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Abstract. This study aims to examine whether China-Pakistan Economic
Corridor (CPEC), can enhance Central Asian countries’ trade opportunities and
provide Central Asian countries with alternative routes to the Indian Ocean. The
research compares three different southbound transportation options, including
the Western Caspian route through Iran, the Trans-Afghan corridor, and the CPEC
route through its northern expansion via Xinjiang. The objective of the research
is to examine each of these corridors for trade between Kazakhstan, Uzbekistan,
and Pakistan based upon their transport design feasibility, risks, and strategic
value. The study employs a structured comparative analysis of each corridor’s
infrastructure quality and connectivity, exposure to geopolitical risk, investment
models, and vulnerability to disruptions; in addition, trade compatibility is assessed
for economic effectiveness among the shortlisted countries. While the Western
Caspian Corridor is fairly developed, it is also subject to significant sanction-
related risks; the Trans-Afghan Corridor is associated with significant challenges
regarding continuity and stability; and lastly, despite congestion constraints, the
CPEC Alignment has more opportunities for integrated multimodal connectivity
than the others. The analysis indicates that CPEC continues developing a much
broader function than just a direct linear transit corridor into being a true multi-
vector connectivity platform for increased strategic flexibility and decreased
vulnerability on account of geopolitical disruption. The contribution to the field
of research regarding developing corridors in Eurasia is positioning CPEC toward
a more strategically connected transportation system while diminishing its focus
from that of a bilateral infrastructure project to that of a connectivity system.
For Central Asian states seeking diversified resilient maritime access routes, this
research provides valuable guidance.

Keywords: Central Asia, China-Pakistan economic corridor, maritime
access options, Eurasian corridors, transit vulnerability, multivector connection,
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Introduction

The Central Asian landlocked republics have long been impeded by
severe structural limitations when attempting to access global markets. Historic
geographic isolation has simultaneously raised the cost of transporting goods
to markets located abroad, reduced the possibility of diversifying exports, and
increased reliance upon external powers for use of transit corridors [1]. In such

270 BULLETIN of Ablai Khan KazUIRandWL



The role of the China-Pakistan economic corridor in the ...

a context, access to tidal waters has not only become a logistical hurdle, but has
evolved into a strategic consideration intertwined with economic sovereignty,
trade resilience and geopolitical independence.

Recent geopolitical developments have escalated debate concerning the
need for those goods remaining as trade routes dependent on traditional northern
corridors into Western Europe and their exposure to vulnerability created by any
disruption of a political nature (i.e., international sanctions). As such, as argued
by Yermekbayev from the Kazakhstan perspective, access to alternate modes of
transportation has increasingly become an important factor concerning questions
of both economic security, energy logistics, and diplomatic flexibility; therefore,
rather than simply representing technical infrastructure; corridors can now be
viewed as tools of strategic positioning [2].

Within this dynamic environment, the China-Pakistan Economic Corridor
(CPEC), as a flagship element of China’s Belt and Road Initiative (BRI),
represents an additional, potential southern maritime access route for the Central
Asian republics. Through the development of a multimodal land-sea corridor
between Xinjiang in China and Gwadar Port in Pakistan located on the Arabian
Sea, CPEC seeks to provide access to the Indian Ocean while avoiding reliance
on traditional northern Eurasian transit intermittently subjected to political
disruption [3], approximately 60 km from the state of India, CPEC would provide
access to maritime transportation avenues unique to Central Asian republics,
through Gwadar, and thereby have deep impact upon the regional economies that
rely upon sea-based trade through the Arabian Sea.

Fourth, it evaluates the security risks and geopolitical uncertainties that may
constrain the long-term viability of the CPEC Alignment (Northern Extension
through Xinjiang), thereby affecting its sustained impact on regional trade patterns.

This study contributes to the literature by introducing a structural-functional
framework for evaluating corridor diversification in landlocked regions, moving
beyond geopolitically centered interpretations of CPEC.

While the strategic significance of Gwadar, in conjunction with the Straits
of Hormuz, concerning the energy security of China and transformation of the
economy of Pakistan, has become an increasingly popular topic of discussion
[4] with respect to how Gwadar improves the energy security and economic
transformation of China and Pakistan, there has yet to be any analysis of the
impact that Gwadar has had upon third party transit entities; considering that
most Central Asian republics are structurally constrained by geography and
therefore maritime transit systems via the Arabian Sea are not traditionally used
by logistics providers.

Simultaneously, a transit route that connects Asia to Europe by crossing
the Caspian Sea, known as the Trans-Caspian International Transport Route
(TITR), more commonly referred to as the “Middle Corridor,” is emerging as
a viable alternative east-west corridor for transporting goods from China to
Europe. However, numerous studies confirm that TITR will require extensive
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upgrading of existing infrastructure, as well as improvements in multimodal
coordination [2]; empirical assessments of the railway capacity supporting TITR
further demonstrate that throughput efficiency and transit reliability is hindered
by single-track sections and limited-siding capacity [5]. Thus, these studies
indicate should a corridor offer the potential for alternative transit arrangements,
operationally viable implementation across transit modes will not necessarily be
consistent through use of given corridors.

