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Abstract 
Diversification of transport and trade routes has been the key element of the CAREC Program since its inception 
in 2001. For this purpose, the concept of six CAREC corridors has been developed.1 The purpose of these corridors 
is to provide connectivity within and outside the CAREC region in various directions and to expand the economies’ 
access to new markets. The demand for such diversification in CAREC economies has been greatly amplified by 
recent external shocks, which have affected the traditional CAREC transport and transit routes crossing Russian 
territory. The CAREC Corridor 2, which largely coincides with what is called the Middle Corridor, provides the 
only feasible alternative to these traditional routes. For this reason, this corridor has attracted a lot of attention from 
the CAREC governments and development partners. 
 
Introduction 
Most CAREC economies, except the PRC, Georgia, and Pakistan, are landlocked, and Uzbekistan 
is a double-landlocked country. This means that for a significant part of their trade, these 
economies need to cross the territories of other countries. There are several transit options 
available for them, including the routes via (i) Russian Federation westward; (ii) Russian Federation 
eastward; (iii) the PRC eastward; (iv) Afghanistan, Iran, or Pakistan southward; and (v) the Caspian 
Sea and South Caucasus westward, e.g., the so-called the Trans-Caspian International Transport 
Route (TITR) or Middle Corridor.2 
As mentioned earlier, CAREC has its own set of six corridors (footnote 7); the CAREC Corridor 
2: Europe–Mediterranean–East Asia (along with a segment of Corridor 1) serves the role of 
providing transport connectivity for CAREC economies in the west–east direction (Figure 8). In 
this paper, the Middle Corridor is understood as equivalent to the CAREC Corridor 2 
(supplemented by a segment of the CAREC Corridor 1, blue in Figure 8), and these two names 
for this corridor are used interchangeably.3 

Figure 8: Map of the Middle Corridor 
 

 
Source: Asian Development Bank. 
 

 
1 CAREC Program. CAREC Corridors. 
2 ADB placed its regular assistance to Afghanistan on hold effective 15 August 2021. 
3 In the literature on the subject, the Middle Corridor and the Trans-Caspian International Transport Route (as well as the Northern corridor 
mentioned later) could also refer to somewhat different routes. For example, the Trans-Caspian International Transport Route is often understood 
as a subcorridor going from the western border of the PRC via Kazakhstan, the Caspian Sea, Azerbaijan, and Georgia to Black Sea ports or Tu ̈rkiye. 



The external shocks discussed have also affected the transit flows in the region. Border closures 
during the COVID-19 pandemic adversely affected trade flows in the region in 2020–2021. These 
border crossing issues have eased or disappeared in 2022–2023. In 2022, there were several 
occasions of crude oil shipment interruptions at the Russian port of Novorossiysk and rail service 
limitation on the borders between the EU, Russian Federation, and Belarus. The ongoing military 
activities on the Black Sea create a highly uncertain and risky environment for maritime 
transportation in the region. 
There are two key transit trade streams crossing the CCA territories in the west–east direction: one 
involving the transit trade between the PRC and Europe, and the other originating from, or 
directed to, the Central Asian economies. The PRC–Europe stream involves the rail service called 
the China Rail Express (CRE), whose block trains travel from the PRC via Kazakhstan, Russian 
Federation, Belarus, and Poland through to other European destinations (this route is called the 
Northern Corridor in this paper) and back since 2011, or from the PRC via Kazakhstan, the 
Caspian Sea, Azerbaijan, Georgia, and then Türkiye or the Black Sea to Europe (the Middle 
Corridor) since 2017. The segments between the PRC–Kazakhstan border and Belarus–Poland or 
Georgia–Türkiye borders use a rail gauge (1,520 millimeters) that is different from that used in the 
PRC and Europe (1,435 millimeters). The 1,520-millimeter part of the Northern Corridor is served 
by the United Transport and Logistic Company – Eurasian Rail Alliance (ERA), a joint venture of 
the railway companies of Belarus, Kazakhstan, and Russian Federation. The Central Asian stream 
typically goes via Russian Federation to the Baltic or Black Sea ports or to Belarus and then the 
EU. This stream is also served by the CAREC Corridor 2 connecting points of origin and/or 
destination in Central Asia via the ports of Aktau or Kuryk (Kazakhstan) or Turkmenbashi 
(Turkmenistan) to the port of Baku/Alyat (Azerbaijan) and then through Azerbaijan and Georgia 
to Tu ̈rkiye, Europe, and elsewhere (e.g., Africa or Americas). The Central Asian stream has energy 
and non-energy components. 
 
