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Abstract

This article analyzes the social perception of the One Belt, One Road initiative, the degree of awareness of the population
of the Central Asian countries about the implementation of this project, the specifics of perception and the role of the media in
influencing the perception of the One Belt, One Road initiative. The article shows the results of the survey analysis, indicating
that the import of Chinese production capacity into the territory of Azerbaijan within the framework of the initiative.

One Belt, One Road reinforces anti-Chinese sentiment in the country, evidenced by anti-Chinese rallies. The article also
notes that these phenomena are of a wave nature, but they have a significant impact on the development of the project in
certain regions.

The article presents in great detail the analysis of the economic, political and social problem of the One Belt, One Road
initiative, considered by such prominent authors. In the studies of these authors, political and economic aspects are considered
in depth, much attention is also paid to the study of the social aspect of this One Belt, One Road initiative. The article also
highlights historical and cultural factors and issues of institutional capacity and marginality that may hinder China's initiative.
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AHHOTa M

B [gaHHOV cTaThbe aHaIM3UPyeTCsl OOIL[eCTBEHHOE BOCIPHUATHE HWHUIMATHBbI «O[UH TOSIC, OJWH IyTh», CTeNeHb
MHGOPMHUPOBaHHOCTH HaceseHus1 cTpaH LleHTpanbHOM A3uM 0 peanu3aliiy JaHHOTO MPOEKTa, criel{iyrKa BOCIIPUATHUS U POJib
CMU B Bo3geiicTBuM Ha BocrnpusitTue VHuivatuBa «OJUH T0SC, OAWH MyTh». B cTaThe mpuBefeHbl pe3y/bTaThl aHaau3a
0Tpoca, CBU/IETEILCTBYIOIIME O TOM, UTO BBO3 KUTAMCKUX MPOM3BO/CTBEHHBIX MOIIHOCTel Ha TeppuTopuro A3epbaii/pkaHa B
paMKax MHULMATHBBI.

«O[uH mosiIC, OAWH TMyTb» yCU/IMBaeT aHTUKUTAWCKUe HAaCTPOeHHs B CTpPaHe, O UeM CBUZETeIbCTBYIOT aHTUKUTaMCKue
MUTHHTA. B cTaTbe TakKe OTMeuaeTCsi, UTO JaHHBbIE SIBJIEHWsS HOCST BOJSHOBOW XapaKTep, HO OKAa3bIBAIOT CYIIeCTBEHHOE
BJ/IMsSIHUE Ha pa3BUTHeE MPOEKTa B OTJe/TbHbIX PerMOHax.

B craTbe oueHb TMOAPOOHO TIpe/CTABIeH aHATU3 SKOHOMUUECKOH, MOMUTHUECKON M COLMaIbHOM MPOob/eMbl UHUIMATHBI
«OpuH 1o0sIC, OWH TyTh», PACCMOTPEHHOW TAaKUMH BbIJAIOLIUMHUCS aBTOpaMu. B KMcc/ieoBaHUSAX 3TUX aBTOPOB YIyOJIeHHO
PacCMaTpUBAIOTCS TOIMTHUECKHE Y SKOHOMHUECKHe acrieKThl, O0JbIlIoe BHUMaHKe TakXKe YAeseTCs U3yUeHHI0 COLUaTbHOTO
acmekTa 3Tod UHUIMATUBBI « OUH MOsIC, OAUH IyTh». B cTaThe Takke OCBELAIOTCS UCTOPUUeCKHe U KyAbTypPHbIe (GaKTOphl U
npo6/ieMbl MHCTUTYLIMOHATBHOTO TIOTEHIIMAIA ¥ MAPTUHAIBHOCTH, KOTOPbIE MOTYT MPEeMNsSTCTBOBaTh MHUIMaTHBe KuTasi.

