrale. Cette perspective exige d’identifier et surtout de prioriser
les investissements logistiques, en concertation directe avec les opérateurs privés qui
sont les partenaires privilégiés du développement des infrastructures (rail, routes et
aéroports) mais surtout des superstructures (ports secs, centres multimodaux, plate-
formes logistiques, parcs industrialo-manufacturiers, etc.). Pour ce faire, une forme
d’agenda de travail peut étre proposée selon quatre dimensions principales:

- A I'échelle des Etats-Nations de I’Asie Centrale tout d’abord avec I'impérieuse
nécessité politique de coordonner et planifier des réseaux et des services qui
soient cohérents et complémentaires avec le développement socio-économique
d’un immense marché en devenir ;

- Celanepeutse projeter sans la concertation directe avec les partenaires financiers
qui investissent et commercent avec I’Asie Centrale (la Chine, la Russie, I'Europe,
la Turquie, I'Inde, le Pakistan, etc.) ;

- Cela exige d’inclure bien évidemment les bailleurs de fonds multilatéraux qui
accompagnent la transformation économique et logistique des territoires
enclavés en favorisant le développement de solutions commerciales fluides,
dématérialisées, décarbonées, sécurisées, fiabilisées, etc.) ; et,
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- Cela sollicite I'accélération des coopérations d’affaires entre les sociétés
logistiques régionales d’Asie Centrale et les entreprises privées spécialistes du
transport et de la logistique comme les 3PL européennes qui veulent accélérer
I'implantation de services et de solutions entre la Chine, la Russie et I'Europe.

Pour accélérer I'avenement de solutions logistiques régionales en Asie Centrale, il
importe de mobiliser de I'intelligence logistique qui repose sur une cartographie fine
des matrices origines premieres et destinations finales de tous les produits, selon
leur typologie, leur valeur commerciale, leur traitement logistique, leur saisonnalité,
leur sensibilité au temps, etc. La cartographie des réseaux de valeur logistique s’avere
indispensable pour comprendre et optimiser les potentiels du commerce international
pour les Nations de I'’Asie Centrale.

Des analyses qualitatives et quantitatives mobilisent les savoirs et savoir-faire du Data
Management avec une « business intelligence » collective a dimension sous-régionale.
Une gestion intégrée, dématérialisée et interconnectée des passages transfrontaliers
doit permettre une réduction des temps de transit et des tracasseries administratives
dans l'objectif de produire de la valeur industrielle et manufacturiére territorialisée. Le
potentiel du commerce intra-régional de I'Asie Centrale demeure largement sous-estimé
et c’est bien la conjugaison des potentiels eurasiatiques et intra-asiatiques qui sont a
prendre en compte dans les trajectoires du développement logistique. Les potentiels de
trafics et de valeur au sein de I'espace économique et politique de I’Asie Centrale doivent
se construire sur les économies d’échelle et la réduction des colts de transactions
générés par les flux déja massifiés et orientés Est-Ouest (de et vers la Chine, de et vers
I’Europe, de et vers la Turquie et le Proche-Orient, etc.).

Les travaux de réflexions stratégiques et prospectives sur la logistique en Asie Centrale
par la Fondation SEFACIL participent a co-construire avec les décideurs publics les leviers
d’actions et les moyens (économiques, financiers, juridiques, stratégiques) a mettre en
ceuvre pour transformer ces potentiels géographiques en valeurs ajoutées logistiques
et manufacturiéres. La géographie logistique mondiale sera influencée par les forces
du marché (jeux de l'offre et de la demande), par l'opinion publique qui a constaté la
dépendance logistique a I'égard de la Chine et par les orientations politiques que les
leaders sauront prendre pour implanter des industries, développer des services et
augmenter la valorisation des territoires a haut potentiel de croissance. Encore faut-
il que les éllites politiques des pays de I'Asie Centrale soient conscientisés et formés
pour entreprendre la co-construction d’un immense marché logistique entre I’'Europe,
la Russie et la Chine.

Par les programmes de formation et de recherche dispensés dans des universités de
prestige comme I'UWED a Tashkent, ce sont les fondements intellectuels et opérationnels
qui se construisent afin que la logistique soit une discipline aussi centrale que ne peuvent
I'étre I'économie, la géopolitique ou les relations internationales. La projection d’un futur
territoire logistique centro-asiatique exige des discussions et négociations politiques
qui soient orchestrées au plus haut niveau décisionnel. Cette interrelation entre la
diplomatie et la logistique constitue une nécessité a I’heure méme ou le E-commerce
et le changement climatique constituent des variables disruptives qui font émerger
de nouveaux territoires productifs... et logistiques. Pour les décideurs politiques et les
diplomates de I'Asie Centrale, inclure la discipline de la logistique permet de considérer
sous un autre angle le dessein commun d’une coopération économique et politique
sous-régionale. La cohérence des investissements, les connectivités infrastructurels ou
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encore la proposition de services aux marchanddises et aux matériels seront optimisées
en autant que chaque Etat de I’Asie Centrale échange avec ses voisins et homologues. A
contrario, I'absence de vision commune et concertée pourraitimposer des infrastructures
dupliquées, des concurrences inutiles entre services et superstructures ou pire des
offres « moins-disantes » qui pourraient fausser une saine et légitime compétition entre
territoires.

En guise de conclusion, la position géostratégique de I’Asie Centrale présente des
atouts que les futurs réseaux de transport eurasiatiques vont évaluer en concurrence et
complémentarité de ceux déja en place, et ceux en cours de transformation comme dans
les Etats voisins de |’Asie Centrale. La logistique a le pouvoir de redessiner le monde en
fonction des relations entre le temps, le colt et la distance. LAsie Centrale peut devenir
un nouveau carrefour logistique pour sécuriser les approvisionnements européens,
la diffusion optimisée des produits chinois, la supply chain de géants économiques et
démographiques comme la Russie, I'Inde, le Pakistan ou encore la Turquie. Pour cela
il convient de continuer de préparer le mariage entre la diplomatie et la logistique. Le
présent travail constitue une modeste contribution a 'ambition collective et politique en
apportant des idées prospectives et stratégiques, tant a destination des dirigeants des
Etats de I'Asie Centrale qu’aux opérateurs et investisseurs logistiques qui s’intéressent a
cet immense marché intérieur.

INTRODUCTION

We met in Tashkent, Almaty and Bishkek: some historical and mythic cradle of
globalization. In an indispensable logistical link within a Eurasian trade network that
historically structured the first form of market globalization during the 13t century Pax
Mongolica. That is, before maritime transport concentrated more than 80% of world
trade and before 75,000 merchant vessels connected about 1,200 international ports in
the world. Before all that, there were Tashkent, Almaty and Bishkek but also Samarkand,
Bukhara, Turkestan or Dushanbe.

And so, today, what is the situation in a “global value chain” built on the power of global
maritime energy and containerized networks? How are we to assess, anticipate and
support the positioning of Central Asia in the networks of the “global supply chain”?
The Eurasian continent concentrates 2/3 of Humanity and weighs 60% of the Global
Economy. Asia’s top 10 ports handle more containers than all commercial ports in North
America and Europe combined. This maritime power has shaped a contemporary sino-
centric world as China absorbs 48% of all the world’s dry bulk imports, becoming in 2020
the largest consumer of coal, crude oil and LNG.

Since China joined the WTO in 2001, China has continuously concentrated production,
processing and distribution capacities for industrial and manufacturing products around
the world, to the point of launching as early as 2013 the Belt & Road Initiative (BRI)
designed to support the structuring of a market globalization where all energy and
manufacturing routes would lead to Beijing, Shanghai, Shenzhen, Chongqing, etc. The
BRI implies 138 countries in the world, spread over 5 continents, but 54% of Chinese
international investments in the BRI in 2020 were concentrated in Asian countries alone.

Central Asia is one of the largest economic zones but also one of the least interconnected,
both logistically and diplomatically. Central Asian countries, especially Uzbekistan,
Kazakhstan and Kyrgyzstan, need to combine sub-regional political dimensions with
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logistical opportunities in order to optimize shared economic and social development.
To do so, it is imperative that politicians and public decision makers understand how
logistics services can support sustainable and integrated growth for all regions of a
Central Asia no longer landlocked in the future evolution of global value chains networks.

Due to the COVID 19, logistics became the heart of new political and geopolitical
considerations, as much for a Europe hooked on China for industrial and manufacturing
activities as for the USA which no longer has commercial fleets to weigh on the evolution
of global maritime trade. At the end of 2021, some can assert logistics could be at the
forefront of future financial and strategic commitments to be carried-out by the highest
political authorities. This paper aims to highlight the importance of logistics in future
global policy decisions with a particular focus on the situation in Central Asia. A first part
outlines the circumstances and consequences of the pandemic crisis on global value
chains. This helps to understand why it is critical for governments from Central Asia to
seize this global logistics crisis as a major political opportunity for the region. A third
part puts into perspective how and why Europe should assume a new leadership by
activating the strategic power of European logistics and shipping companies to support
an integrated regional development policy in Central Asia. This leads to a discussion
about how to better combine logistics and diplomacy for a sustainable and integrated
development of the whole Central Asia.

1. COVID-19 : A Global Value Chain Game Changer

A unique event in contemporary history questions today the world’s economic and
consumer organization: the pandemic COVID-19 crisis which has already claimed more
than 5 million lives and destroyed more than 100 million jobs in the hemisphere alone
North (since the first quarter of 2020). The 11-day blockage of the Suez Canal in March
2021 by a VLCC is yet another “revealer” - at the scale of the planet - of the fragility of
a global system built on industrial-manufacturing strategies totally dependent on the
reliability of powerful networks covering “oligopolised” seas.

End of 2021, a 40-foot High Cube Dry container between Shanghai and Rotterdam costs
on the spot market around US $ 15,000, a 7 to 8-fold increase in the price paid before
the pandemic. And at least half of the European maritime terminals are congested,
generating logistical additional costs estimated at several dozens of billions of US dollars.
The shortage of material goods generates worrying alterations in the production, supply
and distribution chains.
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Figure 1: Global Supply Chain disrupted by Global Pandemic Crisis
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What remains exceptional about this ongoing logistics crisis is that it relates to three
interconnected dimensions:

- The first dimension to be considered is in the short-term: the current logistics
instability reveals our collective inability to anticipate and predict the future of a
global organization of exchanges and flows;

- The second to be evaluated is in the medium-term: global dependence on Chinese
economic and political system requires a massive rethinking of the organization
of production and industrial/manufacturing distribution; and

- The third to be projected is in the long-term: climate change stands such a
risk variable that transport, logistics and supply chain will become crucial in
international relations.

Accordingly, COVID-19 appears as a true supply chain game changer and some of the
most powerful countries like the USA nor PR of China have already integrated these new
paradigms to elaborate their own future global value chain (and energy) networks.

2. Consolidating Central Asia integrated market first

For the sole year 2020, 38,000 train transport carried 3.4 million TEUs with 30 scheduled
services to connect 50 millionaire Chinese cities and 150 major European cities. Same
year of reference, Chinese international investments in the BRI program dropped to US
S 47 billion, which is 54% less than in 2019. Only one sector grew: logistics (+ 25%). In
Europe, industrial and manufacturing “near-shoring” strategies have become political
and geopolitical arguments that accompany investment programmes to accelerate
relocation in Europe but also in the Maghreb, Turkey... and Central Asia.
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These data, however succinct, put into perspective a major logistical and geostrategic
projection: Central Asia should no longer be seen as a huge transit area where geographic
land-locking is an economic constraint. Central Asia is imposing herself as a market that
must be the primary source of products “Made in Central Asia” to be shipped to Europe,
China or Southeast Asia. Central Asia is a regional mosaic where logistics and Value Chain
Management must combine forces and opportunities for the economies of Uzbekistan,
Kazakhstan, Kyrgyzstan and its neighbours.

Figure 2: Eurasian Value Chain Networks: Logistics’ opportunities for Central Asia
“landlinked” markets
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This new Eurasian logistics perspective is above all political in a public vision of developing
transport solutions and logistics facilities that are consistent across the vast territory
of Central Asia. This prospect requires identifying and above all prioritizing logistics
investments, in direct consultation with private operators who are privileged partners in
the development of infrastructure (rail, roads & airports) but above all superstructures
(dry port, multimodal centers, logistics platforms, and industrial parks). The work is done
according to four main dimensions:

- At the level of the Nation-States of Central Asia: to coordinate and plan networks
and services that are coherent and complementary with the socio-economic
development of a huge market

- In direct consultation with financial partners who invest and trade with Central
Asia (China, Russia, Europe, Turkey, etc.)

- In consultation with multilateral investors who support the economic and
logistical transformation of landlocked territories by promoting the development
of fluid, dematerialized, carbon-free, secure, reliable commercial solutions, etc.

- Indirect consultation with private companies specializing in transport and logistics
such as the 3PLs which want to accelerate the establishment of services and
solutions in Central Asia, the Shipping Lines which invest in air transport (CMA-
CGM with CEVA Logistics) and rail (Maersk Line or MSC with direct combined
Ocean-Rail services).
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Figure 3: Sketches of Maersk Line and MSC Shipping Eurasian Landbridge Services

FREIGHT+RAIL

to ST.PETERSBURG

it 13DAYS!
ANTWERP
ROTTERDAM
BREMERHAVEN
LE HAVRE

AT PETERIEURG ™

Ocean and Rail:
AE19 Service

FREIGHT+RAIL+FREIGHT
to EUROPE

VORTOCHNIY $@ VLABIVOSTON

SHANGHA)
NINGBO
QINGDAD
YOROMAMA
BUSAN

Source: Maersk Line & MSC Shipping Websites

The markets of Central Asia represent very strong potentials appropriate for the logistics
development and transformation, with a young and qualified workforce. The conditions
of access to energy are very favourable for Central Asia to position herself in the next
10 years as a vast land of interconnected opportunities and not just a huge territory of
international transit between economic, demographic and political giants.
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Figure 4: Building a Common Value Chain Strategy to support Made in Central Asia
production
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In order to accelerate the advent of regional logistics solutions in Central Asia, it
is important to mobilize logistics analysis based on a detailed mapping-out of the
primary origins and final destinations of all products, according to their typology, their
commercial value, their logistics treatment, their seasonality, their time sensitiveness,
etc. The mapping-out of logistics value networks is essential to understand and optimize
the potential of international trade for the United Nations of Central Asia. Qualitative
and quantitative analyses mobilize the knowledge and know-how of Data Management
with a collective business analysis with a sub-regional dimension. An integrated,
dematerialized and interconnected management of cross-border exchanges shall
enable a reduction in transit times and red tape headaches with the aim of producing
regionalized industrial and manufacturing value.

The potential of intra-regional trade in Central Asia remains somewhat underestimated
anditisindeed the combination of Eurasian and intra-Asian potentials that must be taken
into account in the trajectories of logistics development. The traffic and value potentials
within the economic and political space of Central Asia must be built on economies of
scale and on the reduction of transaction costs generated by the already massive and
East-West oriented flows (from China and to China, from Europe and to Europe, from
and to Turkey and the Middle East, etc.).

3. Changing EU pragmatism to enhance strategic and logistic
connectivity with Central Asia

The global logistics pattern will be influenced by market forces (supply and demand
dynamics), by public opinion which has observed the logistical dependence on China
and by the political orientations that the leaders will take to establish industries, develop
services and increase the valuation of areas with high growth potential.

The European Union is, seen from this perspective, excessively political and not
pragmatic enough. Building resilience and connectivity is based on mutual trust and
stakeholders’ engagement on a shared and forward-looking vision that makes it possible
to create a business climate conducive to post-covid changes. In the case of logistics,
relations between the EU and Central Asia should seriously take into account the
economic, financial and strategic weight of private companies specializing in transport
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and logistics. As a reminder, it is important to consider that 4 of the 5 largest maritime
shipping companies in the world are European and that they concentrate 2/3 of the
available world transport capacity. These shipping actors are also integrators and
logistics facilitators who are interested in rail solutions and even in airline logistics
organizations such as CMA-CGM, which created CMA-CGM Cargo in 2020 and which has
been strengthening its land positioning for 12 months.

These powerful companies are the connectors of world trade and in this sense, in the
political relationship between the European Union and Central Asia, it is essential to
consider them as part of a long-term strategy. For example, CMA-CGM and the French
government have been very close in the logistics management of COVID. German
Hapag-Lloyd also worked with the Chancellor in order to secure supplies in national
political coherence with the protection of the interests of importers and exporters of
powerful German industrial and manufacturing lobbies. More discreet but just as much
interconnected, the world number 1 Maersk Line is a key player in the economic and
logistical diplomacy of a State such as Denmark. Like the Chinese or Turkish strategies,
the European Union should consider its role and influence in Central Asia by reconciling
its political and financial capacities with the economic and logistical power of the private
sector.

Figure 5: Shipping and Logistics are over dominated by European Private Firms
(situation observed Jan, 1% 2021)
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Another equally essential European dimension in the management of relations
between Europe and Asia, logistics integrators are key actors in the structuring of
transport networks and of the production of logistics value. Once again, the investment
power of global Third Part Logistics (3PL & 4PL) can constitute a vector of integration
to optimize connectivity between the two great spaces that Europe and Central Asia
represent. This goes well beyond the issue of infrastructures because we are talking
about establishing networks of trust with strategic sharing of information related to
the movement of goods. Connectivity must be projected as a multi-layered network,
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co-built on mutual reciprocity and confidence. Sharing information and data, deploying
interconnected cross-border management systems nor supporting innovative Private
Public Partnership for accelerating mobility and securing fluidity compose fundamentals
layers of commitment which have to be impulse from EU as well as Central Asian highest
level of policy decision makers. The Chinese and Turkish geostrategic models of influence
in Central Asia are imposing themselves as operational solutions politically compatible
with the democratic functioning of Central Asian states. Despite the direct effects of
the pandemic, globalization remains inherently nomadic. The ability to deploy stable,
efficient and sustainable networks depends on a reciprocal political commitment that
shares a genuine geopolitical and geostrategic vision, a vision that necessarily includes
private stakeholders.

Figure 6: Innovative PPP as vehicle of resilience and connectivity for EU-Central Asia
long-term partnership
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The new modalities of a more balanced development between the public and private
sectors are part of the legal and operational innovations of PPP (Public Private
Partnership framework). The resilience of better connectivity necessarily requires the
activation of these new PPP formats that are more robust and more structuring for States
and private investor-operators. The strengthening of political, economic and logistical
relations between Central Asia and the European Union must necessarily be based on
these contractual prerogatives which ensure the consensual sharing of the benefits of
balanced cooperation.

CONCLUSION

E-commerce, climate change, consumer behaviour’s ... these are as many variables that
lead to the emergence of new productive and logistics territories in a new geostrategic
coherence, an emergence that combines geographic proximity and reliability of services.
Central Asian Countries’ geostrategic position constitutes an asset that future Eurasian
transport networks will assess in competition and complementarity with those already
in place, and those undergoing transformation as in Uzbekistan’s neighbours. Logistics
has the power to reshape the world based on the relation between time, cost and
distance. Central Asia will become a new logistics hub for securing European supplies,
the optimized distribution of Chinese products, the supply chain of economic and
demographic giants such as Russia, India, Pakistan and Turkey.

Building resilience and new connectivity require rethinking the European model in terms
of transport and logistics. European industry and manufacturers are already anticipating
the potential of a European nearshoring which originates in Turkey, Egypt and the
Maghreb. Central Asia is undoubtedly the next step in spatial and logistical integration.
Today, Central Asia is looking to the Far East and structuring its networks to and from
China. Tomorrow, Central Asia must be an integrated emerging market, a 360-degree
multidimensional trading zone. Transport networks are the consequences of political
networks and of networks of trust. Strengthening ties with the European Union must
imperatively lead to rethinking the crucial role of logistics and of the distribution of
products, from raw materials to high added-value manufactured goods.

The continuity of our commercial and economic relations, as well as of our political and
geostrategic relations, depends on it.
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INTRODUCTION

Regional cooperation and integration are among the most important trends in
contemporary international relations. The Central Asian Republics of Kazakhstan,
Kyrgyzstan, Tajikistan, Turkmenistan, and Uzbekistan have cofounded and joined
regional organisations and institutions. However, there are challenges, similarities
and contradictions within the multilateral relationships in Central Asia (such as the
Commonwealth of Independent States, Eurasian Economic Union, Shanghai Cooperation
Organisation, Belt and Road, Central Asia plus USA, the EU strategy, Central Asia plus
Japan, Central Asia-Republic of Korea, India-Central Asia and others). In analysis regional
institutions have taken into account particular local and regional situations, the internal
and regional economies, cultures, and politics.

This paper is an attempt, from a multidisciplinary perspective, to analyse the new
geopolitics in Central Asia, the formations and the challenges to regional cooperation
initiatives in Eurasia, Central Asia from the perspective of open regionalism and broader
partnership. Elaboration of formal multilateral relations in Central Asia will make a
contribution to perspective on future regional cooperation and international partnership
and connectivity. Current and future Central Asian transformation will be prompted by
interlink local, regional, trans-regional and global issues and challenges.

1. Regional partnership initiatives within Central Asia

In the second part of 20" and beginning of 21th century a variety of regional and global
political and economic organizations have developed. The major analytical frameworks
driving such intensive political and economic integration include functionalism,
neofunctionalism, liberal intergovernmentalism, and economic theories of integration,
among others.*’

Since the early 1990s, the Central Asian Republics have formed a new model of interstate
cooperation. They have a common historical development and culture of diversity,
language and religion, and a secular form of government. It is necessary to take into
account a number of factors in multilateral relations within Central Asia. First, the Central
Asian Republics have set as a priority the formation of the nation state identity over a

37 Ernst Haas, “International integration: The European and the universal process,” International Organizations,

1961, 366—-392; David Mitrany, A Working Peace (Chicago: Quadrangle Books, 1966); James Patrick Sewell, Functionalism and
World Politics (Princeton University Press, 1966); A. LeRoy Bennett, International Organizations: Principles and Issues (New
Jersey, USA: Prentice Hall, 1995), 230; Walter Mattli, The Logic of Regional Integration (Cambridge: Cambridge University Press,
1999), 9-11 and others.
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regional one. Second, the republics were on the path to economic reform and these
processes were of varying degrees of intensity.

In 1992, the Central Asia Regional Cooperation Organisation was created. In 1993, in
Tashkent, the protocol between Kazakhstan, Kyrgyzstan, Tajikistan, Turkmenistan, and
Uzbekistan on the establishment of the common market was signed. At this meeting
of the term “Tsentralnaya Aziya” (Central Asia) was adopted as joint designation. In
January 1994 at a meeting in Nukus, Uzbekistan and Kazakhstan signed a treaty on
common economic space. Kyrgyzstan later joined. The agreement outlined the goals
of allowing the free movement of goods, services, and capital between states, and
involved coordination of fiscal, credit, tax, price, and customs policies. At the Almaty
Summit in July 1994, Kazakhstan, Kyrgyzstan, and Uzbekistan decided to set up the Inter-
State Council, consisting of Presidents and Prime Ministers. Soon after civil war ended
in 1997, Tajikistan joined the common economic space of Kazakhstan, Kyrgyzstan, and
Uzbekistan. In 1998, the regional partnership platform was renamed the Central Asian
Economic Community (CAEC). In 2002, the Central Asian Cooperation Organisation
(CACO) was created and included Kazakhstan, Kyrgyzstan, Tajikistan, and Uzbekistan, but
excluded Turkmenistan.

Within the CACO framework there were several problems in implementing policies®:.

Between 1994 and 2006, there were more than 200 documents signed, many of which
were never realised. There were disparities with respect to regional cooperation and
prioritising national interests over regional integration initiatives in the Commonwealth
of Independent States (CIS), which were often contradictory. The CACO failed to provide
the structure where states could find joint solutions to regional security problems and
water sharing issues.

At the same time, multilateral relations between the states of Central Asia were strongly
affected by regionalism in different countries. Following a strong Russian initiative in
2000, the Eurasian Economic Community (EEC) was founded. In October 2004, Russia
became a member of CACO. In November 2005 at a summit in St. Petersburg, it was
decided to incorporate CACO into the EEC. In January 2006, Uzbekistan became a new
member of the EEC. From Uzbekistan’s perspective, it was important that the EEC adopted
the critical documents of CACO, including the ones on the use of water and energy.
Uzbekistan declared its acceptance of the sixty-five treaties of the EEC, while Moscow did
not commit to the signing of the main documents of CACO, of which there are hundreds.
If the integration of the EEC was one-way, the concept, structure, and interests of CACO
(including its executive bodies) should have automatically been incorporated into the
EEC, but this did not happen. Furthermore, the EEC and the CACO documents were not
synchronised. In October 2008, Uzbekistan withdrew its membership from the EEC.

In December 2016, the newly-elected President Mirziyoyev mentioned Central Asia as
the priority of his foreign policy. His first two international visits were in March 2017, to
Turkmenistan and Kazakhstan. During the visit to Turkmenistan, from March 5-6, 2017,
Presidents Berdimuhamedov and Mirziyoyev adopted a joint statement and signed an

38 For more details, see: Gulnoza Saidazimova, “Regional integration in Central Asia: Realities, challenges, and potentials,”
Central Asia and Caucasus, 2000, (3). http://www.ca-c.org/journal/cac-09-2000/10.Saidazim.shtml; Farkhod Tolipov,
“Multilateralism, bilateralism and unilateralism in fighting terrorism in the SCO area,” China and Eurasia Forum Quarterly,
2006, 4 (2): 154; Timur Dadabaev, Toward Post-Soviet Central Asian Regional Integration (Tokyo: AKASHI SHOTEN Co. Ltd.,
2004), 50.
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agreement on strategic partnership. The States signed documents on cooperation in
the economy, agriculture, transport, communication, and in the cultural-humanitarian
spheres. The Presidents also participated in the opening ceremony of the Turkmenabad-
Farab road and railway bridges over the Amudarya River between Turkmenistan and
Uzbekistan.

The President of Uzbekistan paid a state visit to Kazakhstan on March 22-23, 2017.
Nursultan Nazarbayev and Shavkat Mirziyoyev signed the Joint Declaration on Further
Deepening of the Strategic Partnership and Strengthening of Good-neighbourliness®?.
More over 13 documents related to parliamentary partnership, documents on
cooperation on the economy, trade, industry, transport, and defense were also signed.
Among them, the Strategy of Economic Cooperation for 2017-2019 and the Agreement
on the Interregional Cooperation are of particular importance. Within the framework of
the visit, the National Industrial Fair of Uzbekistan and a business forum with participation
of more than 500 entrepreneurs from Uzbekistan and Kazakhstan were held in Astana.
As a result of these two events, trade contracts and investment agreements for a total of
about USS$1 billion were signed.

After October 2021 election Shavkat Mirziyoyev payid visit official visit to capital of
Kazakhstan — Nursultan in December 5-6, 2021. Kassym-Jomart Tokayev and Shavkat
Mirziyoyev agreed to establish the Interstate Supreme Council, the Interparliamentary
Cooperation Council and the Council of Foreign Ministers of the Republic of Uzbekistan
and the Republic of Kazakhstan to further strengthen the strategic partnership?.

Uzbekistan extended cooperation with Tajikistan as well and 25 years after their
termination, the flights between Tashkent and Dushanbe were re-established. In 2016-
2021, the Central Asian Presidents had more than 20 official and working meetings
with the Central Asian counterparts and a number of documents on economic, trade,
transport, communication, and cultural cooperation were signed. As results of this the
regional trade increased and particularly in 2017 alone, the volume of trade between
Uzbekistan and Kyrgyzstan increased by 70 per cent, with Tajikistan by 85 per cent,
and with Kazakhstan by 9 per cent. Despite COVID 19 had negative effect to regional
economic relation in Central Asia in 2020, the total trade turnover between the countries
amounted to $ 12.2 billion, the total foreign trade turnover - $ 145.5 billion.

On March 15-16, 2018, Astana hosted the first consultative meeting of the heads of
Uzbekistan, Kazakhstan, Kyrgyzstan, Tajikistan and the chairman of the Mejlis of
Turkmenistan. It should be noted that the initiative to hold regular meetings of the heads
of Central Asian countries came from the President of Uzbekistan Shavkat Mirziyoyev.
A general statement was adopted at the meeting, and the parties agreed to hold the
format annually.

On November 29, 2019, the second Consultative Meeting of the Heads of State of Central
Asia was held in Tashkent. Shavkat Mirziyoyev held bilateral meetings with the First
President of Kazakhstan - Elbasy Nursultan Nazarbayev, President of the Kyrgz Republic

39 Uzbekistan MFA, “Uzbekistan - Kazakhstan: A New Stage of Cooperation Based on Historical Friendship and Strategic
Partnership” March 2017, https://mfa.uz/en/press/news/2017/03/10505/?INVERT=N; Government of the Republic of
Kazakhstan, “Head of State N. Nazarbayev and President of Uzbekistan S. Mirziyoyev Hold Negotiations” March 2017. http://
www.government.kz/en/novosti/1008174-head-of-state-n-nazarbayevand-president-of-uzbekistan-s-mirziyoyev-hold-
negotiations.html (Accessed May 5, 2018).

40 https://kun.uz/en/news/2021/12/06/uzbekistan-kazakhstan-identify-priority-issues-for-cooperation (Accessed
December 12, 2021).
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Sooranbay Jeenbekov, President of Tajikistan Emomali Rahmon, as well as with President
of Turkmenistan Gurbanguly Berdimuhamedov. During these meetings, topical issues of
bilateral relations and prospects for their expansion were considered.*!. Following the
summit, a Joint Statement was adopted and the Regulations for the preparation and
conduct of consultative meetings were approved and the heads of state unanimously
elected Nursultan Nazarbayev as the Honorary Chairman of the Consultative Meeting of
the Heads of State of Central Asia.

During the meeting, it was also decided to hold the next Consultative Meeting in 2020
in Kyrgyzstan. However, in connection with the transitional political processes in this
republic, a joint decision was made to postpone the meeting of the Consultative meeting
of Turkmenistan and in August 2021 the meeting was held on the Caspian coast, in the
national tourist zone “Avaza”, under the chairmanship of President of Turkmenistan
Gurbanguly Berdimuhamedov.

At present, the Central Asian Republics have a total population of over 70 million people
with a total GDP of over USD 310 billion.

Contemporary Central Asian states*

o Population GDP, cu_;r_rent Uss$ GDP growth in Sch.ool enrollment,
billion 2019-2020 primary (% gross
Kazakhstan 19 min 187 2% 104.9
Kyrgyz Republic 6.6 min 8 1% 105.9
Tajikistan 9.8 min 7.9 6% 99.6
Turkmenistan 6.1 min 41 4%
Uzbekistan 34 min 56 5,5%

The existing complex of modern challenges that pose a threat to national, regional
and international security in Central Asia requires expanding and deepening the entire
spectrum of relations.

2. Diversity and complicity of extra regional initiatives

The leading external actors in contemporary Central Asia declared their support for
stability and regional cooperation. However, Russia traditionally views the region as
being within its sphere of influence and China has considerably extended its economic
presence in the region. The EU achieved some progress in the region, but still has
limitations. Russia and China from one side and the USA and EU from another have
different institutional security and transport connectivity approaches in Central Asia.
Several Central Asian states are members of Russia-led military alliance CSTO, China
increasing military cooperation in the region. At the same time Central Asian participated
at the NATO'’s Partnership for Peace Programme (PfP).

The end of the 20th century was characterised by significant geopolitical changes
and transformations in the Asian continent. Central Asian states voiced their interest

41  https://mfa.uz/ru/press/news/2019/11/22156/ (31.11.2019). (Accessed March 10, 2021).

42 Sources: Statistic committee of Kazakhstan, Kirgizstan, Tajikistan, Turkmenistan, Uzbekistan. Statistic committee of CIS.
World Banks ECO economic update. http://www-wds.worldbank.org/external/default/WDSContentServer/WDSP/IB/2016/05
/03/090224b0842f1054/3_0/Rendered/PDF/TheOimpactOof00opeOandOCentralOAsia.pdf.
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in developing mutually beneficial relations with different Asian regions and leading
countries such as Japan, the Republic of Korea, India, Turkey, Iran, and others.

In 2004, Japan and Central Asia established a multilateral framework, “Central Asia plus
Japan” and its main concepts were coordination and cooperation. However, it needs
constant dialogue meetings, full-scale implementation of projects as well as expanding
the range of cooperation, including academic partnerships between the participating
countries.

In 2007, the “Republic of Korea-Central Asia” discussion forum has been organised. From
2007-2018, within the framework, meetings were held in Korea and in Central Asian
republics to discuss issues for strengthening and further development of cooperation in
various spheres, including the IT sector, agriculture, medicine, and health, implementing
a system of “E-government,” increasing energy efficiency and natural resources,
construction and infrastructure, science and technologies, finances, and textiles.

During its EU presidency in 2007, Germany initiated increasing bilateral and multilateral
partnerships with Central Asian states as result of a EU strategy toward Central Asia
from 2007-2013.%% In 2014, the EU decided to extend the strategy for 2014-2018 with
the volume of financing reaching 1 billion euros. In May 2019 the EU decided to extend
strategy for the next five years. At present, along with Russia and China, the EU is the
main trading partner of the Central Asian states, especially Kazakhstan. The EU has
expressed an interest in the energy supplies of Central Asia. In the coming decades, the
EU will extend its dependence on external energy supplies.*

Since 1992, the USA was the only major external actor in Central Asia without a regular
multilateral consultative mechanism. In November 2015, US Secretary of State John
Kerry made a visit to the countries of Central Asia and met with the Presidents of
Uzbekistan, Kazakhstan, Kyrgyzstan, Tajikistan, and Turkmenistan to discuss bilateral
relations and regional stability issues. In Samarkand, Secretary Kerry and the foreign
ministers of Kazakhstan, Kyrgyz Republic, Tajikistan, Turkmenistan, and Uzbekistan had
meeting within the new cooperation format “C5+1,” pledged in New York in September
2015. The “C5+1” Joint Declaration of Partnership and Cooperation was accepted,
which included regional trade, transport and communication, business climate in the
region, environmental sustainability challenges, cooperation to prevent and counter
transboundary threats and challenges, support Afghanistan, educational, cultural, and
business exchanges, and others.** Nevertheless, the success of C5+1 requires concrete
and long-term project and programme implementation in economy, trade, energy,
communication, tourism, education, and other fields between the USA and Central
Asian Republics.

Today, Central Asian and South Asian cooperation is important. In particular, India could
play a special role in it, due its high interest in realising the North-South trade corridor
initiative, which includes Central Asia as well. India also expressed interest in trade and
ensuring energy security. Improvements in relations between of India-Pakistan and

43 Council of the European Union, “The EU and Central Asia: Strategy for a New Partnership”, May 31, 2007. https://eeas.
europa.eu/sites/eeas/files/st_10113_2007_init_en.pdf (Accessed March 1, 2018).

44 British Petroleum, “Energy Outlook 2035”. January 2014 https://www.bp.com/content/dam/bp/en/corporate/pdf/
energy-economics/energy- outlook/bp-energy-outlook-2014.pdf

45 US Department of States, Joint Declaration of Partnership and Cooperation by the Five Countries of Central Asia and The
United States of America, Samarkand, Uzbekistan, November 1, 2015, http://www.state.gov/r/pa/prs/ps/2015/11/249050.
htm. (Accessed March 10, 2019).
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Afghan-Pakistan would be an important factor in connecting South and Central Asia.
In January 2019 the first ministerial meeting of Foreign Ministers of India — Central
Asia — dialogue with participation of Afghanistan was held in Samarkand, Uzbekistan.
The Foreign Ministers of Afghanistan, India, Kazakhstan, the Kyrgyz Republic, Tajikistan,
Turkmenistan and Uzbekistan attended the meeting. The Parties reaffirmed the
willingness for cooperation, mutual support, joint solution on relevant issues in order
to ensure security, stability and sustainable development.*® In July 2021 Uzbekistan
hosted a high-level International Conference titled “Central and South Asia: Regional
Connectivity. Challenges and Opportunities” at Tashkent. The conference was an initiative
of the President of Uzbekistan, Shavkat Mirziyoyev and it was attended by President of
Afghanistan Ashraf Ghani, Ministers from Central Asian, West Asian and South Asian
countries. Delegates from over 40 countries and about 30 international organizations,
and heads of think tanks participated in the conference®’.

For several decades Turkey has attempted to unite Central Asia, Azerbaijan, and other
Turkic peoples in the CIS in its own interests. In in 2009 Council of Cooperation of Turkish-
speaking countries were founded by Turkey, Azerbaijan, Kyrgyzstan and Kazakhstan.
Thus, Uzbekistan became the fifth member of the international organization in 2018.

Also, new Uzbek President Uzbekistan rebuilt relations with Eurasian Economic Union
and in 2020 Uzbekistan received observer status with the EAEU and it was signed
Memorandum of Cooperation with the Eurasian Economic Commission and a three-year
Action Plan for its implementation®.

China strongly supports multilateral cooperation within Shanghai Cooperation
Organization (SCO) and over the years has gone through several stages. The first period
began in 1996, when the principles and structural mechanisms were being formed
for the development of multilateral relations of member states. This period was
characterised by the normalisation of relations concerning a number of key issues: e.g.
security, prevention of any possible conflicts between the member states, overcoming
mutual distrust. The transformation of the Shanghai Five to the Shanghai Cooperation
Organization (SCO) took place in June 2001 in Shanghai, at a meeting of the leaders
of Russia, China, Kazakhstan, Kyrgyzstan, Tajikistan, and Uzbekistan. In this meeting
Uzbekistan joined the organization as a new member state. The year 2001 can be
regarded as the beginning of the second period in the development of the organization.

In June 2002 at a meeting in St. Petersburg the founding document, the Organization
Charter (Statute), was signed, and the St. Petersburg Declaration was adopted. Since
2004, the permanent Secretariat of the SCO has been functioning in Beijing. During the
Tashkent Summit in June 2004 a Regional Anti-Terrorism Centre (RATS) SCO was opened.
India and Pakistan in June 2017 at the meeting in Astana received full membership and it
was first time expanding the organization. At the Dushanbe meeting in September 2021
it was start process of Iran’s membership in SCO.

46 “Ministerial Meeting of India-Central Asia-Afghanistan Dialogue held in Samarkand,” at the Tashkent Times, 2019-01-14,
tashkenttimes.uz/national/3399-ministerial-meeting-of-india-central-asia-afghanistan-dialogue-held-in-samarkand-2
(Accessed May 11, 2019).

47 International conference “Central and South Asia: Regional Connectivity. Challenges and opportunities”.
URL: https://www.uzdaily.uz/en/post/66693

48 BEIC opobpun npegocrasneHune YabekucraHy v Kybe cratyca rocyaapcrsa-Habatogatens npu EAIC. — URL: http://www.
eurasiancommission.org/ru/nae/news/Pages/11-12-2020.aspx
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The SCO passed through a number of interesting phases in its institutional and political
evolution and represented an international instrument to coordinate areas of multilateral
cooperation®. At present, the SCO comprises eight member states - India, Kazakhstan,
China, the Kyrgyz Republic, Pakistan, Russia, Tajikistan, and Uzbekistan; four observer
states - Afghanistan, Belarus, Iran and Mongolia; six dialogue partners - Azerbaijan,
Armenia, Cambodia, Nepal, Turkey, and Sri Lanka.*® According to the SCO, its member
states encompass 20 per cent of global GDP, a total area of more than 60 per cent of
territory of Eurasia, with a population of more than 3 billion, that is, almost half the
population of the globe.

However, the existence of differences between the SCO member states on a number
of political and economic aspects should be noted, in addition to the expansion of the
organization, resulting in new challenges and problems for the SCO. There is a lack of
conflict management measures, and differences on economic and stability aspects exist,
as the majority of projects are sponsored by Chinese investments, even though other
countries, particularly Russia, could advance a more active investment policy within the
SCO framework. It is obvious that cooperation between the SCO and leading European
and Asian countries, the United States, and international institutions needs to be
developed.

In 2013, in Astana, the Chinese President Xi Jinping announced the creation of “The Silk
Road Economic Belt,” in 2014 the Silk Road Fund (US$50 billion) was established, and
in 2016 the Asian Infrastructure Investment Bank (AlIB) (more than US$100 billion) was
founded, which aimed at providing investment and financial support toward cooperation
in infrastructure, resources, industry, and the finance sector, as well as other transport
communication projects. This involved various countries in the economic framework of
“Belt and Road” initiative. The Central Asian countries and the current republics of the
AlIB’s ninety-seven member states support China’s mega grant project.

On May 2017 and April 2019 together with more than dozen state and government
leaders, the Presidents of Kazakhstan, Kyrgyzstan, Tajikistan, and Uzbekistan took part
in the first and second “Belt and Road” international forum in Beijing. Today, there are
many challenges to the stability and sustainable development of partner countries in
the Belt and Road Initiative, which requires comprehensive bilateral and multilateral
cooperation on economic, political, and security matters. In Central Asia, realisation of
the regional and international projects is need. Increased connectivity and technological
developments, as well as essential active implementation of the diverse range of
cooperation between “Belt and Road” participating countries, including high-tech
innovations, education, public diplomacy, and tourism are required.

3. Connectivity as factor of regional and international cooperation
Contemporary Central Asian states consider it important to develop communication

networks. The Central Asian republics are involved in new transport arteries connecting
Europe and Asia, including TRACECA. In 2007, the EU Commission launched “The

49  Mirzokhid Rakhimov. “Shanghai Cooperation Organization (SCO) and the Future of Regional Integration in Central Asia”
in Asia Between Multipolarism and Multipolarity, Manohar Marrikar Institute for Defence, Studies and Analyses, Delhi. March
2020, P.134-149.

50 The Shanghai Cooperation Organization. — URL: About SCO | SCO
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Reorganisation of Transport Networks by Advanced Rail Freight Concepts (RETRACK)”>!
to identify main competing overland railway corridor between Europe and China.

China actively developed new communications links in Eurasia, in particular,
communication with Europe. Its branches go in a to north-west and south-west direction,
first passing through Russia, Ukraine, Belarus, Poland, and other countries and the
second passing through Kazakhstan, Uzbekistan, Turkmenistan, Iran, Turkey, and Europe.
The construction of the Tashkent-Andizhan-Osh-Sarytash-Irkeshtam motor highway
and the Kashgar-Osh-Andizhan railway project are regarded as part of an intensive
economic exchange between China and Central Asia. However, for number years,
the implementation of the China-Kyrgyzstan-Uzbekistan rail project has faced certain
difficulties inits realization mainly due to the position of Russia and internal disagreement
in Kyrgyzstan. The logic of its continuity is the new railroad in Pap (Namangan region in
Ferghana valley) — Angren (Tashkent region), which was built in 2016 in the territory
of Uzbekistan. Traditionally, the Uzbek part of the Ferghana Valley was linked with the
rest of the republic via neighboring countries; however, today, there are considerable
needs for whole Ferghana Valley to use all transit potentials of Kyrgyzstan, Tajikistan,
and Uzbekistan. From this perspective, strong transport communication between China
and Central Asian countries raises the possibility of opening new transregional routes.

The importance of transportation of hydrocarbons from Central Asia and the Caspian
region to external markets should be noted. In 2005, an oil pipeline from Atasu
(Kazakhstan) to Alashankou (China) was completed. In 2009, the first gas pipeline (A line)
between Central Asia-China was signed. In the following years, B and C lines, which pass
through the territories of Turkmenistan, Uzbekistan, and Kazakhstan, were completed.
Further, an intergovernmental agreement on the construction of the pipe-line between
Turkmenistan-Afghanistan-Pakistan-India (TAPI) was signet and it will contribute toward
future economic recovery of Afghanistan and extend Central Asian links with south and
east Asia. Currently different Afghan transit corridors under construction.

For wider international cooperation an active dialogue and cooperation between the
main actors is necessary. Central Asia’s partnership with leading nations and international
institutions is important for transforming and internationalising the region. Strong
regional and trans-regional cooperation will considerably contribute to the development
of trade, economy and investment.

CONCLUSION

Central Asian regionalism is defined by a geographical, historical, and identical
coexistence and through partnership and cooperation in economic and security matters.
Post-Soviet Central Asia has sought a new model of interstates relations, but Central
Asian cooperation has had very weak institutional frameworks and has gone through
several regional integration initiatives. Prospects for cooperation in Central Asia will
depend on the ability to work together to carry out the proper reforms and common
projects.

51 Reorganisation of transport networks by advanced rail freight concepts, http://www.retrack.eu/site/en/about_
secondary_objectives.php. (Accessed March 10, 2018)
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One of the main challenges for providing security and stability in Central Asia is the
maintenance of the geopolitical balance, as well as the creation of a multilevel system
of partnerships with different countries and international organizations. Kazakhstan,
Kyrgyzstan, Tajikistan, and Uzbekistan, at different levels and in different situations, took
part at CIS, SCO and others, where their interests were different but needed cooperation.

Central Asia participated in the development of new links to the east, west, south, and
north. There is the potential for regional and trans-regional trade development that
will facilitate foreign investment. Strong regional communication networks will strongly
contribute to global interdependence.

To sum up, positive transformation and development in Central Asia affected patterns
of regional cooperation and string connectivity. There are global and regional challenges
today. To a large extent, the interests of external states in Eurasia are driven by their
contradictory interests. However, strong international partnerships with Central Asian
states is needed for democratic and economic reforms, new technology, innovation,
and attracting foreign investment. Current and future transformation in Central Asia will
depend on interlinks between regional and global issues and challenges.
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Features of the post-pandemic transit
policy of Central Asia countries

Akimzhan ARUPOV
Director of the Institute of World Economy and International Relations
Almaty - Kazakhstan

EXTENSIVE ABSTRACT

Under the conditions of the Russian Empire, and then the existence of the USSR, the entire
transport network of the region under study was focused primarily on the development
of a common communication system within the vast country. Since the Central Asian
states gained political independence, “geopolitical pluralism” has manifested itself in
the emergence of several new subjects in Central Asian regional politics pursuing their
own goals and interests. At the same time, a common problem for all countries of the
Central Asian region is the lack of direct access to the open sea. To effectively resolve
this problem, the states of the region are gradually coming to the idea of integrating
economic and political efforts.

Central Asia is not only of geographic and economic importance. Today, the Central
Asian region is the center of intersection of interests of world and regional powers. At
the beginning of the last decade of the last century, the European Union paid special
attention to the development of transport infrastructure in the Caucasus and Black
Sea regions, and in Central Asia as a whole. The large-scale TRACECA project (transport
corridor Europe-Caucasus-Central Asia) was the most efficient way from the CA region
to the European markets. Central Asia has strategic natural resources (oil, gas, metals,
etc.) as a powerful factor in the independent development of transport and logistics
systems. The transit potential is poorly realized due to underdeveloped infrastructure,
customs and technical restrictions, and high levels of corruption. The region is extremely
interested in developing an infrastructure for effective access to the world market for its
strategic resources.

From our point of view, it is necessary to create a single market for transport and
logistics services in Central Asia. According to European experts, in the near future,
railway transport will take over a significant part of the East-West cargo transportation.
Accordingly, the Central Asian region is increasing its geostrategic importance. The
pandemic introduced chaos and instability in the development of the world economy
and intensified the tendency to closeness of each state. As you know, protectionism
hinders the progressive development of the economy of any state. It creates conditions
for suppressing competition and free enterprise.

Particularly strong, increased closeness and growth of protectionism affected some CA
countries. As you know, millions of people - relatively surplus labor from Kyrgyzstan,
Tajikistan and Uzbekistan - have lost the opportunity to go to work in other countries.
And the Russian Federation itself suffers considerable economic losses from the
consequences of the pandemic and restrictions on the free movement of labor.Recently,
there have been a lot of complaints about the difficulties with the transit of goods when
crossing the borders with the People’s Republic of China. Thousands of vehicles and
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containers are stuck at the border. Small and medium businesses incur significant losses.
Supply chains are disrupted, and as a result, serious problems arise in the continuous
production cycle. According to the respondents, not everything is explained by the
pandemic and the measures to combat it. Sinophobic sentiments intensify.

An opinion is being formed that sometimes measures to combat a pandemic serve
to put pressure on small states in the development of trade and, accordingly, the
development of transport and logistics systems. In addition, public opinion is growing
that a number of states in the region are losing full control over national transport and
logistics systems, since the share of foreign investment in some countries has exceeded
a safe level (Tajikistan and Kyrgyzstan). At the same time, Central Asia requires significant
investments for the effective functioning of national economies and the corresponding
safe development of transport and logistics systems. It seems that one of the ways to
solve such a global problem could be concessional financing from not just any single
country, but through lending by world financial institutions.

It is important to ensure the protection of national interests during transit through the
territories of Central Asian countries and to maintain the balance of power of the world
powers.Regional integration of Central Asia is in the process of formation based on many
factors: cultural, civilizational, political, religious, economic, etc. On the one hand, the
region has great potential for integration, on the other hand, there are objective factors
that hinder who are involved in this process.

In order to ensure the common security and prosperity of the entire region, and not
individual states, more attention should be paid to the construction of regional identity
based on common points of contact between the countries of Central Asia, since there
are objective prerequisites for uniting the region within the Central Asian Union. The
process of gradual integration of individual countries of the region based on economic
and cultural aspects can be called a positive phenomenon. From our point of view, there
is an objective basis for the economic integration of the Central Asian countries.

For the development of the economies of the countries of the Central Asian region, it
is important to ensure not only economic investments, but also political support. The
CA states are interested in cooperation with all countries. Opposition between China
and the West, the EAEU and the EU, the USA and Iran, Pakistan and India, etc. will
not only hinder the progressive development of the countries of the region, but also
create barriers to attracting foreign investment. Full and effective use of the transport
and logistics potential of the CA countries, uninterrupted transit of highly profitable
container trains, etc. will be beneficial to all participants in a single supply chain in the
system of a single world economy.

BeepgeHue

[Ona  coBpeMeHHOM XapaKTepUCTUKM TPaH3UTHOM MHOPACTPYKTypbl rocyaapcts
LleHTpanbHO-A3MaTCKOrO perMoHa HeobXxoAMM KPaTKMN SKCKYPC B HeZaBHee MpoLuioe.
B ycnosuax Poccuiickon nmnepun, a 3atem cyuwiectsoBaHna CCCP, Bca TpaHcnopTHasA
CeTb UCCenyeMoro pervMoHa 6bin1a OpuMeHTUpPOBaHa MPEUMYLLECTBEHHO HA pa3BuUTUE
obuel cucTeMbl KOMMYHMKaLMM B pPamMKax OrpOMHON cTpaHbl. [laxe CTpouTenscTBo
TypKecTaHO-CbMpPCKOW kenesHol aoporu («TypKcrub») Bbl10 OpUEHTUPOBAHO Ha ceBep
ANnA coeamHeHna ¢ TpaHcecMbupcKoi marmctpansto Poccuu.
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B ycnoBuAXx MNOCTCOBETCKOro pPa3BWUTUA, KOraa HOBble He3aBUCMMble CTpaHbl CTaau
pedopmmpoBaTb  CBOK  TPAHCMOPTHO-/IOFUCTUYECKYID  MHOPACTPYKTYPY, YeTKO
nposiBUiacb HeobXxoAMMOCTb ee AMBepCUPUKALMM  ANA  aKTUBHOIO  Pa3BUTUSA
BHELUHEe3KOHOMMYeCKMX cBazen ¢ Typumelt, MpaHom, MakuctaHom, UHamen n Knutaem,
M apyrumu rocygapcteamn. C MOMEHTA MNOMYYEHUS MOAUTUYECKOM HE3aBUCUMOCTU
rocygapctBammn LleHTpanbHOW A3uM, NPOABWUICA «TEeOMOJIMTUYECKUA NAKOPAU3MY,
YTO BbIPa3nIOCh B MOSIBIEHUM HECKOJIbKO HOBbIX CYOBHEKTOB B LEEHTPA/IbHO-a3MaTCKOM
pernoHanbHOM NOAUTUKE, Npecaeaytolme coObCTBEHHbIE LEeNM U MHTEPECHI.

Mpu atom obwein npobnemon ans Bcex cTpaH LeHTpanbHOas3MaTCKOro pervoHa
ABNAETCA OTCYTCTBME MNPAMOrO BbIXOAa B OTKpbiToe mope. [Ana 3sddeKTuBHOro
pa3pelleHns 3ToM nNpobaembl rocyfapcTBa PerrMoHa MOCTEMEHHO MNPUXOAAT K uaee
06 MHTErpaumm 3KOHOMUYECKUX U NMONUTUYECKMX YCUIMA. B nocnegHee pecatunetve
NPOLUNOro BeKa y¥Ke 6bln noanucaHbl Lenblil pag ABYCTOPOHHUX MU MHOTOCTOPOHHMUX
COMMALLEHN M AOrOBOPOB O COBMECTHOM PAa3BUTUM TPAHCMOPTHbLIX KOMMYHUKALUN:
«Cpean TakKMX [AOKYMEHTOB BA*KHO BbIAENINTb KUTAMCKO-KA3axCTaHCKOE COMalleHune
0 ’Kefe3HOAOPOXKHbIX nepeBo3kax (pespanb 1992 r.), NPOTOKOA O COTPyAHUYEcTBe
B 0061aCcTV KenNe3HOO4OPOMKHOIO, ABTOAOPOXKHONO M MOPCKOrO TPAHCMOPTa MEXKAy
Kutaem u YzbekucraHom (mapT 1992 r.), NpOTOKONA O MOPCKUX MEPEBO3KaX Mexay
AsepbaiigrkaHom, WMpaHom, KasaxctaHom, Poccueit n TypKmeHucTaHom (anpenb
1992 r.), cornalueHre o KoopauHauuu paboTbl Kenes3HO4O0POXKHOro TpaHcnopTta U o
coTpyaHuyecTse B 06/1aCTM TPAH3UTHbLIX NepeBo30K mexay AsepbaligkaHom, Mpysuel,
TypKkMeHUcTaHOM M Y3bekuctaHom (maii 1996 r.). Kpome TOro, 66110 3aKNOYEHO
cornalleHne o co3gaHumM TpaHcnopTHoro Kopuaopa «Cesep — Hr» (2000 r.) mexay
Poccuei, UHanen n MpaHom, K KOTOPbIM BMOCAEACTBUM NpUcoeanHMAca KasaxcTaH»>?

B nocnegHue rogbl cTanv TPaAMLMOHHBIMUN €XKerogHble BCTPeYM Ha BbICLUEM YPOBHE
rnas rocygapcrts LleHTpanbHoM A3nu,

Mpu 3STOM ecTb YeTKoe OCO3HaHWe Ha MobanbHOM YpPOBHE CTPaTernvyeckoro
3HayeHus LieHTpanbHo-A3naTckoro pervoHa. LLA vmeeT He TonbKo reorpaduyeckoe
M 3KOHOMMYECKoe 3HayeHWe. CerogHs, LEHTPasbHO-a3MaTCKUI PEervoH - LEHTp
nepeceyeHus MIHTEPECOB MUPOBbBIX U PETMOHA/IbHBIX [EPHKAB.

KoHeuHO ke, npexkae Bcero, ocoboe 3HaYeHWE MMeEEeT TPAHCMOPTHO-TPAH3UTHbLIN
noteHyman. LA — ocHoBa cMCTeM TPaH3UTHbIX KOPUAOPOB, Npuyem Kak Cesep — tOr, Tak
n BocTtok —3anag,.

B Havyane nocnegHero gecAtTuneTvMs npowsoro Beka, EBponerickuii Coto3 yaenan
ocoboe BHMMAHWE Pa3BUTUIO TPAHCMOPTHOM WMHPPACTPYKTYpbl Kak KaBKasckoro wu
YepHOMOPCKOro permoHoB, Tak U LleHTpanbHoi A3un B uesnom. MaclwTabHblil NpoeKT
TPACEKA (TpaHcnopTHbI Kopuaop EBpona-KaBKas-LleHTpanbHaa A3udA) npeactaBaan
cob6011 cambii 3 DEKTUBHbBIN NyTb U3 perMoHa LLA Ha eBponelickne pbiHKMU.

52 Bogaturoy, A.D. (2014) International relations in Central Asia. Events and documents. Moscow: Aspect Press (Boratypos,
A.[. MexpyHapogHble oTHoWweHMA B LieHTpanbHoM A3nun. CobbiTua 1 AOKYMeHTbI: y4eb. nocobue. Mocksa: AcnekT lMpecc) -
URL: https://ozlib.com/836117/ekonomika/transportnaya_geopolitika_tsentralnoy_azii
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YcunneaeTca KOHKYpPeHLUMA U HEPAaBHOMEPHOCTb B Pa3BUTUM TPAHCMOPTHbLIX KOPUAOPOB

LA:

BocTtok (Kutait)
- Cesep (Poccus)

3anag (Espona)

HOr (MpaH, AdraHucrtaH, Nakucrax, UHaus)

Mpy 3ToM, ceiyac y»Ke ecTb YeTKoe OCO3HaHMe ¢aKTa, YTo GYHKUMOHMpOBaHWE U
pa3BUTME TPAHCMOPTHO-NOTUCTMYECKOrO noTeHumana LA Tpebyer 3ddeKTuBHOM
MHTErpaLmmn rocysapcts pervoHa.

LleHTpanbHaa A3ua MmeeT cTpaTernyeckne npupoaHblie pecypcol (HedTb, ras, metansbl
M A4p.) KaK MOLLHbIN GaKTOP CaMOCTOATEIbHOMO Pa3BUTMS TPAHCMOPTHO - IOTUCTUYECKUX
cuctem.  TpaH3WTHBLIA  NOTEHUMan MAOXo peanusyerca wu3-3a  cnabopassuTom
MHOPACTPYKTYPbI, TaMOMKEHHbIX M TEXHMYECKMX OrpaHUYEHMUI, a TaKKe BbICOKOro
YPOBHA Koppynuuu. PervoH KpaitHe 3auMHTEpecoBaH B PasBUTUU WHGOPACTPYKTYPbI
3G PeKTMBHOro 40CTyNa Ha MMPOBOW PbIHOK CBOMX CTPaTErMYecKMX Pecypcos.

C HaweW TOYKM 3peHus, HeobxoaMMO co3faHuve EAMHOro pbiHKA TPaHCMNOPTHO-
NOTUCTUYECKMX yCayr cTpaH LleHTpanbHoM A3umn. [0 MHEHMIO eBPOMencKUx
CNeumnanncToB, B CKOpom Byayuwiem, 3HaUUTE/bHYIO YacTb rpy3onepeBo30K «BOCTOK-
3anaa» NpuUMeT Ha cebA KenesHo40POXKHbIN TpaHcNopT. COOTBETCTBEHHO, LLEHTPa/IbHO-
a3MaTCKU PerMoH yBeanymnBaeT CBOe reocTpaTermyeckoe 3HayeHue.