In this context, this research evaluates whether the CPEC Alignment
(Northern Extension through Xinjiang) offers Central Asian republics a credible
alternative for diversifying access to the maritime transport system and provide
an alternative method of routing goods presently transported via the northern
transit corridor into Western Europe. This research is unique, in that, previous
research has addressed CPEC primarily through use of Geographical Information
Systems (GIS) and/or quantitative data, as viewed from either the perspectives
of the People’s Republic of China and/or the Islamic Republic of Pakistan,
whereas this study measures the structural impact of CPEC on Central Asia’s
trade configuration through a comparative corridor framework.

Specifically, this research seeks to achieve the following objectives:

1. Provide an analysis of the strategic position of the CPEC Alignment
(Northern Extension through Xinjiang) within the context of Central Asia’s
Maritime Access System and whether access via the CPEC Alignment is
anticipated to materially impact the spatial configuration of current exporting
routes utilized by Central Asian Republics.

2. Provide a comparative analysis between the CPEC Alignment (Northern
Extension through Xinjiang) and other potential southern-corridor access
routes to the Indian Ocean (through Iran); evaluating the transport efficiency,
institutional/regulatory stability, infrastructure compatibility and operational
reliability between CPEC Alignment (Northern Extension through Xinjiang) and
other southern corridors.

3. Assess export structure and compatibility of commodities including
exploring corridor dependency.

4. As well, the research also analyzed security risks and geopolitical
uncertainties that could hinder the long-term sustainability of the CPEC Alignment
(Northern Extension through Xinjiang) and thus affect the sustainability of its
impact upon regional patrns of trade.

This study adds to the academic literature by proposing a structural-
functional perspective for assessing corridor diversification in landlocked areas
of northwestern China, as this represents a departure from current interpretations
of the CPEC that focus on geopolitical factors alone.

Literature Review

Currently, scholars are concentrating on both the CPEC’s geopolitical
rationale in conjunction with the CPEC within the Emirates’ Belt and Road
Initiative [5]. As the literature focuses on China’s desire to diminish its
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dependence on vulnerable maritime chokepoints (e.g. the Malacca Strait), and
seeks to position Gwadar port as an alternative means of providing energy
security and/or shortening distance/m by using the CPEC through/from China,
this China-centric perspective fails to evaluate in any significant way how the
CPEC may impact its third party geopolitical actors (e.g. the landlocked nations
of central Asia) [6]. The recent geopolitical changes associated with the Russia-
Ukraine conflict have further exacerbated the need for corridor diversification
efforts and the need for resilience in supply chain management efforts [7]. The
Trans-Caspian International Transport Route has been of renewed focus and
attention since the above conflict as a potential alternative to the traditional
northern routes via Russia. According to Yermekbayev et al.’s analysis of the
TITR from Kazakhstan’s perspective; the multimodal coordination challenges,
the lack of capacity at ports, and an inadequate associated infrastructure prevents
the feasibility of this corridor [2]. Therefore, it would appear that while corridor
diversification is politically attractive, its operational barriers are substantial.

At a broader level, Kazakh scholar Augan contend that international
transport corridors serve as both economic infrastructures and as instruments
of geopolitical positioning and national security. For example, in the case of
landlocked states dependent on transit routes, alternatives to traditional transit
routes may mitigate their vulnerability to external shocks, as well as enhance
their strategic autonomy [8]. In this way, the realities of corridor diversification
correlate directly with economic stability and resilience of free trade.

While a growing body of literature exists regarding the Trans-Caspian
International Transport Route as well as corridor competition; few studies
systematically examine whether the CPEC Alignment (Northern Extension
through Xinjiang) provides a realistic means for Central Asia to diversify
its maritime access. Most published works focus almost exclusively on the
geopolitical symbolism of corridor alignment and/or China’s energy strategy
rather than how the new corridors may be changing/affecting Central Asia’s trade
structure and export geography.

This research fills the gap by examining the CPEC Alignment (Northern
Extension through Xinjiang)-Gwadar corridor within the overall context of
Eurasian corridor competition and assesses its implications for Central Asia in
terms of its potential to provide for the diversification of Central Asia’s maritime
access and the restructuring of the region’s trade. Consequently, while there is a
substantial body of literature on the geopolitics of corridors, there is a relative
dearth of literature assessing the interrelationship of trade structure and the
feasibility of infrastructure required to support the trade corridors.

