
National Road Development Project (RRP UZB 53312) 
 

ECONOMIC AND FINANCIAL ANALYSIS: SUBPROJECT 1 
 

A. General 
 
1. The proposed project intends to widen and improve a two-lane road in Surkhandarya, in 
the extreme southeast of Uzbekistan. The project road connects Denau, about 40 kilometers (km) 
from the Tajikistan border, and Derbent, on the M39 trunk road, about 120 km north of Termez, 
the regional capital. The National Road Development Project is 107.8 km long. The western 
section is designated as the 4R100 (47.5 km) and the eastern section 4R105 (60.3 km). The 
western section is in fair to poor condition, with an estimated international roughness index (IRI) 
of 6.0 in the without-project scenario and poor horizontal alignment west of the town of Boysun. 
The rest of the road is in fair condition. Weighted annual average daily traffic (AADT) in 2019 (the 
base year) is estimated at about 11,000 vehicles per day. The road is hazardous, with an annual 
average of 13 fatalities.1 

 
2. The project road serves regional agricultural activities. While it does not directly serve any 
Central Asia Regional Economic Cooperation corridors, it does link corridors 2, 3, and 6. It also 
offers a considerable distance saving of about 162 km for traffic traveling between Dushanbe and 
central Uzbekistan or the Caspian Sea. 

 
3. The project road is ill-equipped to handle increased traffic safely. Unless improved, the 
road will continue to deteriorate, even with patching and crack sealing.2 Under the without-project 
scenario, some immediate remediation is assumed (Table 4), followed by routine and periodic 
maintenance. Under the with-project scenario, the road will be reconstructed with concrete 
pavement and widened to four lanes for 57% of the project length and will remain at two lanes 
but with widened shoulders for 43% of the project length (depending on the gradient, urban traffic 
demand, and intersection layout). Concrete pavement was selected because it is suitable for 
Uzbekistan’s climate, can better withstand the large quantities of heavy-vehicle loads on the 
project road, and has lower life-cycle costs than asphalt pavement, The horizontal alignment west 
of Boysun will be improved, reducing the total length by 1.4 km. Intersections will be upgraded, 
shoulders widened, and safety features added throughout. The improved pavement will have an 
estimated average IRI of 3.0. Average travel speed on the road is expected to increase from an 
estimated initial without-project value of 65 km per hour (km/h) to 74.8 km/h following 
improvement. 
 
4. The Committee for Roads assessed the feasibility of widening the entire project road to 
four lanes but ruled it out on grounds of cost and land acquisition requirements. The project design 
includes widening to four lanes 57% of the project length where economical, considering land 
acquisition and terrain constraints, and around population centers with high local traffic volumes. 

  
B. Demand Estimate 
 
5. Estimates of traffic demand used in the economic analysis are based on 11-hour traffic 
counts undertaken by the Yolloiha Burosi Design Institute (YLBDI [Uzbek Road Design Institute]) 
from August to October 2019. Fifteen-minute counts in May 2020 confirmed the plausibility of the 

 
1 Based on crash data for 2015–2019 on the 4R105 and for 2015–2017 and 2019 on the 4R100, annual averages 

were as follows: 21 crashes, 24 serious injuries, and 13 fatalities. The implied injury and fatality rates per million 
vehicle-kilometers are more than double those recorded for the region. 

2 Parts of the 4R105 road barely count as paved.  

http://www.adb.org/Documents/RRPs/?id=53312-001-3
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YLBDI estimates. Standard YLBDI expansion and seasonal adjustment factors were used to 
convert counts into AADT estimates (Table 1).3 

 
Table 1: Base-Year Traffic, 2019 

Section Motor-
cycle 

Car Mini-
bus 

Bus Van Light 
Goods 

Medium 
Goods 

Heavy 
Goods 

Truck-
Trailer 

Agricultural 
Tractora 

AADT 
(vehicles/day) 

4R105 34 7,317 16 19 111 593 337 204 13 27 8,671 
4R100 26 13,491 47 55 188 270 268 143 71 10 14,569 

AADT = annual average daily traffic. 
a  Agricultural tractors are unlikely to benefit from the proposed improvements and were not included in the economic 

analysis. 
Source: Yolloiha Burosi Design Institute. 
 
