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Abstract

The purpose of this study is to assess Kazakhstan’s transport and
logistics potential amid the transformation of international trade
routes and to identify the main directions for strengthening its role
as a Furasian transit hub. The research applies statistical,
comparative, systemic, and structural analysis, together with a
comparison of freight volumes, transit times, and capacity
indicators across major international transport corridors. The
information base includes data from the Bureau of National
Statistics of the Republic of Kazakhstan, official government
materials, and reports published by the World Bank, the OECD,
and other international organizations. The findings indicate that
geopolitical instability, increased risks associated with the
Northern Corridor through Russia, and disruptions to shipping in
the Red Sea have stimulated demand for alternative routes
crossing Kazakhstan. The rapid development of the Trans-Caspian
International Transport Route, the expansion of the Aktau and
Kuryk seaports, railway infrastructure modernization, and the
digitalization of customs procedures are strengthening
Kazakhstan’s competitive position in Eurasian logistics. However,
the study identifies several constraints, including infrastructure
bottlenecks, insufficient coordination between transport modes,
inconsistent tariffs, lengthy border procedures, and risks
associated with the declining level of the Caspian Sea. The study
concludes that the full utilization of Kazakhstan’s transit potential
requires further development of multimodal infrastructure, deeper
digital integration, coordinated international tariff policies,
improved logistics services, and greater private investment in
transport facilities.
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1. Introduction

The geography of international trade is undergoing a significant transformation. Geopolitical
tensions, sanctions, armed conflicts, disruptions to maritime transport, climate-related risks, and
growing uncertainty in global supply chains have increased the importance of route diversification
and transport resilience. For governments, carriers, and international businesses, the efficiency of a
transport corridor is increasingly determined not only by distance and transportation costs, but also
by the reliability of border procedures, infrastructure capacity, multimodal connectivity, digital
interoperability, and the ability to maintain stable freight flows during external disruptions. As a
result, alternative land-based and multimodal corridors connecting Asia and Europe have acquired
greater strategic and economic importance. In this context, the Trans-Caspian International Transport
Route, or Middle Corridor, is gaining strategic importance as a link between China, Central Asia, and
Europe. According to the World Bank, coordinated investment and policy reforms could triple freight
volumes along the route and halve travel time by 2030 (World Bank, 2023).

Kazakhstan occupies a central position within this evolving transport architecture. Its
geographical location between China, Russia, the Caspian region, and the markets of Central Asia
allows the country to participate simultaneously in major east-west and north—south transport
corridors. An extensive railway network, road infrastructure, the Caspian ports of Aktau and Kuryk,
border crossings with China, and growing logistics and terminal capacity provide a substantial
physical basis for the country’s transit specialization. At the same time, geographical location alone
does not create a sustainable competitive advantage. The economic value of transit depends on the
capacity and utilization of infrastructure, the speed and predictability of freight movement,
coordination between transport modes, the efficiency of customs and border procedures, tariff
consistency, and the capacity of the domestic economy to generate value added from international
freight flows.

The relevance of the study is reinforced by the national goal of transforming the country into
a leading logistics hub between Europe and Asia. In 2026, new road projects with a total length of
774 kilometers were announced, expected to create more than 10,000 jobs and increase annual freight
traffic to 13.2 million tonnes by 2029. Therefore, the purpose of this study is to assess Kazakhstan’s
transport and logistics potential and identify the measures required to strengthen its competitiveness

under changing international trade conditions.
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From a research perspective, existing studies provide valuable insights into individual
components of this process, including transport infrastructure, international corridors, regional
cooperation, digital logistics, multimodal transportation, and supply-chain resilience. However, these
dimensions are frequently examined separately. Relatively limited attention has been devoted to an
integrated assessment of how the transformation of international trade routes is reflected
simultaneously in Kazakhstan’s transit performance, transport and warehousing activity,
infrastructure utilization, railway and port capacity, containerization, digitalization, and the spatial
distribution of logistics activity. This creates a need for an empirical assessment that connects
observable changes in transport-sector indicators with the institutional and infrastructural
transformation currently taking place in the country.

The present study addresses this gap through a descriptive-analytical and comparative
assessment of Kazakhstan’s transport and logistics potential in the context of changing international
trade routes. Rather than treating transit potential solely as a consequence of geographical location or
infrastructure availability, the study considers it as a multidimensional capacity shaped by freight
dynamics, infrastructure utilization, multimodal connectivity, institutional arrangements,
digitalization, and integration with international transport networks. The quantitative analysis focuses
primarily on official statistical data for 2021-2025, while information for 2026 is used to characterize
recently announced infrastructure projects and policy measures.

Accordingly, the purpose of this study is to assess Kazakhstan’s transport and logistics
potential under the transformation of international trade routes and to identify the principal factors
that strengthen or constrain its competitiveness as a Eurasian logistics hub. The study is guided by
the following research questions:

1. How have recent changes in international trade routes affected Kazakhstan’s transport and
logistics performance and transit role?

2. Which infrastructural, institutional, and digital factors currently strengthen or constrain

Kazakhstan’s development as a Eurasian logistics hub?

