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1) To assess the Transport Infrastructure Deficit in the North 

East Region.  

 

2) To assess the role of each mode of transport for improving 

the accessibility and mobility of both people and goods.  

 

3) To make recommendations for provision of transport 

infrastructure and facilities keeping in view:  

 

a.  the role of each mode of transport  

b.  the requir ement of traffic demand, particularly, that 

relating to movement of essential commodities  

c.  need to ensure balance between the ability of 

transport to serve economic development of the 

region and to conserve ener dgy, protect 

environment, promote safety and s ustain good 

quality of life.  

d.  need to adopt and evolve suitable technology for 

cost effective creation, economical maintenance 

and efficient utilisation of transport assets.  

 

4) To assess transport infrastructure, requirement of providing 

connectivity with the  neighbouring countries with a view 

to enabling trade between North Eastern Region and 

neighbouring countries.  

 

5) To assess the investment requirement of Transport sector 

and to recommend measures to fund the projected 

investment.  

 

6) To suggest measures to imp rove the capacity to evolve 

and implement projects in North East.  
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I. EXECUTIVE SUMMARY 

 

1.1 It is for the first time that while formulating National Transport 

Policy, a separate attention has been paid to the transport 

needs of the North Eastern Region.  The Work ing Group decided 

to look at the situation under three categories:  

(i) Intra -Regional Need  

(ii) Inter -Regional Need  

(iii) Trans Border Movement  

 

1.2 The Working Group also examined the needs for various possible 

sectors viz. Road, Rail, Civil Aviation and Inland Water Trans port 

to arrive at a holistic picture.   

1.3 In a nutshell, our recommendations are as under : 

 

1.3.1 Roads  

(i) Roads are going to be the mainstay for bringing 

transformational changes in infrastructure of the region.  

(ii) It is necessary to form a separate body under the ae gis of M/o 

DONER to monitor the construction activities in the sector.  

(iii) It is imperative to have a GIS mapping of roads in this region 

for which MORTH should provide funds to the State and  

undertake the responsibility without any delay.  

(iv)  There is a need fo r chan ging the technology being  used  for 

construction of roads to improve their longevity.    

(v)  There is a need to have training institutions to develop skills in 

the local population for good maintenance of roads 

constructed both with the present technology  and the 

superior technology whenever adopted.  

(vi)  There is a need for foot suspension bridges in abundance.  
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(vii)  While four laning of many routes has been recommended and 

lot of them have already been sanctioned, the Working Group 

feels that it would be prudent to have the additional two lane 

constructed on the other side of the hill so that in case of 

landslides, the whole route does not get blocked/suspended. 

It may also help in meeting the environmental considerations.  

1.3.2 Rail 

(i) New railway lines ð one connecting the Sittwe Port in Myanmar 

to Tirap district in Arunachal Pradesh  across Mizoram, Manipur 

and Nagaland and another line connecting Dhubri to Silchar 

via Meghalaya is considered essential to improve 

transportation in the region.  

(ii) The railway has now extensi ve know -how  of tunnel 

construction with their experience of constructing tunnels in 

Konkan Railway Region and J&K projects. They may revise their 

alignments, wherever possible, to take the stations closer to 

the inhabited areas and also reduce distances by  making 

prudent use of tunnels.   

1.3.3 Civil Aviation  

(i) Civil aviation holds the key to not only linking the region to the 

rest of India but also catalysing trade and commerce with the 

neighbouring countries.  

(ii) It would be financially desirable to make a model for  bringing 

in PPP as suggested in the report to develop a viable civil 

aviation network in the region.  

(iii) It is felt that bringing in private operators may change the 

scenario so much that cheap air travel may become possible 

through induction of smaller airc rafts with better technology 

for which a onetime capital cost may be met by the 

Government and the private operators may be asked to 

operate the services without any dependence from subsidy for 

day -to -day operations.  

(iv)  In keeping with the geographical conto urs of the region and 

the thin spread of population, we are of the view that a hub 

and spoke model with hubs at Guwahati, Imphal and 

Agartala should be developed for the region.   

(v)  DONER should catalyse development of meteorological 

forecasting network in t he region to make civil aviation 
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predictable and safe. The necessary investments for that may 

be provided by the Government through DONER.  

(vi)  Development of skill in the local population not only for 

operations of aircrafts but also for maintenance need to b e 

developed. This can be done by bringing in an institute not 

only for developing aeronautical engineers but also for 

subordinate maintenance staff. This would facilitate night halt 

of aircrafts at various locations and provide connections in 

early morning  so that local population may be in a position to 

reach Kolkata/Delhi/Mumbai in the morning hours to attend 

meetings and return in the evening.  

(vii)  There is a vast network of airports in the region due to the war 

effort during II World War but many of them ar e lying dormant. 

The report has suggested that a few of these airports should be 

made operative within a time frame for civilian use to provide 

better connectivity not only for men but also for cargo.  

(viii) With the above suggestion, it would be possible to pro vide 

connectivity for horticulture/floriculture/aquaculture common 

in the region.  

 

1.3.4 Inland Waterways  

(i) A large paraphernalia already exists for inland water transport 

in the river Brahmaputra. Proper usage of this capital is 

necessary, which can be achieved b y entering into a long 

time treaty with Bangladesh Government to provide access 

from West Bengal through Assam to their river system. This can 

be possible if the Indo -Bangladesh Protocol on Inland Water 

Transit & Trade is extended for at least 10 years at a time to 

attract investment.  

(ii) Maintenance of barges and other supporting equipment must 

be developed near Guwahati without any further delay. This 

would make the barges available for the longer duration for 

transportation.  

(iii) Inland water transport should be  utilised for movement of over 

dimensional consignments to avoid congestion on roads 

especially in the Chickenõs Neck are of the corridor between 

North Bengal area and Assam.  
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(iv)  Barak River should be utilised for inland water transport in the 

North Eastern R egion and also connecting it to Bangladesh by 

taking up this project as a National Project on similar lines as 

has been done for river Brahmaputra.  

(v)  The optimal use of the waterways in the North East requires 

investment in vessels and their regular operatio ns. Apart from 

the policy regime of an extended period of the Indo -

Bangladesh Protocol, an agency either in the public sector or 

with introduction of private players has to be found.  

(vi)  Infusion of PPP in inland water transport.  

 

1.3.5 Development of multi -model hubs  

(i) The geography and demography of the region is spread in 

such a manner in the North Eastern Region that the committee 

feels that development of multi -modal hubs at two stations will 

facilitate smooth transportation in the region in times of 

calamity as  well as insurgency. These hubs have to be 

developed at following stations:  

1. Dhubri  

2. Badarpur  

At both stations, it is possible to have connectivity from rail, 

road, inland water transport as well as civil aviation. These 

multi -moda l hubs can be later on giv en to private players for 

operation or may be run by a corporation developed for this 

specific requirement.  

1.3.6 Other salient issues  

(i) It was considered necessary by the Committee that the 

development of transport in North Eastern Region should be 

ahead of the transportation links to be developed with the 

neighbouring countries so that the North Eastern Region can 

exploit fully the connectivity with neighbouring countries by 

way of enhanced trade & commercial activities.  

éééééééé 
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II. INTRODUCTION  

Asset Potential and Growth Mismatch  

2.1 Indiaõs North East consists of eight states ð Arunachal Pradesh, 

Assam, Manipur, Meghalaya, Mizoram, Nagaland, Sikkim, and 

Tripura ð occupying 2 ,62,179 sq. Km. and with a population of 

4.56 crore as per 2011 Census . That is comparable t o the area of 

Andhra Pradesh (2 ,75,069 sq.km) and the population of Orissa 

(4.19 crore).   

2.2 The region is rich in natural resources, especially forests  and 

water . The potential for development is immense.  However, in 

spite of some progress in a few of the North Eastern states , overall 

growth rates over the past years have remained  low.  There are 

still a number of areas subject to continued violence and there is 

plethora  of reports documenting natural resource degradation, 

depleting the very assets that carr y the greatest potential for 

growth and development .  In recent years, the region has missed 

out on the economic growth acceleration witnessed most parts  

of India. The regionõs agriculture sector has poor productivity.  

Diversification into services and man ufacturing has been 

inadequate.   

2.3 The road network is inadequate and quality of roads  in the 

region is extremely poor. The total railway track length in the 

entire region is 2,592 km, with broad -gauge track confined to 

Assam only.  Inland waterways in the Brahmaputra and smaller 

rivers, such as the Kaladan in Mizoram and Barak in Assam, have 

become virtually non -functional after the Partition.  

1947 and 1965  

2.4 Prior to 1947, the region formed an economic unit with East 

Pakistan/Bangladesh.  The severance of E ast Bengal with the 

partition broke that economic integrity  plac ing  hurdles on future 

economic progress. It had isolated the  region, sealed both land 

and sea routes for commerce and trade, and severed access to 

traditional  markets and the gateway to the Ea st and South -East 

Asia ð the Chittagong port in East Bengal  (now Bangladesh).  