KiroueBbie cy10Ba: unuiparrea OfyH 1osc, ofuH nyTh, Kutaii, KaBka3s, 0011jeCTBEHHOE BOCTIPUSITHE,

Introduction

Today's world has entered an era of profound civilizational change, which affects not only the global economy and politics,
but also world trade and related international freight transport. Many of the interconnections forged after World War 1II are
breaking down, including the global supply chain that provided fast, reliable, high-quality and relatively inexpensive delivery
of goods anywhere in the world. Whether the global transport system will recover after the pandemic, whether it will
completely collapse, or whether it will be substantially transformed is a question that concerns many policymakers and
economists around the world. That is why the historical experience of international cooperation and mutually beneficial
exchange, to which the Eurasian civilization that emerged in the first millennium A.D. belongs, by virtue of its consistency,
logic, consistency and integrity, requires rethinking in the context of the problems facing modern civilization.

"The Great Silk Road as a through route connected all the great civilizations of the Old World — China, India, the Near and
Middle East and Europe. This vast system of caravan routes lasted more than 1 500 years (from the 2nd century B.C. to the
15th century A.D.) — much longer than other caravan routes. Organization of trade for long distances required special
conditions for caravans — crossing points, specialized points of departure for caravans, and so on. conditions — staging posts,
specialized bazaars, regime of stable money payments and protection of merchants —foreigners property rights. Many
professions worked to serve the trade caravans: interpreters, barters, camel drivers, caravan guards, tax collectors, etc." [1, P.
18]. Many domestic and foreign researchers have made a significant contribution to the study of not only the economy and
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trade, but also the cultural exchange that existed between the peoples in this historical period. But the experience of the Great
Silk Road is also interesting from the standpoint of dialectical methods of "unity of historical and logical" and "from simple to
complex" to understand modern processes taking place in international logistics and in the global system of material flows, or,
in other words, in the "global supply chain".

As it is known, logistics is the science of optimization of material flows and accompanying services, including
transportation. In the pre-pandemic period, the whole system of global freight transportation was formed mainly on the
principles of "pull supply chains" [14, P. 66], when the birth of a material flow, its movement and termination of existence are
determined by the end consumer, and it is he who is the main economic entity, the primary link in this chain. However, modern
crisis processes in world trade and in international cargo transportation will most likely lead to a rethinking of the strategy of
"pulling supply chains" in the direction of more attention to the planning of supplies, to the natural-material composition of
direct and reverse material flows, to new methods in determining the suppliers of goods and the choice of the trajectory [11] of
material flows. In addition, the whole system of international cargo flows, as in ancient times, is influenced not only by
economic and purely market factors, but also by political factors. And in this sense, the experience of the Great Silk Road is of
great modern gnoseological importance.

In the era of the Great Silk Road, unlike today, the origin of material flows, consisting mainly of finished goods of
agricultural and handicraft origin, was closely connected with the spatial and geographical features and resource specificity of
a particular country or territory of particular peoples. In other words, the resource identity of the territories of the countries and
peoples of the Great Silk Road was the main factor determining the interest in exchange and justifying the increase in the
length of transport routes to deliver more and more diverse goods. The more peoples were involved in international exchange,
the more diverse the natural and material content of commodity exchange became, the more trade developed, creating
conditions for the development of economic, cultural, technological and other ties between countries and peoples of this part of
the world.

Porcelain, silk, paper, bronze and jade products, and later gunpowder and many other goods came to the West from the
East. From the West came caravans of wool, glass, wine, and other increasingly diverse goods to the East [8]. Silk (silk fabrics
and raw silk) was a special commodity that defined the name of the era. Silk production was a combination of natural
conditions inhabited by the mulberry silkworm (East Asia and northern territories of China) and a unique, quite ancient
technology (for a long time kept in strict secrecy) of its processing into silk thread and production of silk cloth. Silk was used
in many different ways: from expensive clothes to making bedding for hygiene; from paper production to using silk as
currency. Silk was used for making strings for musical instruments, bowstrings, fishing lines, and for sewing clothes for
warriors, since silk thread is more durable than steel thread of equal diameter [4]. But silk also had another important feature
when trading over long distances — it was very light, but it was very expensive, that is, it had a high added value [3]. In other
words, at the same time could be transported significant weight volumes of silk, which provided huge profits for traders. In a
sense, silk played the same role for the formation of Eurasian civilization as Watt's steam engine did for the creation of the
Great British Empire.