Description of Materials and Methods

The study evaluates the study’s feasibility of the CPEC Aligment Northern
extension through Xinjiang as a southbound maritime access route for Central
Asia by employing a comparative analysis of the three southbound corridors to
the Indian Ocean.
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Examined methodological sources

For empirical purposes, the information was classified into three main
categories.

First, transport development plans and corridor policy documents (2015-
2025) pertaining to infrastructure developments were reviewed in evaluating
whether how infrastructures will be developed in Xinjiang [9], CPEC action plan
[10], National Transport Strategies assimilating Kazakhstan [11] and Central
Asian countries [12] were taken into consideration and whether these official
documents were available.

Second, the trade statistical data on Kazakhstan and Uzbekistan were
compiled and analyzed [13, 14]. The major export categories included energy/
resources, metals, minerals, and agricultural products. Therefore, the structure
of Pakistan’s importation was analyzed to reflect on structural compatibility
between Central Asian exports corresponding to demand from Pakistan [15] .

Third, the infrastructure-related data associated with the way rail and
highway services linked Central Asia and China, conditions of transportation in
Afghanistan and Iran, and every port integration capability of Bandar Abbas,
Karachi, and Gwadar were compiled.

Each of the above empirical materials contributes to the basis of comparing
each corridor.

Analytical Framework

The analysisis constructed in a structured comparative corridor methodology
across four specific dimensions:

- Infrastructure connectivity: Assessment of connection between rail, road,
and ports along the entire corridor and the connectedness to sources of supply
and the operational status of their networks.

- Risk and constraint structure: Assessments of exposure to security risks,
the potential of sanctions occurring, financial constraints, and conditions of
implementation that are subject to the corridor’s utility.

- Investment/stakeholder configuration: Identifying the type of construction
(either modernization of existing facilities or creating a new facility), identifying
the major investors, and establishing the current state of these developments.

- Compatibility of trade structures: Performing comparative analyses of the
exports of Kazakhstan and Uzbekistan and the imports into Pakistan to judge the
relationship between commodities through the corridor.

On this basis, a Transit Vulnerability Benchmarking framework has been
developed to assess how factors affecting corridor resilience such as route
concentration risk, exposure to sanctions, risk of conflict, port reliability, and
disruptions to infrastructure play a role.

Methodological Approach

A systemic analytical perspective identifies the broader network of corridor
development as a part of Eurasia’s changing trade structure and geopolitical
uncertainty.
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The analysis was performed through comparative analysis across three
defined southbound corridors of transportation:

1. Western Caspian (Iran )

2. Trans- Afghan

3. CPEC (Northern Extension through Xinjiang).

Descriptive structural comparisons are established to derive differences
between the infrastructures connected to each corridor, the profile of constraints
within each corridor, and the compatibility of exchange of trade materials in the
respective corridors.

This analysis has not modeled quantitative freight flow distributions but
is based on a structural feasibility and difference in vulnerability to the current
geopolitical climate.

Results

Identification of Three Southbound Corridors to the Indian Ocean

As shown in Figures-1, 2 and 3, three major North-South transport
configurations linking Eurasian landlocked economies to the Indian Ocean can
be identified.

1. Russia-Azerbaijan-Iran corridor (Western Caspian alignment /
International North south Transportation Corridor (INSTC) type)

2. Russia-Kazakhstan-Uzbekistan-Afghanistan-Pakistan corridor (Trans-
Afghan alignment)

3. CPEC Alignment (Northern Extension through Xinjiang)
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Figure-1: International North South Transportation Corridor (INSTC)

Source: [16]

The three corridors differ in infrastructural continuity, geopolitical
exposure, and commodity transport structure. Variations are observed in route
stability, transit integration, and port connectivity.
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Figure-2: International Transport Corridor

Source: [17]

Infrastructure Continuity: Rail, Road, and Port Conditions

1.Western Caspian Alignment (Russia-Azerbaijan-Iran)Rail Infrastructure:
Rail continuity from Russia to Iran is largely operational, although bottlenecks
remain in specific Iranian segments. Electrification levels are uneven, and
modernization efforts are ongoing.

Road Infrastructure: The road network is relatively developed and
functionally integrated with rail systems.

Port Access: Southern Iranian ports, particularly Bandar Abbas, are
operational and connected to established maritime networks.

Rail and port systems are operational along the Russia-Iran segment.

Railways and Highways of Iran
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Figure-3: Railways and Highways of Iran
Source: [18]
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2. Trans-Afghan Alignment (Russia-Kazakhstan-Uzbekistan-Afghanistan-
Pakistan)

Rail Infrastructure: Rail networks in Russia, Kazakhstan, and Uzbekistan are
well-developed. However, substantial discontinuities exist within Afghanistan. A
continuous north-south railway connection has not yet been fully realized.

Road Infrastructure: The route traverses mountainous terrain, creating
seasonal vulnerability and operational constraints.

