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Can we build 20 km a day by June 2010
and fulfil the expectations of the ambitious
National Highways Development
Programme? Or will the challenges prove
too overwhelming? Contractors and
industry experts share their views and
recommendations with CW.
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t's time to get the show on the road -

literally, In June 2009, a few days after

Kamal Nath took charge of the

Ministry of Road Transport and
Highwayvs, he set a target of building
20 km of road a day.
At the CW Annual
Awards in October
2009 he reiterated
this objective to
leading industry
plavers. And re-
cently, he reaf-
firmed that pledge,
announcing that
the Government
would achieve its
target by June 2010,
going on to build
7.000 km of roads
per year.

Not surprising-
Minister of Road Transport and 1y, the declaration has spelt cheer for the
Highways, Kamal Nath speaking hyilding and construction sector, which

at the CW Annual Awards 2009 e A P L s e
reiterating the objective of has proved its resilience in the face of the

building 20 km of road per day. Sl0bal economic downturn and its
unavoidable impact on India. It has also

underlined the Union Government’'s con-
tinued commitment to infrastructure, a
sign of progress for its people and a cata-
lyst for growth of economy and industry
As Satish D Parakh, Managing

“The appointment of a centralised
authority that will be responsible
for execution will ensure
uninterrupted flow of work.” =8

- Satish D Parakh, Managing Divector, Asiioka Buitncon Lin 55

Director, Ashoka Buildcon Litd, tells
CW. “It is a very encouraging step as it
indicates that the Government has pushed
the fast-forward button on infrastructure

development. It is a
Road length in India (in km) 2o

'l.l’!_‘]l_‘.['lT].H!' ANnNounce-
1991 2001 2,008 ment that will defi-
210)
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challenges on ground be met? What
will it take to get there? To answer
these, first we need to examine the
ground realities.

Figure it out

First, the figures. After the US and
China, India has the third largest road net-
work in the world, of 3.3 million Kkm, com-
prising national highways (NHs), state
highways (SHs), major district roads
(MDRs), and RRs that include other dis-
trict and village roads. Around 87 per cent
of the country's passenger traffic and
60 per cent of freight traffic is transported
by road. However, despite its importance
to the national economy and the strides
taken as part of the National Highways
Development Programme (NHDP), India’s
road network remains inadequate and
often substandard. It is unable to handle
high traffic densitv and high speeds on
many routes and has poor riding quality

With a length of 70,548 km, NHs com-
prise only 2.1 per cent of the total road net-
work but carry 40 per cent of road-based
traffic. SHs, with a length of about
132.000 km, and MDRs, withsa length of
468,000 km, together constitute the second-
arv system of road transportation. The
secondary system, which aids rural devel-
opment and industrial growth, also car-
ries about 40 per cent of total
road traffic although it con-
stitutes about 18 per cent of
the total road length. If ade-
guately developed and main-
tained. RRs hold the potential
to provide rural connectivity,
vital for the development of
the hinterland.

The expansion of the NH
network has picked up considerably in the
past two decades; since early 19850, 1t
expanded at the rate of 4 per cent per
annum until 2008, with 6.6 km a day being
added in the 1990s, slowing down to 3.5 km
in the first decade of the 21st century. The
progress of two-laning, fourdaning, strength-
ening of roads, and construction ol bridges
in the recent past has been satisfactory,
keeping in view availability of funds.
There has, however, been some shortfall in
construction of bypasses, primarily owing
to difficulties in land acquisition and
shifting of utilities. Other problems that
continue to plague the network are inade-
quate capacity; insufficient pavement thick-
ness: and weak, narrow and distressed
bridges / culverts and Rail Over Bridges
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Etnry (ROBs). Today, about 27
7 per cent of the network
15 still single or inter-
HHIIHBIHHH mediate lane; about
24 per cent is two-

the balance
19 per cent 1s four-lane or more
Meanwhile, the status and stage of
development of the secondary net
work varies widely across states, with
guality often being compromised owing to
paucity of funds. Deficiencies arise owing
to inadequate width of carriagewayv in
relation to traffic demand; weak pavement
and bridges: congested stretches passing
through cities/towns; poor safety features
and road geometrics, inadeguate forma
tion width in hillyv and mountainous
regions; missing links and bridges: and
several railway level erossings requiring
urgent replacement with ROBs/RUBs
(Rail Under Bridges). Over 50 per cent of
this network is estimated to have poor rid
ing quality, with losses owing to poor con-
dition estimated at around Rs 6,000 crore

lane: and

a year.