Since ancient times, two very different civilizations, Eastern and European, have tried to connect culturally and
economically. But this was not easy, for in ancient times there was no path through which the people of China, India, the
Arabian Peninsula, Central Asia and Europe could meet and exchange experiences, traders — goods, diplomats and scientists —
knowledge and skills. However, more than two thousand years ago, such a path appeared, and today we see that it is
impossible to overestimate its contribution to the development of culture, art and economy around the world.

During the preparation of the article, the author used methods including theoretical description, analysis, analytical
forecast and modeling.

Main results

In the 3rd-15th centuries, the Great Silk Road played a key role in the development of art in various states. For example,
the style of Korean Buddhist sculpture, which flourished in the 4th century AD, originated precisely because of the cultural
exchange on the roads and trails of the Great Silk Road. Many Chinese and Korean pilgrims made arduous journeys to the
Indian subcontinent to visit holy sites, learn about Buddha's teachings, and acquire Buddhist texts and images [1]. Through the
transmission of knowledge about religions, humanity's social and spiritual achievements were improved.

However, in the fifteenth and sixteenth centuries, the Silk Road began to lose its influence on world processes. Thanks to
the discovery of new geographic routes and the development of shipbuilding, countries shifted from overland routes to
maritime trade. Transporting goods by sea becomes more advantageous: less time is spent on maritime traffic, the amount of
transported goods increases dramatically, and the cost of maritime transport is more attractive. Thus, the once great Silk Road
ceases to exist as one of the key trade routes and remains alive only in the pages of history books.

Attempts by modern states to establish cooperation in trade, tourism and a number of other areas of economic interaction
inevitably confront politicians and business representatives with the regional peculiarities of the developed territories. China's
New Silk Road project includes the Caucasus, a region that is a bridge between Europe and Asia. China does not seem to
pretend to define a political agenda, it is interested only in business. Time will tell how successful this model of integration of
the region into a large umbrella project will be. Traditionally, it has been and remains an arena of cooperation and
confrontation between the interests of leading states. Experience shows that as soon as a major power expands its presence in
the Caucasus, it tries to influence politics, which is inevitable in the end.

The step-by-step detailing of any plans for the Caucasus should be based not only on the current state of the region, but
also on its complex historical past. It has repeatedly demonstrated how difficult it is to consolidate the Caucasus from within
and to work together to overcome multiple conflicts. Failure to consider local peculiarities or simple ignorance of the rules of
Caucasian life has led to the collapse of the plans of leading world players. The intervention of England was exemplary, after
Russia's power here had visibly weakened in the aftermath of the revolutionary upheavals of 1917. This historical juncture can
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be used as a case study to argue both for the uniqueness of the region and for the failures of the Caucasus to be included in the
sphere of influence.

The descriptions of Carl Bechhofer, an English journalist, are an important and informative source, explaining the ethno-
cultural diversity and historical specificity of the Caucasus region.

He found the Caucasus in a not-so-great period, right in the middle of the civil war. That's why the title of the book

"In Denikin's Russia and the Caucasus, 1919-1920". The very title of the book testifies to the mental separation of the
Caucasus from Russia. Bechgofer's work was published almost immediately after his return to England, in 1921.

In general, C. Behgofer covers various aspects of life in the Caucasus during the period of the British military presence. In
addition to his impressions of the political and military state of the region, he recorded features of Caucasian life that attracted
the foreign eye. He expressed his feelings in the following phrase: "When I returned to England after eight months in southern
Russia and the Caucasus, I felt as if I had returned from the grave" [1, P. 3]. At the same time, he noted that thanks to the
Russian administration peace and order had been preserved in the "mountainous and wild lands of the Trans-Caucasus" [1, P.
3.

Modern historical science actively uses the imagological approach to study the peculiarities of external perception of a
particular space. In this case C. Behgofer's view, as a European, because of the research possibility to see those features and
peculiarities, which are not noticed by a resident of the region and which are interesting for a bearer of a different identity. The
study from this perspective allows us to shed new light on the uniqueness of the region's socio-cultural space from a new
perspective.