Port Access: The corridor potentially connects to Karachi and Gwadar
ports, but functional reliability depends heavily on the Afghan segment.

This alignment exhibits the highest degree of infrastructural fragmentation.
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Figure-4: The Trans-Afghan Transport Corridor
Source: [19]

3. CPEC Alignment (Northern Extension through Xinjiang)
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Figure-5: Xinjiang Transportation Construction Planning
Source: [20]

The CPEC Alignment (Northern Extension via the China-Pakistan
Economic Corridor) connects Central Asia through Xinjiang in China to Central
Asia. This corridor links China to Kazakhstan via two key river crossings, Dostyk
Alashankou,& Khorgos, and extends to the main ports of Pakistan.
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Rail Network: The railway border crossings at Dostyk/Alashankou
and Khorgos are in service and serve as primary transit gateways connecting
Kazakhstan with China. The weight of the cargo is a significant barrier between
the rail gauge system from Kazakhstan (1520mm) to China’s railway system
(1435mm), therefore transshipment of the cargo will be necessary at the two
border crossings listed above. Xinjiang is served by an extensive rail network,
including an extensive network of west and east-traveling trunk lines and north/
south trunk connections incorporated into the centrally located rail network.
Some of these lines are electrified. As a result, this provides a seamless supply
corridor by rail transport from the Kazakhstan border to the border of Pakistan
between China and Pakistan.

Kazakhstan presently has direct railway access to China via current railway
links that cross borders. On top of what are currently the main railway routes
between China and Kazakhstan, plans and feasibility studies are being conducted
for alternate rail routes linking the two countries. In addition, the construction
of a railway that will connect China, Kyrgyzstan, and Uzbekistan has started.
These projects result in multiple rail connections between the two nations, rather
than relying on one single means of transport.Railway in Pakistan is utilized, but
railways are below capacity. The incremental sections of the CPEC upgrades in
the northern part of Pakistan have demonstrated improvements concerning the
state of the infrastructure. However, southern portions continue to demonstrate
improvements regarding freight efficiency.

Road Network: Xinjiang provides regional-to-national connectivity via
the roadway system through the same borders of Pakistan. The main roadway
connecting both countries is called the Karakoram Highway. Various upgrades to
the road system will be performed throughout this entire route.

The mountainous landscape of northern Pakistan has a strong influence on
road transportation. Road transportation will be offered as a mode of transportation
along with rail transportation.

Access to Ports (Pipelines): The Gwadar Port is being utilized and is
functioning as a gateway in a maritime outlet of the CPEC. Refrigerated cargo
is currently in the process of being developed to support movement of freight
through the port. Karachi Port is still in service and accommodates the largest
freight volumes of the two ports listed.

Corridor: The northern route (central Asia and China) provides functioning
rail and roadway systems, while the southern route (Pakistan) provides some
form of operational infrastructure, albeit at varying degrees.

Risk and Constraint Hierarchy

The southbound corridor of CPEC connects through three separate corridors
that exhibit two things: distinctive risk exposure profiles and types of financing
of the corridor and implementation conditions. The differences among these
corridors have also been summarized as stated.
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Table 1. Transit Vulnerability Assessment Framework

Western Caspian Trans-Afghan (Russia- CPEC Alignment
Dimension (Russia-Azerbaijan- | Central Asia-Afghanistan- | (Northern Extension
Iran) Pakistan) through Xinjiang)
Infrastructure Largely continuous rail | Discontinuous within Coptlnugus mn Ceqtral
o . Asia-China; capacity
Continuity system Afghanistan

limits in Pakistan

Construction Type

Mostly modernization

Predominantly new

Operational north
segment;partial upgrades

and upgrades construction south
Security Risk Low-Moderate High Moderate
Political Stability Sanctions-related Domestic political Bilateral coordination
Exposure exposure instability risk dependent
Financial / Sanctions . . Moderate (financing
Risk High (Iran sanctions) uncertainty) Moderate
Estimated Investment Incremental uperades USD 4.8 billion (rail Multi-stage investments
Scale pg construction) under CPEC framework

Major Investors /

Russia, Azerbaijan, Iran

Uzbekistan, Afghanistan,
Pakistan; potential regional

China, Pakistan; Central

Stakeholders Asian transit states
partners
Implementation Operational with Feasibility and phased Operational north;
Status bottlenecks construction upgrading south
. Bandar Abbas Karagh ! / Gwadar Gwadar operational;
Port Integration . (conditional on Afghan . .
operational capacity expanding

segment)

Primary Constraint
Type

Financial and sanctions-
related

Security and construction
continuity

Downstream transport
capacity

Investment Structure Overview

(Compiled by the author)

* Western Caspian Alignment: Primarily based on state-led modernization
of existing rail corridors. Investment concentrated on electrification, track
doubling, and port integration.

* Trans-Afghan Alignment: Large-scale greenfield rail construction
requiring external financing. High capital intensity relative to current operational

capacity.

