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1.1. GENERAL 
 

The transport system of Bangladesh consists of roads & highways, railways, inland 

waterways, seaports, maritime shipping and civil aviation, catering to both domestic and 

international traffic. Among these mode of transport, roads and highways are considered as 

the economic backbone of the country, which carry over 80 and 88 percent of freights and 

passenger traffic respectively. Due to sustain over emphasized and biased development, the 

road sector has dramatically increased from 65% of passenger modal share in 1985 to 88% 

in 2007; similarly the freight modal share has increased from 48% in 1985 to 80% in 2007 at 

the cost of railway and waterway modes of transportation. The relative roles of transport 

modes are evolving with road transport expanding at the expense of railways and inland 

water transport because of its inherent personalized door-door facility and passport of 

freedom attribute.  

 

Table 1.1: Modal Share of Passenger and Freight Traffic 
 

Modes of 
Transport  

Passenger 
(billions of km)  

Passenger 
Modal Share 

(%) 

Freight Ton-
km (billion)  

Freight Modal 
Share (%) 

Road  98.4 88.0 15.7 80.0 

Rail  4.2 4.0 0.8 4.0 

IWT  8.9 8.0 3.0 16.0 

Total  111.5 100.0 19.6 100.0 

Source: Revival of Inland Waterways: Strategies and Options, Report, World Bank 2007 

 

Indiscriminate development of road infrastructures compromising navigational headroom 

has created a serious operational problem for marine vessels. Similarly, road development 

by making many unauthorized level crossing also made railway operation inefficient and 

hazardous.  

 

Photo 1.1:  Navigational headroom constraints due to improperly developed 
road infrastructures 

INTRODUCTION 1 
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These are happened mostly due to adhering road biased development policy without 

proper integration with the other modes of transport. As a whole, the eccentric focus on 

road mode has made the present transport system imbalance and unsustainable with 

chronic congestions & resulting excessive pollution and most importantly with ever 

increasing safety hazard. So far, the full potential of railway and waterway have not been 

capitalized to make a well-balanced and integrated multi-modal sustainable transport 

system and thereby to conserve land and resources.    

 

 

Photo 1.2: Unauthorized level crossings made by improperly developed road 
infrastructures 

 

Road infrastructure has not only being making perennial constraints for railways and 

waterways but also inducing inefficient ribbon development typed landuse pattern along 

the roadway alignment. On the other hand the potential of railway based transit oriented 

sustainable landuse planning with minimum travel demand has not been explored yet. 

Towards conservation of land and resources and thereby to ensure sustainable 

development, the overall travel demand needs to be controlled at the generation level in 

terms of reducing the no. and length of travel and most importantly developing primary 

transport system based of active fuel free transport as well as fuel efficient mass rapid 

transit.      

 

Integrated and balanced transport system is vital in fostering economic growth and 

development. For Bangladesh to emerge as a ‘middle income country’, need a vibrant and 

effective transport and communication network. The strategy is to develop an efficient, 

sustainable, safe, and regionally balanced transportation system in which various modes viz. 

roads, railways, inland waterways, air transport, ports and shipping, urban and rural 

transport need to be complement each other and interface appropriately.  

 

The main objective of the Bangladesh National Conservation Strategy (NCS) for conservation 

of resources is to establish a safe, low cost, modern and technologically dependable, 

environmentally friendly inter-modal transport system with a view to reduce the financial 

cost and time for both commercial traffic, cargo and for public transportation. In line with 

this development of transport and communication infrastructure should contributes to the 

expansion of markets, enhancement of regional trade and investment and all of which 

should be conducive to economic growth and poverty reduction.  
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Overall 

Infra-

structure

Roads Railway Port Air Electri-

city 

Bangladesh 109 2.8 2.9 2.4 3.7 3.0 2.5 67.1 0.7

Bhutan 103 4.6 4.3 N/A 2.1 3.5 5.9 72.2 3.5

India 71 3.7 3.8 4.2 4.0 4.3 3.4 70.8 2.3

Indonesia 34 4.2 3.9 3.7 4.0 4.5 4.3 121.5 16.1

Nepal 102 2.9 2.9 N/A 2.2 2.9 1.8 71.5 3.1

Sri Lanka 73 5.0 5.1 3.7 4.2 4.8 4.8 95.5 12.7

Quality of 

Country
Country 

Ranking 

Mobile 

telephone/100 

pop

Fixed 

telephone/100 

pop.