2. Literature Review

Academic research considers Central Asia’s transport and logistics system an important
component of the changing architecture of international trade. Khasanov and Nurmetova (2022) argue
that the gradual shift of global economic activity towards Asia increases the importance of Central
Asian countries in international production, trade, and supply chains. However, the region’s transit
potential remains underutilized because of high transportation costs, inadequate infrastructure,

limited access to maritime routes, and insufficient coordination of cross-border procedures.
106



Journal of Governance, Economics, and International Affairs (JGEIA) / Volume 1, Issue 1, 2026

Kazakhstan has a particularly important position in this system due to its extensive railway
network and location at the intersection of Eurasian transport corridors. Kulyntay et al. (2025)
examine Central Asia’s transport and communication potential from the perspective of European
Union interests and conclude that the competitiveness of regional corridors depends on infrastructure
development, route diversification, customs simplification, harmonized technical standards, and
digital integration. Similarly, Augan et al. (2025) demonstrate that international transport corridors
contribute not only to trade and investment but also to economic security, geopolitical stability,
employment, and regional integration. Verchenkova and Volkovich (2026) further characterize
Kazakhstan’s transport and transit potential as a multifunctional catalyst for Eurasian integration and
economic growth.

Another group of studies focuses on the operational and institutional constraints affecting
logistics cooperation. Cui and Valentinovna (2025) identify regulatory differences, inconsistent
standards, administrative procedures, and insufficient institutional coordination as major barriers to
transport and logistics cooperation between China and Kazakhstan. These constraints increase
transaction costs and prevent the full utilization of growing bilateral freight flows. Osmonkulova et
al. (2025), analyzing agricultural foreign trade in Kyrgyzstan, establish a strong positive relationship
between investment in logistics infrastructure and foreign trade turnover. Their findings show that
modern transport, storage, and logistics facilities can reduce costs and improve the export
competitiveness of agricultural products, while bureaucratic barriers continue to limit integration into
global supply chains.

Although the study focuses on Kyrgyzstan, its conclusions are relevant to Kazakhstan and the
wider Central Asian region. Using agent-based simulation, Khussanov et al. (2025) provide a more
detailed assessment of Kazakhstan’s multimodal transport system. Their model integrates railway,
road, maritime, terminal, and border-crossing operations and demonstrates that congestion at
terminals and checkpoints directly affects delivery times, vehicle utilization, and logistics-hub
capacity.

The latest research increasingly emphasizes digital transformation and supply-chain
resilience. Imasheva et al. (2026) examine the implementation of digital platforms, the Internet of
Things, tracking technologies, and intelligent transport systems in Kazakhstan. The authors conclude
that digitalization can optimize routes, improve cargo visibility, reduce operating costs, and
strengthen coordination among logistics participants.

At the same time, its wider implementation is constrained by high financing costs, insufficient
digital competencies, and the absence of unified regulatory and standardization frameworks.

Kamysbayeva et al. (2026) analyses agricultural intermodal logistics under changing export demand
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and infrastructure constraints through a hybrid model combining system dynamics and discrete-event
simulation. Their results show that reductions in transport or border capacity lead to cargo
accumulation, unfulfilled export demand, and lower service levels.

Despite these contributions, the reviewed studies generally examine geopolitical, institutional,
infrastructural, agricultural, or digital dimensions separately. The literature still lacks an integrated
economic assessment of how changing international trade routes affect Kazakhstan’s transit flows,
infrastructure utilization, containerization, non-resource exports, regional development, and domestic
value creation.

Overall, the reviewed studies show that Kazakhstan and the wider Central Asian region
possess significant transport and logistics potential, but its realization remains constrained by
infrastructure bottlenecks, high transport costs, fragmented regulation, insufficient cross-border
coordination, limited multimodal integration, and uneven digitalization. Existing research also
demonstrates that transport corridors can support trade, investment, regional integration, economic
security, and supply-chain resilience, while recent studies increasingly emphasize the role of digital
platforms, intelligent transport systems, and intermodal infrastructure in improving logistics
performance.

However, the literature remains fragmented: geopolitical, institutional, infrastructural,
agricultural, and digital dimensions are generally examined separately, while relatively little attention
is paid to their combined impact on Kazakhstan’s changing role within Eurasian trade routes. In
particular, there is a lack of an integrated descriptive-analytical assessment linking changes in transit
flows, transport and warehousing output, railway and port capacity, containerization, infrastructure
modernization, digitalization, and regional concentration of logistics activity. The present study
addresses this gap by providing a comprehensive assessment of Kazakhstan’s transport and logistics
potential under the transformation of international trade routes. Accordingly, the study is guided by
the following research questions:

(1) How have recent changes in international trade routes affected Kazakhstan’s transport and
logistics performance and transit role?

(2) Which infrastructural, institutional, and digital factors currently strengthen or constrain

Kazakhstan’s development as a Eurasian logistics hub?

3. Materials and Methods

This study adopts a descriptive-analytical and comparative research design to assess
Kazakhstan’s transport and logistics potential under the transformation of international trade routes.

The quantitative component is based primarily on official statistical data for 2021-2025, while
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information for 2026 is used to characterize recently announced infrastructure projects, policy
measures, and sectoral development targets rather than as part of the historical statistical series. The
main data sources include the Bureau of National Statistics of the Republic of Kazakhstan, the
Ministry of Transport, the Ministry of Trade and Integration, the World Bank, the WTO, the Asian
Development Bank, and peer-reviewed academic publications.