* CPEC Alignment (Northern Extension through Xinjiang): Mixed
structure: operational cross-border rail infrastructure between Central Asia
and China; staged infrastructure investment in Pakistan under CPEC-related

programs.

Constraint Classification

The corridor constraints can be categorized into three principal types:

—Financial-Sanctions Constraints (Western Caspian)

—Security-Continuity Constraints (Trans-Afghan)

—Capacity-Integration Constraints (Eastern Alignment)

Trade Structure Compatibility: Export-Import Dynamics

To assess structural feasibility from a trade perspective, the export
compositions of Kazakhstan and Uzbekistan were compared with Pakistan’s
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import structure. The comparison examines major commodity categories,
including energy resources, metals, agricultural goods, and manufactured
products, to identify areas of structural complementarity. Based on this export-
import comparison, Table 2 summarizes the degree of trade compatibility across

the three economies.

Table 2. Commodity Structure Compatibility

Crude oil / Oil . . L .
products Major export | Limited Major import High (KZ-PK)
Natural gas Minor Major Major High (UZ-PK)
Uranium Major Limited Not major import Low
Copper Significant | Major Industrial input demand Moderate-High
Ferrous metals / Major Moderate | Iron & steel imports High (KZ-PK)
Ferroalloys
Gold Limited Major Not structural import Low
Cotton / Textiles Limited Major Textile machinery import, not Moderate
raw cotton focus
Grain / Wheat Major Moderate | Periodic import during shortages | Conditional match
Machinery Limited Limited Major import ;Z;ajk (CA supply
Chemicals Moderate Moderate | Major import Moderate
(Compiled by the author)
Discussion

Research has demonstrated that the CPEC Alignment (the Northern
Extension through Xinjiang), while being a new mode of transport, will also
gradually alter the manner by which all of Central Asia accesses the sea. Unlike
other north-west routes that will be replaced by the development of an additional
east route, this route is merging into the previously concentrated transit channels,
creating a third modal option. As such, the CPEC Alignment is a bilateral project
between China and Pakistan and is structurally broadening south to support the
integration of Central Asia into the Arabian Sea maritime system. The result of
the development of transport corridors is a reduction in concentration risk in
transport systems and a growth of optionality in the Central Asian trade system.

As part of this broader alignment, the prospective completion of the China-
Kyrgyzstan-Uzbekistan (CKU) railway would further reinforce southbound
diversification by strengthening Central Asia’s connectivity with China and
Asia-Pacific economies, while simultaneously accelerating trade flows toward
South Asia and the Middle East. In parallel, the Trans-Caspian International
Transport Corridor provides a complementary westbound alternative toward
Europe. Together, these routes illustrate that corridor expansion in Eurasia is not
directional replacement, but multi-vector restructuring [21].

Conversely, while transport corridors are less dependent upon the distance
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between points, they are more dependent upon how the constraints associated with
the movement of goods are structured. For instance, the western corridor of the
Caspian Sea has a more mature infrastructure base but is exposed to considerable
financial and sanction-based risk. Though long anticipated as a viable strategic
alternative option for strategic route usage, together with opposing development of
the corridor, there continue to be many restrictions under way limiting completion
of future planned routes. For example, one of the most serious restrictions relates
to different levels of infrastructure development found in various countries
around the world that participate in the corridor system. To further complicate
the successful long-term development of the corridor, outside influences from
sanctions against both Russia and Iran continue to restrict the ability to develop
capital for road transportation projects; these restrictions make it particularly
difficult to secure financing and increase risks associated with transaction/money
transfer. An International North South Transportation Corridor Roundtable which
discussed “Issues Relative to the Development of the International North South
Transportation Corridor” on November 28, 2022 at The Russian Federation
Council, described the INSTC as an instrument to improve both Russia’s
logistics-related and geopolitical independence; however, it was also stressed
that the INSTC is a long-term, capital-intensive, international logistics system
that will ultimately require implementing both time and coordination. In addition
to the financial constraints affecting the future development of the INSTC, the
conflicting political edges of the various countries making up the overall group
of countries have also created further restrictions on the connecting corridor(s)
for the internationally-roaming trucks of the various participating countries. For
example, the recent conflict between Iran and Azerbaijan have redirected Iranian
interest from using the Azerbaijan corridor to using the Armenian corridor and
as a result demonstrates how political rivalries can change the physical layout/
configuration of transportation corridors. In addition, the ongoing and unresolved
strategic mistrust between Russia and Iran have created additional uncertainties
concerning the proposed structure of the INSTC [17]. Overall, the combined
influence of political and institutional factors on the successful development of
the INSTC implies that both existing infrastructure capacity and level of inter-
state relations among each of the countries associated with the INSTC have a
significant effect on the necessary projects required to develop a satisfactory
amount of usable infrastructure capacity located between participating countries
toward completion of the INSTC.