Finally, India's rural road network,
estimated at 26.5 million km, is in a dismal
state. Of this, over 1 million km comprises
just tracks and roads not meeting any tech

LAY struchianiv

FEnErATION (NTHBF)

address this, the PMGSY was re-phased to
achieve time-bound targets of rural con-
nectivity by folding it into the Bharat
Nirman Yojana in 2005-06. The fresh target
was to connect all 1,000-plus habitations in
rural areas (500 plus for hillyv and tribal
areas) by 2009,

Current affairs

a0 where do we stand today?

As on March 2010, there were 1,980 road
projects on hand (costing over Rs 10 crore),
entailing an investment of Rs 400,000 crore
covering 56,000 km. Of these, 1,460 projects
are implemented by the state sector cost-
ing Ks 161,000 crore, and 400 projects
by the Central Government costing
Rs 230,000 crore. Most central projects are
implemented under the NHDP including
projects with private-sector participation.
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“Policy regulations and
planning require upgrade with
international practices.”

- M Murali, firectar Generval, NATIONAL HiGHwAays Bl DERS
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Wazcent B 124
Partially completed 1 24
Planning 354 1837492
Under exacution 226 9,040.08
Grand total 587 279514

nical standard. To boost
rural connectivity, the

Major bridge projects on hand costing over Rs 500 crore

Implementat Rev.cost Completion

Prime Minister Gram Project Name Promoter Ownership Location State
- . ] i date
Sadak Yojana (PMGSY) , il
was launched with an 'Vori-Natiman Poini MSRDC Planning 2011 State Government  Worll, Maharashtra
: . Freeway Project 2850 Mariman Point
aim to provide all-weath-
: Sabarmati River Front Sabarmati River Under - Private (Indian) Usmanpura  Gusarat
er roads to habitations Development Front Devp Exscytion 1470
with a population of [Usmanpura) Project Corp. Ltd
1,000 and above by 2003. Bandra Viersova Sea Link  MSRDG Planning - State Governmean Maharashira
and to those with a popu- Project 1,200
lation of 500 and above Bridges (Arunachal Ministry of Shipping Planning 2012 Central Arunachal
by 2007. With respect to Pradesh) Project 900 Government Pradesh
hilly, desert or tribal Brdge (Wazirabad) Dedhi Tourism & Planning - State Governmen! Wazirabad  Delh
areas, it aims to link Project Transport Dev. Lo
habitations with a popu- Cop. L
lation of 250 and above. E“ﬂifﬁalammm APRDC Planning = 2010 State Governmen!  Rajahmundry P.ﬂ.nd.l-.ra
: o
However, despite all the FI-I:Ib-E: Bakoll P . & Juipiek
- |
efforts, about 35 per cent | ) Progect E:auﬁ & Badges  Under . State Governmen!  Bakel Kerala
i ; v, Corp. of Exacution 607
of all habitations are Kerala Lid
vet to be connected by gigh Level Bridge Bihar Rajya Pul  Planning 565 2014 Stale Government Binar

all-weather roads. To (Bhogur & Saran) Project  Nirman Nigam Lid

92 Construction World May 2010



AFCONS)

(Shapoor Pallonji Group Company)
AFCONS INFRASTRUCTURE LIMITED
An ISO 9001-2008, ISO 14001-2004 & OHSAS 18001-2007 Company

Chenab Railway Bridge Project

Lo SO aFcons) (5,

& syl Py ey © s —




/ \

www. ConstructionWoarld.in « Follow us on www. twitter.com/CWmagazine

Enuﬂr!
Story Many state sector projects CI.Ittillg cﬂSts

are funded by the World

Bank, Asian Development SA Reddi, Management Consultant, pleads for value
Roads & Bridges Bank and NABARD and a engineering for roads, bridges and flyovers.

few by the private sector.