However in terms of service to the formal economy, the performance of the transport 

sector continues to lag. According to the World Economic Forum’s Global Competiveness 

Report 2014-2015, as can be seen from the Table 1.2, Bangladesh has a score of 2.8 in terms 

of infrastructure, which includes quality measures of roadway, railway, port, airway, 

electricity and tele-density sub-sectors. Considering other countries in the region, 

Bangladesh, along with Myanmar (134), ranks in the bottom two in terms of infrastructure. 

Pakistan, a country with a lower overall country ranking (129) than Bangladesh, leads 

Bangladesh in infrastructure quality with score of 3.3. The only country with a lower 

infrastructure score than Bangladesh is Myanmar, with a score of 2.3. Most importantly, the 

report has revealed that since 2011-12 the overall country rank and quality of 

infrastructures are in static condition. 

 

Table 1.2: Global Competiveness Report 2014-2015, Comparison of 
Infrastructure Quality 2014-2015 

 
 
 

 

 

 

 

 

 

 

 

 

 

Source: World Economic Forum, the Global Competitiveness Report 2014-2015  

Note: Country Rankings are in descending order with “1” considered as the best performer. Whereas, Overall 

Infrastructure and other sub-sector scores are in ascending order with “1” considered as a lower score. 

 

The above table also revealed that tele-density is also not upto the level as compared to the 

neighbouring countries. The mobile communication along with the internet connectivity is 

the main infrastructure of ICT based pseudo-transport system which has the potential to 

convert all the ICT enabled physical trips into most efficient and harmless virtual trips by 

using information super-highway. This ICT based quasi mode of transport is the safest, 

cheapest, environmental friendly and most importantly minimum resource consuming 

system. It holds enormous potential to make the new generation future smart/cyber city 

sustainable with minimum physical travel demand.      

 

In Table 14.1.3, a comparison of Bangladesh’s infrastructure score over a span of 8 years 

(2006-2014), shows some improvement over time. For instance, Bangladesh’s infrastructure 

score increased from 2.03 in 2006-2007 to 2.8 in 2013-2014, a result of improvements in the 

electricity and port sector. If the changes in infrastructure score over the past 4 years (2010-

2014) are compared, there has only been a very small increase in the score, from 2.7 to 2.8, 

however this improvement is again due to improvements in electricity (1.6 to 2.2) and port 

(3.4 to 3.5) only. On the other hand, in the same span of 4 years, roads and railroads have 

decreased from 3.0 to 2.8 and 2.5 to 2.4 respectively. This is likely due to immense 

Government focus on increasing access to electricity as well as developing port facilities, 
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Overall Infra-

structure
Roads Railway Port Electricity 

2014-2015 2.8 2.9 2.4 3.7 2.5

2013-2014 2.8 2.8 2.4 3.5 2.2

2010-2011 2.7 3.0 2.5 3.4 1.6

2006-2007 2.03 3.1 2.3 2.4 1.6

Quality of 

Year

although the Government should simultaneously focus on drastic improvements in the 

transport sector. 

 

 

Table 1.3:  Bangladesh’s Infrastructure Score over time 
 
 

 

 

 

 

 

 

 

Source :  World Economic Forum, the Global Competitiveness Report 2014-2015 

 

On the other hand, Dhaka has ranked the second least liveable city in the world, an 

improvement from last year’s title of ‘The most unlivable city in the world’. In the 

annual Liveability Ranking by the Economist Intelligence Unit (EIU), Dhaka scored 38.7 out of 

100. The report lists 140 cities worldwide based on a variety of lifestyle issues such health 

care, education, culture, environment and infrastructure. The concern is that the rank of 

Dhaka metropolis has not been changed for the past five years. Indeed, it would be a great 

challenge to reverse the degradation process of urban areas and to make Dhaka along with 

all other major cities of Bangladesh liveable and thereby to create conservation and socio-

economic development friendly climate.  