Additionally, although the theoretical rationale for the Trans-Afghan
corridor provides for the reduction of the physical distance to the sea, significant
challenges exist for the provision of secure and reliable service for the high
volume of freight that will need to be transported. These challenges are not merely
operational but structural. The project faces substantial financial uncertainty, as
the estimated multi-billion-dollar investment requires external funding in a high-
risk political environment. Persistent security volatility, including militant activity
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and institutional fragility, raises concerns regarding long-term service reliability.
Furthermore, the absence of internationally recognized legal guarantees and the
broader context of great-power competition may discourage sustained capital
commitment. Taken together, these constraints suggest that, while the Trans-
Afghan corridor reduces geographical distance, its implementation probability
remains comparatively low in the short to medium term [22].

The CPEC Alignment (Northern Extension through Xinjiang) is less
vulnerable to conflict and has superior upstream rail continuity, but has an overall
structural limitation related to the amount of freight that can be moved from
China to Pakistan by rail.

Each country’s compatibility with the distinct structuring of the trade
corridors between Kazakhstan, Uzbekistan, and Pakistan provides a useful
illustration of how transportation corridors will meet the needs of the three
countries. Kazakhstan has a dominant export model that is based upon transporting
bulk commodities through a heavy rail and high-volume transport network,
whereas Uzbekistan is more diversified in its exporting activities but relies on the
stable operation of institutions and the efficient transport of goods across borders.
Lastly, while Pakistan provides limited value as an end market for goods, it is of
considerable value as a maritime gateway to international markets, and the ability
to create a physical link to hinterland areas from the ports will ultimately define
how effective Pakistan acts as a facilitator for the other two countries.

The most accurate method for interpreting corridor politics in Eurasia is
through a structural-functional framework, rather than a strictly geopolitical one.
The corridors in terms of transportation are both an economic infrastructure and a
risk management system with regards to strategic risk, and therefore, for Central
Asian landlocked nations, a transportation policy that creates non-confining
corridor options does not eliminate their risk of vulnerability, but rather increases
their diversion of risk (i.e., exposure) across multiple dimensions (i.e., security,
sanctions, limited capacity, and administrative coordination).

In conclusion, while the CPEC Alignment (Northern Extension through
Xinjiang) will not immediately re-shape current volumes of trade along the new
route, it will help to create a more resilient transportation system by further
pluralizing existing routes.

Conclusion

The current study assessed whether CPEC Alignment (Northern Extension
through Xinjiang), when used as a means of diversifying maritime access and
redesigning trade routes among Central Asia, is feasible.

Three separate southward-oriented corridors leading to the Indian Ocean
were identified as exhibiting distinct economic, geopolitical and infrastructural
characteristics. The Western Caspian Alignment has reached operational maturity
but experiences significant obstacles due to current sanctions. The Trans-Afghan
Alignment remains security-sensitive and structurally fragmented. The CPEC
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Alignment (Northern Extension through Xinjiang) is the most evenly balanced
of the three correlations and achieves both operational continuity for rail in the
Central Asia-China segment and moderate geopolitical exposure coupled with
increasing port integration within Pakistan.

From a trade-structural standpoint, compatibility of countries and
commodities varies widely. The export structure of Kazakhstan’s bulk orientation
is a better fit for wheat with the rail corridors supporting large throughput capacity
than for the more diversely exporting Uzbekistan which requires institutional
stability and a variety of modes for transporting freight. Pakistan’s function
as a maritime outlet emphasises the necessity for increased port capacity and
connectivity downstream for freight transportation.

The CPEC Alignment (Northern Extension through Xinjiang) will not serve
to replace existing transit systems; rather, it plays a role in transitioning from
linear dependency to multivectoral connectivity. Its importance is in providing
greater strategic flexibility while diminishing concentrated transit vulnerability
within contemporary geopolitical uncertainty.

Future investigations may use quantitative freight modelling and dynamic
simulations of trade flows to better assess both long-term throughput capacity/
sequenio-based resilience across competing continents (Eurasia).
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OPTAJIBIK AZUSIATBI TEHI3TE KOJI JKETKI3YII
OPTAPAIITAH/BIPYJIAFBI KbITAU-IIOKICTAH SKOHOMUKAJIBIK
JOJI3IHIH POJII
*Aiinapaxsr XK. !, Broxxeesa b.3.2, OuminbaeB A.P.3
1.2.3 9n-Dapabu arbiHgaFbl Ka3ak YITTHIK YHUBEPCHUTETI,