Analysis and Findings  
The first transit stream has many alternative routes, including the relatively inexpensive but time 
consuming maritime transportation from the PRC ports to the ports in Europe. Any potential 
interruption associated with the current CRE route could be addressed by sending goods via the 
sea instead; conversely, any issues with the sea route could be addressed by switching to the CRE 
rail service (subject to this rail service’s capacity, which is much smaller than the capacity of the 
ocean route). However, for the flows between Central Asia and its trade partners in the west, the 
Middle Corridor seems to be the only alternative route leading in the same direction as the current 
one. The CRE trains also eventually go via the Middle Corridor but much less frequently than via 
the Northern Corridor (see the next section). 
The Middle Corridor stands as a potentially viable alternative route to Europe and other western 
and many southern markets for the economies of Central Asia. For that reason, it currently attracts 
much attention. There are, however, many pros and cons for this route associated with 
infrastructure, the throughput capacity, and the organization of logistics on this multimodal route 
covering several countries, including the weather and climate change vulnerabilities of the Caspian 
Sea segment. The development of this corridor requires a careful assessment of all factors 
influencing its performance. 
Responding to the reinvigorated interest in the Middle Corridor development agenda, several 
recent studies have been published discussing its different aspects.4 The key takeaways of these 
studies might be summarized as follows: 
(i) This corridor needs to compete with the Northern Corridor and the ocean route. This means 
it should be competitive on its performance despite its multimodality and the need to cross more 
customs borders. 

 
4 These studies include (listed in chronological order) those by ADBI (2021), International Transport Forum (2022), EBRD (2023), ERA Index 
(2023), World Bank (2023), and OECD (2023). 



(ii) Its past performance makes it less attractive for the present than its competing alternatives. 
When demand rose in 2022, transport costs were high due to the elevated tariffs, comparatively 
long lead times and delays, and poor predictability of transit and border crossing times. 
(iii) The corridor has been afflicted by sea, rail, and road infrastructure bottlenecks, but in the short 
and medium terms the main challenges are the cumbersome transit and trade procedures and 
suboptimal organization of logistics. For example, complications (including the end-to-end cost 
calculations) arise from the fact that multiple logistics operators are involved along the route, 
compared with the single company that operates all the rail traffic on the Northern Corridor 
between the PRC and Poland’s border. There are issues of transport mode interoperability as well. 
Digitalization is lacking. Without soft infrastructure fixes, costly investments in hard infrastructure 
might be ineffective. 
(iv) To address these issues, the CCA governments need to implement a comprehensive and 
coordinated set of policy measures. These policies should aim to improve trade facilitation and 
foster the development of logistics business and infrastructure. The goals should be strict 
environmental, social, economic, and fiscal sustainability and political viability. 
(v) Regional policy dialogue and cooperation should play an integral part in the Middle Corridor’s 
development. 
(vi) The Middle Corridor must contribute to the socioeconomic development of the CCA 
countries through which it crosses, and not merely serve the long-haul transit needs of economies 
beyond their territories. This means that it must be conceived and developed as an economic 
corridor. 
(vii) Even if trans-Eurasian transit traffic increases, the Central Asian stream may continue to 
dominate the Middle Corridor’s transport flows. The PRC–Europe stream accounted for only a 
third of the 2022 container throughput at the port of Aktau, which is the main Middle Corridor 
conduit for trans-Caspian crossings on the Kazakhstan coast—and this container traffic comprised 
only a small fraction of the total goods Aktau handled during the year. A World Bank scenario 
raises the possibility of tripling the 2021 trade flow through Aktau by 2030 but perceives the PRC–
Europe stream accounting for only 25% of the expanded total. 
(viii) The European Bank for Reconstruction and Development (EBRD 2023) has projected a 
sevenfold increase in the PRC–Europe transit traffic through the Middle Corridor between 2022 
and 2040 under a business-as-usual scenario and an almost 50-fold increase under its optimistic 
assumptions. According to EBRD (2023), the containerized flows of the Central Asian stream are 
also going to increase considerably. 
The analysis in these studies focuses mostly on Azerbaijan, Georgia and Kazakhstan, i.e., the 
countries serving the rail transit between the PRC and Europe. This approach somewhat sidelines 
other trade flows in the region, especially the intraregional ones, and the role of the road transport, 
which in reality serves a significant part of this trade. 
The PRC–Europe Transit 
It is well-known that most trade between the PRC and Europe is operated via sea transport 
connecting 
the PRC and the European ports. Air transport is used for the trade in products with a high value-
to weight ratio. Recently, the Eurasian land bridge service has emerged, and expanded, which uses 
railways to transport relatively high-value and time-sensitive products. 
The CRE operations service two main sets of trading partners: (i) the PRC and European 
countries, i.e., the PRC–Europe stream; and (ii) the PRC and its Russian and Belarusian trading 
partners. The CRE reports that the overall container traffic it moved along these separate trading 
flows rose in total by 10% in 2022 to 1,614,000 twenty-foot equivalent units (TEUs) despite the 
external shocks during the year and rose 15% in 2023. However, the traffic on the PRC–Europe 
stream, which is served by the ERA, fell by 34% in 2022 from its 2021 peak of 618,000 TEUs and 
dropped by another 49% in 2023 (Figure 9). Given the higher overall CRE figures, this means that 