 

As per the World Bank report on ‘Reducing poverty by closing South Asia’s Infrastructure 

Gap’, Bangladesh has 1.6km road per 1000 people, which is the lowest road-density in the 

region (among the eight SAARC nations). Only 25% roads in the country are paved which 

again is the lowest in the region. All of these statistics essentially indicates that both quantity 

and quality wise Bangladesh is badly in need of many infrastructural improvements in order 

to boost its economy in the future. This is a big cause of concern for making targeted growth 

and achieving SDG by reducing poverty and bringing prosperity to all Bangladeshis, 

especially the poor.  

 

1.2 IMPORTANCE OF THE SECTOR 
 

Transport is an essential part of our everyday lives and is central to sustainable 

development. It enables access to employment, business, education, health services, and 

social interaction. An adequate and efficient country-wide transport system is a pre-

requisite for initiating and sustaining economic development. Investment in improving 

transport efficiency is the key to the expansion and integration of markets – sub-national, 

national and international. In addition, it contributes to the generation of economies of 

scale, increased competition, reduced costs, systematic urbanization, export-led faster 

growth and a larger share of international trade. An efficient transport system is an 

important element of trade logistics cost and as such is a major determinant of export 

competitiveness. Efficient transport reduces the commuting time of general public, thereby 

contributing to their welfare. The transport sector is an essential component of the 

economy with strong effects on development, poverty reduction and the welfare of 

http://www.eiu.com/public/topical_report.aspx?campaignid=Liveability2015
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populations. When transport systems are efficient, they provide socio-economic 

opportunities and benefits that result in positive multiplier effects such as better 

accessibility to markets, employment and additional investments. When transport systems 

are deficient in terms of capacity or reliability, they can have an economic cost such as 

reduced or missed opportunities. Sustainable, efficient, and well maintained transport 

infrastructure allows urban and rural dwellers the opportunity to participate in economic 

opportunities and access essential services. But transport also consumes a lot of resources 

like time, fuel, materials and land. 

 

The transport sector’s (including transport, storage, & communication) high percentage 

contribution to GDP at constant price, 11.50% in FY 2012-2013 and 11.54% in FY 2013-2014, 

[6] indicates that the transport sector is an important component of the socioeconomic 

development of Bangladesh. According to Bangladesh Bureau of Statistics (BBS), the growth 

rate in this sector is approximately 6.47%. 

 

Table 1.4:  Sectoral Shares of GDP (%) at Constant Prices (Base Year 2005-2006) 
 

Sector 2008-2009 2009-2010 2010-2011 2011-2012 2012-2013 2013-2014

Transport, Storage, & 

Communication
10.89 11.05 11.23 11.49 11.5 11.54

a. Land Transport 7.19 7.28 7.31 7.32 7.31 7.31

b. Water Transport 0.95 0.92 0.89 0.86 0.84 0.81

c. Air Transport 0.12 0.13 0.14 0.14 0.13 0.12

d. Support Transport 

Services, Storage
0.58 0.6 0.63 0.69 0.67 0.66

e. Post & Telecommunication 2.06 2.12 2.26 2.48 2.56 2.63
 

Source: Bangladesh Bureau of Statistics (BBS) 

  

To achieve the average growth of GDP by 7 percent per annum, our transport sector must 

grow at least at a rate of 7.5%. Side by side the transport sector will need to reduce costs 

and allocate resources among different modes of transport in a more balanced manner. But 

over the years, transport modes are evolving with road transport expanding at the expense 

of railways and inland water transport. In fact, road transport in our country has emerged as 

the most dominant mode in surface transportation carrying in recent years over 80% of 

passenger and freight traffic. This over emphasis on road transport can be seen from the 

following Table. 

  

Table 1.5:  Development Allocation of Different Modes of Transportation 
 

Financial Year
Road          

(%)

Rail              

(%)

Water           

(%)

Total           

(%)

1999-2000 73 16 5 95

2000-2001 72 22 1 95

2001-2002 78 18 2 97

2002-2003 80 19 1 99

2003-2004 76 22 1 100  
Source:  BIWTA 
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 1.3 INTERMODAL CONNECTIVITY 
 
In the past, the Government has placed heavy emphasis on the development of the road 

sector at the cost of less development in the railway and inland waterway transport sectors. 