The first point of K. Behgofer's stay was Batumi (Batum until 1936). He noted that the locals consider it one of the most
beautiful cities in the world. The landscape attracted the Englishman's attention with its beauty and scenic beauty: "Green
fertile hills lead down to the endless sea, and behind them the snowy peaks of the Caucasus Mountains are spread out" [1, P. 7].
In conveying the military, political and economic state of the port city, the author reconstructs a special socio-cultural space,
mosaic because of its ethnic and religious structure. Being a representative not only of the interests of the English state, but
also a representative of European culture, C. Behgofer rightly emphasizes diversity as an essential feature of the Batum space.
The "exceptional mixture of people" was the evidence and guarantee of its economic development.

The author was critical of the administrative capacity of his compatriots. It is evident that the British officers were
unprofessional managers and were unable to set up administrative work. They were unpopular with the population. The
journalist cited ignorance of language and local customs as major shortcomings that irreparably damaged the mission.
Mediators — Jews, former officers and others - had to be resorted to, who acted amateurishly and hindered rather than helped.
As an example, K. Beghofer cited a trial in which the defendant could not prove his alibi to the court because of the
unqualified work of the interpreter [1, P. 15]. One gets the impression that, despite the importance of the port, Batum's
administration was inefficient, precisely because of the lack of knowledge of the details of life in the Caucasus.

To resolve such difficulties, efforts should have been made at a level higher than that of the British administration in
Batum. However, no assistance, either organizational or material, was forthcoming from London. All difficulties were resolved
according to the laws of war. Thus, crime was slightly reduced only after several public executions [1, P. 1-35], and the British
administration could not employ other mechanisms to maintain order.

A separate chapter is devoted to a trip to Georgia. The Englishman describes the Georgian population as a charming people
known for their love of wine, women, and singing. An unusual situation arose there with the organization of the English
administration. The fact is that the British Foreign Secretary J. Curzon appointed Oliver Wardrop, a man who had known
Georgia since his youth and had done much to promote its culture in Great Britain, as the first Commissioner to the
Transcaucasia with a residence in Tiflis. His attitude was obviously pro-Georgian, and so his appointment angered members of
other nationalities. At the level of everyday life in Tiflis, the British were mistrusted. For example, on his arrival in Tiflis at the
end of November 1919, C. Behgofer noticed that the luggage of Englishmen was inspected more carefully than that of other
citizens.

The British representative in Baku was General John Walton, brother of the British vice-consul in Rostov-on-Don. He was
mainly engaged in the oil industry, which is probably why the author of the descriptions says nothing about his activities and
their effectiveness.

The North Caucasus had its own peculiarities due to its greater ethnic diversity than the South Caucasus and the
particularities of its incorporation into the Russian Empire. Attempts by powers, including Great Britain, to create a buffer state
were not successful here. As C. Behgofer aptly put it, "too many cooks have spoiled the broth": the Mountain Republic has not
become either a buffer state or a bridgehead for the Pan-Islamicists [1, P. 306]. Thus, the recollections of the British
correspondent allow us to reconstruct a small stage in the history of the region. Undoubtedly, the current state of the Greater
Caucasus, with several state borders, is strikingly different from the early 20th century. However, it is still of geo-political and
economic importance to leading players in world politics. Therefore, reference to such historical subjects is also relevant to
today's realities.

Table 1 - List of respective countries

DOI: https://doi.org/10.23670/IRJ.2023.135.86.1

GDP, billion Export, billion Import, billion Forelgn.trade
Country expenditure,
dollars dollars dollars e
billion dollars
China 11 968.41 2 098.16 1587.43 3 685.59
Russia 1 375.56 281.83 191.41 473.24
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Mongolia 13.1 4.92 3.36 8.28
Kazakhstan 216.6 36.78 25.17 61.95
Kirgizistan 791 1.54 3.92 5.46
Azerbaijan 63.64 10.90 9.20 20.10
Belarus 62.5 23.34 27.57 50.91
Poland 516.96 202.52 197.31 399.83
Germany 3513.63 1339.65 1 054.89 2 394.54
Netherlands 768.89 569.71 503.41 1073.12
Pakistan 282.7 20.44 47.16 67.60
Bangladesh 223.94 34.96 41.49 76.45
Myanma 77.89 11.00 16.60 27.60
India 2150.6 264.02 359.06 623.08
Iran 404.46 66.00 40.00 106.00

Note: 2016

Civilizations must engage in dialogues and exchanges without trying to exclude and replace each other.