About 110 rural road proj Bridge woes

The cost of a typical bridge in India is at least 20-30 per cent more than
the cost of a similar bridge at the same location built 50 years ago to the
same slandards after adjusting for inflation. Similary,
Indian bridges cost 30-40 per cent more than similar
bridges in Europe or the US. This is because of unre-
alistically high Indian loading standards, outdated
specifications and changes in contracting patterns. In
the 1950s and 1960s, contracts were awarded based
on alternative, cost-effective designs by contractors
for all major bridges based on value engineering.

Subsequently this concept was given up, with
projects being executed based on either design by
the government or independent consultants. Now,

- the contractor gets paid based on quantities decided
by others; he has no incentive to reduce cost. Indian
codes and specifications are also getting more conservative, resulting in
higher estimates. In the developed world, specifications are revised every
five years based on available improved technologies. For instance, a
bridge across Sone River in Bihar was built in the 1960s with a 23-m-deep
foundation; NHAI has recently completed a four-lane bridge across the

ects are implemented under the Bharat
Nirman Yojana, envisaging an investment
of over Rs 3,000 crore, In case
of bridges, there were close to
600 projects on hand with
total investment of Rs 28,000
crore. Nearly, Rs 20.000 worth
of projects were under the
state sector. Local bodies ®
were implementing 80 proj-
ects costing Hs 200 crore
across India.

“The growth of invest
ment in the roads sector has been increas.
ing with a number of projects heing
awarded in recent times in a mix of PPP,
EPC and annuity projects.” savs M
Murali. Director General, National

Highways Builders Federation (NHBF). same river and at the same location with a foundation depth of 30 m!
“The economic slowdown and issues relat Concrete and steel quantities have also gone up by about 50 per cent for
ed to the Model Concession Agreement the same loading standards and construction period has also doubled.
(MCA) significantly reduced the contracts In the US, pre-tensioning technology is normally used for small and
awarded in 2008-09. The backlog effect of medium spans as against post-tensioning technology in India. With
the investment is a matter of concern pre-tensioning, quantities and costs are lower, standard girders of superior
owing to increase in project cost.” quality are available with precast factories and less steel and cement are
Sharing his concern is § Paramasivan, consumed. The construction period is less as is the cost of deck per square
Executive Director (Fin & Comm), metre. The loadings for which Indian bridges are designed are among the

heaviest in the world! This is unrealistic, considering the type of heavy
vehicles on the roads in India. The heaviest IRC 70R loading standards
used for bridges all over India is actually hypothetical - it doesn't exist on
the roads! Such loadings contribute to increased costs.

Afcons Infrastructure Ltd. “The overall
picture is not very encouraging.” he says.
“In 2009, only 6 km per dav of roads were
complete. The peak road completion in any

Vear up to now 1s 6.5 km a day.” Road realities
Traditionally, bitumen roads were considered cheaper. But their life
Bumps on the road is shorter. If lifecycle costs are considered, concrete roads are more
It is important, at this juncture, to take competitive. In the recent past, owing to an increase in the cost of
cognisance of the challenges faced by petroleum products, bitumen prices have increased several fold compared

to cement prices.