However, it is important that Bangladesh a country of many inland waterways and an 

exponentially increasing demand of transport pay special attention to the development of 

both its inland waterway and railway sectors. Transportation connectivity in Bangladesh 

could be well enhanced and meet future demands of transport growth if an effective and 

integrated plan for intermodal connectivity is followed. Railway offers certain distinct 

advantages, such as lower cost for the transportation of passengers and freight, as well as 

being more environmentally friendly. Inland waterways also offers advantages as they can 

contribute to the effective transportation of freight and if these same waterways were 

efficiently connected to railway and road, their importance and contribution to effective 

transport could only grow and more intra-modal synergy could be achieved. Thereby, a well-

connected more balanced transport system with resource conservation potential can 

ensure the sustainable development of Bangladesh. 

 
1.4 RELATIONSHIP OF SECTOR WITH OTHERS 
 

In general the relationship of transportation system with other sectors is highly interrelated 

and intricate in nature. Even different modes of transport such as roads & highways and 

railways are directly interrelated with the inland waterways and so with maritime ports for 

establishing an efficient transport network that is able to provide a cost and time effective 

door to door service. Basically, transport infrastructure development is considered as the 

most important precursor for ensuring access to education, health, utility services, market 

etc. as well as for overall development of power & energy, agriculture, fisheries, livestock, 

forestry, industrial, tourism sectors. It is also directly related to socio-economic 

development, environment, climate change and acted as a catalyst for creating employment 

opportunity, planned urbanization, FDI enabled climate etc. 

 

Roads already account for 12% of our land area today, only a little under housing, which 

takes up 14 per cent. As development of roads and highways on flood plain require more 

than double width of land acquisition to accommodate the embankment-top-carriageway, 

its impact on agricultural land is significant. This artificial road embankment also causes 

negative impact on aquatic life as well as increases magnitude and frequency of floods that 

in turn affect agricultural production. High embankment on flood plain with alluvial deposit 

is also increases slope protection work as well as poses high degree of exposure to the 

traffic safety with rolling and falling potential.     

 

On the contrary, the improvement of agricultural sector is directly interlinked with the 

reliable and extended transport infrastructure for ensuring agricultural supplies could more 

efficiently reach farmlands, and agricultural products could also efficiently reach markets. As 

such there should be a delicate balance among expansion of transport network, agricultural 

productivity and conservation of land. From the view point of conservation of nature as well 

as considering the acute shortage of our agricultural land area, the best strategies would be 

to develop a few high quality roads than development of many low quality unreliable and 

unsustainable roads. Most importantly, development emphasis should be more on 
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harnessing the potential of naturally developed river and canal systems than the expansion 

of roadway infrastructure at the expense of invaluable agricultural land.  

 

The state of roads, highways, and railways in Bangladesh represent the country’s 

infrastructure is directly link with the overall economic development of the country. 

Economic development in turn affects all sectors of the country. Therefore the planning for 

any other sector (i.e. fisheries, agriculture, industrial etc.), must take into consideration the 

state of the infrastructure. On the other hand, transport demand are also influenced by 

other sectors, such as power & energy, agriculture & industrial growth etc. that can either 

increase or decrease the transport. Moreover, issues such as population change and the 

development of dependent industries dictate the overall demand for transport, and 

therefore affect the way the transport network evolves over time. Climate change 

continuously affects the roads, highways, and railways, as made evident by the damages 

caused by persistent flooding. Therefore, it is important that infrastructure is planned in line 

with the changing dynamics of all directly and indirectly related sectors and issues.  

 

Power sector is also related with inland waterways as almost all the large-scale power plants 

were developed by the side of the rivers considering the convenience of transporting heavy 

over-size equipment and fuel. River is also required after construction for a thermal power 

plant for continuous transport of coal and to meet the need of cooling water. Fuel of power 

generation is greatly dependent on related infrastructure development for coal 

transportation. 

 

The transport sector is also directly related to environment and climate change. According 

to second national communication of Bangladesh submitted to UNFCCC, the roads & 

highways subsector is the main source of greenhouse gases (GHGs) emission in Bangladesh. 