6. There are no traffic data from which to infer relationships between demand and economic 
activity. Average annual gross domestic product (GDP) growth from 2011 to 2019 was 6.5%. Car 
ownership from 2015 to 2019 grew by 6.1% and road freight ton-kilometers by 5.5%. The most 
recent short-term forecasts estimate growth rates of 0.5% for 2020 and 6.5% for 2021.4  
 
7. The coronavirus disease (COVID-19) pandemic caused a drop in transport demand in 
2020, but current forecasts suggest a rebound in 2021–2022. Uncertainty is inherent in the base-
year counts and subsequent adjustments and in the forecast recovery, which must be fine-tuned 
to account for COVID-19. A declining annual growth rate has been adopted, starting at 5% and 
reaching 3% at the end of the appraisal period, and applied uniformly to all vehicle classes. 
Normal traffic at the end of the evaluation period is forecast to be about three times initial volumes 
and well above the threshold normally used just to justify a category-I road (Table 2).  
 

Table 2: Forecast Normal Traffic in Vehicles per Day  

a Analysis sections as shown in Table 4. 
Source: Asian Development Bank estimates. 

 
8. In the longer term, two other factors may increase traffic growth: (i) a significant increase 
in cross-border trade because of the establishment of a trade fair in Surkhandarya and (ii) traffic 
diverting from the M41 and M39 routes via Termez because of project road improvements. Neither 
has been factored in, however, and the first is speculative and the second cannot be estimated 
without an origin and destination survey.  
 
9. The project is expected to reduce road user costs by 15%, although the perception of the 
change may vary. In the absence of information on perceived road user costs or the price elasticity 
of demand for road transport, the assumption is that generated traffic will be equivalent to 5% of 
normal traffic. 
 
C. Economic Costs 
 
10. The economic costs of the project comprise (i) capital investment, including civil works, 
land acquisition and resettlement, a weigh-in-motion installation on the 4R100, and consulting 
services for construction supervision and social safeguard management; and (ii) road 
maintenance. Financial costs are converted to economic costs in line with ADB guidelines. All 

 
3 The expansion factor (11–24 hours) was 1.59 and seasonal factors were 1.01 for August and 0.94 for October. 
4 ADB. 2020. Asian Development Outlook Update, September 2020. Manila. 

Sectionsa 2019 2023 2033 2038 2043 2047 
Sections 1 and 2 8,671 10,472 16,022 19,332 22,941 25,994 
Section 3 14,569 17,590 26,914 32,474 38,537 43,665 
Weighted average 11,083 16,692 20,477 24,708 29,320 33,222 

https://www.adb.org/documents/asian-development-outlook-2020-update-background-papers
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predicted project costs and benefits are measured in 2020 world economic prices expressed in 
dollars. All traded costs and benefits are multiplied by the standard conversion factor, estimated 
at 1.0.5 Non-traded items (including journey time savings) are multiplied by 1.0.6 

 
11. Project financial investment cost is estimated at $227.3 million. Deducting taxes and duties 
brings it down to $199.3 million. A further deduction of the sunk cost of the feasibility study, price 
contingencies, and financing costs produces an estimated economic cost at 2020 prices of $182.4 
million (Table 3). Construction is assumed to take place over 3 years from 2022. Straight-line 
depreciation is used to estimate a residual value of 25%.  

 
Table 3: Project Investment Costs 

Intervention 

Financial Cost 
(excluding VAT etc.) 