the greater container traffic between the PRC, Russian Federation, and Belarus more than made 
up the precipitous decline in the overland PRC–Europe stream. 
The decline in 2022–2023 in the PRC–Europe container traffic via the Northern Corridor was 
mostly because of the dramatic fall from their highs in 2021 of ocean shipment tariffs globally and 
particularly on this major route. For example, the cost of container shipping between Shanghai 
and Rotterdam fell from a peak of $14,800 per forty-foot equivalent unit (FEU) in October 2021 
to a low of $1,000 per FEU in October 2023. The international sanctions imposed on trade with 
Russian Federation and the general uncertainty related to the transit operations via the Northern 
Corridor could be another possible explanation for this decline in container traffic via this corridor. 

Figure 9: Container Traffic via the Northern Corridor, January 2017– July 2024 
(twenty-foot equivalent unit) 

 
Source: Eurasian Rail Alliance Index. https://index1520.com/en/. 
The recent declines aside, container rail traffic via the Northern Corridor continues to offer viable 
transit for PRC–Europe trade whenever the current tariff levels on the ocean route justify choosing 
a speedier delivery. In July 2024, the World Container Index spiked to $8,270 per FEU after armed 
attacks on shipping in the Red Sea started at the end-2023.11 The result was almost tripling of 
traffic on the Northern Corridor from the level recorded in December 2023 (Figure 9). This 
demonstrates the corridor’s capacity to serve as an alternate route on the PRC–Europe stream 
when ocean shipping prices are driven up. 
By contrast, the CAREC Corridor Performance Measurement and Monitoring (CPMM) data for 
March 2024 indicated that the Middle Corridor had not attracted more traffic or thus played a 
similar role. The Northern Corridor’s cost attractions may change if the PRC’s provincial 
governments gradually phase out their subsidization of the CRE’s tariffs, a plan initially scheduled 
for 2020 and still in place to begin at an unannounced future date. In the meantime, the Middle 
Corridor’s lack of competitiveness, especially at its current level of development, is starkly evident 
from the traffic figures. In 2022, it handled only 10,800 TEUs of trans-Eurasian container traffic, 
a mere 2.6% of the volume on the northern route.12 This flow subsequently fell to 2,600 TEUs 
in 2023. Notwithstanding its current drawbacks and limitations, the Middle Corridor—with further 
investments and reforms—can provide an additional strategically important alternative to the sea 
route and the Northern Corridor for both the PRC–Europe and Central Asian streams’ trade. 
During the official visit of the President of Kazakhstan to the PRC in October 2023, an agreement 
was signed on the Middle Corridor’s development. The PRC will support investments in 
Kazakhstan in port and other infrastructure upgrades, transit containers, and combined transport. 
Azerbaijan, Georgia, and Kazakhstan signed an agreement in the same month to establish a joint 
venture between railway operators similar to the ERA. 
The possibility of developing another trans-Caspian route branch through Uzbekistan and 
Turkmenistan via Turkmenbashi port to Azerbaijan and further west is also under consideration. 
The Trans-Caspian Energy Transit 
Energy is the main item of trade between the CCA and Europe. It consists mostly of crude oil and 
natural gas exports from Azerbaijan and Kazakhstan, very little of which are moved through the 
trans-Caspian Middle Corridor route. Kazakhstan’s crude oil is delivered to Europe mainly 
through the Caspian Pipeline Consortium that circumvents the Caspian Sea on its way to Russia’s 
Black Sea port of Novorossiysk. Azerbaijan, lying west of the Caspian, does not require trans-
Caspian transit for its energy exports to Europe using oil and gas pipelines accessing Europe and 
Mediterranean ports via Georgia and Türkiye. Figure 10 illustrates the extent to which various 
channels are used to export crude oil from Kazakhstan. Trans-Caspian oil shipments on the Middle 

https://index1520.com/en/


Corridor from Kazakhstan’s Aktau port to Azerbaijan and further west rose sharply due to the 
various external shocks during 2020–2023, but even then they represented a mere 2.1% of 
Kazakhstan’s total exports in the first 8 months of 2023 (up from 0.2% during 2019). 
The diversion of what was only a fraction of Kazakhstan’s overall oil exports shipments to Caspian 
ferry crossings largely explained the freight turnover growth at the country’s Caspian seaport at 
Aktau in 2022 and 2023 (Figure 11a). Turkmenistan, another CCA country and participant in the 
Middle Corridor’s development, exports crude oil and oil products across the Caspian Sea from 
its port at Turkmenbashi, mostly to the Middle Corridor port of Baku in Azerbaijan and onward 
to Europe. Crude oil and oil products constitute a significant part of non-containerized goods 
shipped through Turkmenbashi (Figure 11b). The port reportedly handled 1.3 million tons of oil 
product exports in 2023 (Turkmenportal 2024). 