One factor that increases the cost of concrete roads is the size of stone
chips. Our specifications ask for 20 mm stone chips as against the 30 mm
size used in the US, increasing the price. And our specification for the
shape of stone chips (flakiness index) is unrealistically strict, further

India’s road development agenda. In a nut-
shell, these include:

 Delay in pre-construction activities:
Works are awarded without completing

land acquisition for the project. This increasing prices. Also, cement costs can be reduced by using less OPC
affects obtaining environmental clearance mixed with fly ash. India produces about 120 million tonne of fly ash as
and shifting or removal of utilities. waste every year. Up to 50 per cent of cement can be replaced by it in

* Thin spreading of concrele road construction, but this is not practised.

resources: More projects are
sanctioned than justified o
within available resources,
leading to thin spreading of
available funds and resulting
in time and cost overruns.

- Weak management by
contractors: There is con-
siderable scope to excel in
project management and

Only one major road project, Satara Kolhapur, has
= utilised fly ash so far.

In sum, to make concrete roads more competi-
live, we need to revise IRC codes and MORTH spec-
ifications in line with international practice. We should
™ reduce the cement used and partly replace it by fly
& 2sh, using high volume fly ash; use higher size stone
=1 chips; reduce pavement thickness; and use fewer
pavers. By adopting these suggestions, the tender
quote per km for a concrete road will be cheaper
. than a bitumen road.
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The Twelfth Finance commission allocated Rs 15.000 crore for the maintenance of roads and
bridges in India during 2006-10.

seheduling
sources. Although several measures are

human and equipment re

taken by
acquire
procure good technical and managerial
staff, it still often suffers from poor imple
mentation capabilities,

« Maintenance issues: Maintenance of
the road network is imperative to ensure
optimal utilisation and user safety.
However, this has tended to be neglected in
the face of available financial resources.
Also, management of reads is unsystemat-
ic and inspections irregular. Modern
equipment for maintenance is not used to
the desired depree and there 1s weak
accountability and
maintenance activities. The maintenance
requirement of the NHs under construc
tion and post implementation 1s provided
by the National Highways Authority ol
India (NHAI). However, the non-NHDP NH
sections maintained by State PWls are
poorly managed, primarily owing to pauci-
ty of lunds made available for the purpose.
Maintenance of SHs and MDRs has also
been suffering for the
Keeping this in view, the Twelfth Finance

the contracting industry to
state-of-the-art equipment and

|'II (I8] &

sdalne A 5011.
Commission allocated Rs 15,000 crore for
maintenance of roads and bridges in India
durimg 2006-10, This amount 15 distributed

to the states on the basis of thelr road

AFCONS TNFRASTRUCTURI

monitoring of

“The peak road completion in any
year up to now is 6.5 km a day.”

- 5 Paramasivan. Fxecowdive Dievectin (Fim & Comm |,

.1

length, with appropriate weights

being assigned to different type of

roads. For rural roads under PMGSY,
there 15 provision for mamienance
for five vears following the comple
tion of a project although the long
term issue of maintenance has not
been addressed so far

The bughears - and there are many
- are well recognised by the construc
tion community. “Problems in land
acquisition. lesser empowerment it
the level, ineflective imple-
mentation of dispute resolution
mechanism and interface issues with
various government agencies. espe
cially for utility relocation and envi-
ronmental clearances, are some road
hlocks preventing the Government
from achieving 1ts target.”
Paramasivan. “Inadequate survey
and feasibility studies, lack of risk
sharing, land acquisition. environ
mental clearances and inappropriate

project

SAVS

dispute settlement mechanisms are
the major challenges faced by this
sector,” echoes Murali,

In complete agreement 15
JK Sardana. Managing Director,
UB Engineering Ltd, who calls non
availlability of encumbrance-iree
land “the biggest impediment™ to the