($ million) 
Conversion 

Factor 

Economic 
Cost 

($ million) 
Civil worksa 161.6 1.0 161.6 
Consulting services, audit, and project management  6.8 1.0 6.8 
Feasibility study 0.4   
Detailed design 1.8 1.0 1.8 
Land acquisition and resettlement 3.2 1.0 3.2 
Ecology 0.3 1.0 0.3 
Physical contingenciesb 8.7 1.0 8.7 
Price contingenciesb 6.3   
Interest during construction and commitment charges 10.2   
Total  199.3  182.4 
Total per kilometer of new road 1.87  1.73 
VAT =  value-added tax. 
a Includes $3.5 million for a weigh-in-motion installation on the 4R100. 
b A tax component has been subtracted from the gross estimate. 
Source: Asian Development Bank estimates. 

 
12. With- and without-project maintenance assumptions are set out in Table 4. A key without-
project assumption is that remedial works would be undertaken to bring all sections of the road to 
an acceptable state. Doing so and using cement concrete in place of asphaltic concrete result in 
substantial maintenance cost savings throughout the appraisal period. 
 

Table 4: Maintenance Assumptions 

km = kilometer. 
Source: Asian Development Bank estimates. 

 
13. Traffic management during construction would either entail building temporary roads or 
the installation of signals to divert traffic to a single lane. In either case, a cost would be imposed 
on road users in the form of increased travel times. This effect is estimated at 10% of travel time. 
  

 
5 Using the latest available World Bank statistics for Uzbekistan’s trade and tax revenues, and ADB guidelines, the 

shadow exchange rate factor (SERF) was found to have ranged from 0.97 to 1.01 during 2015–2018. It is, therefore, 
satisfactory to adopt a SERF of unity.  

6 A factor of 1.0 has also been applied to financial land acquisition and resettlement costs.  

Scenario Maintenance Intervention  
Without project Initial remedial works at $150,000/km 

Periodic maintenance at $100,000/km every 6 years 
Annual routine maintenance at $10,000/km 

With project Periodic maintenance at $80,000/km every 10 years 
Annual routine maintenance at $6,000/km 
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D. Economic Benefits 
 
14. Expected regional benefits include improved transport connectivity, increased trade, and 
increased investment opportunities, which will be generated through greater road efficiency 
(reduced travel time and cost) and enhanced road safety in the project road sections. The main 
quantifiable economic benefits are vehicle operating cost (VOC) savings, savings in travel time, 
and crash cost savings. The three homogeneous sections listed in Table 5 were analyzed. The 
sections match lots 1, 2, and 3 used in the detailed design and cost estimates. 
 

Table 5: Project Road Sections 

Section 

Without Project With Project 
Base-Year 

AADT 
(vehicles/day) 

Length 
(km) 

IRI 
(m/km) 

Vehicle 
Speeda 
(km/h) 

Length 
(km) %>2Lb 

IRI 
(m/km) 

Vehicle 
Speeda 
(km/h) 

1 4R105 from M39 junction to 
east of Boysun 8,671 32.66 6.0 63.0 31.28 55 3.0 74.8 

2 4R105 & 4T100 to 4 km east 
of 4R105 and 4R100 junction 8,671 31.60 5.0 65.5 31.60 41 3.0 74.8 

3 4R100 to Denau 14,569 43.52 4.5 66.5 43.52 69 3.0 74.8 
AADT = annual average daily traffic, h = hour, IRI = international roughness index, km = kilometer, L = lane, 
m = meter. 
a Applies to cars. In the without-project scenario, vehicle speeds drop from those shown over the course of the 

evaluation period. 
b Percentage of road with additional lanes. 
Source: Asian Development Bank estimates. 
 
15. The World Bank Road Economic Decision model was used to calculate with- and without-
project VOC savings.7 Unit cost data were derived from information obtained through interviews 
and web searches and sourced from YLBDI feasibility studies. 
 