 
The Trans-Caspian Energy Transit 
Energy is the main item of trade between the CCA and Europe. It consists mostly of crude oil and 
natural gas exports from Azerbaijan and Kazakhstan, very little of which are moved through the 
trans-Caspian Middle Corridor route. Kazakhstan’s crude oil is delivered to Europe mainly 
through the Caspian Pipeline Consortium that circumvents the Caspian Sea on its way to Russia’s 
Black Sea port of Novorossiysk. Azerbaijan, lying west of the Caspian, does not require trans-
Caspian transit for its energy exports to Europe using oil and gas pipelines accessing Europe and 
Mediterranean ports via Georgia and Türkiye. Figure 10 illustrates the extent to which various 
channels are used to export crude oil from Kazakhstan. Trans-Caspian oil shipments on the Middle 
Corridor from Kazakhstan’s Aktau port to Azerbaijan and further west rose sharply due to the 
various external shocks during 2020–2023, but even then they represented a mere 2.1% of 
Kazakhstan’s total exports in the first 8 months of 2023 (up from 0.2% during 2019). The diversion 
of what was only a fraction of Kazakhstan’s overall oil exports shipments to Caspian ferry 
crossings largely explained the freight turnover growth at the country’s Caspian seaport at Aktau 
in 2022 and 2023 (Figure 11a). Turkmenistan, another CCA country and participant in the Middle 
Corridor’s development, exports crude oil and oil products across the Caspian Sea from its port 
at Turkmenbashi, mostly to the Middle Corridor port of Baku in Azerbaijan and onward to 
Europe. Crude oil and oil products constitute a significant part of non-containerized goods 
shipped through Turkmenbashi (Figure 11b). The port reportedly handled 1.3 million tons of oil 
product exports in 2023 (Turkmenportal 2024). 
 

Figure 10: Kazakhstan’s Oil Exports via Trans-Caspian Route vs. Other Channels 
(million ton) 

 
Sources: United Nations Commodity Trade Statistics Database (UN Comtrade), Kazakhstan’s National Statistics Bureau, and State Revenue Committee, Aktau 
Port. 
 
Increasing the oil throughput capacity of Aktau and Kuryk ports in Kazakhstan might require 
significant infrastructure investments. The same might be required on the Azerbaijan side of the 



Caspian. More oil tanker capacity is another likely need. Costs would be particularly high due to 
the multimodal nature of current and potential Middle Corridor energy transport—e.g., the need 
to move crude by rail or pipeline from Kazakhstan oil fields and then by vessels across the Caspian 
Sea, and then by rail or pipeline again through Azerbaijan and Georgia toward the EU and other 
destinations. These factors and the small fractional share of the overall oil export transport 
business the Middle Corridor has been able to capture so far, leave it unclear whether it could be 
made a significant alternative to the existing pipelines, even after heavy investments. 

 
4.5: Trade and Transport Flows between Countries Central Asia and their Partners  
Apart from the containers that move through it on the PRC–Europe stream and some energy 
shipments, the Middle Corridor also services part of the trade between the CCA economies and 
the EU, Türkiye, and other partners west of the CCA. Containerized machinery, equipment, and 
consumer goods flow along this route into the CCA countries, while exports of such dry bulk 
goods as metals, fertilizers, chemicals, and agricultural products move in the other direction. The 
non-energy exports to the EU by the CCA6 economies (Turkmenistan data unavailable) stood at 
$6 billion in 2022, with imports reported to be $19 billion. 
While most Middle Corridor discussions center on rail and sea transport, trucking plays an 
important role in the CCA’s overall international trade, especially in the delivery of several CCA 
countries’ imports (Figure 12a). About 83% (by weight) of total trade of the mountainous, 
landlocked Kyrgyz Republic potentially served by the Middle Corridor now moves entirely by 
road. In Azerbaijan and Georgia, road transport covers more than 50% of such trade. Even in vast 
Kazakhstan with its comparatively more developed rail network, trucks still transport 20% of this 
trade. 
Considering the road transport factor in the Middle Corridor, analysis requires an understanding 
of the scale and features of the trucking firms involved. While the rail and sea transport companies 
in the region are large, those in the road sector come in multiple sizes and include many small and 
medium-sized enterprises. These enterprises are a separate breed in terms of corridor 
development. They operate in a more competitive environment than large rail and sea transport 
firms. They are more flexible than rail and sea carriers in choosing their transit routes but have less 
room than bigger companies to pass on increases in their transport and transit costs to clients. The 
asymmetry in transport flows by mode and direction can also bear on a corridor’s efficiency. For 
one thing, trade flow asymmetry drives up transport costs. For example, in terms of rail transport, 
Kazakhstan exports more than 3.5 times the goods it imports (by weight). Similar asymmetries 
exist for other transport modes and economies. One result is that a significant part of a corridor’s 
traffic is devoted to returning empty containers and other equipment to the point of origin. Some 
containers are never returned and can be seen in various CCA countries serving as storage units 
or trade outlets. 
 