2.5 The Partition  distanced the North Eastern Region to the rest of 

India  by restricting connectivity to the  narrow 27 -km-wide Siliguri 

corridor, making the region a ôremote land õ with 96 per cent of 

the boundary of the region forming international borders . The 

uneasy relationship with most of the  neighbouring countries has 

not  helped the cause of development  of the  region either .   
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2.6 After the 1965 Indo -Pak war, communication links we re 

completely broken . With the emergence of Bangladesh, the 

threads were picked up again.  

 

Chickenõs Neck 

 

2.7 The Western part of the region is connected to the Eastern part 

of the country through the Siliguri Land Corridor (Chickenõs 

Neck), which has an app roximate width of 33 kilometers on the 

eastern end and 21 kilometers on the western end. Any transport 

planning for the region will have to design an optimum use for 

this land mass.   

 

Perspective Transport Planning  

 

2.8 The objective of the North Eastern Regi on Vision 2020 is to enable 

the North Eastern States to reach the same level of economic 

growth and provide opportunities to its people as of the rest of 

the country.  Transport planning for NER has to support the 

projected growth rates for the region.  In  addition, transport 

infrastructure has to also account for other variables which are 

not applicable to the rest of the country.  

2.9 These are :  

2.9.1 Security and strategic interest of the country as the NER is 

bound by international boundaries.  

2.9.2 Certain parts of  the region continue to suffer from endemic 

violence, extortion, drug trade, etc. Bandhs, blockades are 

common.  They affect economic activity.  Transport 

infrastructure has to provide redundancies to account for 

such incidences.  

2.9.3 The infrastructure has al so to take care of the typical 

topographical problems faced in NER such as landslides, 

seismic vulnerability.  As some of the smaller hilly state have 

only one National Highway and inadequate railway 

connectivity, transport plans have to provide alternate 

connectivity so that if the existing route is blocked due to 

any natural disaster, other options are available.  
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2.9.4 The region being bound by international neighbours, 

connectivity to the neighbouring countries through land 

and water routes have to be created  for exchange of 

trade, tourism and services.  

2.10 The objective of the Transportation Development Strategy for the 

North Eastern Region  is to promote and support the balanced 

and equitable economic development of the region .  

2.11 The challenge of infrastructure c reation in NER is to (a) complete 

the provision of infrastructure by 2025, (b) create institutional and 

functional mechanism s to sustain and maintain the infrastructure 

and (c) create policy regime  for free movements of goods & 

people - within the region , from the region to rest of India and  

from the region to the international neighbours. We believe that 

the  report will throw up ideas that will challenge policy maker to 

address transport issues from new paradigms in some respects . 

The report of the Working  Group has been made keeping in view 

these factors.  

 

.......................
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III. TERMS OF REFERENCE FOR THE WORKING GROUP ON 

NORTHEAST 

3.1 By keeping in view the special need of the North Eastern Region , 

it has been decided by the National Transport Development 

Policy Committee (NTDPC) to constitute a Working Group on 

Improvement and Development of Transport Infrastructure in the 

North east . The outline of the Working Group activities are as 

follows:  

3.1.1 To recommend on processes, institutional set -ups required 

o resp ond to the changing dynamics of connectivity in the 

North Eastern  Region . 

3.1.2 To assess connectivity for the region with a multi -modal 

perspective combining roads, railways, inland water 

transport and civil aviation. The time  horizon for assessing 

the connect ivity requirements shall be upto 2020 for 

medium  term requirements. However, the next phase of 

consolidation shall be upto 2030.  

3.1.3 To suggest requirement of connectivity from the following 

perspectives:  

(i) Connectivity within the North Eastern  Region.  

(ii) Connecti vity with the rest of India.  

(iii) Connectivity with immediate international 

neighbours and beyond for promotion of trade and 

commerce.  

3.1.4 To assess the investment requirement of Transport Sector 

and to recommend measures including alternative 

financing mechanisms to fund the projected investments.  

3.1.5 To suggest measures to improve the capacity to evolve 

and implement projects in North east .  

 

....................
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IV. OVERVIEW OF TRANSPORT SYSTEM  

The North Eastern Region  of India  has international borders with 

China in th e North, Myanmar in the East, Bangladesh in the Southwest 

and Bhutan in the Northwest. The Western part of the region is 

connected to the Eastern part of the country through the Siliguri Land 

Corridor (Chickenõs Neck), which has an approximate width of 33 

kilometers on the eastern end  and 21 kilometers on the western end .  

4.1 RAILWAYS   

4.1.1 The presence of railways in the North Eastern  Region is more 

than 125 years old when the first passenger railway system came 

into being in 1881 between Dibrugarh and Sadiya.  Since then, 

the railway system in the region has grown considerably. In 1958, 

a new railway zone, viz. Northeast Frontier Railway was carved 

out of the North Eastern Railway with headquarters at Maligaon, 

Guwahati . There are presently five divisions which serve these 

eight North Eastern states, viz. Katihar, Alipurduar, Rangia, 

Lumding and Tinsukia. Today NF Railway directly or indirectly 

serves all the eight North Eastern states besides West Bengal and 

Bihar.  

4.1.2 NF Railway has become the lifeline of the Nort h Eastern region  

transporting essential goods all over the region. It moves coal 

and petroleum products from the region to rest of India. NF 

Railway also serves as a rail head for the landlocked Himalayan 

countries of Nepal and Bhutan and provides intercha nge 

facilities with Bangladesh.  

4.1.3 The present rail network in the North Eastern  Region comprises of 

about around 2602.35 route kms  (as on 31.3.2011) out of which 

1454.16 kms on the broad gauge and the remaining 1148.19 kms 

on the metre gauge. The state -wise distribution of the network is 

given in Table 3.1.  

 

Table 4.1: State-wise Rail Network  in the Region   

 

(As on 31.03.2011)  

State  BG  MG  Total  Km  

Arunachal Pradesh    1.26 1.26 

Assam  1443.03  990.96  2433.99  

Tripura  0 151.40  151.40  
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Nagaland  11.13  1.72  12.85  

Manipur  -  1.35  1.35  

Mizoram  -  1.50  1.50  

Meghalaya  -  -  -  

Sikkim  -  -  -  

Total  1454.16 1148.19 2602.35 

 

4.1.4 Out of the 1148.19 kms remaining on the metre gauge, 1130 kms 

has already been sanctioned for conversion to broad gauge 

under 4 projects which are already under progress.  Seventeen 

projects comprising New line/Gauge conversion/Doubling and 

railway electrification are in progress with a total throw forward 

of Rs 16153.00 cr. The category -wise break up  can be seen in 

Table 3.2 .  
 

Table4.2 : Railway Sector Project Overview  in North Eastern  Region  

 

Plan Head  Projects 

in 

Progress 

Throwforward in 

Rs. Cr.  

(as on 01.04.2011)  

Length of 

ongoing 

works (Km)  

National 

Projects 

(no.)  

New Line  12 12522 897.9 8 

Gauge 

Conversion  

4 2851 1510 2 

Doubling  - - - -  

Railway 

Electrification  

1 780 836 - 

4.1.5 Out of  these projects , ten projects  have been declared as 

National Projects where the funding for the project is met to the 

extent of 75% by the Central Government and 25% by the 

Min istry of Railways. As a result of the focused attention, the 

Railwaysõ investment in North Eastern Region  has steadily been 

going up (Refer Figure 3.1 below) and output has also shown 

significant improvements.   
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Figure 4.1: Trend of Railway Sector  Investment in NE Region  

 

0

500

1000

1500

2000

Rs(Crore) 840.85 978.95 1398.09 1870 1909.5

2006-07 2007-08 2008-09 2009-10 2010-11(FM)

 

4.2 ROADS   

4.2.1 Roads are of particular importance in the region because they 

provide access even to isolated villages in the hills. However, 

because of the low levels of economic activity in the region, lit tle 

attention was paid in the past to the development of roads. 

There are a few geographic reasons for the lack of development 

of road transport in the region:   

(i) Northeast India is generally hilly or mountainous (except for 

some plains areas), making road construction expensive.   

(ii) Heavy rainfall in summer causes landslides in the hills and 

floods in the plains, often severely damaging roads.   

(iii) Because the region has many rivers and streams, road 

building often involves the construction of expensive 

bridges.    

(iv)  Road -building materials, such as stone chips, are readily 

available, but are costly to transport to the work sites.   

4.2.2 The details of available road network in the North Eastern Region 

by state are  presented in Table No. 4.3. 
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Table No. 4 .3: Length of  road network in northeast India by state  

State Blacktopped 

/ Gravelled 

(Km.)  

Kacha (Km.)  

(Unmetalled)  

Total 

(Km.)  

Road Length 

(Km.)/100 Sq. 

Km. 

Arunachal 

Pradesh  

5,550 9,400 14,950 17.85 

Assam 5,534 29,595 35,129 44.79 

Manipur  4,110 1,768 5,878 26.33 

Meghalaya  3,110 2,514 5,624 25.07 

Mizoram  1,760 3,090 4,850 22.99 

Nagaland  1,984 6,708 8,656 52.29 

Sikkim 1,415 899 2,314 32.61 

Tripura 3,693 3,180 6,873 65.46 

NE India  27,159 57,154 84,274 32.14 

Source: Basic Statistics of North Eastern Region, NEC,  Shillong 

 

  

4.3 WATER TRANSPORT  

4.3.1 Northeast India has many large and small rivers providing 

facilities for water transport, especially in their plains sections. 