BycnosumAaxycuanBsatoLLLeroca pocta npoTeKLMOHM3Ma M yYCKOPAIOLWENCA perMoHanmsanmm
MWPOBOW 3KOHOMMKM BaXKHOE 3HauyeHWe MpuobpeTaroT BOMPOCHI MHTErpaLum mexay
cTpaHamu LleHTpanbHOM A31K Ha B3aMMOBBITOAHbIX YC/IOBUAX.

MNMaHaemnA BHeCNa Xxaoc 1 HecTabuibHOCTb B pa3BUTUN MMpOBOﬁ 3KOHOMMUKU N yCUNUNa
TEHOEHUMM 3aKPbITOCTM  KaXKAoro rocygapcrtea. [1poTeKUMOHU3M, KaK WM3BECTHO,
caepXxuBaet NoCTtynatesibHOe pa3BnTMUe SKOHOMUKU noboro rocyaapcrea. OH co3gaeT
ycnosuAa gnAa nogaBaeHnA KOHKypeHUuun 1 CBOGO,CI,HOFO npeanpnHMMmaTeIbCTBa.

Ocob6eHHO CUNbHO, YCUEHUE 3aKPbITOCTU M POCT NPOTEKLIMOHU3MA 3aTPOHY/ HEKOTOPbIE
cTpaHbl LA, KaK M3BECTHO, MUAIMOHbI II0AEN - OTHOCUTENIbHO U3NIMLLHEN paboyeit cunbl
n3 Kblprbi3cTaHa, TafKMKUCTaHa U Y3BeKUCTaHa ANWKUANCG BO3MOMKHOCTM Bbl€3XKaTb
Ha 3apaboTKu B Apyrve cTpaHbl. [a 1 cama Poccuiickas depepaums HeceT Hemasnble
3KOHOMMYECKMEe NOoTepu OT MOCAeACTBUIA MaHAEMUU UM OrpaHUYEeHUn B CBOOOAHOM
nepemeLleHnn paboyen cubl.

B nocnegHee Bpems, o4eHb MHOMO HapeKaHMM Ha CNOMKHOCTM C TPAH3UTOM rpy30B
npu nepeceyeHnmn rpaHuy, ¢ Kutalickon HapogHoi pecnybamkoi. TbicAuM eanHuL,
ABTOTPAHCMNOPTA U KOHTEMHEPOB 3aCTPAAN Ha rpaHuLe. Manbii U cpegHUn BU3HeC HecyT
3HauuTe/IbHble YObITKU. HapyLlatoTcs LLenoYKku NocTaBoK, U Kak cieacTsme, BO3HUKAOT
cepbesHble Mpobsembl B HENPepbIBHOM MPOU3BOACTBEHHOM LMKe. KaK cyuTaoT
pecnoHAeHTbl, He BCce 06bsACHAETCA NaHAemmeln n mepamm 60pbbbl ¢ Hel. YcununsaroTcs
CMHOPOOCKME HAaCTpPOEHUA.

dopmupyeTca MHEHWe, 4To MHoraa mepbl No 6opbbe € NaHaemuen cayxKaT ans
[aBNeHMA Ha Manble rocyAapcTBa NP PasBUTUM TOPTOBAKN U COOTBETCTBEHHO PasBUTUM
TPaHCNOPTHO-NOTUCTUYECKMX CUCTEM.
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Kpome Toro, ycunmsaetca obLLecTBEHHOe MHEHWeE, YTO pAA FOCyAapCcTB PerrMoHa TepsatoT
NOJHbIA KOHTPOAb Haj HaLMOHaNbHbIMU TPAHCMOPTHO-NOTUCTUYECKUMMU CUCTEMAMM,
TaK KaK J0NA MHOCTPAHHbIX MHBECTULMM HEKOTOPbIX CTPaH NpeBbicuia 6e3onacHbii
ypoBeHb (TagsKMKMCTaH M Kblprbi3cTaH).

MpuaTom, LleHTpanbHOM A3un TpebyroTcA 3HaUUTEIbHbIE UHBECTULUN 418 3D DEKTUBHOTO
GYHKUMOHMPOBaHMA HALMOHA/NbHbIX 3KOHOMMUK WM COOTBETCTBylOWEro 6e3omnacHoro
pasBUTUA TPAHCMOPTHO-OTUCTUYECKUX cucTeM. [peacTaBNsfeTCcA, OAHUM M3 NyTel
pelueHus cTonb mobanbHoi Npobaembl Moo bbl CTaTb ILIOTHOE GUHAHCMPOBaAHUE CO
CTOPOHbI HE KaKoW-1M60 OTAEbHO B3ATOM CTPaHbl, @ NyTeM KPeaMTOBaHMA MUPOBbLIMM
bUHAHCOBLIMM MHCTUTYTAMMU.

BarkHO 0becneymTb 3aLLMTy HAaLMOHAIbHbIX MHTEPECOB NPU TPAH3MTE Yepes TEPPUTOPUN
cTpaH LieHTpanbHoM Asum 1 cobatocTv 6anaHc CMA MUPOBBIX AePiKaB.

Ob6wWwupHble cnabo OCBOEHHblE PaAlOHbl LLEHTPasIbHO-a3MaTCKOro PervoHa, KoTopble
NOKa elle HefoCTaTOYHO MHTErpupoBaHbl B CUCTEMY MMPOXO3AMCTBEHHbIX CBA3EMN,
COEPMKMBAIOT 3KOHOMMYECKOE PasBUTME CTPaHbl M OCTalOTCA B CTOPOHE OT BbIrof
MHTErpaunm B rMobasbHy0 3KOHOMMKY. ToNbKO 3bdEKTUBHOE pasBUTUE TPAHCMOPTHO-
NOTUCTUYECKMX CUCTEM YCUAUT MNO3MLMKM perroHa B mupe, byaet crnocobcTsoBaThb
peLIeHNIo CoLMaibHO-3KOHOMMUYECKUX U Apyrux npobaem B Kaxaol u3 ctpaH LLA. B
YacTHOCTK, NPeAnoiaraeTcs, YTo BAO/Ib TPAHCMOPTHbLIX KOPUAOPOB ByAeT MHTEHCUMBHO
pa3BMBaTLCA MHGPACTPYKTYPA U peLlaTbCca BOMPOCHI C 3aHATOCTbIO HACENEHWA.

C Apyrow CTOPOHbI, HYXHbl Mepbl MO YCTPaHEHMUIO MOHOMO/IM3Ma, YNPOLLEHNE BU30BbIX
peKMmoB. B3avmHoe npu3HaHue BaKUMH A1a CBOBOAHOMO NepeasusKeHus ogen

TpebyeTcs rapmoHM3auMA HALUMOHANbHOIO 3aKOHOAATENbCTBA M YHUOUKALMA
HOPMATMBHOM 6a3bl ANA YNPOLWEHMA MNpoLeayp NPy MPOXOXKAEHUU TPY30B yepes
rocy1apCTBEHHYI rpaHuuy. Ho, nyywwnii 1 KOMNAEKCHbIM NyTb Pa3BUTUA SKOHOMUKMU
cTpaH LLA — 3KOHOMMYEeCKaa UHTerpaums.

PernoHanbHaa nHTerpauma LlEHTpaﬂbHOVI A3nM HaxoaMTCA B npouecce CTAaHOBAEHUA
Ha OCHOBe MHOXeCTBa d)aKTOpOBZ KYZbTYPHbIX, UMBUNN3ALUOHHDBIX, MONUTUNYECKUX,
PEeNNTNO3HbIX, SKOHOMUYECKUX U T.A.

C ofHOM CTOPOHbI, perMoH ob6nagaer 6ONbLIMM MNOTEHUMANOM AN MHTErpaumm,
C OpYroi CTOPOHbI CyLLecTBYeT OObEeKTMBHble GaKToOpbl, MPEnaTCTBylOWME 3TOMY
npoueccy. B uensx obecneyeHusa obuieit 6esonacHOCTM WM MpoLBETaHWUA BCEro
pernoHa, a He OTAE/bHbIX FOCY4aPCTB, cneayeT 6oablue BHUMaHWUA yaensTb BOnNpocam
KOHCTPYMPOBAHMSA PErMoHasbHOM WAEHTUYHOCTM OCHOBAaHHOM Ha OBWMX TOouKax
COMPUKOCHOBEHUA CTpaH LieHTpanbHOMW A3MM, TaK KaK, CYLLEeCTBYIOT OB6BbEKTUBHbIE
npeanocbuikM A8 obbeanHeHUs permoHa B pamkax LleHTpanbHoasmatckoro Cotosa.
MO3UTUBHbBIM ABIEHMEM MOMKHO Ha3BaTb NMPOLECC MOCTENEHHOW MHTErPaLmn OTAENbHbIX
CTpaH perMoHa OCHOBAaHHOM Ha 3KOHOMMYECKMX U KYNIbTYPHbIX acMeKTax.

C Hawel TOYKM 3peHMA, OOBEKTMBHAA OCHOBA A/ 3KOHOMWYECKOM MHTerpauuu
cTpaH LleHTpanbHoM A3uMm umeeTcA. MHTerpaums BbIrogHa M HeobxoaMma CTpaHam
pervoHa. B cooTBeTCTBUM C Teopuel CpaBHUTE/IbHbIX MPEUMYLLECTB KaKAas CTpaHa
BbIMIPbIBAET OT Cneumanmsaumm Ha NPOU3BOACTBE TOBAapPOB WU YCAYr, MO KOTOPbIM OHA
MMeeT MPenMyLLLEeCTBa B OTHOCUTE/bHbIX U3AepXHKaxX. IKCNOPTUPYA TOBapbl U YCAyrH,
Ha MPOM3BOACTBE KOTOPbIX OHa CneuuannusvMpyeTca, CTpaHa MOKynaeT Te ToBapbl M
YCAyrn, KOTOpble MNPOM3BOAUTbL €l MeHee BbIrogHO. bnaromapsa cneumanusauum,
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YBE/IMYMBAIOLLEN MPOU3BOAMTENBHOCTb MO KaXKAOM KaTeropuu TOBApOB WU YCAYT, UX
COBOKYMHOE NPOU3BOACTBO, a, Cef0BaTeNbHO, M NoTpebaeHne pacTeT. B pesynsTaTte y
BCEX CTPaH, y4acCTBYHOLMX B MEXAYHAPOAHOM Pa3aeneHnm Tpyaa, NoBblWaeTcs ypoBeHb
YKU3HM HaceneHus.

Cnefyetr OTMETWUTb, YTO BbICOKAs CTEMeHb 3aBUCMMOCTM 3IKOHOMMK LleHTpanbHoOM
A3MM OT CbIpbEBOrO 3KCMOPTa HeceT B cebe 3HaAUUTE/IbHbIE PUCKU. PUCKM cBA3aHbI C
HEeyCTOMNYMBOCTbIO MUPOBbLIX LEH Ha CbipbeBble TOBapbl. X CHUMKEHME MOXeT BecbMa
HEraTMBHO CKa3blBAaTbCA HAa 3KOHOMMWKaX CTPAH-IKCMOPTEPOB, YTO AefaeT MX KpaliHe
3aBUCMMbIMW OT BHelWHMX ¢aKkTopoB. Kntouesas npobnema — TaK HasbiBaemas
«ronnaHackaa 6osesHb», KOrga BCAEACTBME 3HAYMTENbHbIX 06bEMOB 3KCMOpTa
Mo/se3HbIX MCKOMAeMbIX 3aMOPAXKMBAETCA Pa3BUTME MPOYUX OTpaciell 3KOHOMUKM,
npexae Bcero nepepabatbiBatoLLeN NPOMbILAEHHOCTH.

MosTomy BCe CTpaHbl, B TOM YMCae UMelolme boratble NPUPOAHbIE Pecypcbl, XOTAT
NPOU3BOAMUTb M 3KCMOPTUPOBATb TOBaPbl KOHEYHOTO NOTPEDBNEHMSA C BbICOKOK CTENEHBIO
nepepaboTkn. M 3pecb conpsyKeHWe WHMLMATMBLI «OAMH MOAC M OAMH NyTb» U
MHTErpaLmMOHHbIX NpoLeccos B LleHTpasibHOM A3nm MOXKeT cnocobCcTBOBaTb NOBbLILLEHMIO
KOHKYPEHTOCNOCOBHOCTU NPOAYKLUMMN AaHHbIX FOCYAAPCTB 3a CYET:

- COKpalweHMA TPaHCNOPTHbLIX U NOTUCTUYECKUX U3OAEPIKEK;

- eAuHbIX mogaenel notpebneHua nokynatenel (MecTHas HecblpbeBas NPoayKUMS,
bnarogapna Hawen KynbTypHOW 61M30CTU M COMOCTaBUMOCTM YPOBHEN A0X0A0B,
3auyactyto 6onblue BocTpeboBaHa BHYTPM PerMoHa, Yem B CTpaHax AaNbHEro
3apybexbs);

- COKpaLLEHUA U3LEPHKEK NPOABUMKEHNA NPOAYKLUMM Ha PbIHKM (TeppuUTOpUabHasn
W Ky/NIbTYpHas 6/M30CTb CTPAHbI-MOCTABLLMKA U CTPaHbI-NMOKynaTens obneryaer
324,241 PbIHOYHOTO MPOABUMKEHURA).

To ecTb g cTpaH LieHTpanbHoi A3um coceam No permoHy — naeasbHble PbiHKK cObiTa
HeCcblpbeBbIX TOBAPOB (MPOA0BONLCTBUE, O4eXKAa M 00YBb, ObITOBAA TEXHUKA, MPOAYKLMSA
XMMMYECKON NPOMbIWNEHHOCTU, CTPOUTE/IbHbIE MaTepuasbl, MEAULMHCKUE U3LeNnsa v

T. A.).

CeMyvacKenpeanpuATUA permoHa, NponsBoaALLME HECbIPbEBLIE TOBAPbI, OPUEHTUPOBAHDI
NPEeMMyLEeCTBEHHO Ha Y3KMEe BHYTPEHHWE PbIHKM, YTO He MO3BOAAET MM BHeApATb
COBPEMEHHbIE BbICOKOMPOU3BOAMUTENbHbIE TEXHOIOTUM, 3arpy:KaTb M  PaCLIMpPATb
NPOW3BOACTBEHHbIE MOLLHOCTW, a, CAef0BaTe/IbHO, MCMOAb30BaTb MNPEMMYLLLEeCcTBa
OT Y3KOWM chneuuanusaumm M 3KOHOMMM Ha MacliTabax npoussoacTsa. Mexay Tem
COBpEMEHHbIe TEXHONOMMW, y3Kas CNeLmanmsaLma M SKOHOMUA Ha MacluTabax —rasHble
MHCTPYMEHTbI MNOBbILLEHWA KOHKYPEHTOCMOCOBHOCTM B COBPEMEHHOM 3KOHOMMKE.

Mo 6onbwoMmy cyeTy, N0OON WHTErpauMOoHHbIM MNpouecc — 3TO AMasieKTUYeckoe
NPOTUBOAENCTBME U EAMHCTBO LEHTPOCTPEMUTENbHBIX U LEHTPOOEXKHbIX CU.
NrHopMpoBaHWe 3TOM MUCTMHbI YacTO MPUBOAMUT LLEHTPAbHOA3MATCKME UCCnea0BaHUA
NMb0 K ymanumeaHuto GaKkTa MMeBLLIEN MECTO MHTErPALLMK, MO0 K UCKANKEHWUIO MPUYMH
AEe3nHTEerpaumm.

Takoi napagmMrmoit MoKeT 6biTb NPU3HAHWE PervoHa B COCTaBe MATM roCyAapcTs M
npeaonpeaeneHHoOCTM UX MHTErPaLMOHHOIo pa3suTUA. [LOKTpMHa — 3TO cTpaTermyeckoe
3aAB/IEHNE Ha BbICLEM YPOBHE 0 Bblbope rasHoro modus vivendi n modus operandi,
CNef0BaTe/IbHO, MHTErpaLMoHHan AOKTPMHA A0/KHA NPOBO3MACUTb, YTO rOCYAapCTBa
LleHTpanbHOM A31Kn ByayT NOCNef0BaTE/IbHO CTPOUTL CBOO BHYTPEHHIOH, PETMOHA/NbHYIO
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N MmexXayHapogHyr NOJIMTUKY B COOTBETCTBUU C LeNAMU N LEHHOCTAMMU pel’VIOHal'IbHOﬁ
UHTErpauLnmn

MoOHO roBopuTb 06 OTKPLITOM PErMOHaNU3Me UAK 3aKkpbiToM. K npumepy, n3BeCTHas
rpynna, OCYLLeCcTB/AKOLWAA MOHUTOPUHI eBponeiickon crpaterum B LleHTpanbHoM
A3 EUCAM obpatusia BHMMaHME Ha 0COObIM AyasiM3m «BHELHEero-BHyTPEHHEro
perMoHanusma». [lof, BHEWHUM pPErnoHasIM3MOM MOHMMAETCA OTKPbITbIA, QA
noA, BHYTPEHHMM — 3aKpbITbIl pPernoHanmM3am. B nepBom cnyvyae B pervoHasbHoe
COTPYAHMYECTBO BOBJ/IEKAIOTCA Npuseratolime K LleHTpanbHOM A3uK cTpaHbl, BO BTOPOM
OHO OrpaHUYEeHO pamKamu NaTn ctpaH. Mpu stom EUCAM BepHO obpalLaeT BHUMaHMeE
Ha TO, YTO NPW CpPaBHUTENIbHO HebonbloOM 0bLWEM HaceNEHUU BHYTPUPErMOHaAbHOE
coTpygHuyecTBo B LleHTpanbHOM A3uM mmeeT He 60/bLION MOTEHUMaN, ec/in OHO He
bynet yacTblo Honee WMPOKOTO TPAHCIPAHUYHOTO 3KOHOMMUYECKOIO COTPYAHUYECTBa.
OpgHoBpemeHHO ¢ 3Tum B aoknage EUCAM roBopuTcs, 4YTO, HECMOTPA Ha TO 4YTO He
OOMIKHO ObITb NpeyBeIMYEHHbIX UAN NPEXAEBPEMEHHbIX HaZeXJ Ha pPernoHasibHoe
coTpyaHuyectBo B LleHTpanbHOM A3uM, Tem He MeHee, CTPeM/ieHMe K HOBOW
COBPEMEHHOM LLeHTPaNIbHOA3MATCKOM PEermoHasbHON UAEHTUYHOCTU 3ac/y»KUBaeT
NoALEPKKM B HAAEKAE, YTO 3TO eCTeCTBEHHO MPMBEAET K CO34aHUIO ayTEHTUYHbIX
HOPMaTUBHbIX OCHOBaHMIA™,

ConpsaxeHue nHuumaTnebl «OAMH NOAC U OAMH NYTb» U UHTErpaLMOHHbIX NPOLEccoB
B LleHTpanbHOM A3nmn MoKeT cnocobcTBOBATL NOBbIWEHWIO MPUBNEKATENBHOCTM CTPAH
pervoHa gnsa MHBECTOPOB. Bce cTpaHbl KOHKYPUPYIOT Mexay coboil 3a MHBECTOPOB,
KOTOPbIX MPMB/IEKAIOT B MEPBYHO OYepenb XOPOLWUi BU3HEC-KAMMAT U pasmep PbiHKA
ANnA cObiTa NponsBefeHHON NpoayKLmMu. Yem 6osblue pbIHOK, TemM Bonblue UHTepeca y
MHBecTopoB®. bonee 70 M/IH YENOBEK HAaCeNeHUA NATU LeHTPaNbHOA3MATCKMX CTPaH U
6onee 260 mpAa. AoNN. cCOBOKyNHoro BB cTpaH LleHTpanbHoM A3un BbIrNAAAT HAMHOTO
npvsaeKaTesibHel, YeM SKOHOMMUKA OTAE/IbHO B3ATOW CTPaHbl PErMOHa.

[Ons pa3BUTUA SKOHOMMK CTPaH LieHTpaibHOa3MaTCKOro pernmoHa BaXkHO obecneynTb He
TO/IbKO SKOHOMMWYECKNE MHBECTULMU, HO N NONUTUYECKYIO NoaaepKy. focypgapctea LA,
3aMHTEpecoBaHbl B COTPYAHUYECTBE CO BCEMM CTPaHamMu. [poTueonocTasaeHne Kutasa u
3anaaa, EA3C u EC, CLUA 1 UpaHa, MNaknctaHa n MHaMu 1 T.4. 6yAeT He TONbKO MelaTb
nocTynaTesbHOMY Pa3BUTUIO CTPAH PErnoHa, HO M co3aacT Hapbepbl B NPUBAEYEHUU
MHOCTPAHHbIX MHBECTULMN.

MonHoe n 3dpdeKTMBHOE MCNO/Ab30BaHME TPAHCMOPTHO-NOMMCTUYECKOro MoTeHLMana
ctpaH LA, 6ecnepeboiHblit TPaH3UT BbICOKOAOXOAHbIX KOHTEMHEpPHbIX Moe3gos M
Ap. byaert BbirofeH BCEM YY4aCTHMKAM eAuHOM LEenoYKkM NocTaBoK B CMCTEME eauHOro
MMPOBOTO XO3ANCTBA.

53 Into EurAsia. Monitoring the EU’s Central Asia Satretgy (2010). Brussels: CEPS; Madrid: FRIDE, P.112

54 Arupov A.A., Abaidullaeva M.M. and others (2017). Integration policy of the Eurasian Economic Union: monograph.
Almaty, Ed. “MIR,” 160 p. (Apynos A.A., Abaiigynnaesa M.M. v ap. UHTerpaumoHHas noamTnka EBpasminckoro sSKoHOMUYECKOTO
coto3a)
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EXTENSIVE ABSTRACT

B KoHuenTyanbHOM BuAe ponb EC B reononuTtuke Bokpyr Kacnuiickoro mopa u
LleHTpanbHOM A3unn Bblna U310XKeHa B AoKAaae TpexcTopoHHeln Komuccum (2000 rog), B
KOTOPOM KOHCTAaTUPOBANIOCh, YTO BOSMOXKHOCTM 3anaza BAUATbL HAa PErMoH OrpaHnYeHbl;
paHo WaM No3aHO 3anagy NPUAETCA NPUMUPUTLCA C HEOBXOAMMOCTbIO COTPYAHMYATD B
LleHTpanbHol A3un ¢ Poccreit, Kutaem v HEKOTOPbIMU MCAAMCKMMU FOCYAapCTBAMMU.

lepmaHcKoe 06LLecTBO BHeLHeln NoAUTUKK pa3paboTano A8 CBOEro npasBuTesIbCcTBa
KoHUenuuio T.H. CTabuamnsaumoHHOro nakta ana Kacnuiickoro mops.

OH cocTtosan ns Tpex a/IeMeHTOB:

1) co3gaHue ceTu TPAHCMOPTHbIX KOMMYHUKALMIA NO AMHUKM BOCTOK-3anag Kak
NPOTMBOBEC CYLLECTBYIOLLMM ABeCTU neT nyTam Cesep-tOr;

2) yKpenieHve AeMOKPaTUM U PbIHOYHOM SKOHOMMKM B HOBbIX HE3aBUCUMbIX
rocyapCcTBax pernoHa;

3) nepexoa ot reono/iIMTUKN K 3KOHOMMYECKOM KOHKYpeHUuunn.

3Tn TpeﬁOBaHMﬂ, KaK 3aABNAN0Cb, OTBEYatOT MHTepecam EC, ncxoaa 13 KOTopbix, OH 6bin
rotoB NHBECTUPOBATb B SKOHOMUKWN CTPaAH Kacnulickoro PernoHa.

EBponelickue 3aaaum v nHTepecbl B KacnMinckom pernoHe, Kak npeactasnsanm 8 bepavHe
B Havyane 2000-x rofos, COCTOANM B CAeyoLeM:

oTaeneHme cobCcTBEHHO eBPONENCKUX MHTEPECOB OT aMePUKaAHCKMX M pa3paboTKa
CcOBCTBEHHOW €BPOMNEencKol cTpaTermu;

npusAsbiBaHMe KaBKasa u Kacnuilckoro pervoHa K EBpone Kak K 6onee
npuBneKaTenbHoM anbTepHatTuee, Yem OMEK;

BoB/feyeHMe EBponbl B pelleHMe KOHOIMKTOB Ha KaBKase, HACKOMbKO
BO3MOMHO C y4acTnem Poccuu ¢ Lenbio co34aHnA 34eCb PaBHbIX KOHKYPEHTHbIX
BO3MOMHOCTEM 1 YCN0BUIM ANA COTPYAHNYECTBA;

AKTMBHAA NoaaepyKKa TPAHCMOPTHON MHOPACTPYKTYPbLI MO ANMHUK BocToK-3anas,
M 0cobeHHO ra3oBOl CeTU A/1A CBA3bIBAHUA PECYPCOB PErnoHa, BKAYasa MpaH,
yepes TypLmIo C EBPONENCKUM PbIHKOM;

BblpaboTKa €BpOMenCcKol Mo3uMuMM B OTHOLUEHUM MNPOEKTa MarucTpasbHbIX
Tpybonposoaos 13 Kacnuiickoro pernoHa B EBpony;

COBMeLLEHME HaLMOHaNAbHbIX WMHTEPECOB pPas/inyHbIX cTpaH EC B pervoHe B
pamKax eauHOlM eBpPOMencKOW BHELWIHEeW MNOAUTUKU U MOAUTUKKM B 06aacTu
6e3onacHocTHU.
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B npuHaTtbix EBponeinckoit Komwuccmelr CTpaTerMyeckom AoKymeHTe Ha 2002-2006
rogbl U B WMHAMKATMBHOM nporpamme Ha 2002-2004 roabl ana LleHTpanbHowm
A3nn noayepKmMBanacb HeobXO4MMOCTb COCPenOTOYMTb MOMOLLbL HA CEeKTopax,
NPeacTaBAAOWMX MHTEPEC A/1s  CTPaH-NAapTHEPOB, Tem cambiM crnocobcTsys
CTabuNbHOCTM M 6E30MacHOCTU B PErnmoHe, a TaKMKe YCTOMYMBOMY IKOHOMMUYECKOMY
pPa3BUTUIO U COKpaLLeHU0 begHOCTW.

OCHOBHbIM MHCTPYMEHTOM, NPEA/IONKEHHbIM A1A 3TOW Uenu, bblaa peroHanbHas
nporpamma, Harnpas/eHHas Ha COoAeMCTBME COTPYAHWYECTBY MeKay CTpaHamu
LleHTpanbHOM A3um B obnacTax, NpeacTaBaslOWMX WMHTepec ana EC, TakuMx Kak
TPaHCMOPT, S3HEPreTuKa, yrnpasaeHme NpUpPoAHbIMM PECYPCaMM U OKPYXKatoLLei cpeaon,
npaBocyane 1 BHYTPEeHHWe aena.

B ceHTabpe 2005 roga ans obecneyeHuUa KOOPAMHALMW U COMNAaCOBAHHOCTU BHELLHMUX
aevicteuii EC B LLA Coset EC yupeaun gonkHocTe CneunanbHoro Mpeacrasutens EC no
LeHTpanbHoOM A3nu.

31 maa 2007 roga 6bina npuHATa nepsasa CrtpaTterva EBponeickoro coto3a no
LleHTpanbHoM A31K, KOTOPasA HA NPOTANKEHUWN 12 NeT CAYKMUNA TAaBHbIM NPOrPaMMHbIM
OoKkymeHTOM EC, pernameHTUpYyOWMM OCHOBHblE HAMpPaBAEHUA MEXPErmoHasbHOro
COTpyAHMYecTBa.

MpeactaButenn Esponeiickon cny»bbl BHEWHMX AelcTBUM ocobo oTmevanu
LenecoobpasHoCTb KOOPAMHALMWM CBOEM [AeATe/IbHOCTM C  COOTBETCTBYHOLMMMU
cTpaternammn Poccum n Kutasa, oTHocAwmMmmMcA K pernoHy LleHTpanbHoli Asnum. Mouck
CUHEPTUN MEeXAY MMEILMMUCA MHULMATUBAMM NIAaHMPOBACA B TAKMX BOMPOCaX Kak
6e30nacHOCTb, TPAHCNOPT, SHEPreTMKa, YCTOMUMBOE Pa3BUTHE, @ TaKXKe BO3MOMKHOCTH,
BO3HMKaloLMe 13 nHnumatue «Lllenkosoro nytm».

15 mas 2019 roga, nocne agyx net pabotbl, EBponelickaa Komuccna n BepxoBHbIN
npeactasutenb EC No MHOCTPaHHbIM Aenam U NoanTUKe HGesonacHoCTU NpeacTaBUIM
Cosety EC CoBmecTHOe KOMMIOHWKe «EBponerickuii coto3 1 LleHTpanbHaa A3ua: Hosble
BO3MOXHOCTU A/1A 6onee KPemKoro mMapTHepPCTBa», KOTopoe Ae-GaKTo cTaso HOBOW
Crpatervei EC no LleHTpanbHol A3un. B cuny ato KommioHuKe BcTynuno 17 nioHa 2019
rofa nocsie NPUHATUA COOTBETCTBYIOLLMX 3aKkatoyeHmit CoseTa EC.

YcnoBsHo Bce nporpammsbl EC genartca Ha Tpuy rpynnbl.

K nepsoit rpynne  OTHOCATCA  TPAHCMOPTHO-UHQPACTPYKTYpPHblE  MPOEKTHI
reono/IMTUYECKOrOo U Fe03KOHOMMYECKOro MacliTaba, HOCUBLUMIA KOHTUHEHTANbHbIN
M TPaHCHAUMOHANbHbIA XapaKTep. OTO TakMe npoeKTbl Kak TACUC, TPACEKA,
MHOTAT3, TpaHcKacnuiickuin Tpybonposoa, TAMW, BTA v pag apyrux. K atoi rpynne
cnepyet oTHecTM NoanTUKy EC Ha aKkTMBM3aUMIO LieHTPasibHOA3NaTCKOM MHTerpaumu,
SHepreTU4eckune, BOAHbIE N TPAHCTPAHUYHbIE NPOEKTbI.

MpaKTUYecKkn, HU OAMH M3 HUX He Bbln peannsoBaH C yyactvem rocygapcts LA. B
Lenax peannsaumm AaHHoM KaTeropumn npoektos EC aelicTBOBaN COBMECTHO C TaKMMU
MeXAYHapOoAHbIMM opraHusaunamm kak OOH, OBCE, HATO, CoseTt Esponebl, MACE, BTO
C UCNONb30BaHUEM UX MHCTUTYTOB — EBPP, MB®, BcemunpHbin baHk, MATAT3, BO3 u T.n.

EC aBnaeTca KpynHehwmMm TOprosbiM napTHepom KasaxctaHa. bosnee yem nonosBuHa
BaJIOBbIX MPAMbIX MHOCTPaHHbIX MHBECTMUMI B KasaxctaH, uau noutn $100 mapa.,
npuxoaunTt ns ctpaH EC. O6bem BHewHeToprosoro obopota ¢ EC B 2019 roay coctasun
31,3 M/IpA. 40NNapoB (CBbille TpeTu B 0buiem obbeme ToBapoobopoTa KasaxctaHa).
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IKCMOPT Ka3axXCTAHCKWX YINeBOAOPOLOB BHOCUT BaKHbIM BK/IaA B AMBepCUMOUKALMIO
NOCTaBOK 3Hepropecypcos B EBpoMeickuii coto3. 3a rogpl COTPYAHMYECTBA CTpaHa
YyTBEPAMNACL B KAYecTBe HaLEeKHOro M OTBETCTBEHHOro napTtHepa EC B atoi cdepe,
BOMAA B YETBEPKY KPyNHeNLWMX noctaslinkos HedTn B EBpony ¢ goneit noytn 10% B
obuem obbeme MmnopTa.

B Bptoccene npusHaau, 4to B PK 6bin1 peannsoBaHbl apdekTnBHble pedopmbl, KOTOpble
BbiBe/In Ka3zaxcTaH Ha HOBbIN 3Tan NoAUTMYEcKoM nnbepanmsaumm u amesepcnudurKaLmm
HAUMOHaNbHOM SKOHOMMUKM C aKLEHTOM Ha MHAYCTPUAbHO-MHHOBALMOHHOE pa3BuUTUE,
a TaKKe obecneunnn cTaTyc KaoUueBoro 1 npuopuTeTHoro naptHepa EC B LieHTpasibHOM
A3nu.

Hapsgy c Bonpocamu 3HepreTMkm u 60pbbbl C Teppopuamom TpeTbein chepoi
nepeceyeHna uHTepecoB EBponeiickoro Coto3a u LleHTpanbHoW Asuu sBaseTca
TPaHCMOPT W MHOpACTPyKTypa. [loTeHUMan coTpygHMYecTBa B [JaHHOW obnactu
OeNCTBUTENbHO BenuK. Bo-nepBblx, A1a EBpOMbl LEHTPa/NbHOA3MATCKME CTPaHbl
npeacTaBAAOT LLEHHOCTb KaK HOBble PbIHKKM CObITa MpoayKLuuKn. Bo-BTopbiX, AnA EBponbl
He MeHee Ba)KeH TPAH3WTHbIM noTeHumMan LieHTpanbHOW A3MM, MOCKONbKY OHa B
NnepcrekTUBE MOXKET CBA3ATb €€ C KPYNMHeNLWMM eBPONEeNCKMM TOProBbiM NapTHEPOM -
Kutaem, KOTOpbIN TakKe NPosBAsSeT 6ONbLIYIO aKTUBHOCTb HA JAHHOM HanpaBAeHWu, B
YacTHOCTK, B paMKax cTpaTtermmn «OAuH Nnoac, oAnH NyTby».

Ha nepBbIli B3r1A4 MOXET MOKa3aTbCsA, YTO HOBbIN CTpaTernyeckuii noaxos Esponelickoro
Coto3a No oTHoLWeHMUto K LleHTpanbHOM A3nn mano otanyaertca ot ctpaternun 2007 r.,
ofHaKo 6onee NpPUCTaNbHbIA B3INAL HA HEE B KOHTEKCTE COBPeMeHHbIX nHTepecos EC
NMOKa3bIBAET, YTO OT/INYUA CYLLECTBEHHDI.

Cneuunanuctbl NpeanaraloT AeBATb PEKOMEHOAUMn ans Gyaylwero B3aMmoAeNCTBUA
EC co cTpaHamu LleHTpanbHoOM A3nm B 061aCT NOAUTUKM M Be3onacHocTU. Mx BnoiHe
MOXHO paccmaTpmBaTb Kak cTpaternto EC Ha nepuog aencteus Hosow CTpaternu.

Bo-nepsbix, EC HeobxoaAMMO nepecmoTpeTb CBOM MHTepecbl B LleHTpanbHOM A3unu.
EC ponxeH caenaTb 3TO € y4eTom yeTbipex ¢akTopoB. [Jaa Havana, npy nepecmoTpe
cBOMX UHTepecoB EC fo/KeH yUnTbIBATb HOBbIN KOHTEKCT B LleHTpanbHOM A3nun, a TakKe
HOBbIV KOHTEKCT B CTPaHaXx, COCeACTBYOWMX ¢ LleHTpanbHoM A3neld.

Bo-BTOpbIX, cTpaTerma EC B oTHolWeHUM LleHTpanbHoOM A3nm fonKHa 6biTb cCOCpeaoToUHeHa
Ha MeHblLemM yucne obnacteir, ANnA Toro Ytobbl NOBbICUTb 3GGEKTUBHOCTL. B-TpeTbux,
B COOTBETCTBUM C NPeAbIAYLLMM NYHKTOM OCHOBHble 06/1acTi, KOTOpblE 4O/MKHbI ObITb
oxBayeHbl B byaywem coTpygHuuectse mexay EC u LleHTpanbHoN A3neit, [OMKHbI
6bITb ONpeaeseHbl Ha OCHOBE TOrO, B Kakux chepax EC MOXKeT npesocTaBuTh peasnbHyHo
[06aBOYHYIO CTOMMOCTb M AOCTUYb KOHKPETHbIX Pe3y/abTaToB, a Takke B obnacTax, rae
CTpaHbl LieHTpanbHOM A3un MMEIOT peasibHble NOTPEeObHOCTH.

B-ueTBepTbIX, CyWecTByeT NOTPEBHOCTb B AOMNONHUTENbHbLIX HAay4YHO OBOCHOBAHHbIX
3HaHuMax o LleHTpanbHoOlM Asuun. bonee TOro, uccnenoBaHua B LleHTpanbHoOM Asum
OOMKHbI B OO/blUEN CTENeHM Y4uUTbIBAaTbCA B npouecce BbIPAabOTKM MOAUTUKU.
B-natbix, EC gonxkeH npoponKatb paboty B LieHTpasbHON A3MKM KaK CBEPXY BHU3, TaK
M CHU3Yy BBEpPX. B-wecTblx, cTpaHam — yneHam EC Heobxoanmo 6osblue y4acTBoBaTh B
peanu3aumm OaHHOW cTpaTerMu. 370 AOMKHO ObiTb 0CO6EHHO PAcNPOCTPAHEHO B Tex
obnacTax, rae rocygapcTsa — YaeHbl UMEOT CPAaBHUTE/IbHbIE MPEUMYLLLECTBA U T4e OHM
BOCMPMHMMAIOTCA B KayecTBe obpa3LoB ANsA MoAparKaHWA CO CTOPOHbl rocyaapcTs
LleHTpanbHOM A3uu.
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B-ceabMmbix, EC gonkeH npuaepkusaTbcs 60nee OpPUEHTUMPOBAHHOTO Ha pPe3y/bTaThl
noaxoAa. YuuTbiBas OTCYTCTBME KOHKPETHbIX Pe3y/bTaToB BO MHOruMx obnactax, EC
HeobxoAMMO 6o/bLLE OPUEHTUPOBATLCA Ha LOCTUNKEHME TaKUX PE3Yy/IbTaToB. B-BOCbMbIX,
EC po/mKeH Npoao/KaTb pasBMBaTb PervoHasbHOE COTPYAHWYECTBO CO CTpaHamu
LleHTpanbHoM A3un. B-gesatbix, EC 4oKeH NPOA0/IKATb 3aHUMATLCA BOMPOCOM rpaHumL,

Takum obpasom, B nocseaHue rogbl (ocobeHHo ¢ 2019 r.) NponcxoauT KapauHaabHoe
nsmeHeHme noaxogos EC B LEHTpasbHOA3MaTCKOM NOAUTUKE. Mrpas BasKHYH PO/b
TPaH3MTHO-TPAHCMOPTHOrO MOCTa Mexady 3anasom u BocTokom, KasaxcTaHy, B CBOMO
ouyepenb, cneayeT akTMBHO y4acTBOBaTb B peanunsaumm sceobbvemntowein CtpaTternm
EBpocoto3a no B3aMMOCBA3aHHOCTM Mmexay Esponoi u Asueit. [OMNoSHUTENbHYIO
CUHEPr1Io 34ecb MOXeT AaTb COMnpsAMKeHue AaHHol cTpatermn EC ¢ oTeyecTBeHHoOM
nporpammoi «Hypabl }oa» U KUTaCKOM MHULMATUBOM « OAMH NOAC — OAMH MyTb».

HensbexxHo HanpalumBaeTca BblBOA, YTO KasaxcTaHy c/iedyeT pasBmBaTb TOProBo-
9KOHOMMUYECKOe, UHBECTULIMOHHOE U PUHAHCOBOE COTPYAHUYECTBO C €BPOMEenCcKUMMM
CTpaHamu npeanoyYTUTeNbHO Ha [JBYCTOPOHHEM YPOBHE, 4YTO B pPeanbHOCTU W
NPOUCXOANN0, KaK MUHUMYM, MOociefHne ABa AecaTunetua. B stom pagy Ha nepsom
mecTte HaxoaumTca fepmaHmA.

YTto Kacaetca uHTepecoB KasaxctaHa, To HoBaa CrtpaTterma EC paer Hyp-CyntaHy
BO3MOHOCTb BbICTYMaTb MeAMATOPOM Ha LUMPOKOM NoJie MeXAYHAapOAHOM NOANTUKN,
Kyga Bxoaat AdraHuctaH (6esonacHocTb), KuTai (TpaHCMOPTHO-KOMMYHMKALMOHHbIE
npoekTbl), MpaH, Cupus (MMpHOE yperynnmpoBaHue), a TaKKe BbICTynaTb NOCPEAHUKOM
mexay Poccuelt n 3anagom, 6onee aKTMBHO y4acCTBOBaTb B Ha/laXXMBaHUM KOHTAKTOB
mexay HATO n O4KB, WOC n EC, OBCE n CBMOA 1 1.4.

INTRODUCTION

In July 2019, the EU has presented in Bishkek its long expected new strategy towards
Central Asia. Many experts regarded this event as the fact of deep geopolitical
significance. However, a some skeptical approach is saving among analytical community.
The strategy, on paper at least, revises the EU’s policy toward the region and how it
cooperates with its organizations.

It sets out how the EU and the countries of Central Asia can work much more closely
on issues such as resilience, prosperity, and regional cooperation.But is the regional
dimension of the EU Central Asia strategy adequately conceived or appropriate for the
twenty-first century? This question is particularly relevant given the growing regional
role of China and India. The majority of Central Asian elites share many common views
about the EU. They feel that the EU is barely visible in Central Asia, that it is unknown to
the general public, that it has complex bureaucratic procedures, and finally, that it has
ambitions greater than its actual leverage and ability to deliver.

It should be also mentioned that these researchers have quite a positive attitude towards
the EU. The majority of Kazakhstan’s political analysts traditionally view the EU as a
positive geopolitical factor, and an example of economic success and effective regional
integration. Attitudes towards the EU were unbiased: the EU did not have a burden of
imperial history (as Russia), did not act aggressively and arrogantly (as the USA), and
was not a source of potential threats (as China) or actual threats (as the Islamic world)
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threats. In short, regional activists had a very high opinion of the EU, in particular in the
1990s.

These feelings were encouraged by the EU’s actions, including abundant economic
assistance, and various large-scale programs like TACIS, and also by the geopolitical
statements, announced by Brussels that claimed that Europe considered Central
Asia and the Caspian region as areas of its strategic interests. Consequently, the EU
was considered an adversary of former Soviet nations’ reintegration due to its policy
aimed at post Soviet area segregation in 2000 (paradoxically, the EU always advocated
intensification of regional integration within Central Asia). “Double standards” in EU’s
policy (though they are much milder compared to those of US’ policy) and other signs
of “western solidarity” were also strongly criticized. It should be mentioned that Central
Asia always recognized the difference between the motives of the West European
nations and so called New Europe.

In fact, Europe did not have a definite strategy in Central Asia during the 2000s. At the
same time, the EU goals related to Central Asia were clear from the very beginning, but
the Union did not have instruments to reach them.

The European policy is mainly defined by Europe’s Big Three (UK, France, Germany) as
opposed to the EU institutions in Brussels. German policy towards Central Asia appears
different for its so-called regional approach. Berlin takes Kazakhstan and other Central
Asian nations together, as if they have common geographic and market conditions. It is
possible to draw a parallel between German policy and the EU common policy. German
interests in the region include the German ethnic group (dwelling mainly in Kazakhstan),
reforms aimed at implanting the German model of social and market development, the
expansion of German business, and regional resources.

In March 2008, Kazakhstan President Nazarbayev proposed the Path to Europe
conceptual program during his annual Message. The message covered important issues
in regards to Kazakhstan’s position in the international arena and an outlook for its
foreign policy. Kazakhstan was considered to be an important and powerful participant
in the global energy security system. President emphasized that this time investments
would be attracted mainly from domestic sources. Second, Kazakhstan actively began
taking measures to integrate into the world transport system, including the North-South
and West-East directions®.

According to European politicians, stable democratic secular governments in Central
Asia and the South Caucasus would form a security barrier protecting Europe from
unstable Islamic regions. All in all, experts have different opinions about the importance
of Central Asia to the EU. Nevertheless, European nations provide active support to their
energy producing companies to ensure the stable supply of oil and gas from Central Asia.

In 2010, the leading EU experts in Central Asia supplied two types of recommendations:
general strategic and more specific technical®®.

The strategic aspects of EU-Central Asia cooperation included the following:

55 Ulviyya, A. (2018) The European Union-Central Asia Relations: Kazakhstan as A Leading Actor, Central Asia and Caucasus,
3:25-33.
56 See: Emerson, M. Boonstra, J. Hasanova, N. etc. (2010) Into Eurasia: Monitoring the EU’s Central Asia Strategy...
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- A possible re-vamping of the strategy would be more appropriate in 2011 when
the new External Action Service is in place.

- The EU has some clear security concerns with respect to Central Asia: energy
supply secu-rity through diversification of sources and linkages with Afghanistan.
Contrary to the opinion of some experts, this does not look like a conflict of
interests vs. values as long as legitimate interests are pursued in a principled
manner. However, Central Asia presents a real challenge in this regard, since the
present state of governance in the region is far removed from these principles.
This presents the EU with a choice: either to pass over its preferred principles in
this case or to make a special effort to apply its principled approach in ways that
are realistically operational in this difficult political environment.

- The case of Kazakhstan deserves special mention as a key country in the region
that has chosen to respond to the EU’s strategy by adopting its own “Path to
Europe.”

- The EU’s concept of regional cooperation in Central Asia needs revision. However,
it should not be overemphasized with respect to the opportunities for regional
cooperation with neighbors external to the region (Eastern Europe, Russia, China,
and South Asia) or in those areas where the EU has several major interests (e.g. in
energy, transport, and security). The EU is working on this wider regionalism with
projects to link Central Asia to its Eastern Partnership initiative.

The technical aspects are as follows:

- The EU intends to increase its diplomatic presence in the region, and with the
impetus of the new Lisbon Treaty provisions this needs to be done decisively,
with adequately staffed EU delegations in all five states.

- Astructured process has been set up in the human rights field at both the official and
the civil society levels. But this needs to be carefully upgraded, without which it risks
becoming little more than a token routine of political convenience for both sides.

The EU Central Asia Strategy has already seen significant development of the regional
dimension to the political dialogs between the EU and all five Central Asian states.
Foreign minister meetings are being held to discuss broad political and security issues,
sector-specific dialog circuits for education, water and the environment, and the rule of
law, even though they were sporadic and took place within a very short period between
2008 and 2010. The EU, however, seeks to promote a gradual movement of ideas among
the Central Asian participants in favor of regional cooperation.

The objective limits to Central Asian regionalism are evident, and this is reflected in a
shift in EU spending, reducing the weight of regional programs and increasing that of
bilateral ones.

At the same time, there is also a case for a second concept of regional cooperation, which
we can call “external” rather than “internal” regionalism. External regionalism would
involve cooperative activity with neighbours external to the region, whereas internal
regionalism is restricted to the five Central Asian states. With its modest population size,
Central Asian regional cooperation does not have much potential if it is not part of wider
economic openness. While there are some activities which intrinsically have a cross-
border regional cooperative dimension, such as border management itself, transport
corridors and, above all, water management, it is nonetheless the case that these three
examples have vital cross-border dimensions linking to neighbours external to the region

In III
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with transcontinental dimensions. Thus, border management largely concerns drug
trafficking, where Central Asia is just a transit passage between Afghanistan and Europe,
Russia and China.

There are important long-term implications for the EU’s relations with Russia, China, and
India, as well as the shorter-term priority of finding some kind of political resolution of
the Afghanistan imbroglio. The EU has already moved in this direction; it has regrouped
Central Asia with South Asia, rather than in a former Soviet Union group. The EU has
moved partly in this direction by grouping Central Asia with South Asia for the purpose
of its aid administration.

Some think that a Eurasian frame is more suitable for the EU than just a link to South
Asia. In this context, Central Asia is unique as a landlocked region sitting amidst the Big
Four of Eurasia: Russia, China, India, and the EU. Today, the EU has to concentrate on a
new picture of the multipolar world: there are new geopolitical players (or old players
with new images), such as Russia, China, India, and the European Union itself. The new
picture calls for new approaches and creates new strategic challenges - preserving order
and the spirit of cooperation.

The EU has reason to take further steps in its conception of the multiple regional
dimensions of its foreign policy, which already has the Eastern Partnership, Northern
Dimension, Union for the Mediterranean, Black Sea Synergy, and now the Central Asia
Strategy. Each of these initiatives has its rationale.

Unknown yet highly strategic, Central Asia attracts the interest of major global powers
due to its vast energy resources and crucial geographic position. Russia, China, and the
European Unionview thisregionasanindispensable springboardto enhance their political
and economic influence on the Eurasian landmass. Thus, facing strong competition
and working on low budget, the EU is attempting to establish itself as a relevant and
influential actor in an environment in which its leadership role is far from certain. Unlike
in other post-communist regions, the EU is not able to rely on the attractiveness of its
political models, and risks being marginalized by other global powers.

The crucial question then is: How does the EU exert influence in such a challenging
geopolitical context? Which strategies does the EU apply to be an actor who counts?
Through an analysis of the EU’s discourse, instruments, and the reception of its policies in
Central Asia, this study argues that the EU consciously takes the position of a second-tier
actor who acts as a “consultant” and projects a picture of itself as an honest broker with
no geopolitical agenda. The EU’s influence is confined to niche domains in the security
sphere that are nevertheless important for the regional security. The EU is not a great
power in the region nor is it willing to become one. It does, however, have comparative
advantages in being perceived as inoffensive and for occupying areas that are neglected
by the other actors, such as governance and water security.

It remains the only Central Asian country to have an Individual Partnership Action
Plan, through which it actively cooperates with the alliance. By contrast, the country’s
relationship with Council of Europe is surprisingly underdeveloped. In fact, as a European
country, Kazakhstan other CA states and should normally be eligible for membership
in this organization. To date, European states and organizations have largely failed to
recognize Central Asian and mostly Kazakhstan’s European identity. The exception is the
OSCE, which, of course, embraces the broadest definition of Europe from “Vancouver to
Vladivostok”, and encompasses all of Central Asia as well as Mongolia.
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The EU should be lauded for successfully negotiating an Enhanced Partnership and
Cooperation Agreement with only Central Asia and Kazakhstan. In the short to medium
term, the task for both Brussels and Astana should be the implementation of this
agreement. But the EU should be prepared in the longer term to look beyond this
agreement, especially in light of the changes taking place in the Eastern Partnership.
Now that the Eastern Partnership is no longer synonymous with Association Agreements
and DCFTAs, the EU should consider the merits of Kazakhstan at a future date joining
the Eastern Partnership. Indeed, such a move could have beneficial implications for the
initiative itself and more broadly for EU interests in the broader region. By extending
the Eastern Partnership across the Caspian Sea, the EU would be in a much enhanced
position to support the development of energy infrastructure across the Caspian Sea,
providing it with access to Central Asian oil and gas reserves.

Equally important, it would put the EU in a better position to support the development
of continental land trade routes along the New Silk Roads, which are currently being
constructed to link Europe with China as well as the Indian subcontinent.

Approximately 68 million peoples have been allocated for the implementation of the
program and clearly expressed its willingness for more close and comprehensive relations
with the EU with a wide range of expectations such as: stable foreign trade incomes
from the EU’s developed economies; diversification of consumers of region’s energy
resources; encouraging FDI for the country’s economic development, employment,
social welfare and prosperity; balancing out Russian and Chinese political, economic,
social and cultural influence; ensuring the safety of transportation routes that traverse
the country; incorporating foreign experiences for improving the economic and financial
system; eliminating the deficit of technology and innovation; getting support in resolving
security issues; promoting Central Asian image as a value-based region®’.

The EU is likely to lose the game to Russia and China as long as the geopolitical agent
per se remains physically stronger than the normative one in the international system.
However, this game could be made more sophisticated by turning a soft power, where
Europe is stronger, into a geopolitical asset. If the EU would decide to narrow its focus
on a few matters where it would seek concrete impact, the focus should be on: bilateral
partnerships and increased ties with civil societies; support for democratization and
strengthening the defense of human rights; modest security cooperation based on
conflict prevention; and a more simplified and effective development policy with a heavy
emphasis on education.

One should remember that the very title of the EU’s strategy implies a priori the existence
of the region under the name, Central Asia. This, in turn, requires consideration of all
Central Asian countries as indispensable parts of a single region and the display of an
explicit regional dimension in the strategy. The new strategy should be made more
“aggressive”. This means shifting from a simple, general dialogue with the target country
based on axiomatic ideas and principles, to a more meaningful dialogue based on explicit
and prompting criteria to implement those ideas and principles.

The reopening of transport corridors connecting Europe and Asia via Central Asia is sure
to be one of the most momentous developments of the coming decades. By creating

57 Ospanova, B. Sadri, H.A. Yelmurzayeva, R. (2017) Assessing EU perception in Kazakhstan’s mass media, Journal of Eurasian
Studies, 8 (1): 72-82; Peyrouse, S. (2014) How does Central Asia view the EU? EUCAM Policy Brief, 18: 13
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land routes that will enable the booming economies of China and its neighbours to
trade directly with the large economies of the European Union, it will increase the speed
and drive down the cost for everyone involved. The benefit of such a development for
Europe’s manufacturing sector is obvious. The Central Asian transit countries also have
much to gain from this project, including new hard and soft infrastructure, yields on
tariffs, the creation of jobs, and efficient outlets for their own products.

Initiatives to develop these new trade corridors warrant the strong support of both the
European Union and of Central Asian countries. Beyond these procedural conclusions,
this study identifies four issues that the EU and Central Asian countries should take up
immediately and address together. These recommendations are treated in turn below?2.

Nearly all attention regarding continental trade by land has thus far been dominated
by governmental initiatives. But future success will be determined as much or more by
market realities, and dependent on the private sector. Therefore, the first challenge is
to embrace and build upon the inevitable shift from activities initiated and funded by
governments to those market-driven activities in many spheres that must exist for the
project as a whole to succeed.

To now, virtually all discussion of the New Silk Road has focused on the roles of China
and the European Union. But for the project to succeed, it will be necessary to develop
“soft infrastructures” along the route itself. To now, virtually all discussion of the New
Silk Road has focused on the roles of China and the European Union. But for the project
to succeed, it will be necessary to develop “soft infrastructures” along the route itself.
The EU and Central Asian countries to work together to identify and remove existing
impediments to the establishment of locally based soft infrastructure and to encourage
private sector firms in their countries to seize opportunities in this area.

The geopolitics of transport and trade must be fully understood and their importance
acknowledged by clear-headed policies. It is in the interest of both Europe and Central
Asia to ensure that no power gain the ability to monopolize or control the emerging East-
West transport corridor. This means utilizing the existing road and rail links to Northern
Europe via the Russian Federation. But it also calls for balancing that northern route with
the emerging corridor to Europe via the Caucasus and Turkey.

The European Union and its Central Asian partners to hasten the full opening of the
transport corridor through the Caucasus and to facilitate its use by simplifying access
through the Kazakhstani port of Aqtau and Turkmenistan’s new port at Turkmenbashi.
Working also with China they should enter into negotiations with Russia and Iran to
assure that no Caspian littoral power has the right or power to impede such trade.

Discussion and action on trans-Eurasian land corridors to date has focused almost
exclusively on reconnecting China and Europe. Looking forward, it will be necessary also
to take fully into account the almost certain rise of the Indian subcontinent as a major
economic force by the year 2040. Acknowledging this emerging reality, the European
Union and its Central Asian partners should combine forces to advance the opening
of the most direct and efficient transit corridors between Central Asia and the Indian
subcontinent.

58 Starr, S.F, Cornell, S., Norling, N. (2015) The EU, Central Asia, and the Development of Continental Transport and Trade,
Central Asia-Caucasus Institute & Silk Road Studies Program, Washington, DC: 64
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The EU and the US have many shared interests in Central Asia, but follow different
approaches. Allowing Central Asian governments to pick and choose partners enables
them to play one actor against the other without engaging in much-needed reforms. EU-
U.S. coordination and cooperation on border control support; promotion of democratic
and human rights values; and development aid would help to increase leverage over
local regimes, as well as increase the effectiveness of their respective or joint assistance
programs in the region®.

As Prof. F. Starr and S. Cornell propose, the EU, by contrast, defines itself on the basis of
norms and values rather than pure interests, though as will be discussed in this paper,
in Central Asia the EU often acts on the basis of a combination of European interests
and values. This makes the EU particularly hard to pin down, and certainly implies that
Central Asian leaders are predisposed to viewing the EU in the way it views other great
powers. In spite of this, the role of the EU in Central Asian states’ strategy has grown
along the EU’s own evolution. Several factors account for this. According to analysts,
there are at least three spheres of policy where the EU, Central Asian countries, and
other powers (Russia, China, the U.S., India, etc.) can work together.

First, cooperation to combat the common security threats coming from Afghanistan and
Pakistan, in particular in the form of drugs and radical Islamic terrorism. Second, the
regional water-hydropower nexus, where major solutions could best rely on international
consortia with all major players present. Third, optimization of transcontinental transport
routes for trade.

As for organizational initiatives, the EU might, if invited, become an observer member
of the SCO. Or, alternatively, the EU meetings with the five Central Asian states could for
some purposes be extended to include Afghanistan, Pakistan, and India. Moreover, since
the EU has decided to have a Central Asia strategy, it is obliged as a matter of strategic
consistency to articulate this in its world view.

The EU has based its approaches to Central Asia on the idea of placing it in the Eurasian
context. It seeks to foster regional cooperation among the five states and is allocating 30
percent of its budget to regional projects. It comes to Central Asia with a presumption
in favor of regional cooperation, the prospects of which look vague. But has the regional
dimension of the EU Central Asia strategy been adequately conceived for the 21st
century? This question is suggested by the great and growing regional role of China and
India.

The reopening of transport corridors connecting Europe and Asia via Central Asia is sure
to be one of the most momentous developments of the coming decades. By creating
land routes that will enable the booming economies of China and its neighbours to
trade directly with the large economies of the European Union, it will increase the speed
and drive down the cost for everyone involved. The benefit of such a development for
Europe’s manufacturing sector is obvious. The Central Asian transit countries also have
much to gain from this project, including new hard and soft infrastructure, yields on
tariffs, the creation of jobs, and efficient outlets for their own products.