16. About 45% of project benefits arise from journey time savings. Values of time are taken 
from the Karakalpakstan Road Project: $1.10/hour of working time for motorcyclists and bus 
passengers and $1.60/hour for those traveling by car.8 Nonworking time is valued at 30% of these 
rates and 30% of travel time is assumed to take place during working time. As the national 
economy grows, personal incomes will increase and affect the valuation of drivers’ and 
passengers’ time. A conservative constant annual growth rate of 2.5% is adopted. 
 
17. Without-project crash costs were estimated using a detailed crash cost analysis 
undertaken as part of the 4R100 feasibility study and, for economic losses per fatality and serious 
injury, the values recommended by the International Road Assessment Programme.9 Table 6 
estimates annual without-project crash costs. The total annual amount of $2.4 million will rise in 
proportion to traffic and GDP per head.  
 

 
7 World Bank. Roads Economic Decision Model, Version 3.2, 2004 (accessed 11 November 2021). 
8 ADB. 2020. Report and Recommendation of the President: Proposed Loan to the Republic of Uzbekistan: Central 

Asia Regional Economic Cooperation Corridor 2 Karakalpakstan Road (A380 Kungrad to Daut-Ata Section) Project. 
Manila. 

9 YLBDI. 2020. Technical and Economic Justification: Object: Reconstruction of the Road 4P100 Manguzar Village–
Zharkurgan Highway–Bandikhon Village–Oltinsoy Village–Denov Highway 126–174 (with cement concrete coating): 
Analysis and Evaluation of the Project. Tashkent; and International Road Assessment Programme. 2008. The True 
Cost of Road Crashes. London. 

https://www.ssatp.org/sites/ssatp/files/publications/HTML/Models/RED_3.2/red32_en.htm
https://www.adb.org/sites/default/files/project-documents/48414/48414-006-rrp-en.pdf
https://www.adb.org/sites/default/files/project-documents/48414/48414-006-rrp-en.pdf
https://www.alternatewars.com/BBOW/ABM/Value_Injury.pdf
https://www.alternatewars.com/BBOW/ABM/Value_Injury.pdf
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Table 6: Without-Project Crash Costs 

Cost Incident 
Frequency  

(per million veh-km)a 

Amount per 
Incident, 2020  

($ million) 
Annual Cost d 

($ million) 
Property damage Crash 0.067 2,700b 0.06 
Transport and treatment Injury 0.077 1,000b 0.02 
Transport and treatment Fatality 0.042 1,000b 0.01 
Economic loss Fatality 0.042 120,750c 1.55 
Economic loss Injury 0.077 30,200c 0.71 
Total    2.35 

km = kilometer, veh = vehicle. 
a Historic crash frequency per year (21 crashes, 24 serious injuries, and 13 fatalities) divided by project road traffic 

expressed in vehicle-kilometers. 
b From the 4R100 feasibility study. 
c International Road Assessment Program values: 70 x gross domestic product per head per fatality and 25% of same 

value for a serious injury. 
d Annual cost = frequency x annual vehicle-kilometers x amount per incident. 
Source: Asian Development Bank estimates. 
 
18. The causes of crashes on the project road are not known, but recently published national 
statistics indicate that one-third of all recorded road accidents are related to overtaking. Widening 
the project road is expected to reduce the incidence of this type of crash. A global comparison 
found that similar projects reduced the number of accidents up to 54%, with a mean and median 
value of 25%.10 The proposed project would add at least one lane to 57% of the road. The number 
of crashes could reasonably be assumed to decrease by 25% times 57%, or 14.3%, estimate to 
15%. In the absence of more detailed data, the same proportional reduction is assumed to apply 
to injuries and fatalities as to crashes. 
 
E. Results of Economic Analysis 
 
19. An economic assessment of the project was carried out using standard appraisal 
methodology. It compares the incremental benefits of reductions in VOCs, travel times, and crash 
costs arising from the project with the initial investment costs and changes in maintenance costs 
over a 27-year appraisal period (3 years implementation and 24 years operation). Table 7 
summarizes the principal assumptions. 
 