From the ancient period until roads were constructed, the 

Brahmaputra and Barak rivers were commonl y used as the 

medium of transport. During the period of British rule the 

Brahmaputra and Barak -Surma rivers were used extensively for 

transport and trade between northeast India and the port of 

Calcutta (now Kolkata). With the growth of the tea industry th ese 

rivers became important carriers of trade. The East India 

Company started the water route along the Brahmaputra from 

Kolkata to Dibrugarh in 1844 and steamships were introduced by 

the Joint Steamer Company in 1847. At about the same time 

Silchar was li nked with Kolkata along the Barak -Surma-Meghna 

navigation channel. However, with the partition of India in 1947, 

water transport received a serious blow as a foreign country was 

born between northeast India and the port of Kolkata.  
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Figure 3.2 : National  Waterway No.2  

 

4.3.2 It is estimated that the North Eastern Region  has about 1,800 

kilometers of river routes that can be used by steamers and large 

country boats. The inland water transport departments of both 

the state and central governments have been tryin g to improve 

the water transport system in the region. The Brahmaputra now 

has several small river ports . In addition, there are more than 

thirty pairs of ferry ghats (crossing points) on the Brahmaputra, 

transporting both passengers and cargo. The Barak a lso has 

small ports at Karimganj, Badarpur, and Silchar and ferry services 

at several places across it.   

4.3.3 In Arunachal Pradesh the rivers Lohit, Subansiri, Burhi Dihing, Noa 

Dihing, and Tirap  are used for navigation by small country boats 

in those stretche s where there are no rapids. The rivers 

Dhaleshwari, Sonai, Tuilianpui, and Chimtuipui in Mizoram are 

also used for navigation with small country boats in convenient 

stretches. Similarly, in Manipur, the Manipur River, along with its 

three main tributaries , the Iril, Imphal, and Thoubal, is used for 

transporting small quantities of merchandise by country boats.   
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4.3.4 INFRASTRUCTURE FOR INFRASTRUCTURE CREATION : The largest 

expected cargo movements in the North Eastern  Region shall 

arise from the ambitious powe r projects being implemented by 

various private sector companies along with the National 

Hydroelectric Power Corporation Ltd (NHPC), North Eastern 

Electric Power Corporation Ltd. (NEEPCO), National Thermal 

Power Corporation (NTPC) on various tributaries of  the 

Brahmaputra particularly in Arunachal Pradesh. These 

developments are expected to generate cargo movements of 

about 50 - 100 million metric tons over a period of 20 years.  (2.5 -

5.0 million metric tons per year). Accordingly, the infrastructure 

requi rements for the same will be enormous in size. IWT can play 

the most complementary role in catering to the needs of such 

large requirements.  

4.3.5 Other identified cargo movements include coal from 

Meghalaya, fly ash from Farakka to various destinations in the 

Northeast, limestone for cement plants, petroleum products from 

Numaligarh refinery, bitumen from Haldia, and food grains from 

Kolkata to various destinations in the Northeast for the Food 

Corporation of India Ltd.  

4.3.6 KALADAN MULTIMODAL TRANSIT TRANSPORT PROJECT: (Map at         

95) Project envisages development of an alternate con nectivity 

to Mizoram through Myanmar. The Project is piloted and funded 

by Ministry of External Affairs. Following are the various 

components of the Project:  

(i) Port & IWT : Constructio n of a Port at Sittwe in Myanmar 

and development of Inland navigation along river Kaladan 

from Sittwe to Paletwa (158 kms) including supply of 6 nos. 

300 tonne capacity cargo barges.  Inland Water Transport 

(IWT) terminals are to be constructed at Sittwe a nd 

Paletwa.   

(ii) Highway (Myanmar) : Construction of a road from Paletwa 

to Indo -Myanmar border with Mizoram (125 kms).   

(iii) Road section in India : Construction of a road from Indo -

Myanmar border till NH -54 at Lunglei in Mizoram (100 kms).   

4.3.7 INDO-BANGLADESH INLAND WATERWAYS PROTOCOL : An Inland 

water transit and trade protocol exists between India and 

Bangladesh under which inland vessels of one country can transit 

through the specified routes of the other country. The existing 

protocol routes are (i) Kolkata -Pandu -Kolkata, (ii) Kolkata -

Karimganj - Kolkata, (iii) Rajshahi -Dhulian -Rajshahi and (iv) 

Pandu -Karimganj -Pandu. For inter -country trade, four ports of call 
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have been designated in each country namely; Haldia, Kolkata, 

Pandu and Karimganj in India and Naraya nganj, Khulna, Mongla 

and Sirajganj in Bangladesh. The recent additions are Silghat in 

India and Ashuganj in Bangladesh. Under the Protocol, 50:50 

cargo sharing by Indian and Bangladeshi vessels is permi tted 

both for transit and inter -country trade.  

4.4 A IRWAYS  

4.4.1 Most of the places in the North Eastern Region are inaccessible 

and located in far -flung areas. The road and rail infrastructure is 

inadequate, therefore, air connectivity is the most viable means 

of transportation in the Region both for intra -State con nectivity 

and the Regionõs linkage to the mainland. 

4.4.2 There are a total of 23 airports in the North Eastern Region out of 

which 11 are operational. These airports are ð Agartala, Aizawl, 

Dibrugarh, Dimapur, Guwahati, Imphal, Jorhat, Lilabari, Shillong, 

Silchar and Tezpur. The airport at Lengpui, Aizawl is owned by the 

State Govt. The 12 non -operational airports are ð Along, 

Daparizo, Kailashahar, Kamalpur, Khowai, Pasighat, Rupsi, Tezu, 

Tura, Tuirial, Ziro and Shella.  Three proposed Greenfield airports 

are t o be developed at Itanagar, Cheithu and Pakyong. The 

detailed status of the airports in North Eastern  Region is 

indicated in Figure 3.4.  

Figure 3.4 : Status of Airports in North Eastern  Region  
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4.4.3 There has been an overall growth of 104.10% in aircraft 

mo vement in the North Eastern Region between 2004 -05 and 

2010-11 and a growth of 211.6% in passenger traffic for the same 

period. To provide better connectivity to the North Eastern 

Region, the Govt. issued Route Dispersal Guidelines in March, 

1994 stipulati ng the mandatory capacity deployment. Category -

I routes are having 12 major trunk -routes. Category -II routes are 

stations in NE Region, J&K, Andaman & Nicobar and 

Lakshadweep. Scheduled operators have been stipulated to 

deploy 10% of capacity deployed on C ategory -I routes. For 

Category -II A routes which fall within NE Region, J&K, Andaman 

& Nicobar and Lakshadweep, scheduled operators have to 

deploy 1% of capacity deployed on Category -I routes. For 

Category -III routes which are routes other than in the cate gories 

mentioned above, scheduled operators have to deploy 50% of 

capacity deployed on Category -I routes.  

 

4.4.4 Besides aircraft operations, helicopter services also operate in 

the NE Region. Pawan Hans Helicopters Ltd. have deployed 

various categories of heli copters in four States of NER which 

include one helicopter each in Meghalaya, Tripura, Sikkim and 

Arunachal Pradesh.  These are now temporarily suspended.  

4.4.5 A number of aerodromes were constructed in this region during 

World War II, when the eastern war fron t reached the Indo -

Myanmar border. The Allied Forces built small aerodromes at 

Kahikuchi (near Guwahati), Mohanbari (Dibrugarh), Salanibari 

(Tezpur), Rawraiya (Jorhat), Lilabari (North Lakhimpur), Dimapur, 

and Imphal. After independence, some of these airf ields were 

used by private companies such as Bharat Airways and Indian 

Airways for commercial services. After the nationalization of 

commercial air transport in India, the Indian Airlines Corporation 

took over the services and new airports were opened at 

Dimapur, Kumbhirgram (near Silchar), and Agartala. The airport 

near Guwahati was also shifted to Borjhar. In addition, smaller 

airports were constructed at Ziro and Tezu in Arunachal Pradesh, 

at Umroi (near Shillong), Tuirival (Aizawl), and at Kailasahar an d 

Kamalpur in Tripura. The smaller airports are rarely used. The 

Borjhar (Lokapriya Gopinath Bordoloi ) international airport  is the 

only large one in this region. Some of these airports (for example 

Guwahati, Tezpur, Jorhat  and Rawraiya) are also shared by  the 

Indian Air Force.  
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V. IMPORTANT ISSUES AND STRATEGIES FOR TRANSPORT 

INFRASTRUCTURE IN NORTH EASTERN  REGION 

5.1 The challenges to ensure state of the art connectivity in the 

region are enormous. The gap between the region and the rest 

of  the country in ter ms of  various developmental outcomes, 

productivities and capacities of  people and institutions is large 

and growing, and has to be bridged appropriately with various 

tailor made sectoral policy interventions. Even within the region, 

there are vast differ ences, particularly between populations 

living in the hills and in the plains and between those living in the 

towns and villages. Given the vast disparities within the region, a 

development strategy will have to be evolved depending upon 

prevailing resourc es, conditions and peopleõs needs and 

priorities. The successful transformation of  investments into 

developmental outcomes particularly in multi -modal transport 

sector requires a variety of  strategic initiatives.  