The Strategy divided EU priorities into seven areas. The fourth priority is “Strengthening
energy and transport links,” including supporting an integrated Central Asian energy

59 Starr S. Frederick, Cornell Svante E. (2018) The Long Game on the Silk Road: US and EU Strategy for Central Asia and the
Caucasus, Lanham (MD), Boulder (CO): 160.
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market, as well as the development of sustainable and renewable energy. Solutions need
international consortia with all major players present. There is also a crucial need to
improve transcontinental transport routes for trade. This could include the full opening of
the transport corridor through the Caucasus and to facilitate its use by simplifying access
through the Kazakhstani port of Aktau and Turkmenistan’s new port at Turkmenbashi.

It is expected that the European Union Strategy “EU and Central Asia: New Opportunities
for a Stronger Partnership” will allow Europeans to flexibly adapt their policies within
the framework of more specific development programs and other initiatives. At the
same time, it should be understood that this framework document sets the EU member
states a general tone of cooperation and does not give specific guidelines for promoting
their national interests in the region. In this regard, the development of traditional
cooperation between countries on a bilateral basis does not lose its relevance.

At the same time, it is obvious that taking into account the current global processes
cooperation of the European Union with Central Asia can bring, in addition to practical
benefits, political and image dividends. Thus, effective cooperation with the region and
the results achieved can be used as evidence of the effectiveness of European diplomacy
for interaction with other regions. The Central Asian countries are also interested in
developing a strategic partnership with the European Union, which would meet new
realities and new needs.

First, the Central Asian states are inherently positively predisposed toward non-regional
powers’ presence in Central Asia. Second, Central Asian states have seen growing trade
relations with the EU. The EU is, alongside China, the region’s largest trade partner,
with a total trade turnover of close to US $40 billion. Third, the EU is a source of both
technology and ideas for Central Asia. This is not necessarily always a positive factor
in the relationship, as Europeans often berate Central Asians for their human rights
record and the lack of democratic reforms, criticism that Central Asian leaders do not
necessarily welcome®°.

The majority of Central Asian elites share many common views about the EU: they
feel that the EU is barely visible in Central Asia; that it is unknown to the population;
that it has complex bureaucratic procedures; and that it has ambitions greater than its
actual leverage. Ruling elites believe the EU lacks pragmatism in comparison to Chinese
and Russian cooperation and influence. To conclude on a positive note, the EU can
increasingly play to its strengths. European culture is admired by political and civil society
elites in Central Asia. The strategy’s fifth heading was “Environmental sustainability and
water,” which focuses heavily on the promotion of cooperation on water management,
a perennial apple of discord in Central Asia.

Moreover, the EU offers an important alternative to the overwhelming influence of
China and Russia. The EU is also seen as an actor with fewer stakes and interests in
the region in comparison to China, Russia and the U.S., often turning the Union into
an impartial player that can foster regional cooperation and understanding. But for the
EU to increasingly engage in Central Asia it will need to strengthen its visibility. This
can perhaps best be achieved by more transparent development assistance and a policy

60 Cornell, Svante E., Starr, Fr. Steady Hand, A (2019) The EU 2019 Strategy and Policy toward Central Asia, Central Asia-
Caucasus Institute & Silk Road Studies Program, Johns Hopkins University, Washington, D.C.: 72.
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focused on those areas in which the EU most excels and for which it is most admired:
culture, education and regional cooperation.

The strategy should be made more flexible in terms of the projects and mandates that
special EU agents in the recipient countries are authorized to accomplish. For the sake of
achieving more efficiency and flexibility, a somewhat dynamic consultancy mechanism
could be established in the EU offices of the recipient countries, such as an operational
monitoring system and the appointment of highly qualified and independent national
professionals for these offices. The strategy should imply frequent interactions between
three sides — EU representatives, state authorities and civil society activists, experts and
analysts — recognizing their potential to achieve joint inputs and outputs. For instance,
joint sessions of official and non-governmental representatives might be organized on a
regular basis.

The European Union had radically revised its Central Asian policy and the way it
cooperates with the regional structures (including the SCO). There was a previous
document —“The EU and Central Asia: Strategy for a New Partnership for the Years 2007-
2013” — dated by 31 May, 2007. For obvious reasons, the EU needed Central Asia as a
sustainable source of natural resources. This is not all, however: Brussels was convinced
that it should expand its regulatory values to the region.

On the other hand, the European states (NATO members in particular) play an important
role in combating the threats emanating from Afghanistan. The European Union does
not hail the steadily increasing involvement of the United States in Eurasia and has
to take Russia’s interests into account. Recently, European experts have come to the
conclusion that the EU will balance out China’s increasing influence in the region, since
Russia has stepped aside. These factors should be taken into account when formulating
Central Asia’s position in relation to the European Union.

The launch of an EU Strategy is an opportunity to take a step back and assess the EU
policy toward Central Asia. The overview of EU policy in preceding pages suggests that
from relatively modest beginnings two decades ago, the EU has devoted considerable
attention and resources to its relationship with Central Asia — with a very organized
approach, involving the production of concrete strategies, reviews of these strategies,
and European Council conclusions on the region on a bi-yearly basis. This is laudable and
compares well to the more disorganized policy of the United States toward Central Asia.

An overview of EU strategies raises a series of issues that continue to confront EU policy
in Central Asia. First among these is scope. The EU is active on numerous fronts and has
to take into account the interests of 28 member states, different EU institutions, civil non-
government and activist organizations, and Central Asian governments. Navigating the
different priorities advanced by different actors raises the risk of the EU trying to do too
much with too little, instead of focusing its energies on several specific matters. Second
is the regional question: the EU is frequently criticized for taking a regional approach to
countries that have distinct differences.

In the near future, the relations between Central Asia and the EU will be affected by the
geo-economic situation and geopolitical factors, such as Washington’s new strategy in
Central Asia; the vague military-strategic prospects in Afghanistan; the relations between
Russia and the West; growing enormous China’s economic and political influence; the
world economic crisis; and the much greater importance of energy sources and food
safety.
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This can either positively or negatively affect the relations between Europe and Central
Asia. Much will depend on the political will of the actors involved in the geopolitical
intricacies. One thing is clear: Europe and Central Asia need each other for objective
reasons. In short, the EU will need to increase its visibility if it wants to have influence
in a region facing immense challenge not only from China and India, but also from
Afghanistan and the threats of terrorism.

The Central Asian transit countries also have much to gain from this project, including
new hard infrastructure developments - manufacturing plants, bridges, transportation,
and communications networks - and soft infrastructure such as the creation of jobs and
efficient outlets for local products. As for organizational initiatives, for some issues, EU
meetings with the five Central Asian states could include Afghanistan, Pakistan, and India.

The 2019 Strategy is a solid next step in the EU’s engagement with Central Asia. It has
strong elements of continuity with the previous EU documents, while also showing the
ability of adaptation to new developments, as seen most directly in the EU’s stronger
endorsement of regional cooperation in the region. The 2019 document also fulfilled an
important and difficult task through the very process through which it was developed,
succeeding in ensuring that important constituencies in both Central Asia and the EU
were consulted, without losing control of the scope and breadth of the document’s
priorities®:.

As the EU turns toward implementing the priorities set out in its new Central Asia
strategy, this study proposes several concrete recommendations for policy. This overview
of EU strategy toward Central Asia suggests that over time, the EU has paid an increasing
amount of attention to Central Asia and is in many ways the primary force representing
the West in the region. Not only has the EU’s attention to the region been on the
ascendant, its constantly evolving approach to the region has exhibited consistency and
predictability, while succeeding in conducting a realistic assessment of the most fruitful
way to advance both European norms and European interests in Central Asia. Most
important, the EU has continued to maintain a regional approach to Central Asia.

Separately, it is necessary to focus on the tools for the implementation of the Strategy,
in which the key role is assigned to regional and bilateral programs financed within the
7-year budget cycles of the European Union. So, from 2014 to 2020, the budget for
cooperation between the EU and Central Asia amounted to about 1.1 billion Euros®.

CONCLUSION

According to European experts, by 2050 a balance will be achieved between the volumes
of emissions and absorption of greenhouse gases. At the same time, the natural capital
of the EU will be protected and augmented, and economic growth will not depend solely
on use of resources. However, they also note that in order to achieve this goal, Europe
needs close cooperation with international partners. In this regard, the EU recognizes the

61 See also: Frappi, C., Indeo, F. (2019) Monitoring Central Asia and the Caspian Area Development Policies, Regional Trens,
and Italian Interests, Eurasiatica Quaderni di studi su Balcani, Anatolia, Iran, Caucaso e Asia Centrale, Venezia: 218.
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growing potential of the Central Asian countries and draws attention to the significant
challenges they face in working to improve the resilience of their national economies.

In its new program document in relation to Central Asia, the European Union reaffirmed
the importance of the comprehensive development of cooperation with the Central Asian
countries and the region, in general, reaffirming its intentions to promote its sustainable
development and outlining the priority areas of interaction at the interregional level.

It is expected that the European Union Strategy “EU and Central Asia: New Opportunities
for a Stronger Partnership” will allow Europeans to flexibly adapt their policies within
the framework of more specific development programs and other initiatives. At the
same time, it should be understood that this framework document sets the EU member
states a general tone of cooperation and does not give specific guidelines for promoting
their national interests in the region. In this regard, the development of traditional
cooperation between countries on a bilateral basis does not lose its relevance.

Taking into account the new relevant approaches and aspects of the Strategy, the effect
of its implementation has yet to be assessed. It is obvious that the concentration of
many priority areas in one document will set the European Union the task of using more
resources than before. However, in connection with the changes taking place in the
EU today against the background of the coronavirus pandemic, the weakening of the
economy in this regard, migration and other problems, along with the strengthening of
the role of Eurosceptic, the question arises whether the potential of the European Union
will be sufficient to fully disclose and realize them.

At the same time, it is obvious that taking into account the current global processes
cooperation of the European Union with Central Asia can bring, in addition to practical
benefits, political and image dividends. Thus, effective cooperation with the region and
the results achieved can be used as evidence of the effectiveness of European diplomacy
for interaction with other regions.

The Central Asian countries are also interested in developing a strategic partnership with
the European Union, which would meet new realities and new needs.
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EXTENSIVE ABSTRACT

[aHHaA cTaTbA OXBaTbIBa€T BOMPOCHI COBPEMEHHOro coTpyAaHuyectBa KasaxctaHa ¢
permoHom LeHTpanbHOW A3uuM, a TaKke APYrMMU KAOYEBbIMW Urpokamu B cdepe
TPaHCMNOPTHbIX KOPUAOPOB M NOTUCTUKU. Peub unaeT o6 uHTepecax Poccuitckoin
Pepepaumm, Kutas, MpaHa, ApraHuctaHa, MakuctaHa u gpyrux.

C Hayana 2020 roga mMpoBasA NaHAeMMA CepbesHO 3aTpoHyia chepy TpaHcrnopTa u
JIOTUCTUKKM, M nporpecc 6bla NPUOCTAHOBAEH oOrpaHuMyeHuamn Kosua-19, Bkato4as
pa3/InYHble HALUMOHA/bHbIE, PErMOHaNbHbIE U MEXAYHAPOAHbIE Mepbl N0 CAEPKMUBAHMUIO
pacnpoCcTpaHeHUsa MaHAEMWUWU MyTEM CAEPKMBAHWUA FN06aNbHbIX LEnoYeK MOCTaBOK.
Pernon UeHTpanbHol Asnm, 6yayumn cnabo B3aMMOCBA3AHHbIM, UCMbITA/ NOCNeACTBUA
rno6anbHOro KPU3nca B YMCe NepBbiX.

B KoHTeKcTe Bbixoga CLUA 1 mexayHapoaHOro KoHTMHreHTa ctpaH HATO u3 AdpraHuncraHa
BcepeanHe 2021 roga, BaWMHITOH YETKO Aa/l NOHATb CMEHY CBOMX BHELLHENONNTUYECKMX
npuoputetos. CeroaHs pernoH LleHTpanbHoM A3nn He BXoguT B chepy cpesHeCcpOUHbIX
mHtepecos ana CLWA v cTtpaH 3anaga.

CHU)KEeHME aMEepUKAHCKOM MNONUTUKM B PEFMOHEe COBMAMI0 C POCTOM KUTAMCKOro
npucytcTeuns. UmeHHo B 2014 roay MeKnH BnepBbie 06bsiBUA 0 CBOEN MHMUMaTMBE «[loAc
nnytb». CTex nop Kntal npuUCTynua K OCyLLECTBNIEHUIO HECKONBbKUX MHOTOMUAIUAPLAHBIX
MHPPACTPYKTYPHbIX NMPOEKTOB, HAaNpPaBNeHHbIX Ha CTPOUTENIbCTBO M OBHOBEHME HOBbIX
M CYLLECTBYIOLWMX MOPCKUX MNOPTOB, aBTOMArucTpanewn, KesnesHblX LOPOr U Apyrux
06BEKTOB C KOHEYHOW Lie/Ibl0 CTPOUTE/IbCTBA KaK CYXOMYTHbIX, TaK U MOPCKUX MOCTOB K
€BPONencKMMm, a B KOHEYHOM UTore 1 adpUKaHCKMM PbIHKaM.

B TO e Bpems, ycuneHue ponun n npucytctena Kutaa B pernoHe, n B KasaxcraHe, B
YaCTHOCTU, OTpaXKaeT onpeaesieHHbI CABUT B reonoUTUYeckom pa3suTum LA.

Kutali Toxe mHorga coszaeT npobnembl C TOYKM 3PEHMA TPAHCMOPTa U JIOTUCTUKW.
Hanpumep, B okTAbpe 2021 roaa KMTaCKME TaMOXKEHHMUKMN 3aNpPeTUIN Ka3axCTaHCKOMY
3epHY W [ApYroM Ce/bCKOXO3ANCTBEHHOW MPOAYKUMM Mepecekatb rpaHuLy u3-3a
BHYTPEHHUX orpaHudeHmnin COVID, nnn Tak OHWM yTBepXKAanWu. Takue 3aZepiKKU Ha
nepecevyeHunn rpaHnLbl NPOUCXOAAT BCE Yalle, K 60/bLIOMY COXKaZEHUIO Ka3aXCTaHCKUX
YNHOBHMKOB.

Cpeay OCHOBHbIX BbI30BOB M Yrpo3 B 06/1aCTU TpaHCMoOpTa U JIOTUCTUKM BblAENAOTCS
reorpaduuyeckoe pacnosiokeHuve KasaxctaHa W COBPemMeHHas reonoAUTUYEeCKas
cutyauma. KasaxctaH BbIHYXKAEH 60poTbCAa 3a pasBuUTME U AMBEPCUPMKALMIO CBOMX
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3KCMOPTHBIX MapLIPYTOB, PbIHKOB CObLITA, @ TAaK¥Ke HOBbIX TPAHCMOPTHbIX KOPUAOPOB. Kak
NoKasann HegaBHMe CoBbITUSA, CBA3AHHbIE CO CreLmManbHOM onepaLmet POCCUMCKUX CUA
Ha YKpauHe, KasaxcTaH oKa3asnca Kak bbl Nog, nepeKkpecTHbIM OrHEM aHTUPOCCUMICKUX
CaHKUMIA C OAHOM CTOPOHbI, M 3KOHOMMYECKOW B3aMMO3aBMCUMOCTbIO C APYrow.
Be3yc/10BHO, aHTUMPOCCUIACKME CaHKUMKM GaKTUYECKM MOMEHTasbHO yaapuau no PK,
0CO6eHHO B chepe IKCMOPTHbIX NOCTaBOK. MeayHapoaHble NopPTbl Ha4aan OTKasbiBaTb
B NPUHATUM Ka3aXCTaHCKOrO 3KCNOpPTa, MOTOMY YTO TOBapbl MPUBbLIBAAN Ha POCCUICKUX
Cyfax, 3a4acTyio 6e3 COMNpOBOXKAEHMA HEeobXOoAMMbIX AOKYMEHTOB, TaKMX KaK
MeXyHapoHasA CTPaxoBKa. [JaHHble Npumepbl HAMMAAHO NOKa3biBaloT HEOHXOAMMOCTb
nepeopueHTaLlmm 3KOHOMMUYECKOW M TOProBO-TPAHCMOPTHOWM MNOAUTMKM KasaxcTaHa,
BKJ/IIOYAA OCTPYID HEOBXOAMMOCTb MO MOMUCKY a/fbTEPHATUMBHBIX MyTel M MapLIpyTOB
cbbiTa COBCTBEHHOM NPOAYKLUN.

B 1O e Bpems, Y36eKuUCTaH aKTUBHO NpoasuraeT u No66upyeT cBOM HaLMOHaNbHble
MHTEepecbl NO CO3J4aHWI0 TPAHCMOPTHOrO Xaba Ha CBOEN TeppuUTOpUM, MOCPEenCcTBOM
noaKtoYeHnn Kntas yepes KenesHoLopOoXKHY0 ceTb K AdraHuctaHy, MpaHy 1 ganee 8
CTpaHbl HOKHOM A3MK. KasaxcTaH B JaHHOM C/lyyae OCTaeTCsl B NpouUrpbILLe.

KasaxcTaH HMKOrga He npekpallan nonbiTKW NpuBaedb 60/blle UHBECTULMIN U APYTUX
BO3MOYHOCTEI AN CBOEro TPAaHCMOPTHOrO CEKTOPA M YBENUYUTL NPpUbbINbL. KaszaxcTaH
[obuvBaeTcA pa3BUTUA CBOErO HALMOHA/IbHOMO TPAHCMOPTHOrO MOTEHUMana ¢ Havana
1990-x rogos. CTpaHa cTapanacb NpUBAEKATb M BKAAAbIBATb 3HAYUTEIbHbIE CPEACTBA B
CTPOUTENBCTBO M NEPECTPOMKY HALMOHANBbHOW CUCTEMbI aBTOMOBUBHBIX U ¥Kene3HblX
[0pOr; MOPCKME NOPTbl U a3PONOpPTbl, BKAKOYAA NOrPaHUYHbIE KOHTPOIbHO-NPOMYCKHbIe
NYHKTbI.

B pamkax rocnporpammbl «Hypabl }Koa» B cTpaHe noctpoeHo cBbiwe 1300 KM HOBbIX
KenesHblx gopor. EcTb nnaHbl yBENMYUTb MNPOMYCKHYK CMOCOBHOCTb Fpy30BOro
TepmuHana JocTbiK K 2022 roay, pacnonoXeHHOro Ha rpaHuue ¢ Kutaem.

B TeueHune anuTenbHoro BpemeHu KaszaxcrtaH BmecTe ¢ Apyrumum ctpaHamum LLA ctpemumTcs
K b6onee TeCHoMy coTpygHuuyectBy c MpaHOM Ans MONyYeHUs AO0CTyna K OTKPbITbIM
MmopAm. OgHaKo reonoanTUyeckas KOHPPOoHTauma BOKpyr MipaHa caenana sTv BONpochl
CIMWKOM C/IOXKHbIMW M MHOTAA AAXKe CIULWKOM PUCKOBaHHbIMM 1A n3ydeHus. OctaeTca
HeACHbIM, MOeT M MpaH 6e3onacHo ToprosaTb co cTpaHamu LleHTpanbHoit A3uu B
pamMKax AeMCTBYIOLLErO peXMma CaHKLUN.

To ecTb, NOKA NepcrneKkTMBbl KazaxcTaHa B NOMYYEHUM AOCTYNA K HOXKHbIM MOPSAM TaKKe
BbIMAAAT MpayHbiMK. [lBe cTpaHbl B HenocpeacTBeHHoW 6am3ocTM oT KasaxcraHa,
Poccua 1 MpaH, CTanKMBaoTCA C KECTKUMM CaHKLMAMM, U NpeacKasaThb, Korga cuTyauus
HOPMANM3yeTCcs, MPAKTUYECKN HEBO3MOKHO.

PYKOBOACTBO CTpaHbl TBEPA0 BEPUT, YTO €CTb M APpYrue aNbTepHaTUBHbIE TPAHCMOPTHbIE
NPOEKTbI, KOTOpble NpeanaraloTca rocyfapcrsam pervoHa. CrpaHbl LleHTpanbHOM
A3MM C/IMILKOM XOPOLWIO MOHMMAOT HEeOobXOAMMOCTb YKpPenieHWa perrMoHasbHOro
coTpyaHMYyecTBa B 061acTU IOTUCTUKM M TpaHCNopTa. PerMoHanbHaa €BA3b OCTaeTca
OaBHel npobnemoit gns LeHTpanbHOM A3um n KasaxcraHa.

Takum o06pasom, CTaTbA OnpeaensieT OCHOBHblE BbI30Bbl M PUCKWU, U NPeACTaBNseT
LUMPOKYIO TeoMNONUTMYECKYIO KapTUHY perMoHa, B KOTOPOM CTpaHbl LieHTpanbHoM
A3MM NbITAOTCA A4OCTUYb OAHOMN YHWBEPCANbHOM LEM — MOAYYUTb AOCTYN K HOMKHbIM
MOpPAM, NOCPEACTBOM BbIXO4a Ha TPAHCMNOPTHbIe cucTembl MpaHa u MakuctaHa yepes
TYpOyneHTHbIN ApraHucTaH.
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INTRODUCTION

Since gaining its independence, the Republic of Kazakhstan has been constantly working
on improving and diversifying its transportation capabilities. The efforts paid off by
bringing the country closer to the idea of serving as a land bridge connecting its Eastern
and Western neighbours. Kazakhstan has been eagerly pursuing the development of
its national transportation capacities since early 1990-s. The country tried to attract
as well as invest heavily into constructing and re-constructing national highway and
railway system; the seaports and airports, including the border checkpoints. It managed
to resolve promptly and peacefully all of the border disputes left behind by the Soviet
Union. It created necessary conditions for efficient border crossings, both for goods
and the people. Kazakhstan directly borders five countries - Russia, China, Kyrgyzstan,
Uzbekistan and Turkmenistan.

Via its land corridors, Kazakhstan connects China with Russia, South Caucasus and
Europe; connects Russia with Central Asian region and Afghanistan; connects the rest of
Central Asian republics (Kyrgyzstan, Tajikistan and Uzbekistan) with Russian Federation
and Europe.

Being a transit country between East and West, Kazakhstan is widely considered as a
strategic transportation link both regionally and internationally. However, since early
1990-s, there were always few key factors Kazakhstan struggled with and would probably
continue to struggle with in the future. Those include geography and geopolitics, and
whilst the former is constant, like the fact of being a land-locked country without an
immediate access to the sea, the latter suggests much more volatile narrative. The
complex character of geopolitics is that not only it frequently changes, but as a middle
power Kazakhstan implements its own version of multi-vector, or multipolar foreign
policy.

These factors, while running in the background still contribute to critical decision making
in the area of transportation and communication. Furthermore, other explicit risks and
challenges emerge, such as worldwide pandemic, focus on pursuing the sustainable
development and green energy, the disruption of the global value chains and others.

Since early 2020, the field of transportation and logistics got seriously affected by the
world pandemic and the progress has been suspended by Covid-19 restrictions, including
various national, regional and international measures to curb the spread of the pandemic
by containing the global supply chains. Clearly, it poorly reflected upon every type of the
transport: land, sea and air; caused the disruption of the export/import operations, and
resulted in creating a certain rift between the developed and developing economies. Central
Asian region being poorly interconnected as it is, experienced the effects of the global
crisis among the first. At the latest Central Asia-China Summit, Kazakh President Kassym-
Jomart Tokayev highlighted the importance of diversifying the transportation routes by
launching new land corridors. In this regard, authorities plan to invest as much as 20 billion
USD until 2025 to expand the national transportation and logistical capacities, particularly
in the direction of China®. According to some estimates, Kazakh government already

63 Askarov A. (2022) Kazakhstan intends to invest $20 billion in development of transport corridors (B passuTue
TPAHCMOPTHbIX KOPUAOPOB KasaxctaH HamepeH BAOXUTb $20 mnppa.,), Kapital KZ 25.01.2022. — URL: https://kapital.kz/
economic/102281/v-razvitiye-transportnykh-koridorov-kazakhstan-nameren-vlozhit-20-mlrd.html
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allocated up to 30 billion USD in this field from early 1990-s%. Among other achievements,
Kazakhstan managed to obtain the railroad link to Turkmenistan’s national railway system.
It proves to be highly important and strategic direction for future endeavours in this area.

Within the framework of state Program “Nurly Zhol”, the country built over 1300 km
of brand new railroads. For example, Borzhakty — ERSAI is now connected to the newly
launched ferry complex Kuryk on the Caspian Sea®. Its construction was completed
recently with the specific objective in mind — to serve as a supplementary port for
Aktau. Nowadays Aktau port is getting heavily overwhelmed and overstretched with the
sheer amount of shipped and received freight containers growing on the daily basis via
Transcaspian route. In 2016, Azerbaijan, Kazakhstan, and Georgia signed an agreement
on establishing the Trans-Caspian International Transport Route (TITR) to help to reduce
the time required to reach a point of destination: up to 15 days instead of 45 days by the
existing land corridors®®.

Kazakhstan together with other CA countries spends unbelievable amount on
transportation, almost as much as 80% of the cost of the exported products. With 90
percent of the freight traffic between Asia and Europe occurring by maritime routes, the
land corridors still remain at disadvantage. Without an efficient transportation system,
Kazakhstan would continue facing difficulties in fully integrating into the global supply
chains despite having abundant natural resources and being one of the littoral countries
of the Caspian Sea, alongside Iran, Azerbaijan, Turkmenistan and Russia.

Similarly, Central Asian countries too comprehend well the need to enhance the regional
cooperation regarding the logistics and transportation. Regional connectivity remains a
long-standing issue for Central Asia and Kazakhstan. Overused old Soviet infrastructure,
volatile regional and sometimes bilateral relations between the CA countries and low
intra-regional trade levels contribute too®. On 24 February 2022, Russian Federation
had launched “a special military operation” against Ukraine to protect the separatist
regions of Donetsk and Lugansk as was claimed by the government. The operation had
been deemed as both illegal and illegitimate by the international community, including
European Union and NATO. Within barely a week, Russia became an international pariah
overwhelmed under the countless sanctions and struggling to keep its national currency
afloat.

Neither of Moscow’s long-time allies and partners expected the situation to go from bad
to worse in the matter of few days that followed the invasion. It became increasingly
clear for the member states of the Eurasian Economic Union, including Kazakhstan that
anti-Russian sanctions would hit them too, albeit indirectly. It was unclear though to
what extent and how far the damage might take place. As of the March 5, 2022 the
situation regarding the ongoing war in Ukraine is still unfolding and the effects as well
as implications of the anti-Russian sanctions upon Kazakhstan’s economic development
are yet to be seen.

64 Sultanov T. (2019) Development of transit potential in conditions of integration of the Republic of Kazakhstan into
the -world transport system, Eurasian Rail Alliance Index, 05.31.2019. — URL: https://index1520.com/en/analytics/razvitie-
tranzitnogo-potentsiala-v-usloviyakh-integratsii-respubliki-kazakhstan-v-mirovuyu-transport/

65 Kuryk Port Development Project. — URL: https://kuryk.kz/en/kuryk-project/development-history.html

66 Kenderdine, Bucsky (2021) Middle Corridor—Policy Development and Trade Potential of the Trans-Caspian International
Transport Route, Asian Development Bank, May 2021. — URL: https://www.adb.org/publications/middle-corridor-policy-
development-trade-potential

67 Sultanov T. (2019) Development of transit potential in conditions of integration of the Republic of Kazakhstan into the
world transport system ...
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Already Kazakhstan started experiencing certain difficulties in delivering its goods,
chiefly via the sea-ports®. This is easily explained by the fact of how close, almost
interdependent the economies of Kazakhstan and Russia are, starting from the
trade, import/export operations and the logistical chains between the two countries.
Kazakhstani goods and products are shipped and delivered by the vessels registered in
Russia that currently found themselves without an international insurance. Substantial
amount of Kazakhstan’s export to the world markets occurs via the territory of the Russian
Federation, so when it does reach its destination the confusion begins. If situation is left
unresolved, it would surely continue damaging Kazakhstan’s export capacities further.
This suspension of Kazakhstani goods has an inevitable logical conclusion: the urgency
of diversification as fast as possible. And the search to remove the geographical curse of
remaining land-locked.

The other impact from the ongoing war in Ukraine is considered more middle-term.
Despite robust governmental measures to keep the prices down and the national
currency afloat, the logistics nevertheless managed to get badly affected, which in turn
contributes to the overall price increase. Moreover, some vendors deal with customers
in Kazakhstan via their primary offices located in Moscow and other Russian cities
which entails another set of damage to the continuous chain of supply between the
two countries.The current situation better than any illustrates the pending risks and
challenges, close economic and financial interdependency with Russia suggests for
Kazakhstan.

With heavy anti-Russian sanctions under way, it is perhaps high time for Kazakhstan to
start taking some serious precautious steps towards carving alternative transportation
routes to South Asia, and possibly Iran. South Asian region has few issues of connectivity
itself, with Pakistan forging stronger ties with China and Afghanistan and India pursuing
its own ambitions elsewhere®. However, in January 2022 Islamabad announced its plans
to construct a new gas pipeline from Kazakhstan. Also Pakistan envisioned to join the
railway network with Kabul and Tashkent.

The other closest partner China too sometimes ends up creating troubles in terms of
transportation and logistics. For example, in October 2021 Chinese custom officials
banned Kazakh grain and other agricultural products from crossing the border due to
the internal COVID restrictions, or so they claimed™. Such delays at the border crossing
take place with an increasing frequency, much to the dismay of Kazakhstani officials.
Kazakhstan never stops attempting to attract more investments and other opportunities
for its transportation sector and to increase the profit. In this regard, there are plans to
increase the cargo traffic capacity of the Dostyk Trans Terminal by 2022 located at the
border with China. Currently over 70% of the traffic between the two countries flow
through the Dostyk’. The most challenging route for Kazakhstan is envisaged as the one

68 ”Shipping companies do not accept cargo from Kazakhstan»: the businessman’s appeal was answered by the Foreign
Ministry, March 03 (CysoxoaHble KOMNaHUW He NPUHUMALOT rpy3bl U3 KasaxcTaHa»: Ha obpalieHue GU3HeCMeHa OTBETUAN
8 MWUA). — URL: https://tengrinews.kz/kazakhstan_news/sudohodnyie-kompanii-ne-prinimayut-gruzyi-kazahstana-463433/
69 Third Kazakh-China Rail Crossing Is Geo-economics, Not Development, by Tristan Kenderdine, December 2021
(Vol.16 No.4). — URL: https://www.globalasia.org/v16no4/feature/third-kazakh-china-rail-crossing-is-geo-economics-not-
development_tristan-kenderdine#:~:text=In%20northern%20Xinjiang%2C%20China’s%20economic,is%20n0%20longer%20
economic%20development.

70 Transport trap: China banned the import of wheat from Kazakhstan (TpaHcnopTHas nosywka: Kutait 3anpeta BBo3uTb
nweHnyy u3 KasaxcraHa), 05.10.2021. — URL: https://inbusiness.kz/ru/last/transportnaya-lovushka-kitaj-zapretil-vvozit-
pshenicu-iz-kazahstana

71 New Terminal at Dostyk Station Increases Cargo Traffic through Kazakhstan, 24 August 2021. Astana Times. — URL: https://
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connecting Central Asia via Afghanistan to Iran and South Asia. When we say route, it
suggests mainly railway network that can transport both goods and people. It should be
solid, stable, and most importantly safe.

For a long period of time, Kazakhstan together with other CA countries has been looking
towards cooperating closer with Iran to get an access to the open seas. However, the
geopolitical confrontation around Iran made the matters too complex and sometimes
even too risky to explore. In other words, it had never been particularly favourable and
consistent. Iran’s geopolitical stance in the region is also ambiguous and calls for few
guestions. It remains unclear whether Iran can safely trade with Central Asians under
the current sanctions regime. And the new nuclear deal with United States has not been
finalised for the time being.

In 2020 Iran opened 225 km. long railway link from Khaf to Herat in Afghanistan. The
route is currently functioning to the benefit of both countries’. There are both good and
bad news concerning this route for Central Asian republics, including Kazakhstan. If and
when Kabul would be able to extend the existing Hairatan-Mazar-i-Sharif route to connect
all the way to Herat, it would mean that both theoretically and empirically Central Asian
countries would finally connect to the Iranian railway system. And would automatically
gain access to Iranian sea ports. The bad news is no one can forecast precisely when this
might happen, and how it might play out with increasingly conservative Taliban currently
in power in Afghanistan.

Considering the recent tumultuous history of Afghanistan, it was always hard to tell
whether the country can indeed serve as a solid and viable transportation link for
whoever concerned. With Taliban takeover and major hostilities ended, it is yet an open
question whether the new leadership is truly interested to implement those long pending
infrastructure projects. So far there is only one route that functions today between
Afghanistan and Central Asia: Termez-Mazar-i-Sharif railroad constructed back in 2011
and later exploited for the purposes of Northern Distribution Network. Uzbekistan and
other interested parties envisage extending that railroad to the rest of the country and
connect it with either Iranian or Pakistani railway system, preferably both”.

The other alternative is to extend the railroad from Mazar-i-Sharif directly to Tajikistan to
be connected in turn with Kyrgyz railway system leading further east to China. This route
might prove longer though. Both Tehran and Kabul clearly prioritise the direct link to
China: the shorter, the better as well as cheaper. Being located too far north Kazakhstan
appears at a disadvantage here. Meaning, it is highly likely that the country would get
bypassed to establish shorter, much more efficient route via Tajikistan and Kyrgyzstan.
In this case Kazakhstan would fail to receive that long awaited access to the sea-ports
of either Iran or Pakistan. Nur-Sultan would be left only to negotiate further and/or
offer something in return for including the country in the suggested railway network.
Meanwhile, Tashkent already signed the deal with Taliban regarding the construction of
Trans-Afghan railway system linking Mazar-i-Sharif with Kabul and Pakistani Peshawar.

astanatimes.com/2021/08/new-terminal-at-dostyk-station-increases-cargo-traffic-through-kazakhstan/

72 Khaf-Herat Railway Project. — URL: https://www.railway-technology.com/projects/khaf-herat-railway-project/

73 Central Asia in the system of international transport corridors: view from Uzbekistan, Institute for Strategic and
Interregional Studies under the President of the Republic of Uzbekistan (LeHTpasibHas A3us B cucTemMe MeKAYHAPOLHbIX
TPAHCMOPTHBIX KOPUAOPOB: B3rNAA4 U3 Y36eKuctaHa, MHCTUTYT CTpaTernyeckMx U MeKPermoHasbHbIX UCCAefoBaHUI Npu
Mpe3snaeHte Pecnybauku Y3bekucraH), 06.09.2018. — URL: http://isrs.uz/ru/maqolalar/markazij-osie-halkaro-transport-
julaklari-tizimida-uzbekiston-nigoi
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World Bank is expected to fund the route worth 4.8 billion USD, as neither of the three
countries involved is capable and willing to cover the bill”*,

Tashkent had been diligently negotiating and planning its opportunities in terms of
regional connectivity, including both railroads and highways. In 2018, Kashgar —Irkeshtam
— Osh — Andijan — Tashkent highway was launched connecting Uzbekistan with China via
Kyrgyzstan, again bypassing Kazakhstan”. Uzbekistan is the only country in the region
that borders all other Central Asian republics. Adding China-Kyrgyzstan-Uzbekistan
railway with Kashgar-Irkeshtam-Osh-Andijan-Tashkent highway it makes up two different
routes with every chance of becoming the key transport arteries that would finally bind
Central Asia to the rest of the world’®. Moreover, it also works well with the Chinese
BRI narrative. At the same time, we should never forget about the geopolitics at play.
These life changing infrastructure projects still hang in the air due to certain variables
and factors, including the fragile situation in Afghanistan and its relations with each of
CA country. Particularly very delicate configuration of the balance between Kabul and
Dushanbe, one might add. Currently Taliban is experiencing certain difficulties regarding
its relations with Tajikistan.

Dushanbe one way or another keeps providing support for ethnic Tajiks residing in
Afghanistan, mainly in northern provinces. The current opposition group called National
Resistance Front, the successor of the Northern Alliance who once sided with Washington
during the Operation Enduring Freedom back in 2001 continues to present a very real and
tangible threat to Taliban. In fact, it is considered the only enemy left to defeat within the
country. The leader of the National Resistance Front, Ahmad Massoud junior stayed in
Tajikistan after his forces got scattered by Taliban last year””. At the same time, since the
takeover in August 2021, some of the military equipment and armoured vehicles United
States left behind ended up in both Tajikistan and Uzbekistan when the pro-government
troops escaped to the neighbouring republics. Taliban keeps demanding the return of
those. Additionally the movement managed to station several thousand troops on the
border with Tajikistan.

With relations turning this sour between the two CA republics and Afghanistan it remains
to be seen whether any of the above mentioned logistical projects might materialise
in the near future. However Afghanistan still depends on both Dushanbe and Tashkent
regarding the supply of the electricity and humanitarian aid. Tajik power lines provide
Afghanistan’s Northern provinces with cheap electricity, etc.

74 Central Asia in the system of international transport corridors: view from Uzbekistan...

75 Kukeyeva F., Zhekenov D. etc. (2020) Problems of Implementation of the Belt and Road Initiative in Central Asian Countries,
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CONCLUSION

Kazakhstan can only hope that this so called North-South transport corridor would prove
beneficial for the main stakeholders, namely China, Iran and possibly India. Unfortunately
neither United States nor European Union are interested so far in investing in the
regional infrastructure at this stage. Since the withdrawal from Afghanistan, firstin 2014,
then in 2021 Washington had clearly signalled its dwindling interests to its Central Asian
partners.

American declining policy in the region had coincided with the rising Chinese presence.
It was in 2014 that Beijing first announced its One Belt, One Road initiative, also
sometimes called as Belt and Road Initiative (BRI) and New Silk Road. Since then China
had launched several multi-billion infrastructure projects aimed at constructing and
renovating new and existing sea ports, highways, railways and other, with the ultimate
purpose of building both land and the sea bridge to European, and eventually African
markets. Kazakhstan as its first immediate western neighbour was supposed to serve as
direct and strategic link connecting Beijing to other Central Asian republics, then to the
Middle East and further to Eastern Europe.

With BRI’s immediate future unknown, Kazakhstan is left greatly affected by the high
connectivity gap separating it from closer integration into the global value chains. So
far Kazakhstan’s perspectives in gaining access to southern seas also looks bleak. Two
countries in Kazakhstan’s immediate neighbourhood, Russia and Iran are facing severe
sanctions and it’s almost impossible to forecast when the situation would normalise.

Having relied so massively on Moscow in terms of transportation and access to the
world markets, Kazakh authorities may need to start investing in the alternative choices.
The country’s leadership strongly believes there are other alternative transportation
projects that are being offered to the regional states. Like China having a direct access
to both highway and railway system of Russian Federation or connecting directly with
the bordering Kyrgyzstan and Tajikistan keen to participate in BRI as many others are,
allowing thus to bypass Kazakhstan’s territory altogether.
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EXTENSIVE ABSTRACT

CTaTbsl MOCBALLEHA AKTyas/IbHOM TEMATUMKE WMHUUMATUBbLI «OAMH MOAC M OAWMH NyTb»
(ONOM) wu yyactma B HeW KasaxcTaHa. B mMCTOpUYECKOM KOHTEKCTE WHMLMATMBDI
paccMOTpeHbl KOHLENTyasibHble ee MOMOXEHUA, BKAOYAA MOJIOXKEHUA COBMECTHOTO
co3gaHua OMNOT 1 TecHOM CBA3M 3KOHOMMK CTPaH B MMPOBOI SKOHOMMUKE.

Peanusauma OMNOIM —3To0 cBoeobpasHbili OTBET HA MNPWU3bIB K MHOFOMNOAAPHOCTH,
rnobannsaumm  SKOHOMWKWM,  KYAbTYPHOMY  MHOroobpasuio,  pervoHasibHoOMy
COTPYZAHMYECTBY OTKPbITOrO TMNa, 0bLei cuctembl CBO6OAHOW TOPTrOB/AM U OTKPbLITOCTHU.
MHWumMaTMBa MO3BONAET YMNOPAAOYUTL MepemelleHme GaKTopoB MNPOM3BOACTBA,
NoBbICUTb 3PEKTUBHOCTb pacnpeesieHUsa Pecypcos U T.M.

MHMuMaTMBa - O4HA M3 COCTaBAAIOLLMX CTpaTErMM TOProBO-3KOHOMMNYECKOTO OCBOEHMA
Kutaem LleHTpanbHOA3MaTCKOTO perMoHa W Co34aHUA B NepcrneKkTuBe NOAHOLLEHHOM
30Hbl CBOOOAHON TOProsaW. 3TO MOAYEPKMBAET TE3UC O YETKOM W MmparmMaTUyHoOM
BHeLWHel nonuTrke Kntas - KpynHoM SKOHOMMYECKON Aep3KaBbl KaK B NobanbHOM, Tak
1 permoHasbHOM popmartax.

Ona Pecnybnvkm KasaxcTtaH yyacTMe WMHTEPECHO C YY4eTOM HEKOTOPbIX YC/0BWUNA,
BK/IlOYAA: aHanu3 M BblAe/IeHWe 3/1IeMEHTOB, MNPUB/IEKaTeNbHbIX ONA 3KOHOMUKU
CTpaHbl, HeobXoAMMOCTb 4YeTKOro OnpefesieHnA OpPraHU3auMOHHbIX W MPaBOBbIX
YCNOBUI yvyacTua B NpPOeKTe, obecrneyeHMe 3KOHOMMYECKOW 6e30MacHOCTU CTPaHbI.
Takke HeobxooMMO CBepUTb CTpaTerMm pasBUTUA CTPaHbl U MHULMATMBLI, PACKPbITb
NnoTeHUMan PerMoHanbHOrO PblHKA, aKTMBM3MPOBATb MHBECTUUMM W notpebneHue,
co3aaTb cnpoc 1 paboure mecTa, a TakKe NpopaboTaTb BOSMOMKHOCTU A1 B3aUMHOTO
[0oBepuA W JanbHenlero pPasBUTMA PA3HOCTOPOHHEro COoTpyAHMYecTBa. KasaxcraH
npunaraeT ycunuMa ONA akTUBHOMO y4yactua B peanusaumm MHWUMATUBbLI, ONMPAAchb
Ha KOHLENTyaNbHYl0O OCHOBY M B3aMMOBbLITOLHOE COTPYAHWYECTBO, CTpaTerMyeckuin
XapaKTep napTHepcTBa v Apyrue npuHUmnbI.

MepcneKkTMBHbIMM HanpaBieHUAMU Aas KasaxcTaHa MOFyT CTaTb B3aMMHas TOProsis,
chepa MHBECTULMI, pa3BUTUE PA3IUYHOM TPAHCMOPTHOM MHOPACTPYKTYPbI, SHEPreTUKa
M TPaHCMOPTUPOBKA 3HEPropecypcos, MPUrpaHWYHOE COTPYAHMYECTBO, nepexos K
«3e/1eHON SKOHOMMUKE»-»3e/ieHble pepopmbl».

B3aMmHaa TOprosns BXOAMT B MNepeyeHb MPUOPUTETHbIX HanpaBaeHnin «OpuH
MoAC M OAMH MyTb». 34eCb CNedyeT YeTKO MPUAEPNKMBATLCA Kypca Ha ycCTpaHeHue
avcbanaHca CTPYKTYpPbl Ka3axCTaHCKOro 3KCnopTa, obecneyeHne ero ansepcudurkaumnm
M nocTynaTenbHOro pocta ToBapoobopota. OpHOBPeMEHHO ciefyeT BEeCTM
ueneHanpasaeHHyo paboTy No yBENMYEHUIO COAEPKAaHUA B Ka3axCTaHCKOM 3KcnopTe
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NPOAYKUMM C BbICOKOM f06aBAEHHOW CTOMMOCTbIO. TakKe ciaeayeT cocpeaoTouUTbCs
Ha pelleHWe paga 3a4ad, NpPeaNoXKeHHbIX B MHUMUMaTMBE. [IPUOPUTETHBIMU ABAAIOTCS
co3gaHne 6onee 6GNArONPUATHLIX YCNOBMI ANA BHEWHEN TOProBAM M pasBuUTUE
TaMOXEHHOro CcoTpyaHMuecTBa B Kommiekce. CneayeT Takke pabotaTb Hapg
YMEHbLUEHMEM U3AEPKEK U YBENMYEHMEM MPOMYCKHOW CNOCOBHOCTU MepemeLLeHuns
rpy30B, B MepPBYIO o4Yepesb TPAH3UTHbIX.

310 6yaeT cnocobcTBOBaTb PELIEHWUIO elle OAHOM BaxHOM ana  KasaxcTaHa
BHELUHE3IKOHOMMYECKOM 3343a4n - opmMMpOBaHME YCNOBUN peannsaumm cornaweHumn
BTO.

B cdepe nHBeCTMUWMIA, NpUBAEKaeMble UHBECTULMOHHbIE CPEACTBA CedyeT HanpaBaATh
B pas/nuyHble nepepabaTbiBaloliMe WHHOBALMOHHbIE MNPOU3BOACTBA. AKTya/ibHbIM
0CTaeTcs COBMECTHOE CO3/,aHNe BbICOKOTEXHOIOTMYECKUX MPOMU3BOACTB MO NepepaboTtke
Cblpbfi, BbIMYCK KOHKYPEHTOCMOCOBHbIX MPOAYKTOB HepTeEXMMUM U  METannypruu,
a TakXKe nNpou3BOACTBO obopyaoBaHMA Ans HedTerasoBonM W METaNNypruyeckom
NPOMbBILIJIEHHOCTM, COOTBETCTBYIOLWEro MWPOBbIM CTaHZapTam. Takad npoayKuuA
no3sonut KasaxctaHy obecneunTb COBCTBEHHbIM BHYTPEHHUI PbIHOK COBPEMEHHbIM
obopyaoBaHMEM, COKPATUTb PACcXoZ, BajIOTHbIX CPEACTB Ha MMMOPT aHaJ0rMyHOro
0b6opyaoBaHuUs, a TaKxKe NPOABUraTb €ro Ha BHELLHME PbIHKK cObITa, yaydLlas CTPYKTypy
9KCMOPTHbIX NMOTOKOB.

B cdepe sHepreTMyeckuMx pecypcoB W mnepefayn SHepruu crnepyeT akKTUBU3MPOBATb
COTPYAHMYECTBO B 06/1aCTN 3KONIOFMYECKM YNCTOM SHEPTETUKM, TMAPO- BETPO- COTHEYHOM
3HepreTuKe, Apyrux BUAAX BO30OHOBAAEMOMN SHEPTUU. AKTYa/IbHbIM ABNAETCA Pa3BuUTUE
TexHonorun, obopyaoBaHUA U WHXMHUPUHIA B 06nactu rnybokoi nepepaboTkm
NPUPOAHbIX SHEPropPecypcoB.

B pamKkax coTpygHuuecTBa Mo nepefaye SHEPrMuM U 3HEPropecypcoB npeanaraercs
y4yacTBOBaTb B COBMECTHON AeATe/bHOCTU No obecneyeHnto 6e3onacHOCTM HedTAHbIX
M rasoBbiXx TPybOMpPOBOAOB, APYrMX TPAHCMOPTHBIX MAapLIPYTOB, CTPOMUTENLCTBY
TPaHCrPaHWYHbIX IMHUI 3NEKTpoNepeaay M KOpUAOPOB Nepesayun 371eKTPoaHepruu, a
TaKKe MOAEPHM3ALMM CYLLECTBYIOLLMX PETMOHANbHBIX 31EKTPOCETEN.

B HanpaBneHun “seneHbix” pepopm u BHeapeHUs “3eneHbix” TEXHONOTMN- YUnTbIBas
6onbwoi onbiT Kutaa B obnactn “seneHbix” pedopm m To, 4to B KasaxcTaHe Beaetca
paboTa no nepexoay K “3eneHolt sKOHOMUKe”, LenecoobpasHO BKAOUNUTL B NEepeyeHb
3a4a4 - NyHKTbl MHMUMATMBbI O HEOBXOAMMOCTU “CTPOUTb OBBLEKTbI «3e/1eHON»
HU3KOYrepoanCTO MHOPACTPYKTYPbI, U yAeNaTb 3ToMy HeocnabneHHoe BHUMaHMe,
npefoTBPaLLan HEraTUBHOE BAMSAHUE Ha cpesy v Knumat”’ pervoHa. CnesyeT NpoBoAUTb
aKTUBHYIO [eATe/IbHOCTb MO MOBbLILWEHMIO 3KONOTMYECKON KyAbTYpbl, YKPENIeHuto
coTpygHuyectBa B chepe OxpaHbl 3KOAOrMM, OMONOrMYEcKoro pasHoobpasus U
NPOTMBOAENCTBMA M3MEHEHMAM Kaumata, cooblia co3gaBaTb TaK HasblBaembli
«3eneHblin» LLenkoBbIi NyTb.

Mpu n3y4eHn oCHOBHbIX HanpasaeHui OMNOI, MHTepecHbIX AN 9KOHOMUKM Ka3axcTaHa,
6b110 ONpeaeneHo, YTo OAHMM U3 K/KOYEBbLIX HanpaBaeHWl aBnseTca MexayHapoaHan
JIOTUCTUKA W MCMOJIb30BaHME TPAHC PErvMOHasIbHOro TPAH3UTHOrO noTeHuuana Ansa
COAENCTBMA peannsaLmm BHELHEIKOHOMMUYECKON NMONUTUKM rocyaapctea. Kntouesbim
baKkTopom CTano BbIrOAHOE reorpaduyeckoe pacnosioKeHUe CTpaHbl B LEHTpe
TPaH3UTHOM MHPACTPYKTYpbI EBpasuu.
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Mo3aTomy pasBUTHE PA3IMYHONM TPAHCNOPTHOM MHBPACTPYKTYPbI AOIKHO CTAaTb Haubonee
€MKMM U Pa3HOCTOPOHHUM, TaK KaK CB3aHO MPAKTUYECKM CO BCEMWU OTPACAAMM
HaLMOHANbHOW 3KOHOMMKM CTPaHbl. 34eCb HEOBXOAMMbIM MPeACTaBAAETCA Pa3BUTUE
MHOPACTPYKTYpbl B cdhepe TpaHCMOPTa M NOFUCTUKM, MPOEKTOB WMHPPACTPYKTYPSbI
MPUIPAHNYHOrO COTPYAHMYECTBA B LEAAX YAYHLWEHUA YCIOBUIA aBTOMOBU/bHbLIX M
YKENIe3HOAO0POMKHbIX FPY30MacCaXKMPCKMX MepeBO30K, M MOBbIWEeHUA 3PEeKTUBHOCTH
MCNoNb30BaHUA TpaHCa3MaTCKOro TPaHCMNOPTHOrO Kopuaopa. KasaxcraHy cneayet
ONTUMaJbHO OpPraHM30BaTb M Pe3y/bTaTUBHO Y4acTBOBaTb B paboTe MO COCTbIKOBKE
NNaHOB CTPOMTENbCTBA MHOPACTPYKTYPbl UM CYLLECTBYIOLMX  TEXHONOTMYECKUX
CTaHAAPTOB, CTPOUTE/NbCTBY MEKAYHAPOAHbLIX MarncTpanei u ceTM TPaHCMOPTHOM
MHOPACTPYKTYPbI, @ TaKKe PasBUTUIO MHPPACTPYKTYpbI B chepe CenbCcKoro, NeCHOro M
PbIBHOTO X03AICTB, }XMBOTHOBOACTBA, NepepaboTKM CeNbCKOX03ANCTBEHHOM MPOAYKL MM
M 3KONIOTMYECKOTO TypmU3ma.

B 06/1aCTM MeXayHapoAHbIX TENEKOMMYHUKALMIA MPUOPUTETHBIM MOMKET CTaTb yyacTme
B COBMECTHOM CTPOUTE/IbCTBE M 3KCM/yaTalMm TPAHCrTPaHUUYHbIX ONTUKO-BOIOKOHHbIX M
KabesIbHbIX JIMHMI CBA3KU. ITO NO3BO/IUT NMOBbLICUTHL KAYECTBO M 06EeCneYnTb HagEeKHOCTb
TPaHCrpaHWYHbIX TEJIEKOMMYHUKALMIA Mo BCcemy DKOHOMMYecKomy noscy Lllenkosoro
nytm. CnefyeTt TakKe BK/AOYATb B MPOrPammy COTPYAHMYECTBA MOBECTKY BOMPOC
COBMECTHOTO NMPOMN3BOACTBA TEIEKOMMYHMUKALMOHHOrO 060pyA0BaHMA.

B uenax obecneyeHua 6HecnepeboMHOro GYHKUMOHMPOBAHUA  CYXOMYTHbIX U
BOAHbIX KaHa/l0B A/11 CMELLAHHbIX NEPEeBO30K, a TaKKe MEeXAyHapOAHON CUCTEMb
NPOXOXKAEHNSA TAMOXKHW, NEPerpy3kn U oCyLWEeCTBNIEHNA MybTUMOAA/bHbIX NEPEeBO30K
3aMHTEPECOBaHHbIM CTPYKTYpam c/ledyeT OpraHM3oBaTb WM y4yacTBOBaTb B paboTte no
bOPMMPOBAHMIO COBMECTHbIX MPaBui MeXAyHapOAHOW TPAHCMOPTUPOBKM PasINUHbIX
rPy30B, CTPOMTENbCTBY MHOPACTPYKTYPbl Ha MOrpaHUYHbIX Nepexogax, yBeaudeHuto
KO/IMYECTBA BOAHbIX MapLIPYTOB M aBMACOOBLLEHMI, YKPENIeHUO COTPYAHNYECTBA B
06/1aCTU MOPCKOM NOTUCTUKK, MOBLILEHWUIO YPOBHA MOAEPHU3ALMM MHOPACTPYKTYPSLI
aBMALLMOHHBIX NEPEBO3OK.

Ha passBuTMe TpaH3MTHOrO noTeHuuana KasaxcTaHa W NOBbIlEHWE pe3ynbTaTos
ero yyactua B O[MOM, BauseT 3dPeKTMBHOE WMCNOMb30BAHWE TaKMX TPAHCMOPTHbIX
HanpaBneHWI U NorUCTUYECKMX GaKTOPOoB, Kak Kopuaopsbl JIAHbIOHTaH — Xoproc- AKTay,
LleHTpanbHan Asusa —beHpep-A66ac (MpaH), KasaxctaH — AsepbaingsxkaH — Typuus,
enesHogoposKHbIA nepexon KasaxctaH — TypkmeHucTaH — WpaH (OpraHusauuma
JKoHomuyeckoro CotpyaHuyecTBa-ECO), NpoekT ¢GuaepHOro TpaHCNOPTa, a TaKkKe
OTKPbITUE TaMOXKEHHOro MocTa «Hyp »Konbl», KaK elle oAMH BKAaZ B BO3POXKAEHME
BenuKkoro wenkosoro nytu (BLUM).

C yyetom TOro, 4to KasaxctaH HaxoguTca mapupytax Lenkosoro nytM u B LeHTpe
€ro TPAH3WUTHOM MHPPACTPYKTYPbl aKUEHT Obll cAenaH Ha OAHOM W3 KIHYEBbIX
HanpasneHuin OMNOM — «TpaHcnopT u Jlornctuka». Kakne HOBble BO3MOXKHOCTU OHU
OA0T A41A 3KOHOMUKKM U BusHeca. B nepByto oyepenb OHM Pa3BMBAOT IOTUCTUYECKYHO
OEeATeNbHOCTb M MOBbILWAKT YPOBEHb MCMO/Ib30BAaHMA TPAH3UTHOrO NOTeHUMana, u B
MTOre KOHKYPEHTOCMOCOOHOCTb HALMOHA/IbHOM SKOHOMUKN. PaccmoTpeHbl meroLumnecs
dakTopbl M NyTM yyacTna KasaxcTaHa B pamKax TPAHCMOPTa M JIOTUCTUKK, a TaKKe
BblAeNEeHbl U MPOAHaZM3MPOBAHbI NPUOPUTETHbIE (aKTyanbHble) chepbl M obnactu
9KOHOMMKM KaszaxcTaHa, BKAag4 B Pa3BUTME KOTOPbIX JAET MOMXHO MOAy4YuUTb 32 cyeT
y4yactma B OMOIM. Cpegn HUX — pa3BUTUE NPAMbIX CBA3EM MeXay aAMUHUCTPATUBHO-
TeppUTOpUaNbHbIMU eANHULAMMK U chepa «3eneHblx» pedopm.
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[anee paccmoTpeHbl AUNIOMATUYECKME MPUOPUTETLI, 3a4a4M BHELIHEW NOAUTUKA U
NPUOPUTETbI SKOHOMMUYECKOM AUNIOMATUN — KOTOPblE MOXKHO peLaTb U NoaBuraTh 3a
cyeT yyactma KasaxctaHa B Hmnumatuee OMNOTM. K HUM MOXHO OTHeCTu:

paclwupeHMe  MEXIAYHapoAHOTO  COTpyAHWYecTBa  ANa  MpUB/EYEHUs
KaueCTBEHHbIX MWHOCTPAHHbIX WHBECTUUMIA B 0Ga3oBble OTPAC/AK, BKKOYaSA
TPAHCMOPT U JIOTUCTUKY;

cofelncTBMe B MHTErpaumm MHAYCTpUanbHbIX chep SKOHOMUKM KasaxctaHa B
MeXAyHapoaHble U permoHasibHble MPON3BOACTBEHHbIE LLENOYKMY;

COAEeNCTBME Ka3axCTaHCKMM TOBApOMpOM3BOAMUTENAM B peasniM3aumm NpoeKToB
Ha 3apybeXKHbIX PbIHKaX;

bopmMnpoBaHME TPAHCKOHTUHEHTA/IbHOMO TPAH3WTHO-NOTUCTMYECKOro xaba Ha
MarucTpanbHbIx NyTax Boctok — 3anag v Cesep — tOr ¢ onopoit Ha noteHuman
rocyapCTBEHHOM Nporpammbl « HypAbl K0A», BHEAPEHUE PEXMMA «OTKPLITOTO
Heba» U MHOPACTPYKTYPHbIE MHULMATUBLI 3apyDeXKHbIX NapTHEPOB;

pasBUTME TOProBO-3KOHOMWYECKOrO U WMHBECTULMOHHOINO COTPYyAHMYECTBa Ha
perMoHanbHOM U MeCTHOM ypoBHe, MexayHapoaHoro LleHTpa npurpaHuMyHoro
coTpygHuyecTBa «Xoproc», LleHTpa TOproBo-sKOHOMWYECKOrO COTpyAHMYECTBa
«LleHTpanbHaa A3na;

COOENCTBME YKPENIEHWUIO pPerMoHasbHOM U obanbHOM 3HepreTMyecKkomn
6€e30MacHOCTM, [OCTUNKEHUIO 6anaHca WMHTEPecoB CTPAH-MPOU3BOAUTENEN,
TpaH3uTEepOoB " noTtpebutenei SHEepropecypcos, CO34aHu1I0
AnBepcUOULMPOBAHHbIX, CTABU/IBbHBIX U 6E30MaCHbIX MapLWPYTOB MX SKCMOPTA.