20. Streams of costs and benefits are shown in Table 8, together with the key economic 
indicators: benefit–cost ratio (BCR), economic internal rate of return (EIRR), and net present value 
(NPV) at a 9% discount rate. The results are presented using the world price numeraire. The 
results indicate that the project is economically viable, with a BCR of 1.32, an EIRR of 11.3%, and 
an NPV of $42.8 million. 
 

Table 7: Principal Assumptions 
Assumption Value 
Price base year 2020 
Discount year 2020 
Currency of analysis US dollar 
Construction start year 2022 
Construction end year 2024 
First year of benefits 2025 
Appraisal period 3 years of implementation and 24 years of operationa 
Numeraire used World price numeraire 

 
10 Austroads. 2010. Austroads Technical Report: Road Safety Engineering Risk Assessment, Part 6: Crash Reduction 

Factors. Sydney. 
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Income elasticity of demand Traffic growth falls from 5% initially to 3% at the end of the 
evaluation period, equivalent to elasticity falling from 0.77 to 0.5   

Value of time (working, 2020) $1.6/hour (car passengers)  
$1.1/hour (bus passengers) 

Value of time (nonworking, 2020)  $0.48/hour (car)  
$0.33/hour (bus passengers) 

Gross domestic product growth assumptions 2020 0.5%, 2021 6.5%, 2024 6.0%b 
Standard conversion factor 1.00 
Conversion factor (CF) applied to construction 1.00 
CF applied to supervision 1.00 
CF applied to taxes, duties, profits, transfers 0.00 

a In line with Uzbekistan practice. 
b Asian Development Bank. 2020. Asian Development Outlook Update, September 2020. Manila (for 2020–2021 

forecasts); and International Monetary Fund. 2019. World Economic Outlook, October 2019. Washington, DC (for 
2024 forecast). 

Source: Asian Development Bank estimates. 
 

Table 8: Costs and Benefits Stream, 2020 World Prices 
($ million) 

Year Incremental Costs Incremental Benefits Total  
Benefits 

Net  
Benefits Investment Maintenance VOC Timea Gen Traffic Safety 

2022 38.31 (16.17) 0.00 (3.66) 0.00 0.00 (3.66) (25.80) 
2023 94.86 (1.08) 0.00 (3.88) 0.00 0.00 (3.88) (97.65) 
2024 49.25 (1.08) 0.00 (4.11) 0.00 0.00 (4.11) (52.28) 
2025 0.00 (0.43) 7.14 5.86 0.32 0.67 13.99 14.42 
2026 0.00 (0.43) 7.46 6.29 0.34 0.72 14.81 15.24 
2027 0.00 (0.43) 7.79 6.75 0.36 0.77 15.67 16.10 
2028 0.00 (10.13) 8.13 7.24 0.38 0.82 16.58 26.71 
2029 0.00 (0.43) 8.48 7.77 0.41 0.87 17.53 17.97 
2030 0.00 (0.43) 8.84 8.34 0.43 0.93 18.54 18.97 
2031 0.00 (0.43) 9.21 8.94 0.45 1.00 19.60 20.03 
2032 0.00 (0.43) 9.59 9.58 0.48 1.06 20.71 21.14 
2033 0.00 (0.43) 9.98 10.27 0.51 1.13 21.88 22.31 
2034 0.00 (2.16) 10.37 11.00 0.53 1.20 23.11 25.27 
2035 0.00 (0.43) 10.78 11.78 0.56 1.28 24.40 24.83 
2036 0.00 (0.43) 11.19 12.61 0.60 1.36 25.76 26.19 
2037 0.00 (0.43) 11.61 13.50 0.63 1.45 27.18 27.61 
2038 0.00 (0.43) 12.04 14.44 0.66 1.54 28.68 29.11 
2039 0.00 (0.43) 12.47 15.44 0.70 1.63 30.25 30.68 
2040 0.00 (10.13) 12.92 16.51 0.74 1.73 31.90 42.03 
2041 0.00 (0.43) 13.37 17.64 0.78 1.84 33.62 34.05 
2042 0.00 (0.43) 13.82 18.84 0.82 1.95 35.43 35.86 
2043 0.00 (0.43) 14.28 20.12 0.86 2.06 37.32 37.76 
2044 0.00 7.54 14.75 21.47 0.91 2.18 39.31 31.76 
2045 0.00 (0.43) 15.22 22.90 0.95 2.31 41.38 41.82 
2046 0.00 (10.13) 15.70 24.41 1.00 2.44 43.56 53.69 
2047 0.00 (0.43) 16.18 26.01 1.05 2.57 45.82 46.26 
2048 (45.60) (0.43) 16.67 27.70 1.11 2.72 48.20 94.23 
PV at 
9% 161.93 (30.07) 81.68 79.05 4.29 9.67 174.68 42.81 