5.2 Thus, transport infrastructure is conside red to be of the most 

important ingredients in the region to strengthen its integration 

within itself, with the rest of  the country and its neighbours, as 

well as to transport people and goods more effectively within 

and out of  the region. It is a vital input for the proposed shift from 

subsistence agriculture to cash crop based farming, as well as 

the planned development of  industry and the service sector. 

Most of  the area in the region is hilly and undulating with low 

population densities, accompanied  by low per area production 

of  goods. In the hilly terrain, what it is in the North Eastern  Region 

(except in Assam and some parts of  other states) development 

of  inland waterways is the most expensive. Similarly, rail 

connectivity in such a terrain is  not only time consuming but 

would  need huge investments. It is road connectivity which 

would play a dominant role in fulfilling the transportation needs 

of  the public. Air connectivity and inland water transport would 

certainly play a role for a limited segment of  people and goods.  

5.3 Accordingly, the objective of the Transportation Development 

Strategy for the North Eastern  Region is to promote and support 

the economic development of the region with balanced and 

equitable development. It is to  provide acc essibility to all the 

parts of the region through a combination of complimentary 

multi -modal transportation networks and hubs.  
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VI. OVERARCHING TRANSPORTATION ISSUES  

 

6.1 The Working Group held extensive discussions with all 

stakeholders including those in privat e sector. Before analysing 

sectoral problems, some common issues cutting across 

transportation sector are discussed here.  These issues look at 

how transport infrastructure should be planned in the North 

Eastern Region, use of appropriate technology and 

improvement project implementation.  

 

6.2 The issues and our recommendations thereon are as follows:  

 

(i) North East is a compact region  ð transport planning has to 

be done at three levels ð intra -regional, with the rest of 

India and connectivity with the internatio nal neighbours 

and beyond for South Asia, South East Asia and China.  

(ii) Multi -modal transport planning  ð the North East, for reasons 

well known is the region with its peculiar characteristics.  

Therefore, regional solutions for intra -regional movement of 

goo ds and passengers, connectivity with the rest of India 

and international connectivity have to be planned.  At 

present, there is hardly any inter -sectoral planning amongst 

the five infrastructure sectors ð road, civil aviation, rail, 

inland waterways and te lecommunication. Even at the 

beginning of the 12th Plan, such an approach has not 

been undertaken. Therefore, body to continuously 

undertake regional transport planning with the required 

expertise has to be conceptualised.  

(iii) Institutional support  - Institut ional support for multi -modal 

planning of transport and give implementation and 

technical support particularly to the road sector is felt 

necessary after discussing with stakeholders.  Ministry of 

DoNER can be strengthened  by  creat ing  an agency under 

it by  getting technical manpower from infrastructure 

Ministries and agencies to plan and coordinate 

infrastructure.   

(iv)  Multi -modal hubs  ð Two locations in the North East, one in 

the south ð Badarpur (District Karimganj, Assam) and one in 

the north ð Jogighopa (D istrict Bongaingaon, Assam) can 
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be made multi -modal hubs for their locational advantages 

and the existing transport facilities that they enjoy.   

a)  Near Badarpur, Silchar is already a major railway hub 

and has a functioning airport.  Ashuganj in 

Bangladesh o n the Inland Waterway can be linked to 

Badarpur from where commodities can be 

transported by road and rail further in the region.  

Linking Badarpur to the nearest railway hub to Silchar 

and giving good connectivity between Badarpur and 

Silchar airport shou ld be considered. A railway line 

through Meghalaya, starting from Dhubri -Tura-

Shillong-Silchar is also being proposed.  This will reduce 

the burden of transportation of bulk commodities on 

the lines in the Chickenõs Neck.   

b)  Jogighopa is being developed as an inland waterway 

port.  Transportation of bulk commodities from  

mainland through the waterways in Bangladesh can 

be brought to Jogighopa from where the railway links 

should be built connecting it to the nearest railway 

line at Gauripara. Rupsi airport i s being developed by 

the Indian Airforce with civilian enclave which is 

around 66.8 km.  

(v)  Explore the possibilities to provide  at least 3 -4 alternate  

linkages between all the State Capitals (Intra -Region 

Connectivity) and rest of the country (Inter -Region 

Connectivity) with National Highway standard road as well 

as Rail Linkages through mu lti-utility tunnelling for reducing 

travelling distances and time.  

(vi)  Infrastructure for infrastructure  ð Investments in 

infrastructure in the NER has increased exponentially since 

the 10th Plan and is likely to continue in the 12th Plan. All 

construction agencies are beset with problems of 

accessing construction material, poor quality of roads and 

unavailability of rail links.  It is therefore needed to have a 

joint strategy f or all construction agencies to get over 

shortage of steel, cement, sand and stone chips (ballast) 

and the means to move them. According to an 

assessment, approximately 4590 lakh tonnes material 

would be required for next thirty years. The shortages are 

ca used by transportation bottlenecks and paucity of 

natural sources of stone chips particularly.  An innovative 

solution could be to source ballast from Myanmar. Also 
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innovative means to facilitate crossing of Brahmaputra at 

more locations are required. Need  to map resources, 

especially stone -chips and sand, to ensure that all 

agencies involved in infrastructure creation have equitable 

and open access to the resources in a sustainable manner.  

(vii)  Use of appropriate technology  ð More intensive use of 

tunnelling w ould be encouraged for road and rail networks 

to cut down the time taken for transportation.  Improved 

technologies for building bridges quickly across small rivers 

and rivulets that crisscross the region are required.  Bailey 

bridges/foot suspension bridg es needs to be used much 

more intensively. Popularising the use of geo -textiles and 

bio -engineering will cut down the cost and time for 

construction.  

(viii) Explore the possibilities to provide underground multi -utility 

tunnelling link  (road, rail, power line, t elecommunication 

lines) at the Chickenõs Neck area which will help in 

optimally utilising the narrow land corridor connecting 

North Eastern Region  with the mainland India.  

(ix) Maintenance of transport assets  ð heavy and persistent 

rainfall over six to eight mo nths, lack of generation of 

resources by State Governments cause poor maintenance 

of assets. Non -plan allocations are usually much smaller 

than the requirement. So the urgency is to resolve both 

financial and technical challenges for maintenance of 

roads.  

(x) Catalysing the speed of construction  ð A natural reason for 

delays in construction is the persistent rainfall.  Strategies for 

expediting construction have to be devised to get around 

the natural obstacles and create systems whereby 

procedural and financia l obstacles are smoothened. 

Acquisition of land, environment & forest clearances and 

shifting of utilities are common hindrances.  What is 

peculiar to the North East is the long time gap between the 

release of funds from the Central Ministries and the fina l 

point where it is received by the implementing agencies. It 

is entirely within the statesõ administrative and political will 

to reduce these time lags.  The agencies should take up 

the construction work in a mission mode to ensure timely 

completion and a void delays and cost overrun to deliver 

projects.  
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(xi) Poor absorption capacity of the States that impact on 

creation of transportation infrastructure  ð poor skills for 

prepar ation of quality DPRs, supervision, quality checks, 

drawing up well -designed contracts .  Capacity of the 

State Governments has to be built up by imparting 

adequate and suitable training.  MORTH has to take the 

initiative.   

(xii) Obstacles in movements of vehicles among the North 

Eastern States ð Taxes, levies imposed by one State on the 

other.  Th ese prove obstacles to the development of 

market in the region.   

(xiii) Attracting private investors in infrastructure.  

(xiv)  Fund requirement  ð The group has not hazarded 

comprehensive fund requirement for all that are being 

recommended in the following sector -speci fic sections as 

we are conscious of the limitation of availability of 

budgetary allocation. However, the following 

recommendations after observing expenditure trends and 

assessing the requirement posed by infrastructure ministries:  

Road   

i. In the road sector , Special Accelerated Road 

Development Programme for North East (SARDP -NE) is 

the flagship programme implemented by Ministry of 

Road Transport and Highways. The performance is as 

follows:  

Year  

Sanctions/Awards  Length 

completed 

(km)  

Financial (Rs. Crore)  

Length 

(km)  

Cost  

 (Rs. Crore)  
Allocation  Expenditure  

2006-07 501 1285 Preliminary  550 450 

2007-08 240 615 150 700 652 

2008-09 187 835 290 1000 637 

2009-10 188 1070 156 1200 676 

2010-11 1615 9439 146 1500 1065 

2011-12 992 4752 150 1950 1940 

Total 3723 17996 892 6900 5420 
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It is seen that the length constructed annually 

(excepting for an exceptional 2008 -09) is not more than 

150 ð 160 km.  It is expected that the pace of 

construction will now pick up.  Even then, unless it is 

doubled to at least 300 k m, the completion of SARDP -

NE projects will be a very far away dream.  Even at the 

rate of 300 km/annum, it will take around 10 years to 

complete roads under Phase -A of Arunachal Pradesh 

Package. It is, therefore, recommended that MORTH 

increase annual all ocation to at least Rs.3000 to Rs.5000 

crore under SARDP -NE and take steps to increase the 

pace of construction.  