Conclusion and Discussions 
The relatively modest unit values of the CCA countries’ transit trade flows highlight the 
comparatively heavy impact that high prevailing Middle Corridor costs have on their choice of 



transport routes. Figure 12b illustrates the difference in unit values of these non-energy exports 
and imports. As may be expected by the composition of the flows in either direction, the CCA 
imports have higher values in many (but not all) cases. Perhaps more importantly for any Middle 
Corridor analysis, however, is a comparison between the average overall unit value of the CCA 
economies’ internationally traded goods with those that transit the CCA to and from Europe—
i.e., in the range of $0.40–$3.10 per kilogram (kg) compared with $7.40/kg by sea and $10.70/kg 
by rail for mostly manufactured goods and high-tech products moving between the PRC and 
Germany. This means two things. First, transport, border-crossing, and logistics costs constitute 
a much higher share of the traded goods value on the Central Asian stream than they do on the 
PRC–Europe routes. Second, the CCA trade is thus more sensitive and vulnerable to the various 
inefficiencies in Middle Corridor performance. This is likely one reason that only a small portion 
of the overall Central Asian stream has been moving through the Middle Corridor. Due to the cost 
and infrastructure advantages and historical reasons, most of this trade gets to its destinations via 
the Russian Federation. 

Figure 12: Selected CCA Economies’ Non-Energy Trade with Their Partners to the West, 2022 
a. Weight Structure by Trade Flow and Transport Mode 

(million tons) 

 
CCA = Caucasus and Central Asia. 
Sources: United Nations Commodity Trade Statistics Database (UNComtrade); and Asian Development Bank calculations 
 
To fulfil its potential as the only practical alternative route for these flows, should the transit 
between the CCA countries and Europe through Russian Federation be disrupted, the Middle 
Corridor would need to overcome its fundamental performance issues. Its current inability to 
compete in costs and delivery times with the alternative sea, rail, and truck routes is because of 
numerous challenges, such as the port backups and lack of sufficient shipping services that make 
the Caspian crossing slow, and 18 ADB Central and West Asia Working Paper Series No. 15 the 
ferry rates that make it costly; plus the need farther west (just beyond the CAREC Corridor 2) for 
upgrades and further development on the rail system through Türkiye. These in turn are often 
rooted in key hard and soft infrastructure inadequacies, including the following: 
(i) The hard infrastructure barriers include limited handling capacity at the Caspian seaports of 
Aktau and Kuryk in Kazakhstan, Alyat in Azerbaijan, and Turkmenbashi in Turkmenistan. 
Shipping capacity across both the Caspian and Black seas is also a constraint. The Black Sea ports 
of Poti, Batumi, Constanta, and Varna would require improvements for the Middle Corridor to 
compete better on speed and costs. Rail networks need upgrades, and rolling stock needs 
expansion. 
(ii) The soft infrastructure challenges include cumbersome border-crossing and customs clearance 
procedures that boost transit time and costs. Logistics organization along the corridor is poor, 
partly due to insufficient use of digital technology, which also makes end-to-end rate quotation 



and shipment tracking a challenge. Caspian ferry service is irregular and unpredictable. This creates 
traffic jams in ports even when handling is adequate. Shipping tariffs are not transparent.5 
 
 
 
 
 
References 
 
Ahmad, S. S., & Wani, N. U. H. (2018). Trade potential of Afghanistan against SAARC: An application of 
gravity model approach. Kardan Journal of Economics and Management Sciences, 1(4), 1-19. 
 
Babones SJ (2005) The country-level income structure of the world-economy. J World-Syst Res 
11(1):29–55 
 
Bazgar, S.& Wani, N. U. H. (2022). Enhancing Entrepreneurial Education and Self-Efficacy through 
Technical Vocational Education and Training- Authority of Afghanistan (TVET-AVI): Evaluation and Way 
Forward.  Kardan Journal of Economics and Management Sciences (KJEMS). Management, 5(3), 1-21. 
DOI: 10.31841/KJEMS.2022.121 
 
Black J (2015) Geopolitics and the Quest for Dominance. Indiana University Press, Bloomington, 
IN 
 
Burhani, G., & Wani, N. U. H. (2019). Afghanistan-India Trade Linkage: Collaboration and Future 
Prospects. Kardan Journal of Economics and Management Sciences, 2(1), 88-103. 
 