The quantitative analysis focuses on the dynamics and structure of transport-sector indicators.
It includes absolute and relative changes, year-on-year growth rates, compound annual growth rates,
regional shares, freight-volume dynamics, container-throughput growth, and comparisons of railway
capacity and capacity utilization along selected sections of the Middle Corridor (ADB, 2024). These
indicators are used to identify the scale, direction, concentration, and infrastructure constraints of
transport and logistics development. In particular, changes in gross output of transport and
warehousing services are assessed both nationally and regionally, while railway, maritime, container,
and transit indicators are compared across time and infrastructure segments.

The quantitative assessment is complemented by comparative and qualitative document
analysis. Official transport-development programmes, infrastructure announcements, corridor-
development initiatives, digitalization measures, and international institutional reports are examined
to identify the principal factors affecting Kazakhstan’s competitiveness as a Eurasian transit hub. The
study therefore does not attempt to estimate causal relationships between infrastructure investment
and freight flows. Instead, it evaluates observable statistical trends together with institutional and
infrastructural developments and interprets their implications for transport capacity, connectivity, and

logistics performance.

4. Results

The results demonstrate that Kazakhstan’s transport sector continued to expand in 2025,
strengthening the country’s position within the changing system of Eurasian trade routes. Total transit
freight reached 36.9 million tonnes, representing an increase of 6.6% compared with 34.6 million
tonnes in 2024. This growth reflects the coordinated development of railway, road, maritime, and air
transport, as well as the expansion of international logistics cooperation. Kazakhstan’s participation
in the East—West, North—South, and Trans-Caspian corridors enables the country to diversify transit
flows and reduce dependence on a single geographical direction.

The growing economic importance of the transport and logistics sector is also reflected in its
output dynamics. According to the Bureau of National Statistics of the Republic of Kazakhstan, the
gross output of transport and warehousing services increased from approximately KZT 6.1 trillion in

2021 to KZT 12.0 trillion in 2025, representing an increase of nearly 98% over the period. This
109



Journal of Governance, Economics, and International Affairs (JGEIA) / Volume 1, Issue 1, 2026

sustained expansion reflects the growing role of transport and logistics in national economic activity
and provides a consistent statistical basis for the regional analysis presented in Table 1. Separately,
the Ministry of Transport reported that the gross output of the transport industry is expected to reach

KZT 14.3 trillion in 2026, indicating the continuation of strong sectoral growth.

Table 1. Gross Output of Transport and Warehousing Services by Region, 2021-2025,
KZT million

Region 2021 2022 2023 2024 2025
Republic of Kazakhstan 6070568,6 6824513,2 82453977 9422 568,8 12007 955,8
Abay 106 236,0 121 275,4 134 135,7 185 671,2 219 108,0
Akmola 148 509,6 174 049,8 216 648,7 268 608,3 334 940,4
Aktobe 278 987,1 354 551,9 413 926,6 488 085,7 546 937,9
Almaty 365 524,4 380937,9 389 924,6 502 879,0 297 000,2
Atyrau 651 319,1 591 412,2 608 867,6 709 003,4 858 528,4
Batys Kazakhstan 147 130,3 150 470,8 172 959,4 217 110,7 235 469,5
Zhambyl 472 701,0 476 706,1 533 045,6 563 442,0 295 295,2
Zhetisu 143 038,7 153 078,9 150 790,4 220 751,4 224 038,9
Karagandy 220 428,6 308 889,4 351473,0 426 869,2 588 876,5
Kostanay 208 343,6 267 934,6 275 856,3 338 130,5 521 669,9
Kyzylorda 260 610,4 253 610,3 270 920,4 294 609,2 276 533,8
Mangystau 441 823,1 385 395,2 451 090,0 527 067,3 539 341,9
Pavlodar 147 658,0 181 846,8 238 072,0 299 790,6 372 501,8
Soltustik Kazakhstan 168 028,1 229 870,5 219 436,2 233 675,9 303 320,8
Turkistan 427914,4 426 647,5 423 753,0 486 942,3 280 559,6
Ulytau 73792,5 75 154,5 103 715,2 190 979,1 191 843,9
Shygys Kazakhstan 73 863,9 96 330,4 115 334,8 147 502,3 159 453,5
Astana city 853 296,9 972 761,5 1709 297,5 1638 667,6 2106 660,5
Almaty city 751 092,1 1 042 590,0 1231 445,4 1403948,5 32198523
Shymkent city 130 270,9 180 999,3 234 705,3 278 834,7 436 023,2

Source: Compiled by the author based on data from the Bureau of National Statistics of the Republic of Kazakhstan.

The national data indicate substantial but uneven expansion of transport and warehousing
activity. Gross output increased from KZT 6.07 trillion in 2021 to KZT 12.01 trillion in 2025,
corresponding to cumulative growth of approximately 97.8% and a compound annual growth rate of
about 18.6%. Annual growth was also uneven, amounting to approximately 12.4% in 2022, 20.8% in
2023, 14.3% in 2024, and 27.4% in 2025. The acceleration recorded in 2025 therefore represents the
strongest annual increase during the observed period.

The regional distribution also demonstrates a high degree of spatial concentration. In 2025,
Almaty city accounted for approximately 26.8% of national transport and warehousing output, while
Astana city represented approximately 17.5%. Together, the two largest urban centers generated
about 44.4% of the national total. This concentration suggests that the expansion of Kazakhstan’s

transport and logistics sector is increasingly associated not only with transit corridors and resource-
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producing regions but also with major metropolitan distribution, warehousing, commercial, and
service centers.