Railway  

ii. Railway should be able to spend Rs.3500 crore & build 

150-200 km annually: It is expected that in 2011 -12, the 

North Eastern Region wo uld utilise nearly Rs.2500 crore 

of funds allotted.  It is also expected that 150 kms of 

new line would be added in this area.  Railways will 

have to gear itself to utilise Rs.3500 crore in the region 

for achieving the targets by 2030. Adequate funding 

should continue to be provided.  In 2011-12, the 

railways have added 150 km in the NER.  Construction 

capacity and Planning should be strengthened so that 

the Railways are able to construct 150 to 200 km per 

year.  Of course, financial support for strategic 

important lines should be provided by the Finance 

Ministry and from Railway resources regularly.  

Civil Aviation  

iii. In the civil aviation sector, Airports Authority of India has 

spent Rs.601 crore in the 11 th Plan for development of 

airport infrastructure in N ER.  In the 12th Plan, they 

require budgetary support of Rs.1833 crore. As this is not 

a big amount, it is recommended that the Ministry of 

Civil Aviation should provide budgetary support to AAI.  

We now discuss the following sectors ð road, c ivil aviation , 

railways and inland water transport in that order.  

....................
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VII. SECTORAL ISSUES  

 

7.1 ROADS 

7.1.1 Roadways are the backbone of transport and communication in 

the North East primarily due to terrain and sparse distribution of 

population. Road connectivity  has to be planned in four 

categories:  

(i) Connectivity within each State   

(ii) Intra -regional connectivity  

(iii) Connectivity to rest of India  

(iv)  Connectivity to neighbouring countries.  

 

7.1.2 This section on roads is divided into three main parts:  

(i) Ongoing projects and scheme s. 

(ii) Recommendations for intensification of the road network.  

(iii) Examination and recommendations of issues related to:  

 

a)  Capacities of State PWDs and contractors  

b)  Project implementation  

c)  Technology  

d)  Maintenance  

e)  Creation of data bases, use of e -governance  

f) New instit utional structures  

(Please see map at page 44)  

ONGOING ACTIVITIES 

 

7.1.3 The region has a plethora of schemes dedicated to roads. The 

political leadership and public are actively conscious of the 

increasing need for quality roads. The Union Government has 

prepa red an ambitious project under Ministry of Road Transport 

and Highways (MORTH) ð Special Accelerated Road 

Development Programme for North East (SARDP -NE) ð a special 

projects for the region to build/expand/improve the road 
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infrastructure for NHs, district connections and strategic roads. 

The PMGSY on the other hand takes care of rural connectivity. 

PMGSY has specific provision to take care of the sparse 

population and hilly terrain of NER and border blocks.  For the 

in-between roads, MDR, ODR, inter -state r oads and other urban 

roads, there are funding windows through different ministries. 

There is no dearth of projects for road 

construction/improvement. Investment in the road sector is 

increasing manifold from multiple sources. A snapshot of the 

large number  of schemes/programmes is given below.  

 

(i) MoRTH ð SARDP-NE, NHAI, CRF, BRO 

(ii) M/DoNER ð NEC, NLCPR, SIDF, ADB-Road Project  

(iii) Planning Commission ð State Plan, ACA, SPA  

(iv)  Externally Funded Projects  

(v)  BADP, BRGF, PMGSY, MNREGA 

(vi)  Forest roads, urban roads,  

(vii)  GS roads, Strategic Roads - BRO 

(viii) Others  

 

7.1.4 SARDP-NE (Map at page 43)  

Objectives  

(i) Upgrade National Highways connecting State  

(ii) Capitals to 2 lane or 4 lane  

(iii) Improve road connectivity to 60 district  

(iv)  headquarters by at least two lane road (either  

(v)  national highway or state road) to cover all 85  

(vi)  District Headquarters in the region  

(vii)  Provide road connectivity to backward and remote areas 

of NE region to boost socio -economic development  

(viii) Improve 1207 km roads of strategic importance in border 

area  

(ix) Improve connectivity to neighbouring co untries 
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Length  

(i) PHASE ð A     4099 km 

(ii) PHASE ð B     3723 km 

(iii) Arunachal Pradesh Package  2319 km 

         Total     10141 KM 

 

No. of Roads  

(i) PHASE ð A     46 

(ii) PHASE ð B     35 

(iii) Arunachal Pradesh Package  26      

Total     107  

 

This programme is expected to be co mpleted not earlier than 

2020. Initial sanction was in 2005 and so far around 700 km have 

been constructed. Mostly pre -project activities are going on.    

 

7.1.5 Pradhan Mantri Gram Sadak Yojana ( PMGSY) - As PMGSY is a 

flagship programme of the Government,  being  implemented 

and monitored by M/o Rural Development , it is not discussed in 

detail.  

 

7.1.6 State Highways, Inter -State Roads, MDRs & ODRs ð financed from 

a wide variety of projects and schemes of different Ministries and 

Departments.  

 

7.1.7 Strategic & Border Roads  

 

(i) The Government of India has also embarked on an 

ambitious construction of strategic roads in border areas.  

(ii) As the NER is bound 96% by our neighbouring countries, 

construction and maintenance of border roads are very 

essential.  The Government of India ha s taken up a big 

programme of construction of border roads on the 

international border through BRO and other agencies. A 

length of 9302 kms is being constructed which is almost 

similar to the length of SARDP -NE.   

(iii) We feel that this will greatly add to the stock of roads in the 

NER and serve the needs of the local population in 
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addition to strategic needs. Due to obvious reasons, the 

details are not discussed here. However, we recommend 

that the present organisational shortcomings afflicting the 

Border Roads  Organisation which plays very major role in 

NER should be addressed by the Government at the 

earliest.   

(iv)  A summary of the border roads being constructed in NER 

under the Indo -Bangladesh, Indo -China, Indo -Bhutan and 

proposed Indo -Myanmar border programme i s given 

below:  

 

7.1.8 Indo -Bangladesh Border Roads  

 

(i) Roads on Indo -Bangladesh Border ð undertaken in two  

phases.  

Total length in North East  

(Assam, Meghalaya, Tripura, Mizoram) ð 2656.11 km 

 

Completed ð 1988.63 km (75%) 

 

(ii)  In Mizoram, progress appears to be slow  as only 358 km 

out of 637 km has been completed.  

(iii) Slow progress due to land acquisition (in all States), public 

protests (Meghalaya), clearance of National Wildlife Board 

for  Dampa Tiger Reserve in Mizoram and a stretch of 2.5 

km undemarcated border.  

 

7.1.9 Indo -China border  

 

(i) ITBP is constructing 8 stretches in Arunachal Pradesh (5 

roads -271.04 km) and Sikkim (3 roads ð 103 km). Work is 

ongoing with 5 roads almost being completed upto 60%.   

(ii) BRO is constructing 15 stretches in Arunachal  Pradesh (13 

roads -1326.77 km) and Sikkim (2 roads ð 47.28 km). 

Probable date of completion - 2012-16.  

(iii) BRO has completed 10 stretches in Arunachal Pradesh.  

(iv)  Air efforts not being provided adequately to BRO by Indian 

Air Force.  Hence, progress is slowed down.  
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7.1.10 Indo -Bhutan roads  

 

(i) 313 km being constructed in Assam by Assam PWD at a 

cost of Rs.1259 crore. Work will be completed by April, 

2016. State Government is preparing the DPRs.  

 

 

7.1.11 Indo -Myanmar roads  

(i) CCEA Note has been prepared by Department of Border 

Management, MHA for creation  of border infrastructure 

involving:  

 

a.  Roads   4585 km 

b.  Helipads  113 

c.  Heli-base  2 

 

Phase-I (2012-18) will involve construction of 1417 km roads, 

56 helipads and two heli -bases at a cost of Rs.3302 crore. 

Inter -Ministerial Consultations are going on.  

 

(ii) International ð In the international neighbourhood  of North 

Eastern Region, India is constructing some important roads 

in Myanmar which will help in promoting trade and 

commerce between NER and Myanmar.  These are -  

(1)Rih-Tiddim road, (2)Trilateral Highway l inking India, 

Myanmar and Thailand, (3) small roads in areas of 

Myanmar bordering NER to  help local population. 

Particularly (2) is of greatest importance to the region as it 

will open the NER to south  East Asia. There will be seamless 

road connectivity between Guwahati and Bangladesh. In 

addition, through another link from Vientiane with 

Cambodia. Thailand and Myanmar have also be 

suggested by ASEAN and India.  Due to strategic and 

trade reasons, we recommend the time -bound 

construction of not only the T ri-lateral Highway but also the 

alternate highway to NER from Vientiane.  
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INTENSIFICATION OF THE ROAD NETWORK 

 

7.1.12 General Strategic Objectives  

 

(i) Container worthy route to all district headquarters in the 

plain areas ð container worthy route for all points of 

international access in Arunachal Pradesh (Pangsau Pass), 

Manipur (Tamu -Moreh), Mizoram,  (new point at Zorinpui), 

Agartala (Sabroom and Akhaura) and Meghalaya (Dawki 

& Mahendraganj)  

(ii) 4-lane access to all state capitals in the North East  

(iii) Development of alternative highway alignment linking 

West Bengal and Bangladesh through the Hili -

Mahendraganj Corridor and the Kolkata -BashirhatðKhulna 

Corridor.  