       NPV 42.8 
       EIRR 11.3% 
       BCR 1.32 

( ) negative, BCR = benefit–cost ratio, EIRR = economic internal rate of return, gen = general, NPV = net present value, 
PV = present value, VOC = vehicle operating cost. 
a Includes costs of delay during construction. 
Source:  Asian Development Bank estimates. 
 
21. Sensitivity tests and calculations of switching values were carried out to determine the 
effect of variations in key input parameters (Table 9). 
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Table 9: Sensitivity Analysis 
($ million) 

Case EIRR NPV Switching Value 
Base case 11.3% 42.8  
Capital cost +20% 9.5% 10.4 126% 
Benefits –20% 9.4% 7.9 76% 
Cost +20% & benefits –20% 7.8% (24.5) 112%/88% 
Construction delays factored by 2 10.6%  32.1 501% 
( ) = negative, EIRR = economic internal rate of return, NPV = net present value. 
Source: Asian Development Bank estimates. 
 

FINANCIAL ANALYSIS  
 
F. Introduction and Scope 

 
22. The project road will not be tolled and will be maintained under the government’s 
maintenance program. The financial analysis of the project was conducted by assessing the 
sustainability of incremental maintenance costs assumed by the government.11 The financial 
analysis was carried out by using an estimation of the unconstrained operation and maintenance 
(O&M) cost requirement for the entire road network, which is under the responsibility of the 
Committee for Roads. This is compared with the actual budget allocation to estimate the O&M 
shortfall.  
 
G. Assumptions on Unconstrained Operation and Maintenance Requirements  

for the Network 
 
23. In consultation with the Committee for Roads, the annual unconstrained routine 
maintenance12 assumption for the network is SUM63.1 million/km and the annualized 
unconstrained periodic maintenance cost assumption for the network is SUM96.5 million/km.13 In 
the case of the project road, the annual routine maintenance cost assumption is the same at 
SUM63.1 million/km but the annualized periodic maintenance is lower at SUM84.1 million/km, 
largely because of the use of concrete rather than bitumen for the proposed road reconstruction. 
 
24. Table 10 outlines the actual expenditure for road maintenance by the Committee for 
Roads for the network in 2015–2020 compared with the unconstrained O&M requirement. The 
Committee for Roads is responsible for the maintenance of 42,695 km, including the 107.8 km 
project.  

 
Table 10: Fiscal Analysis of Historical Operation and Maintenance Expenditure by the 

Committee for Roads, 2015–2020  
(SUM billion) 

Item 2015 2016 2017 2018 2019 2020 
Road maintenance utilization 450 615 828 1,590 1,222 1,781 
Unconstrained O&M requirement for network 1,757 2,053 5,202 5,387 6,165 6,815 
O&M funding shortfall 74% 70% 84% 70% 80% 74% 
O&M = operation and maintenance. 
Source: Committee for Roads and consultant estimates. 