Anmarsl, Kazakcran

Anparna. byn 3eprreymin Makcarsl Keitait-IlokicTan 3>KOHOMHKAIIBIK
nonizi (KIID/) Opranblk A3us eniepiHiH cayga MYMKIHIIKTEpiH KeHEWTImH,
Opranbik A3usi ennepine YHIlI MyXuTbiHA Oanama OarbITTap Oepe anaThbIHBIH
3eprTey OOJIBIN TaObUIaJbl. 3epTTEy OHTYCTIK OaFbITTa TachIMaJJaylblH YII
TYPJl HYCKAachlH CaJIbICTBIpaJibl, COHbIH 1miHAe WMpan apksuisl bareic Kacnuii
OarbIThl, TpancayraH nomi3i >xoHe IlbIHXKaH apKbUIBI COJITYCTIKKE Kapai
co3buibin xarkan KIIDJl OareiTel. 3eprreymid Makcatel Kazakcran, ©30ekcTan
xoHe [lokicTaH apachlHAAFbl OCBI cayJa JAQJi3/E€PiHIH OPKACHICHIH OJap/bIH
KOJIKTIK OPBIHABLIBIFBI, TOYEKEAEpl MEH CTPATErUsUIbIK KYH/IBUIBIFBI HET131H/1e
3epueney Ooubln TalblIabl. 3epTTey op AdMi3/11H UH(PAKYPBUIBIM canachl MEH
0aliTaHBICTBUTBIFBIHA, TE€OCASICH TOYEKeINZepre YIIbIpayblHA, WHBECTHIHSIBIK
MOJICNIBCPIE JKOHE aKaylapfa OCAJJbIFbIHA KYPBUIBIMJBIK CaJIbICTHIPMAJIbI
Talngayabl KOJIJAHAbl, COHBIMEH Karap, KbICKa TI3IMI€ EHTI3UINeH eaepaiH
DKOHOMMKAIBIK THIMAUTI OaramaHaznesl. bareic Kacnuii goimi3i SKETKUIIKTI
JnamblFaH Oojca Ja, OJI CaHKUUsIapMeH OalIaHbICTBl €Jeyll ToyeKesaepre
Oeitim; TpaHcayFaH AoMi3i TYTAacThIK IEH TYPAKThUIBIKKA KaThICTbl KONTEreH
MaceseNiepMeH  yillecyle; cailblll KeJlreHjae, IaMajaH ThIC >KyKTeMmelepre
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kKapamactad, KIIDJ[ OarpiTel Oackanapra KaparaHna HHTErpalysaHFaH
MYJIBTUMO/AJIb/Ibl  OaiinaHblc YIIIH KeOipek MyMKiHIikrepre ue. Tanpay
kepcererinaen, KIIDJ[ xaii FaHa TeTe TackIMasl JQJi31 PONIHEH oSJjeKana
KeH (yHKIMAIapAbl aTKapysaa, reocascu qypOenenaep caijapblHaH TybIHAaFaH
CTPATETUsUIbIK MKEMIUIIKTI apTThIPY >KOHE OCAJJIBIKTHI a3ailTy YIIIH HAaKThl
KeNTapMaKThl Oaiianpic miardopmacbiHa aiHanyga. Eypasusaarsl nonizaepai
JaMBITYFa KaTBICTHI 3epTTey canachiHa KockaH yieci - KIIDJl e31H exixaKTbl
UHPaKYpbUIBIMIBIK 00a1aH OailaHbIc )KyiieciHe 6aca Ha3ap ayJapa OThIPbIII,
©31H HEFYpPJIbIM CTPATErUsUIbIK OailIaHbICTBI KOJIIK JKyHecl peTiHle KepceTel.
by 3epTTey ceHimal TE€HI3 KaThlHAY JKOJIAPbIH pTapanTaH/bIpyFa YMThUIAThIH
Opranslk A3usi MEMJIEKETTEP] YIIIH KYH/bl HYCKAYJIbIK OOJIBIN TaObLIabl.

Tipex ce3mep: Opranbik Asus, Keirail-IlokicTaH 3KOHOMHKAIBIK
JIoITI31, TEHI3re KOJI KETKI3y HycKajapbl, Eypasusuiblk momizaep, TpaH3UTTIK
ocalbIK, KeNTapMakThl OaillaHbIC, cayda OarbITTapbIHBIH KOH(HUIYpaIHsChI,
WHPPAKYPBUIBIM KaFIalbl

POJIb KHTAUCKO-TIAKUCTAHCKOI'O DKOHOMUWYECKOI'O
KOPUAOPA B IUBEPCUDUKALIUU JOCTYIIA K MOPIO
B ].[EHTPAJII)HOfI AN
*Ainapaxer XK.!, Brokeesa b.3.2, Anmunbacs A.P.2
*1.2.3 Ka3axCKuil HAIMOHAIBHBIN YHUBEPCUTET HMEHH anb-Dapadu,
Anmarel, Kazaxcran