(iv)  Development of modern highways using tunnelling and 

bridging technique to connect Gangtok and Imphal so as 

to reduce transit time and minimise environment damage.  

 

7.1.13 Highways in the North East have to be developed for not only 

inter -state commerce but also for international commerce and 

trade. As a first step, each of the State capital deserves to be 

linked to th e expanding highway network being developed 

under the NHDP. At present, only Guwahati is linked to the East 

West Phase -II of the NHDP, and Kohima is being linked by four -

lane highway too.  It will be built from Daboka, on the East West 

Highway as a spur to  Dimapur and then upto Kohima.  Shillong 

will have four -lanning access only from Barapani and it will be an 

irony  that a district headquarter like Jowai in Meghalaya will 

have a four -lane highway linking it to the main National Highway 

while the state cap ital of Shillong will not be so linked.  Similarly, 

the three southern states of the North East will have problems of 

last mile connectivity.  The closest four -lane highway for Imphal 

will be in Aizawl, Kohima and Siliguri.  For Mizoram, it is through 

the proposed four laning of the Siliguri -Kolasib highway which has 

not yet been sanctioned. At any rate, there is no planning for 

any four laning in the ghat sections of Mizoram. Similarly Agartala 

will have four lane highway upto Silchar/Karimganj and 

thereaf ter traffic will run on a two lane highway. Itanagar is being 

connected by a four lane spur.   
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Upgradation of Standards for State Highway and District Headquarter 

Link Roads 

 

7.1.14 The standard of roads being built to link the district headquarter 

under the SAR DP-NE should also be gradually raised so that the 

container load can be carried in plain districts of Assam and also 

to other important transit points like Dimapur in Nagaland and 

Itanagar in Arunachal Pradesh.  For these main state highways 

also, the standards similar to National Highways should be 

prescribed viz. the formation width of 12 mt with carriage way of 

10 mt. and radius of curvature of 12 mt. to facilitate movement 

of large containers .  

 

Nagaland  

 

7.1.15 It is not possible at the present moment to envis age any serious 

international trade through Nagaland but bearing the future in 

hand, the Ministry of Road Transport and Highway should 

prepare project report for any future border crossing which the 

Nagaland Government may wish to pursue.  

Manipur  

 

7.1.16 At the moment, Manipur deserves the highest priority for four 

lane since it is a major security area and it has the worst road 

connectivity on account of frequent blockages on the 

approaches of National Highway.  Four -laning is necessary to 

ensure that the goods can reach cheaply, quickly and safely 

and the exorbitant flight tariffs being charged come down to a 

reasonable level.  In view of the special problems of Manipur, we 

suggest that four -laning be done in two phases; firstly the 

Kohima -Imphal route which ply  through districts inhibited by 

Naga tribes and secondly the Silchar - Imphal route.  The Silchar -

Imphal route involves crossing of six bridges and five valleys and 

low altitude hill ridges.  In view of the strategic importance of 

Imphal, we recommend that  the MoRTH construct a four lane 

highway using the method of tunnelling through the ridges and 

building bridges across the valley.  Similarly a tunnel through the 

main Kohima peak would ensure spur access from the Dimapur -

Kohima highway to the Manipur Vall ey.  The highway from 

Imphal upto the border at Moreh -Tamu also needs to be four 

laned since this is part of the Asian Highway No.1 proposed by 

UNESCAP and ADB and to which India is also a signatory . Tamu-
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Moreh border will be the main entry point for all r oad borne 

traffic entering India from the ASEAN countries and we should 

aim that the goal of the Asian Highway No.1 needs to be an 

international standard. This point will be the most important 

international linking point on our North Eastern border.  

 

Mizo ram  

 

7.1.17 For Mizoram four laning upto Aizwal  is both commercially and 

political necessary. It is also recommended that four laning of the 

highway upto the Indo -Myanmar border at Zorinpui is necessary 

to have seamless linkages to the Kaladan Multimodal Project . This 

will provide a secondary access to India from the Myanmar side 

and will enable better utilisation of our existing investment in 

Kaladan.  Mizoram should be considered as being a gateway 

state along with Manipur as far as international trade is 

conce rned.  

Tripura 

7.1.18 The third gateway state for the North East could be Tripura. While 

the state of our negotiations with Bangladesh on access to 

Chittagong will be subject to political climates we need four 

lanning right from Sabroom on the southern tip of Tri pura to the 

main East West Highway in Silchar.  Such a strategic link could 

enable the North East to avail of entry points in Myanmar and 

Bangladesh depending upon the political relations. We are 

confident that once actual infrastructure is to be in place,  the 

traffic in these roads will rapidly grow and it will be a concrete 

manifestation of our Look East Policy and will also increase the 

volume of trade with the neighbouring countries.  

 

Sikkim  

7.1.19 Sikkim suffers from relative geographical isolation. We 

recomm end that the main highway from Siliguri to Gangtok be 

reconstructed on a new alignment using modern method of 

tunnelling and bridging of valleys in the contrast to the trans 

alignment with hill hugging routes.  We should aim to reduce the 

transit time to G angtok to Siliguri to about three hours by road.  A 

road built using tunnels and bridges will provide to be not only all 

weather but which is not susceptible to blockage by either 

political disturbances in North Bengal or natural disaster.  
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Importance of  proposed NH 31D (Salsabari -Ghoshpukur near Siliguri)  

 

7.1.20 No mention of the road network in the North East can be 

completed without mentioning the delays in constructing 

National Highway 31D. This alignment is from Salsalabari to 

Ghoshpukur (near Siliguri) on  the Assam -West Bengal border.  For 

a length of 163 km, the new alignment is on the southern side of 

the North Bengal Corridor.  In view of the anticipated growth of 

trade in the North East, it is possible that this strategy of highway 

will have to be six -laned in the near future. However, at the 

moment of presenting this report it is understood that full support 

of the Government of West Bengal for acquiring the land in North 

Bengal has not been available. Since this is a project of national 

importance whi ch links the entire North East with the rest of the 

National Highway network, special effort has to be made at 

political level to ensure that this vital link is created and 

maintained.  

 

Alternative link between North East and Rest of India  

 

7.1.21 At the same tim e, development of alternative routes from the 

North East to West Bengal should be encouraged so that the 

North East cannot be isolated during any future hostility. Asian 

Highway No.1 enters Bangladesh from Dawki on the Meghalaya -

Bangladesh border.  However , the closest approach to 

Meghalaya to West Bengal is on the alignment Mahendraganj to 

Hili which is slightly over 100 kms.  It is possible that the 

Bangladesh Government might permit India to access this route 

by linking it to the job of connecting Sylhet  with Rangpur in 

Bangladesh.  Such an action will be possible only with a major 

bridge over Padma (probably Sorakganj) and Barahmaputra.  

This bridge could simultaneously be used for development of Hili 

to Mahendraganj route to Meghalaya.  The development of 

project report to this is strongly recommended.   

 

7.1.22 The third possible route would be through southern Bangladesh 

from Dhaka to Kolkata.  The present trans border arrangement is 

a long NH -35 through the Benapole -Petrapole  border crossing 

connecting Jess ore with Kolkata.  However, there have been 

requests from Bangladesh Chambers of Commerce for a 

connection from Khulna to Kolkata on the South Eastern side of 

Kolkata through the India -Bangladesh border near Bashirpur.  

Such a connection would also enable industry and commerce to 
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benefit from an alternative port in Mongla, Bangladesh which lies 

the south of Khulna (Bangladesh). This would help to boost trade 

in the Greater Kolkata area. Bangladesh might also be 

persuaded to extend Agartala -Dhaka -Kolkata con nectivity 

through Jessore or Khulna if India undertook major highway 

construction in the southern part of Bangladesh.  

 

Need for roads for diverse objectives  

7.1.23 Development of roadwork for the following purposes needs more 

attention than is being given yet : - 

(i) For evacuation of agricultural and horticulture products and 

other natural resources  ð The economic development of the 

North Eastern Region will come from the growth in the 

agriculture sector (particularly horticulture, floriculture, 

bamboo), services se ctor and the natural resources of hydro -

power, tea, oil, limestone and coal.  Evacuation of these 

products from their source of origin/manufacture/cultivation 

has to be planned by road or rail and inland waterways (air for 

highly perishable flowers).  

(ii) For evacuation of commodities, the development of the railway 

sector and inland waterways is critical.  As there is intense 

pressure for road development to connect human habitations 

that are sparsely distributed in the region, agriculture link roads 

to evacua te agro -products to the nearest market do not get 

the required importance.  