B 3aK/i04eHMM PacCMOTPEH HOBbLIM B3rNA4 CTpaHbl Ha HoBble BbizoBbl COVID-19 B
pamkax OMofn.

INTRODUCTION

The BRI Initiative (Initiative), voiced by the leader of China, has a large-scale, strategic
nature’®. The following most significant and interesting aspects of it and possible
approaches to Kazakhstan’s participation in it can be distinguished.

1. First of all, the formulation of the Initiative. Symbols of common history and

continuity are used in the transmission of the values of the Great Silk Road,
declared a symbol of communication between East and West”.

2. The modern international realities of the XXI century are reflected when “... the

process of world economic recovery is” sluggish and slow “, and the international
and regional situation remains complex and confused”, the urgency of the
development of “the main value of the Great Silk Road” is noted.

3. The Chinese economy and the world economy are closely related.

78 China and Kazakhstan need to create a “Silk Road Economic Corridor” - Chinese President Xi Jinping (2015)

(KuTato 1 KasaxctaHy Hy»KHO co3Z4aTb “3KOHOMUYecKuid Kopuzop Lenkosoro nytn” - npeacesatens KHP Cu LI3UHbMKUH.) -
URL: http://kz.chineseembassy.org/rus/zhgx/t1074163.htm

79 Excellent Prospects and Practical Actions for the Joint Creation of the Silk Road Economic Belt and the 21st Century
Maritime Silk Road (2015). Material of the Chinese Consulate General in Almaty. (MpekpacHble nepcnekTUBbl U NPaKTUYecKkue
AeCTBMA NO COBMECTHOMY CO3/aHMI0 SKOHOMMYecKoro nosca LLlenkosoro Nyt n mopckoro LLienkosoro nyt XXI seka (2015).
Martepuan leHepanbHoro KoHcynbctea KHP 8 Anmarbl).
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4. China’s need “to expand openness to the outside world and strengthen mutually
beneficial cooperation with the countries of Asia, Europe, Africa... China is ready...
to take on more obligations and make a more significant contribution to the world
and form a new model of international cooperation and management”°.

5. Changes took place in the international trade and investment structure and in the
rules of trade, once again emphasizes the seriousness of the problems and the
need for their joint solution.

6. The creation of BRI is a response “to the call of the world for multi polarity, economic
globalization, cultural diversity, regional cooperation of an open type, a common
system of free trade and openness.”®! BRI will help streamline the movement of
factors of production, increase the efficiency of resource allocation, etc.

7. The initiative is one of the components of the strategy of trade and economic
development of the Central Asian region by China and the creation in the future of
a full-fledged free trade zone. This emphasizes the thesis of a clear and pragmatic
foreign policy of China, both in the global and regional formats®.

With this in mind, Kazakhstan is expected to participate subject to certain conditions.

1. Analysis and selection of elements that are attractive (benefits and advantages)
for the country’s economy.

2. The need for a clear definition of the organizational and legal conditions for
participation in the project. Ensuring the country’s economic security should
remain one of the main conditions.

3. The need to reconcile the country’s development strategies and initiatives,
to unleash the potential of the regional market, to intensify investment and
consumption, to create demand and jobs.

4. To work out the possibilities allowing “the peoples of different countries to
meet more often and get to know each other more” for mutual trust and further
development of diversified cooperation.®®

The position of Kazakhstan should be to actively participate in the implementation of the
Initiative. One of the key areas of BRI - International logistics - is the use of trans-regional
transit potential for the implementation of Kazakhstan’s foreign economic policy. The
key factor is the country’s favorable location in the center of the transit infrastructure
of Eurasia region. What directions and projects can be taken into account and used to
implement the tasks of foreign economic activity?

Lianyungang - Khorgos - Aktau corridor
On the border of Kazakhstan and China on September 27, 2018, the NUR ZHOLY (RK) -

KHORGOS (PRC) checkpoint, the largest in the CIS, was opened. The customs post will
increase 30 times, and the increase in passenger traffic by 18. The opening of the Nur

80 Ibid.

81 |Ibid.

82 Beltand Road Initiative: Status and Prospects (2018) Almaty: Research Institute for International and Regional Cooperation
of the Kazakh-German University, 220 p. (MH1umaTBa «OAMH NOAC M OAMH NYTbY»: COCTOAHME U nepcnekTuebl (2018) Anmatbi:
MccnefoBaTeNbCKUIM MHCTUTYT MEXKAYHAPOAHOTO U PErMOHA/IbHOTO COTPYAHMUYeCcTBa KasaxcTaHcko-HemeLKoro yHusepcuTeta,
220¢.)

83 Ibid.
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Zholy customs post is another contribution to the revival of the Great Silk Road (GSR)
and an increase in the transit potential of Kazakhstan®.

Central Asian - Bandar Abbas (Iran) corridor

Railway crossing: Kazakhstan - Turkmenistan - Iran. According to the President of the
Republic of Kazakhstan “at present there is good interaction within the Economic
Cooperation Organisation, but there is still a lot to be done to achieve sustainable
progress”. Kazakhstan is very interested in bringing this railway line to full capacity®

Kazakhstan - Azerbaijan - Turkey

Feeder transport project. Caspian feeder: the first feeder vessel was launched from the
port of Aktau in Baku in April 2019.

1. New opportunities - for the economy and business.

First of all, they are developing logistics activities and increasing the use of transit
potential and, as a result, the competitiveness of the national economy.

- 1) The historical aspect - it is necessary to use the entrepreneurial interest in the
caravans of the Great Silk Road. This factor has good potential and can be used in
the development of tourist routes. In particular, there is a high tourist potential
from China to Kazakhstan, various tourist routes and programs.

- 2) Project “Tien Shan”. It provides special visas for businessmen and will make it
easier to do business. Kazakhstan participates in this project.

- 3) “Digital Silk Road” is one of the paths of the Kazakhstan Digitalization Program.

In April 2019, the BRI summit was held in Beijing - where they talked about the results
and prospects. As the head of the Kazakh delegation said - the world is tired of conflicts
and opposition. Many countries and international organizations are interested in
participating in BRI. BRI is a belt of tension reduction, stability and prosperity.2¢

84 https://kgd.gov.kz/ru/news/otkryt-novyy-punkt-propuska-nur-zholy-otkrytie-dannogo-punkta-propuska-privedet-k-
vozrozhdeniyu

85 Naribayev M. The Economic belt of the silk Road Opportunities and risks for Kazakhstan. Bulletin of NAS RK. # 6, 2018.
p. 188-191.

86 https://strategy2050.kz/
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Table 2: Railway corridors going through Kazakhstan®’

2. Suggested ways and measures

1) Basic approaches to Kazakhstan’s participation in the Initiative are:

- mutually beneficial nature of cooperation;

- ensuring the economic security of the country;

- support of the strategic nature of the partnership, which has a conceptual basis.
2) Promising areas: mutual trade, investment, development of various transport

infrastructure, energy and transportation of energy resources, cross-border cooperation,
the transition to a “green economy” - “green reforms”.

The development of these areas in the project is as follows.

Mutual trade is included in the list of priority areas BRI. Here it is necessary to strictly
adhere to the course of eliminating the imbalance in the structure of Kazakhstani
exports, ensuring its diversification and progressive growth of trade turnover. First of all,
it is necessary to reduce the share of raw materials, scrap metal and similar commodity
items. At the same time, purposeful work should be carried out to increase the content
of products with high benefit in Kazakhstan’s exports. The attention should also be
focused on addressing some of the challenges proposed in the initiative.

1) Creation of more favorable conditions for trade due to:

- elimination of investment and trade barriers, improvement of the business
environment in Kazakhstan;

- increasing the potential for cooperation and improving its quality;

- increasing the transparency of technical measures to regulate trade;

- expanding the range of products, optimizing the structure of mutual trade;
- development of new forms of trade, such as cross-border e-commerce;

- creation of a program of measures to facilitate trade in services.

87 Research &knowledge management. Railway Infrastructure Upside Transit Potential. September 2017. 20 p.
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2) The development of customs cooperation can go by reducing costs and increasing the
throughput of movement of goods. The main paths here will be:

- mutual assistance and mutual recognition of the results of customs control;

- development of cooperation in matters of inspection and quarantine, certification
of goods;

- improvement of infrastructure at checkpoints and introduction of a “one window”
regime at checkpoints;

- improving the security of supplies by optimizing cross-border surveillance
procedures, introducing online checks of quarantine certificates, mutual
recognition of certified intermediaries (distributors);

- efficient exchange of customs statistics data.

This will contribute to the solution of another important foreign economic task - the
formation of conditions for the implementation of the WTO agreements. Kazakhstan is
already completing the process of joining this organization and in the future it will have
to run an economic cooperation under new WTO conditions. Our country needs to form
and maintain certain competitive advantages and prospects for conducting foreign trade
activities.
Investment sphere. This key area should be addressed by:

- improvement of favorable conditions for the use of investments;

- elimination of existing barriers to attracting investment;

- ensuring comprehensive investment protection and avoidance of double taxation;

- observance of the legal rights and interests of investors.

The growth of attracted investment funds from Chinese partners should be directed
to processing industries, primarily to the oil, gas, mining and metallurgical sectors. The
joint creation of high-tech industries for the processing of raw materials, the production
of competitive petrochemical and metallurgical products, as well as the production
of equipment for the oil and gas and metallurgical industries that meet international
standards remains relevant. Such products will allow Kazakhstan:

- to provide our own domestic market with modern equipment;
- to reduce the consumption of foreign currency for the import of similar
equipment;
- to promote it to foreign sales markets, improving the export structure.
Development of transport infrastructure, This direction should become the most

comprehensive and versatile, as it is associated with almost all sectors of the national
economy.

1) It seems necessary to develop infrastructure in the field of transport and logistics,
infrastructure projects for cross-border cooperation in order to improve the conditions
for road and rail freight and passenger transportation and increase the efficiency of using
the Trans-Asian corridor. Kazakhstan should organize and participate in the work on:

- alignment of infrastructure construction plans and existing technological
standards;

- construction of international highways and a network of transport infrastructure;

- development of infrastructure in the field of agriculture, forestry and fisheries,
animal husbandry, processing of agricultural products and ecological tourism.
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2) In the field of international telecommunications, participation in the joint construction
of cross-border fiber-optic and cable communication lines may become a priority. This
will improve the quality and ensure the reliability of cross-border telecommunications
throughout the Silk Road Economic Belt. The issue of joint production of equipment
should also be included in the cooperation program.

3) In order to ensure the smooth functioning of land and water channels for multimodal
transport, as well as the international system of customs clearance, transshipment and
multimodal transport, interested structures should participate in the work on:

- the formation of joint rules for the international transportation of goods;
- construction of infrastructure at border crossings;

- anincrease in the number of water routes and air connections;

- strengthening cooperation in the field of maritime logistics.

- increasing the level of modernization of aviation infrastructure.

The area of energy resources and transmission of energy. Here it is necessary to
intensify cooperation in hydropower, nuclear energy, wind and solar energy, and other
types of clean and renewable energy. The development of technologies, equipment and
engineering in the field of deep processing of natural energy resources is urgent. Within
the scope of the supply of energy and energy resources. It is proposed to participate in
joint activities on:

- ensuring the safety of oil and gas pipelines, other transport routes;

- construction of cross-border transmission lines and power transmission corridors;

- modernization of existing regional power grids.

Development of direct ties between the administrative-territorial units of the countries.
This direction seems to be quite relevant. On the part of Kazakhstan, the subjects can be
the East Kazakhstan, Almaty and Zhambyl regions, given their territorial proximity. On
the Chinese side, we can offer the regions of Urumqi, Yining, Guangzhou and others. At
the same time, the Khorgos ICBC should certainly become an important infrastructure
component. It is advisable to intensify scientific and technical cooperation, exchange of
experience in the field of high technologies and innovations. Close contacts should be
established and the experience and possibilities of the Urumgi zone in the creation of
high technologies and technical and economic development should be studied.

Area of “green” reforms and introduction of “green” technologies. Considering China’s
great experience in the field of green reforms and the fact that Kazakhstan is working
on the transition to a green economy. It is advisable to include a list of tasks - points of
the Initiative on the need to “build green low-carbon infrastructure facilities, and pay
unremitting attention to this, preventing the negative impact on the environment and
climate of the region. Vigorous activities should be carried out to improve ecological
culture, strengthen cooperation in the field of environmental protection, biological
diversity and counteracting climate change, together “build” the so-called “green” Silk
Road.

It is necessary to take into consideration the important circumstance that China
welcomes the attraction of investments of foreign companies in the country’s economy
and the development of infrastructure and industry of the countries along the territory
of which the routes of the Great Silk Road run. In conclusion, it can be noted, that the
application of these approaches and ways of participating in the creation of the BRI will
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allow Kazakhstan to take advantage of the benefits and results of this ambitious project,
as well as to ensure the improvement of foreign economic activity and assistance to the
development of the national economy.®

Aspects of economic diplomacy.

According to the concept of Kazakhstan’s foreign policy for 2020-2030- Priorities in the
field of economic diplomacy:

- expansion of international cooperation to attract high-quality foreign investment
in the basic sectors of the economy: mechanical engineering and instrument
making, agro-industrial complex, light industry, transport and logistics;

- assistance in the integration of the most competitive sectors of the economy of
Kazakhstan into international and regional production chains;

- assistance to Kazakhstani investors and manufacturers in the implementation of
projects in foreign markets;

- continuation of efforts to transform Kazakhstan into a transcontinental transit
and logistics hub on the East-West and North-South trunk routes, relying on the
potential of the Nurly Zhol state program, the introduction of an “open skies”
regime and infrastructure initiatives of foreign partners;

- development of trade, economic and investment cooperation at the regional and
local level, ICBC “Khorgos”, Center of TPP “Central Asia”;

- assistance in strengthening regional and global energy security, achieving a
balance of interests of countries, transit countries and consumers of energy
resources, creating diversified, stable and safe routes for their export.®

CONCLUSION

One Belt One Way: a new look at new challenges. Online meeting 24/06/2021 within
the framework of the “One Belt, One Road” program. The main theme was “Facilitating
cooperation against the COVID-19 pandemic for sustainable recovery”. In his speech,
Minister of Foreign Affairs Mukhtar Tileuberdi put forward a number of initiatives,
including the establishment of cooperation in the digitalization of health care, ensuring
access to vaccines against COVID-19 and their equitable distribution as a global public
good. It’s creating a practical mechanism of cooperation in the fight against coronavirus
infection with participating countries. As a result of the event, the parties adopted two
documents: “Belt and Road Partnership Initiative for cooperation in the field of vaccines
against COVID-19” and “Belt and Road Partnership Initiative for cooperation in the field
of green development.”®

88 Naribayev M. The Economic belt of the silk Road Opportunities and risks for Kazakhstan. Bulletin of NAS RK. # 6, 2018.
p. 188-191.

89 The Concept of the Foreign Policy of the Republic of Kazakhstan for 2020-2030. 9 march 2020.

90 The head of the Ministry of Foreign Affairs of Kazakhstan took part in an international video conference as part of the
One Belt, One Road initiative (Thasa MW/, KasaxctaHa NpuHAA y4acTMe B MeXAYyHapoLHOW BUAEOKOHbEPEHLMU B pamKax
MHULMATUBbI «OAMH NOAC, OAWH MyTb».)

URL: https://www.gov.kz/memleket/entities/mfa-london/press/news/details/221848?lang=ru
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EXTENSIVE ABSTRACT (IN RUSSIA)

Bonpocbl NOrUCTUKM OYeHb BayKHbl He TOMbKO ANA CTpaH LleHTpanbHoi Asuu, HO
M pgns Bcero mupa. OCOBEHHO /IOrUCTMKA BaXKHA AN PA3BMBAOLLMXCA CTPaH W
pervoHoB. MexayHapoaHble OTHOLWEHMSA, MUPOBOM NOPAZOK, reonoNTUKA ABNAIOTCA
NONUTUYECKUMU MHCTPYMEHTAMU AOMUHUPYIOLWLMX CTPAH WMAW OCHOBHbIX YY4aCTHWUKOB
MeXAYyHapoaHbIX OTHOLWEHWA. Ho An1A pa3BMBAOLLMXCA CTPAH Fre0-9KOHOMMUKA BaXkKHee
reonoIMTUKN. B 3Tom ciydae BONpOChbl TOTUCTUKM MOXKHO PacCMaTpMBaTb Kak OCHOBHbIE
¢daKTopbl B 0671aCTN r€0-3KOHOMMUKM.

CTpaHbl LlEHTpaﬂbHOVI A3nu - pasBumBatoLLMECA CTPaHbl, COOTBETCTBEHHO PermoH TaKxe
HaXo4AMTCA B CTaauu pas3BUTUA. [InAa permoHa m CTpaH 3TOro permoHa reo-sKOHOMMKA
ABNAETCA BaXKHee U cylulectBeHHee reonos1IMTuKn.

JIornMcTMKa—3To Kak AMNA0OMaTUA 414 CTpaH LieHTpanbHoM A3mu. He Hy»KHO Nog4epKMBaTh
aKTya/IbHOCTb JIOFUCTUKK. Mbl HENOCPEACTBEHHO COCPEAOTOUMMCA Ha POAN MHTErpaLLUm
B PEWEeHUN M YCUNEHMU NOTUCTUHYECKMX BOMPOCOB, TaK KaK Kaxaas CTpaHa pervoHa
MbITaeTCA YPeryaMposaTb BOMPOCh! IOTMCTUKM U NOyYaTb OT 3TOrO Bbirody. B oaHoOM u
TOM e CLLeHapUM OAHM CTPaHbl MOTYT AOCTUYb NONOXKMUTENLHOIO pe3yabTaTa, Ho Apyrue
MOTYT CTONIKHYTbCA € YObITKAaMK, AN HAa060opOoT. OAHAKO He B OAHOM U3 3TUX CLLeHapUi
LleHTpaNbHO-a3MaTCKMI PETMOH HEe MOXKET MOAYYNUTb NONOMKUTENbHbIE Pe3y/bTaTbl Kak
NOMHOLEHHbIN TEeONOAUTUYECKUIA PErMoH. TONbKO CW/bHAA WM BbICTpas MHTerpaumn
MOXEeT CrnocobcTBoBaTb PErMoHy PeLMTb JIorMcTUYeckne npobaembl U YKpenuTb ee,
MOJy4YnB OT 3TOrO MOMOXKMUTE/IbHbIE Pe3y/bTaTbl.

MHTerpaumMoHHble MpoLEecCbl B PErMoHe MMeHT onpeaeneHHble npobnemol. Henb3s
CKasaTb, 4yTo B LleHTpanbHOM A3mm HeT uHTerpaumun. MNocne pacnaga CCCP 3Tn natb
CTpaH 6bln onpeaeneHbl Kak LleHTpanbHan Asua. MmeHHo 3Ta npocTas reorpaduyeckas
MAEHTUPUKALMA 3aMnycTMNA WHTErpaLMoHHble npouecchl. Tem He MeHee, YPOBEHb
MHTErpaLUMOHHbIX MPOLLECCOB B PErMoHe OYeHb HU3KMK. B 3TMX CTpaHax umeroTcs
HECKO/IbKO OCHOBHbIX GAKTOPOB MHTErpaumu: obLLas MAM OYEHb MOXOXKAA UCTOPUSA;
OLMHAKOBblE FeHeTUYEeCKMe KOPHU, KyNbTypa U MUPOBO33PEHME; Ta Ke NOUTMYECKan
cucteMa wuam pexkum; Mcnamckmin daktop; reorpadmyeckas rpaHuua. 3tn dakTopbl
OO/MKHbBI BbINIM CTaTb OCHOBOWM TNYBOKON MHTErpaummn, HO 3TOro He Cay4Yunocb. Bce
MHTErpaLMoOHHbIE MHULMATUBLI UCXOAAT U3BHE, @ He U3HyTpu. CTpaHbl LleHTpanbHoM
A3UM MHTErpMpoBaHbl B PaMKax PErmoHasibHbiX OPraHM3aumiA, MaBHOM ABUNKYLLEHN
CUNoM KoTopbix sBAAtOTCs Poccua unm Kutald. Poccusa - B pamkax OpraHusauum [lorosopa
0 KonnektueHon 6esonacHocTv (OAKB) n Coapyrkectsa HesaBmcumbix focyaapcts (CHI);
Kutait - B pamkax LLlaHxalickoi opraHunsaumm cotpygHuyectsa (LLOC).
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Echm nonbiTaTbcsl AaTb OLUEHKY YPOBHIO WHTerpaumu B LleHTpasbHOasnaTcKom
perMoHe, oHa OyaeT OLEHMBATbCA B PAMKax 3TUX PEervoHasibHbIX OpraHU3auuii.
3TU WMHTErpauMoHHblE MOAENAWM BaKHbl M MNONE3Hbl A/ YCKOPEHUs He3aBUCMMOM
WHTerpaunm otaenbHo ana LleHTpanbHol Asumn. OAHaKO Mbl AOMKHbBI MOHUMATb, YTO
3T WHTErpaLMOHHble MPOLLEeCcCbl He MOryT OTCTOATb MHTepecbl LleHTpanbHol Asuu
KaK pervoHa. lMpuwno spems, Ans TOro, YTobbl HaYaTb MHTErpaLMOHHbIE UHULMATUBDI
M3HYTPU pervoHa, 6e3 Kakux-1Mbo A[pyrMx pPerMoHanbHbiX WAM  TN06aNbHbIX
JOMUHUPYIOLWMX UTPOKOB MEXKAYHAPOAHbIX OTHOWEHMUI. C 3TOM TOYKOM 3peHun Hawa
CTaTbA OYEHb aKTya/bHa.

Mocne pacnaga CCCP nepes MMpPOBOM akagemuyeckon cdepol, B o0biactu
MeXKAyHapOoAHbIX OTHOLEHWIA U TeONOIMTUKM, MOABUICA HOBbIM NpeaMeT ANS U3yYeHun
Kak LleHTpanbHO-a3MaTCcKMIA PernoH, KoTopblit noTpeboBas HOBbIX MNOAXOAOB U
KOMMJIEKCHbIX UCCnenoBaHni. Mbl cOCpeaoTOYMMCA Ha CTaTbAX, KOTOPbIEe 3aTparMBatoT
[BEe OCHOBHblE TEMbl: MHTErpaLuMoHHbIe npouecchl B LleHTpanbHoM A3um 1M BOMpPOCHI
JIOTUCTUKM B pervoHe. TakxKe Mbl peLunamn pasaenntb X Ha ABe reorpadpuyeckme rpynnbl;
aBTopbl U3 LleHTpanbHOM A3uKM (BHYTPEHHWI B3rNA4,), aBTOPbI He M3 LleHTpanbHol A3un
(BHewWwHMI B3rnaa). O6a OHM OYeHb BaXKHbI A4/1A aHaNU3a, CPaBHEHMA U MOMbITKU HAWTK
conocTaB/ieHue.

LleHTpanbHan A3nA HaxoAMTCA AaNEKO OT OKeaHa, MO3TOMY Hac He MHTepecyeT Teopus
«Mopckoii mowm» Anbdppesa T. MaxaHa. Hac uHTepecyeT «Heartland» Xandopaa
MaKKkuHAepa. Bce Mbl XOpOLLO 3Haem 0 reorpadnyeckolt 0Cu UCTOPUU, U LLEHTPaNbHO-
a3MaTCKME yYeHble M 3KCNepTbl LOKHbI YKPENaaTb U pa3BuBaTh 3Ty uaeto. B XXI Beke,
KOrga 3KOHOMMYECKUI LEHTP cMellaeTca ¢ 3anafa Ha BocToK, Koraa noructnyeckue
M TPAHCMOPTHbIE BO3MOMKHOCTU LLEHTPA/NbHO-a3MaTCKOro pernoHa PacTyT, KOHLUenums
«heartland» ctana cHoBa aKTyasibHOW.

Korga mbl uccnesyem apyrve MHTErpaLMOHHbIe NPOLLECChl B KayecTBe npumepa Ans
LleHTpanbHoM A3MK, Mbl HE AOMKHbI 3a0bIBaTh O «reorpadpuUyeckom AeTepMUHU3ME.
Esponelickuin Coto3 mnam mogenb uHTerpaumm ACEAH moryT BbiTb OpMeHTMpOM ANs
WHTerpaunm B LleHTpanbHOM A3nn, HO He MOTYT BbITb NYyTEBOAUTENAM A/1A STOrO PernoHa.
Mbl JOMKHBI U3Y4UTb MX YCMELHbIA ONbIT U HE AOMXKHbI MOBTOPATb MX OLWMOKMK, HO
CHayana Mbl JO/IXKHbI U3Y4YUTb COBCTBEHHOE COCTOSIHUE, CUTYaLMIO, OKPYHKAIOLLYIO cpeay
1N UCTOPUIO, KOTOPbIV MOTYT BbIT TEOPETUYECKOM OCHOBOW COBCTBEHHbIN MHTErPaLUN.

LleHTpanbHaa Asums p[onkHa cama pa3paboTaTb CBOK COBCTBEHHYIO KOHLUEMUMIO
MHTErpauMm Ha 6ase aHaAUTMYECKMX LEHTPOB pervoHa. CeroAHa Becb npouecc
rno6annsaumm, Nnpobaembl MUPOBOTO YNPaBAEHUS, MHTErPALMOHHbIE U NOTUCTUYECKME
BOMPOCHI HY)KAAlOTCA B aHA/IMTUYECKOM LEHTPE WM MO3rOBbIX LieHTPaX. DKCNepTHble
3aKNtoYeHns u paboTa aHANUTUYECKUX LEHTPOB, a TaKXKe KOHUeNnTyasibHble W
TeopeTuyeckne MpoAyKTbl aHa/NUTUYECKOrO UeHTpa B 061acTM  MeXKAyHapOAHbIX
OTHOLUEHWI U NONUTONOTUW AOKHbI ObITb TEOPETUYECKOM 63301 HaWMX UCCNe0BaAHNA.

JMCKYyCCMOHHAA YacTb CTaTbM pasaeneHa Ha [iBe YacCTu, KOTOpble aHAIM3MPYIOT PaHHUI
nepuvoa UHTErpaLLMoOHHOro NPOLLecca M HOBbIN 3Tan UHTerpauun B LieHTpanbHoOM Asun.
B KoHLe 0bcyKaeHMa HbIN0 3a4aHO ABa HOBbIX BOMPOCA M U3N0XKEHbI MHEHME aBTopa:
moryT nn KasaxctaH M Y36eKUcTaH cTaTb ocbio LleHTpasibHO-a3MaTCKon MHTerpaummn?
Mpu13HalOT N Apyrve Tpy CTpaHbl LeHTpasibHYo posib KasaxctaHa 1 Y3bekucrtaHa?

dKcnepTbl BcemupHoro 6aHKa BbiCKa3anu CBOK TOYKY 3PEHUS, COMACHO KOTOPOM
LleHTpaNbHO-a3MaTCKMIM PErvoH elle He PeannsoBan OrPOMHbIA BHYTPEHHMI M
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MeXAYHapoAHbIA TOProBbli, JIOFUCTUYECKM W TPAHCMOPTHbIM noTeHuuan. [na
3TOro ecTb pAf4 MNPUYMH, HanpuMmep: OTCYTCTBME €AMHOro CTpaTerMvyeckoro naaHa
Mexay cTpaHamu LleHTpanbHol Asum (Npobaembl MHTErpauun); M3onauma pernoHa
OT MMPOBOrO OKeaHa (reorpaduyeckuini AeTepMUHU3M); He AuBepcUPULMPOBaAHHbIE
TPAHCMOPTHbIE MapLIPYTbl (re03KOHOMMYECKMe Npobaembl); HecTabuabHasa CUTyaLmsa
B AdraHuctaHe (reononutuyeckme npobnembl). Kaxkgas cTpaHa perMoHa nbiTanach
paspewnTb U yperyanpoBaTb 3TV NPEnATCTBUA, HO OHWM AENatoT 3TO NO OTAE/IbHOCTM.
Ecnun cTpaHbl CMOryT JOCTUYb KOMMJIEKCHOTO MOAX0AA K YKPENJIEHUIO TPAHCMOPTHbIX
BO3MOXHOCTEN MexAy cOboi 1 Mexay coceaHUMM CTpaHaMu pervoHa, BBl pervoHa
yBennumntca Ha 15-20 npoueHTosB.

EcAiv Mbl XOTUM pewuTb JIOTUCTUYECKME NPOBAeMbl — Mbl LOMKHbI PEryaMpoBaTh
WHTerpaumto. [na wHTerpauMuM Mmbl AO/KHbI CO3[aTb TeopeTuyeckyt 6asy, ans
TeopeTnyeckon 6asbl -cTpaHbl LleHTpanbHOM A3nn JOMKHbI YKPENAATb aHaAUTUYECKNe
LEeHTpbl (MM co3paBaTh MX), A8 YCUNEHUS aHANUTUYECKUX LEHTPOB - Mbl AO/KHbI
NPOBOANTbL HAYYHYHO MHTErpaLmio, ANA HAyYHON MHTErpaumm - Mbl AOMKHbI HANAAUTbL
TeCHOe aKaeMMYecKoe COTPYAHMYECTBO. (CM. CXEMY HUKE).

- AKagemuyeckoe COoTPyAHNYECTBO

- HayyHas uHTerpayms

- AHanuTUYeckue LeHTpPbI

- TeopeTnyeckas 6asa

- LleHTpanbHO-a3MaTCKan nHTerpaums

- PeleHwue 1 ycuneHune NOrmMcTMYecKMx BONpoCoB..

- ITO MOKET 6bITb JONTUIA U TPYAHBIN NyTb, HO Y Hero ByaeT NpoYHas OCHoBa.

B 3ak/itoueHue, IOTUCTMKA WM TPaHCMOPTHbIE KOPWUAOPb!I MOXOMM Ha BEHbl PErvoHa.
Tem He MeHee, AN BEH TeN0 AOKHO ObiTb ¥KMBbIM U LenbiM. LieHTpanbHas Asusa ¢
reorpaduyecKomn TOUKM onpeaesieHa Kak PernMoH, HO 3TOT PErMOH A0/1KeH SKOHOMMUYECKM,
NOJUTUYECKN, KYJIBTYPHO U WAEONOTMYECKM WMHTErpMpoBaTbCA KaK MOXHO CKopee.
MHTerpauma HayKM C HayKoOM MOXKET CTaTb ABMMKYLLEN CMNON 3TOr0 OYeHb C0XKHOro
npouecca.

INTRODUCTION

Logistic issues are very noteworthy not for only Central Asian countries, they are
important for all over the world. Especially, it is significant for developing countries
and regions. International relations, world order, geopolitics are the political tools of
dominant countries or for main actor of international relations. For the developing
countries geo-economics more essential than geopolitics. In this case, logistic issues are
the main factor in the field of geo-economics. Central Asian countries are developing
countries; relevantly region is also in the level of developing. For the region and for the
countries of this region more important and vital geo-economics than geopolitics. If the
diplomacy is a political tool for the main actor of the international relations, logistics is
a main political tool for the Central Asian countries separately and for the completely
central Asian region.

In these only two paragraphs, several times we have used the notion ‘Central Asian
countires’ and ‘Central Asian Region’ simultaneously. Readers can say that we should
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use the notion of ‘region’. Nevertheless, Central Asian region is geographically identified
region, on the other hand, this region is not a completely formulated politically and
economically. Therefore every issue, not only logistics, should be investigated in
two dimension. In the level of bilateral relations and in the level of raw multilateral
relations.

Logistics as a diplomacy for Central Asian countries. No needs to emphasize the relevance
of the Logistics. We will directly focus on the role of integration in the region in the
solving and strengthening the logistic issues. Because, every country of region has been
attempting to regulate logistic issues and get benefits from it. In one scenario, some
countries may achieve positive results, others may face losses, or vice versa. However, it
is not in one of these scenarios that the Central Asian region can receive positive results
as a full-fledged geopolitical region. Only deep and quickly integration could help the
region to solve and strengthen logistic issues and get benefits from it.

Relevance

Integration processes have some problems in the region. Completely, we cannot say
that Central Asia have not got the integration. After the collapse of USSR this five
countries identified as a Central Asia. Just this simple geographical identification has
started integrational processes. Nevertheless, the level of integrational processes very
low in the region. These countries have some basic factor for integration: common
or very close history; same genetic root, culture and world outlook; same political
system or regime; Islamic factor; geographic border. These factors should be the base
of the deep integration, but they could not. All the integrational initiatives come from
outside, not from inside. Central Asian countries integrated within the framework of
regional organizations that the main driving force are Russia or China. Russia — within
the framework of Collective Security Treaty Organization (CSTO) and Commonwealth
of Independent States (CIS); China — within the framework of Shanghai Cooperation
Organization (SCO). If we will attempt to give the evaluation for the level of integration
in Central Asian region, we will assess within the framework of these regional
organizations. Nothing frominside. These integrational models and roads are important
and useful for accelerating the independent integration for Central Asia separately.
However, we should understand these integrational processes could not uphold the
Central Asian interests as a region. Its time, actually we have long ago missed, for
starting integrational initiatives from inside the region, without any other regional or
global dominant actors of international relations. From this foreshortening, our article
is very relevant.

Nevertheless, from the early period of independents Central Asian countries have
understood that they should integrate as a region. The first president of the Republic of
Kazakhstan N. Nazarbayev had started some initiatives. On April 30, 1994, an Agreement
was signed between Kazakhstan, Uzbekistan and the Kyrgyz Republic on the creation of a
Common Economic Space, which provides for “free movement of goods, services, capital,
labor and ensures an agreed credit and settlement, budgetary, customs and currency
policy”®. This was a first step for integrations and these three countries targeted to sign

91 Agreement on the creation of a single economic space between the Republic of Kazakhstan, the Kyrgyz Republic and
the Republic of Uzbekistan // Collection of basic documents of the Inter-State Council of the Republic of Kazakhstan, the
Kyrgyz Republic, the Republic of Uzbekistan and the Republic of Tajikistan. (JloroBop o co3gaHnM eAnHOro SKOHOMUYECKOro
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plethora of other memorandums and agreements in the field of economic integration.
On 1998, the Tajikistan had also joined to this alliance and Central Asian Alliance was
transformed to the Central Asian Economic Community (CAEC). Within the CAEC was
signed a lot of documents and planned to achieve common economic system. However,
most of them were just a paper. We have a two main reason for this; first, each leader
of these countries wanted to become the dominant leader of the region. Secondly, main
target of each country was to integrate and cooperate with developed countries not with
low-income countries of the region in that time. On one hand, all of them theoretically
understood that regional integration is essential. On the other hand, they practically did
nothing. Gradually, CAEC transformed to the Organization of Central Asian Cooperation
(OCACQ).

However, despite the vigorous activity of the states of the region to build integration
structures and strengthen cooperation, integration has not achieved its goals. No single
market was created. The reason was that the economies of the countries were further
and further distanced. In connection with the decision to join Russia to the OCAC, in
2005 OCAC merged with the Eurasian Economic Union (EEU) and, thus, was actually
liquidated.

Later, despite the fact that the idea of Central Asian integration has always remained
relevant, new proposals did not find much support in the region. For example, in 2005,
the President of Kazakhstan N. Nazarbayev put forward the idea of creating a new
integration organization, but Uzbekistan did not support the initiative, giving priority to
the development of bilateral relations. When we start thinking about the reasons for the
failure of the previous stage of Central Asian integration, first, attention is drawn to the
fact that the scale of integration ideas in Central Asia was not backed up by real economic
instruments. Secondly, lack of common and own theoretical base for integration or if we
have own theoretical base, lack of the Think-tank centers to study and promote these
bases.

Literature review

After the collapse of USSR in front of world academic sphere, in the field of international
relations and geopolitics, has appeared a new subject as a Central Asian region that
required new approaches and complex investigations. We can collect dozens of research
papers about the Central Asia and related with it that where written between 1991-
2021 years. However, we focus on to the papers, which involve two main subjects:
integrational processes of Central Asia and logistic issue on the region. Also, we decided
to classify them for two geographical groups; authors from Central Asia (internal view),
non-Central Asian authors (external view). Both of them are very important for analyzing,
comparison and for attempting to find a juxtaposition.

Internal views. One of the main author from Central Asia (Kazakhstan) is M. Laumulin,
who has been complexly investigating all the questions about Central Asia and related
subjects. We can list dozens of papers written by M. Laumulin, but we would like to focus

npocTpaHcTea mexay Pecnybiukoit KasaxcraH, Kuprusckoit Pecnybavkoit n Pecnybiunkoit Y3bekuctan//CEOPHUK OCHOBHbIX
[OKymeHTOB MeskrocyaapcrteeHHoro Coseta Pecny6aunku KasaxctaH, Kuprusckoit pecny6auku, Pecnybavkin Y36ekucTtaH m
Pecny6auku TagxumkucraH.) — Bishkek, 1998.
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on the latest monograph called “Central Asia in the era of transformation”2. M. Laumulin
analyzed complex problems of Central Asian region generally, distinct problems of each
countries of region particularly. In this monograph we can find process of Central Asian
integration, where given assess and possible scenario for future integrational processes.
In addition, one of the subchapter called “Transport and communication corridors”, which
is very important for our research. Lack of economic relations, one of the main reason
for slow and weak integration in the region. From the view of M. Laumulin: “transport
integration is a core factor of economic integration”®. We totally agree with him, but
in this subchapter where analyzed only the transport corridors which Kazakhstan are
actively participating for the process. We have to analyze whole Central Asian transport
integration and logistic issues.

Another famous author from Central Asia (Uzbekistan), that his papers actively cited and
take notice for every scholars who interested with Central Asia is F. Tolipov. The article
“Micro-geopolitical semiotics of Central Asia: “Crossroads” and “bridges” analyzes a
highly specific geopolitical phenomenon—geopolitical self-identification of the Central
Asian countries with the help of geographic images, symbols, and signs used to prove
their importance on the international arena and at the regional level in particular®®. We
were captured up with the idea of Micro-geopolitics based by geo-historical background.
In our research paper we have been attempting to prove that without own geopolitical
conception and thoughts, even “international theories with Central Asian specific” we
cannot get out of the way Central Asian integrational processes. From this point of view,
the article written by F. Tolipov can be the beginning of the study of history as the basis
of geopolitics and the beginning of new research approaches on the study of the topics
under our consideration. We would like to draw your attention to a few more articles by
this author®

Abovementioned two author from Kazakhstan and Uzbekistan have made very
attractive scientific discussion on the topic of “Uzbekistan and Kazakhstan: A Struggle
for Leadership?” that published on several journals and websites®®. On one hand, it is
direct proof that between Central Asian countries has a scientific integration. On the
other, this dialog or discussion showed that there is no desire for cooperation between
countries; on the contrary, there is a desire for domination. If Central Asia wants to
make an integration, Uzbekistan and Kazakhstan should understand that only equality,
cooperation and mutual recognition of the equality could be the base of integrational
processes. Kazakhstan and Uzbekistan should be the axis of Central Asian integration
as a French and German in European Union. Moreover, it is time for moving up from
competition to cooperation; from being the leader of Central Asia to being the axis with
mutual recognition of equality.

92 Laumulin, M. (2020) Central Asia in the era of transformation (LeHTpanbHaa A3ua B anoxy TpaHcdopmauuu). —
Nur-Sultan: KISS, 2020. - 464 p.

93 lbid.

94 Tolipov, F. (2014) Micro-geopolitical semiotics of Central Asia: “Crossroads” and “bridges”. - URL: https://
www.researchgate.net/publication/283020090_Microgeopolitical_semiotics_of_Central_Asia_Crossroads_and_bridges

95 Tolipov, F. (2010) Geopolitical Stipulation of Central Asian Integration, Strategic Analysis, 34:1, 104-113, DOI:
10.1080/09700160903378319 Tolipoy, F. (2019) Uzbekistan-2.0 and Central Asia-2.0 New Challenges and New Opportunities,
Monitoring Central Asia and the Caspian Area Development Policies, Regional Trends, and Italian Interests edited by Carlo
Frappi and Fabio Indeo

96 Laumulin, M., Tolipoy, F. (2010) Uzbekistan and Kazakhstan: Fight for Leadership? (Y36ekuctaHn n KasaxcraH: bopbba 3a
nvaepctso?). - URL: http://www.pircenter.org/media/content/files/9/ 13522873000.pdf
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F. Tolipov mentioned that the next generation of leaders have a clear task for making
integration, if they are not burdened with narrow national interests and continue
to sacrifice higher regional interests and goals®. In this case, | challenge my Uzbek
colleagues (young generation) to make a scientific discussion or dialog on the topic of
“Can Kazakhstan and Uzbekistan be an axis of Central Asian integration?” that can be a
base of new scientific integration.

In addition, we want to list some other author, which we collected as an internal
view: Bulat Makhamediyev and Azimshan Khitakhunov from Al-Farabi Kazakh National
University, that focused on regional integration from the economic and trade aspect®;
Dadabayeva, G., White, K. from KIMEP University (Kazakhstan) whose tried to analyze
the possible integration of Central Asia without Russia®®; Rasyl Jumaly who published a
book about the geopolitics of Central Asia’®,

External views. During the research work on this topic, we have collected a huge number
of foreign authors with a variety of opinions. Some of them believe for future Central
Asian “own” integration, some of them thought that in this region the integration
possible with participant of other international actors, some of them pointed out that
with the idea of new Eurasianism Central Asian integration has dead. In our literature
review, we inderlined some of them that is interesting in front of our view.

Department of International Relations Faculty of Political Science & Journalism Adam
Mickiewicz University published the article “Central Asia is Dead, Long Live Eurasia? —
Evolution of the (De) construction of Central Asia’s Regionness,” written by Mgr. Jeroen
Van den Bosch®. The author tried to make an analysis based on historical background
and focused on the “Turkistan”, “Turan” ideas that can be the historical name of the
region. The using the terms as “Alash Orda and Panislamism” drew our attention even
deeper to the article. In this case, we want to add or develop it with the idea of “Alty
Alash” (six nations). Idea “Alty Alash” can be the theoretical concept for the integrational
processes of Central Asia. We have special pre-print called “A new enlightenment for
Central Asian countries” that deeply describe this idea.

Lecturer in International Relations, School of International Relations, University of St
Andrews Filippo Costa Buranelli published an article called: “Central Asian Regionalism
or Central Asian Order? Some Reflections”1%2, From this article, we can find compresence
the term of regionalism and regional organizations and resemblance and differences
between them.

In addition, we should underline other authors like: Juheon Lee, Aleksey Asiryan and
Michael Butler whose published article about Central Asian integration from the prism

97 Laumulin, M., Tolipoy, F. (2010) Uzbekistan and Kazakhstan: Fight for Leadership? (Y36ekuctan u KasaxcraH: bopbba 3a
nmaepctso?). - URL: http://www.pircenter.org/media/content/files/9/ 13522873000.pdf

98 Mukhamediyev B., Khitakhunov A. (2017) Central Asian Integration and Its Impact on Regional Trade and Economy. In:
Bilgin M., Danis H., Demir E., Can U. (eds) Country Experiences in Economic Development, Management and Entrepreneurship.
Eurasian Studies in Business and Economics, vol 5. Springer, Cham. - URL: https://doi.org/10.1007/978-3-319-46319-3_2

99 Dadabayeva, G., & White, K. (2019). Can Central Asia Be Integrated Without Russia? (Bo3moxHa nn uHTerpaums
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Regionness,” in: J. Marszatek-Kawa (ed.) Political and Security Policy in Asia: Challenges, perspectives, implications, Torun:
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of ASEAN example®3; Marlene Laruelle from G. Bashington University, who wrote about
Kazakhstan dilemma between Eurasian integration and Central Asian integrations®;
Diana T. Kudaibergenova from University of Cambridge, that published an article
“Theorizing the nature of power in Central Asia. Introduction in special issue”%.

Theoretical-methodological base

Central Asian integrational processes have been dictating by the other actors of
international relations. On other word, this integrational process is going from outside,
not from inside. External integration processes are based on classical Western theoretical
concepts. On 1997, British government and their alliances had returned the Hong Kong
and Macao to continental China with one requirement: China should keep “to system
one government” role. Beijing should keep socialism with Chinese specific, Hong Kong
and Macao should keep democratic system with western standards. The main idea was
that democratic system of Hong Kong and Macao would be like virus on the continental
China and would be the factor of unsustainability. Contrarily, Hong Kong and Macao have
become the driving force of the economic development of China. This case totally proved
that the theory of “geographical determinism” is very relevant. The main theoretical
basis of our research should be Gornfeld Montesquieu’s book “On the spirit of laws” %,

When we investigate other integrational processes as an example for Central Asia, we
should not forget about the “geographical determinism”. European Union or model of
ASEAN integration can be guideline for Central Asian integration, but it cannot be the
role for this region. We have to study their successful experiences and should not repeat
their mistakes, but first we have to study own condition, situation, environment and
history.

Central Asia is far away from the ocean, so we are not interested Alfred T. Mahan’s “sea
power” theory. We are interested Halford Mackinder’s “heartland”'®’. We all well-known
about the geographical pivot of the history, and Central Asian scholars and experts
should strengthen and develop this idea. In XXI century, when economic center have
been shifting from the West to East, when logistic and transport ability of the Central
Asian region are rising, the conception of “heartland” steel is relevant again.

Subsequently, the above mentioned ideas Central Asia should itself develop its own
concept of integration in the bases of the think tanks of the region. Nowadays, all the
process of globalization, problem of world governance, integrational and logistic issue
need analytical center or think tanks. Expert opinions and work of analytical centers
and conceptual and theoretical products of think-tank center in the field of international
affairs and political science should be the theoretical base of our research.

103 Lee,J., Asiryan,A., Butler, M. (2020 )Integration of the Central Asian Republics: the ASEAN example. - URL: https://
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M. Laumulin notices one of the main reasons for the collapse of the Soviet Union or the
defeat in global world order in the lack of think tanks!®. If the reason of the collapse of
one of the dominant actor of international system is the lack of think tanks, obviously
the problems of integration processes in Central Asia are also in it. In this case, we offer
to start scientific integration between Central Asian countries, it can be a base other
level of integration: people-to-people; business-to-business; state-to-state. The core of
all these integration processes is science-to science.

Discussion

First integrational processes. After the collapse of the Soviet Union in 1991, the
Central Asian countries found themselves in a particularly difficult situation. Within the
framework of the USSR, a very high level of economic interdependence of the union
republics was achieved. The disintegration of this network of connections created a
serious problem. However, the level of development of the newly independent states
in Central Asia was lower than that of the republics of the European part of the post-
Soviet space. Therefore, it was more difficult for them to overcome the consequences
of the collapse of the centralized system. In addition, the countries of Central Asia were
isolated from world markets due to their special territorial location far from the World
Ocean. Consequently, they needed to work with each other to overcome the all-round
crisis. Many open issues needed to be addressed in a coordinated manner - first, issues
in the water and energy sector.

In order to resolve them, organizations were created to regulate relations between
states at the regional level. However, despite the presence of common problems and
existing converging factors, projects to create a full-fledged integration association have
not been implemented. It should be noted that the Central Asian republics were faced
with the fact of the dissolution of the USSR, which took place because of the Belovezhsk
agreement. Therefore, for the first time, the “Central Asian five” gathered immediately
after that, on December 13, 1991, in the capital of Turkmenistan. Then they adopted
a statement in which the countries of the region expressed their consent to join the
CIS, which replaced the USSR, but subject to the provision of equal participation of the
subjects of the disintegrating Union and the recognition of all CIS states as founders (as
you know, the Belovezhsk agreement interpreted Russia, Belarus and Ukraine as the only
founders of the USSR ).

Later, as dissatisfaction with the pace and nature of integration into the CIS grew, the
countries of the Central Asian region began to make attempts at integration separately
from the former Soviet republics. The beginning of a separate process in Central Asia was
the signing on July 29, 1993 of the Almaty intergovernmental agreement on measures to
deepen economic integration between Kazakhstan and Uzbekistan, to which Kyrgyzstan
later joined. The main goals of the state were the solution of common economic
problems after the breakdown of existing industrial ties, the development of the
economic potential of the countries of the region, the distribution of energy resources,
the provision of regional security, etc.

108 Laumulin, M.T. (2005) Central Asia in Foreign Political Science and World Geopolitics, Volume 1, Central Asia and
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In connection with the growing influence of radical Islamism and the approach of the
Taliban troops to the borders of Central Asia, the issue of security in the region became
more and more urgent. In this regard, an important aspect was the strengthening of
military-political cooperation, both between the countries of the region and with external
actors. In order to intensify multilateral cooperation in the field of ensuring security in
the region, developing a policy in the fight against terrorism and religious extremism, at
the next summit in Tashkent in 2001, a decision was made to transform the CAPS into the
Central Asian Cooperation Organization (CACO). Thus, the economic focus has shifted to
issues of ensuring stability and maintaining peace in the region. Within the framework
of the new organization, cooperation in the military-political direction was intensified,
in addition, attempts were made to strengthen the political component, namely, inter-
parliamentary cooperation of states, and the creation of a Council of Parliamentarians of
the CACO member states. In 2002, a meeting of representatives of parliaments was held
in Tashkent within the framework of the new organization?®.

However, despite the vigorous activity of the states of the region to build integration
structures and strengthen cooperation, integration has not achieved its goals. Later,
despite the fact that the idea of Central Asian integration has always remained relevant,
new proposals did not find much support in the region. For example, in 2005, the
first President of Kazakhstan N. Nazarbayev put forward the idea of creating a new
integration organization, but Uzbekistan did not support the initiative, giving priority to
the development of bilateral relations.

When we start thinking about the reasons for the failure of the previous stage of Central
Asian integration, first, the experts take into consideration to the fact that the scale of
integration ideas in Central Asia in the period 1990 - early 2000s was not backed up by
real economic instruments. In this case, we have two more questions that are new: first,
why 1990 — early 2000s should be the previous stage of the integration?; second, Do the
main reason is lack of economic instruments and co-operations?

When we have started to study that the previous stage of the integrational processes
of Central Asia began from 1991, we did a big mistake. The background of Central Asian
integration far away from 1991. Before the 1991, during the USSR, during the period of
Russian Empire, integrational processes were deeper that after 1991. Contrarily, from
our point of view this period 1991-2000 is period of disintegration. Every country of
the region had started own way and game and each of them dreamt to be a leader of
Central Asia.

The very first stage of Central Asian integration was the period when Kazakh khan
Khaknazar announced the idea of “Alty alash” (six nation). If we start to study this idea
complexly and assess pros and cons of the conception, this idea can be a conceptual and
ideological base for the new integrational processes of Central Asia.

Also, the one of the main factor of disintegration or crisis during the previous stage, as we
get used to, not an economic factor. Main reason is lack of own conceptual, ideological
base of Central Asia.

New integrational processes. A new stage in the resumption of multilateral regional
cooperation is associated with the coming to power in Uzbekistan of Sh. Mirziyoyev in

109 Makhmutova, E.V. (2018) Central Asia in search of its own integration model, Bulletin of MGIMO University (LleHTpanbHas
A3uA B MoMCKax CO6CTBEHHOM MHTErpaLUmoHHoi moaenu), Ned (61). —78-91 pp.
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2016 and with the large-scale reforms initiated by him in the country. Cooperation with
neighbors has become a key priority of Tashkent’s foreign policy, in connection with
which dialogue with the states of the region has been activated again. So, in March
2018, in Astana (now Nur-Sultan), the first consultative meeting was held with the
participation of the heads of all Central Asian states (with the exception of Turkmenistan,
only the Chairman of the Parliament (Mejlis) Akja Nurberdyeva attended the summit)**.
This event was the first meeting of representatives of all Central Asian countries, not
initiated by external actors of international relations.

The next consultative meeting took place on November 29, 2019 in Tashkent. The
summit stressed the importance of agreeing on a common vision of cooperation in the
region. It was noted that in recent years, agreements have been reached on important
issues that have not been resolved for many years, which meant significant progress.
Considerable attention was paid to the issues of trade and economic relations, this is
also because thanks to the successful reforms of Sh. Mirziyoyev, the trade turnover of
Uzbekistan with the countries of the region has more than doubled in recent years, and
the number of joint ventures has increased by four. In this regard, the Uzbek leader
proposed to establish Investment Forum of Central Asian countries in Tashkent, as well
as to hold annual meetings of the heads of the Chambers of Commerce and Industry.
The importance of security issues in the region, the expansion of cooperation in the
energy sector, as well as the cultural, humanitarian and tourism potential of Central Asia
were especially emphasized.

Much attention was also paid to the topic of the transit potential of Central Asia and
the improvement of the transport system within the region, in connection with which it
is necessary to accelerate the formation of the Council for Transport Communications.
Kazakhstan put forward the idea of concluding a “Treaty on good-neighborliness
and cooperation for the development of Central Asia in the 21st century”, which will
reflect the basic principles of interaction between the states of the region. Moreover,
it was decided to hold regular meetings of foreign ministers in the form of political
consultations, as well as expert meetings.

It should be noted that it is the Tashkent-Nur-Sultan axis (in which both partners are
absolutely equal, which is like the European France- Germany tandem) that will be the
driving force behind the development of multilateral cooperation in the region. The
smaller states of Central Asia will follow in line with the initiatives of Kazakhstan and
Uzbekistan. It was the new open policy of Tashkent and the reforms of Sh. Mirziyoyev
that changed the “alignment of forces” in the region and revived the integration
processes, since Uzbekistan is the only country that borders on all the states of the
region. In this context, the summit can be considered a great personal achievement of
the new president of Uzbekistan. Kazakhstan, in turn, has always supported the idea
of integration in the region. In recognition of the personal merits of N. Nazarbayev
in promoting Central Asian integration, the first president of Kazakhstan was elected
honorary chairman of the Tashkent consultative meeting. Since under Sh. Mirziyoyev,
Uzbekistan intends to actively develop relations with all states of the region, a rather
positive dynamics of development in this direction is seen.

110 Ibid.
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In this case, we have two more questions that are new: first, can Kazakhstan and
Uzbekistan be the axis of Central Asian integration?; second, Do other three countries
recognize their Central role?

The discussion about the “Uzbekistan and Kazakhstan: struggle for leadership” between
M. Laumulin and F. Tolipov should be no more relevant. Now both countries academic
sphere should try to build the mutual beneficial and absolutely equal cooperation. If
they overcome their small national interest in front of relevant regional interest, which
simultaneously cover the national interest, these two countries can be the axis of Central
Asia. All the more so, the architect of the world political system Z. Brzezinski in his
«The Grand Chessboard» emphasized that Uzbekistan is the “soul” of Central Asia, and
Kazakhstan is the “shield” of the region***.

Another sensitive question the recognition of other three countries their central role.
In this case, we should study advantage and disadvantage of French-German tandem
in European Union. We know that some of the member of European Union blame axis
EU in internal problems, but they understood that external question more relevant in
the level of world affairs. Therefore, they can overcome their inner misunderstanding in
front of common threats and challenges. Similarly, Central Asian countries should deeply
understood relevant regional interests. Integration in the level of science-to-science can
solve and regulate this problem.

CONCLUSION

The experts from the World Bank have given their point of view, which concluded
Central Asian region has not realized huge domestic and international trade, logistic and
transport potential yet. There are a number of reasons for this, such as; lack of common
strategic plan between Central Asian countries (problems of integration); the isolation of
the region to the world ocean (geographical determinism); undiversified transport routes
(geo-economic problems); unstable situation in Afghanistan (geopolitical problems).
Each country of the region has been attempting to solve and regulate these obstacles
and there are doing god efforts, but there are doing it separately. If the countries can
achieve the complex approach for strengthening transport capability between each
other and between neighbor countries of the region the region’s GDP will increase by
15-20 percent.

According to the estimates of the Institute of Central Asia and the Caucasus at the J.
Hopkins University, transport isolation seriously hinders the economic growth of the
Central Asian countries. This contributes to the development lag behind the maritime
states by 20%.

At the same time, the volume of GDP in terms of purchasing power parity is reduced to
57%. The main losses are incurred by Uzbekistan, which must overcome the territory
of the two states to enter world markets''?. However, not only Uzbekistan has material
losses, all countries are in same situation. In one scenario some countries can achieve

111 Brzezinski, Z. (2006) The Grand Chessboard. American primacy and its geostrategic imperatives. 109 p. - URL: https://
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the beneficial result others can face damages, in the other scenario others. However,
not on this several scenarios Central Asian region can get a benefit as an entire region.

For instance, by the project of Economic Belt of Silk Road with the transport corridors
“Western Europe — Western China”, which passes through China - Kazakhstan - Russia
to Europe Kazakhstan can achieve some advantages. Especially, BRI and Kazakhstani
strategic project “Nurly Zhol” have many common interests and overlaps.

Western Europe-Western China

Lianyungang
. L

Zhengzhou

\

Retrived from google search

Uzbekistan is also promoting projects that will connect the shortest route Central Asia
through Afghanistan with Pakistan and the Middle East, provide an opportunity for the
states of South Asia and the Middle East to enter the markets of the CIS and Europe.
Thus, Uzbekistan is actively promoting the initiative to build the “Mazari-Sharif — Kabul —
Peshawar” railway with access to the Pakistani ports of Gwadar and Karachi. Support in
the implementation of this project was expressed by Russia, China, the United States
and a number of international organizations, in particular the World Bank, ADB, EBRD,
EIB, IDB and AlIB*3,

The implementation of this project will significantly reduce the delivery time of goods
to Central Asia, the CIS and Europe. For example, with the full implementation of the
project, the transportation of goods from Pakistan to Uzbekistan will take not 35, but
3-5 days.