 
 

11 ADB. 2019. Financial Analysis and Evaluation: Technical Guidance Note. Manila. 
12 Routine maintenance is done regularly to ensure that the network is functional. Periodic maintenance is performed 

at set intervals to ensure proper operation of the network throughout its life span. 
13 Based on Cabinet Decree 226/2006, MKN 41-2008 and MKN 24-2005 relating to technical norms for repair and 

maintenance.  

https://www.adb.org/sites/default/files/institutional-document/535126/financial-analysis-evaluation-guidance-note.pdf
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25. Road maintenance expenditure, which was SUM615 billion in 2016, more than doubled in 
2018, largely because of increased input costs driven by the devaluation of the sum in September 
2017 (Table 10).14 In 2020, the unconstrained O&M requirement was SUM6,815 billion while 
budget utilization was SUM1,781 billion, a shortfall of 74%, meaning that just 26% of the required 
O&M is being met, with a similar shortfall in each of the past 6 years. The buildup of such 
maintenance backlog could shorten the economic life of the road network compared with its 
design life. 
 
26. The situation is projected forward (Table 11) using the Committee for Roads projection of 
maintenance expenditure. In 2026, when the project road becomes operational, maintenance 
budget utilization is projected to increase by SUM322 billion from SUM3,222 billion in 2025 to 
SUM3,543 billion. The unconstrained O&M requirement of the project road is SUM21 billion and 
the remaining network O&M requirement is SUM421 billion, giving rise to a total increase in 
unconstrained O&M requirement of SUM442 billion in 2026. However, the increase in the 
Committee for Roads O&M budget is only SUM322 billion, which would lead to the conclusion 
that the project road’s O&M may not be fully funded. The funding shortfall is projected to reduce 
from 63% to 56% of the unconstrained O&M requirement in 2026–2029 because of projected 
increases in budget utilization for road maintenance.15 The project road’s unconstrained O&M 
requirement accounts for 1% of the Committee for Roads budget and, therefore, would be 
affordable if prioritized. 
 

Table 11: Projected Fiscal Analysis of Operation and Maintenance Expenditure  
(SUM billion) 

Item 2025 2026 2027 2028 2029 
 Without 

Project 
With 

Project 
With 

Project 
With 

Project 
With 

Project 
Projected road maintenance budget utilization 3,222 3,543 3,898 4,288 4,717 
Unconstrained O&M requirement  8,697 9,140 9,606 10,097 10,613 
O&M funding shortfall  63% 61% 59% 58% 56% 
Inflation-linked increase in O&M requirement for 

existing network   421 444 466 516 

Incremental O&M requirement for the project only  21 23 24 26 
Total increase in O&M requirement with the project  442 467 491 490 
O&M = operations and maintenance.  
Source: Consultant estimates. 

 
27. The Committee for Roads should ensure that the project road is maintained in good 
condition in accordance with national standards and that maintenance is financed on time by the 
government’s own resources. The government’s National Development Strategy, 2017–2021, 
developed through public consultation, recognizes the importance of road infrastructure for 
making the economy competitive. Given the projected financing gap in road maintenance, the 
government should commit to increasing road maintenance expenditure through a road policy 
directive,16 which would then provide the foundation to have in place a road asset management 
system by 30 June 2026.17 

 
14 Following a decision to remove the sum from the dollar peg and ease restrictions on the purchase of foreign currency, 

the Uzbekistan Central Bank devalued the currency on 5 September 2017 from $1 = SUM4,210 to $1 = SUM8,100. 
15 Based on Committee for Roads projections. 
16 Either through budgetary allocations or a dedicated road maintenance fund that will receive road user charges such 

as a fuel tax, fines or tolling. Such as a Resolution of the President which has been used previously for the 
development of the road sector, e.g., PP-4143 on “re-organization of the activities of the Ministry of Transport” and 
PP-4545 on “further measures for development of road sector management”  

17 when SRRP becomes operational taking into account time for consultation and studies on the maintenance fund to 
be undertaken.   