(iii) It is recommended that serious thought be given to developing 

network of agriculture link roads to the nearest mandi/market 

for movement of agriculture/horticulture produce.  Area under 

horticulture has increased in the NER due to the interventions 

made under the Horticulture Mission of the Ministry of 

Agriculture.  Production of cereals has also increased in recent 

time in the plain areas of Assam. For the creation of robust 

market  economy, network of roads to carry agriculture produce 

is essential.  As road projects are generally selected on the basis 

of pressure from different sections, agriculture link roads do not 

have any constituency and hence are not pushed.  

(iv)  Roads of strateg ic importance - these have been discussed 

above.    

(v)  Next we list some roads that are essential to provide inter -State 

connectivity and connectivity to backward and border areas:   
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S.No. State road proposed for upgradation  State Length 

(km)  

1. Margreitta -Changlang -Khonsa -

Hukanjuri -Sibsagar  

Arunachal 

Pradesh & 

Assam 

130 

2. Rowta (NH -52)-Udalgiri -Tamulpur -

Jala -Goverdhana -Kajolgaon (NH -31) 

ð Srirampur  

Assam 406 

3 Bishnupur-Nungba -Tamenglong -

Tousem-Haflong  

Manipur & 

Assam 

180 

4. Tura-Phulbari -Dhubri -Srirampur  Meghalaya & 

Assam 

100 

5. Chumukedima -Shedhumi -Niuland -

Ralan -Sanis-Bhandari - (Merapani) ð 

Longtho -Longehem -Tuli (foothill road)  

Nagaland & 

Assam 

250 

6. State road from Tuensang (NH -155) 

to Simulguri in Assam  

Nagaland & 

Assam 

265 

7. Tenglong to Ses enpur, via 

Khongsang and Rengpang  

Manipur  133 

8. Churachandpur -Singhat -Sinzawl-

Tuivai Road -Mizoram border, via 

Ngopa  

Manipur &  

Mizoram  

340 

  Total length  1804 

km.  

 

(vi)  Roads for Backward integration of Land Custom Stations (LCSs) 

and Integrated Check Posts  (ICPs) ð  

 

7.1.24 Being 96% bounded by Indiaõs neighbour, the North Eastern 

Region is dotted with LCSs and now ICPs.  There are 38 LCSs 

notified under Section 7 of the Customs Act, 1962 considering the 

trade potential of the location.    Some have National Highw ays 

linking them but connectivity to most of the LCSs is quite poor. 

The Look East Policy as applicable to the North East envisages 

increasing commercial interchanges between NER, our 

international neighbourhood and beyond to South East Asia.   

 

7.1.25 There are policy lacunae for providing robust connectivity to 

these LCSs. The GoI is working to upgrade the following LCS to 



National Transport Development Policy Committee (NTDPC) 

 

Final Report ï Working Group on Improvement and Development of Transport 
Infrastructure in the North East for the NTDPC 

34 

 

Integrated Check Posts at an approximate investment of Rs.120 

crore each.  

 

(i) Moreh (Manipur)  

(ii) Dawki (Mehglaya)  

(iii) Agartala (Tripura)  

(iv)  Sutarkandi (A ssam) 

(v)  Khwarpuchia (Mizoram)  

 

7.1.26 A new statutory authority, the Land Ports Authority of India has 

been created under an eponymous Act recently. The ICPs will 

functions under this authority through sovereign functions will 

continue to be provided by the designa ted departments. This 

initiative is worthwhile. However, it leaves two important gaps.  

(i) The LCSs which are not being upgraded to ICPs, do not 

have any single point administrative control for their 

management or development. Their development is done 

by Stat e Governments with funds from Assistance to States 

for Developing Export Infrastructure and Allied Activities 

(ASIDE) scheme of Commerce Ministry. Hence, their 

development is bereft of systematic planning and 

dependent on Statesõ priorities. 

(ii) The second dra wback arising from the first point is that 

backward integration in terms of connectivity also suffers. As 

there is tremendous pressure on State Government for 

different roads catering to different ethnic/pressure groups, 

connectivity to LCSs which are perc eived as Central 

Government responsibility remain neglected.  

It is, therefore, recommended that a special programme to 

provide linkages to the Land Custom Stations should be 

taken up.  
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CAPACITY BUILDING OF STATE PWDS AND CONTRACTORS, PROJECT 

IMPLEMENTATION, TECHNOLOGY, MAINTENANCE, CREATION OF DATA 

BASES, USE OF E-GOVERNANCE, NEW INSTITUTIONAL STRUCTURES  

 

Capacity Building  

 

7.1.27 Investments in roads are increasing but there has been no 

corresponding assessment of the capacities of the PWD, BRO or 

other agenc ies to cope with the increasing burden.   

 

7.1.28 Capacities related to the following require strengthening ð  

(i) Identification of shelf of projects corresponding to a 

comprehensive well -developed plan  

(ii) Preparation of DPRs (often Project costs have to be 

enhanced as  DPRs are not prepared properly).  Ideally, 

preparation of quality DPRs can mitigate problems in 

implementation.  For preparation of quality DPRs, 70% of 

the time should be ideally spent on the field and 30% in 

the office.  If DPRs are made correctly and p re-

construction activities duly completed, the project 

completion time will be certainly reduced.   

(iii) Bid documents  

(iv)  Evaluation of bids  

(v)  Drawing up of contracts  

(vi)  Implementation, supervision,  

(vii)  Quality control (lack of labs for quality control)  

 

7.1.29 State PWDs possess wealth of good engineers having local 

knowledge base. However their exposure to good 

national/international practices is weak. DONER with support of 

MORTH and Indian Academy of Highway Engineers has taken 

initiatives of providing training to staff at var ious levels and in 

various aspects of planning, design, project management, 

maintenance, dispute resolution, quality assurance. These are to 

be continued in a schematic manner.  

 

7.1.30 Poor availability of contractors and consultants in the region, 

addressing th eir concerns and enhancing their capacity.  
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7.1.31 Institutions such as Central Road Research Institute (CRRI) under 

CSIR and Indian Academy of Highway Engineers should take 

more interest in the NER and evolve technology and 

management solutions for the North Eas t. They should interact 

more regularly with the State PWDs in a pro -active manner. 

Assistance from DONER and NEC to the extent feasible will be 

provided.  

7.1.32 Supporting the contractors associations in establishment of an 

academy of construction on lines of Nat ional Academy of 

Constructions (NAC), Hyderabad in the North Eastern  Region for 

delivery of training to construction workers and equipment 

operators. Linkage with ITIs and polytechnics should prove helpful 

for geographic spread in the region.  

7.1.33 Lack of equi pment ð how to increase supply. Presently it appears 

that there is no major dearth of equipment for bigger road 

contracts for NHAI or SARDP -NE roads. Big contractors are 

attracted towards NER with the large contracts being awarded 

now on EPC basis by NHAI and MORTH for SARDP-NE and East 

West Corridor.  However, for the smaller roads, even State 

Highways and PMGSY packages, local contractors still do not 

have adequate equipment available.  Big contractors coming 

from outside in NER are generally not interest ed in the smaller 

packages even if the few roads are bundled together in a single 

package.   

7.1.34 A proposal for an Equipment Bank had been mooted few years 

ago by North Eastern Development Finance Corporation Ltd. 

(under Ministry of DONER), Guwahati.  The prop osal could not go 

far due to lack of land.  We suggest that State Governments, 

NEDFi or any other agency (including private players) set up 

Equipment Banks at different locations in NER.  

7.1.35 Training & capacity building at levels below Junior Engineers ð 

Start courses in road technology in polytechnics.  

 

Improvement in Project Management  

 

7.1.36 Rainy season ranges from 6 -8 months. Project management 

strategies have to be created around the difficulties that nature 

presents rather than always quoting rains as excuse for delays.  

7.1.37 Project management cycles are stretched by bureaucratic 

systems within and outside the PWD and other construction 

agencies.  Case in point are delays in receipt of funds from the 

State Finance Department to the implementing agency.  
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7.1.38 A vicious ci rcle of delays, non -completion of projects is created 

in the following way : - 

(i) Due to large amounts being invested in the road sector, 

the number of projects being sanctioned by different 

central agencies and State Governments is increasing.  

(ii) Owing to the in ternal weaknesses, projects are not 

completed in time, Utilization Certificates are not submitted 

in time.  On the other hand, funding agencies sanction 

new projects as they have to utilise their allocations.  States 

are also happy to get new sanctions whi ch appease the 

various interests which espouse one road or the other.  

Ultimately, the bunch of incomplete projects gets inflated 

with large committed liabilities.  Construction of roads are 

sometimes treated as means of distributive justice and not 

projec ts to be professionally managed.  There is little effort 

to develop contracting capacities.  There are cases where 

construction of 30 -km road takes six years and work is 

divided into 25 -30 parcels.   

 

7.1.39 Therefore, annual capacity of State Governments and 

imp lementing agencies should be assessed and combined with 

strict monitoring such as testing lab.    Incidentally, quality control 

facilities are also quite poor.  