113 Transport corridors of Central Asia: prospects and priorities for Uzbekistan (TpaHcnopTHble kopugopbi LileHTpanbHow
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As you can see from the maps, Central Asian countries need common logistic strategic
plan. Only deep and quick integration can solve and regulate this problem. Therefore,
we are trying to give own conception to achieve this target. If we want to solve the
logistic problems - we should regulate integration. For integration we should postulate
theoretical base, for theoretical base — Central Asian countries should strengthen the
think-tank centers (or create them), for strengthening the think tanks — we should
make scientific integration, for scientific integration — we should make deep academic
collaboration (see below on the scheme).

Academic collaboration
Scientific integration

Think tanks (analytical centers)
Theoretical base

Central Asian integration

¥

Solving and strengthening the logistic issues.

It may be a long and difficult way, but it is a way that will have a solid foundation. In
conclusion, logistics and transport corridors like a vein of the region. Nevertheless, for
the vein the body should be alive and intact. Central Asian region geographically defined,
this region should economically, politically, culturally and ideologically should unify as
soon as possible. “Science-to-science” integration can be the core driving force for this
very complicated process.
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EXTENSIVE ABSTRACT

B0O3MOXHOCTM TOProBo-/10rMCTUYECKOro coTpyaHMUYecTsa B pamkax LLIOC

[ns sBcex yqactHMKoB LLUOC BaXKHO NPOAO/IKEHNE COTpyAHMYeCTBa B 06/1aCTV pa3BuTUA
B3aMMOCBA3AHHOCTN, BHEAPEHWA Ha TPAHCNOPTE MWHHOBAUMA U 3DPEKTUBHbIX
TEXHOI0MMYECKMX PELLEHWIA, Pa3BUTUA MYAbTU-MOAA/bHbIX TPAHCMOPTHO-N0TUCTUYECKUX
LEHTPOB, MepeBO30K BCEMM BUAAMM TPaAHCMNOPTa, NPEeKAe BCEro aBTOMOBU/IbHLIM U
¥KeNIe3HOA0POKHbIM, a TaKKe CO34aHUA COBPEMEHHOM TPAHCNOPTHOM MHGPACTPYKTYPbI.

B aeknapaumm o cosganHmm LLOC 2001, XapTtum WOC, npuHaToi 8 2002 r., Obl1 3a10KeH
bYHAAMEHT 419 HaNaXKMBaHWA PErMOHA/IbHOTO SKOHOMMUYECKOTO COTPYAHUYECTBA.

B lporpamme MHOrOCTOPOHHEr0 TOPrOBO-3KOHOMMYECKOrO COTPYAHMYECTBA CTpaH-
yyacTHML, LLIOC 2003 Ha 20 1eT TpaHCNOPT Ha3BaH OAHUM U3 MPUOPUTETHbIX HANPaBAEHWN
pa3BuTMA coTpygHuyecTea. B 2015 B pamkax OpraHmsaumm 6bina npuHsaTta «CtpaTerus
passutna WOC po 2025 roga». Bce aTM AOKYMEHTbI COAEPKAT CXOXKME NOJIOMKEHUA,
cpean KOTOPbIX MOXHO BblAE/INTb M COBEPLUEHCTBOBAHME TPAH3UTHOrO NoTeHuMana
rocyfapcre-4seHoB. OfHaKO pe3ynbTaTbl PErMOHANIbHOM SKOHOMMUYECKOM Koonepaumu
NOKa HeA0CTAaTOYHO Pa3BUTHI.

CtpaHbl-uneHbl WOC Bce 6onblie NpuMxoaaT K B3aMMOMOHMMAHWIO MO BOMpPOCam
coTpyaHuyecTBa B pamKkax LLUOC B TpaHCNOPTHO-/I0MMCTUYECKOMN Chepe 1 NOATBEPKAA0T
HeobXoAMMOCTb COCPEeAOTOYMTb BHMMaHME Ha MPaKTUYECKOW peanunsauuu uenen u
3aga4y B cdhepe pas3BUTUA TPaAHCNOPTA, KOTopble BbiAM NOCTaBAEHbI B XOA4e 3acefaHunit
CoseTta rnaB rocygapcte-yneHos LLWOC B 2018 B LnHaao n B8 2019 B buwiKkeke, a Takxe
3acenaHna CoseTa rnas NpaBuTenbCTB B TawKkeHTe B 2019.

B 2019 6bina npuHATa HOBasA pedakums [porpammbl MHOFOCTOPOHHEro TOProBoO-
9KOHOMMYECKOrO COTpyAHMYecTBa rocygapcte-dneHos LWOC po 2035, Kotopan
npeaycmaTpmBaeT peanmnsaLmio 3434 no cbanaHcMpoBaHHOMY pa3BuTuio apdekTUBHOM
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TPAHCMNOPTHOM MHOPACTPYKTYPbI U PACLUMPEHUIO NPUMEHEHUS LMOPOBLIX TEXHONOTUI
M UHTENNeKTyallbHbIX CUCTEM Ha TpaHcnopTe Ana obecneyeHUs YCTOMYMBOrO
3KOHOMMYECKOTrOo POCTa B PErMoHe.

Cnepyet otmeTuTb, 4To B pernoHe LWOC yxKe nponoxeHo 6onee 13 MAH. KM
aBTOMOBGUAbHbBIX A0POr, UAnM noutn 20% BCeX MUPOBbIX aBTOMArucTpane m OKono
250 TbICAY KM Kesie3HblX AO0POr, KOTOpble COAEWCTBYHOT Pa3BUTUIO PErMoHanbHOM
TPAHCMOPTHOW B3aMMOCBA3AHHOCTU. OQHOBpPEMEHHO HabnlogaeTcs TeHAEHUMs pocTa
nepeBO30K rpy30B ¥Kene3HoA0POXKHbIM nyTem u3 Kntaa B KasaxcraH, Poccuio 1 ganee B
Espony, cTpaHbl LleHTpanbHoM A3umn n Mepcmnackoro 3anmea.

[anee rocypapctea-yneHol WOC B8 2019 r. rocygapcrBa-yneHbl OpraHusauum
NOATBEPAMAN, UTO B LLENAX MOBbILLEHWUA KOHKYPEHTOCNOCOBHOCTU U NPUBAEKATENBHOCTU
MEKAYHAapOAHbIX U  PErnMoHanbHbIX TPAHCMNOPTHbIX KOPWAOPOB, MNpOJeralLLmx
yepes Tepputopumn rocypapcre-uneHos LLIOC, Ba)KHO [JanbHeliwee yraybneHue
MHOTOCTOPOHHEr0  COTPYAHMYECTBA B  PACIMPEHUM  TPAH3UTHO-IOFUCTUYECKUX
BO3MOXHOCTEM pPErnmoHa MyTem CO34aHMA HOBbIX W MOLEPHU3ALUU [AENCTBYHOLLUNX
MEXAYHaPOAHbIX MAapPLUPYTOB U MY/IbTUMO/AA/IbHbBIX LLEHTPOB JIOTUCTUKM HA NPOCTPAHCTBE
OpraHu3aunm, pasBuUTUA MeXAYHAPOLHON TPAHCNOPTHO-/IOTUCTUYECKOM CUCTEMDI.

MynbTUMOAANbHbIE JIOTUCTUYECKME LLEHTPbl, fABAAACL BAXKHbIM Y3/1OM CUCTEMbI
MEXAYHAPOAHbIX TPAHCMNOPTHbIX CeTel, MUrpatoT ocobyto ponb B 3PPeKTUBHOM
OpraHuMsauMmM JIOTUCTUYECKOW faeaTenbHOCTM W obecneveHun bHecnepeboitHoro
OBUXKEHUSA, NepeBasiku, pacnpeaeneHmsa n nepepaboTkm TPaHCTPaHMYHbIX FPY30B.

B ceHTabpe 2018 roga B TallkeHTe cocTosnacb nepsas BcTpeuya pykosoautenei
YKENEe3HOA0POXKHbIX AAMUHUCTPaLMI rocyaapcte-yneHos LWOC, 4To cTasno HoBbIM
mexaHnsmom B pamkax LLIOC. OgHaKo BO3MOMXKHOCTU XKeNe3HOAOPOXKHbIX MepeBo30K
ele cnabbl.

Pa3BuTME TPAHCNOPTHOM ceTU MeXay cTpaHaMmu LieHTpanbHOM A3MKM U BbIXOZ K MOPCKUM
noptam lNakuctaHa u MpaHa, pa3suTHe B pErMoHe Pa3BeTBNEHHON TPAHCMOPTHOM CETU U
co3faHue ycnosuin ansa eé spPpeKkTUBHON UHTErPALLIMM B MEXAYHAPOAHYIO TPAHCMOPTHO-
KOMMYHWKaLMOHHYI MHOPACTPYKTYpPY, CTaIM OCHOBHOM NPUYNHOW CO34aHMA Pa3UYHbIX
NMPOEKTOB CTPOUTE/NIbCTBA »KENE3HOAOPONKHbIX MyTe CTpaH LeHTPanbHOa3MaTCKOro
pernoHa c cocefHUMM CTpaHaMu U npexae Bcero ¢ AGraHMCTaHoOM.

MemopaHAyM No NPOEeKTY CTPOUTENbCTBA Kese3HoW foporv TypkmeHna—AdpraHucTaH—
TagKMKnUCTaH 6bla nognucaH ewe B8 2013 r. B Awrabage B xofe TPEXCTOPOHHEN BCTpeYun
npesuaeHTOB TPEX cTpaH. enesHas Jopora [OMKHA Oblia CBA3aTb [Be CTPaHbl
LleHTpanbHOM A3um ¢ ApraHUCTaHOM M paclvpeHa fanee B Hanpas/ieHWM MpaHa Ha
3anage v K KbiproiactaHy 1 KuTato Ha BOCTOKe.

B HacToswwee Bpema B CypxaHAapbWHCKOM obnactn Y3bekuctaHa aKTUBHO AeWCTBYeT
MeKayHapOoaHbI/ NIOTUCTUYECKUIA LIEHTP C TAaMOXKEHHbIM TepMmuHanom Termez Cargo.
Yepes Hero NpoxoauT 3HauYWTeNbHas 4acTb TPy30B MO HaMpaB/EHUIO B CEBEPHble
npoBuHUUKN ApraHucTaHa.

Yto Kacaetcs KasaxcTaHa, TO Ha py6exe HOBOro 3Tana COLMA/IbHO-3KOHOMMUYECKOM
MOAEPHU3ALMM  MPUOPUTETHON 3afayelt [ANs  CTpaHbl B 06/1aCTM  Pa3BUTUSA
HaLMOHANbHOTO TPAHCNOPTHO-KOMMYHMKALMOHHOTO KOMMNJIeKca fABAseTcs obecneyeHne
€ro KOHKYPEHTOCMOCOBHOCTM Ha MMPOBOM PbIHKE YCAYr W, COOTBETCTBEHHO,
CTUMY/IMPOBaHME POCTa TOPTOBbIX NMOTOKOB Yepes TEPPUTOPUIO PecnyBNnKN.
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OpHoOM “3 Haubonee BaXKHbIX TOUYEK KAa3axCTAHCKOTO MPUrPaHWYHOro COTPYAHWYECTBa
ABnAetca Xoproc. Ha mecte 3TOro norpaHWYHOro MyHKTa, KasaxctaH cymen co3gatb
HOBYIO WMHOPACTPYKTYpy TpaH3UTa M MNpUrpaHuMYHoi Toprosau. Ho, ¢ apyroi
CTOPOHbI, IKOHOMMYECKMIA BYM 1 Bo/blIME OEHEXKHble MOTOKU NPUBAEKAN BHUMAHUE
KPMMUWHaNWTETa, NepepocLlee B CO3LaHUE LesbIX Lenei OpraHU30BaHHbIX NPECTYMHbIX
rpynnupoBoK. KnnomeTtposble ouyepean rpy3oBbiX aBTOMOBWIEN M BbIMOraTeNbCTBO
nopoauMaun Yepeay TPOMKWUX CKaHAAN0B. ITO HAHEC/N0 CW/bHbLIM yaap No UMWY
KasaxcTaHa, Kak TpaH3MTHOro Xxaba M CyxonyTHOro mocTa mexkay Asueit n EBponoit.

CerogHa Pecnybamka KasaxcTaH Haxo4uTca B MpoLEcCe aKTUBHOMO BbICTPaMBaHMSA
CBOE TPAH3UTHOWM NONINTUKM, COBEPLUEHCTBOBAHUA ee HanpaBAeHU U GopMUPOBAHUS
HOBbIX BeKTOpoB. [aa KasaxcTaHa BaXHO, 4TOObl AaHHAsA 3KOHOMMYECKAs TOYKa
cTana 06pa3LoBO-NOKA3aTeNbHOW, MOCKO/MbKY MO3WUTMBHBIA ONbIT Xoproca 6yaer
3KCTPanonMpoBaH Ha ApyrMe rpaHuubl KasaxctaHa ¢ Poccuelt, YsbekuctaHom,
Kblprbi3cTaHOM U ApYrMMK CTPAHAMMU.

AHannsnpya UTorn sHBapcKMx cobbitnin 2022 r. B KasaxctaHe, npe3naeHT K. Tokaes B
TOM YMCNEe OTMETUA BAXKHOCTb HAaBEAEHWIO NMOPAZLKA HA TAMOXKEHHON rpaHuue. [pyroi
NpUOpUTETHOMN 3afayelt oH 0603HauMn AmMBepcUPUKaALMIO TPAH3UTHO-TPAHCMOPTHBIX
MapLIpyTOB U BHEAPEHUE MHTErpupPOBaHHbIX IOTUCTUYECKUX PELUEeHUI, B TOM 4ucie
Yyepes 3anyck HOBbIX CyXOMyTHbIX KOpUAopoB. OH coobLmA, YTO Ha 3TV Lenu KasaxctaH
00 2025 roga nnaHmpyeT nHeectmposaTtb 20 mapg, 40N11ap0oB.

B Lenom, TPaHCNOPTHO-TPAH3UTHbLIN NoTeHuMan ctpaH LleHTpanbHoM A3unm Bce eue
ocTaeTca ManopassuTbiM. COrnacHo MexayHapoaHomy WHAekcy 3ddeKTMBHOCTU
JNIOTUCTUKKM, TPaAHCNOPTHaA WHOpPAcTpPyKTypa rocyaapct8 LeHTpanbHOM Asum  He
COOTBETCTBYET COBPEMEHHbLIM TpeboBaHMAM.

Kutali ABnaeTca og4HMM U3 MUPOBbIX SKOHOMUYECKUX LLEHTPOB, UMEET OrPOMHbIV OMbIT B
Pa3BUTUM TPAHCMOPTHbIX CETEN U CO34aHUN MYNbTU-MOAAbHbLIX IOTUCTUYECKUX LIEHTPOB.
Tak, KHP 3aHumaeT TpeTtbe mecto nocne CLUA n EC no pasmepy pbiHKA TPAHCNOPTHO-
noructmyeckmx yenyr — 18,7 % mupoBoro pbiHKa. CornacHo niaHam npasBuTeNbCTBa
KHP, oo 2035 roga nnaHupyeTca co3gaHme cety u3 212 HOBbIX NOMMCTUYECKUX LLeHTPOB.

ConpsaxeHne mHuumatmebl OMNOMN ¢ HAUMOHANbHLIMK CTPAaTErMAMM IKOHOMMUYECKOTO
pa3suTUA rocygapcTs-yneHos LLOC cootBeTcTByeT uUenam, 3agavyam M MPUHLMNAM
OpraHusaumn. Tak, Ana cTpaH LleHTpanbHOM A3MKM COMpAMKEHME HAUMOHaNbHbIX
cTpaTernin passuTtmna ¢ «lMosacom M nyTem» MO3BONAAET CO34aTb MPAMOM BbIXOA CTPaH
pernoHa K MOPCKMM NopTam.

PacnpocTpaHeHne KOpOoHaBMpyCa HaHEC0 CepPbesHbIN yaap Mo MUPOBOM NOTUCTUKE U
obecneyeHmo LienoYKmn noCTaBoK CbipbsA M TOTOBOM NPOAYKLMW. [0 MHEHWIO 6ONbLUMHCTBA
CTOPOH, ceMlyac aKTya/ibHbIMW OCTalTCA Bonpockl becnepeboliHoro obecneyeHun
HaceneHua rocypapcts LLUOC npoaoBONAbCTBEHHON NPOAYKUMEN, NIeKapCTBEHHbIMU
CpeacTBaMu, MeAUUUHCKUMU U3AENMAMU B YCOBUAX NPOAO/NKAOLWENCA NaHAEMUN.
B 3TOM KOHTEKCTE Npo3ByYanu NpeasoKeHns no co3gaHuIo CneLmanbHOro MexaHnsma
«3e/1EHOTr0 KopMAopa» No TPAH3UTHbLIM FPY30BbIM NepeBo3Kam A8 becnpenaTcTBEHHOro
NPOXOXKAEHNS MMMNOPTA M 3KCMNOPTa COLMANbHO 3HAYMMbIX MPOAYKTOB U CPEACTB
WMHAMBUAYaNbHOW 3aLLUTbI.

B npouecc cotpyaHuyecTsa cTpaH LleHTpanbHol A3umn ¢ Kutaem B cdepe TpaHcnopTa
BaYKHO BOBJIeKaTb ApraHMCTaH, YTo NMOC/YKUT eLe OAHUM GpaKTOpoOM Ana CTabunnsaumm
NONNTUYECKOWN CUTYALLMM U SKOHOMMUYECKOTO Pa3BUTUA 3TOM CTPaHbI.
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OZHUM 13 BarKHEWLLMX HanpaBAeHWIM pa3BUTMUA adraHCKOM 3KOHOMUKM ABAAETCA BOMPOC
pasBUTUA TPAHCMOPTHOM CUCTEMbI, B MEPBYIO OYEPE/b, KEeNe3HbIX L0POor. M NoNUTUKMY,
M 3KCMepTbl, eAuHbl BO MHEHWW, 4TO «bBnarogaps reorpaduyeckomy MONOMKEHMIO,
AdraHuCTaH MMeeT OrPOMHBIN MOTEHLMAN NPEBPALLEHMA B TOPTOBbIN, SHEPTEeTUYECKMI U
TPaAHCMNOPTHbIW y3en perMoHa, 4to byaeT cnocobcTBoBaTb 0becneyeHno 40FOCPOYHOTO
M YCTOMYMBOro PasBuUTMA CTpaHbl». OAHAKO MOKa CUTYaLMs OCTAeTcA HecTabuabHOM
HWKaKYl0 TPAHCMOPTHYIO CBA3b, Oyab TO }KenesHble JOPOrU, aBTOMOBWUIbHbIE LIOCCE,
peyHble NapoMbl, U AarKe BO3AYLIHOE COObLLEeHNE, HEeNb3A CYNTATb Be3onacHbIMM.

B pamkax WOC npugaetca ocoboe 3HaveHuMe 3PPEKTUBHOMY MCMOb30BAHUIO
Mmerowencs  MHPPaAcTpyKTypbl B 06/1aCcTM  TpaHCMOpPTa, CO34AHUID  HOBbIX
MYNbTUMOZA/IbHbBIX TPAHCMOPTHLIX KOPMAOPOB, B TOM YMCIE CBA3bIBAIOWMX CTPAHbI
LWOC ¢ KpynHEWWMMM MOPCKUMM MOPTAMM, CTPOUTENLCTBY COBPEMEHHbIX LLEHTPOB
JIOTUCTUKKM, COBEPLUEHCTBOBAHMIO TPAH3UTHOrO MOTEHUMana rocyaapcTB-41eHOB U
MHOFOCTOPOHHEMY COTPyAHMYecTBY B chepe TpaHCnopTa U NOTUCTUKM, KaK O4HOro 13
TNaBHbIX YC/I0BUIN ANA paclIMPEHMA B3aMMHOW TOPrOB/AM MEXAY CTPaHamMU-uyieHaMu
Lwoc.

OfHaKo npouecc 3KOHOMUYECKoro coTpygHudectsa B pamkax LWOC 3amepnaertca
n3-3a Cepbe3HbIX pa3/'IVILWIi;1 B YPOBHAX 3KOHOMMWYECKOro pa3BuUTMUA CTpPaH-4YN1€EHOB,
OTCYTCTBMA MexXaHU3Ma uenesoro ¢VIHaHCVIpOBaHMF| NPOEKTOB N OrPaHNYEHHOCTU c¢ep
B3aVIMOﬂ,eVICTBMF|.

Ewe oaHMM npenAaTcTBMEM ABAAKTCA PA3HOMACUA WM KOHKYPEHLUMA MeXay
rocygapcreammn-yneHamm LLOC. B KayecTBe OCHOBHbIX cAepuBatowmx ¢GaKkTopos
B3aMMHOW TOPrOB/AM 3KCNepTbl OTMeYatoT c/abbli ypoBEHb B3aMMOAENCTBMA B
TPAHCMOPTHO-KOMMYHUKALUMOHHOM cdhepe mexay rocygapcteamum LLOC.

MMeHHO  coBpemeHHas  TPAHCMOPTHO-KOMMYHMKaUMOHHAA WM JIorMcTUYecKan
MHGPACTPYKTypa CnocobHa CTaTb K/AYOM K peasiv3auim MHOMMX KPYMHbIX NPOEKTOB
M MacWwTabHbIX MHULMATMB MO CO34AHMUI0 NepesoBbiX NPOM3BOACTB U HEOBXOAMMbIX C
y4eTom pocTa HaceneHus B ctpaHax LLUOC Heobxoanmbix paboumnx mecT.

INTRODUCTION

The SCO is an organization that arose from the desire of states to jointly resolve issues
of mutual security and confidence-building measures and subsequently extended its
interests to the spheres of political, economic, cultural and humanitarian cooperation.
It should also be noted such a subjective factor as the spirit of mutual respect and
understanding that has developed in the SCO, a high level of trust and the ability to
achieve mutually acceptable solutions.

For all members of this organization, it is important to continue cooperation in the
field of interconnectedness, the introduction of innovations and effective technological
solutions in transport, the development of multi-modal transport and logistics centers,
transportation by all modes of transport, primarily road and rail, as well as the creation
of modern transport infrastructure.
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1. Evolution of SCO activities in the field of transport and logistics
cooperation

Already in 1998, the members of the «Shanghai Five» raised the issue of encouraging and
developing trade and economic cooperation. In the declaration on the establishment of
the SCO in 2001, the expansion of economic cooperation was already highlighted as
one of the priority areas of the organization’s activities. The importance of cooperation
in this area was also emphasized in the SCO Charter adopted in 2002, Economic
cooperationis animportant component of cooperation within the SCO. First, the six countries
created a mechanism for meetings of ministers of economy and trade and ministers of
Communications, and searched for ways of practical cooperation in the trade and economic
sphere. All this laid the foundation for establishing regional economic cooperation. The
Program of Multilateral Trade and Economic Cooperation of the SCO member states, which
approved in 2003 for 20 years was of great guiding importance for the development of
regional economic cooperation between the countries.

In 2015, the «SCO Development Strategy up to 2025» was adopted within the
framework of the Organization. All these documents contain similar provisions, among
which are the following goals, directions and principles of the SCO, which determine
the main priorities in the activities of the organization, namely: economic cooperation
provides the support and promotion of regional economic cooperation in various
forms, the promotion of the creation of favorable conditions for trade and investment
for the gradual implementation of the free movement of goods, capital, services and
technologies, as well as the efficient use of existing infrastructure in the field of transport
and communications, the improvement of the transit potential of member states and
the development of energy systems.

However, most of the existing economic programs were not implemented. The reasons
for this lie in the fact that when creating the organization, the greatest attention was
paid to security issues. Gradually, the SCO members began to actively interact in the
field of trade, transport, industry, agriculture, and customs regulation. An analysis of the
normative documents and mechanisms of economic cooperation of the SCO shows that
the difficulties of economic cooperation are caused by differences in the priorities of the
SCO member countries. One of the positive results of cooperation in the transport sector
can be considered the signing, by the SCO member states in 2014, of the Agreement,
according to which the SCO member states grant their carriers the right to carry out
international road transport on each other’s territory and some benefits.

The SCO member countries are increasingly coming to an understanding on cooperation
within the SCO in the transport and logistics sector and confirm the need to focus
on the practical implementation of the goals and objectives in the field of transport
development, which were set during the meetings of the Council of Heads of State of
the SCO Member States in 2018 in Qingdao and in 2019 in Bishkek, as well as meetings
of the Council of Heads of Government (Prime Ministers) of the SCO Member States
in Tashkent in 2019. At the same time, it was emphasized that the development of
transport infrastructure and the implementation of large-scale joint projects in the field
of transport, logistics and communications will significantly expand mutual trade, create

114 Charter of the Shanghai Cooperation Organization (Xaptus LLlaHxalickoi opraHusauum cotpyaHudectsa). - URL: htpp://
WWW.Sectsco.org.
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new markets, give a significant impetus to regional development and form a modern
system of transport routes in the SCO space. Thus, on November 2, 2019, at a meeting
of the Council of Heads of Government of the SCO in Tashkent, a new version of the
Program for Multilateral Trade and Economic Cooperation of the SCO member states
until 2035 was adopted.

The program of multilateral trade and economic cooperation of the SCO member states
until 2035 provides for the implementation of tasks for the balanced development of
efficient transport infrastructure and the expansion of the use of digital technologies and
intelligent systems in transport to ensure sustainable economic growth in the region. It
should be noted that more than 13 million km of roads, or almost 20% of all world
highways, and about 250 thousand km of railways have already been laid in the SCO
region, which contribute to the development of regional transport connectivity. At the
same time, there is a growing trend in the transportation of goods by rail from China to
Kazakhstan, Russia and further to Europe, the countries of Central Asia and the Persian
Gulf.

Another important document adopted at this meeting of the Council of Heads of
Government of the SCO is the Memorandum between the customs services of the
SCO member states on the mutual integration of national transit systems. The main
purpose of this memorandum is to unify the principles of functioning of national control
systems for transit goods, which should help accelerate the implementation of customs
operations in relation to transit goods!*®.

Further, the SCO member states in 2019, within the framework of the round table,
the member states of the Organization confirmed that in order to increase the
competitiveness and attractiveness of international and of regional transport corridors
running through the territories of the SCO member states, it is important to further
deepen multilateral cooperation in expanding the transit and logistics capabilities of the
region by creating new and modernizing existing international routes and multimodal
logistics centers in the space of the Organization, developing the international transport
and logistics system?,

Multimodal logistics centers, being an important node of the system of international
transport networks, play a special role in the effective organization of logistics activities
and ensuring the uninterrupted movement, transshipment, distribution and processing
of cross-border cargo. Therefore, representatives of the SCO member states believe that
it is necessary to develop partnerships between multimodal logistics centers, including
through the exchange of information and investment cooperation. Such a partnership will
help improve the efficiency of the functioning of the international transport corridors of
the Eurasian region. At the same time, the role of the International Logistics Park of the
city of Lianyungang in providing warehouse and logistics services for the SCO member
states is important. Thus, the SCO member states noted the expediency of developing
cooperation on the creation of multimodal transport and logistics centers.

Taking into account the steady dynamics of growth in the volume of rail and road cargo
transportation between the SCO member states, representatives of the SCO member

115 Customs of the SCO countries agreed to simplify procedures (TamoskHu ctpaH LWOC gorosopwavcb ynpoliaTb
npoueaypsbl). - URL: https://ru.sputnik.kz/20191102/tamozhni-shos-uproschenie-protsedury-11923516.html

116 Information message on the results of the round table of the SCO member states (MHopmaumoHHOe cooblueHne no
MTOram Kpyrioro ctona rocygapcre-uneHos LWOC). (2019) - URL: http://rus.sectsco.org/news/20191207/611485.html
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states noted the importance of continuing joint work on the construction of high-speed
railways and highways, the creation of the necessary roadside infrastructure, as well
as the formation of logistics centers and a network of industrial clusters along the
transport arteries of the member states of the Organization. To promote the sustainable
development of transport communications in the SCO space, they agreed on «the need
for the widespread introduction of innovative and energy-saving technologies in the
transport and logistics sector, the promotion of port cooperation, the facilitation of
trade procedures, and the improvement of the efficiency of cross-border procedures in
accordance with the best international practices to ensure the integrated use of transit
potential of the SCO member states»*'’.

In September 2018, the first Meeting of Heads of Railway Administrations of the SCO
Member States was held in Tashkent, which became a new mechanism within the SCO.
As noted by the then Secretary General of the SCO R. Alimoy, «in conjunction with the
development of the highway system, cooperation in the field of railway transport of
the SCO member states is designed to contribute to the modernization of infrastructure
and logistics, including through the expansion of the network of international logistics
centers and the formation of a network of special multimodal transport and logistics
clusters along road and railway arteries»*,

Within the framework of the meeting of the Council of Heads of Government of the
SCO States in Tashkent in November 2019, the «Concept of interaction between the
railway administrations of the SCO member states», developed on the initiative of Sh.
Mirziyoyev, was approved. The essence of this concept is to make more efficient use of
existing highways, as well as the construction of new ones, in order to increase mutual
and transit cargo transportation.

Currently, the shortest transport routes from China to Europe and the Middle East and
back lead through Russia and Central Asia. Russia, through the modernization of the
Trans-Siberian and Baikal-Amur railways, plans to increase their throughput by 1.5
times by 2025. The same processes are taking place in Kazakhstan, where 2.5 thousand
km of railways and more than 12 thousand km of highways have been modernized
and put into operation. As a result, 11 international routes and corridors are already
operating today; every day, 6-7 trains pass along the Kazakhstani highways from East to
West. However, rail transportation capacity is still weak. For example, according to the
European Commission, last year rail transport accounted for only 1.3% of trade turnover
between China and the European Union and 2.6% in value terms, despite the fact that
rail transport is usually cheaper than air and faster than sea transport.

At the same time, taking into account the active growth of electronic commerce at the
regional and global levels, the need for accelerated delivery of goods to consumers,
primarily by rail, is increasing many times. This testifies to the huge potential and
opportunities for expanding mutually beneficial cooperation in the field of freight
transportation by rail between the SCO countries.To increase the transit potential of the
SCO member countries, the China-Kyrgyzstan-Uzbekistan railway construction project
proposed by the leadership of Uzbekistan and Kyrgyzstan is very timely and can become

117  Ibid.

118 The first meeting of the heads of railway administrations of the SCO member states was held in Tashkent (Mepsas
BcTpeua pyKoBOAWTENE KeNe3HOAO0POKHBIX afMUHUCTPaLMi rocyaapcTs-uneHos LLOC npowna B TawkeHTe). - URL: http://
infosco.biz/index.php?Ing=ru&newld=19330&domainld=sh
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one of the promising additional routes connecting China with the countries of the
Middle East, Turkey and Europe. The project is designed to become an important link in
the regional transport network within the framework of the East-West and North-South
projects, providing access to international seaports for the geographically closed states
of Central Asia, which is the core of the SCO.

To analyze the existing enormous potential of the SCO in the transport and logistics
field, attention should be paid to the World Bank’s logistics infrastructure rating, which
is published on the basis of surveys of logistics business figures from 155 countries every
two years. Thus, according to the logistics index for 2020, the ranking of the SCO member
states is as follows (in descending order):

- China - 12th place (in 2016 9th place) — 2018
- India - 44 (in 2016 — 36th place) — 2018

- Kazakhstan — 71 (in 2016 - 77th place)

- Russia - 75 (in 2016 - 99th place)

- Uzbekistan - 99 (in 2016 - 118th place)

- Kyrgyzstan - 108 (in 2016-146th place)

- Pakistan - 122 (in 2016 - 68th place)

- Tajikistan - 134 (in 2016 - 153rd place).

According to this index, the SCO member countries need to make additional efforts
to intensify interstate cooperation in order to develop transport networks, create
multimodal logistics centers and improve the efficiency of logistics services.

2. The role of Central Asian countries in the development of
transport and logistics cooperation within the SCO

The development of transport infrastructure accelerates the development of regions.
This is important for each region, but for the Central Asian region, the development of
a solid infrastructure has its own characteristics. First of all, the countries of the region
need to overcome geographic isolation, solve the problem of the region’s closedness
and dependence on countries that provide them with access to world markets. Due
to its unique geographical location, Central Asia is able to turn into one of the most
important hubs of world trade. To implement these plans, it is necessary to take into
account a whole range of internal and external factors. As for external factors, the
distinguishing feature is that for the Central Asian region, in addressing infrastructure
issues, geopolitical and geostrategic factors are very important, on the choice of which
their further development depends. In fact, these are questions of its competitiveness,
questions of its integration into the world economy, and much more.

The development of the transport network between the countries of Central Asia and
access to the seaports of Pakistan and Iran, the development of an extensive transport
network in the region and the creation of conditions for its effective integration into
the international transport and communication infrastructure, have become the main
reason for the creation of various railway construction projects of the countries of the
Central Asian region with neighboring countries and, above all, with Afghanistan.

The memorandum on the Turkmenistan-Afghanistan-Tajikistan railway construction
project was signed back in 2013 in Ashgabat during a trilateral meeting of the presidents

188 ¢ Logistics & Diplomacy in Central Asia



of the three countries. The railway was to link the two Central Asian countries with
Afghanistan and expanded further towards Iran in the west and to Kyrgyzstan and China
in the east. For Tajikistan, the main purpose of the construction of this railway was to
lay an alternative route bypassing Uzbekistan. President of Turkmenistan Gurbanguly
Berdimuhamedoy, in turn, stated that the railway line would become part of the transport
and transit project of the Afghanistan-Turkmenistan-Azerbaijan-Georgia-Turkey corridor.
For Afghanistan, this is the first trans-Afghan railway.

In 2016, the western and eastern parts of the TAT project were built. However, the
deterioration of the situation in Afghanistan hinders the implementation of the project.
The Asian Development Bank, which financed the construction of the Afghan section
of the road, announced that it was suspending participation in the project due to the
deterioration of the situation. The next factor that slowed down the construction of the
railway was the unexpected appearance of coronavirus infection for everyone, when all
states of the world closed their state borders, including the Central Asian countries. In
January 2021, the Akina—Andhoy section was opened for traffic. However, the fate of the
Turkmenistan-Afghanistan-Tajikistan (TAT) railway is still unclear, although this project
could compete with the Chinese initiative “One Belt, One Road” in importance. There
are several factors and reasons that say that the TAT project will not continue.

Currently, an international logistics Center with a Termez Cargo customs terminal is
actively operating in the Surkhandarya region of Uzbekistan. A significant part of the
cargo passes through it in the direction of the northern provinces of Afghanistan. As for
Kazakhstan, at the turn of a new stage of socio-economic modernization, the priority
task for the country in the development of the national transport and communication
complex is to ensure its competitiveness in the global service market and, accordingly,
stimulate the growth of trade flows through the territory of the republic.

The importance of developing the transport and logistics infrastructure of Kazakhstan
is evidenced by a number of strategic documents, such as the New Silk Road project in
2012; the program “Nurly Zhol - the way to the future”, which provides for an increase
in the country’s export potential and the need to continue creating a logistics hub in the
east and maritime infrastructure in the west of the country; “One Hundred Concrete
Steps of President N. Nazarbayev”, which notes the need for Kazakhstan’s integration
into international transport and communication flows.

One of the most important points of Kazakhstan’s cross-border cooperation is Khorgos.
On the site of this border checkpoint, Kazakhstan has managed to create a new
infrastructure for transit and cross-border trade. Commenting on the situation with
Khorgos, Kazakh experts note that «A dry port, an international center for border trade,
automobile and railway entrances, hangars, rural warehouses and even new settlements
have appeared in the middle of the steppe. All this has created a point for new economic
activity, and not only in Kazakhstan, but also in the regions of Southern Siberia, as well
as Central Asia»'®®, But, on the other hand, the economic boom and large cash flows
attracted the attention of criminals, which grew into the creation of entire chains of
organized criminal groups. Expert A. Kaukenov showed that «the downside of cross-
border cooperation is endless scandals related to the exposure of corrupt officials, the

119 The expert commented on the situation on the border between Kazakhstan and China. (2022) (Cutyauuto Ha rpaHuue
KasaxcraHa u Kutas npokommeHTMposan skcnept). - URL: https://www.inform.kz/ru/situaciyu-na-granice-kazahstana-i-
kitaya_a3899821?utm_referrer=https%3A%2F%2Fzen.yandex.com
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arrest of smugglers, criminal wars for the redistribution of influence and the struggle of
security forces for border control»*?°.

Today, the Republic of Kazakhstan is in the process of actively building its transit policy,
improving its directions and forming new vectors. For Kazakhstan, it is important that
this economic point become exemplary, since the positive experience of Khorgos will
be extrapolated to other borders of Kazakhstan with Russia, Uzbekistan, Kyrgyzstan and
other countries.

Analyzing the results of the January events of 2022 in Kazakhstan, President K.
Tokayev, among other things, noted the importance of restoring order at the customs
border. He noted that Kazakhstan is able to increase export deliveries to China in 135
positions. During the summit “Central Asia - China” in 2022, he proposed to develop
joint approaches on trade and transport interconnectedness, | propose to launch the
mechanism of ministerial consultations «Central Asia - China»*?!. Another priority task
of the Head of State of Kazakhstan was the diversification of transit and transport routes
and the introduction of integrated logistics solutions, including through the launch of
new land corridors. He said that Kazakhstan plans to invest $20 billion by 2025 for these
purposes.

Thus, according to Kazakh experts, Kazakhstan can become a hub country in the Central
Asianregion, an integrator of intraregional economic ties, a center of attraction for capital
and investment, the location of regional production facilities or branches of the world’s
largest companies focused on the Central Asian market, the provision of international
services. In the future, Kazakhstan can serve as an important link, a transcontinental
economic bridge of interaction between the European, Asia-Pacific and South Asian
economic systems. In general, the transport and transit potential of the Central Asian
countries is still underdeveloped. According to the International Logistics Efficiency
Index, the transport infrastructure of the Central Asian states does not meet modern
requirements.

3. SCO and the BRI

Economic cooperation between China and Central Asia will develop rapidly in the next
decade. This course of events reflects a global trend - China continues to turn into a
powerful economic center of the modern world. Export, investment, and, in recent years,
the technological capabilities of China are constantly growing. At the same time, so far
China’s trade turnover with the SCO countries is only 5.7% of the total foreign trade
turnover of the country, which indicates a low degree of dependence of China’s foreign
trade on the SCO countries 22, In 2015, Premier of the State Council of the People’s
Republic of China Li Keqgiang proposed to create an International Logistics Park of the
SCO on the basis of the port of Lianyungang. Due to its unique geographical and strategic
advantages, Lianyungang is becoming an important link in the integrated system and the
maritime transport hub of the Silk Road.

120 Ibid.

121 President of Kazakhstan Kassym-Jomart Tokayev spoke about the January events at a meeting with the heads of states
of Central Asia and the President of China, 25.01.2022. (Mpe3naeHT KasaxctaHa Kacbim-*omapTt Tokaes Bbickasanca o6
AHBAPCKMX COBbITUAX Ha BCTpeye ¢ rasamu rocygapcts LA u Mpeacepatenem KHP). - URL: inform.kz https://www.inform.kz/
ru/kasym-zhomart-tokaev-prinyal-uchastie-v-sammite-glav-gosudarstv-central-naya-aziya-kitay_a3890635

122 Romanov E. (2019) SCO Economic Perspective (SkoHomunueckuii pakypc LLOC), Economic Review, Ne4 (232). - URL:
https://review.uz/post/ekonomicheskiy-rakurs-shos
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After the OPOP initiative was put forward, President of the People’s Republic of China
Xi Jinping proposed to combine the efforts of Lianyungang and Khorgos to build a
“New Asian-European Sea and Land Transport Corridor” and create an exemplary
demonstration project of cooperation. It is in the city of Lianyungang that the “Eastern”
section of the “New Asian-European Transcontinental Transport Corridor” with a
total length of 10,900 km originates - from China through Central Asia and Russia to
Rotterdam in the Netherlands. In terms of traffic volume, the new Eurasian Continental
Bridge from Lianyungang occupies one of the leading places in China. In 2018, the port ‘s
cargo turnover amounted to 236 million tons and about 5 million standard containers*?,

China is one of the world’s economic centers, has extensive experience in the
development of transport networks and the creation of multi-modal logistics centers.
Thus, China ranks third after the USA and the EU in terms of the size of the transport
and logistics services market — 18.7% of the world market. According to the plans of the
Chinese government, it is planned to create a network of 212 new logistics centers by
2035. The integration of the OPOP initiative with the national economic development
strategies of the SCO member states corresponds to the goals, objectives and principles
of the Organization. Thus, for the countries of Central Asia, the integration of national
development strategies with the “Belt and Road” makes it possible to create direct
access for the countries of the region to seaports. In addition, it turns the region into
a crossroads of transcontinental transport corridors — North-South and East-West. «In
this context, the sub-regional transport corridor “Russia - Kazakhstan - Uzbekistan -
Turkmenistan - Iran- Oman - India” is able to provide all countries of the region with
access to the markets of the Middle East and to the ports of the Mediterranean Sea»**.

4. The impact of the pandemic on the development of the
infrastructure of the SCO member states

The outbreak of the epidemic has had an impact on the entire world economy. The
spread of the coronavirus has dealt a serious blow to global logistics and the supply chain
of raw materials and finished products. In May 2020, the Foreign Ministers of the SCO
member states discussed issues of jointly overcoming the socio-economic consequences
of the pandemic. They noted the importance of effective use of the potential of the
Program of multilateral Trade and Economic Cooperation of the SCO member states until
2035, in particular in transport and transit, infrastructure, agriculture and other areas.

According to the majority of the parties, the issues of uninterrupted provision of the
population of the SCO states with food products, medicines, medical products in the
conditions of the ongoing pandemic remain relevant now. In this context, proposals were
made to create a special “green corridor” mechanism for transit cargo transportation
for the unhindered passage of imports and exports of socially significant products and
personal protective equipment. They also noted the need to strengthen coordinated
interaction between transport, customs, phytosanitary and other relevant departments
of the SCO countries in order to provide the population with the necessary food products.

123 Information message on the results of the round table of the SCO member states (2019) - URL: http://rus.sectsco.org/
news/20191207/611485.html

124 Interview with the General Secretary of SCO Vladimir Norov. 06.12.2019. (feHepanbHbIii cekpeTapb LLOC Baagumup
Hopos uHTepsbio). - URL: https://liter.kz/8338-shos-vstrecha-v-nur-sultane/
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During his speech at the Summit of the Heads of the SCO member states in Dushanbe in
September 2021, President of Kazakhstan K. Tokayev expressed the idea that «the post-
crisis recovery processes provide a unique opportunity to rethink the state of affairs in
the field of trade and economic cooperation in the SCO space. — The issue is broader
than just restoring individual indicators of interregional cooperation. It is necessary to
analyze macro trends, assess risks and make system decisions on this basis»*?.

The President of Kazakhstan reminded the heads of State and Government that
the pandemic and the March incident in the Suez Canal highlighted the strategic
vulnerability of maritime cargo transportation. Against the background of these events,
transcontinental overland routes, primarily the New Silk Road, have significantly
increased their attractiveness. It was about the need to jointly solve a number of
problems that hinder the full implementation of the transport and transit advantages of
the SCO member states. First of all, we are talking about a significant difference in the
levels of development of transport infrastructure in the SCO member states. Therefore,
a pragmatic synergy of national infrastructure strategies based on full consideration of
the economic interests of the participating countries would meet the common interests.
Further, K. Tokayev spoke about the need to sign a memorandum of cooperation to
ensure stable operation of transport in emergency situations*?.

5. The role of the Afghan factor

It is important to involve Afghanistan in the process of cooperation between the Central
Asian countries and China in the field of transport, which will serve as another factor
for stabilizing the political situation and economic development of this country. The
Afghan settlement in the context of SCO participation has become an important topic
of discussion at a number of SCO summits. Many experts understand that economic
development is necessary to resolve issues of stabilization of Afghanistan and regional
security issues. But the current state of Afghanistan gives grounds for moderate
optimism about the ongoing processes of transition to a peaceful life in the country and
the restoration of the economy and social sphere of the country.

One of the most important areas of development of the Afghan economy is the
development of the transport system, primarily railways. Infrastructure construction
projects in this region have not only economic, but also strategic importance. One could
foresee that the Afghan railways could provide easy and direct access for South Asian
countries to the Central Asian, Russian and European markets!?’. Both politicians and
experts agree that “due to its geographical location, Afghanistan has a huge potential
to become a trade, energy and transport hub of the region, which will contribute to
ensuring the long-term and sustainable development of the country»!®, At the same
time, we have to admit that the transport communications under construction are not

125 Tokayev K. (2022) Destructive processes in the world have intensified as a result of the onset of the coronavirus pandemic
(Tokaes K. [leCTpyKTUBHbIE NPOLLECChbl B MUPE YCUAWIUCD B pe3y/bTaTe HacTynieHus naHaAemumn kopoHasupyca). - URL: https://
inbusiness.kz/ru/news/tokaev-destruktivnye-processy-v-mire-usililis-v-rezultate-nastupleniya-pandemii-koronavirusa

126 Tokayev called on the SCO countries to strengthen cooperation to ensure the stable operation of transport in emergency
situations (Tokaes npu3san crpaHbl LLOC ycuanTb COTPYAHMYECTBO N0 oBecrnedeHnto cTabunbHOM paboTbl TpaHcnopTa B
ycnosusx YC). — URL: https://www.kt.kz/rus/state/_1377921648.html

127 Syroezhkin K.L. (2011) Central Asia Today: threats and challenges (LleHTpanbHas A3usa cerogHs: yrpo3sbl 1 Bbi30Bbl). —
Almaty. — P.84-85

128 Kudryashova Yu. The Afghan Crisis and the Shanghai Cooperation Organization (AdraHckuii kpusuc u LLaHxalickas
opraHusauma cotpyaHuyectsa). - URL: http://www.centrasia.ru/newsA.php?st=1311022140
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yet needed by the Afghan population itself, this infrastructure is not in demand by the
underdeveloped economic system of Afghanistan. All government and international
programs for the economic revival of Afghanistan look smooth only on paper.

Among the Central Asian countries, Tajikistan and Uzbekistan have a direct border
with Afghanistan. It is advisable for Uzbekistan to focus on the shortest route to the
sea through Afghanistan to the seaports of Iran and Pakistan on the coast of the Indian
Ocean. Tajikistan attaches great importance to the implementation of transport and
communication projects with the participation of Afghanistan, which will allow Tajikistan
to break the transport deadlock. Kyrgyzstan is also interested in restoring peaceful life
in Afghanistan, establishing and developing trade relations. Kazakhstan, for its part,
continues practical cooperation with Afghanistan, periodically sending aid there in the
form of food, essential goods and medicines. As the President of Kazakhstan K. Tokayev
noted, «l am convinced that a safe and stable Afghanistan will open up new horizons for
expanding trade and economic ties and sustainable development of Asian countries»*®,

However, it should also be said about the obstacles in the implementation of economic
projects in Afghanistan. Thus, the deadlines for the implementation of many major
projects in Afghanistan have been repeatedly postponed. The main reason for this is
security issues. Despite the promising programs and strategies that have been developed
in the SCO, the Central Asian countries treat them with a certain degree of skepticism,
since theirimplementation is blocked by the lack of an effective mechanism to respond to
emerging threats and challenges. As long as the situation remains unstable, no transport
connection, be it railways, highways, river ferries, or even air traffic, can be considered
safe. Thus, the SCO still has very limited opportunities to participate in Afghan affairs.

An analysis of the positions of the SCO member states on the stabilization of Afghanistan
after 2021 indicates that all states are more or less concerned about the situation with
regional security after the Taliban came to power. All States agree on the need to stabilize
the IRA. But not all countries see this stabilization in a single form. The main difficulty for
the international community in building the future of Afghanistan is to find a multilateral
formula for promoting the interests of everyone, despite the fact that the ways found
may not always be equally advantageous for all participants, and not to the same extent.

According to experts, it would be advisable for the SCO in the near future to solve the
following practical tasks on the Afghan settlement. The SCO could use its authority to
effectively coordinate cooperation between the countries of the region in the stabilization
of Afghanistan. To stabilize the situation in Afghanistan, it is necessary to restore the
economy, i.e., first of all, the implementation of infrastructure projects. Further support
is needed for projects aimed at expanding the transport and communication network
through the construction of new railways and highways through the territory of
Afghanistan.

Today, despite the lack of unity of opinion on the role and capabilities of the SCO on
the Afghan problem, the need to strengthen joint actions to counter threats emanating
from Afghanistan occupies an important place in the foreign policy of the Central Asian
countries, Russia and China. Only the economic interest of all regional “players” can

129 Priorities of Kazakhstan’s chairmanship in the CICA (MpuopuTteTsbl KazaxcTaHcKoro npeacesarensctsa 8 CBMIA). - URL:
https://www.inform.kz/ru/prioritety-kazahstanskogo-predsedatelstva-v-svmda- a3891756
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ensure peace and stability in Afghanistan and in the region as a whole, which, in turn, is
a prerequisite for the successful implementation of economic projects.

CONCLUSION

Thus, the main priorities for the development of transport and logistics cooperation
between the SCO member states are noted in a whole series of SCO documents.
Within the framework of the SCO, special importance is attached to the effective use
of existing infrastructure in the field of transport, the creation of new multimodal
transport corridors, including connecting the SCO countries with major seaports, the
construction of modern logistics centers, improving the transit potential of member
states and multilateral cooperation in the field of transport and logistics, as one of the
main conditions for expanding mutual trade between the SCO member states.

However, the process of economic cooperation within the SCO is slowing down due to
serious differences in the levels of economic development of the member countries, the
lack of a mechanism for targeted financing of projects and limited areas of interaction.
Another obstacle is disagreements or competition between the SCO member states. As
the main constraining factors of mutual trade, experts note the weak level of interaction
in the transport and communication sphere between the SCO states.

In order to effectively exploit the growing transit potential of the SCO space, it is necessary
to consistently facilitate the passage of goods flows by increasing the level of service
and eliminating administrative barriers. To this end, it is important to take additional
measures to improve the customs infrastructure at border checkpoints. Experts of the
SCO countries consider it necessary to accelerate the construction and development
of infrastructure of multi-modal logistics centers in cross-border territories and along
transport routes connecting various modes of transport, accelerate the processes of
harmonization and unification of standards in the field of transport.

It is the modern transport, communication and logistics infrastructure that can become
the key to the implementation of many large-scale projects and large-scale initiatives
to create advanced industries and necessary jobs, taking into account the population
growth in the SCO countries.
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URL: https://www.kt.kz/rus/state/_1377921648.html

Priorities of Kazakhstan’s chairmanship in the CICA (Mpuoputetbl
Ka3axcTaHcKkoro npegcegatensctea B8 CBMJA). - URL: https://www.inform.kz/ru/
prioritety-kazahstanskogo-predsedatelstva-v-svmda- a3891756
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AHHOTAUMUA

B pesynbraTe nepBoHavanbHOW peakumm BO3 Ha naHgemuio 11 mapta 2020 roaa
60NbLIMHCTBO CTPAH GaKTUYECKM 3aKPbIIN CBOM BHELLHME FPaHULLbl, @ MEXAYHAPOAHbIe
pelicbl 6bIAIM NPUOCTAHOB/IEHbI, YTOObI MPEAOTBPATUTL PACMNPOCTPAHEHME HOBOTO
KOpOHaBMpyca.

B cBA3M C OrpaHUYEHU U HEXBATKU CPeACTB MHAMBUAYANbHOMN 3alwmuTbl (CU3) mHorme
CTPaHbl OCO3Ha/IM CBOK 3aBMCMMOCTb OT KMTANCKMX NPOM3BOAUTE/IEN U NOCTaBLMKOB.
ObocTpeHne cUTyaumum NOCTaBMIO MO Yrpo3y B OCHOBHOM MeAMLMHCKWUIA NepcoHan u
BbI3Ba/I0 POCT LLEH Ha U34enA MeAULMHCKOTO HasHaYeHus gns HaceneHusa. MNaHgemus
BbI3Ba/1a HACTOATE/IbHbIM NPU3bIB K PaCLUMPEHUIO NPOM3BOACTBA, TOPrOBOMN 3aLLMTbI U
LLeMOYKM NOCTaBOK B KayKAY0 CTPaHYy.

B TO Bpema Kak B3aMMOCBA3aHHOCTb LeNoyeK MOCTaBOK MO BCeMy MWpPY mpusena K
MO/IHOM OCTAaHOBKE MHOIMX 3KOHOMMWK, BO3MOXKHO, NEpBOHaYasbHasA peaKkuus Ha
naHAeMUIO NpuBena K Pe3KoMy yCUAeHUI0 NpoTeKunoHnsma. Kaxaoe fanbHoBMAHOe
NPaBUTENbCTBO ObINIO BbIHYXKAEHO MPUHATb CBOK HALMOHAMBbHYIO MPOrpammy Ha
paHHen cTagun, YTobbl KOHTPOANPOBATL MOBANbHYIO NAHAEMUIO BHYTPU CTPaHbl. B TO
KpUTMyeckoe Bpema npasutenbctso MHaum, byayum rnaBHbiM Urpokom B KOxKHOM A3uu,
pelnao nNpeBpaTUTb KPU3NC B BO3MOMKHOCTb, MPOaHasM3MPOBaB BbI30BblI NaHAEMUMY,
M BbICTYMUIO C HOBOW MHUUMATUBOWN: ATMaHuMpbxap bBxapat AbxusaH (KamnaHus
«CamogocTtatoyHaa MHana»). MpusbiB K camocToATeslbHOM MHAMK, CTapToBaBLUMIA B
Mmae 2020 roaa Ha pOoHe BCMbILIKKN KOPOHaBMpyca, bbin HanpaeaeH Ha To, YTobbl caenaTb
CTpaHy He3aBUCUMOW M BOPOTLCA C KOHKYPEHLMEN Ha MUPOBOW apeHe.

YT10bbl cOo3aaTb BnaronpuATHyO cpedy ANA NPOW3BOACTBA UM NPUBAEYb MHBECTULMM,
NpaBuTeNbCTBO MHAMM 3aMyCTUNO eLle HECKONBKO NPOrpamm, C 0CoOb6bIM BHUMaHMEM Ha
MomeHT «CaenaHo B MHamMm» (2014 r.), Kak Ana yyactua B rnobanbHbIX LLenoykax, Tak u
B KauecTBe 3KcnopTtepa B MUpe. YUMTbIBAA KOHKYPEHTOCNOCOOHOCTL M BaaronpuaTHble
ycnosusa paboTbl, MHOrME MUPOBblE NPOU3BOAUTENIN U LEMNOYKM MOCTAaBOK CTPEMATCA
cmecTuTb 6asbl B IHAWIO, @ 3TO, B CBOKO 04epesb NOMOraeT CTPaHe pa3BMBaATHLCA

B atoin rnase aHanusupyetca adpdektnsHocTb KamnaHum «CamogoctatodHas UHaua»,
KOTOpas ABNseTcA HOBOM Bepcuen «CaenaHo B MHAuU». B Hem uccnepyeTtca peakumsa
NHAMM Ha rnobanbHyo NAHAEMUIO U LLEHHOCTb Noaxona «byab MHAMMLEM W NOKynan
WMHOMICKNIM». Bonee Toro, B HEM OLEHMBAETCA He TO/IbKO HapaliMBaHWe noTeHuMana
BHYTPU CTPaHbl, HO M NOTPEOHOCTb B PACLUMPEHUIN SKCNOPTA OTEYECTBEHHOW NPOAYKLMU
M TOBapoB, YTO obecneymBaeT MOTEHUMANIbHOE MONOXKEHWE WMHAMM Kak KAo4veBoro
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YYaCTHUMKA B CBA3AX M LLENOoYKe NoCcTaBok mexay HOxHol u LieHTpanbHou Asuneid, n gaxe
3a ee npeaenamu. B rnase aBTOp MbITaeTcA PacKpbITb NoTeHuman MHAMM Kak HOBOro
NPOW3BOACTBEHHOTO LIEHTPa Mo CPaBHEHMIO C Kutaem.

K 2000-m rogam Kutait npnobpen nssectHocTb B Kayectse «dpabpukm mmpa». Cutyaums
CO BCMbILLKOM NaHAEeMMM NoKa3ana ApyrMm cTpaHam, yto robanbHas Lenoyka nocraBok
He [O/1*KHA 3aBUCETb TONbKO OT ogHoro Kntasa, noatomy 60/1bLUMHCTBO CTPaH 0CO3HaNU
HeobXoAMMOCTb He 3aBUCETb OT OAHOrO rocyaapcTBa. MNoxanyi, B AaHHOM Cly4Yae AaBHO
M3BECTHaA BCEM MHBECTOPaM MOroBOPKa, «He KNaau BCe ANLA B OAHY KOP3UHY» UK
«He Knaau Bce AeHbrM B OAMH KapMaH», akTya/lbHOCTb KOTOPOW NpoBepeHa BpemeHem
MOMET CAYKUTb A0Ka3aTe/IbCTBOM. ITO MOATO/KHY/I0 HECKONIbKO CTPaH K NepecmoTtpy
HanpaBNeHWa CNeaylowero HenpeaBUAEHHOTO WTOPMA B WX M06ANbHYO LENoYKy
NocTaBoK U caenaTb ee 6onee yCcTolYnBo, COBMECTHON U 06bEeAUHEHHOM B CETb.

B TO Bpems Kak 60/1blas YyacTb MMpPa CTPEMUTCA 3aMeHUTb K1Tal B LLenoyKax NOCTaBoK,
NHAMA MmeeT BO3MOXKHOCTb NMPOU3BOAUTL B 6O/bLUMX MacwTabax, U 3TO o4eBUAHas
anbTepHatMBa Kutato. OfgHAKO MOMABAEHWE BO3MOMHbBIX CTpaH-NpoussoauTeneit B
pamkax MITI-V (Manaiizua, NHaua, TamnaHa, MHAoHe3ma n BbeTHam) nobyxaaet
NHOouio [elicTBOBaTb Ha oOnepexeHue U co3gaBaTb GaaronpuATHble YC0BUA AONA
npoussoguTenen, Ytobbl OHW OCTaBa/INCb BNepean KOHKYPEHTOB. B 3TOM OTHOLWEHUM
NHAmMA MOXKeT OKasaTbCA Ha Nnopore peasibHOro 3KOHOMMYECKOro B3neTa He TOJIbKO
BHYTPM CTPaHbl, HO U 33 pybexom.

lfocygapctBa LeHTpanbHol Asum (LAT), byayum ypesBblyailHO BAM3KMMUM coceasmu
M Onacascb AOMUHMPYIOLLErO BAMSAHUA BENIMKUX AeprKaB, Takux Kak Poccmsa n Kutai,
CMOTPAT Ha MHAMIO KaK Ha Apyra U NapTHepa, KOTOPbIW, KaK OXunaaeTcs, TakKe byaer
urpatb banaHCMpyHoLLYO PONb B Urpax BeIMKMX AeprKas B CpeaHeit Asuun. B aToll cBA3sm
B r/1aBe paccmaTpuBaeTca noautuka MHaum «Connect Central Asia» u BO3MOXHOCTU
«CoeauHeHua LleHTpanbHOM M HOKHOW A3MU» Yyepes3 Ha3eMHble U MOPCKME KaHaibl
cBA3MN.