Xi Jinping project, by 2015, Chinese entrepreneurs had signed 3,987 contracts with companies from 60 countries adjacent
to the SREB and SREB routes, for a total of $92.64 billion. Since 2016, the Asian Infrastructure Investment Bank has launched
and financed the first phase of investment projects. A number of transport infrastructure projects along the route are currently
under design or construction, such as the Hungarian-Serbian railroad or the Jakarta-Bandung high-speed railway.

The economic situation and transport infrastructure of the countries participating in the One Belt, One Road project are not
homogeneous (Table 1). Despite their underdeveloped overland transport and logistics infrastructure, many of the countries
bordering the SREB on the route from China through Central Asia have strategic resources — oil, gas, and uranium. Oil
reserves in Central Asia are estimated at 27 billion tons, second only to those in the Persian Gulf, with inland reserves of 8.5
billion tons. Gas reserves are estimated at 5.5 trillion m3. Kazakhstan has almost a quarter of the world's uranium reserves;
there are also large deposits of the metal in Kyrgyzstan, Uzbekistan, and Tajikistan.

According to various estimates, oil reserves in the Caspian Sea and adjacent countries range from 2.3-4.5 billion tons to
5.4 billion tons. Forecasted reserves are estimated at 16 to 32 billion tons, almost twice as large as those of the North Sea and
comparable to those of North America. All this creates conditions for effective development of the economies and mutually
beneficial cooperation with a unified logistical approach.

Chinese experts, analyzing the current situation, note that the "One Belt, One Road" project, based on the traditions of the
Great Silk Road, takes into account all features of the modern economy. In the implementation of the project for the
development of trade and economic cooperation of China within the framework of the longest and most promising economic
corridor the following directions will be a priority.

Focusing on the export of Chinese capital and technology to foreign markets, rather than on the attraction of capital and
technology into the country;

transition from priority development of the eastern seaside provinces to the development of the inland western provinces
of the People's Republic of China;

establishing free trade zones with neighboring countries, taking into account the prevailing trend of global regional
integration;

free movement of goods, capital and labor (the "three freedoms").

Back in 2013, the leader of the People's Republic of China, Xing Jinping, had an idea based on the historical example of
the Great Silk Road: to create three trans-Eurasian economic corridors called the Silk Road Economic Belt, as well as two
maritime routes. This project has been proposed to be called "One Belt, One Road". This initiative revives the Great Silk Road,
and with it, the cultural and economic ties between the countries.

The question is whether the New Silk Road, like its predecessor, will fall into disrepair, since goods and commodities from
Asia to Europe are transported by sea? In today's realities, the relevance of cheap overland transit traffic between the West and
China is higher than ever before. After all, today we can observe that relations between the two great powers, the U.S. and
China, are rapidly deteriorating, which means that it will become more and more difficult to carry out trade by sea transport.

But what place does Azerbaijan occupy in the New Silk Road system? Our country is assigned the role of a peculiar
crossroads of logistic routes. It will be a connecting link between the East and the West. Azerbaijan will become the country
which will connect the EAEU and Europe.

It is assumed that when the "Silk Road" is fully functional, about 10% of total trade between China and Western Europe
will go through our country, which is about $60 billion, and this amount will only grow every year. This will help our country's
economy to reach a new level, and, perhaps, Azerbaijan will cease to be in transition from a developing to a developed country.

Already, eight container trains run in the direction of China-Western Europe-China on Azeri territory. In addition, our
country has been receiving investments from Chinese partners for several years. Thus, around $100 million were allocated for
the creation of the "Great Stone", and this amount is not final.

At this stage of the New Silk Road development there are many prospects for the development of logistics centers in our
country. Azeri businessmen have a wide range of knowledge in the field of European transportations. This will contribute to
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their implementation in the organization of the movement of goods along the New Silk Road, which will have a positive
impact on the economy of our country.

It is worth admitting that there are a lot of difficulties to overcome on the way to implementing the New Silk Road. Many
partner countries are not ready to accept China's economic restrictions. However, China's influence in the international arena is
so significant that the implementation of the project, the scope of which will forever remain in the regional and global political
landscape, becomes possible. This means that the Silk Road will exist, not only to achieve its former greatness, but also to
multiply it!