At the same time, the regional dynamics were heterogeneous. While several regions recorded
substantial increases between 2021 and 2025, others experienced declines in the most recent year.
Consequently, national growth should not be interpreted as uniform territorial development. The
observed pattern points to differences in logistics specialization, infrastructure utilization, industrial
structure, transit accessibility, and the concentration of distribution functions across regions.

Contracts for 775 locomotives and 2,700 fitting platforms will further support container and
transit traffic. At the same time, the modernization of 124 railway stations may improve passenger
services and regional accessibility. These results show that Kazakhstan is gradually removing internal
infrastructure bottlenecks, although the economic return on new capacity will depend on its actual
utilization and coordination with neighboring transport systems.

Maritime transport and the Trans-Caspian International Transport Route demonstrated
particularly strong growth. In 2025, Kazakhstan’s maritime transport carried 8 million tonnes of
cargo, 7% more than in the previous year. Container handling through national seaports increased by
29% to 90,637 twenty-foot equivalent units, while container traffic along the Trans-Caspian route
grew by 36%.

The completion of the Aktau container hub, the acquisition of two ferries, and the deployment
of an additional dry-cargo vessel on the Kuryk—Baku route strengthened the Caspian segment of the
corridor. Kazakhstan’s port container capacity has increased to approximately 200,000 TEU per year,
while current freight traffic along the Middle Corridor exceeds 4.5 million tonnes and may reach 10
million tonnes in the future (Ministry of Transport of the Republic of Kazakhstan, 2026; MyGorod
News, 2026). However, the projected increase will require synchronized development of railways,
ports, vessels, terminals, border infrastructure, and logistics services across all participating countries.

New projects in the Mangystau region indicate a transition from basic transit infrastructure
towards a more diversified logistics and industrial ecosystem. A modern shipyard is planned on the
Caspian coast, with annual capacity to construct up to eight vessels and repair up to 24 vessels. The
minimum investment in the project is expected to reach KZT 125 billion. A multimodal aviation and
logistics hub at Aktau Airport is also planned, with capacity for more than 200 aircraft maintenance
operations and up to 60 painting operations annually.

In addition, the first stage of a multifunctional terminal at Kuryk Port will be developed with
an investment of approximately KZT 470 billion. These projects may reduce Kazakhstan’s

dependence on foreign repair and maritime services, create permanent employment, localize
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production, and increase domestic value added. Their contribution will therefore extend beyond
transit revenues and support the industrial development of western Kazakhstan.

The announced construction and reconstruction of the Kyzylorda—Saksaulsk, Ulgaysyn—
Saksaulsk, and Beineu—Saksaulsk highways further strengthen horizontal transport connectivity. The
Kyzylorda—Saksaulsk and Ulgaysyn—Saksaulsk sections have a combined length of 774 kilometers.
Their implementation is expected to create more than 10,000 jobs and increase annual freight traffic
by 2.5 times to 13.2 million tonnes. The projects are intended to transform previously peripheral
routes in the Aral Sea region into important intersections of Eurasian transport corridors and must be
completed by 2029 (Mukhamediyarova, 2026).

The expected effects include not only higher transit capacity but also improved regional
accessibility, tourism development, business activity, and employment. Nevertheless, the
achievement of these outcomes will depend on compliance with construction deadlines, effective cost
control, infrastructure quality, and the integration of the new roads with railway, port, and border
facilities.

Digitalization has become another significant factor in improving transport efficiency. The e-
Joldar system is being used to create digital road passports containing information on technical
condition, traffic intensity, and operational characteristics. Artificial intelligence technologies are
applied in annual road diagnostics, while more than 70 automated weighing and measurement stations
have been integrated into transport-control systems.

Kazakhstan has also introduced electronic permit exchange with China and Uzbekistan,
resulting in the digitalization of approximately 65% of foreign road-transport permits. The Smart
Cargo platform provides a single digital window integrating customs, logistics, and commercial
services. These measures can reduce administrative costs, accelerate border procedures, improve
cargo tracking, and limit unauthorized overloading. However, the full effect of digitalization requires
interoperability with the information systems of Azerbaijan, Georgia, Tiirkiye, China, and other
trading partners.

The aviation sector also contributed to Kazakhstan’s international connectivity. In 2025, the
national commercial aircraft fleet reached 109 aircraft, including eight new Airbus A320 aircraft and
four Boeing 737 MAX 8 aircraft. Air services connected Kazakhstan with 30 countries through 135
international routes and 626 weekly flights. More than 35 new international routes were opened,
including services to Budapest, Munich, Seoul, Shanghai, and Guangzhou.

Major investment initiatives included the USD 362 million development programme for
Almaty Airport and the KZT 250 billion cargo and passenger airport project in the Khorgos—Eastern

Gate Special Economic Zone. The aviation sector employed approximately 25,000 people, while
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Kazakhstan’s compliance with international aviation safety and facilitation standards reached 95.7%.
These developments strengthen passenger and high-value cargo connectivity and complement the
country’s land-based transport corridors.

Railway transport remains the principal mode for long-distance and transit freight
transportation in Kazakhstan. Figure 1 presents the volume of cargo transported by rail in December
between 2021 and 2025. The data reveal a pronounced increase in late 2024: railway freight reached
approximately 46.5 million tonnes in December 2024, about 30% above the December 2023 level of
35.8 million tonnes. This increase should not be interpreted as a data error or an isolated monthly
fluctuation, as railway freight volumes were also unusually high during the fourth quarter of 2024.