B nocneaHune mecsAubl reocTpatermyeckoe 3HayeHme LieHTpanbHoM A3un 3HaYUTENbHO
BO3POCNO M3-3a TOrO, YTO TanMbbl BEPHYAUCH K BNacTu B AdraHuctaHe u Y3beKkucraH
NPOAEMOHCTPUPOBAN  TOTOBHOCTb  3aK/atoyaTb  OeN0Bble  CAENKM C  HegaBHO
chOpMMPOBAHHbIM BPEMEHHBIM MpPaBUTENLCTBOM. B uacTHocTM, mocT  [ycTamk
(Opy:x6a) (nocTpoeHHbIn B 1982 roay yYepes peky Amyaapbs) ABAAETCA «BOPOTaMUY,
OTKPbIBAOLLMMWHOBbIENEPCMNEKTNBBIABTOMOBUIBLHOTO, KeNIe3HOAOPOKHOTO MMOPCKOTO
coobueHuna mexay LieHTpanbHoM 1 HOxHOM A3neit. NMpUHMMan BO BHUMaHWE BaXKHOCTb
npoaosixKatoLwmxca npeobpasoBaHnini 8 AdraHucTaHe, UccienoBaHMe HanpaB/ieHO Ha
OLEHKY PO/IM PerMoHa B TPAHCMOPTHbIX KOPUAOPAX M 3aUHTEPECOBAHHOCTb BEANKMUX
[ep’KaB BO BNUAHUM B PETUOHE.

CtpaHbl LeHTpanbHoOM A3MM MMET HEeWCNoib30BaHHbIA 3KCMNOPTHO-TPAH3UTHbLIN
NoTeHLUMan, BbI3BAHHbIN OTCYTCTBMEM MPAMOrO AOCTYNa K MOPCKMM MepeBO3KaM.
Mpu yBeanyeHnn obbema TOProBAM Mexay cTpaHamu LieHTpanbHon u HOXKHOM A3uum
HeapPeKTMBHAA TPAHCMOPTHAA CBA3HOCTb OCTAETCA OAHOM M3 OCHOBHbIX Mpobiem
B PervoHax, TaKXe KaK W HeobXo4MMOCTb Pa3BUTUA HALEMHbIX JIOFUCTUYECKUX
KopuaopoB. Knta B pamkax cBoei cTpatermn «OauH Nosc, ofHa Aopora» B3Aa Ha
cebA MHUUMATMBY MO MPeofOoNeHUO paspbiBa Yepes MakuCTaHCKUI nopT «IBagap»
Kutaicko-MaKncTaHCKOro akoHomuyeckoro Kopuaopa (KM3K). Kpome Toro, HegaBHAS
TpaHchopmaLmA B npaBuTenbcTBe AbraHucTaHa npuaana MMNynbC CO3A4aHUI0 AOPOXKHOM
cetn u3 LeHTpanbHolt 1 HOXKHOM A3un. CTPOUTENbCTBO KENe3HOAOPOXKHOW NNHUK
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NPOTAXKEeHHOCTbo 573 Km oT Masapu-Lapuda ao Mewasapa yepes Kabyn cornacoBaHo
mexay MakuctaHom, Y3b6ekuctaHom M AdraHUCTaHOM, YTO 06ecneynT nocTeneHHyro
MHTerpaunto ApraHmcraHa B SKOHOMMYECKYIO cucTemy LleHTpanbHOM A3unu.

Y106bl YMEHLWWUTbL 3aBUCMMOCTb OT MopTa [Bafjap W KMTAMCKOro TOProBoro
OOMMHUPOBAHMA B pervoHe LleHTpanbHOM A3unW, OAHOBPEMEHHO WMPAHCKUA NopT
Yabaxap cnyut ana coegmHenunsa UHamm c LleHTpanbHol Asuneit. NMockonbky NHanA
M MpaH umMelT NpoYHble 3KOHOMMWYECKMe CBA3U, MHAMA BAOXMAQ 3HaAuUTe/IbHble
cpeacTBa B MHOpacTpyKTypy MpaHa. Bece nopTtol MHAMKM cBA3aHbI ¢ Yabaxapom, KOTOpPbIN
cBA3aH C MexXayHapoaHbiM TpaHCNOPTHbIM Kopugopom «Cesep—tOr» (MTKCHO).
YuntbiBaa ToT GaKT, uTo K HOKHOM A3unm TaKKe reorpaduyeckn oTHocATca baHrnagel,
BbyTaH, Manbausbl, Henan, MakuctaH, UHama u LWpun-/laHKa, guepcudurKaLma BHELWHEN
TOProBAW CTAHET NepCneKTUBHbIM U CTPaTErMYeCKM 3HAYUMMbIM A1 SKOHOMUYECKOTO
COTpyAHMYecTBa.

Y106bl CTaTb HEMOCPEeACTBEHHbLIM Y4YaCTHMKOM B LieHTpanbHOM A3MM M YyKpenuTb
YKM3HEHHO BaKHble rNobanbHble NPOMU3BOACTBEHHO-COLITOBbIE LLeNOYKK, UHANA JOMKHA
HaliTu BanaHc, HapalMBasa BHYTPEHHUI NOTEHLMAN C MOMOLLbIO NPOeKToB «CaenaHo B
NHaun» 1 Kamnanua «CamogoctaTouHan UHana». bonee Toro, ykpenseHne npoekTos
Ha3eMHOW 1 MOPCKOM cBA3KN mexKay LleHTpanbHoW 1 KOxKHOM A3nei moxeT obecneuntb
aKTUBHYIO NpMB/AEKaTe/IbHOCTb CTpaH EBpa3vMm gna MHOO-TUXOOKEeaHCKON opbuTbl.
B 4acTHOCTW, HblHELWHee pPa3BUTME AKTUBHOM AUNAOMaTUM mexay LleHTpanbHol u
KO»kHOW A3nei, ocCHOBaHHOE Ha COBMECTHOM reononuTUKe, NogHMMET B3aMMoaencTBmne
Ha HOBbI YPOBEHb.

ABSTRACT

There are several turning points in modern history, which shaped international
diplomacy — The Versailles Peace Conference (1919-20), the Economic Depression
(1929-30), World War 11 (1939-1945), the Fall of the Berlin Wall 1989, the 11t September
Terrorist Attacks (2001) and the Coronavirus (Covid-19) pandemic (2019+). At the initial
stage of the pandemic the world witnessed disruption of globally integrated supply-
chains, with long-lasting impact on numerous fronts: economic. technical, social,
political and industrial. While world-wide interconnectedness of supply-chains was
bringing numerous economies to a complete halt, many countries across the globe were
grappling to counter the threatening impact of the pandemic.

At that crucial time, the government of India planned to convert the crisis into an
opportunity. It analysed_pandemic challenges and came up with a new initiative:
Atmanirbhar Bharat Abhiyaan (Self-reliant India Campaign). The call for Self-reliant
India which kick-started amid the coronavirus outbreak (May 2020) aimed to make the
country independent and combat competition in the global stage. The campaign did not
shut down doors to globalisation or isolate nations, on the contrary, it began to embrace
the world as well as it has more to offer globally.

This chapter analyses India’s ‘Self-reliant’ mission and role in logistics segments. It
scrutinises how an economically beleaguered India is finding its way in boosting its
image as an attractive investment destination and facilitating India’s manufacturing
export performance. The Central Asian States (CAS), being extremely close neighbours
and wary of dominating influences of the great powers such as Russia and China, look
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towards India as a friend and partner, which is also expected to play a balancing role in
the big power games in Central Asia.

In the past months, Uzbekistan’s geostrategic importance has increased significantly,
due to the Talibans having_returned to power in Afghanistan, where Uzbekistan has
shown readiness to forge business deals with the newly formed interim government. In
particular, the Dustlik (Friendship) Bridge (builtin 1982 across the Amu-Darya River) is the
‘gateway’, which unlocks new vistas towards road-, railway- and maritime connections
between Central- and South Asia.

Above and beyond, India has one of the largest rail- and roads systems in the world and
is located in the Centre of South Asia, which increases the interests of Bangladesh and
Pakistan as well in Afghanistan’s market- and trade-routes to Central Asian countries. In
this vein, this paper is suggested to find its way into the series of Logistics and Diplomacy
seminars that associate, since 2014, Central Asian academics and practitioners.

INTRODUCTION

History depicts many inventions that humankind owes to countries with great
civilizations, which are mostly located in Eurasia. Down through the centuries, inventions
like paper, magnetic compass, gunpowder, ink, shampoo, silk, natural fibres such as
wool, jute, cotton and many more were introduced generally by ancient China and India.
Knowledge of the different miraculous substances, commodities, cultures, religions,
languages, technology, ideas as well as infectious diseases carried along the legendary
Great Silk Road connecting the Far East with South Asia, Africa, the Middle East and
Southern Europe via terra-line and maritime links.

The vast trade network has had a profound effect on human culture as well as growth of
economy and expansion of standards of living in cities along the_Silk Road. Thus, the Silk
Road passing through Central Asian cities played a key role linking East and West trade
routes.

It is observed that the termination of the Great Silk Road (in Central and South Asia
existed until beginning of the 20" century) and the start of the Great Game (19" century)
brought a change in the power structure of the Central Asian region and the conquest of
Central Asian lands by the Russian Empire reflected the significance of Central Asia in a
negative way, which converted the territory into a ‘terra incognita’.

China’s Belt and Road Initiative (BRI, 2013+) encouraged the revival of the ancient Silk
Road, which would stimulate the following sectors: transportation (ports, roads, railways),
energy (pipelines, power grids, hydropower dams), and information technologies and
communications (fibre-optic networks, data centres, satellite constellations).

As a historic recurrence, once, along the old Silk Road to Europe the plague or ‘black
death’ spread, while in modern age amid a fostering BRI project, the world faced
the COVID-19 pandemic, which affected the economy, manufacture, employment,
education and disrupted the supply chain around the globe. This is the severest crisis to
hit humanity since World War 1.

Considering the initial response to the pandemic by the WHO on March 11, 2020,
most countries effectively sealed their external borders and international flights were
suspended in order to prevent the spread of novel coronavirus. As a result of restrictions
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and shortage of personal protective equipment (PPE), many countries became aware of
their dependence on Chinese manufacturers and suppliers. This exacerbating situation
has thrown into danger largely healthcare personnel and caused a rise in the price
of medical products for public use. The pandemic spurred a strong call for broader
manufacture, trade protection and supply chain to every single country.

While world-wide interconnectedness of supply-chains was bringing numerous
economies to a complete halt, perhaps initial response to the pandemic led to a dramatic
rise of protectionism. Each wise government was impelled to adopt a new national
scheme in the early-phase to control global pandemic domestically. At that crucial time,
as the main actor of South Asia, the government of India planned to convert the crisis
into an opportunity, analysed pandemic challenges and came up with a new initiative:
Atmanirbhar Bharat Abhiyaan (Self-reliant India Campaign). The call for Self-reliant India
which kick-started in May 2020, amid a coronavirus outbreak aimed to make the country
independent and combat the competition in the global stage.

This chapter analyses the performance of ‘Self-reliant India Campaign’, which is the
new version of ‘Make in India’. It explores India’s response towards the global pandemic
and the value of the ‘Be Indian and Buy Indian’ approach. Moreover, it appraises not
only building capacities domestically, but also the call of expanding export of domestic
products and commodities, which ensures India’s potential position as a key participant
in connectivity and supply-chain between South- and Central Asia even beyond. The
chapter attempts to explore India’s potential as a new manufacturing hub vis-a-vis China.
It reviews India’s ‘Connect Central Asia policy’ and ‘Central and South Asia connectivity’
opportunities via terra-link and maritime links. Taking into account the importance of the
ongoing transformation in Afghanistan the study aims to evaluate the role of the region
in transport corridors and interest of greater powers for the influence in the region.

1. Initiatives towards boosting image of India

A need or uncertainty encourages creative efforts to meet the need and solve the
problem. As rightly said, ‘necessity is the mother of invention’. The devastation caused
by the global pandemic pushed the Indian government to take the necessary measures
as to several policies for the protection of the livelihood, health and safety of the citizens
prior to the pandemic. The desire to boost domestic production of medical supplies
during the global pandemic boosted the new national campaign. The ‘Self-reliant India’
mission saw light in May, 2020. The uniqueness of the Indian campaign takes its root
from Gandhian ethical economic model and principles of self-reliance (swadeshi) and
complete independence (non-dependence: swaraj) in thought, practice and lifestyle,
which at that time localization saved the nation from great crises.

With the aim of integration rather than isolation, the Atmanirbhar Bharat Abhiyaan
or ‘Self-reliant India’ vision was introduced by Prime Minister Modi, to help the Indian
economy get back on its feet with a special economic package worth Rs. 20 lakh crore
(approx. 265 billion, SUS) and active participation in post-COVID global supply-chains
as well as the need to attract foreign direct investment. The Five pillars of Atmanirbhar
Bharat focus on:
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1. Economy - which brings in quantum jump and not incremental change;
2. Infrastructure - which will become India’s new identity as ‘Modern India’;
3. Systems - based on 21st-century technology-driven arrangements;

4. Vibrant Demography - building strength and capabilities on the world’s youngest
demography’;

5. Demand - well functioning demand and supply chains to full capacity.

In order to be on the pathway of self-reliance, following are the five exemplary phases
have been rolled out:

- Phase-1-Businesses including MSMEs;

- Phase-2- Poor, including migrants and farmers;
- Phase-3-Agriculture;

- Phase-4-New Horizons of Growth;

- Phase-5- Government Reforms and Enablers.

In this vein, there is one more major national programme ‘Make in India’ designed
by the Government of India, to foster innovation, enhance skill development, protect
intellectual property and build best in class manufacturing infrastructure in the country.
Basically, the ‘Make in India’ was a set of nation-building initiatives launched.in September,
2014. Intending to strengthen India’s manufacturing sector and to brand India a global
industrial hub. The_initiative is considered as a positive invitation to potential partners
and foreign investors around the world. In a broader sense, boosting the private sector
increases India’s overall competitiveness.

The focus of the ‘Make in India’ programme is on 25 sectors of the economy. Some
of these include: automobiles, aviation, IT, pharmaceuticals, media and entertainment,
textiles, ports, leather, railways, design manufacturing, renewable energy, mining, bio-
technology, electronics tourism and hospitality and wellness among others. Accordingly,
several schemes such as Digital India, Skill India, Start-up India, Smart Cities, Swachh
Bharat Abhiyan (Clean India Mission), Sagar Mala (maritime logistics), etc. have been
launched under the aegis of ‘Make in India’.

Both ‘Make in India’ and ‘Self-reliant India’ carry a more or less similar approach focused
on reviving the economy, promoting domestic production, supporting start-ups, budding
enterprises, generating employment, strengthening supply chains and empowering
people. These national programmes can help the country in getting rid of its dependence
on imports of defence and medical equipment. Consequently, this may lead to an
improved position at the international level, in terms of geopolitics and diplomacy. Due
to such productive reform strategies, as per ‘Doing Business 2020 indicators’, India has
made a substantial leap upward, raising its ease of doing business ranking from 130 in
2016 to 63 in 2019 (Doing Business Index, 2020) out of 190 countries.

With Covid-19, public health has risen to the top of every agenda as individuals, societies
and nation-states focus on a common goal. Amid unprecedented challenges, each
wealthy country has done their part to accelerate development, production and equitable
access to Covid-19 tests, treatments, and vaccines. Since vaccination is regarded as a key
pillar of public health and with the global collaborative framework towards producing
coronavirus vaccine brought together Indian scientists as well. India’s professional
approach with previous experiences in developing vaccines against smallpox, cholera,
plague, dengue, typhoid, as well as its immense potential to manufacture and supply
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pharmaceutical drugs across the globe at affordable prices, made the country the
world’s largest manufacturer of generic drugs and vaccines in the globe. Therefore,
India is often referred to as the ‘pharmacy of the world’ (Parrish, 2021) or as the
pharmaceutical hub of the world due to strategic global partnerships in pharma and
biotech. These relationships enabled rapid R&D, manufacture, and deployment of new
vaccines (Ramachandran, 2021).

India’s sharp focus on the pharmaceutical sector brought success to the country. As a
result, in partnership with Serum Institute of India (Sll) in Pune and Oxford University
along with British pharmaceutical major, AstraZeneca developed their Covishield vaccine
in January 2021. By November 2021, Covaxin, India’s first indigenous vaccine against
Covid-19, was developed by Bharat Biotech in collaboration with the Indian Council
of Medical Research (ICMR) — the National Institute of Virology (NIV) (Bharat Biotech,
2021). According to UNICEF (UNICEF India, 2021), a qualitative assessment of the public
posts around the COVID19 vaccine in India demonstrated generally positive feelings,
with many posts expressing national pride that India produced its own vaccine. These
‘Made in India’ vaccine achievements can be counted on as a success story of ‘Self-
reliant India’ as well.

On the other hand, India’s health diplomacy generates goodwill with the world and its
foreign policy outreach pays great attention to the ‘Share and Care’ approach. Health
diplomacy, which has attracted limited attention compared to political, economic, and
military diplomacy, has gained new importance over the last year. Therefore, India has
been proactive in using medical supplies and vaccines to advance its diplomatic goals
(Yang, 2021). While the world blocked export of essential medicines, India generously
provided medical supplies to over 150 countries. India has skilfully practised ‘vaccine
diplomacy’ under its Vaccine Maitri (Vaccine Friendship) campaign and distributed ‘Made
in India’ vaccines to almost 100 countries. Exercising an attractive public diplomacy tool
has been a boon to India, which projects the country as a global power. On the other
hand, India’s regional challenger, China, has also attempted to rebrand itself as a global
health leader with its active health diplomacy in a form of ‘mask diplomacy’ and ‘vaccine
diplomacy’.

2. Can India beat China as the new manufacturing hub of the
world?

As the important role China used to play in global manufacturing and value chain,
the pandemic and international lockdowns drastically hit the world trade hard, which
directly affected each country’s economy. Indeed, by the 2000s China had gained the
fame name as the ‘manufacturing hub of the world’. The pandemic outbreak situation
has shown other countries that the global supply chain should not be relied on one China
only so that most nations realised the need not to depend on a single state. Perhaps,
the wise saying has proven in this case, ‘don’t put all eggs in one basket’. This pushed
several countries to reconsider navigation of the next unpredicted storm to their global
supply chain and make it more resilient, collaborative and networked. Now is the time to
determine how to create global fast-tracks within existing logistics chains so that, in the
event of an emergency, vital supplies would continue to move quickly around the planet.

Considering some powerful countries such as the US (along with its western allies) and
Australia are currently experiencing ‘trade tensions’ with China and hence it is the most
opportune time for countries like Malaysia, India, Thailand, Indonesia and Vietnam —
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coined as the ‘MITI-V’ or Mighty Five (Global Manufacturing Competitiveness Index,
2016) to replace China as the ‘world factory’. While competing for the title of the world’s
next ‘manufacturing hub’, which country has more chances? According to the Global
Manufacturing Risk Index (Cushman & Wakefield, 2021), India ranked 2" after China
as the most sought-after manufacturing destination globally. This indicates the growing
interest in India by manufacturers as a desired manufacturing hub.

What makes India so potential? How does India attract foreign investors? As the biggest
factor for being a potential country lies on locally available natural resources, in this
case, India is rich in natural resources. India’s mining sector is the backbone of the
manufacturing and infrastructure sectors of the economy, which contributes 11% of the
country’s industrial GDP and 2.5% of total GDP. The country produces as many as 100
minerals including fuel, metallic, non-metallic, gas, petroleum, and titanium ore and
atomic minerals.

While undertaking a concise analysis, comparatively, India, like its Asian rival, has a
massive population (1.40 billion) — albeit a younger workforce, precisely, the average
age of a citizen in India is 28 years versus 38 years in China. Further, India has a variety
of areas as important for low-cost manufacturing competitiveness as low labour costs, a
supportive policy environment, good quality infrastructure, and availability of engineers,
a minimum level of education for all workers, economic growth and a large internal
consumer market (M. Lomas, 2017). Another major strength is that India has a large pool
of highly skilled English-speaking human resources and leading IT professionals, who
make the country much more international in terms of doing business.

As it has been mentioned above, in order to create a favourable environment for
manufacturing and attract investment the government of India has launched several
policies of ‘Self-reliance’, emphasising ‘Make in India’ to engage globally, participate in
global value chains, and serve as an exporter to the world. Given the competitiveness
and favourable working conditions, many global manufacturers and supply chains
have been shifting base to India, whereas the country is beneficial to develop. Several
international companies like Apple, Tesla and many alike have already initiated talks to
pursue production plans in India. Apart from electronics and automobiles, smartphones,
pharmaceuticals, textile and OEMs. And other sectors have also started eyeing India as a
viable option to set up production (Sh. Agarwal, 2021).

While much of the world is looking to substitute for China in supply chains, India has the
capability to manufacture at a large scale and this is the obvious alternative to China.
However, the emergence of possible manufacturing countries within MITI-V encourages
India to act proactively and create a favourable environment for manufacturers to
stay ahead of the competition. In this regard, India may be on the threshold of a real
economic take-off not just domestically but internationally as well.

3. Afghanistan — the Gateway for Europe and Asia

One should take in that geographical location and geo-strategic space of any country
formulates its fate and, indeed, any nation’s geography is significant. Being a pivotal
region of the ‘Heartland’, the ‘Rimland’ — Central and South Asia — historically remained
interconnected to each other, whether before or during and even after the disintegration
of the USSR. While dealing with the Great Power politics in the Central Asian region, it is
only a matter of 150 years since Russia has taken regional hegemony of the Heartland,
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whereas it still holds powerful influence over Central Asian States. Relatively, over the
years, different geopolitical interpretations of this region have been promoted by global
powers such as ‘Greater Eurasia’, ‘Central Eurasia’, ‘Grand Chessboard’ and so on.

In this regard, it is necessary to recall that, untill the 19% century, Central Asia
had predominant connections with South Asian nations, precisely with the Indian
Subcontinent, which continually prompted influence to each other. The reason behind
this was that the Boburid (known as Mughal) dynasty, being descendants of Amir
Temur, maintained personal contacts and had strong linkages with Central Asian Emirs,
intellectuals and Sufi leaders. This kind of diplomatic and cultural relations created a
favourable atmosphere for traders, religious figures and ordinary wanderers. The works
of some scholars (S. Levi, 2004) indicate the presence of whole colonies of Indian traders
in various Silk route cities of Central Asia.

The main players of the ‘Great Game’, Britain and Russia, suspended dynamic interactions
between Central and South Asian nations and terminated a network of caravan route
chains. The ‘Power Game’ not only brought a geopolitical interruption among the
regions, but also generated a buffer zone named Afghanistan. By an irony of fate, for
the last 3 decades Afghanistan has been perceived as a security threat for Central Asian
countries, where they, in fact, must protect themselves.

By occupying an important geostrategic position at the crossroad of Central and South
Asia, Afghanistan plays a vital platform role to serve as a bridge among the sub-regions.
One should recall that Afghanistan, as an integral part of the other five Stans (Kazakhstan,
Kyrgyzstan, Turkmenistan, Uzbekistan and Tajikistan), shares similar history, geography,
ethnicity, religion, culture and other factors, which have direct relation to Central Asia.
Taking into consideration these cultural and civilizational points as a potential mediator,
Uzbekistan has driven the first channel of communication with the Taliban (N. Imamova,
2021) in 2018 for the Afghan peace process, which made Uzbekistan the most dominant
actor of the region. As the only country in the region bordering all Central Asian States,
Uzbekistan expanded efforts to stabilise the region after the withdrawal of the US
troops from Afghanistan. In fact, the recent dynamic development of the situation in
Afghanistan brought colossal changes not only to the surrounding regions but also
political transformation in the horizon of the entire world.

The peace negotiations between the Taliban and Uzbekistan open doors for economic
projects connecting the countries to major international transportation corridors with
access to sea ports in South Asia and the Middle East (U. Hashimova, 2020). In this case,
Uzbekistan has invested heavily in regional transportation infrastructure to reach global
markets via South Asia and wants to protect those ambitions (B. Pannier, 2021).

It should be noted that Uzbekistan benefited from the Soviet legacy as four decades
ago (1982) the Soviet Union constructed an 816-m long rail-motor bridge across the
Amu-Darya river in order to strengthen the strategic transport capabilities. This was
the world’s largest structure of the kind at the time. Symbolically named the Friendship
(Do’stlik) Bridge between the cities of Hairatan (Afghanistan) and Termez (Uzbekistan), it
has witnessed the withdrawal of Soviet troops from Afghan territory in 1989. Between
1997-2001, the bridge was closed and, following the US-led intervention in Afghanistan,
Tashkent reopened the Friendship (Hairatan) Bridge in December 2001, to enable
humanitarian assistance to be delivered into northern Afghanistan.
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Uzbekistan’s border with Afghanistan is short, roughly 150 km. However, it is a most
strategic one. The Termez Cargo Centre (launched in 2016) is considered as the only such
terminal in Central Asia located less than two kilometres from the Uzbek-Afghan border.
The purpose of the terminal was to provide a complex of transport and logistics services
and process transit cargoes of transportation (rail and road) to and from Afghanistan.
Since with the emerging imbroglio, Afghanistan faces worsening humanitarian crisis,
the Termez Cargo Centre has become a focal point for international aid, whereas being
shipped to various parts of Afghanistan by truck or rail.

In 2010, with the purpose of revitalizing the Afghan economy, the Uzbekistan national
rail company (Temir Yo'llari) built Afghanistan’s first 75 km of train route between
Hairatan and Mazar-e-Sharif as an extension of the Friendship Bridge. The construction
was funded by the Asian Development Bank with some $165 million (ADB, 2014). The
link aimed to promote regional cooperation and trade by complementing the Central
Asia Regional Economic Cooperation (CAREC) corridors that connect Central Asia to
South Asia, the Caucasus, and the Middle East.

As the main priority of Uzbekistan’s ‘new foreign policy’ focused on regional diplomacy
and enhancing strong ties with neighbours. With recent changes in Kabul, Tashkent
urges to cooperate globally to improve the situation in Afghanistan and develops major
projects. In this vein, for prolonging of greater regional connectivity the Trans-Regional
Railway Project (TRRP) of ‘Termez — Mazar-e-Sharif — Kabul — Peshawar’ a 573 km
long railway by the ‘New Uzbekistan’ would stimulate chances to provide ideal socio-
economic, geopolitical and geostrategic benefits for the regional countries especially
Uzbekistan, Afghanistan and Pakistan. Consequently, many global financial organisations
have shown their willingness to finance the railway project (M. Hassan Khan, 2021).

With the objective to enhance the connectivity within Eurasian region another interesting
project has been in the making for almost two decades — transit trade ‘Chabahar
agreement’ between India, Iran and Afghanistan. Since the Chabahar port has direct
access to the open seas and oceans, it attracts attention at the global level and has a
potential to become the important ‘Gateway’ for interconnection between Central Asia,
the Middle East, Africa and Europe. In this case, the Gwadar Port has the same economic
and strategic importance as Chabahar.

Due to geo-strategic locations, two Asian powers value the importance of the ports:
Iran’s Chabahar project driven by India; and Pakistan’s Gwadar driven by China as a part
of BRI activities. Considering Iran- and Pakistan’s significant cultural ties with Central
Asian States, both the ports of Gwadar and Chabahar can collaborate and strengthen
their economic relations, whereas Afghanistan is indeed a key link to ensure integration
of the regions in this condition. Concerning the Chabahar Port, from the Iranian border,
India constructed the Zaranj-Delaram road network (218 km) in Afghanistan, whereas
setting up road access to ‘Garland Highway’ to four major cities in Afghanistan — Herat,
Kandahar, Kabul and Mazar-e-Sharif. In terms of the Gwadar Port under China-Pakistan
Economic Corridor, Central Asia and Pakistan have advantageous positions as well and as
the SCO members. All courtiers can benefit from smooth trade routes.

Furthermore, the synergy with other significant networks such as the International
North-South Transport Corridor (INSTC) project, will enable to expand strategic
partnership, economic cooperation and ease visa facilities between the INSTC project
members. The INSTC is the 5-way crossroads project with a 7.200 km-long multi-mode
network: maritime, road and rail routes, which was initiated based on the vision of India,
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Russia and Iran by augmenting connectivity through Central Asia. Without doubt, the
diversification of trade routes can improve inter-regional connectivity and international
networks. It also intensifies manufacture and contributes favourable conditions to
facilitate global integration, importantly, it will smooth integration of logistics assets for
the entire Eurasia.

4. ‘Connect’ India with Central Asia

The importance of a regional approach and cooperation between Central and South
Asia luminanced in the form of India’s ‘Connect Central Asia Policy’ in 2012, which was
actually reinforced with the Modi administration since 2015. The renewed focus on the
Central Asian region can be associated with the formation of China’s BRI project, while
India is also committed to expand its economic relations with the region (Rhea and.
Sharanya, 2019). The two most important South Asian countries: India- and Pakistan’s
permanent membership to the SCO (2017) has improved the Organisation’s influence
globally, wherein two leading powers Russia and China are also on the same board. And
as a major player in the Middle East Iran’s ascension to full SCO memberin 2021, basically
may bring the end of Tehran’s strategic loneliness and increase its confidence with the
powerful crew. Consequently, SCO offers Iran to revive its solid bridge and direct access
to Central Asian States.

In this context, India with its cultural and historic links and as a stakeholder in the region,
looks beyond borders, while Central Asian States provide the platform for India to
leverage its cultural, economic and political connections to play a leading role in Eurasia.
In the last few years, despite the pandemic, several dynamic meetings, exchange of views
on global and regional processes between India and Central Asia demonstrate the great
interest of both sub-regions for expanding overall cooperation. Subsequently, the ‘India-
Central Asia Dialogue’, at Foreign Ministers’ level is a part of importantly moving India’s
engagement with the region since 2019. Furthermore, to facilitate deeper cooperation
between small, medium and big enterprises to boost the inter-regional trade and
economic exchanges as an institutional platform, the ‘India-Central Asia Business Council’
(ICABC) was established in 2020. Accordingly, the ICABC has agreed to constitute four
‘Joint Working Groups’ (JWGs) in sectors like Energy (Oil and Gas & Renewable Energy),
Agro, Food-Processing and Textiles, Tourism, Air Corridors, Pharmaceutical, Life-sciences
and Healthcare.

To affirm the commitment and enhancing engagement through regional diplomatic
platforms and to strengthen connectivity between the Central and South Asian regions
via trade, transport, industry and energy links, Tashkent hosted the International
Conference ‘Central and South Asia: Regional Connectivity. Challenges and Opportunities’
(July 2021). Since the situation serves the interest of others, more than 600 participants
from 40 countries and different International organisations explored new ways to
further enhance cooperation between the two regions at this significant event. In this
point, Uzbekistan reveals that it plays a constructive role towards establishing peace and
regional connectivity between Central and Southern Asia.

Specifically, considering the collaboration between Central and South Asia, it should be
noted that the pharmaceutical industry is the most active sector taken by India. There
are many Indian companies, joint ventures and manufacturing units of pharmaceutical
and fine chemical products that have established a foothold in the Central Asian market.
Given the existing geographical barriers, India deploys its soft power through IT, capacity
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building, culture, and networking. IT centres of excellence were operationalised/
modernised in Tashkent, Ashgabat, Dushanbe and Bishkek (Singh Roy, 2017). Notably,
there is no sphere that would not reach cooperation between Central Asia and India,
may it be agriculture, metallurgy, textile or culture and education. Even, India’s defence
cooperation with Central Asia has grown in the recent past, such as education and
training exchanges, joint military exercises successfully conducted between India-
Kazakhstan (‘Prabal Dostyk’ and ‘KAZIND’), India-Kyrgyzstan (‘KHANJAR’) and India-
Uzbekistan (‘DUSTLIK).

However, due to the absence of direct terra-link, India’s supply chain with Central Asia
remains below its true potential. Relatively, from a logistics perspective, the geostrategic
position and the BRI project’s newer roads and highways, railways, waterways and
airports provide China with a dominant position in Eurasia, particularly with Central
Asian States. In this case, India relies heavily on a massive network of roads which are not
always paved or wide enough enable the transport of products comfortably. According
to the Logistics Performance Index (LPI) China ranked 26, Thailand in 32, Vietnam in 39,
Malaysia in 41 and compared to its Asian MITI-V challengers India ranked 44 in 2018
(Connecting to Complete, 2018).

Therefore, there is a new stage fronting India and the Central Asia regions: the key
areas are transit and transport, logistics network, regional and international transport
corridors, free trade agreements, manufacturing industry and job creations.

Remarkably, India’s connectivity diplomacy in Central Asia got a major boost when
Tashkent showed its interest to join the Chabahar connectivity project in 2021. The
endorsement of this plan by Uzbekistan as well as by its neighbours unlocks the region
and significantly enhances India’s outreach to Eurasia and beyond. In this case, the
Chabahar port would become a regional transit hub in imminent years, providing a more
economic and stable route to connect continents and India may be a game-changer in
the region.

CONCLUSION

The countries of Central Asia have untapped export and transit potential, caused by a
lack of direct accessibility to sea transportation. While increasing the volume of trade
between the Central and South Asian countries, inefficient transport connectivity
remains one of the major challenges within the regions, whereas a need to develop
reliable logistic corridors. Indeed, China, as a part of its BRI strategy, has taken the lead
to bridge the gap through Pakistan’s ‘Gwadar’ port, China-Pakistan Economic Corridor
(CPEC). Additionally, the recent regime transformation in Afghanistan provides the
impetus for Central-South Asia road network linking. The construction of a 573 km
long railway line from Mazar-e-Sharif to Peshawar via Kabul, agreed between Pakistan,
Uzbekistan and Afghanistan, which would provide gradual integration of Afghanistan
into the Central Asian economic system.

To reduce dependence on Gwadar port and Chinese trade dominance in the Central
Asian region, side-by-side Iran’s ‘Chabahar’ port serves to connect India with Central
Asia. Since India and Iran have strong economic links, India has heavily invested in Iran’s
infrastructure. India’s ports are all connected with Chabahar which is coupled with the
INSTC. It would increase strategic significance if Bangladesh and Sri Lanka utilised the

Logistics & Diplomacy in Central Asia ¢ 209



INSTC as well. In this case, the connectivity would also boost inter-regional cooperation
in Central and South Asia.

In order to become a direct stakeholder in Central Asia and to strengthen vital global
value chains, India must find a balance by building up domestic capabilities through
‘Make in India’ and ‘Self-reliant India’ projects. Moreover, strengthening the terra-
link and maritime connectivity projects between Central and South Asia can provide
Eurasia countries active attractivity towards the Indo-Pacific orbit. Particularly, current
active diplomacy developments between Central and South Asia based on cooperative
geopolitics, would boost the interactions to a new height.
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EXTENSIVE ABSTRACT

This paper discusses the importance of starting the process of the Central Asian countries’
regional cooperation in terms of promoting infrastructure and logistics projects that
contribute to intraregional connectivity. The article presents the results that the
countries were able to achieve after 2016 in terms of logistics in general. In addition,
special attention is paid to some railway transport projects that have the potential to
link certain Central Asian countries both among themselves and with external players,
such as China or Russia. The thesis is substantiated that the Central Asian countries will
remain dependent on logistics projects of other countries when reaching out world
markets, unless they start working on the development of those projects that will
strengthen intraregional connectivity. Work on logistics in a broad sense will affect both
the geopolitical, geo-economic balance, and somehow the civilizational choice of the
region.

It is concluded that the existing format of consultative meetings still does not provide
for the integration of transport strategies of the five countries, without which it will be
difficult to promote further regional cooperation.

INTRODUCTION

The Central Asian region is increasingly attracting attention from global and regional
players, taking into account the demonstrated readiness to discuss and solve intraregional
problems. In the countries of the region, both at the level of the political elite and at the
level of the expert community, a discourse on regional cooperation has been launched,
as well as the search for optimal recipes and mechanisms for strengthening cooperation,
logistics development has begun, ideas are being generated to solve pressing problems
in Central Asia.

Since 2018, after holding three consultative meetings of the heads of Central Asian states
(the first in Astana, then in Tashkent in November 2019, next in Turkmenistan in August
2021), the context and prerequisites for regional cooperation and solving long-standing
problems, including in the field of economic cooperation and logistics, have gradually
begun to improve in the region. It is safe to say that the new approach of the Central
Asian States to regional cooperation has already had a significant effect.

In particular, a breakthrough for the region as a whole is the instruction of the heads of
state to the foreign ministries in 2021 (following the results of the consultative meeting
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in Avaza) to complete work on the approval of the draft Roadmap for the development
of regional cooperation for 2022-2024 in the near future.

Other important results for regional cooperation and logistics were the following:

- Visapolicy liberalization has begun. At the end of 2018, Uzbekistan and Kazakhstan
agreed to introduce a tourist multivisa. Other countries in the region are also
showing interest in this “silk multivisa”. Uzbekistan and Tajikistan have agreed on
a 30-day visa-free regime.

- The process of removing transport barriers is underway. For the first time in 25
years, Uzbekistan’s air and bus service with Tajikistan has been resumed. Since
2017, high-speed passenger trains have been running between Uzbekistan and
Kazakhstan.

- There is a gradual settlement of separate border disputes. Uzbekistan and
Tajikistan have opened 10 border crossings, putting an end to years of hostile
relations. Tensions on the Uzbek-Kyrgyz border have subsided: the opening of
new border posts and the liberalization of the border crossing regime create a
surge in mutual trade.

Another important trigger for strengthening regional cooperation may be the threats
emanating from Afghanistan. As Frederick Starr writes, “ASEAN emerged at a time of
severe geopolitical tension in Southeast Asia, and succeeded in forming a consensus
among regional states to prevent efforts of great powers to pit one regional state against
another*°” In this regard, a parallel can be drawn with the crisis in Afghanistan, which
may prompt Central Asian political elites to overestimate the importance and necessity
of strengthening regional cooperation, including with the aim of starting to build their
own architectonics of regional security.

At the same time, this positive effect from the unfreezing

of regional ties may be short-term due to the fact that new
transport and logistics projects are still not being developed for a
number of reasons.

It is well known that the constant and sustainable development of transport and logistics
infrastructure is not only a condition for regional economic cooperation, but also a
stimulating factor in the internationalization of trade relations.

The experience of most integration associations demonstrates the special role of
transport and logistics systems as an important condition for the formation of a single
economic space and the development of the economic bloc.

Therefore, after the opening of borders and the removal of primary barriers, the leaders
of the CA states face a series of more complex and important decisions. Despite the huge
potential of mutually beneficial partnership, at present the CA countries are not yet able
to effectively use the available opportunities for cooperation efforts.

130 S. Frederick Starr, Modernization and Regional Cooperation in Central Asia: A New Spring? November, 2018. — P.9 //
http://silkroadstudies.org/resources/1811CA-Regional.pdf
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Obstacles to the development of logistics links
The Central Asian region remains an economically fragmented
space.

Indeed, the neighbors of the Central Asian region are the optimal market for non-
primary goods and manufacturing products. In particular, the Central Asian market is
attractive for regional producers due to the reduction of transport and logistics costs,
similar consumption patterns, as well as relatively low costs of product promotion.

Nevertheless, active intraregional trade can serve as a powerful engine of economic
growth for all. According to UN experts, effective economic cooperation of the Central
Asian countries could increase regional GDP at least twice in 10 years.

However, today the states of the region have not yet developed stable civilized economic
relations. Regional trade is limited by many regulatory barriers. Central Asia remains a
region divided into different trade blocs — some countries are members of the WTO,
others are members of the EAEU, and the third group interacts only within the CIS.

For example, Turkmenistan is still far from WTO membership and remains outside the CIS
free trade zone, while Tashkent only partially applies the provisions of the CIS FTA treaty.
Since 2017, active negotiations on Uzbekistan’s accession to the WTO have begun.

As a result, a complex web of trade regimes has developed in the Central Asian region
today. The countries of the region have distanced themselves from each other in terms
of the openness of their economies. This seriously complicates the implementation of a
coordinated trade and tariff policy, the harmonization of customs regulation, standards
and certification.

Therefore, numerous tariff and non-tariff barriers are widely used in the trade policies of
Central Asian countries. And the emerging trend towards the activation of regional trade
is still weak and uncertain.

Border and water management problems do not contribute to
the region formation and the development of logistics

The still unresolved border problems between Kyrgyzstan and Tajikistan, as well as
with Uzbekistan, not only lead to human casualties, a tense political atmosphere, but
also intensify the process of defragmentation of the region. In the context of bloody
border conflicts, external centers of power can more easily realize their interests that
undermine the process of regionalization.

For instance, the discourse is actively replicated that the only possible solution to border
problems is the EAEU enlargement by the accession of Tajikistan and Uzbekistan, what
will make the borders formal and transparent within Central Asia. However, this thesis
again undermines the Central Asian region’s subjectivity, which is presented as weak and
unable to independently resolve internal contradictions without external involvement.

The delay in the resolving border issues also leads to a deepening of water distribution
problems, to increase in smuggling and the power of “gray zones” with a shadow
economy, which contradicts the logic and spirit of regional cooperation. It can be noted
that without the resolution of border and water problems, the development of new
transport and logistics projects seems to be very difficult, which means that the format of
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consultative meetings will not be able to transform into a well-coordinated mechanism
for promoting regional cooperation.

Another key challenge facing Central Asia is the problem of development and
harmonization of transport hubs

The Central Asian States, despite recent steps towards rapprochement, remain one
of the least interconnected in the world. The reason for weak ties lies in the limited
infrastructure, which seriously hinders the creation of economic corridors.

Thus, according to OECD estimates, roads in Central Asia require significant repairs —
60% of roads in Kyrgyzstan, 54% of roads in Kazakhstan, 48% of roads in Tajikistan and
23% of roads in Uzbekistan have neither asphalt nor concrete pavement. In general, the
investment needs of the infrastructure of the CA region are estimated by the OECD at
$492 billion for the period from 2016 to 2030

The problem of poor infrastructure is exacerbated by the lack of cooperation in the
transport sector between the Central Asian States.
In this regard, the following hindering factors can be identified:

- lack of harmonization of tariff rates between transport operators, as a result of
which there are inflated transit tariffs and duties, primarily pursuing fiscal goals;

- long-term control procedures leading to delays at border crossing points;

- frequently changing restrictions and sanitary and phytosanitary procedures;

- lack of a single mechanism coordinating the transport system of the region;
The physical and non-physical barriers noted above significantly increase the cost of
freight transportation on the internal routes of Central Asia. According to forecasts,

by 2030, cargo worth about $176 billion will be transported through the countries of
Central Asia.

To compare the Central Asian countries in terms of the quality of transport services, the
World Bank Logistics Efficiency Index can be used®*2. The logistics performance (LPI) is
the weighted average of the country scores on the six key dimensions:

- 1) Efficiency of the clearance process (i.e., speed, simplicity and predictability of
formalities) by border control agencies, including customs;

- 2) Quality of trade and transport related infrastructure (e.g., ports, railroads,
roads, information technology);

- 3) Ease of arranging competitively priced shipments;

- 4) Competence and quality of logistics services (e.g., transport operators, customs
brokers);

- 5) Ability to track and trace consignments;

- 6) Timeliness of shipments in reaching destination within the scheduled or
expected delivery time.

131 OECD (2018), Enhancing Competitiveness in Central Asia, Competitiveness and Private Sector Development, OECD
Publishing, Paris, https://doi.org/10.1787/9789264288133-en

132 Source: LPI, global Rankings Data Table https://Ipi.worldbank.org/international/scorecard/line/128/C/KGZ/2018/C/
KAZ/2018/C/UZB/2018/C/TIK/2018/C/TKM/20184#chartarea
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Figure 1: Central Asian countries in the global ranking of the Logistics Efficiency Index
(in dynamics for 2007-2018)
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According to the expert of the Institute for Strategic and Interregional Studies under the
President of the Republic of Uzbekistan F.Zhuraev “the railway communication system
of the Central Asian countries extends for more than 22 thousand km. Kazakhstan has
the largest and most operated railway, which accounts for 66% of the total length of
railway tracks in the region and performs 84% of all freight traffic. About 18% of regional
railways pass through the territory of Uzbekistan, which account for about 11% of all
traffic. Turkmenistan has approximately 12% of regional railways and provides 4% of all
traffic’®.” These indicators indicate the need to increase the connectivity of the transport
systems of Kyrgyzstan and Tajikistan with their neighbors in the region. In particular, such
work was carried out during 2017-2018.

In 2016, the Angren-Pop railway line was put into operation in Uzbekistan. In February
2017, air traffic between Tashkent and Dushanbe was restored, which was terminated
in 1992. In 2017, the Tashkent-Almaty high-speed rail link was opened, and additional
flights of national air carriers were also involved. Since September 2017, the “Dustlik”
checkpoint has resumed operation on the Uzbek-Kyrgyz border. In 2017, new railway
and road bridges Turkmenabat-Farab across the Amu Darya were opened, which in the
future can become important links in the Uzbekistan-Turkmenistan-lran-Oman transport
and transit route. At the end of February 2018, traffic was opened along the Tashkent-
Andijan-Osh-Irkeshtam-Kashgar automobile corridor, which for the first time allowed
road carriers from Central Asia to go directly to China. In March 2018, the “Dzhartepa”
checkpoint was opened on the border of Uzbekistan and Tajikistan, connecting
Samarkand with Penjikent. Uzbekistan and Tajikistan resumed air traffic, restored the
Galaba-Amuzang-Khoshady railway.

133 Central Asia in the system of international transport corridors: a view from Uzbekistan. 06.09.2018 // https://isrs.uz/ru/
magolalar/markazij-osie-halkaro-transport-julaklari-tizimida-uzbekiston-nigoi
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Thus, improving the transport infrastructure while reducing soft trade barriers (for
example, the abolition of burdensome customs procedures) will reduce the costs of doing
trade and increase the attractiveness of Central Asian countries for foreign investors.

Discussed logistics projects contributing to the connectivity of the
region

Figure 2: China-Kyrgyzstan-Uzbekistan railway.
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Negotiations on the construction of the China-Kyrgyzstan-Uzbekistan railway project
have been underway since 1996, but to this day, there are no details of the start of the
project, nor the terms of preliminary agreements. It is noteworthy that before the visit
of the President of Kyrgyzstan to Beijing in February 2022, it was announced that “one
of the main issues for discussion will be the prospect of building the China-Kyrgyzstan-
Uzbekistan international railway®**” However, after the completion of this visit, except
declarations for support of this infrastructure project, no agreements were reached.
There are several reasons why the railway will not move from the discussion stage to
practical implementation in any way.

Firstly, initially the parties could not agree on the issue of financing. The cost of the
project in various periods of its discussion ranged from 2 to 6 billion US dollars. It is
also noteworthy that the cost may vary depending on which of the parties will finance
the project. Initially, China was ready to allocate either a loan for the construction
of a Kyrgyz railway section, or through the scheme “investments for resources” in
the terms of mineral deposits. Bishkek considered both options unprofitable, due to

134 Sadyr Zhaparov will pay a working visit to China, 02.02.2022 // https://knews.kg/2022/02/02/sadyr-zhaparov-s-
rabochim-vizitom-posetit-kitaj/
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the fact it can offer a limited list of products for export, unlike China and Uzbekistan.
Accordingly, Kyrgyzstan as a net importer has not seen great economic benefits from
transit opportunities, except for the sea access and foreign trade. It was assumed that
the road through Kyrgyzstan would not end in Uzbekistan, it would also be included in
the network of Tajikistan, Afghanistan, Iran and Turkey, and then the road would connect
to the European network. However, experts fairly point out the difficulties of reaching
Europe through the south due to instability in Afghanistan.

Secondly, there are still no details about the technical arrangements that are related to
both the specific route of the road and the gauge. As is known, China consistently seeks
the standard of the European gauge — 1435 mm, while the Russian standard, common
to all post-Soviet states, including Kyrgyzstan and Uzbekistan, is 1520 mm. The aspect
of the route is quite unsettling for the Kyrgyz side, given that it is existentially important
for Bishkek to connect the northern and southern regions of the country, which have
remained isolated outside the railway lines since the Soviet Union. In addition, it is
the fact that Uzbeks are the second largest ethnic group after the Kyrgyz (about 15%
of the country’s citizens) and most of them live in the southern regions of Kyrgyzstan.
Accordingly, the political elites of Kyrgyzstan remain concerned about the Uzbek
political and economic dominance in the south. Researcher Sofia Pale points out that
the connection of Kyrgyzstan and Uzbekistan may upset the balance in the relations of
the southern and northern elites of Kyrgyzstan. At the same time, the strengthening
of the Uzbek economic presence may even spur the desire of some territories for
independence. In this situation, according to Pale, the Kyrgyz authorities should first
build an internal North-South branch in order to firmly link the northern and southern
regions of Kyrgyzstan and only then open the possibility of transit**.

KYRGYZTAN'S POSITION RUSSIA'S POSITION

Av4

Kyrgystan's leadership cannot

define the route

o Chinese experts say the railway prospects are unclear

Bishkek suggests the route of first of all, due to the careful pesition of China itsalf,
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135 Sofia Pale. Kyrgyzstan and the Chinese “New Silk Road”, 09/3/2015 — http://ru.journal-neo.org/2015/09/03/kirgiziya-i-
kitajskij-novy-j-shelkovy-j-put/
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Another point is that the implementation of logistics projects in Kyrgyzstan requires
diplomatic success not only in the foreign policy with China, Uzbekistan, but also the
ability to negotiate in the domestic political audience. In particular, anti-Chinese rallies
often occur in Kyrgyzstan, which have repeatedly led to the disruption of projects. For
example, due to protests in 2020, the construction project of an industrial trade and
logistics center in At-Bashy with the involvement of $280 million from Chinese partners
was canceled.

And among other things, the implementation of infrastructure projects that can
somehow connect some of the countries of Central Asia with each other by rail will
be influenced by the geopolitical and geo-economic situation. The positions of both
countries outside the Central Asian region and the largest economies within the region
affect the likelihood of starting the implementation of certain projects. First of all, the
China-Kyrgyzstan-Uzbekistan railway contradicts the interests of Russia, and secondly,
it contradicts the interests of Kazakhstan. As the head of the Association of Carriers of
Kyrgyzstan Temirbek Shabdanaliev rightly noted, “Kazakhstan and Russia are railway
monopolies for the movement of goods from China. Russia has a very long railway
from China, Kazakhstan takes the second place. Kazakhstan already has two railways
approaching the border with China. In this regard, Kazakhstan and Russia do not want to
lose their monopoly, influence and authority*®.” As a result, to this day, construction has
not received practical implementation, remaining in the declarations as an “important
project” that will begin “in the near future.”

As can be seen, the implementation of infrastructure projects is influenced not only by
the balance of interests on the part of the stakeholders themselves, but also by external
players, as well as neighboring countries within Central Asia.

Another project that could partially ensure the internal connectivity of the Central Asian
region and promote regional cooperation was the construction project of the Russia-
Kazakhstan-Kyrgyzstan-Tajikistan railway, initiated by the ex-president of Kyrgyzstan
A.Atambaev in 2013. The decision to build the Russia-Kazakhstan-Kyrgyzstan-Tajikistan
railway was considered at an informal CSTO summit. According to the idea, this project
was planned to be transregional, paving the way further to the Turkmenistan-Iran-
Persian Gulf route. At that time, relations between Tajikistan and Kyrgyzstan with
Uzbekistan during the Karimov period were rather cool. Logistically, Tajikistan was
highly dependent on the position of Tashkent, that is why it was necessary to look for
workarounds to Kazakhstan and Russia. But in the balance between the advantages
of this project in terms of strengthening the image and integration processes within
the EAEU, the disadvantages still outweighed for the Kremlin. In particular, Moscow
did not see the expediency of financing the project for itself, doubting the profitability
and safety of its investments®®’. The ensuing crisis in Russian-Ukrainian relations and its
aftermath has shifted the focus and agenda for Russia itself. In addition, the warming of
relations between Tajikistan and Uzbekistan, as well as the lack of interest from Russia
and Kazakhstan, do not contribute to its ideological advancement.

136 Expert: Construction of the China-Kyrgyzstan-Uzbekistan railway is unprofitable for Russia and Kazakhstan, March 5,
2021 https://www.gazeta.uz/ru/2021/03/05/railway
137 Mordvinova A. Kyrgyzstan—Tajikistan railway, December 10, 2015 // https://riss.ru/article/6248/
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As a result, the project received neither further substantive discussion nor a fully
completed feasibility study. And the deteriorating relations between Kyrgyzstan and
Tajikistan due to border conflicts in 2021 and 2022 freeze this idea altogether.

Similar problems can be called for another project initiated by Iran in 2010, the 2
thousand km long China-Kyrgyzstan-Tajikistan-Afghanistan-lran railway. Although in
2014 the parties expressed interest and readiness, the matter did not progress beyond
declarations'®. The parties have not reached a compromise either in terms of financing
orin terms of gauge. However, the security problem can be considered paramount in this
project, taking into account the unstable Afghanistan, as well as the ambiguous situation
in Iran itself. Another trans-Afghan project of the Mazar-i-Sharif-Kabul-Peshawar railway,
despite the interest of Tashkent, remains under great doubt due to the coming to
power of the banned Taliban movement in Afghanistan, which remains internationally
unrecognized.

CONCLUSION

As the analysis has shown, for the development of intraregional cooperation, it is critically
important to focus on the promotion of transport and logistics projects. The Central
Asian countries remain dependent on logistics projects of other countries when entering
world markets. As can be seen, the influence of Russia and China in the infrastructure
projects of the region is decisive.

In the construction of their own transport and logistics systems, the countries of the
region have made progress in different ways: if Kazakhstan, Uzbekistan and Turkmenistan
are most actively building railways and highways, then Kyrgyzstan and Tajikistan have not
made much progress in this regard over the thirty years of independence.

Over the thirty-year period of sovereignty of the Central Asian countries, there is still
a wide list of unrealized infrastructure and logistics projects that could strengthen
the connectivity of the region. The main reasons for the slowdown of a number of
infrastructure projects are dependence on investments and financial injections from big
players, difficulties in finding a compromise on the route and conditions of financing at
the multilateral level, political instability within Kyrgyzstan, as well as the prevailing spirit
of competition rather than cooperation for transport flows and others.

At the same time, the format of the consultative meetings still does not provide for the
integration of the transport strategies of the five countries, without which it is difficult
to promote regional cooperation. Following the results of the last consultative meeting,
which was held in Avaza, in paragraph 12 of the Joint Statement of the heads of State of
Central Asia, “the parties noted the need to accelerate the creation of a regional Meeting
on transport communications, coordination of the Program and Agreement on the Joint
Development of the transport system in Central Asia, taking into account ongoing and
promising projects for the formation of profitable international transport corridors
with the participation of the states of the region. The parties supported the initiative

138 Khurramov Kh. A new transport corridor and the “suspended” fate of the railway from China to Tajikistan, June 14, 2020
// https://rus.ozodi.org/a/30670099.html
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of the Uzbek side to establish a Regional center for the development of transport and
communication connectivity under the auspices of the United Nations.!*”

In addition, the successful implementation of logistics projects is due to diplomacy and
diplomatic potentials both at the international and domestic political levels.

At the same time, it is important to emphasize that the development of logistics in a
broad sense will not only contribute to the economic prosperity of the region, but will
also determine the civilization choice, paving the way and strengthening ties either
between the countries of Central Asia themselves, or towards one or another external
player.

139 Joint Statement following the Consultative Meeting of the Heads of State of Central Asia // 06.08.2021
https://turkmenportal.com/blog/38733/v-turkmenistane-podvedeny-itogi-tretei-konsultativnoi-vstrechi-liderov-stran-ca
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EXTENSIVE ABSTRACT

This chapter discusses cooperation of Kyrgyz Republic and China within Belt and Road
Initiatives especially road construction projects together with other infrastructural
projects. Historical background on development of cooperation among two neighbours
in different spheres will be analysed and how the creation of BRI impacted the
cooperation among them. What are the impacts of BRI projects on Kyrgyzstan in terms
of development?

Our chapter consists of two parts. First, we will analyse the cooperation between
Kyrgyzstan and China within BRI since its creation. We will analyse benefits and problems
of cooperation for Kyrgyzstan since BRI is seen as a project which is uniquely beneficial
for China. We will discuss the history of cooperation between Kyrgyz Republic and China
since the independence of Kyrgyzstan in economic and other spheres. In the second
chapter we will analyse the construction of roads in Kyrgyz Republic with the financial
support of China within BRI and its benefits for Kyrgyzstan and China.

Key words: Belt and Road Initiatives, Kyrgyzstan, infrastructural projects, financing,
construction of roads, economic impacts.

AHHOTALUMA

B aToM rnase obcyxkpaerca coTpyaHnyecTso Koiprbidckon Pecnybanku n Kutaa B pamkax
MHUUMaTMBbLI « OAMH NOAC, OAMH NYTb», 0COBEHHO NPOEKTbI CTPOUTENBCTBA AOPOr BMECTe
C APYTMMMN MHPPACTPYKTYPHbIMM NPOEKTaMU. byayT npoaHaAM3npPoBaHbl UCTOPUYECKME
NpeAnocbI/IKM Pa3BUTUA COTPYAHUYECTBA MEXAY ABYMA COCEAAMMU B Pa3INYHbIX chepax
M TO, KaK co3gaHue BRI noBamMAno Ha coTpyaHMYECcTBO MeXay HMMU. KakoBO BAMAHWE
npoektoB BRI Ha KbiprbI3cTaH ¢ TOUKM 3peHMA pa3BUTUA?