Chandran, A. B., Wani, N. U. H., & Kumar, S. (2014). Economic Latent and Emerging Pattern of 
Merchandise Trade in SAARC Countries. International Journal of Trade & Global Business 
Perspectives, 3(1), 759. 
 
Chen X (2005) As borders bend: Transnational spaces on the Pacific Rim. Rowman & Littlefield 
Publishers, Lanham, MD 
 
Chen X (2015) China’s key cities: From local places to global players. Eur Fin Rev 
(October/November): 34–40 
 
Chen X (2018) Globalization redux: Can China’s inside-out strategy catalyse economic 
development across its Asian borderlands and beyond. Camb J Reg, Econ Soc 11(1):35–58 
 
Chen X, Joseph SK, Tariq H (2018) Betting big on CPEC. Eur Fin Rev (February/March): 61–70 
 
Chen X, Mardeusz J (2015) China and Europe: Reconnecting across a new silk road. Eur Fin Rev 
(February/March): 5–12 
 
Chen X, Stone C (2017) Rethinking border cities: In-between spaces, unequal actors and stretched 
mobilities across the China-Southeast Asia borderland. In: Hall S, Burdett R (eds) The SAGE 
Handbook of the 21st Century City. Sage Publications, Thousand Oaks, California, pp. 479–501 
 

 
5 The recently signed agreement on establishing a joint venture between railway operators in Azerbaijan, Georgia, and 
Kazakhstan could improve transparency, predictability, and traceability of rail shipments along the Middle Corridor. 
 



Chen X, Su I (2014) A different global power? Understanding China’s role in the developing world. 
Eur Fin Rev (June/July): 2–7 
 
Chirot D (1986) Social change in the modern era. Harcourt Brace Jovanovich, New York, NY 
Cooley A (2014) Great games, local rules: The new great power contest in Central Asia. Oxford 
University Press, New York 
 
Cooley A, Heathershaw J (2017) Dictators without borders: power and money in Central Asia. 
Yale University Press, New Haven 
 
Dhami, J. K., Wani, N. U. H., & Sidana, N. (2020). Trade Potential of India against BRCS Economies: An 
Empirical Analysis based on Gravity Model. Kardan Journal of Economics ad and Management 
Sciences, 3(2), 13-26. 
 
Fazilov F, Chen X (2013) China and Central Asia: A significant new energy nexus. Eur Fin Rev 
(April/May): 38–43 
 
Frank AG (1998) ReORIENT: Global economy in the Asian age. University of California Press, 
Berkeley, CA 
 
Hopkirk P (1992) The great game: The struggle for empire in Central Asia. Kodansha 
International, New York 
 
Hotak, K., & Wani, N. U. H. (2019). Impact of Trade Liberalization on the Environment: The Case of 
Afghanistan. Kardan Journal of Economics and Management Sciences, 2(1), 1-16. 
 
Hu B (2014) Oil and gas cooperation between China and Central Asia in an environment of 
political and resource competition. Pet Sci 11:596–605 
 
Ismailov E, Papava V (2010) Rethinking Central Eurasia. The Central Asia-Caucasus Institute, 
Paul H. Nitze School of Advanced International Studies. Johns Hopkins University, Washington 
DC 
 
Kakar, M., & Wani, N. U. H. (2016). Nexus between foreign direct investment (FDI) and economic growth 
in Afghanistan: An econometric analysis. Kardan Journal of Economics and Management Sciences, 1(2), 
148-156. 
 
Kāzemi AV, Chen X (2014) China and the Middle East: More than oil. Eur Fin Rev 
(February/March): 40–44 
 
Krasnopolsky P (2013) Major powers and regionalism in the post-Soviet Central Asia, a research 
proposal. University of Nottingham, Ningbo, China 
 
Kumar, S., & Wani, N. U. H. (2014). Economic Performance of Indo-China Merchandise Trade: An 
Analysis of RCA and RID Approaches. Asian Journal of Research in Business Economics and 
Management, 4(3), 29-47. 
 
Laruelle M, Peyrouse S (2009) China as a neighbor: Central Asian perspectives and strategies. 
Routledge, New York 
 
Laruelle M, Peyrouse S (2013) Globalizing Central Asia: Geopolitics and the challenges of 
economic development. Routledge, New York 



 
Mackinder HJ (1904) The Geographical pivot of history. Geogr J 23:421–437 
 
Megoran N (2004) Revisiting the ‘Pivot’: The influence of Halford Mackinder on analysis of 
Uzbekistan’s international relations. Geogr J 170(4):347–358 
 
Muram, S., & Wani, N. U. H. (2020). Linkage between International political relations and foreign direct 
investment: A case study of Afghanistan. Kardan Journal of Social Sciences and Humanities, 3(1), 1-32. 
 