The late-2024 increase coincided with exceptionally strong agricultural production and
intensified post-harvest freight movements. Kazakhstan recorded a historically high grain harvest in
2024, while railway shipments of new-crop grain during September—November increased
substantially compared with the previous year. These developments suggest that seasonal agricultural

freight contributed to the increase in railway activity during the final months of 2024(Figure 1).

46516.1
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I ] I I
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Figure 1. Freight Transported by Rail in Kazakhstan in December 2021-2025, thousand tons

The efficiency of the Middle Corridor depends not only on freight volumes but also on the
capacity and utilization of its railway sections. As Kazakhstan forms the central land segment of the
route, internal railway bottlenecks directly influence transit time, service reliability, and the overall
competitiveness of transportation between Asia and Europe. Figure 2 presents the distribution of
railway capacity and capacity utilization along the Middle Corridor and identifies the sections

experiencing the greatest infrastructure pressure.
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Figure 2. Railway capacity and capacity utilization along the middle corridor

As shown in Figure 2, the most heavily utilized railway sections in Kazakhstan are Dostyk—
Moyynty and Shu—Shymkent, where infrastructure capacity is approaching its operational limits.
These bottlenecks may increase congestion and reduce the predictability of freight delivery along the
Middle Corridor. To address these constraints, Kazakhstan has commissioned the second track of the
Dostyk—Moyynty railway and is developing the new Bakhty—Ayagoz railway line connecting the
Chinese border with the national railway network (WTO, 2026). These projects are expected to
redistribute freight flows, expand east-west railway capacity, and improve the resilience of
Kazakhstan’s transit system. However, the effectiveness of additional capacity will also depend on
the coordinated development of border crossings, terminals, rolling stock, Caspian ports, and railway
infrastructure in other corridor countries.

The identified railway bottlenecks are broadly consistent with the simulation results reported
by Khussanov et al. (2025), who show that congestion at terminals, railway sections, and border-
crossing points can increase delivery times and reduce the effective capacity of Kazakhstan’s
multimodal transport system. The present findings complement their modeling approach with
observed infrastructure-capacity indicators, demonstrating that the Dostyk—Moyynty and Shu-—
Shymkent sections have operated close to their capacity limits. This comparison suggests that
infrastructure constraints are not only theoretical risks identified through simulation but are also
visible in the actual utilization of key railway sections. Consequently, the expansion of railway
capacity is likely to improve corridor performance only if investments in tracks are coordinated with
border terminals, rolling stock, ports, and neighboring railway systems.

Overall, the findings indicate that Kazakhstan is moving from the development of separate
transport facilities towards an integrated multimodal logistics system. The combination of railway
expansion, road modernization, port development, aviation investment, international terminals, and

digital platforms strengthens the country’s ability to serve trade flows between China, Central Asia,
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the Caucasus, Europe, and the Middle East. At the same time, increasing physical capacity does not
automatically ensure economic efficiency. Kazakhstan’s long-term competitiveness will depend on
predictable transit times, coordinated tariffs, simplified border procedures, container availability,
digital interoperability, private investment, and the creation of domestic value added.

Therefore, the effectiveness of transport policy should be assessed not only by kilometers
constructed or tons transported but also by transit revenues, logistics costs, infrastructure utilization,

private investment, employment, non-resource exports, and regional economic growth.

5. Discussion
The findings indicate that Kazakhstan’s growing transport and logistics role is driven not only

by its geographical position but increasingly by the simultaneous expansion of freight flows,
infrastructure capacity, and multimodal connectivity. The increase in total transit freight to 36.9
million tonnes in 2025, together with the near doubling of transport and warehousing output between
2021 and 2025, confirms that the sector is becoming a more significant component of the national
economy. At the same time, the strong concentration of transport and warehousing activity in Almaty
and Astana demonstrates that the economic benefits of logistics development remain spatially uneven.
This finding extends the conclusions of Khasanov and Nurmetova (2022) and Kulyntay et al. (2025),
who emphasize the strategic importance of Central Asia within changing Eurasian trade networks, by
showing that the realization of Kazakhstan’s transit potential is closely linked to the concentration of
logistics, distribution, and service functions in major urban centers. Therefore, transport-corridor
development should be considered not only as an instrument for increasing international freight
volumes, but also as a mechanism for stimulating regional economic activity, investment,
employment, and domestic value creation.

The results also demonstrate that infrastructure expansion alone cannot guarantee a sustainable
improvement in corridor competitiveness. The rapid growth of the Trans-Caspian International
Transport Route, increasing container traffic through the Aktau and Kuryk ports, and ongoing railway
modernization significantly strengthen Kazakhstan’s position within east-west trade flows. However,
high-capacity utilization on the Dostyk—Moyynty and Shu—Shymkent railway sections reveal the
persistence of critical infrastructure bottlenecks. This observation is consistent with the simulation
results of Khussanov et al. (2025), who show that congestion at railway sections, terminals, and
border crossings can substantially increase delivery times and reduce the effective capacity of
Kazakhstan’s multimodal transport system. The present study complements these findings with
observed infrastructure-capacity indicators and suggests that investment effectiveness depends on
synchronized development across the entire transport chain. Additional railway capacity will generate

limited benefits if port infrastructure, border crossings, terminals, rolling stock, or neighboring
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transport systems remain constrained. Consequently, the competitiveness of the Middle Corridor
should be assessed as a system-wide outcome rather than as the sum of individual infrastructure
projects.