STATES

Andhra Pradesh
Arunachal Pradesh
Assam

Bihar
Chhattisgarh

Delhi

Goa

Gujarat

Haryana

Himachal Pradesh
Jammu & Kashmir
Jharkhand
Karnataka

Kerala

Madhya Pradesh
Maharashtra
Manipur
Meghalaya
Mizoram
MNagaland

Orissa

Funjab

Rajasthan

Sikkim

Tamil Nadu
Trnpura

Uttar Pradesh
Uttarakhand

West Bengal

UNION TERRITORIES

Andaman &'
Micobar Islands

Chandigarh
Puducherry
Total

2000 2009
3,910 4537
as52 1.992
2,706 283
3,539 3,642
2,021
Fy- Te
269 268
2241 3245
1,361 1,512
1.188 1,408
738 1,245
1,805
3,394 4 396
1,230 1,457
5174 4670
3.626 4,176
954 o959
717 B10
857 927
469 494
2863 3,704
1,928 1,557
4381 5,585
62 62
3.681 4,832
400 400
4 570 5,874
1,991
1,951 2,524
300
24 24
53 o3

52,010 70,548
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Story development of roads and Committee for f;hange
bridges. “Most projects get  yor. are some of the recommendations of the BK Chaturvedi Committee
delaved owing to problems
lnﬂmlﬂﬂlﬂﬂﬁ' in land acquisition.” he Key issue Prior norm New norm
S rues. “In case an existing Forfeiture of Entire bid security Only up 1o 5 per cent of bid
road is to be widened or bid security (1-2 per cent of project cost) security will be forfeited in case
strengthened, requirement of additional forfeited even in case of of a non-responsive bid.

trivial and clerical omissions

land beyond existing right of wav becomes : T :
while submitting bids.

critical. Acquiring this land takes a mini-

mum of 9-10 months; in many cases even Termination If traffic exceeds design If the t.raﬂic exceeds design
several vears, In the past, many highway clause capacity for thr:_a-a years, ::apam_ty for three years, devel-

. ) , i i developer required to oper given choice 1o extend
Brolecis: have t"'k"*.” ol when. hardly increase the number of lanes and assured 15 per cent
8-12 months were left to contractual com- lanes, or the concession IRR, based on extension of con-
pletion. In many states, village maps are was terminated. cession period by five years,
still not computerised. This hampers the Exit policy Developers required to hold  Developers required to hold
preparation of a land acquisition plan. minimum 51 per cent till two  minimum 51 per cent until
Other time-consuming activities include years after commercial oper- COD and 26 per cent till end of
obtaining environmental clearance, shifi- ations date (COD) and 33 per concession.
ing and relocating utilities, and getting cent fill end of concession.
approval from railway authorities if an  viability gap 20 per cent of VGF given  The Gommittee of Secretaries
ROB or RUB falls within the project funding during construction and had allowed the NHAI to pay the
stretch. In BOT/PPP Projects, a ‘state sup-  (VGF) 20 per cent during operations entire 40 per cent VGF upfront.
port agreement’ is normally signed and maintenance (O&M). This is now recommended as a
between the Central Government, the permanent feature, with suitable
respective state government and the con- changes in the MCA.
cessionaire but the support from the state  Security to  Loans to BOT projects Provision in the MCA permitting
where the facility is being constructed is lenders treated as unsecured loans in lenders to create a charge on
seldom present. This is another impedi- the absence of any transfer- the escrow account, giving a
ment to speedy construction.” : able as&el > . "thl_mfer tol ?Dliﬂﬁt'unﬂ' .
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Meanwhile, Murali raises another sig-
nificant point on policy amendments.  jinfrastructure and are unaware of ground
“Stakeholders are concerned by the fre realities. In the past. we have seen how
quent amendments in the ongoing success-  amending the MCA for infrastructure b
ful policy initiatives,” he reveals. “Policy resiricting the bidders at the RFP stage

regulations and planning require review failed to attract
and upgrade with international practices, ’lﬁ'[g‘[ A any bidders for .
instead of following the suggestions of MHA[III road projects. This ¥

national bodies who have no experience in was subsequently



State-wise bridge
projects on hand

No.ol  Estimated

proj  cost(Rs cr)