Creation of GIS database of roads for the region  

 

7.1.40 Creation of centralised database of road asset s that are 

accessible to the public based on GIS or any other suitable 

technology is a must.  This will prevent duplication of proposals 

for upgradation/ maintenance of same roads to different 

agencies, create transparency and help in proper monitoring.  

All State Governments and agencies must participate in the 

centralised database system. It will involve massive data entry as 

data is available at Executive Engineer or SDO, PWD level.  

However, such a data base combined with a GIS map will be of 

immense he lp in policy planning and monitoring. It can and 

should be even made open to the public as a stakeholder.   

7.1.41 We strongly recommend that DONER, Department of Information 

Technology and MORTH seriously consider this idea.  It will take 

time, finance and conce rted effort but the outcome we think will 

be worthwhile.  
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E-governance in the State PWDs  

 

7.1.42 None of the State Governments including Assam have 

embarked on serious use of e -governance ð e-tendering, e -

procurement and comprehensive computerisation of the PWD  to 

improve their project management.  A quick survey of the 

websites of the State PWDs shows that barring Arunachal 

Pradesh, Tripura and to some extent Manipur, none of the other 

States have functioning uptodate website.  Use of e -governance 

will expand t he purview of contractors taking up projects in the 

States. Several good models are already available which the NE 

States can use with their local modifications.  

New technology ð bridges, tunnels, geotextiles, bio -engineering  

 

7.1.43 Bridges are numerous in the  North East.  Large requirement of 

semi-permanent timber bridges to be converted to brick and 

mortar or iron and steel bridges.  Technology for laying bridges in 

short time and with low cost has to be promoted.  Construction 

of bailey bridges should be pro moted.  Technology of bailey 

bridges has improved recently which should be used for North 

East.  For interior areas, road bridges (miniature form of 

òLakshman Jhoolaó) should be promoted.  These are low-cost 

and can be installed quickly.  Steel girder brid ges can also be 

promoted.  They are also earth -quake resistant.  

7.1.44 Emphasis on tunnelling to reduce the length of the roads.  In 

snow -covered areas, tunnelling should be used to reduce the 

length of the road exposed to the elements.  Tunnelling will also 

result in generation of gravel of which there is a shortage in North 

East.  More tunnelling will reduce cost, distances and be 

environment -friendly.   

7.1.45 In place of four -lane roads, preference may be given for 

construction of two lane roads suitable located on e ither side of 

the hill slopes.  This is preferable because in hilly areas, two -lane 

roads will involve less earth -cutting and these two roads could be 

used separately for two directions.  

7.1.46 The terrain and topography of the North East lends itself to 

increase  use of new material such as geo -textiles and innovative 

methods to use local material such as bamboo through bio -

engineering. The Ministry of Textiles is trying to promote the use of 

geo -textiles in NER.  The State Governments and MORTH should 

take up vis ible pilot projects to promote use of new materials 

such as geo -textiles. The World Bank road project in Mizoram has 

effectively displayed use of bio -engineering using bamboo to 
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prevent landslides.  These efforts can be expanded in other 

areas as well.   

7.1.47 Under PMGSY, there is no provision for rope bridges/suspension 

bridges that are suitable for a region with scattered rivulets.  We 

strongly recommend that rope bridges and bailey bridges be 

included in PMGSY guidelines for NER.  

User Issues 

 

7.1.48 Obstacles to in ter -state movement should be removed. States 

should work on the principle of promoting inter -state movement 

of vehicles.  Local transportersõ association requested for 

considering a one -time payment of Road Tax for buses and 

commercial vehicle for the enti re region.   

7.1.49 There has to be a regular arrangement for formal integration of 

road agencies with user organisations (business groups, bus, truck 

transport organisations).Road agencies would need to become 

oriented to needs of users. For this, they could evo lve Result 

Framework Document covering aspects such as road user 

satisfaction, level of service, status of accident hazards and 

control on time/cost overruns.  

7.1.50 Social, Environment and Safety Concerns - Social, Environment 

and Safety Concerns should become i ntegral part of any of the 

development projects. It would be essential to maximize the use 

of locally available materials within short leads. Their 

characteristics should be studied and strategies to improve their 

bearing capacity by adding innovative mate rials and/or 

stabilization techniques. CRRI should be pro -active in the region.  

Maintenance  

 

7.1.51 Maintenance is a major bug bear in the NER.  

(i) As maintenance is high cost due to heavy rainfall and 

terrain, availability of non -Plan funds is never sufficient for 

maintenance.   

(ii) The tendency is to build ð neglect ð rebuild in the garb of 

expansion.  This cycle is used when public pressure is built 

up against the poor condition of the road.   

(iii) Much higher allocation for maintenance and professional 

management of maint enance.  

(iv)  Maintenance by contractors for few years after the 

construction can be in -built in the contracts.  Overall 
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accountability should be with the PWD for general 

maintenance and they have to be equipped financially 

and operationally to do so.   

(v)  Promote concept of Performance Based Maintenance 

Contracts for 3 to 5 years. Start with roads receiving 

WB/ADB or GOI assistance under SARDP -NE programmes.  

(vi)  Establishment and management of a dedicate d  Road 

Maintenance Fund.  

 

7.1.52 The cost of poor maintenance is borne by  the user and the 

people. It is reflected in the high rates of accidents and the low 

user life of vehicles in the NER. The growth in the number of 

commercial vehicles in the North East has been 50% higher than 

other parts of India despite the current slow -down.  Thus, 

improvement of roads acquires immense importance.  Due to 

poor conditions of roads, buses and trucks are rendered 

unusable after four years whereas in the rest of the country, 

heavy vehicles  and trucks can be used for at least ten years. 

Mult i-axle vehicles cannot ply behind Guwahati as the roads are 

of very poor condition. Transporters have to pay extortion 

demands.  Maintenance cost of vehicles is higher and their 

commercial lives are lower.  

 

New Organisational Structure for Road Constructio n/Upgradation  

 

7.1.53 In the hierarchy of roads, National Highways are at the top and 

PMGSY is at bottom of the pyramid.  There are village roads, 

forest roads, roads in small towns which are the responsibility of 

the Panchayats/local bodies/forest department/Nag arpalikas 

etc.  In between are a slew of State Highways, Major District 

Roads (MDRs), Other District Roads (ODRs) which form the 

backbone of the transportation sector. Many of the MDRs are 

also inter state and inter district roads.  These are funded by 

var ious agencies of the Central Government under different 

schemes and also untied and also Special Plan Assistance 

(SPA)/Additional Central Assistance (ACA) from the Planning 

Commission. The implementating agencies are NHAI, BRO and 

State PWDs. 

 

7.1.54 BRO is beset with several organisational issues and its 

performance on critical roads draws the displeasure of State 

Governments at times. BRO works in the most difficult condition 

and has very little autonomy. As BRO is entrusted with many 
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important roads other than strategic GS roads, issues afflicting 

BRO should be addressed to enable the organisation to perform 

its role.  

 

7.1.55 We repeat here of the need to strengthen the capacity of the 

State Construction Agencies.   At the same time, we feel that 

bringing in quality s tandards and timely implementation of roads 

in NER cannot wait the time taken for improving capacities of 

State PWDs and other agencies.  We need best quality roads in 

the North East as roads are the backbone of this region.  

Moreover, quality of the roads  in hilly and heavy rainfall areas 

has to be superior. For all these reasons, the process of building 

them right from the stage of conceptualising to preparation of 

DPR till maintenance needs overhaul.   

 

7.1.56 We are therefore recommending a new institutional s tructure for 

the road sector for the NER that would provide technical support 

and guidance to the State Governments without impinging the 

autonomy of the States while at the same time supporting them 

technically.  

 

7.1.57 Two models that appear appropriate are (a ) the structure of the 

Pradhan Mantri Gram Sadak Yojana and (b) Joint Assistance to 

Support Projects in European Regions (JASPERS) in the European 

Union.  The PMGSY implementation model is working well to 

create good quality roads in interior areas.  Anoth er body to 

assist the State Governments in the road sector (apart from the 

PMGSY roads) covering State Highways, MDRs, ODRs, Inter -State 

roads, etc. with technical and managerial inputs should be set 

up whose structure could be on the lines of the PMGSY 

arrangements.  The advantage of the PMGSY model is that of 

clear demarcation of roads of the Centre and State combined 

with strict standards of DPR preparation, bid documents, bidding 

transparency and robust MIZ.  

 

7.1.58 This PMGSY like organisation will be availab le for technical 

assistance the NE States. It will work in close cooperation with the 

States to produce accomplished  project proposal s which will 

meet parameters required for funding by different sources.  

Manned by technical experts, it will provide assis tance for any 

stage of the project cycle from the early stages of conception 

through implementation and maintenance (For more details on 

JASPERS please see www.jaspers -europa -info.org ). This 

organisation m ay be put under the administrative control of 

http://www.jaspers-europa-info.org/
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Ministry of DONER. This model , combined with the GIS data base 

that has been proposed above , has the potential of vastly 

improving the way roads are conceptualised , design ed , plans 

prepared, bid evaluated and a warded and finally maintained. 

This organisation can be christened as NER Road Development 

Authority  (NERRDA).  

 

........................... 
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