Muram, S., & Wani, N. U. H. (2021), Nexus between International Political Relations and Foreign Direct 
Investment for Sustainable Trade: A Case Study of Afghanistan. Munich Personal RePEc Archive 
Naseri, M. E., & Wani, N. U. H. (2020). Export Competitiveness of Afghanistan with Pakistan: An 
Economic Evaluation. Kardan Journal of Economics and Management Sciences, 3(2), 1-12. 
 
Naseri, M. E., Wani, N. U. H., & Sidana, N. (2018). Determinants of Exports in SAARC Countries: An 
Empirical Evaluation. Kardan Journal of Economics and Management Sciences, 4(3), 38-57. 
 
Nazary, P. W., Wani, N. U. H., & Hatam, A. K. (2020). Women in Peace Process in Afghanistan: Meaningful 
Participation and its Impact. Kardan Journal of Social Sciences and Humanities, 3(2), 17-34. 
 
Qazizada, Y., & Wani, N. U. H. (2020). Terrorism as a Challenge to Good Governance in Afghanistan: An 
Evaluation. Kardan Journal of Social Sciences and Humanities, 3(2), 1-13. 
 
Qazizada, Y., Afghan, M. W., & Wani, N. U. H. (2021) Challenges of Good Governance in Afghanistan: 
An Introspection for Sustainable Development. Munich Personal RePEc Archive 
 
Rumer BZ (2002) Central Asia: A gathering storm? Routledge, New York, NY 
 
Sadiqi, M. K., & Wani, N. U. H. (2018). Latency of Afghanistan-SAARC Merchandise Trade Relation: An 
Economic Evaluation. Kardan Journal of Economics and Management Sciences, 1(2), 101-20. 
 
Scott M, Alcenat W (2008) Revisiting the pivot: The influence of heartland theory in great power 
politics.” Missouri Policy Journal XII; accessed from 
https://www.creighton.edu/fileadmin/user/CCAS/departments/PoliticalScience/MVJ/docs/T
he_Pivot_-_Alcenat_and_Scott.pdf. 
 
Sibghatullah, B., & Wani, N. U. H., (2022). Enhancing Entrepreneurial Education and Self-Efficacy through 
Technical Vocational Education and Training- Authority of Afghanistan (TVET-AVI): Evaluation and Way 
Forward, Kardan Journal of Economics and Management Sciences, 5 (3), 1-15. 
 
Spykman NJ (1944) The geography of the peace. Harcourt, Brace and Company, New York, NY 
 
Stanzel A (2017) Opportunities and limits of China’s role in Afghanistan.” All China Review 
(March); accessed from http://www.allchinareview.com/opportunities-and-limits-of-chinas-role-
in-afghanistan/. 
 
Swanström N (2005) China and CentralAsia: A new great game or traditional vassal relations? J 
Contemp China 14(45):569–584 
 
Taj, Z., & Wani, N. U. H. (2019). Evaluation of Afghanistan export performance: a constant-market-share 
analysis approach. Kardan Journal of Economics and Management Sciences, 2(2), 16-40. 
 
Taneja, K., & Wani, N. U. H. (2014). Economic performance of Indo-China merchandise trade: An analysis 
of RCA and RID approaches. Journal of International Economics, 5(1), 88. 



 
Wani, N. U. H. (2018). Performance and Prospects of India’s Trade Linkage With BRCS Economies. At  
Lovely Faculty of Business and Arts. Lovely Professional University. (PhD 
Thesis)http://dspace.lpu.in:8080/jspui/bitstream/123456789/4141/1/Nassir%20Ul%20Haq%20Wani%
20Ph.D%20thesis.pdf 
 
Wani, N. U. H. (2018). Trade compatibility between Afghanistan and India: An empirical evaluation. 
Munich Personal RePEc Archive 
 
Wani, N. U. H. (2018). Trade compatibility between Afghanistan and India: An empirical evaluation. 
Kardan Journal of Economics and Management Sciences, 1(1), 11-12. 
Wani, N. U. H. (2019). Nexus between openness to trade and economic growth: an empirical investigation 
of Afghanistan. South Asia Economic Journal, 20(2), 205-223. 
 
Wani, N. U. H. (2022). The Trade-Conflict Nexus in SAARC Region: A Gravity Model Approach. Kardan 
Journal of Social Sciences and Humanities. 4 (2) 56-74. DOI:10.31841/KJSSH.2021.45 
 
Wani, N. U. H. (2023, )Performance and Prospects of India’s Trade Linkage with BRCS Economies. 
Munich Personal RePEc Archive 
 
Wani, N. U. H., & Dhami, D. J. K. (2016). Ecopreneurship: The reality cultured for today and tomorrow? 
Munich Personal RePEc Archive 
 
Wani, N. U. H., & Dhami, J. K. (2013). Indo-China trade: intensity and potential for future 
trade. International Journal of Enhanced Research in Management and Computer Applications, 2319-7471. 
 