A further important finding concerns the growing role of institutional and digital factors in
determining logistics efficiency. Kazakhstan’s introduction of electronic transport permits, the Smart
Cargo platform, digital road passports, automated weighing systems, and artificial intelligence-based
road diagnostics demonstrates a shift from predominantly physical infrastructure development
towards integrated digital transport management. These developments support the conclusions of
Imasheva et al. (2026), who identify digital technologies as an important instrument for improving
cargo visibility, route optimization, and coordination among logistics participants. Nevertheless, the
effectiveness of national digital solutions remains dependent on interoperability with the customs and
transport information systems of partner countries, particularly Azerbaijan, Georgia, Tiirkiye, China,
and other states participating in Eurasian corridors. Thus, Kazakhstan’s long-term competitive
advantage will depend on the combination of physical capacity, predictable border procedures,
coordinated tariffs, digital interoperability, and efficient multimodal management. From this
perspective, transport policy effectiveness should be evaluated not only through kilometers of
infrastructure constructed or tonnes of freight transported, but also through reductions in transit time
and logistics costs, infrastructure utilization, private investment, employment, non-resource exports,

and the amount of domestic value added generated by international transport flows.

6. Conclusion

The study confirms that Kazakhstan’s transport and logistics sector is becoming an important
driver of economic diversification and Eurasian connectivity. In 2025, total transit freight reached
36.9 million tonnes, while the gross output of transport and warehousing services increased to KZT
12.0 trillion, almost twice the 2021 level. The expansion of railway, road, maritime, and aviation
infrastructure has strengthened Kazakhstan’s participation in the East—West, North—South, and Trans-
Caspian transport corridors.

The results also show that the Trans-Caspian International Transport Route has become a key
element of Kazakhstan’s logistics strategy. The growth of maritime and container traffic, the
development of the Aktau and Kuryk ports, the commissioning of new railway lines, and the
modernization of road infrastructure are increasing the country’s capacity to handle international
freight flows. At the same time, the most heavily utilized railway sections, particularly Dostyk—
Moyynty and Shu—Shymkent, remain potential bottlenecks that may reduce delivery reliability and

increase transit time.
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Kazakhstan’s long-term competitiveness will therefore depend not only on increasing physical
capacity but also on improving corridor management. Priority measures should include the
coordination of tariffs and schedules, simplification of border procedures, expansion of container
capacity, digital interoperability with partner countries, attraction of private investment, and
integration of transport corridors with regional production and logistics centers. The economic
effectiveness of transport policy should be measured through transit revenues, delivery time, logistics
costs, infrastructure utilization, private investment, employment, non-resource exports, and domestic
value added rather than only through kilometers constructed or tonnes transported.

Overall, Kazakhstan has significant potential to become a major logistics hub connecting
Europe and Asia. However, transforming its geographical location into a sustainable competitive
advantage requires coordinated development of infrastructure, digital systems, logistics services, and
international institutions. Further research should assess the causal relationship between transport
investment, regional economic growth, export diversification, and logistics performance, as well as

examine the actual costs and barriers faced by domestic exporters and transport companies.
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XaJbIKapaJbIK CayJla MAPUIPYTTAPbIHBIH 63repyi
JKaraanbiHAaFbl Ka3aKCTaHHBIH KOJIIK-JI0TUCTHKAJIBIK

dJjieyeTi

3amupa bamry*
*Xam-xabap asmopot, «3epmmeynep, manoay scane muimoinikmi 6aeanay opmanvievly JKIIC, Acmana K., Kazakctan

Tyiiin:

3epTTeyliH MakcaThl — XaJbIKapalblK cayna OarbITTapbIHBIH ©3repyl JKarjailbiHaa
KaszakcTaHHBIH KOJIK-JTOTUCTHKAIBIK QJIEyeTiH Oaranay »oHe enaiH Eypasusi KypJibIFbIHAAFbI
TPaH3UTTIK Xab peTiHAeri pesiiH KYIEHTyAiH Heri3ri OarbITTapblH aliKpIHAay. 3epTTey OapbIChIHIA
CTaTUCTHKAJIBIK, CAJBICTBIPMANbBI, JKYHETIK OHE KYPBUIBIMIBIK Tajjay oJicTepi, COHman-aK
XaJIbIKApAJIBIK KOJIK AQMI3JepiHiH OTKI3y KaOUIeTiH, )KYK TachIMalJay KeJEeMIH »OHE TPaH3UT
MEp3IMACPIH  CANBICTBIPY TOCUT  KOJJIAHbULABIL. AKmapaTTelKk 0aza peringe Kaszakcran
PecnyOinkachIHbIH ¥JITTBHIK CTATUCTHKA OIOPOCBHIHBIH A€PEKTEPl, MEMIIEKETTIK OPraHAapAblH PECMU
Marepuanaapel, Jynuexysimik Oank, ObIJIY >xone Oacka ga XaJmbIKapaJIbIK YHBIMAAPIBIH
3epTTeyiiepl naijanaHbulabl. 3epTTeY HOTHXKENIEpl reocasicl TYPaKChI3AbIK, Pecell apKbuIbl ©TeTiH
ConTycTIK [IoMi3Te KATBICTHI TOyeKenaep »koHe KpI3bUT TEHI3Aeri TachIMalJapAblH OY3bUTYBI
Kazakcran apkpuibl ©TeTiH 0anama OarbITTapFa CYpPaHbICThI apTThIPFaHbIH KepceTTi. TpaHckacnui
XaJIbIKapaJIbIK KOJI1K OaFbIThl OOMBIHILA TaCkIMall KeJIEMiHIH ecyl, AKTay >koHe KypbIK mopTTapbIHbIH
JaMybl, TEeMIpXkKoJa HMHQPaKYpPbUIBIMBIHBIH  JKaHFBIPTBUIYBl ~ KOHE  KEIEHAIK  PAciMAEpAIH
U pIaHIbIpeLTYbl Ka3akcTaHHBIH 09CEKENeCTiK apTHIKIIBUIBIKTAPBIH KyIienTyie. COHBIMEH KaTap
UHQPAKYPBUIBIMIBIK IIEKTEyJIep, KOJIK Typiepi apachlHAAFbl YWIECTIPYAIH KETKUIIKCI3IIT,
tapudTepAid Oipi3neHIIpUIMEyl, IIEeKapalblK pICIMIEPIiH Y3aKTbIiFbl jkoHe Kacnuil TeHi31
JICHIeiHIH TOMEH/IEY1 HET13T'1 ToyeKeNIep peTiH/ie aHbIKTa1bl. KazakcTaHHBIH TPAH3UTTIK QJIEyeTiH
TOJIBIK iCKE achIpy YIIiH MYJIBTUMOJAIBIB HHPPAKYPBUIBIMABI JaMBITY, TUQPIBIK HHTETPAUSHBI
TEPEHIETY, XaJIbIKapalbIK TApUQTIK CasicaTThl YIHIECTIPY KOHE KeKe HHBECTULMSIIAP bl TAPTY KaXKeT
JIeTe€H KOPBITHIH/IBI JKacallIbl.

Tyiin ce30ep: KONIK-JOTUCTUKAIBIK JIEyeT, XaJbIKapajblK cayJa MaplIpyTTaphl,
XaJlbIKapaJIbIK KOJIIK Jami3aepl, TpaHcKacuii XaablKapalblK KeJiK OaFbIThl, TPAH3UTTIK TachIMaiap.

ABTOpP TypaJibl MIJIiMeT

3amupa Pysmatkbizbl Bamy — PhD, «3eprreynep, Tanaay xoHe THiMIiTiKTI Oaranay opransirsb JKILIC-Hig
Oac capanmsi-3epTreyirici, Kazakcran. OHBIH KociOH jKoHE FRUTBIMH-3ePTTEY KbI3METI MEMJIEKETTIK CEKTOP/IbI
3epTTeyre, TalJaMalbIK Oarajayra, THIMIUIIKTI Oarajmayra >KOHE JIEpEKTepre HETI3NENTCH IIenriMaep
KaObuIayFra OarbiTTasiraH. O KOJIaHOANIbI 3epTTEyJIep JKYprizyre, TajjaMajblK MaTepuaiiap a3ipieyre,
COH/Iali-aK MEMJIEKETTIK casgcaT MeH Oackapy NpoOLEeCTEpiHiH THIMIUIriH Oaranayra Katbicaabl. FouibiMu
KBI3BIFYIIBUTBIKTAPEl MEMJICKETTIK 0acKapy, MEMIICKETTIK KapiKbl, MEMJICKETTIK ayJUT, CTPaTeTHsUIbIK
JKOcTapiiay *oHE THUIMAUIIKTI Oaranay canaiapblH KamMTulbl. COHBIMEH KaTap MEMIICKETTIK CEKTOPIBIH
THIMIUTIN MEH €CENTiIriH apTThIpyFa OaFbITTaNfaH FhUIBIMH-3€PTTEY JKOHE >KapUsUIaHBIMABIK KBI3METIICH
aifHaJIbICaAIBI. ORCID: https://orcid.org/0000-0001-8737-1274. DNEKTPOHABIK [IOIIITA:
zamirabashu@gmail.com.
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TpancnopTHo-jJorucTuyecku noreHuuaa Kaszaxcrana
B YCJIOBUSIX U3MEHEHUA MEXKIAYHAPOIHBIX TOPrOBbIX

MapIIPYTOB

3amupa bamry*
*4emop-xoppecnondenm, TOO «l{enmp uccredosanutl, ananusza u oyeHku sgppexmuenocmuy, 2. Acmana, Kazaxcman

AHHOTALUSA:

Lenp uccienoBanus 3aKiI04aeTcs B OLIEHKE TPAHCIOPTHO-IOTHUCTHYECKOro noteHana Kazaxcrana
B YCIOBHSX TpaHCQOpPMAIUM MEXKIYHAPOIAHBIX TOPTOBBIX MAapIIPYTOB W OIPENEICHUW HAIMpaBICHUN
YKPETIJICHHS €T0 POJIH KaK €BPa3uiiCKOro TpaH3UTHOTO Xaba. B paboTe mpuMeHEeHbI METOABI CTATHCTUYIECKOTO,
CPaBHHUTEIBHOTO, CHCTEMHOTO U CTPYKTYPHOTO aHAllN3a, & TAK)KE COMOCTABICHUE MPOITYCKHON CITOCOOHOCTH,
00BEMOB TPY30IIEPEBO30K U CPOKOB JIOCTABKHU 110 OCHOBHBIM MEXIyHAPOIHBIM TPAHCIOPTHBIM KOPHIOpaM.
HNudopmarmorHyro 0a3y HCCIIeIOBaHUS COCTABIIIM JaHHBIC BIOpo HAIMOHAIBEHON CTaTHCTUKHN PecmyOmmku
Kazaxcran, odpunuanpaple MaTepraabl TOCYIapCTBEHHBIX OPraHOB, a TaK)Ke HCCIEeNOBaHUsS BceMupHOTO
0anka, OOCP u apyrux MexAyHapOAHBIX opraHu3anuid. [losyueHHBIE pe3yNbTaThl MOKAa3bIBAIOT, YTO
TeOoNoUTHYECKasT HeCTaOMIPHOCTh, BO3POCIIINE PUCKH MCHOIb30Banus CeBepHOTO KopHaopa yepe3 Poccuro
1 niepebou B cyaoxoicTBe B KpacHOM Mope yCHIWIN CHpOC Ha albTepHATHBHBIE MApIIPYyTHI, IPOXOSIINe
yepe3 Kazaxcran. PocT nepeBo3ok mo TpaHckacmuilckoMy MeXIyHapOJHOMY TPaHCIIOPTHOMY MapLIpyTy,
pasButue nopToB Aktay U KyphIK, MOJaepHU3aIUs KeIe3HOIOPOKHON HHPPACTPYKTYPH U UG POBU3ALIUS
TaMO>XCHHBIX MPOLEAYpP YKPEIULSIIOT KOHKYpPEHTHBIE NpeHMyLIecTBa CTpaHbl. BmecTe ¢ TeM BBISBIEHBI
WHPPACTPYKTYypHBIE ~ OTPAaHMYCHHs, HENOCTAaTOYHAs KOOpPIMHALMS MEXIYy BHIaMH TpPaHCIOpTa,
HECOTJIACOBAaHHOCTh TapU(OB, MPOJODKUTEIBHOCTh MOTPAHUYHBIX MPOIENYp U PUCKH CHUKEHHUS ypPOBHS
Kacnuiickoro mops. CaenaH BBIBOJI, UYTO IMOJHOIIEHHAs pean3alids TpaH3UTHOro noreHuunana Kaszaxcrana
TpeOyeT pa3BUTHI MYyJIbTUMOJAIBHON HHPPACTPYKTYPBI, YTIyOieHus Tu(poBOH HHTETPAIlNH, COTIACOBAHUS
MC)KZ[yH&pOI[HOﬁ TapI/I(bHOI\/'I IMMOJIMTUKHU, TOBBIICHUA KAaY€CTBA JIOTUCTUYCCKUX YCIIYT U IPUBJICYCHUA YaCTHBIX
UHBECTULIUH.

KiawueBble cia0Ba: TpPaHCIOPTHO-JOTUCTUYECKUH TOTEHIMAN, MEXIYHapOJAHbIE TOProBbIE
MapUIPyThl, MEKAYHAPOIHbIE TPAHCIIOPTHBIE KOPUAOPHL, TpaHCKAaCIUICKUI MEXIyHAPOJHBIM TPAHCIIOPTHBII
MapHIpyT, TPAH3UTHBIE IEPEBO3KHU.

buorpadgus asropa

bamy 3amupa Py3markeibl — PhD, rmaBsbIii skcnepr-uccnenoBatenb TOO «llenTp ucciemoBaHui,
aHanM3a W OUeHKH d¢¢exTuBHOCTH», Kazaxcran. Ee mpodeccronanbHas M Hay4YHO-HCCIIEOBATEIbCKAS
JESTENBHOCTh COCPEJOTOUEHA Ha HCCIEOBAHUSAX TOCYJApPCTBEHHOTO CEKTOpa, aHAJUTHUYECKOM OLIEHKeE,
ornieHKe 3(PPEKTUBHOCTH W TPHUHATHH PEIICHWA Ha OCHOBE (aKTHICCKUX MaHHBIX. OHA 3aHUMAETCS
MIPOBEJICHUEM MPUKIIAHBIX HCCIEJOBAHUMN, MOATOTOBKON aHAJUTHYECKUX MAaTEpUaNoOB, a TAK)KE OLIEHKOM
3¢ (GEKTUBHOCTH FOCYJApPCTBEHHON MOJMTHKH M YIIPaBICHYECKHX MpolieccoB. HayuHble HHTEpECHl BKIIOYAIOT
rOCy/IapCTBEHHOE YTpaBICHHE, TOCYAapCTBEHHbIE (PHHAHCHI, TOCYJApCTBEHHBIH ayAHT, CTpaTeTHYEeCKOe
IUIAaHAPOBaHWE W OLEHKY 3¢ ¢dexkTnBHOCTH. Takke MPUHMMAET ydacTHE B HAyYHO-HCCIEIOBATENbCKON U
MyONMKAaMOHHON AEATENIbHOCTH, HANpaBIeHHOW Ha MOBBIMICHHE S(QEKTHBHOCTH U IMOJOTYETHOCTH
rocynapctBeHHOro cekropa. ORCID: https://orcid.org/0000-0001-8737-1274.  DneKTpOHHas TIOYTA:
zamirabashu@gmail.com
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