The transport sector, which is responsible for one quarter of energy-related greenhouse gas 

(GHG) emissions worldwide, with its emissions increasing at a faster rate than any other 

sectors, must be included in any effective policy response to climate change and in order to 

keep the global temperature increase below the two-degree Celsius. 

 

1.5 ANALYTICAL CONTEXT WITHIN THE FRAMEWORK OF SDGs 
 

Sustainable transport is essential for achieving most, if not all, of the proposed Sustainable 

Development Goals (SDGs) and the 2030 Agenda for Sustainable Development. As a whole 

this Agenda is a plan of action for people, planet and prosperity. Although sustainable 

transport is not represented by a standalone SDG, it is mainstreamed across several SDGs 

and targets, especially those related to food security, health, energy, infrastructure and 

cities and human settlements. 

 

Encouragingly, in the framework for the Sustainable Development Goals, both cities and 

transport take prominent roles. This is a historic step, as transport had not been recognized 

in the previous MDGs. Of the seventeen goals recommended by the Open Working Group to 

the UN General Assembly, seven of them include specific targets that incorporate transport 

(including both rural and urban infrastructure. See sidebar for details). This elevation of 

transport recognizes it as a key tool in reducing emissions, improving equity, and reducing 

poverty.  
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Failure to factor in sustainable transport to the SDGs as a pathway to creating a successful 

and sustainable economy will hamper the target to achieve ‘the future we want’ and 

‘sustainable prosperity for all’, and reduce inclusive wealth creation globally. 

 

 

 

The targets of Sustainable Development Goals (SDGs) for Sustainable Transport are:  

- Urban Access: Secure universal access by sustainable transport for urban populations by 

2030;  

- Rural Access: Secure universal access by sustainable transport for rural populations by 

2030;  

- Road Safety: Halve the burden of global road traffic crashes by 2030 compared to 2010;  

- Air Pollution and Human Health: Halve years lost due to premature death and years 

lived with disability from transport-related air pollution by 2030 compared to 2010;  

- Greenhouse Gas Emissions: Realize at least 1.6 to 2.5 GtCO2e reductions by 2020.  

 

By 2030, definitely it would be a great challenge to provide access to safe, affordable, 

accessible and sustainable transport systems for all, improving road safety, notably by 

expanding public transport, with special attention to the needs of those in vulnerable 

situations, women, children, persons with disabilities and older persons. Towards achieving 

these targets along with conserving the nature, there would be needed strong political 

commitment guided by well though policy supports and most importantly the sustain 

commitment for providing prerequisite funding.   

 

1.5 SCOPE OF THE REPORT 
 

The long-term goal of the Bangladesh National Conservation Strategy (NCS) is to develop a 

safe, cost effective, efficient and sustainable system of land transport that facilitates 

economic development through the movement of people, goods, and services and thereby 

to ensure sustainable conservation of resources. In this regard transport is considered as 

one of the top most priority sector of Bangladesh. At present, along with power and energy 

sector it is the most critical growth driver of Bangladesh economy. Analysis of transport 

sector and the present and future prospects of the sector in Bangladesh are very important. 

Key sectors to be covered under this report are: 

 

 Roads and Highways: Roads and Highways are considered as the bloodline of the 

internal communication. Therefore, understanding the present road network is very 

important.  

 Railways: Railway has connects 44 districts and almost all the important places of the 

country and has a great contribution in accelerating the economic activities. 

 Inland Waterways: Bangladesh is crisscrossed by thousands of rivers. Inland 

waterways always play a vital role in communication, especially transporting 

agricultural goods from one place to another. 

 Ports and Maritime Shipping:  Ports and maritime shipping are crucial for export-

import of goods (raw materials, such as coal for power stations, intermediary good, 

and end-products). 

http://www.slocat.net/sites/default/files/u10/draft_sustainable_transport_results_framework_owg_7_input-jan_3_0.pdf
http://www.slocat.net/sites/default/files/u10/draft_sustainable_transport_results_framework_owg_7_input-jan_3_0.pdf


 

TRANSPORT AND COMMUNICATION                                                                                                                                  10 

 

 

 Civil Aviation: Important mode of transport particularly for long distance travel and 

act as a gateway for international travel. It is a vital infrastructure both for tourism 

and cargo industries.  