The threat of the new Silk Road for our country could be the growing influence of China: it is important not just to sell raw
materials, but to develop high-precision production. Otherwise, it may lead to economic dependence on Chinese partners. It is
also worth noting that if Azerbaijan does not develop its logistics centers and infrastructure, the initiative to become a country
uniting East and West can be intercepted by the Baltic Sea countries.

For China, the main disadvantage is the uncompetitive price of overland transportations in comparison with maritime ones.
The exceptions are those cases where transportation costs are only a small part of total costs. For example, it is profitable to
export high value-added goods such as auto parts, electronics, etc.

Thus, thanks to China's powerful economy and its becoming one of the leading countries of the world, the idea of the
"New Silk Road" began to materialize, and the results are already visible today. For Belarus, it is a chance to develop its
logistics potential, and with it, to bring income and investments to the country.

One of the key advantages of continental cooperation across Eurasia is the opportunity to develop transport potential and
related infrastructure. Work in this direction will lead to a number of positive effects, the main of which are the use of the
transit potential of countries, localization of industry along trans-Eurasian transport corridors, export development and
strengthening of connectivity of intra-continental states and regions. The main players in this process are China, Russia,
Azerbaijan, Belarus and EU countries.

A number of EU countries connected to Asia by rail routes, although not en masse, have already begun to take advantage
of trans-Eurasian transport corridors. European transport companies, logisticians and consumers of transport services are
cautious about the new opportunities of transcontinental transit, and in some cases they do not have sufficient information
(including on the terms of transportation, cost, delivery time, etc.).

Conclusion

In the context of transport topics, the SREB is a "history of the container. The main potential of transit transportation
within the SREB framework is connected with the use of containers. Container freight traffic is actually the only way to
transport goods in Eurasian transit.

Container means cargo safety, standard dimensions, reduced costs of packaging for goods, accelerated rates of loading and
unloading, unification of transport documentation and forwarding operations. If the main cargo flow on the China-EEU-EU
axis goes by land, it will be in 20- and 40-foot containers (Vinokurov, 2017).

Section 2 presents expert assessments of the impact of the cost factor on the indicators of freight flows switched to the
EAEU transport infrastructure (assessment of the elasticity of demand for the transportation of goods in a container by tariff).

The annual UNCTAD report "Review of Maritime Transport”, which presents materials on the development of global
maritime transport, was a source of information and analysis in the field of maritime transport, Information on levels and
trends in maritime container transportation tariffs along the most important routes (North America — APR/China, Europe —
APR/China, South America — APR/China, Australia — APR/China, Africa — APR/China, Middle East — APR/China, routes
within APR). In addition, the operational information source for container shipping tariffs is the Shanghai Shipping Exchange,
which has been publishing relevant indices (Shanghai Containerized Freight Index) since 2009.

In 2016, the volume of trade between EAEU countries and China (in physical terms) reached its maximum level for the
last ten years — 130 million tons per year. At the same time, the value parameters of mutual trade turnover on a global scale
remain small (despite their growth by 1.5 times over the last decade). The growth of trade turnover between the EAEU and
China is almost entirely due to the volume of exports of EAEU countries to China, which increased by 3/4 and reached 117
million tons in 2016. EAEU imports from China are much smaller than exports and consistently amount to about 15 million
tons per year Russia, as the largest economy of the Union, almost completely predetermines the structure of foreign trade flows
(see Appendix 1 for more details).

According to Russian foreign trade statistics, only about 1% of Russian rail exports to China are delivered in containers
(150,000-200,000 tons per year, net). Russian Railways' statistics, which include multimodal export shipments to China
(rail/sea or rail/road) into the volume of railway exports, and also take into account the weight of containers themselves, show
a higher share of container cargo - at the level of 2-4%.

Analysis of Russian Railways' statistics on exports of rail container shipments from Russia to China, expressed in TEUs
(records are kept since 2010), shows that over the seven years their volume has grown by 2.5 times — from 69,000 TEUs in
2010 to 171,000 TEUs in 2016. However, only 10-20% of this container traffic goes through the border crossing with China.
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