Hawa rnaBa coctout u3 AByx 4Yactel. CHayasa npoaHannsmpyem COTPYAHUYECTBO
KblprbisctaHa 1 Kutaa B pamkax OAnH nNosic ogMH NyTb C MOMEHTA ero co3gaHuA. Mol
npoaHannsnpyem npevmyllectsa M npobnembl coTpyaHudectsa Ana KbiprbisctaHa,
nockonbky BRI paccmaTpuBaeTca Kak NpoeKT, 04HO3HAYHO BbirogHbIM ans Kutasa. Mbl
obcyamm muctoputo cotTpyaHudectsa Koiprbidckon Pecnybnvku n Kutas ¢ MomeHTa
obpeTeHns KbIprbiI3CTaHOM HE3aBUCMMOCTM B 3KOHOMMYECKOM W apyrux coepax. Bo
BTOPOI rnaBe Mbl NPOaHaN3MPyeM CTPOUTENLCTBO Aopor B Kbiprbisckon Pecnybnuke

222 e Logistics & Diplomacy in Central Asia



npv duHaHcoBoM noaaeprKKe Kntas B pamkax OguH NOAC OAMH NyTb M €r0 NPenMyLLLecTBa
AnAa KelprbizctaHa n Kutas.

Kniouesble cnosa: OguH nosc oamH NyTb, KbiprbiscTaH, MHGPACTPYKTYPHbIE NPOEKTLI,
CTPOUTENLCTBO A0POT, PUHAHCUMPOBAHWE, BAUAHME.

INTRODUCTION

Belt and Road Initiative is one of them broiling topics in academic, business and political
area for discussion. Beijing and Bishkek agreed that the Belt and Road Initiative (BRI),
through implementation of major projects, is of key significance to bilateral ties and
regional cooperation agreed by both sides during Chinese President Xi Jinping state visit
to the Central Asian country, where he also attended the 19th Shanghai Cooperation
Organization summit in June 2019.

The two sides noted that there is great potential for cooperation to dock the China-
proposed BRI with Kyrgyzstan’s National Development Strategy 2018-2040, adding that
they will look for more overlapping interests and realize common development based on
the principle of mutual benefits and win-win outcomes. The two sides pledged to explore
potential for cooperation, further expand trade, to promote the exchanges between the
enterprises, transportation cooperation, bilateral agriculture cooperation, cooperation
in investment and finance, protect legitimate rights of citizens and legal persons and
cooperation in commerce and tourism.

Since the inception of the BRI in 2013, all cooperation projects and any cooperation
between China and other nations have been related to BRI projects. According to
Aminjonov et.al (2019, p.1), projects are regarded as part of the BRI if they meet the
criteria of:

- being publicly reported as a BRI project, regardless of whether projects are fully or
partially financed by the BRI financial institutions, such as the Asian Infrastructure
Investment Bank (AlIB), China Development Bank, Export—Import Bank of China
or New Silk Road Fund, or

- are implemented and financed via a bilateral or multilateral format.

Some scholars consider Chinese projects to exclusively serve Chinese interests and not
the interests of the Central Asian countries. According to Taliga (2021, p.8) a large share
of the funds injected by China into Central Asia never leaves the Chinese system: a loan
granted by a Chinese bank to a Central Asian government is reinvested in the Chinese
company that gets the contract and which brings Chinese equipment and a Chinese
workforce to Central Asia to carry out the project. A multi-regional study of the BRI
conducted by Building and Wood Worker’s International (BWI) indicates that more than
60% of the BRI projects funded by China are allocated to Chinese companies.

Despite the importance of Kyrgyzstan to the BRI, with the exception of a not much
of research papers (Mogilevskii 2019; Aminjonov, Sim, 2020; Kitade 2019; Vakulchuk,
Overland 2019), not a lot research has been done which analyzes the economic
cooperation between China and Kyrgyz Republic or which clarifies the impact of the BRI
on the economies of Kyrgyz Republic.

Two of the six BRI corridors pass through the region of Central Asia, connecting China.
The BRI is important for Central Asian countries since for most of the Central Asian
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economies, China offers the closest port. Central Asia is important for BRI since two
out of six corridors pass through Central Asia. The governments of Central Asia are
expecting investments, first in the infrastructure projects, to open the landlocked region
economically and attract more diversified projects with greater global attention. ADB
has estimated that over USD 30 billion needs to be spent annually on infrastructure
modernization until 2030 in Central Asia given the current conditions of infrastructure in
Central Asia (Sim, Aminjonov, 2020).

This chapter aims to analyze the cooperation of China and Kyrgyz Republic within BRI
and most specifically infrastructure projects — roads constructed in Kyrgyzstan with Belt
and Road Initiative. This chapter discusses what roads have been constructed within
the framework of the BRI in the Kyrgyz Republic and their economic role and impact on
Kyrgyz economics.

Research was done using qualitative analysis of secondary sources (articles, book
chapters, research center reports) and primary data received from the Ministry of
Transportation of Kyrgyz Republic and some statistic data from open sources. The
text is organized into two main sections, each dedicated to the aforementioned fields
of research, and concluding remarks. In the first we analyze the cooperation of China
and Kyrgyz Republic within BRI. In which spheres these two neighbors are cooperating
fruitfully. In the second part we analyze the construction of roads in Kyrgyz Republic
with the financial and logistic support of China within BRI. Also benefits and problems of
cooperation for Kyrgyzstan are analyzed.

1. China and Kyrgyzstan cooperation within BRI

People’s Republic of China is a big neighbour of Kyrgyzstan and since its independence
Kyrgyz Republic considers PRC as one of the main partners in all spheres. Kyrgyzstan is
also a very important neighbour for China since they have common frontier of more than
1000 km. The history of friendly exchanges between two nations has lasted for more
than 2000 years (Han Yichen 2019).

According to Roman Vakulchuk and Indra Overland Kyrgyzstan is of less interest to China
due to the small size of its market and its geographic location (Vakulchuk, Overland
2019). From total 261 Chinese projects in Central Asia 46 is implemented with Kyrgyzstan
coming just after Kazakhstan with 102 projects. From 46 BRI and bilateral projects of
China and Kyrgyzstan:

- 17 of them on trade and industrial development including mineral extraction,
industry, agriculture, food and finance and IT,

- 11 —rail and road connectivity,

- 5—energy and

- 13 — people-to-people projects.
According to CADGAT total Chinese investments to Kyrgyzstan is 5.3 billion USD by
2019 - 1.7 billion USD going to rail and road; 2.7 billion USD going to energy; 676 million
USD — mineral and petroleum exploration, 31,5 million USD — agriculture and food. China
possesses more strategic (34 in KZ — 32) projects in Kyrgyzstan than commercial (12,

in KZ 70) (CADGAT, 2019). Roads are the second key sector, followed by energy. The
majority of these Chinese projects in Central Asia are bilateral. Apart from loans and
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direct investments, China provided Kyrgyzstan with more than USD 300 million non-
refundable aid to build roads and supply potable water to remote regions.

According to Taldybaeva (2017) the cooperation between the two countries within the
BRI is based on reconstruction of existing railways and highways and construction of new
railways and highways, pipelines and logistic infrastructure, ensuring the transportation
of energy resources such as Turkmen and Uzbek gas to China, relocation of Chinese
production facilities to Kyrgyzstan in order to meet the demand for Chinese goods in
the EAEU, provision of Chinese investments, improving cooperation in many fields, and
strengthening border cooperation by establishing a free trade zone. China is expecting to
create stable economies through the construction of new roads, railroads, and gas and
oil pipelines in territories endowed with natural resources (Yazdani 2020, p. 190).

Han Yichen said that the bilateral pragmatic cooperation has brought tangible benefits to
Kyrgyz people. The Osh Hospital aided by China is in use now and provides high-quality
medical services to residents in the southern region. Bilateral cooperation in the fields
of education, medical care, culture and art continues to promote mutual understanding
of the two peoples. Kyrgyzstan has opened 4 Confucius Institutes and 21 Confucius
Classrooms. More than 4,600 Kyrgyz students are studying in China. Experts from the
First Hospital of Hebei Medical University have come to Kyrgyzstan for volunteer medical
consultation every year since 2008. The hospital has also established a Research Center
of Congenital Heart Disease in cooperation with the Ministry of Health of Kyrgyzstan
(2019).

The State Council Information Office of China and the Bishkek Humanities University have
jointly established the “China Pavilion,” which provides a platform for the Kyrgyz people
to know China and Chinese people (Han Yichen 2019). And of course as mentioned
above construction of roads, modernization of energy system and development urban
spaces is the main benefits for Kyrgyzstan. Bishkek road conditions were improved.
The Bishkek road network reconstruction project started in October 2016, covering 49
streets and 10 bridges with a total length of 95.4 kilometers. By 2019, 47 roads have
been constructed and restored. The wide and flat roads have given the city a modernized
view (Liu Zhonghua et al. 2019).

Only 500 of the more than 1,800 villages in the country had the access to centralized
water supply. To tackle the issue, the Chinese Academy of Sciences (CAS) and the Kyrgyz
National Academy of Sciences co-established the Research Center for Ecology and
Environment of Central Asia (RCEECA) in Bishkek in 2014. Chen Xi, deputy director of
Xinjiang Institute of Ecology and Geography under the CAS and director of RCEECA, said
the center has helped to conduct Kyrgyzstan’s first systematic study on drinking water
safety in nearly 30 years after the country’s independence, striving to develop the best
and most suitable implementation plan for water purification technologies. In August
2018, RCEECA established the first drinking water safety technology demonstration site
in Bishkek (Zhonghua et al. 2019).

Since 2012, China has become the largest source of foreign direct investments into the
economy of Kyrgyzstan; for 2006-2017, the cumulative gross of Chinese FDI inflow was
equal to USD2.3 billion. For this period, Chinese FDI constituted 25-50% of total FDI to
Kyrgyzstan (National Statistic Committee KR 2017). Key Chinese FDI sectors are geological
explorations, the mining industry and the production of refined petroleum products.
Mining-related FDI (geological explorations and the mining industry) concentrate on
the development of gold deposits in Kyrgyzstan. Chinese companies operate some
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10 medium-sized mines producing gold-copper concentrate, which is exported for
refining to China. Chinese FDI in other sectors of the Kyrgyz economy (e.g. retail trade,
construction materials production, food processing) is relatively minor. In 2009, Chinese
Eximbank financed the construction of a large cement plant in southern Kyrgyzstan.
Later, however, this plant was sold to Kazakh investors (Mogilevski 2019 p.10-11).

Debt dependency and the risk of loss of sovereignty are generally of concern for
Kyrgyz population (Vakulchuk, Overland 2019). In 2008 Kyrgyz government’s debt to
Eximbank was 9 million USD and in 2017 it raised to 1.7 billion USD made up 42% of
total Kyrgyz government external debt or 24% of GDP. All infrastructure loans provided
by the Government of China are concessional with effective interest rates of 1.86-2.5%,
repayment periods of 20-25 years and grace periods of 5-11 years (Mogilevski 2019,
p.15). According to IMF the Kyrgyz Republic remains at moderate risk of debt distress
(IMF 2018).

According to The Wall Street Journal citing the Center for Global Development
Kyrgyzstan is included into 8 indebted countries with Djibouti, Laos, Maldives, Mongolia,
Montenegro, Pakistan and Tajikistan. According to Ministry of Finance of Kyrgyz Republic
Kyrgyz debt to China is 53.6% of GDP and it may grow till 71% of GDP.

Sinophobia is the next most important problem in this cooperation. Most of Kyrgyz
society views China’s cultural expansion rather negatively and potential influx of Chinese
immigrants is viewed as a risk (Jochec and Kyzy 2018). Mostly demonstrations in regions
and Bishkek against China are organized against Chinese immigrants, mining companies
implemented by Chinese, debt implications one of the most and hotly discussed topic
in Kyrgyz society and the main concern of population, and rights of Kyrgyz workers in
Chinese companies.

2. Construction of Roads in Kyrgyzstan within BRI

In recent years the Government of China has supported the implementation of several
major infrastructure projects in Kyrgyzstan. The total amount of loans is USD 2.1 billion; if
one adds to this amount the grants and costs of “resources in exchange for investments”
project, the total costs of infrastructure projects financed by China in Kyrgyzstan go as
high as USD2.2 billion. (Mogilevski 2019, p.5). These loans went mostly for road and
energy system rehabilitation and development. From 2008-2017, 12 projects were
implemented and 6 of them were on road rehabilitation for more than 1 billion USD.
Four out of twelve projects were on energy system rehabilitation for more than 1.2
billion USD for modernization of electricity transmission in the south of Kyrgyzstan,
construction of electricity transmission 500 kV Datka Kemin, 500 kV Datka substation,
modernizing Bishkek heat and power plant and more than 1 billion USD planned to be
spent for gas pipeline Kyrgyzstan-China in the future. For urban development of Bishkek
120 million goes (China-Kyrgyzstan intergovernmental agreements).

Significant progress has been made in the construction of the cross-border fiber optic
cables for information transmission. Beijing and Bishkek have signed a cooperation
agreement on fiber optic cables and practically launched the project (Yichen 2019).
Chinese companies built two petrol stations in Tokmok and Kara-Balta and participate in
natural resources extraction (Vakulchuk, Overland 2019). From 1996 to 2016, a total of
2 billion 521 million US dollars investment had been injected on roads in Kyrgyzstan. Of
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these, $206 million are grants, $ 213 million are the country’s own funds. The remaining
S 2 billion 102 million are loans (24.kg, 2018).

The road projects are parts of the CAREC corridors that have been designed to improve
the transportation links in Central Asia and connect the region with China, South and
West Asia, and Europe. The road Bishkek-Naryn-Torugart is part of the CAREC Corridor
1c, the alternative road North-South is the road connecting Corridors 1 and 3, and the
roads Osh-Sarytash-Irkeshtam and Osh-Batken-Isfana are parts of Corridor 2 (Mogilevski
2019 p.9). Bishkek-Naryn-Torugart road’s loans amount was 200 mIn.US dollars with the
length of 230km and totally funded by Eximbank and contractor was China Road and
Bridge Corporation (Ministry of Transportation and Roads KR, 2019). Eximbank financed
67km of roads by putting 75 mIn.US dollars to Osh-Sarytash-Irkehstam roads (Ministry
of Transportation and Roads KR, 2019) and Sarytash-Nura (CAREC-2) put 25mIn US dollar
by State Bank of China for 50km of length.

Within BRI the road projects are part of the CAREC corridors that have been designed
to improve transportation links in Central Asia and connect the region with China, South
and West Asia, and Europe. The Bishkek-Naryn-Torugart Road is part of the CAREC
Corridor 1c, the alternative North-South Road is the road connecting Corridors 1 and 3,
and the Osh-Sarytash-Irkeshtam and Osh-Batken-Isfana Roads are parts of Corridor 2.

The construction of an alternative North-South highway is well underway in Kyrgyzstan.
The road is supposed to address the country’s various communication problems.
Several foreign banks and institutions have allocated their funds (mainly loans) for road
construction; Chinese Eximbank is a major lender (Mukambaev 2020). To date, the
Ministry is implementing the 13 road construction projects, with the involvement of
funds from international development partners.

Figure 1: Alternative North-South Road
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Total length of Alternative North-South Road (from Balykchy (North) to Jalal-Abad (South)
is 433km with total investment amount of 937.5mIn.US dollars, loan 857.49mIn.US
dollars and grant 46.22 mIn.US dollars. Kyrgyz Government part is 33.79 min.US dollars.
Phase 1, 150.9km is financed by Eximbank with total amount of 399.9mIn.US dollars.
Section one Aral-Kyzyl-Jyldyz 12.4km and section 2, Kazarman-Jalal-Abad 138.5km.
Contractor is China Road and Bridge Corporation. Phase 2 is 99.2km Aral-Kazarman with
total loan 298.7mIn.US dollars and financed by Eximbank (Ministry of Transportation
and Roads of KR, 2019).

Below information on roads construction in Kyrgyz Republic. Out of 14 projects 2 are
financed by Eximbank. The length of the roads financed by Eximbank is 226 km with
total cost of 700 min USD. Both of them are the part of the project “Alternative road
North-South” phase 1 and 2. Phase 3 is financed by Asian Development Bank. 125.9km
is Aral-Kyzyl-Jyldyz part and 99km is Aral-Kazarman part. Out of total 969 min. USD for
14 projects around 700 mlIn. USD is financed by Eximbank. Total length of roads is being
constructed is 733 km out of them only 226 km financed by Eximbank. These roads are
constructed by China Roads and Bridges Corporation which is Chinese company.

As is known in 2014 the Ministry of Transport and Roads of KR initiated the construction
of an alternate road “North South”. One of the main purposes of the road is to establish
an international transit corridor Tajikistan-Kyrgyzstan-Kazakhstan through connecting
the Alternative North South road with the Issyk Kul transport ring and Tyup Kegen road.
Formation and development of transport corridors must be based on the condition that
the carriers from each of the States Parties shall be provided with the conditions of carriage
that are as good as the conditions provided by the Parties to their own carriers. Connection
of this road with the roads in Kazakhstan Uzbekistan, and Tajikistan will enable establishing
a through transit route Kazakhstan-Kyrgyzstan-Tajikistan. It will allow the country to
overcome the transport deadlock, while retaining its economic self-reliance and complying
with its CAREC obligations (Ministry of Transportation and Roads KR, 2019).

There were several scandals linked to projects which were financed by China like Central
Heat Station scandal after the accident and in the construction of North-South Alternative
road. The online news site 24.kg said that the cost of the road construction was increased
five times (24.kg, 2018). According to Open Democracy, it appears that price tags were
inflated by several orders of magnitude, from paying 1.1 USD per kilogramme of cement
(cost on the local market: 0.07 USD) to paying 2,000 USD per month to provide office
space to an engineer on the construction site (Aidar, 2018). Apart from road works, the
same allegedly happened during the modernization of the Bishkek Heat and Power Plant
(HPP), which was also financed with a 386 million USD loan from China’s Exim Bank.
As Fergana.ru reports, the Kyrgyz authorities and Chinese contractor TBEA (which was
recommended by official Beijing for the modernization work) signed accounting papers
for $600 pliers, $14,000 video cameras and $1,500 fire extinguishers. A parliamentary
committee concluded that approximately 100 million USD was embezzled in the
operation. As a result, two former Prime Ministers have been arrested on corruption
charges along with a number of other officials (Aidar, 2018).

In the table 1 we see that Eximbank cost is very high in comparison with other donors.
For example, project for rehabilitation of route Bishkek-Naryn-Torugart, 272-365km
which is funded by Arabic Coordination Group, the cost of 93 km of road is 45,4 min. US
dollar when we that project “Alternative road North-South”, phase 2, Kazarman-Jalal-
Abad financed by Eximbank for 99,2 km costs 298,7 miIn. US dollars.
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Table 1: Construction of roads in Kyrgyzstan

Ne Name of project La:‘ Iit)h (;::17;)
Project «Alternative road North-South”, phase 1,
1 Kazarman-Jalal-Abad (Eximbank) 125,9 399,9
Project «Alternative road North-South”, phase 2,
2 Kazarman-Jalal-Abad (Eximbank) 99,2 298,7
10 Project for rehabilitation of route Bishkek-Naryn-Torugart, 93 454
KM 272-365; (Arabic Coordination Group) !
14
Total 733 (226 km | 969 (700 min
Eximbank) USD Eximbank)

Source: Ministry of transportation of Kyrgyz Republic

According to the Government’s plan, the road should solve the following problems: a)
be an alternative transport corridor between the south and the north of the country,
bypassing border territories; b) contribute to the development of the country’s interior,
inter alia by improving access to Sandyk aluminum and Kara-Kechinsky coal deposits; c)
provide a safer way bypassing the Too-Ashuu and Ala-Bel passes (Mukambaev 2020).

The construction of this Alternative Road will greatly improve the transport capacity
of China exporting goods and materials to Uzbekistan, Tajikistan, Kazakhstan and other
surrounding countries and even Europe through the land access in Kyrgyzstan, and have
a great and profound significance to further promote the trade contacts between China
and Kyrgyzstan and drive the rapid growth of regional economy (24.kg, 2014).

The construction of roads, modernization of the energy system and development of urban
spaces are the main benefits for Kyrgyzstan. The Bishkek road network reconstruction
project started in October 2016, covering 49 streets and 10 bridges with a total length
of 95.4 kilometers. By 2019, 47 roads had been constructed and restored. (Zhonghua et
al. 2019).

The China-Kyrgyzstan-Uzbekistan railroad had been under discussion for almost 20 years
but stalled over Kyrgyzstan’s complaints that the project lacked benefits for Bishkek
(Hashimova 2018). The China-Kyrgyzstan-Uzbekistan railway and Turkmenistan-China
gas pipeline are the major opportunity for Kyrgyzstan both cross Kyrgyz territory. Railway
can potentially provide annual fees of 200 million USD for freight transit but there are
several issues technical standards and funding sources and Chinese requirement to
provide a deposit in the form of access to natural resources of Kyrgyzstan (Vakulchuk,
Overland 2019).

A large share of the funds injected by the PRC into Central Asia never leaves the Chinese
system: a loan granted by a Chinese bank to a Central Asian government is reinvested
in the Chinese company that got the contract, which brings Chinese equipment and
a Chinese workforce to Central Asia to carry out the project. For example, the multi-
regional study of the BRI conducted by Building and Wood Worker’s International (BWI)
refers to the data that more than 60% of the BRI projects, funded by China, are allocated
to Chinese companies (Taliga 2021).

The problem is that China provides loans to countries under the condition that they
use Chinese technologies and hire Chinese workers. All the infrastructure projects have
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been implemented by the Chinese companies CRBC and TBEA Co.Ltd which use a mostly
Chinese labour force as well as machinery, equipment and materials which have been
imported from China (Mogilevski 2019, p.9). For instance, a workforce made up of 30%
locals built Kyrgyzstan’s Osh-Sarytash-Irkeshtam and Bishkek-Naryn-Torugart Roads,
partly funded by China, and 70% Chinese workers, with 60% imported raw materials.
Consequently, benefits for the local economy are tempered as mostly Chinese materials,
technology, equipment and labour force are used (Sim, Aminjonov, 2020, p.25).

In 2011-2017 total money committed to projects implementation was 4.1 billion USD,
2.2 billion USD for infrastructure projects and 1.9 billion USD of FDI however contribution
to aggregate demand was much smaller according to Roman Mogilevski since most part
of these resources went to imports of goods and services from China. According to him
contribution of these projects to employment in Kyrgyzstan is not significant since it
composes only 0.1-0.3% of country’s total employment. Enterprises with Chinese
participation paid 53.2 million USD of tax to Kyrgyz budget that composes 2.5% of state
budget (Finance Ministry of Kyrgyz Republic). Concerning the trade Kyrgyz exports to
China in 2016-17 was 2% of total country’s export (mostly gold export) and imports of
machinery and equipment from China to KR in 2011-2017 6-10% of total imports of the
country (Mogilevski 2019, p.13).

CONCLUSION

We have analyzed the cooperation of Kyrgyzstan and China within BRI. First, China
is the main investor to Kyrgyz economy and finances actively many infrastructure
projects especially in construction of roads. Second, almost all projects financed by
China is accompanied by scandals like Central Heat Station of Bishkek and North-South
Alternative Road and most of the scholars consider them not beneficial for Kyrgyz
Republic and doesn’t contribute to Kyrgyz economy. Implementation of such projects
with Chinese workforce negatively impacts Chinese image in Kyrgyzstan by raising Sino
phobia problem. In mining sector, we see a lot of problems with local people manifesting
against Chinese workforce when the unemployment rate is very high in Kyrgyzstan.

In conclusion we would like to say that Kyrgyzstan and China are the immediate neighbors
and good relations between them are extremely important for both sides. Belt and Road
Initiative is a tool for improving relations of mutual benefit, mutual respect and common
prosperity. Kyrgyzstan should use this opportunity to develop economic and political
stability in country and be in good relationship with all the neighbors and partners.
Kyrgyzstan has multi-vectored foreign policy principles that means Kyrgyzstan will
cooperate with all the states of the world.
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RESUME

Le corridor de développement Chine - Asie centrale est un élément clé de la réussite
du projet chinois des nouvelles routes de la soie. Un corridor de développement
peut prendre plusieurs formes et son évolution est représentative du développement
territorial ou il est situé. L'analyse théorique des impacts de corridor est révélatrice
des inégalités des partenariats qualifiés par la Chine de win — win. Le point de passage
frontalier de Khorgos, au cceur de cet arc de développement et vitrine de la présence
chinoise en Asie centrale présente aujourd’hui de nombreux dysfonctionnements liés
a la pandémie de la Covid - 19 mais plus intrinsequement a la structure du projet. Ce
chapitre a pour vocation d’analyser les enjeux de la présence chinoise dans cet espace.

ABSTRACT

The China-Central Asia development Corridor is a key element in the success of China’s
Belt and Road Initiative. A development corridor can take many forms and its evolution
is representative of the territorial development where it is located. Theoretical analysis
of corridor impacts reveals the inequalities of partnerships described by China as win-
win. The Khorgos border crossing point is at the heart of this development arc and
showcase of the Chinese presence in Central Asia. It is currently experiencing numerous
dysfunctions linked to the Covid pandemic but more intrinsically to the structure of the
project. The purpose of this chapter is to analyse the challenges of the Chinese presence
in this area.

INTRODUCTION

Dans le cadre de la mondialisation, la notion de corridors de développement est un pilier
de la globalisation des échanges. En théorie, le corridor Chine - Asie centrale comporte
des éléments propices a la réussite du projet des routes de la soie. Il existe un réseau
de métropoles actives en plein développement et des centres de transaction comme
Nour — Soultan et Almaty (Kazakhstan), Bichkek et son bazar (Kirghizistan) ou encore
Tachkent en Ouzbékistan. Le réseau centrasiatique dispose d’un réseau d’infrastructures
de communication hérité du systeme soviétique qui tend a se moderniser, notamment
sous le prisme du projet de la Belt and Road initiative (BRI). Leur synergie intermodale
demeure néanmoins relative et fut durement impactée par la pandémie de la Covid —
19. Par ailleurs, si un réseau de péles importants existe, il demeure tres peu connecté
de par leur faible nombre et I'ancienneté du réseau. Paradoxalement, ce dernier est a

Logistics & Diplomacy in Central Asia ¢ 233



la fois récent, puisque hérité de I'URSS mais trop ancien pour faire face aux enjeux et
nécessités logistiques du XXle siecle. Enfin, une des contraintes pour le projet chinois est
I'interdépendance de ce réseau a d’autres puissances comme la Turquie ou la Russie, des
partenaires historiques de cette région du monde.

Le projetdes nouvellesroutes de lasoie aussiappelé BRI (Belt and Road Initiative) ou OBOR
(One Belt One Road) fut lancé en 2013 par Xi Jinping a Nour — Soultan (anciennement
Astana). Le choix d’annoncer ce projet au Kazakhstan, pays voisin de la Chine et principal
fournisseur de ressources énergétiques, n’est pas anodin : il annonce les prémices d’une
collaboration indispensable a la Chine pour mener a bien son initiative. Les routes de la
soie ont pour objectif de développer d’importantes voies de communication, maritimes
et terrestres pour relier la Chine a I'Europe et ainsi maintenir I'exportation de son
importante production industrielle. Ce projet a pour enjeu de maintenir le niveau de
croissance chinoise. On constate une influence accrue de la Chine en Asie centrale depuis
le début des années 2000 et de I'ouverture de ces deux zones géographiques (Kellner,
2016). La Chine cherche également a sécuriser son approvisionnement énergétique via
les gazoducs, oléoducs ou encore le commerce d’uranium au Kazakhstan dont la moitié
de la production est exportée en Chine (Ministére de I'économie, des finances et de la
relance, 2021). Le Kazakhstan, leader de la région est au coeur du projet de la Belt and
Road Initiative et est un partenaire indissociable de la Chine de par ses ressources, son
positionnement géographique et la coopération sécuritaire menée depuis pres de 30
ans. Pourtant, le développement de la zone logistique de Khorgos, a la frontiere entre
les deux pays et vitrine de la réussite des routes de la soie, est sujet a controverse sur sa
réussite depuis sa création.

Face a cesambiguités, laBeltand Road Initiative peut-elle étre un levier de développement
logistique pour I'Asie centrale ? Quels sont les impacts territoriaux nationaux du projet
chinois et est — ce réellement un projet win — win pour I'Asie centrale et le Kazakhstan ?

Dans un premier temps, ce chapitre s’intéressera a la notion de corridors de
développement, thématique chére au discours politique chinois sur les bénéfices des
routes de la soie pour ses partenaires. Puis, dans un second temps il présentera les
enjeux du corridor Chine - Asie centrale dans |'espace eurasiatique. Enfin, il s’attardera
sur une des étapes principales du corridor : le poste frontiere de Khorgos.

1. Les corridors de développement comme levier de
développement territorial

1.1. Qu’est ce qu’un corridor de développement ?

La notion de corridor de développement a été développée conjointement par les
scientifiques et les institutions internationales et régionales. Apparue a la fin des années
1960, la notion géographique de corridor s’est formée avec l'accélération des échanges
mondiaux et l'essor de la planification et des grands projets urbains. Sa définition
méme est sujette a plusieurs controverses du fait de I'unicité de chaque corridor. Le
site internet de ressources Géoconfluences définit le corridor comme : « un espace
géographique dans lequel les régions sont parfaitement interconnectées par des liaisons
terrestres ou maritimes plurimodales » (Géoconfluences, 2010). Néanmoins, I'idée de
« parfaite interconnexion » est a relativiser. Elle est étroitement liée aux échelles, aux
acteurs du territoire et a leurs besoins. Cette interconnexion est difficilement parfaite
et doit surtout évoluer dans le temps. Le lien avec les transports est indissociable de
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cette notion puisqu’elle est liée a la connectivité des territoires entre eux. Le phénomene
de maillage multiscalaire des économies provoqué par la mondialisation tend a créer
ces corridors que les Nations Unies définissent comme : « un axe de concentration des
infrastructures de communication » (Fau, 2019) et les déclinent sous forme multiple :
corridor de développement, urbain, de croissance ou encore de commerce. L'ONU a
notamment contribué a la généralisation du terme de corridor en langant entre 2002
et 2005 le projet Capacity-building in developing inter-regional land and land-cum-sea
transport linkages. Ce projet avait pour premier objectif d’aider les Etats membres de la
Commission économique pour I'Afrique (CEA), des pays de I'Europe centrale et orientale
(PECO), de la Commission économique et sociale pour I'Asie et le Pacifique (CESAP), de la
Commission économique et sociale des Nations unies pour I'Asie occidentale (CESAO) et
de la Commission économique pour I’Amérique latine et les Caraibes (CEPALC) a renforcer
leurs capacités nationales de développement des liaisons de transport interrégional
terrestre et terrestre-maritime. Le deuxiéme objectif était également de promouvoir la
coopération interrégionale pour faciliter le commerce et le tourisme.

La popularité de cette notion auprés des gouvernements et des acteurs du territoire a
rapidement propulsé les corridors de développement comme un outil de gouvernance et
de planification de la croissance et du développement économique. lls ont pour objectif
de « favoriser I'implantation de nouvelles activités productives grace a I'amélioration
de l'accessibilité au développement d’infrastructures énergétiques et des capacités de
transformation des productions locales et de favoriser le développement des marges et
non uniquement des principaux nceuds structurants. Il ne s’agit donc pas seulement de
relier les villes entre elles par des axes de communication plus performants, a créer ou
améliorer mais de développer un nouveau type d’espace multipolaire et transnational
articulant entre elles des régions urbaines existantes et des régions émergentes » (Fau,
2019). Dans le cadre de la Belt and Road Initiative et de I'axe eurasiatique, la notion
de marge prend tout son sens quant au désenclavement des pays d’Asie centrale. En
effet, cet enclavement, tant physique qu’économique est une des problématiques
relatives au projet des nouvelles routes de la soie. Selon le gouvernement chinois, le
corridor économique allant de la Chine vers |'Europe, doit tendre a développer cette
zone géographique par la création d’infrastructures multimodales améliorant Ia
connectivité de la région (Wang, 2016). Les corridors demeurent principalement des
constructions politico - économiques dans le cadre de la mondialisation et de la libre
circulation des biens. Néanmoins, dans le cadre de la BRI des barrieres physiques et des
contraintes politiques peuvent contrarier les ambitions chinoises. Par ailleurs, la qualité
des infrastructures de transport, notamment en Asie centrale, est un frein a I'expansion
chinoise vers I'Ouest (World Bank, 2019).

1.2. Identifier, mesurer et quantifier les corridors

Un corridor est le résultat d’'un processus global et plusieurs types de couloirs peuvent étre
identifiés. Claude Comtois identifie trois types de corridors : le corridor de pénétration,
le corridor chaine et le corridor centrifuge (Alix, Comtois, De Monnie, 2012).

- « Le “corridor de pénétration” est fondé sur la construction d’une route
n’affichant aucune activité de transit a 'exception des points d’entrée et de sortie.
Ce corridor peut servir a acheminer des équipements et de la main-d’ceuvre pour
le développement de régions ressources dont les produits sont ensuite expédiés
vers des marchés de transformation ou de consommation. Il peut également
permettre a des Etats enclavés de disposer d’un acces direct a la mer a des fins
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commerciales dans le cadre de conventions internationales, d’accords bilatéraux
ou de négociations politiques. »

- « Le “corridor-chaine” affiche une séquence de corridors dont le terminal
de sortie de I'un coincide avec le terminal d’entrée de l'autre. Les terminaux
servent soit de destination finale, soit de lieux de transit le long d’un itinéraire a
destinations multiples. Les terminaux peuvent étre reliés au sein d’une ligne de
service de groupage-dégroupage de marchandises ou de passagers. La qualité
des équipements et des services de transport aux terminaux influence le degré
d’accessibilité de I'itinéraire. »

- « Le “corridor centrifuge” présente un ensemble de corridors, fondés sur
différents modes de transport, qui émanent de et convergent vers quelques
terminaux situées le long d’une ceinture axiale. Le corridor centrifuge permet
d’atteindre des économies d’échelle par la concentration de services. Le corridor
centrifuge repose sur le développement d’infrastructures de transport et leur
intégration aux fonctions de production et de transformation, aux marchés de
consommation et aux procédés logistiques. »

Cette typologie permet dappréhender le corridor ferroviaire eurasiatique comme
désignant I'ensemble des voies ferrés reliant I'’Asie et plus spécifiquement la Chine a
I’Europe intégré de facon plus globale a un réseau. En effet, la juxtaposition des routes,
des voies ferroviaires et des axes énergétiques créent ce que Comtois qualifie d’'«
armature formative des corridors » (Alix, Comtois, De Monnie, 2012).

Il existe plusieurs méthodologies afin d’identifier les différents corridors de
développement. Plusieurs institutions se sont essayées a I'exercice mais I'exhaustivité de
ces analyses reste contestée. En effet, les criteres d’identification, majoritairement basés
sur des données économiques et logistiques, sont particulierement nombreux et ne
permettent pas d’inclure I'intégralité des indicateurs de performance dans une analyse.
Par ailleurs, chaque pays ne dispose pas des mémes méthodes de calculs ou méme de
données complétes. Lidentification et la quantification des corridors dépend avant tout
de l'objectif de I'étude : un outil d'aménagement, de développement, de réduction de
la pauvreté, d’atténuation des impacts environnementaux des transports ? Construire
une matrice d’indicateurs est extrémement complexe et idéaliste, leur pertinence, leur
fiabilité et leur compréhension sont souvent critiquées Selon Pelletier et Alix (2011), les
méthodes simples utilisant des indicateurs facilement accessibles peuvent donner des
résultats forts plausibles. Il existe plusieurs initiatives institutionnelles afin de recenser
les corridors de développement a travers le monde comme la Transport Result Initiative
de la Banque Mondiale ou le Logistic Performance Index (LPI) de la Banque Mondiale
de 2018 qui analyse la qualité des infrastructures, leur recensement et la qualité des
services mais aussi leur co(t.

Si les corridors de développement présentent de nombreux avantages, le point optimal
de circulation des richesses reste difficile — voire impossible — a atteindre. Alain Cariou
analyse ainsi les facteurs qui ont incité le gouvernement russe a passer d’une logique
nationale ou le Transsibérien est pensé uniquement comme un moyen de vaincre
I'immensité continentale et d’intégrer les périphéries au territoire national a une logique
transnationale ou le Transsibérien est envisagé comme un vecteur d’insertion dans la
mondialisation, notamment par un rapprochement avec une Asie en pleine croissance,
et comme un « instrument de puissance et de développement » (Cariou, 2018, Fau,
2019).
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La Banque Asiatique de Développement (BAD) est trés impliquée en Asie centrale et
apporte une méthodologie plus opérationnelle. Elle identifie trois grandes stratégies :
identifier les zones marginales, les maillons logistiques faibles et imposer un discours
techniciste pronant la « connectivité » (Fau, 2019). Nathalie Fau rappelle que ce discours
ne doit pas passer sous silence les enjeux de pouvoirs liés au controle des corridors.
Une véritable lutte d’influence se joue pour le controle des flux dans cette zone : élites
locales, gouvernements locaux et étrangers, institutions régionales et internationales.
Ces conflits d’intéréts multiscalaires s’inscrivent dans des problématiques récurrentes
en Asie centrale : inégales répartition des richesses et corruption. Le poste frontiere de
Khorgos, point de passage névralgique du corridor Chine — Asie centrale, met en lumiere
ces difficultés de développement territorial.

2. Le corridor Chine — Asie centrale au coeur de I’Eurasie

2.1. Identification géographique

Le corridor Chine — Asie centrale a été largement identifié par les institutions régionales,
internationales et les gouvernements chinois et centrasiatiques dans leurs accords de
coopération. Ce corridor historique initial des antiques routes de la soie est la vitrine de
la communication chinoise du projet de la Belt and Road Initiative. Il relie la province du
Xinjiang a I’'Europe vers :
- La Méditerranée, en passant par le Kazakhstan, le Kirghizistan, le Tadjikistan,
I’'Ouzbékistan, le Turkménistan, I'lran et la Turquie.

- Le nord de I'Europe, en passant par le Kazakhstan, la Russie, la Biélorussie ou
I’Ukraine, la Pologne et I'Allemagne.

Des chercheurs chinois ont proposé d’identifier ce corridor dans le cadre des routes
de la soie en tragant une ligne droite d’Almaty jusqu’a Achgabat. Cette ligne passe
par Bichkek, Tachkent, et Douchanbé non loin au sud de cette ligne. Si la ligne est
prolongée vers le nord-est, elle atteindra une position au nord d’Urumgqi (plus de 100
kilometres). Cette ligne droite relie les six centres économiques les plus importants
d’Asie centrale dans I'espace. La zone environnante avec cette ligne droite comme axe
est précisément la zone la plus densément peuplée et constitue le plus grand marché
d’Asie centrale. lls nomment ainsi cette ligne : « I'axe de développement économique
de I'Asie centrale ». lls rappellent également que cet « arc dans I'espace » s’inscrit a
proximité des six autoroutes internationales au Kazakhstan, dont I'autoroute Tachkent-
Shymkent-Taraz-Bichkek-Almaty-Khorgos. Khorgos étant d’une grande importance
pour le transport de marchandises en transit (Yang, Wang, 2018). Néanmoins, cet axe
plusieurs contraintes rendent cet axe incertain. Les pays traversés souffrent de multiples
inégalités territoriales dans tous les secteurs : acceés énergétique, structure industrielle,
logistique et de transports, conflits territoriaux et frontaliers, modes de gouvernance
différents, tensions ethniques et religieuses. Les infrastructures de transports pourraient
étre un frein considérable au projet chinois. Les routes en mauvais état ou encore les
infrastructures ferroviaires peu développées ralentissent profondément la connectivité
sur et entre les territoires centrasiatiques. Enfin, les conditions géophysiques de I'Asie
centrale rendent la création de nceuds et de hubs complexes : espaces arides, chaines
et cols de montagnes allant jusqu’a plus de 4000m d’altitude. Le corridor Chine —
Asie centrale s’inscrit donc dans un vaste espace que l'on peut difficilement qualifier
d’ensemble mais plutét de territoires hétéroclites que le gouvernement chinois tend a
instrumentaliser pour mener a bien son projet.
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2.2. Un espace de contréle stratégique : le corridor dans la théorie du heartland ou de
la zone pivot

L'Asie centrale s’inscrit dans ce vaste ensemble complexe a délimiter qu’est I'Eurasie.
Philippe Pelletier le définit comme « I'ensemble terrestre formé par I’'Europe et I'Asie, en
tant que supercontinent. Il est généralement utilisé dans deux domaines distincts. D’une
parten géographie physique :I'Eurasie désigne en biogéographie une vaste aire commune
d’especes végétales et animales, et en géologie I'une des plaques lithosphériques
majeures. D’autre part, en géopolitique voire en géographie culturelle : soit le terme
Eurasie permet de postuler une unité passée ou présente des civilisations européennes
et asiatiques ; soit de se focaliser sur I'espace clé de cette unité : I'’Asie centrale, pour
tout ou partie, ou bien la Russie dans son ensemble, ou encore, mais plus récemment,
le monde turcophone. » (Pelletier, 2011). Cette définition peut étre complétée par celle,
plus succincte, d’Yves Lacoste qui définit I’'Eurasie comme un « ensemble continental de
nature essentiellement géologique englobant I'Europe (10 millions de km?, et le continent
asiatique (44 millions de km?). L’Eurasie compte 4,5 milliards d’hommes, de femmes et
d’enfants » (Lacoste, 2003). Lapproche retenue dans cette thése sera donc de considérer
I’Eurasie comme un ensemble particulierement vaste dans lequel I’Asie centrale joue un
role précis d’articulation entre I'Europe et la Chine dans le cadre des nouvelles routes de
la soie. Néanmoins, Michel Bruneau rappelle au début de son ouvrage que « jamais cet
immense espace n’a été politiquement ou culturellement uni, et il ne devrait pas I'étre
dans un avenir prévisible, mais les progres incessants, grandissants, des communications
et connexions de toutes sortes, grace aux progres des infrastructures, lui donnent de plus
en plus de cohérence et font qu’un Eurasie devient une réalité de plus en plus tangible
sur un arriere fond de concurrence, de rivalités et de quéte d’'une hégémonie par les plus
grandes puissances du monde » (Bruneau, 2018).

Une autre approche, celle d’un heartland ou espace central, et d’'un « pivot
géographique » ft également théorisée dans la premiére moitié du XX® siécle et
s’applique a I'Eurasie. John Mackinder a été le premier a présenter cette notion comme
celle de plusieurs superpuissances luttant pour le controle stratégique d’une zone située
entre la Chine, la Russie et I'’Allemagne. Grace au contréle des voies de communication
en Asie centrale notamment, la puissance la plus présente pourrait contréler facilement
I’Eurasie (Mackinder, 1904). Ainsi, selon le concept de pivot géographique, la Russie a
I'époque et désormais la Chine, de par leur position géographique et leur étalement
autour de cette zone, pourraient s'imposer comme puissance de premier plan sur la
scene internationale en dominant la région centrasiatique.

2.3. Les enjeux du programme de développement de 'ouest chinois

L'accessibilité physique est un élément clé de la stratégie chinoise pour le développement
de la Belt and Road Initiative et le programme chinois de développement du « Grand
Ouest » a permis l'accroissement des échanges en ouvrant les frontieres du Xinjiang vers le
Kazakhstan. Ce programme proposé a la fin des années 1990 et lancé dans les années 2000
a pour vocation de réduire les écarts de développement économique entre les régions de
I'est et de 'ouest et a améliorer les régions du centre. Linstauration de cette stratégie s'est
mise en place par des incitations a la fois politiques et financieres (Castets, 2009).

De nombreux projets de construction ont été encouragés et soutenus par les
documents de planification nationaux : les plans quinquennaux du Parti communiste
chinois. On note notamment I'importance dans ces documents, depuis cette période,
du développement ferroviaire et du transport de pétrole et de gaz. Par exemple, le
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qguatorzieme plan quinquennal (2021 — 2025) pour le développement économique et
social national de la République populaire de Chine et les grandes lignes des objectifs a
long terme pour 2035 présentent une section « favoriser le développement des zones
frontalieres ». Cet encadré insiste sur 'amélioration des villes frontaliéres, la création de
nouveaux villages frontaliers, la construction ou rénovation d’autoroutes, d’aéroports
et enfin la construction, transformation et modernisation de ports comme Khorgos. Ces
projets doivent soutenir les mécanismes de coopération régionale afin de partager les
avantages et bénéfices d’une relation conjointe. Il y est par ailleurs de nouveau question
de créer « un sens communautaire de la nation chinoise » en lien avec les communautés
ethniques présentes dans ces zones (Quatrieme session de la treizieme assemblée
populaire générale, 2021).

Depuis le lancement en 2013 des nouvelles routes de la soie et méme avant, les plans
qguinquennaux chinois ont fait de cette « conquéte de l'ouest », un objectif primordial. Il
n’estnéanmoinsjamais question dans ces documents de planification, bien que nationaux,
de I'importance de la coopération avec les pays frontaliers, dont le Kazakhstan malgré la
mention des projets d’infrastructure transcendant le territoire chinois. Par ailleurs, si le
nom de Khorgos est mentionné a plusieurs reprises, il est systématiquement présenté du
coOté chinois et non kazakhstanais. Le positionnement stratégique de ces plans interroge
sur les réels bénéfices des de partenariats « win — win » pour les pays signataires.

3. Le cas de Khorgos dans un corridor de développement

3.1. Localisation et composantes du site

La frontiére entre la Chine et le Kazakhstan mesure 1 533 kilometres et compte deux
points de passage ferroviaire avec des zones logistiques importantes : Khorgos et
Alashankou en Chine et Khorgas et Dostyk coté kazakhstanais.

Khorgos est désormais le point de passage le plus important privilégié dans les échanges
de flux matériels entre la Chine et le Kazakhstan et comme porte d’entrée commerciale
vers |'Asie centrale. Ce point de passage est une ville frontiere symbole de la coopération
entre les deux pays, dont les discussions ont commencé en 2005, bien avant le lancement
du projet des nouvelles routes de la soie. Cette ville est aussi le symbole des difficultés
que la Chine rencontre dans sa stratégie d’ouverture vers l'ouest. Khorgos a pour
vocation de devenir I'un des plus grands centres de distribution en Asie centrale. Cette
Zone Economique Spéciale (ZES) se compose d’un port sec de 130 hectares, associé a
un parc logistique de 225 hectares et d’'une zone industrielle de 225 hectares. Le parc
a conteneurs peut contenir jusqu’a 18 000 entités. En décembre 2011, une voie ferrée
de 293 km a été achevée entre le poste-frontiere de Khorgos et le terminal Zhetygen
du Kazakhstan. Les voies des c6tés chinois et kazakhstanais des frontiéres ont été
connectées en 2012.

Il existe également un centre de coopération frontaliere internationale Chine-
Kazakhstan, une zone de libre-échange. Il s’agit d’un lieu neutre utilisant un modele
commercial exempt d’'imp6t. La zone économique spéciale Khorgos-East Gate pour le
commerce avec la Chine via des péles industriels et logistiques est utilisée par les grandes
entreprises mais également dans le domaine de I'entrepreneuriat individuel. Certaines
agences de tourisme ont ouvert des projets de tourisme d’achat sans visa. Selon le site
internet du centre de coopération environ 3 000 a 4 000 citoyens kazakhstanais et plus
de 4 000 a 5 000 citoyens chinois ont visité chaque semaine cette zone commerciale en
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2018. Selon cette méme source, I'achevement de la construction du projet d’autoroute
Almaty-Khorgos de 304,4 kilometres raccourcira la distance d’Almaty a Khorgos de pres
de 50 kilometres. Cette nouvelle autoroute Western Corridor rendra le trajet plus sQr et
confortable.

L'objectif de toutes ces infrastructures est de permettre aux trains de relier la Chine
jusqu’a la mer Caspienne vers la Russie. Cette zone de passage a la frontiere permet
notamment d’effectuer un changement ferroviaire, les deux pays exploitant des
lignes avec des écartements différents. Les lignes de chemin de fer en Chine utilisent
I'écartement standard des chemins de fer d’Europe occidentale de 1 435 mm, ayant été
a l'origine congu, construit, détenu et exploité par des sociétés européennes. En tant
gu’ancien membre du bloc soviétique, le Kazakhstan utilise I'écartement le plus large
de la Russie, ce qui signifie qu’a chaque fois que des marchandises entrent ou sortent
de Chine, elles doivent étre transférées dans différents wagons. Le méme processus
laborieux est répété en Pologne a la frontiére biélorusse (Le Corre, Kirisci, 2018)

3.2. Difficultés d’évaluation

Quantifier la qualité d’un corridor de développement est particulierement complexe
comme expliqué précédemment. Sur le terrain d’Asie centrale il est notamment plus
difficile d’approcher l'exhaustivité du fait de sources manquantes, incomplétes ou
parfois peu fiables. Ce chapitre n’a pas pour vocation a quantifier de fagon exacte la
réussite ou I"échec de Khorgos mais d’identifier le développement territorial engendré
par les nouvelles routes de la soie.

Le trafic ferroviaire est la figure de proue du discours chinois pour la réussite des routes
de la soie. La société mondiale d’exploitation portuaire DP World fournit ses services
de gestion au terminal de fret, de vrac et de conteneurs pour cette ZES'. Selon elle en
2021 environ 65 trains transportant 6 200 EVP de marchandises traversent la passerelle
de Khorgos chaque mois. Par ailleurs, la gare routiere doit avoir la capacité d’accueillir
2 200 camions et 300 véhicules légers par jour. En 2020, le compte Facebook Khorgos
Gateway a publié avoir traité 228 677 conteneurs EVP, soit 44,3% de plus qu’en 2019. Des
équipements et des machines surdimensionnés sont envoyés du port sec vers différents
pays, comme 313 unités de récolteuses de coton livrées au Turkménistan ou 32 unités
de voitures de métro au métro d’Almaty. En janvier 2021, des camions-grues lourds (55
tonnes), des niveleuses, des chargeuses et 150 unités de bus Hyundai a Almaty ont été
surchargés avec succes (Facebook Khorgos Gateway, 2021). Si ces chiffres paraissent
encourageants, il est nécessaire de rappeler que le trafic ferroviaire ne constitue qu’une
infime partie du trafic mondial, la voie maritime restant largement privilégiée par la
Chine. La part du chemin de fer dans les échanges entre la Chine et I'Europe est de 1,3 %
en 2016, derriere I'avion (1,9 %) et le maritime (95 %) (Fouquin, 2019).

3.3. Les limites de Khorgos

Aprés avoir mené plusieurs entretiens auprés d’entreprises étrangeres et de logistique
ayant travaillé a Khorgos de nombreux problémes ont été soulevés'®!. Dans un premier
temps la pandémie de la Covid - 19 a créé un frein considérable a la fluidité du point de
passage. De nombreux camions ont été bloqués entre 3 et 9 mois sur le site. Plusieurs

140 Entretien mené aupres d’Hicham Belmaachi, Chief Operating Officer pour DP World, avril 2019, Almaty
141 Entretiens anonymes menés en 2022 au Kirghizistan, en France et au Kazakhstan dans le cadre de mes recherches
doctorales
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aspects sont mis en cause : la mauvaise communication entre les services de douanes
sino - kazakhstanais, des formulaires administratifs complexes, d’'importants problemes
de corruption, une mauvaise gestion des marchandises stockées dans des entrepots en
plein air non protégés des aléas météorologiques. Par ailleurs, si la Chine n’avait pas
officiellement fermé sa frontiére, les périodes de quarantaine ont fortement prolongé
les délais de transferts des marchandises, les chauffeurs restants régulierement
bloqués d’un coté ou de I'autre de la zone tampon. La différence de fuseau horaire crée
également un ralentissement des services administratifs, la Chine ayant 2h d’avance sur
le Kazakhstan. Enfin, on constate une répartition territoriale extrémement inégalitaire
dans le développement du bati sur la zone frontaliere. La zone chinoise se densifie et
se modernise depuis la fin des années 2000 tandis que la zone kazakhstanaise demeure
éparse (Bachelet, Damiani, 2018). Les photos satellites du site montre en effet une
évolution constante et importante des infrastructures chinoises tandis que le co6té
kazakhstanais a peu évolué, que ce soit sur la zone logistique ou dans la grande ville la
plus proche Jarkent située a 35km.

De nombreuses zones d’'ombre demeurent sur les perspectives de développement de
Khorgos. Le développement du fret ferroviaire pourrait connaitre un essor important ces
prochaines années grace a son prix moins élevé que I'aérien et sa rapidité en comparaison
avec le maritime. Enfin, sous le prisme des routes de la soie verte, le développement de
ces flux est encouragé par la Chine. Néanmoins, les difficultés de gestion kazakhstanaise
sont un frein considérable tout comme le retour a vide des trains de marchandises de
I‘Europe.

CONCLUSION

Le cas d’étude de Khorgos a la frontiere sino — kazakhstanaise est une des nombreuses
illustrations des inégalités territoriales engendrées par le projet des nouvelles routes de
la soie. Il serait utopique d’envisager des retombées économiques importantes a court
terme sur cette région frontaliere pour le Kazakhstan. La création ou I'amplification
de corridors de développement font partie des outils de gouvernance pronés par la
Chine afin d’augmenter les bénéfices de son projet lié a la globalisation des échanges.
Néanmoins, le principe de non-ingérence dans les affaires étrangeres peut étre a double
tranchant pour les pays concernés, la Chine se préoccupant peu du développement des
infrastructures globales du pays et de la formation des travailleurs locaux. Le corridor
d’échanges entre la Chine et I'Asie centrale est héritier d’'une longue et ancienne
tradition de coopération. Néanmoins, au regard des inégalités territoriales globales et
des difficultés de développement de Khorgos, il est plus juste de considérer ce corridor
Chine — Asie comme un corridor de logistique balbutiant ou comme un « corridor de
pénétration » en devenir (Alix, De Monie, Comtois, 2012).

Le contexte géopolitique pourrait également étre un frein aux ambitions chinoises, en
quelques mois, les conflits en Afghanistan, au Kazakhstan et en Ukraine ont créé un
climat de tensions dans le domaine de la coopération internationale. Le développement
de la sinophobie en Asie centrale ou dans les pays d’Asie du sud-est prouve également
les réticences des populations locales a I'accueil des investissements et des travailleurs
chinois. Il est trop t6t en 2022 pour évaluer les bénéfices a long terme des routes de la
soie en Asie centrale le projet restant relativement jeune. Il est néanmoins nécessaire
de souligner que la Chine demeure un acteur incontournable a la fois pour les pays
en voie de développement mais aussi pour les grandes puissances historiques. A la
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différence de l'occident, la Chine méne son projet par des accords de coopération et ses
réelles alliances diplomatiques sont rares. Le jeu de I’échiquier centrasiatique demeure
imprévisible et une zone de lutte d’influence grandissante a venir.
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EXTENSIVE ABSTRACT

B aTOl cTaTbe NOAYEPKMBAETCA BAXKHOCTb LUMPPOBM3ALUM KaK pesy/ibTaTa YeTBepTol
NPOMbILL/IEHHOM PEBONIOLMM B KOHTEKCTE IOTUCTUKU U AUNIOMATUN MEXAY CTpaHamMu
LleHTpanbHOM A3MK, a B YaCTHOCTU pa3BMUBatoLLLElCa cTpaHbl KbiprbidcTaHa. C moMeHTa
konnanca CCCP, Kblprbi3cTaH CTONKHY/ACA CO 3HAYMUTENbHbIMM TPYAHOCTAMM B MNAaHe
COLMaNbHO-MONUTUYECKON CTabUNbHOCTU MonofoW pecnybavku. Takmm obpasom,
Kbiprbiackas Pecnybivka nepekmna Tpu rocy4apCTBEHHbIX MEPEBOPOTA, YTO 3HAYUTENBHO
NOHM3UI0 SKOHOMUYECKYHO NPUBIEKATENbHOCTb CTPaHbI B I1a3ax BHELHMX MHBECTOPOB.
CTpaHa He 6blna rotToBa K BHE3anHOMY MEPEexoay M3 LEeHTPaNM30BaHHOM 3KOHOMMUKM
B PbIHOYHYIO. TakMe W3MEHEHUs MNOCAYKUAW NOAONNEKON K 3aKPbITUIO MHOTUX
NPOW3BOACTBEHHbIX NPeANPUATUIA, YTO B CBOIO OYepeb NMPUBESO K YBEJIMYEHUIO YPOBHSA
6e3paboTnLbl U B LETIOM K YXYALLIEHUIO AMHAMMUKN MaKPO3KOHOMUYECKUX NOKa3aTenen.

B paHHON cTaTbe Mbl MpoaHanM3MpoBanu GAKTOpbl, BAMAOWME Ha 3PPEKTUBHOCTb
TOProB/iM, TAMOXKEHHbIX MYHKTOB W npouecca cbopa Hanoros. Tak:Ke Obln NpoBeseH
aHanu3 reonosuumy KP, 06yc/I0BNEHHOW CYPOBLIMM KAUMATUYECKUMWU YCIOBUAMU U
ropHbIMU pesibedamm, KOTOpbIe BAUAIOT Ha KaYeCcTBO MHPPACTPYKTYPbI M BO3MOMKHOCTb
ee ynyyweHus.

EcTb HeObXOAMMOCTb BHEAPATb B TAMOMKEHHbIE MYHKTbl MHOOPMALMOHHbIE CUCTEMDI,
KoTopble obecneymBaloT COTPYAHWKAM TaMOXHW ObICTPYIO MHCMEKLMIO TOBApoB, a
TaKXe rapaHTUMpPYIT UX NerasbHOCTb. B cBOK ouvepeab, aHANOrMYHbIE 3NEKTPOHHbIE
NMOMOLLHUKN CO34A0TCA C LLeNIbl0 CBECTU YE/IOBEYECKUM KOHTAKT K MUHUMYMY, YTO B
naeane AONXKHO NPUBECTU K UCHE3HOBEHUIO KOPPYMNUMU U MUHUMU3ALUM CTOMMOCTH
TAMOXEHHON OYMUCTKU. Bbl O3HAKOMUTECb C PEanu3yLWUMMUCA U peanm3oBaHHbIMU
NpoeKTamuM No aBTOMATU3aLMU FOCYCAYr Ha MPUrPAHUYHbBIX TAMOMEHHbIX MYHKTaX,
Takux Kak EgnHoe OkHo, CaHapun Tamra 1 CmapT baskbl. Takske, Bbl M3yunte nogpobHee
MHBECTULMN N KPEeANTbI, HAMPaB/IEHHbIE Ha PAa3BUTUE U PEMOHT aBTOMOBU/IbHbIX J0POT,
YKeNe3HbIX A0POor, U APYrux TUNOB MHPPACTPYKTYpbl. B 3aKkA04EeHUM, Mbl NPUBOAUM
peKkomeHZauMm U NpUMep 3anycka, MHTerpaLmMm, aBTOMaTM3aLLMmn TAMOXKEHHOWN CUCTEMDbI
MopaaHun B KayecTse moaenu A umdpoBM3aLLmMm NPUrPaHNYHbIX CyK6 Kbiprbi3ckoi
Pecny6auku.
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INTRODUCTION

This chapter discusses the current state of Kyrgyzstan’s economic digitalization in logistics,
its” development and impact as of one of the most principal stakeholder’s facilitation of
trade across EU, Central Asia and East Asia. It is impossible to extend the topic without
taking into account overall digitalization in Kyrgyzstan. Since digital technology is the
main driver of economic change, that facilitates trade and entrepreneurship, as well as
moves countries forward towards a globalized, more interconnected world. Therefore,
one can not underestimate the status in terms of readiness of the customs points and
centers in the context of technological advances. The COVID-19 pandemic has proved
that the digitalization is no longer an option, but rather an imperative for a developing
country such as Kyrgyzstan.