Pradesh 56 2.135.95
#nachal Pradesh 1 800
kesarn 3 305.58
Har 50 3.206.38
Dtattisgarh 16 252.33
2=hi 26 1,947,681
h, Haryana 3 4557
o] B 1323
gl 35 2.517.47
fvans 20 3433
aryana , Delhi 1 11.04
imachal Pradesh 5 1389
wmmu & Kashmir 1 17
rarichand 12 358.11
amatana 3 1.0862.5
£d B T45.66
adhya Pradesh 22 35577
aharashtra 102 8.855.08
sjhalaya 1 20.26
2oram 2 301
i Statos 7 146,14
tesa 36 §37.7
iucharry 3 63.41
anjaly 17 317.14
yasthan 15 260.24
ol Nadu 45 201.44
iar Pradesh i) 1.437.18
arakhand 2 a0
35t Bangal 22 58521
and Total 587 279514
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withdrawn by the Government on the
insistence of the NHBF as the amendment
was not viable. This policy flaw delayved
projects and lead to cost overruns. Our
claim was strengthened when the clause
was removed In the ports sector after a
complete lack of success for three vears.”™

“Fragmented stretches of land provid-
ed to the contractor. unviable contract
packages and low Indian productivity are
primarily responsible for the mess, result-
Ing in higher quotes per km of road.” savs
SA Reddi, Management Consultant,
adding, "Glven our ambitious plan of real
ising 20 km road per day, it is imperative
that the authorities have a re-look at the
spoecifications and practices and fall in line
with international practices. Computer
controlled pavers are specified for use in
our NH programmes. These are expensive;
their productivity should be adeguate to
justify the cost. The typical specified
production rate of a concrete paver is
about 1 km per day: the actual realisa
tion 1s much less; the average is not even
a0 per cent!”

Indeed, money is a major concern. “It
is estimated that the roads sector will
require an investment of about $ 70 billion
by 2012," says Murali. "Of this, private-
sector participation will account for about
% 40 billion while § 10 billion is likely io
accrue from foreign investors, leading
to a shortfall of around $ 20 billion. The
Government will have to plan in advance
(3] Overcome
this scenario.”

For his part,
Paramasivan
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has on his mind, "Building
20 km a day would result in a three-vear
CAGR of over 50 per cent in construction
activity, which in itself is a great chal-
lenge,” he reasons. “For this, the manage-
rial bandwidth of NHAI has to be signifi-
cantly ramped up. The biggest challenge
will be the execution capacity of construce-
tion companies as there 1s likely to be a
huge shortage of specialised eguipment
and manpower. Similarly, parallel growth
in other infrastructure segments may pro-
hibit shifiing of manpower from other
construction activities to road building.™

manpower

The prescription

Other than just identifving the prob.-
lems, the contracting industry is eagor to
offer solutions to clear the speed-breakers.

“We must be well-prepared to handle
the practical difficulties,” affirms Parakh.
For starters, he advocates better synchro-
nisation between evervbodvy concerned.
“Road development requires coordinated
efforts, not just by the road ministry but
also bodies such as the forest ministry,
land owners, local administration, land
revenue authorities and police depart-
ment. This would ensure necessary
approvals and execution of prerequisites
in time. Corporations and utility providers
must be well-informed and involved in the
execution of the project. The appointment
of a centralised authority that will be
responsible for execution will ensure
uninterrupted flow of work. Often central
polices or plans contradict those of the
state or local administrations. A dedicated
centralised body can monitor execution
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adding additive, lay-
ing and compacting it
to give sufficient
strength to the road

‘HH'H-IM' streng 3o
crust. Again, this will

save on time and min-
imise the use of aggregate and fuel,
thus saving on costs. Such tech- [/
nigues not just save construction
time by 30 per cent but restrict COq
emission. But the biggest question is
whether the government authorities will
accepl such technologies. To achieve such
a humongous target of road construction
per day, a serious brainstorm is required
at all levels and recognition to new tech-
nologies must be given at a faster pace.”
{Refer to report on adding plastic waste
fo roads in the CW April issue...pl08)
Murali too affirms that new technolo-
eies can enhance productivity, “Currently,
the Indian roads sector emplovs advanced

Stablising the ground by adding additives
will not only save fuel by 30 per cent but also
restrict CO, emissions.

equipment like hvdrostatic sensor pavers,
electronic conerete batch plants, mechani-
cal pavers and finishers, asphalt drum
mix plants, road bromes. bitumen pres-
sure distributors and chip spreaders.” he
informs us.