AHHoOTanusi. llenbro [aHHOrNO HCCIIENOBAHMS ABISAETCS HU3y4YEHUE
toro, MoxkeT au Kuralicko-Ilakucranckuii sxoHomuueckuit kopugop (CPEC)
pacIIMpUTh TOPrOBbIE BOBMOKHOCTH CTpaH LleHTpasibHO# A3UM U IpEeA0CTaBUTh
ctpaHam lleHTpanpHOll A3uM anbrepHaTHUBHbIE MapuipyThl K Wuauiickomy
OokeaHy. B wuccinenoBaHuM CpaBHMBAIOTCA TpU pa3/IMUHBIX BapuaHTa
TPAHCTIOPTUPOBKU B IOKHOM HAampaBiIeHWH, BKIOYas 3amagHo-Kacnuiickuit
MapuipyT uepe3 MWpan, Tpancadranckuit kopumop u wmapupyt CPEC,
pacmupsronuiicst Ha ceBep yepe3 Cunbl3saH. Llenbro nuccnenoBanus sSBIIETCS
U3y4EHUE KaXKJIOI0 U3 ITUX TOPIrOBBIX KOpuIopoB Mexay Kaszaxcranowm,
V306ekuctanom u [lakrcTaHoM Ha OCHOBE MX TPAHCIIOPTHOM OCYIIECTBUMOCTH,
PHUCKOB M CTPaTerM4eCcKod LEHHOCTU. B wucciaenoBaHMM HCIOIB3YETCS
CTPYKTYPUPOBAHHbII CpPAaBHMUTENIbHBIM aHAM3 KauecTBa HMH(PPACTPYKTYpbI
U CBA3HOCTM KaXZAOr0 KOPUIOpPA, IOABEPKECHHOCTH TI'E€ONOIUTHYECKUM
pUCKaM, HHBECTULIMOHHBIX MOJIEJIe U ySI3BUMOCTH K cO0siM B paboTe; KpoMe
TOTO, OLIEHUBAETCSA SKOHOMHYECKas H(PPEKTUBHOCTh CTpPaH, BKIIOYEHHBIX
B KopoTkuii cnucok. Hecmorps Ha To, uro 3anmaaHo-Kacnuiickuili xopujop
JIOCTATOYHO Pa3BUT, OH TAK)KE IOABEP/KEH 3HAUYUTEIbHBIM PUCKAM, CBSI3aHHBIM
¢ caHkuusmu; TpaHcadraHckuil KOpUIOp CONPSIKEH CO 3HAUYUTEIbHBIMU
npobseMaMu B OTHOILEHUM HENPEPHIBHOCTH U CTAOMJIBHOCTH; M, HAKOHEII,
HecMOTpst Ha meperpy3ku, Tpacca CPEC umeer Oombiie BO3MOXHOCTEH ISt
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MHTETrPUPOBAHHOIO MYJIBTUMOJAIBHOTO COOOIIEHMs, YeM Jpyrue. AHaiau3
noka3biBaeT, yto CPEC mnponomxkaer BBIIOIHATH Topazfo Oojiee IIHPOKHE
(yHKLHH, YeM IIPOCTO NPSIMON JINHEUHBIN TPAH3UTHBIA KOPUAOP, IPEBpAILAsICh
B HACTOALIYI IUIaT(GOpMy MHOTOBEKTOPHON CBSI3M ISl IOBBILICHMS
CTpaTernyeckoi TMOKOCTU U CHUXKEHHUSI YA3BUMOCTU H3-3a IEONMOIUTHUYECKUX
norpsiceHuid. Bkiag B oOmacTe HcCCleOBaHHUM, KacaroIIMXCs Pa3BUTHS
kopuzopoB B EBpa3uu, 3axntouaercss B ToM, yTo CPEC no3unuonupyer ceds
Kak 0oJiee CTpaTeruuecky CBSI3aHHYIO TPAHCIIOPTHYIO CUCTEMY, B TO YK€ BpeMs
cMmenias akUeHT C JIByCTOPOHHEro MHPPACTPYKTYpPHOIO MPOEKTa Ha CUCTEMY
CBA3U. DTO HCCIEJOBAaHUE SABIISETCS LIEHHBIM PYKOBOACTBOM JJIsl TOCYNapCTB
HentpanpHoil A3uu, CTpeMAIIUXCS K AUBEPCUPUKALMKN HAJEKHBIX MOPCKUX
IIyTEeH NOCTyIa.

KuaroueBbie caoBa: IlentpanbhHas Asus, Kuraiicko-Ilakucranckuii
OKOHOMHYECKUN KOPHUIOpP, BAapHaHTBl MOPCKOIO Jocryma, Espasuiickue
KOpUIOPBI, TPAH3UTHAs YSI3BUMOCTh, MHOTOBEKTOpPHAsi CBS3b, KOH(UIypaLus
TOPrOBBIX MapUIPYTOB, COCTOSHUE UH(PACTPYKTYPHI
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