In this article we will discuss the geographical challenges dictated by mountainous relief,
economic dependency, technological necessity and implementation of border control
management systems, as well as successful integration examples of the Kingdom of
Jordan.

1. Geological positioning

The mountainousrelief posesthe key challenge to maintain the low costs of transportation
costs. Landslides and rockslides endanger the passage between high altitude areas. Also,
the lack of timely reconstruction of infrastructure impacts roads rapid degradation. This
poses problems for transportation and logistics companies. Therefore, we can conclude
that a mountainous and at the same time landlocked geographic positioning with harsh
climate impedes Kyrgyzstan in trade areas. Meanwhile, its geographical location exhibits
a great potential to trade between Russia, Kazakhstan, China, Middle East, and South
Asia. Kyrgyz government outlined the necessity to create a year-round infrastructure for
shipment and goods transit. According to OECD (2019), Kyrgyzstan plans to spend more
than half of its 5.5 billion USD investments in railway construction (56 percent) and road
building (37 percent).'#?

Kyrgyzstan Is considered to be the heart of Central Asia. With its political democracy that
inspires the neighboring countries, Kyrgyzstan is known by its comparatively market-
driven, but rather mixed economies. After the fall of Soviet Regime, Kyrgyzstan’s sudden
transition to a totally new market led economies to a devastating effect in production,
environment sustainability, human capital and education. While the politics there have
been unstable since the fall of Soviet Union, Kyrgyzstan relied mostly on international
donors such as Russia, US and China. In 2001 Kyrgyzstan was the only country that hosted
both Russian and American military bases. Nevertheless, in 2009 it has been decided
that the American base should be closed. Thus, as the relationships between the US and
Kyrgyzstan deteriorated, Kyrgyzstan’s proximity to Russia and China has only grown.'*?

Historically Kyrgyzstan lagged behind its neighbors in road construction, its first logistics
companies occurred as private small entities that facilitated the trade with China through
wholesale markets such as Dordoi. Expansion of regional key transport corridors could
enable the landlocked country as Kyrgyzstan not only to access the far-rich Western

142 Logistics and Transport Competitiveness in Kyrgyzstan. (2020). UNECE, 20-26.
143 Investment policy review Kyrgyzstan. (2016). United Nations Conference on Trade and Development (UNCTAD), 50-54.
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markets, but also grip the advantages of being a transit country that connects two
continents. However, to initiate this process, Kyrgyzstan has to prove the technological
readiness with the unified international standards, as well as well-built infrastructure. As
an evidence, Kyrgyzstan strongly relies on its road transportation. Almost 95% of road
transport and cargo is delivered by road. While construction of a new road requires
2300-2500S$ per km, the renovation of old existing road varies in price around 650-900 $
per km. Despite the heavy reliance on roads, Kyrgyzstan is 110%™ out of 141 countries on
road connectivity according to World Economic Forum. Since the government is unable
to fund the projects fully, Kyrgyzstan attracts public funds from international donors such
as World Bank, ADB and Islamic Bank, EBRD for partial or full coverage of project’s costs.

Kyrgyzstan in 2013 adopted Belt and Road Initiative proposed by China. Related public
infrastructure projects that were financed through loans or FDIs include rehabilitation
and construction of automobile road, railway, electricity, heat and power transmission
lines. (0 SSRN). Nowadays Kyrgyzstan owes 41 % of its external debt to China, since the
start of the BRI multi-billion-dollar project. Overall, the total amount credited is 2.2 USD
billion of concessional loan. Although Kyrgyzstan controls Tian-Shan mountain range,
which offers the best overland to the West Asia & Europe, it had its loan escalated due to
the negotiations that were not carefully elaborated.'** However, according to estimates,
the bulk of reforms generally aimed at simplifying trade processes within the context of
BRI will lead to GDP growth from 9 to 32%, and exports increase from 9 to 22%.** Hubs
that will be constructed next to the BRI railroads and automobile roads will more likely
to gain more benefit than others.

The following road Bishkek-Naryn-Torugart is the major road that connects West to
East, the Alternative South and North Road as suggests its name connects the South
with North of Kyrgyzstan, despite the difficult passage of mountains. Osh-Sarytash-
Irkeshtam connects Kyrgyzstan with China, and Osh-Batken-Isfana bypasses Uzbekistan
and Tajikistan that allows uninterruptible mobility and cross-trade from Batken oblast’
of Kyrgyzstan towards the West Asia.

Although, the project received strong support and orchestration from the government
of Kyrgyz republic, the dependency on China continuously receives strong anti-Chinese
sentiment from the people of Kyrgyzstan, that see the proximity in international
relationships with China as a threat to its territorial integrity. Also, such Sinophobic
attitudes are dictated by the experience of lack of implementation and adherence to
human rights by several plants opened in Kyrgyzstan by Chinese entrepreneurs.#¢

144  Alexander, L. (2021, March 2). Central Asian Geopolitics: The Kyrgyz Republic. The Borgen Project. https://borgenproject.
org/central-asian-geopolitics/

145 Kudryavtseva, T. (2021, November 17). ADB to support digitalization of government procurement in Kyrgyzstan. 24.Kg.
https://24.kg/english/213840_ADB_to_support_digitalization_of_government_procurement_in_Kyrgyzstan/

146 Isanti-Chinese sentiment in Kyrgyzstan strong enough to freeze a key Belt and Road Initiative project? (2021b, November
16). Global Voices. https://globalvoices.org/2021/08/05/is-anti-chinese-sentiment-in-kyrgyzstan-strong-enough-to-freeze-a-
key-belt-and-road-initiative-project/
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Figure 1: BRI-related automobile road projects in Kyrgystan

a. Bishkek-Naryn-Torugart (blue line) b. Alternative road North-South (red line)
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2. Technological importance

The lack of technological solutions and status quo created an opportunity for corruption
to thrive due to the appetite of Kyrgyz government officials. To eradicate or maximally
reduce the corruption rates at the customs post and tax services, the initiative named
“Smart Bazhy” or Smart Customs has been presented. In fact, the reduction of human
presence and digitalization offers a myriad of opportunities for the economy in terms of
transparency and equity and elimination of corruption. Moreover, digitalized processes
accelerate the trade process thanks to a rapid customs clearance processes comprised
of customs declaration, inspection of goods, and identification of registration number,
temporary storage, and accordance to the standards and so on. A bottleneck in a single
operation generates a slowdown in the value chain and facilitates trade deficit.

The digitalization is only at its initial stages in Kyrgyzstan. According to UN survey led
in 2020 assessing the internet penetration, it was identified that only 38% of individual
users have access to internet, which is a double less than the number of neighbouring
Kazakhstan. According to specialists’ statement, countries must invest 6 billion dollars to
provide half of the Central Asian population with internet, and that is until the 2030.%%”

However, according to the ex prime-minister Abylghaziev, the development of strategy
of tax services for the years 2019-2023 and its consecutive realization plan was adopted.
The document outlines the development of customs processes in terms of

- automation;

- application of a risk management system by customs authorities to speed up and
simplify customs operations;

147 Mogilevskii, R. (2019, April 9). Kyrgyzstan and the Belt and Road Initiative. Https://Ssrn.Com/Abstract=3807754. https://
papers.ssrn.com/sol3/papers.cfm?abstract_id=3807754
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- organization and implementation of effective measures to counteract offenses in
the field of customs;

- manifestations of corruption.

The realization of the defined measures is aimed to provide more effective administration
of tax payments and overall transparency of customs operations.'*® International donors
such as IDB, UNECE, EEC, EABR support such technological advances. For example,
recently IDB approved a budget of 1 Million dollars to help Kyrgyzstan fully digitalize its
national procurement electronic platform using the advanced technological solutions of
ICT, that abides international standards based on block chain technology.*

World Trends

Within the scope of the 4™ Industrial Revolution, the changes occurred in every aspect
of life, be it business exchanges, or personal life. Electronic systems and information
technology solution shifted the world to a more connected, more globalized place.
IT today plays an important role in economy. For example, from years 2010 - 2016
developed countries’ digital economies impacted the GDP as an increase from 4.3 % to
5.5%, whereas the GDP of developing countries ranged from 3.6% to 4.9%. The largest
share of the numerical economy in GDP (12.0%) was recorded in South Korea.

In comparison to other countries, Kyrgyzstan lags behind in digitalization of economy. As
a country, Kyrgyzstan has only started its’ digitalization. Therefore, according to statistical
information gathered as of 2017 the share of IT sector in GDP accounted as of 0.4% only.

According to NRI the top leaders that demonstrate solid results in four primary pillars as
Technology, People, Governance, Impact are the following countries:

Table 1: Top 10 performers in NRI 2021

Pillars

Economy NRI Rank NRI Score | Technology People Governance Impact
Netherlands 1 82.06 3 7 2 3
Sweden 2 81.57 4 4 2
Denmark 3 81.24 7 2 3 7
United States 4 81.09 1 5 7 16
Finland 5 80.47 10 3 4 5

Switzerland 6 80.20 2 12 11

Singapore 7 80.01 8 9 12 1
Germany 8 78.95 5 8 13 10
Norway 9 78.49 13 6 1 11
United Kingdom 10 76.60 6 16 14 9

Source: Network Readiness Index Database, Portulans Institute, 2021.

Whereas, if we talk about the regional leaders, Russia, Armenia and Kazakhstan in
Eurasian Union are considered to be the top-performing countries for the network
readiness.

148 South Caucasus and Central Asia: The Belt and Road Initiative Kyrgyz Republic Country Case Study. (2020, June).
149  Bebiciwnin EBpasuiickunii SkoHommyeckuii Coset. (2020, December). PeleHue o cTpaTernyecknx HanpasaeHUax passuTus
eBpa3mnICcKoV 3IKOHOMUYECKoM UHTerpauum Ao 2025 roga.
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Table 2: NRI 2021 Top 3 countries by region

Africa Arab States Asia & Pacific CIs Europe The Americas
1. South Africa | 1. United Arab 1. Singapore 1. Russian 1. Netherlands | 1. United States
(70) Emirates (34) (7) Federation (43) (1) (4)
2. Mauritius 2. Saudi Arabia | 2.Korea, Rep. 2. Armenia 2. Sweden 2. Canada
(71) (40) (12) (60) (2) (11)
3. Kenya 3. Qatar 3. Australia 3. Kazakhstan 3. Denmark 3. Chile
(84) (42) (13) (61) (3) (44)

Globally,among 130 countries, Kyrgyzstan as of 2021 took the 92" position, in comparison
to Russia that was the 40, Armenia the 60" and Kazakhstan the 61°. (nri_2021).
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Nowadays

Eurasian Bank of Development as well as Eurasian Economic Union as of April 15, 2021
discussed the cooperation strategies directed on improvement and integration in the
sphere of transport and logistics. The implementation of e-systems enabling logistics
and trade sectors’ boost has already started. For example, the concept of Single Window
is to simplify international trade, through integration of multitude of platforms, systems
and environments. The following image demonstrates the desired transition from the
status quo to the future environment. Because of this, a website named trade.kg was
created, that endorsed the stakeholders in foreign trade easily obtain various documents
and certificates through filling out a form in the e-portal. Certificates possible to obtain
are as follows:

- “Certificates of state registration”
- “Phytosanitary Certificate”
- “Certificate of Origin”

- “Veterinary Certificate”, etc.
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Such opportunities led by e-systems clearly offer less human interaction, more data and
transparency. The instruments for simplification and standardization of trade processes
within the Eurasian Union differ between each other by character as well as by countries.
Nevertheless, there are four types of informatics materials. Not all of them mandatory
for the external economic players, however, it is important to be informed about them.

1.Conventions are obligatory
2.Recommendation and standards are not mandatory
3.Guidelines are not mandatory

4.Collections, case studies and best practices is the last category of tools, aimed
at providing information in order to better understand a particular issue in an
applied context.

However, the process is far from the finish line. As of today, the implementation of
program documents for the formation of an ecosystem of digital transport corridors
is underway. It is planned to launch eleven services, the purpose of which is the use
of electronic document management and an electronic protocol for weight and size
control, booking a queue at a car checkpoint of the EAEU states. The ecosystem of
digital transport corridors will create conditions for wide access to software products
and resources for participants in the transport services market, and will contribute to an
increase in freight traffic in the Union countries.*® Eurasian Economic Union introduced
Strategy 2025 that focuses on close economic cooperation between Kyrgyzstan, Russia,
Armenia, Kazakhstan, and Belorussia. Within a closer look on customs regulation
improvement, the aim is to eliminate human-touch from digital platforms, improve the
customs regulatory process and provide the sole standard for customs operations and
customs control, as well as simplify the document application and processing operations.
Also, under the agenda of Strategy-2025, it is planned to provide a portal free of charge
for information about the purchases, dishonest suppliers, and recognition of banking
guarantees, elimination of smuggling.

Development of transport and infrastructure is aimed on systematic and continuous
creation of a unique transport corridor based on the principles of honesty, openness,
security, accessibility, trustfulness and eco-friendliness, also creation of non-
discriminatory opportunities for the member-states’ entrepreneurs in the matter
of provision of logistical services, as well as cooperation under the Chinese Belt and
Road initiative. The ongoing strategical direction for the members of the Eurasian
Economic Union is to eliminate the barriers within the space of EEU, maximal reduction
of withdrawal, elimination of fraudulent activities and adherence to mutually agreed
conventions and market competitiveness. Maintaining such relationships between the
countries will most likely increase the credibility, and therefore stimulate economy. Also,
it is important to enhance the system of technical control of goods and application of
sanitary measures by creating an effective mechanism of defense from low-quality,
possibly dangerous for intake goods. The work in tax area will be based on development
of digitalization per each taxpayer. Such services will enable the government to count
the taxes for each transaction happened internationally, and even domestically, once

150 United Nations Economic and Social Commission for Asia and the Pacific (ESCAP), & Salimova-Tekay, J. (2021, December).
Infrastructure Financing in Kyrgyzstan.
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involved in trade. It opens a window for honest, transparent transaction and open
society in general.®?

As areaction to systemic problems related to bribing the officials and bribe-taking, a pilot-
project named Sanarip Tamga was launched. Such acts not only caused cargo delays, but
also led to increased costs of freight. Therefore, in 2019 the implementation of pilot
project “Sanarip Tamga” in Kyrgyzstan, made possible to send the cargo information in
advance, that is to say before the cargo arrives to the customs station. Such an inquiry
accelerates the decision making process as identifying the way and the form of customs
control, measure risks, implement other customs operations. The implementation of this
initiative will guarantee the creation of favorable conditions for participants in foreign
economic activity by cutting the waiting time when moving goods through customs
checkpoints. The project was launched in the member states to test the information
system for provision of information in advance.

From the year of 2012 all the customs procedures are run through a single information
system. The main concern of Customs Office in Kyrgyz Republic is to ensure the economic
interests of the country and prevent the illegal activities such as smuggling. Then, it is
important to create possibilities for the participants in economic activities that enable
them to check the status of the goods sent, that are being transported. It is planned to
implement a system for customs declaration, digitalization of economic trade, marking of
goods, etc. According to Samat Isabekov, there is an acute necessity to adopt innovative
systems in the framework of digitalization. Thanks to such information systems, there
will be governmental application that will enable the electronic tracking of vehicle,
thus it will be possible to minimize the contact with the Customs Office employees.
As a recommendation the government should take immediate measures in order
to accelerate the inclusion of Single window and Universal Access in the Information
Security. There should be steps to control the efficiency of project implementation and
its’ transparency. To combat corruption at the borders, government of Kyrgyz Republic
might consider changing the old staff by new staff. Also, as outlined earlier there should
be information systems where one can alarm about the employee demanding bribe.

Investments

National Strategy for Sustainable Development included series of projects between
2012-2017 to improve the infrastructure. Although projects on building international
corridors are essential for the future economies of Kyrgyzstan, they require serious
investments, since the costs of construction are high. According to officials of Ministry
of Transport, the local government can only finance 60% of projects. According to the
Investment Policy Review, the Kyrgyz government acknowledged the need of investment
from local or foreign investors in order to reach the key national and strategic objectives.
The key sectors that are in need to attract FDI and loans are agro-mining, transport &
communications, agriculture, as well as tourism, textile. Major countries that invest
in gold mining sector is Canada and Russia, whereas China puts more emphasis on
manufacturing, engineering, and geological prospecting. Other countries in investors list
are Turkey, Kazakhstan, United Kingdom, and Ireland. In comparison to other developing
countries Kyrgyzstan still lags behind, especially if one compares to Turkmenistan or
Mongolia that attract substantial foreign direct investments. However, there is a positive

151 Saltanat Kudaiberdieva (2021, August 26). Digitalisation in Kyrgyzstan: One Step Forward and Two Steps Back. CABAR.
Asia. https://cabar.asia/en/digitalisation-in-kyrgyzstan-one-step-forward-and-two-steps-back
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tendency since the 2010 that helped Kyrgyzstan to compete along the countries as
Republic of Moldova, Tajikistan, and Botswana.

Recommendations

From the beginning of 1997, Jordan concentrated on improving efficiency of customs
clearance and border control aiming at simplifying the trade processes and eliminating
illegal traffics. The main focus was on Information Technology solutions, as well as linking
closer the producers to the government agencies. In 2006 Jordan’s customs services
has signed a treaty with Jordan’s Free Economic Zone Custom Services to continue
the work on modernization of information systems regarding customs clearance and
strengthening the territorial borders. This three year program was financed by USAID
and another American company MCC. It included overall four components, such as:

1.Implementation of television and X-ray cargo systems in several customs points

2.Transition from the old system to the new one, completed by more modern ICT
solutions

3.Creation of disaster recovery data centers

4.Installation of an integrated electronic systems that allows the entry or exit of
cargos, only if the corresponding electronic card show total compliance with the
regulations.

Other than that, there were more than a thousand trainings and workshops that aimed
at teaching the staff to use those systems correctly. Also, they implemented the use of
GPS to track vehicles on the territory of the Kingdom. Overall, as a result of the program,
the connectivity within the customs organs was strengthened, despite the decrease of
custom fees, thanks to transparency and simplicity of the processes, Jordan’s economy
received a boost from customs sphere, and elimination of illegal trafficking.

Kyrgyzstan should not omit benchmarking to similar countries. It has to tackle several
problems, such as smuggling, corruption, non-compliance to the rules, bottlenecks
and inefficiency in order to facilitate trade and diplomacy across the region. Evidently,
some part of the customs automation has already taken place and been implemented,
however, there is still an acute need for a continuous development in Information
Technology. One successful example outlined above, shows that The Kingdom of Jordan,
with its 10 million habitants, has carefully implemented a plan and reached positive
outcomes in terms of providing security and increase in trade.
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YnpaeneHue Lenoykoi 106aBNEHHOW CTOMMOCTM KaK OAMH M3 KatoUYeBbIX GpakTopoB
YCTOMYMBOTO Pa3BUTUA CENbCKUX TeppuUTopuin B Kbiprbiackoi Pecnybavke

AHHOTALMUA.

B mupe B Te4eHMe NOCAegHUX ABYX-TPEX AECATUNETUI, YCTOMUMBOE Pa3BUTUE CENbCKUX
TEPPUTOPUIA CTana OAHON U3 MNPUOPMUTETHBLIX LeNel FoCySapCTBEHHbIX MPOrpaMm
pPa3BUTbIX 3KOHOMMK B CBA3M C OCO3HAHMEM TOrO, YTO Ce/IbCKan 3KOHOMMKa npuobpena
CYLLECTBEHHYIO 3HAYMMOCTb M CTa/fa UrpaTb KAOYEBYIOD PO/ib B GOPMUPOBAHUM KaK
HALMOHANbHbIX, TAK U MEXAYHAPOAHbIXTOPrOBbIXOTHOLIEHWI, a TaKKe HEMNOCPEeACTBEHHO
B CTUMY/IMPOBAHMM SKOHOMMYECKOTO PAa3BUTUA CTPaHbI B LiesIoM. BBuay sToro, passutue
CEKTOpa Ce/NbCKOro XO03SIMCTBA B pPaMKax MpPOrpaMm Mo YCTOMYMBOMY pPa3BUTUIO
CENIbCKUX TEPPUTOPUIA CTA1a O4HOM U3 NepBOOYEpPeHbIX Lienen U 33434 HaLMOHANbHbIX
CTpaTerni u rocyaapcTBeHHbIX NOMMTMK Pa3BUBAOLLMX CTPaH. Hanpumep, B Kbiprbi3ckoi
PecnybanKke 04HO M3 HAaNpPaBAEHWIN NO YCTOMYMBOMY PA3BUTUIO PETMOHOB MOXKET CTaTb
3 deKTUBHOE M CUCTEMATMYECKOE YrpaB/ieHMe Lenoykon fobaBfeHHOW CTOMMOCTU B
CeNbCKOM X03ACTBeE.

B maHHOe cTatbe 06Cy»KAATCA M aHAaNN3UPYIOTCA CAeAyoLMe OCHOBHbIE BOMPOChI:

Bo-nepBbIx, AaeTcA KpaTKMil 0630p MO KOHCTPYKTMBHBIM Mepam W OeUCTBUAM,
NpoBeAEeHHbIX B PaMKax HAaLMOHA/IbHbIX MOJIUTUK NO YCTOMYMBOMY PA3BUTUIO CTPaHbI, B
KOTOPbIX LLe/IN N0 YCTOMYMBOMY Pa3BUTUIO PETMOHOB BblIM ONpeaenieHbl TPUOPUTETHBIMMU
M nepBooYepesHbIMU B XOAE peanv3auunun rocyaapcTBeHHbix nporpamm. bBonee Toro,
nocsie y4yactms Ha KoHdepeHumn B 2012 roay B r. Pno-ae-*aHeipo no yctaHoBAEHUIO
uenen yctonumsoro passutuA, Kbiprbisckaa Pecnybnvka aKTMBHO npoBena psafg
3aKOHOTBOPYECKNX MEPONPUATUIA, HAaMPaB/IEHHbIX Ha JOCTUXKEHME Lefel YCTONYMBOro
passuTMA B CcTpaHe. Hanpumep, B HauuoHanbHoW Crpatermm no YcrtoumsBomy
pa3sutuio Kbiprbisckot Pecnybnvkn Ha nepuog 2013-2017 rogpbl, npuHaTol B 2013
rofy, 9KOHOMMYECKOe pas3BMTME PervMoHOB nNpeasaranocb peanv3oBaTb 4epes
NOCTPOEHNE HECKOJIbKMX TEXHOMOJ/IMCOB B PErvoHax, KOTopble, B MEpBYIOD oyepeab,
cnoco6cTBoBanM Bbl aKTUBHO Pa3BUTUIO CENbCKON MHPPACTPYKTYPbI, AnuBEpcUdUKaLmm
CeNbCKON 3KOHOMWKW U Pa3BUTUIO MANoro M cpegHero 6usHeca, Hanpas/ieHHble Ha
pa3BUTME CENbCKOro Xx03AKcTBa. [pWM [OCTUXKEHUM OAHMX 33434, B MOCAeayloLem
CTaBWIUCb Apyrue NpMopuUTETHbIE 33434M B PpaMKax APYrMX rocyfapCTBEHHbIX MOAUTUK
M KOHLEeNLM No YCTOMYMBOMY PA3BUTUIO PETMOHOB.

Bo-BTOpbIX, M3y4as rogosble AOKAAAbI MEXAYHAPOAHbIX OpraHM3aumii No PasBUTUIO
Kblprbiackoii Pecnybanku, 6blin caenaHsl cneaytowme CywecTBeHHble BblBoAbl. Ha

254 e Logistics & Diplomacy in Central Asia



npumepe otyeTa NpoaoBonbLCTBEHHOMN U CeNlbCKoX03saMCcTBEHHOM Nporpammbl OOH, 6bin
npoBeAeH aHann3 no npobsiemam, CyLLEeCTBYOLLMX B LEeMNoYKe A06aBNEHHON CTOMMOCTH
B CEKTOpPE Ce/NbCKOro Xo3AncTea. B otyeTe BblIM U3ydYeHbl BCE NPOEKTbI, peanmsyemble
MEXKAYHapOAHbIMM OpPraHM3auMAMM U HanpaB/ieHHbIe HA CEeIbCKOE Pa3BUTUE — TYPU3M,
arponpombILWIEHHOE HanpaBieHWe, LWKOMbHOE U cpeaHee TeXHUYeckoe obpa3oBaHue,
nosbllweHne UHGOPMMPOBAHHOCTM MO MOBbILLIEHWUIO KaYecTBa YCAyr 34PaBOOXPaHEHMUA
N apyrve. AKTUBHbIMU MeXAYHapPOAHbIMU OPraHn3aLMAMM MO YCTOMYMBOMY PA3BUTUIO
CENbCKUX TEeppuTOpui, B OCHOBHOM, CTanu MHorve nporpammbl OOH, cenbckue
npoekTtbl HOCAW/[, ANOHCKOro areHTCTBa NO MeXAYyHapoaAHOMY COTPyAHWUYeCTBY,
MexayHapogHoro ¢oHAa MO PasBUTUIO CENbCKOTO XO3ANCTBA, M WUHBECTULMOHHbIE
NPOEKTbl MEXAYHAPOAHbIX GUHAHCOBBIX MHCTUTYTOB, TaKMX Kak BcemumpHbIn BaHK 1
EBponelicknit bBaHK PeKoHCTpYKUM 1 Passutus.

B-TpeTbux, pa3paboTka 1 NpoBeAeHMe rocygapCTBEHHbIX MOANTUK, HanpPaB/EHHbIX Ha

YCTOMYMBOE pPa3BUTUE CENbCKMX TEPPUTOPUI, U MMMNEMEHTALMA MEXAYHAPOAHbIX
NPOEKTOB MO Pa3BUTUIO U YyNpaBAeHUIO LenoYek Ao0H6aBNeHHOM CTOMMOCTU B CEKTOpPE
CenbcKoro xo3aictea Kbiprol3acko Pecnybanku HemocpeAcTBEHHO cnocobCcTBOBaAM
BO3HMKHOBEHMIO  PACTyLLEro KOMYECTBa MafblX W CPegHUX Npeanpuatui,
WHOMBUAYaNbHbBIX MNpeanpuUHMMATENen U KPecTbAHCKUX depmepcTB, a TakKe Obin
BbIABNEH 3HAYMTENbHbI POCT NPOM3BOACTBA WM 06bEMA CENbCKOXO3ANCTBEHHOWM
npoAyKumn 3a 5-netHnin nepmog ¢ 2016 roga no 2020 roa, SKCNOPTUPYEMON B CTPAHbI
CHT v 3a npegenamun CHI.

B-yeTBepTbiXx, B [aHHOM CTaTbe MNPUBOAATCA HECKONbKO KeilcoB 06 ycnewHo
peanv30BaBLUMXCA Ha MPAKTUMKE M B HacTosliee Bpemsa 6narononyyHo paboTatowmx
npeanpuATUIA B CEKTOPE CENbCKOXO03AMCTBEHHOMO NPOM3BOACTBA B PErMOHax CTpaHbl. ITn
npeanpuaATUA, Ha CBOEM MpuMmepe, NoKasanm adpdeKTUBHOCTb U KauecTBO ynpaBaeHus
Lenoykoin [06aBNEHHOM CTOMMOCTM B CEKTOpPE CEe/IbCKOrO XO3AMCTBA, HAauMHaa oOT
MECTHOrO 40 MMPOBOrO YPOBHSA. bnarogapa AeATeNbHOCTM TaKMX MPOU3BOACTBEHHbIX
npeanpuaTUiA B CENbCKON MECTHOCTU, 3aMeTHbI YCTOMUYMBbIE MPOLLECCHI Pa3BUTUSA TaKKe,
KaK CTPOUTENBbCTBO M PEKOHCTPYKLMA AOPOT, YyULIEHWE KAaYeCcTBa *KU3HEHHbIX YC0BUIA
CeNbCKMX Pe3naeHToB NyTemM NpoBeaeHNA TPybonpoBoOA0B U COOPYKEHUI XO3ANCTBEHHO-
NUTLEBOTO BOAOCHABMKEHMA, @ TaKXKe KaHa/M3aLMOHHbIX TPYH, CTPOUTENLCTBA LWKOA U
MeAMLMHCKMX MYHKTOB.

B 3akntoueHmm, Bce MpUMepbl, NPeaoCTaBaeHHble B AaHHOW CTaTbe, COMPOBOMKAAOTCA
opUUMaNbHbIMWU CTaTUCTUYECKMMW OaHHbIMKM MO CTPaHe M no 061acTam pasgesibHo
C Uenblo NpoBeAeHWA CPABHUTENIbHOMO M CUTYaUMOHHOTO aHanuM3a W OLEHKM
No PasBUTUIO CENbCKUX TEPPUTOPUI 4Yepe3 3OPEKTUBHOE YMNpaB/ieHWe LEenoyKM
[06aBNEHHOW CTOMMOCTM  CENbCKOXO3AMCTBEHHOM NPOAYKLUMWM KaK B npegenax
CTPaHbl, TaK ¥ 3a Npegenamu CTpaHbl, Ha robanbHoM ypoBHe. [ia nogaepskaHua u
YKpeniaeHus AanbHelnLero yCTOMYMBOro PasBuTUA CeNbCKUX TEPPUTOPUIA Kbiprbi3cKow
Pecnybankn, HeobXoaMMO Ha PerynapHoOi OCHOBE MPOBOAUTb MOHWTOPUHT M OLLEHKY
roCy[apCTBEHHbIMM OpraHamu, a TaKXKe NpeacTaBUTENsMM YacTHOrO CeKTopa [Ans
BbifAB/NEHMA Npobsem 1 BbICTPOTO OMepaTMBHOMO YCTPaHEHUA WU PEeLeHus MX Ha
BCEX YPOBHSX YMpaB/ieHMs, a TaKKe PEKOMEHAYeTcA C034aTb KOMMJIEKCHbIN mnaaH
Mep Mo MNpPeaoTBPALLEHMIO M CMAMYEHMUIO PUCKOB B MPOLIECCE YNpPaBAeHUA LEeNnoYKom
[06aBAEHHOW CTOMMOCTM B CEKTOPE CENbCKOTO X03AM1CTBa.
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KntoueBble cnoBa: aHaAM3 LEMNOYKM A06aBAEHHOW CTOMMOCTU, TEPPUTOPUA CENbCKOM
TeppuTopuii, yctoumMeoe passutne, CMB, cenbckoe X03AWCTBO, YynpasieHWe
[06aBNEHHOW CTOMMOCTU, MEXKAYHAPOAHbIe MPOrpaMmbl MO PA3BUTUIO.

ABSTRACT

Over the world, during the last two-three decades, sustainable rural development has
become a priority goal of developed economies’ state programs. This is related to the
fact that sustainable rural development has been recognized as a substantial value in
shaping the framework of both national and international trade relations and a key
role of rural economy in furthering economic development of a country as a whole.
Thus, the development of the sector of agriculture in the framework of sustainable rural
development has also been set up as one of the primary objectives of the developing
countries’ national strategies. For example, in the Kyrgyz Republic sustainable rural
development can be achieved through effective and systematic value chain management.

This paper provides the following key points: firstly, an overview of constructive
developments done within the national policy framework and under the international
development projects in the sector of agriculture; secondly, the analysis and evaluation
of value chain management process by region by present taken place in the Kyrgyz
Republic; thirdly, the successful practices and practical cases of agricultural value chain
development by region; and, fourthly, to what extent sustainable rural development
achieved because of development and management of agricultural value chain. In
addition to this, the official statistical data is followed case by case for comparative and
situational analysis in order to demonstrate how reliable and comprehensive a picture of
agricultural development is currently present in the Kyrgyz Republic.

Key words: value chain analysis, rural development, sustainable development, SMEs,
agriculture, value chain management, international development programs.

INTRODUCTION

For the last two decade, most developing countries, including the Kyrgyz Republic,
have drawn their attention and actions towards sustainable development of rural areas
because of recognizing a significant value and a key role of rural economy in shaping the
framework of both national and international trade relations. Furthermore, according
to the works done by such scholars as Yakop and Bergeijk**?, Selmier and Oh**3, Van
Bergeijk et al.***, the mutual trading relations are capable, to a large extent, to improve
diplomatic economic relations among countries. Consequently, if goods and services
produced in the sector of agriculture are of high quality, in compliance with international
food standards and with the certification and product quality requirements, the trading
relations will lead to increasing the quality and sustainability of economic relations

152 Yakop, M., & van Bergeijk, P. A. (2011). Economic diplomacy, trade and developing countries. Cambridge Journal of
Regions, Economy and Society, 4(2), 253-267.

153 Selmier, W. T., & Oh, C. H. (2013). Economic Diplomacy and International Trade: ASEAN’s Quest to Value-Claim. The
World Economy, 36(2), 233-252.

154 Van Bergeijk, P. A., Yakop, M., & de Groot, H. L. (2011). The economic effectiveness of diplomatic representation: An
economic analysis of its contribution to bilateral trade. The Hague Journal of Diplomacy, 6(1-2), 101-120.
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among producers of each countries which, in turn, will enhance economic diplomacy
among those countries. Why is the sector of agriculture addressed in this paper?
Because, recently, the development of the sector of agriculture in the framework of
sustainable rural development has become one of primary objectives of the developing
countries’ national strategies.

With regard to the trajectories of sustainable rural development, the Kyrgyz Republic has
the opportunity to develop alongside a number of sustainable rural development ways
or concepts which have at present time demonstrated sustainability and performance
capability. One of them are ecological tourism, or ecotourism, which includes alpinism,
trekking, etc. Also, a provision of recreation goods and services is accounted because
about 94 per cent of the country’s territory is covered by mountains that have mineral
resources and a wide range of biological resources. However, when sustainable rural
development is discussed, the number of rural residents involved in tourism is not
significant. According to the National Statistic Committee®, about 60 % of total
population reside in rural areas, and more 40 % of total working-age population are
employed in the sector of agriculture. In this connection, the concept of value chain
management of agricultural goods and services is considered one of key factors of
sustainable rural development for the Kyrgyz Repubilic.

Moreover, value chain management is vastly needed mainly in developing countries, in
particular the Kyrgyz Republic, because the agriculture sector has still remained the main
sector of economy. Additionally, the following official data demonstrates the positive
developments in the sector of agriculture of the country.

Table 1: Export of products in the Kyrgyz Republic in 2016-2020 (ths. USD)

Growth
Items 2016 2017 2018 2019 2020 2016-2020
Export of products from
agriculture, forestry and 128 182,8 | 136677,5 | 128029,9 | 162822,7 | 160 846,1 25%
fishing

Source: National Statistical Committee of the Kyrgyz Republic

As seen in Table 1, the export capacity of agricultural production, including items from
agriculture, forestry and fishing, has been increased from 128 182,8 thousand USD to
160 846,1 thousand USD from 2016 to 2020 that determines the growth by 25%. Such
export growth for five years reveals that the sector of agriculture can produce export-
oriented production.

Table 2: Subjects of businesses in the Kyrgyz Republic in 2016-2020 (units)

Items 2016 2017 2018 2019 2020 2;’2};’;20
Small businesses 13592 13 858 14 520 16 199 16 302 20%
Medium enterprises 776 795 769 779 717 -8%
Individual entrepreneurs 379 150 389778 401 658 411 405 418 763 10%
Farms (peasant) 414919 428 730 439 602 452 308 461 581 11%

Source: National Statistical Committee of the Kyrgyz Republic

155 NSC (2021). National Statistical Committee of the Kyrgyz Republic.
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For the same period of time in 2016-2020, a number of subjects of different businesses,
such as small businesses, individual entrepreneurs and farms (peasant) was increased
by 20 %, 10 % and 11 %, respectively. While a number of medium enterprises, on the
contrary, as slightly decreased by 8 %. In overall, the positive dynamics of a growing
number of businesses is observed. The most noteworthy data is about the number
of farms increased by 11 % who are primarily and directly involved in value chain
development and management in rural areas, as well who are dependent on its
effectiveness and sustainability.

In this paper, the Section Il discusses the policy framework related to the concept
of sustainable rural development and the role of value chain management within
this concept. The Section Il reviews the reports on value chain analysis prepared by
international organizations such as the FAO in the Kyrgyz Republic, the World Bank,
the ADB, the EBRD and others. The Section IV demonstrates the successful cases of
value chain management by oblast in the sector of agriculture. The conclusion and
recommendation are provided in the Section V.

1. The Policy Framework on Sustainable Rural Development of
the Kyrgyz Republic

Since joining in 2012 the Conference on Sustainable Development in Rio de Janeiro
under the auspices of the United Nations, the Kyrgyz Republic has been rigorously
elaborating on and implementing numerous public policies, expressly or impliedly,
pertinent to sustainable rural development or regional development of the country. The
Sustainable Development Goals specified to be achieved by each UN member, including
the Kyrgyz Republic, addressed the importance of fair distribution of the social and
economic benefits of development in both urban and rural areas. Consequently, the
Kyrgyz Republic has made all efforts to accomplish the following policy settings on rural
or regional development within the various national programs.

In 2013, the National Sustainable Development Strategy of the Kyrgyz Republic for the
period of 2013-2017 was ratified in which the economic development of regions was
referred as one of the priority tasks. To stimulate regional development, a number of
technopolises were considered to be constructed in each potential region because a
technopolis was able to advance rural infrastructure development, a diversification of
rural economy, as well it would allow to form and develop small and medium enterprises
in the sector of agriculture in particular.

The next significant step became a ratification the Decree on the Concept of regional
policy for the period of 2018-2022%¢ by the Kyrgyz Government in 2017. The Concept
was an integral part and continuation of the National Development Strategy of the Kyrgyz
Republic for 2018-2040. The main objective of the Concept was to improve people’s
welfare and living standards through applying constructive and relevant to each oblast
development approaches. The main one was to introduce an incentive mechanism of
regional development by determining its specific characteristics, creating economically
competitive clusters, implementation of investment projects, including public-private
partnership.

156 Concept of regional policy of the Kyrgyz Republic for the period of 2018-2022
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Moreover, most international organizations also re-oriented their project activities in
rural areas in order to comply their objectives with the national strategy programs, as
well to support the Kyrgyz Republic in achieving the Sustainable Development Goals.
For example, the European Union provided financing in amount of 10 million EUR to
implement the Integrated Regional Development Program in the Kyrgyz Republic. The
program objective was to create employment opportunities and additional capabilities
to generate income for all rural residents within the sustainable economic development
in, mainly, Jalal-Abad oblast.

It is worth noting that from 2018 to 2020 the Kyrgyz Government declared three times
each year the Year of regional development. If the year of 2018 was just the Year of
regional development, then the year of 2019 was the Year of regional development and
digitalization, and the year of 2020 was acknowledged the Year of regional development,
digitalization and support for children. Such a focused policy emphasizes the significance
of rural economic development by building export capacity of agricultural producers.

By looking at Table 1 and 2 above, in which the growth of export of items from agriculture,
forestry and fishing by 25 % and the growth of a number of farms by 11 % are observed,
the policies focused on sustainable rural development are assumed to have properly
executed and built to a significant extent the export capacity building of agricultural
production.

2. International Value Chain Projects for Sustainable Rural
Development

In 2018 under the Food and Agriculture Organization of the United Nations, the
Assessment of Agribusiness Environment in Kyrgyzstan®” was conducted. It provides
the analysis of the value chain issues in the sector of agriculture in the country carried
out by the main international development organizations such as the United States
Agency for International Development (USAID), the International Fund for Agricultural
Development (IFAD), the Japan International Cooperation Agency (JICA) and the United
Nations Development Programme (UNDP), the World Bank (WB) and the European Bank
for Reconstruction and Development (EBRD).

According to the assessment report, since 1996 the IFAD have been implementing a
number of the development projects focusing mainly on development of livestock value
chain in Issyk-Kul oblast. Under the IFAD Access to Market Project starting from 2016,
the selected beneficiary enterprise was able to purchase the production refrigerator to
be operating in the slaughterhouse at the total cost of USD 100 000. Moreover, the
beneficiary enterprise developed the long-term productive partnership with three
farm groups close to the enterprise’s location area in the region in order to ensure to
have sustainable supplies of livestock ecologically safe meat. As follows from the IFAD
Supervision report (2020), in order to make livestock value chain management further
sustainable and efficient, the following project activities were exercised in the targeted
regions: social mobilization, trainings on conducting of technical expertise, financial
literacy and business planning, development of gender and inclusion strategies and
action plans and others.

157 FAO, 2018. Assessment of agribusiness environment in Kyrgyzstan: summary of value chain gap analysis and
recommendations.
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The agricultural food value chain analysis prepared by the WB (2018) and the EBRD
(2019) presents the overview of challenges that hindered the agri-food trade due chiefly
to poor infrastructure, unskilled labor force and low competitiveness among small-
scale farmers. The EBRD, nevertheless, observes slight positive processes of the Central
Asian states, including the Kyrgyz Republic, in integrating into regional and global value
chains. But, in general, the Kyrgyz enterprises that have received fully or partly foreign
investment have become active actors of the agricultural food value chain at regional
and global level. Additionally, under the Community Seed Funds Project implemented
by the World Bank in 2014-2018, across the country 3,474 farmers received high-quality
seeds of agricultural crops and fertilizers in order to improve the agricultural productivity,
as well the special trainings on crop and seed production management methods and
techniques were arranged for farmers to apply them further.

In 2016 the JICA was also involved in implementing value chain development projects
within the country. In the framework of the Seed Project, 80 Kyrgyz farmers visited
Japanese farms to learn about the technologies used in seed production and the design
of effective agricultural cooperation among farmers. As a result, the JICA and the Ministry
of Agriculture of the Kyrgyz Republic founded the Kyrgyz Vegetable Seeds Cooperatives
in order to provide relevant trainings and to disseminate timely information for the
interested farmers, as well to initiate the development of the productive partnership
among value chain actors and participants in rural communities.

The USAID completed two projects related to agricultural development — “Farmer-to-
Farmer Project” (2013-2018) and “Agro Horizon Project” (2014-2018). Both project
objectives were directed to increase farmers’ income through improving agricultural
productivity, transferring advanced knowledge and technologies and building export
capacity by strengthening agri-food value chains.

Among numerous development projects of the UNDP and the EU there are projects
focused on rural development where agriculture is the main strand of employment
opportunities and income generation for rural residents. The UNDP program on
the Integrated development in Osh oblast (2016-2018) and the Integrated Rural
Development Project (2018-2023) co-financed by EU and commissioned by Federal
Ministry for Economic Cooperation and Development (BMZ) thorough he GIZ in the
Kyrgyz Republic in the southern part of the country are straightforwardly connected with
the development and implementation of agricultural value chain activities.

All projects which the FAO has been implementing are directly related to agri-food
production in the country. In other words, the main project objectives and tasks are to
strengthen the value chains of agricultural production and its productivity that further
generates more households’ income and increases the wellbeing of rural population.
Moreover, in 2017-2018, the FAO jointly with the Kyrgyz Government, including local
governance, and Finland implemented the aquaculture development project. The
aquaculture project outcomes are as follows: the operational facilities such as the
hatcheries, feed mills, and other relevant equipment, and the trained fish farmers.

Summarizing all above-mentioned analysis of value chain projects implemented by the
international organizations in the country, it is worth highlighting that international
contributions have been significantly made into sustainable rural development,
specifically in agricultural value chain development in all regions:
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- The knowledge was extensively shared;

- The relevant technologies were duly transferred;

- The facilities were built in compliance of all required standards;

- The various trainings by profession were intensively arranged; and

- The international consultation and information were comprehensively
disseminated over the country, etc.

3. Successful case-studies of value chain management by oblast
of the Kyrgyz Republic

This chapter provides analysis and evaluation of how useful and reliable the official
statistical data can be applied by the representatives of private sector in order to start
doing local or regional small or medium businesses by oblast. Because, in the process
of value chain management there are a lot of direct and indirect actors and participants
who enables the working environment of goods and services channels.

Batken oblast. Table 3 presents that exports of agricultural products in thousands of
USD for the period of 2016-2020. The rapid and high dynamics of exports of animal and
plant products indicated is marked. The figures show that there is high international
demand for the Kyrgyz animal and plant products.

Table 3: Export of products in Batken oblast in 2016-2020 (ths. USD)

Items 2016 2017 2018 2019 2020

Export of agricultural products (ths. USD)

Live animal and animal
products

Plant products 417,8 2263,4 4076,3 7518,1 49219
Source: National Statistical Committee of the Kyrgyz Republic

262,7 303,4 233,7 796,7 2083,2

All the above data says that the business sector of Batken oblast has been able to
manage value chain in the sector of agriculture in the way which allowed efficiently
to be integrated into regional and global value chain. As a good example in point, the
processing of peach, apricot, cherry, grapes and other fruits can stand in Batken oblast.
There are several development projects implemented with Alysh-Dan and Altyn-Aimak
Farm cooperatives. For example, the Alysh-Dan Farmer Cooperative founded in 2008 was
received the financial and technical support under several international development
projects such GIZ, UNDP, USAID and others. Moreover, the cooperative obtained the
international organic certificate to export fresh and dried fruit and vegetables.

Nowadays, Alysh-Dan has about 1200 members who are small-scale farmers planting
mostly apricot trees. All these farmers were given a number of trainings to enhance
their knowledge, skills and experience in producing and processing the organic products
of international and regional level. Even more, to meet all requirements of organic
certification, proper infrastructure was developed: the production facilities, equipment,
transportation, pipe-line and sewage systems.

Jalal-Abad oblast. The same positive tendency in relation to export of agricultural
produce in Jalal-Abad oblast is observed in Table 4. According to the data provided, the
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export of live animal, animal and plant products has been to a large extent increased
from 46 thousand to 3 474 thousand USD and from 4 570 thousand to 6 899 thousand
USD in 2019 and a sharp decline up to about 4 888 thousand USD due to the world
pandemic situation in 2020 for the given period.

Table 4: Export of products in Jalal-Abad oblast in 2016-2020 (ths. USD)

Items 2016 2017 2018 2019 2020
Live animal and animal products 46,0 631,7 442,8 1140,9 3474,4
Plant products 4570,1 9179,3 8012,3 6899,7 4887,7

Source: National Statistical Committee of the Kyrgyz Republic

InJalal-Abad oblast the most well-known natural resources that are targeted by numerous
international projects are walnut and fruit forests, as well rice and cotton fields. The
forest harvesting in mountains are able to generate additional income to rural residents
and to protect from natural disasters. To conserve the biodiversity of the walnut and
fruit forests, there have been a number of international projects implemented by GIZ,
USAID and others. Moreover, with financial support and technical consultations under
the GIZ projects the small and medium enterprises could export the Kyrgyz walnut as
an organic certified product. Rice and cotton producers received intensive funding to
increase the productivity by arranging relevant trainings and consulting on construction
of facilities that would further build export capacity.

Osh oblast. As shown in Table 5, the data provides an increasing dynamic of export of
live animal, animal and plant products in thousands of UDS for the given period, except
the data on export of plant products in 2020. In fact, Osh oblast is considered the second
large region having a big export potential after Chui oblast.

Table 5. Export of products in Osh oblast in 2016-2020 (ths. USD)

Items 2016 2017 2018 2019 2020
Live animal and animal products | 264,9 77,0 172,8 225,1 4485,7
Plant products 873,1 1353,5 2256,7 1595,6 1032,7

Source: National Staticial Committee of the Kyrgyz Republic

In this region there are a lot of agricultural projects financed and implemented both
internally and externally. For recent 10 - 15 years, ones of the most financed and export
oriented agricultural produces have become honey and honey related products and
cotton growing. For, example, two mountainous districts, Alai and Chon Alai rayons,
have been famous with mountain honey production which was implemented with
financial support of a number of international development organizations such as
USAID, GIZ, Helvetas and others. However, these two rayons have been still referred to
the economically backward and underdeveloped areas in Osh oblast due to unfavorable
geographical and weather characteristics like a high mountain range and cold weather.

Currently, these rayons produce ones of best honey and honey products and supply the
local, regional and global markets. The Alai and Chon Alai honey brands have already got
acknowledged at international markets in China and Japan. Almost all rural residents in
these areas are actively engaged in beekeeping activities what allow to yield honey and
honey related products in volume for export.
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Chui oblast. When compared to the data above with the data on Batken, Osh and Jalal
-Abad oblast, Table 6 demonstrates the highest export capacity of live animal and animal
products rather than plant products in Chui oblast. Although, as seen in Table 6, export
of live animal, animal and plant products sharply increased for the given period from
2016 to 2020. The export of live animal and animal products in Chui oblast increased
from 19 359,7 thousand USD in 2016 to 47 909,6 thousand USD in 2020 that noticeably
differs from that data of other oblasts.

Table 6: Export of products in Chui oblast in 2016-2020 (ths. USD)

Items 2016 2017 2018 2019 2020
Live animal and animal products 19 359,7 16 510,4 23 893,8 37 060,7 47 909,6
Plant products 830,7 6 258,3 2461,8 3340,6 9755,4

Source: National Staticial Committee of the Kyrgyz Republic

In Chui oblast as an administrative and economic center of the country there are a lot of
enterprises of different scale which have foreign investment or receive low-interest-rate
loans or technical grantsin the framework of the international development programmes.
As Table 6 displays that live animal and animal products are export-oriented items, then
the cases on these products are taken into consideration.

In Chui oblast, nearby Bishkek city, there are numerous successful production enterprises
on meat processing such as Adal Azyk LLC, Barkad LLC, Salih Halal LLC, Al-Halal LLC and
others. These enterprises have been able to construct specific production facilities
in accordance with all food safety requirements and standards within the national
and international food policy framework. Moreover, the personnel working at these
enterprises are highly qualified, skilled and trained on a regular basis, including the
production, administration and logistics departments. The location areas of production
facilities are, in general, outside of urban areas that facilitate stable supply chains of live
animal or fresh meat from rural areas. Even, some enterprises have its production or
storage facilities in adjacent villages that allow to provide employment opportunities
mainly for rural residents.

Summarizing the cases by oblast and the official statistical data, it is assumed that the
data is able to provide a more real picture to some extent of how small and medium
enterprises, farm cooperatives and individual entrepreneurs can productively cooperate
and effectively manage agricultural value chain from local to global levels. Additionally,
it is supposed to be if rural development is sustainable, then international development
is sustainable.

CONCLUSION AND RECOMMENDATIONS

Over the world, the economic and financial processes in developed countries are
rapidly transforming all involved human living environments which are able to generate
more goods and services, more financial and human resources, more innovations and
technical advanced tools and other. However, such an intensive development approach
is not fully suited to all developing economies because such rigorous transformations at
global level make rural development less sustainable, less adaptive and less integrated
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into global development processes'*®. Because, each developing country, specifically the
Kyrgyz Republic, has its own development rates because of a number of inherent factors
and settings ranging from the geographical location, the climate and weather conditions,
human capital, natural resources to specific governance and political affairs of a country.

The Kyrgyz Republic, in turn, has the comparative and competitive advantages alongside
with the disadvantages in relation to sustainable rural development. In a general
context, for last three decades, the deliberate but constructive dynamics of agricultural
development in rural areas has been noticeably spotted. Specifically, with financial
and technical support of local governments and the major international development
programs, in the sector of agriculture the value chain was developed that further
enabled rural small and medium enterprises, individual entrepreneurs and farms to
be actively involved in productive agricultural cooperation, to generate more stable
income and to enhance their living conditions in rural areas. Also, it is worth noting
that the value chain management developed in rural areas reaches out to with a lot
of stakeholders vertically and horizontally - local, regional and global; individual, SMEs
and large exporting companies; local and national government and international actors;
direct and indirect, etc.

Furthermore, the official data above analyzed and the successful cases given clearly
present the evidences that effective management of value chain of agricultural produce
enables rural development be sustainable and advantageous even in the developing
countries. Because not only have rural residents received benefits in the monetary
terms, but also rural infrastructure has got improved due to construction or renovation
of roads, production facilities, utility and drinking-water pipelines, new houses, etc.*®

Effective value chain management of agricultural production at each level — local,
regional and global —is argued to be one of key factors of sustainable rural development.
Consequently, in order to achieve and then maintain sustainable rural development in
the long run, it is recommended to direct and indirect stakeholders to carry out more
studies and research activities on specific agricultural cash crops by oblast in order to
identify the challenges and potential the value chain actors could experience. More
comprehensive support from government institutions should be provided towards
agricultural development under the various national and international programmes
as systematically implemented in developed countries. As well known, the sector of
agriculture is the most important sector which ensures food security and safety of a
country and should be taken seriously into consideration.

Moreover, the consequences of climate change have become the most adverse factors
affecting the agricultural productivity, land and water resources vastly in rural areas
because of rupturing weather patterns. In addition to this, the Kyrgyz Republic is by
nature a mountainous country that makes it more vulnerable and sensitive to any even
small changes of weather conditions at local, regional and global level.

It is worth emphasizing that sustainable rural development should be not be considered
the goal of one country and solved separately from international development. Thus,
the programs of international organizations such as the Sustainable Development Goals
facilitated by UN, the FAO projects on agricultural development and others should

158 Mihai, F. C., & latu, C. (2020). Sustainable rural development under Agenda 2030. Sustainability Assessment at the 21st
century, 9-18.
159 Shepherd, A. (1998). Sustainable rural development. Macmillan International Higher Education.
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be integrated into national strategies of each country without reference of economic
growth and development.

In conclusion, value chain management can be considered not only one of key factors of
sustainable rural development, but also a more practical working mechanism which is
able to maintain sustainability of rural development in developing countries. Moreover,
sustainable rural development is closely in the Kyrgyz Republic interrelated and
interdependent with agricultural development. Thus, accountable, effective and duly
management of agricultural value chain can significantly bring long-term benefits and
perspectives to more stakeholders and beneficiaries involved from local to global level
and the economic development of the country as a whole.
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POSTCRIPT

From Geopolitics to Logistics and Digital:
Why Lithuania might be the future
gateway of Central Asia States

Anthony POULLAIN
President
CARGO STREAM FRANCE SAS
CARGO STREAM
Vilnius — Lithuania

From Geopolitics to Logistics and Digital: while Lithuania might be the future gateway
of Central Asia States from the vast interior of Central Asia’s perspective, the Baltic
States may seem remote, almost alien to the freight dynamics that animate the
furrows between the Far East, Russia and Europe. However, Lithuania’s highest political
authorities intend to become an essential artery in the service of opening up Central
Asian countries, primarily Uzbekistan and Kazakhstan. Bilateral economic cooperation
with Kazakhstan alone reached 1.3 billion euros in trade value in 2018 and includes more
than 20 strategic partnership agreements in the transport, tourism and agricultural
sectors. The Lithuanian government wants to strengthen these business ties with a special
emphasis on transport and logistics, in coordination with the partner governments of
Tashkent and Nur-Sultan.

Figure 1: The Klaipeda-Kaunas-Vilnius Corridor: Central Asian Gateway to Europe
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Source : Lithuanian Railway
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To understand Lithuanias’s ambition, it is worth recalling a simple geographical
consistency that conventional map projections make invisible. The international port
of Klaipeda on the Baltic Sea is one of the closest and easiest maritime solutions for
Central Asian importers and exporters. Connectivity with the Russian and Central Asian
rail systems offers some of the most efficient transit times and first dedicated services
are emerging such as the Baltic Wind Container Service.

Klaipeda plays the role of a port gateway but also of a maritime hub for the distribution
of flows from and to Central Asia on the Baltic and Northern/Western Range markets.
The various rail corridors Kaunas-Vilnius provide connections to Central and Western
Europe, as well as to Ukraine and the Black Sea countries.

Digital Infrastructure: Digital for integrated logistics

Lithuania is among the most digitally advanced nations and this digital competitiveness
is manifested in the specific sector of logistics. Cargo Stream (UAB Keliu Systemos) is part
of this Lithuanian logistics innovation ecosystem with dematerialized solutions (Software
As A Service) that serve the traceability and fluidity of transnational logistics flows. With
its recent developments in Western Europe and up to the French port of Dunkirk, Cargo
Stream plans digital transport solutions that can serve the future rail and road freight
users of Central Asia.

One of the constraints still bridging logistics and politics is the management of the
documentary flows that accompany any movement of international goods. This constraint
remains just as limiting as the one related to the differences in rail gauges for trains or
traffic permits for truckers. Digital transformation is accelerating the efficiency of digital
solutions that, on the one hand, remove a large part of the physical documentary controls
while, on the other hand, guarantee real security (logistics, economic and financial) of
the informational transactions that accompany any exchange of goods between the
various stakeholders in an international transport chain.

Figure 2: A cloud-based Transportation Management System to optimize logistics
processes
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Cargo Stream is a logistics facilitator that supports traffic potential by offering agility in
tracking and managing pre- and post-cargo movements. This optimization of logistics
operations means transaction savings that should accompany the competitiveness of
Central Asian shippers and transport organizers. The collaborative approach for carriers
also supports organizational flexibility that enables optimized grouping/ungrouping of
flows for better door-to-door performance from Europe, the Baltic and wide Central
Asian market. The portability and reliability of the information exchanged are also assets
that unite shippers-organizers-carriers in a secure transactional transparency. This
dimension of intelligent dematerialization of information related to goods is crucial in
the ability of Central Asian economic actors to connect to European and Baltic potentials.

The logistics-policy pairing must include a third intangible variable: digital acceleration,
which facilitates structuring projects between Central Asia and its partners. The power
of digitalization should be reappraised, especially when its goal is to optimize the future
connectivity of landlocked territories to global value chains.
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