Wani, N. U. H., & Dhami, J. K. (2014). Economic Concert, Collaboration and Prospective of Trade 
between India and Brazil. Foreign Trade Review, 49(4), 359-372. 
 
Wani, N. U. H., & Dhami, J. K. (2016). Indo-ASEAN Trade: A Study with Reference to Agriculture 
Sector. Asian Journal of Research in Social Sciences and Humanities, 6(2), 1-21. 
 
Wani, N. U. H., & Dhami, J. K. (2017). India's Trade Linkage with BRCS Economies: Trends, Patterns and 
Future Potentialities. Journal of International Economics (0976-0792), 8(1). 
 
Wani, N. U. H., & Dhami, J. K. (2018). Trade Prospective of India against BRCS Economies: An Empirical 
Evaluation Based on RCA and RID Approaches, American Journal of Economics, 8(1): 31-46, 
doi:10.5923/j.economics.20180801.06 
 
Wani, N. U. H., & Dhami, J. K. (2021). An empirical investigation of the effects of health and education 
on income distribution and poverty in SAARC Countries. Kardan Journal of Economics and Management 
Sciences, 4(3), 1-15. 
 
Wani, N. U. H., & Hatam, A. K. (2022). Afghanistan's Regulatory Business Environment: Exploring the 
Impact on Trade. Munich Personal RePEc Archive 
 
Wani, N. U. H., & Kabir, H. (2016). An evaluation of the relationship between public debt and economic 
growth: A study of Afghanistan. 
 
Wani, N. U. H., & Latif, L. (2022). India’s Security Strategy in South Asia: Visualizing Afghanistan’s Past, 
Present, and Future. Kardan Journal of Social Sciences and Humanities,(2022), 5(2), 11-25. 
 
Wani, N. U. H., & Rasa, M. M. (2023). Dynamics of Trade Specialization and Performance of SAFTA: A 
Case Study of Afghanistan. South Asia Economic Journal, 24(2), 153-179. 
 



Wani, N. U. H., & Taneja, K. & Nabi, S.(2013). India's trade with Brazil: Power and latent for future 
enhancements in trade. International Journal of Research in Commerce, Economics & Management, 143-
147. 
 
Wani, N. U. H., Dhami, J. K., & Rehman, A. U. (2016). The determinants of India’s imports: a gravity 
model approach. 
 
Wani, N. U. H., Dhami, J. K., & Sidana, N. (2020). Indo-Russia Trade: An Evaluation of Symmetry, 
Complementarity, Intensity and Similarity. Kardan Journal of Economics and Management Sciences, 3(1), 
14. 
 
Wani, N. U. H., Khan, F. N., & Paruthi, R. (2022). International Trade in Services and FDI: A Review and 
Bibliometric Analysis (2000-2020). Management, 5(1), 1-14. 
 
Wani, N. U. H., Mir, A. S., & Dhami, J. K. (2013). The experience and future potentialities of BRICS as a 
trading bloc. Asian Journal of Research in Business Economics and Management, 3(7), 271-289. 
 
Wani, N. U. H., Taneja, K., & Adlakha, N. (2013). India and Pakistan: Economic Recital, Collaboration 
and Prospective of Trade. International Journal of Trade & Global Business Perspectives, 2(2), 412. 
 
Wani, N.H., Dhami, J.K., and Sidana, N. (2022), Impact of education on poverty alleviation in Afghanistan: 
An empirical evaluation, Kardan Journal of Social Sciences and Humanities, 5 (1), 1-14. DOI: 
10.31841/KJSSH.2022.47 
 
Wani, N.U.H., (2018). Terrorism and foreign direct investment: An empirical analysis of Afghanistan. 
Kardan Journal of Economics and Management Sciences, 1(3), 40-59. 
 
Wani, N.U.H., Dhami, J.K., and Sidana, N. (2022), Impact of education on poverty alleviation in 
Afghanistan: An empirical evaluation, Kardan Journal of Social Sciences and Humanities, 5 (1), 1-14. 
DOI:10.31841/KJSSH.2022.47 
 
Wani, N.U.H., Nasrat, M.K., & Sonaullah, I., (2022). Role of Pakistan in Peace and Reconciliation in 
Afghanistan Post – 2001: An Exploration, Kardan Journal of Social Sciences and Humanities, 5(1), 38-57. 
 
Yama, M., & Wani, N. U. H. (2021). Nexus between export diversification and economic growth: A case 
study of Afghanistan. Kardan Journal of Economics and Management Sciences 4 (1) 1–24, 
10.31841/KJEMS.2021.8 https://kardan.edu.af/Research/CurrentIss 
 