“With increased competition, develop-
ers must adopt the latest technologies,
including tolling technologies, to make the
project viable and in line with internation
al practices.”

Equally significantly, the need for
repair and maintenance cannoit be
ignored. In NH projects under BOT maode,
maintenance is taken care of during
the period of concession. For other tol-
lable roads. the MCA for Operation,
Maintenance, and Tolling (OMT), pub-
lished by the Planning Commission,
should be adopted. For non-tollable roads
on NHs, SHs, and MDRs, long-term mainte-
nance contracts should be introduced,
Other beneficial steps include the adoption

1“4 Congtruction World May 2010
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“The approved GAD for any road
project should be available
before the appointed date of any
concession agreement.”

- Jawahar Lal Khushu, [irecton Era INFRA ENGINEERING LTD

Financing our roads

In the past, funds for the devel-
opment of NHs have essentially
been provided through the Central
Government budget. Fees and tolls
levied by the Central Government
on bridges on NHs and selected
siretches are utilised to upgrade
and improve roads. Of the Rs 2 per
litre cess on petrol and high-speed
diesel oil collected by the Central
Government and accredited to the Central Road Fund the cess
amount of Rs 1.50 per litre is distributed for development and mainte-
nance of NHs, SRs, RRs, and for the construction and development
of ROB/RUB and other safety features, as provided in the CRF Act
2000, in accordance with the prescribed formula. The remaining cess
of Rs 0.50 per litre is allocated solely for development and mainte-
nance of NHs. Multilateral financing agencies such as the World Bank
and the ADB have provided loan assistance to highway projects and
efforts need to be made to continue tapping this source.

Implementation of the NHDP would leave a substantial part of the
non-NHDP NH network, which would also require development in the |
Eleventh Plan Period. These sections are characterised by low densi-
ty of traffic. Some of these stretches fall in backward and inaccessible
areas, while others are of strategic importance. In fact, the substantial
addition made to the NH network during the past two Plan periods has led to
an increased gap between availability of resources and requirements and
thus contributed to poor maintenance and riding quality of the non-NHDP
network. The development of these stretches of NHs would be financed pn-
marily through budgetary resources. Howaver, it would be essential to prion-
tise them to ensure that resources are not spread thinly among competing
projects, which are responsible for time and cost overruns.

Although state governments provide funds for SHs, besides allocations
from the CRF (for instance, Rs 1,566 crore during 2007-08), BOT projects
are also being encouraged to meet the large financing requirements of SHs
in the Eleventh Plan. For this purpose an MCA for the PPPs in SHs has been
published by the Planning Commission and state governments have been
recommended to use it. Further, opportunities for providing VGF of up to
20 per cent of project cost for financing state sector schemes have been
made available by the Central Government. Specific initiatives have been
taken by some slate governments, in particular Gujarat, Rajasthan and
Punjab, in order to strengthen and upgrade SRs. The possibility of tolling
ROBs, constructed at level crossings where heavy traffic crosses the raillway
line, could be explored and success stories replicated across states. External
funding could also be explored as a possible source of finance for the devel-
opment of selected highways. Some states have established road construc-
tion corporations that augment resources through market borrowings.

To augment funding for meeting the time targets of rural connectivity
under the Bharat Nirman Yojana, it is proposed 1o borrow Rs 16,500 crore
from the NABARD by leveraging cess accruals. However, with loan repay-
ments commencing in 2009-10, the amount of cess available (net of repay-
ments) to finance the rural roads programme would be limited in the last two
years of the Eleventh Plan. Options to continue leveraging cess, increase
budgetary support and other strategies for mobilising funds could be explored.