-  

Information Communication Technology (ICT): It is a quasi or pseudo transport system, 

which has the potential to reduce physical travel demand by converting it into virtual digital 

demand. It holds good prospect in achieving the goals of conservation of nature. 

 

1.6 METHOD 
 

The Transport and Communication sub-sector of National Conservation study is made 

mostly by using existing sectoral master plans, studies, reports as well as getting 

information available from websites of different relevant ministries and institutions. 

Research studies those were conducted in Bangladesh and particularly related to 

conservation of resources in transport sub-sector are also consulted extensively. 

Information has also been gathered from those reference countries, which have been 

successful in achieving sustainable transport system. 
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2.1 ROAD TRANSPORT 
  
 

In Bangladesh, the road sector has been playing an increasingly significant role in 

transporting both passengers and freight. Road transport is preferred for transport of 

smaller consignments, especially of perishable and fragile goods, due to wide and faster 

geographical coverage, ability to offer personalized door-to-door service and reduced 

terminal handling cost. This is the most likely a result of consistently higher levels of 

investment as well as its inherent advantage of ability to provide point-to-point service and 

also has the ability to interact with all other modes of transport, such as inland waterways, 

railways, and airports. 

 

The main stakeholders include the Roads 

and Highways Department (RHD) and the 

Local Government Engineering Department 

(LGED). RHD is responsible for construction 

of the major road network in the country, 

including the national, the regional 

highways, and zila roads, whereas LGED is 

responsible for development and 

maintenance of transport infrastructure in 

rural areas, such as rural roads and minor 

feeder. In addition to the road network 

managed by both RHD and LGED, some 

urban road networks are operated under 

the jurisdiction of city corporations and 

development authorities within the Ministry 

of Local Government, Rural Development, 

and Cooperatives.  

 

The road network of Bangladesh is classified into four major groups: National Highways, 

Regional Highways, Feeder Roads, and Local Roads. As of 2015, the total length of the road 

network is 21,481.25 km under the management of Roads and Highways Department. Of 

the total road network under the Department, 3544 km is National Highways (16%), 4278 

km Regional Highways (20%) and remaining 13,659 km is Zila roads (64%). Besides, RHD has 

7,741 bridges and 13,751 culverts under its jurisdiction. RHD also operates 134 ferryboats 

and 55 ferry ghats on its road network throughout the country. Bangladesh currently has 5 

toll bridges and 3 toll roads. Tolled bridges are generally bridges that are over 1,000 meters 

in length, such as the Bangabandhu Bridge. In addition, there are approximately 304,379.31 

kms of rural roads, including 200,000 km earthen roads [9] which are under the jurisdiction 

of LGED. Besides, there are about 100,000 km of farm-to-market and tertiary roads which 

are of earthen surface and unsuitable for use by vehicular traffic during rainy seasons. 

Road transport system provides users passport of 

freedom by allowing door-to-door facility and 

encourage personalized auto trips. Auto biased 

roadway system is inefficient w.r.t. requirement of 

land space and not sustainable w.r.t. energy and 

capacity. 
 

Because of indiscriminate investment in road 

sector, amount of country’s road network has 

increased from 3,764 in 1971 to 425,860km in 2015 

with 125,265 km of paved road. Due to this 

polarized development strategy, during the last 45 

years the amount of paved road network has 

expanded by 28 folds; whereas during the same 

period navigable waterway has shrunk from 

24,000km to 5200km and railway tracks and 

services also reduced. Over reliance on road mode 

resulted in imbalance and energy hungry transport 

system. 

STATUS 2 
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Road Type Length (km) %

National Highway (N) 3,544        3.38

Regional Highway (R) 4,278        4.08

Zila Road (Z) 13,659     13.04

Total 21,481     20.50

Upazilla Road (UPR) 29,797     28.44

Union Road (UNR) 22,478     21.45

Village Road (VR) 31,028     29.61

Total 83,303     79.50

Grand Total 104,784   100.00

Hatikamrul-Banpara highway 51             

Jagadishpur-Sherpur highway 68             

Port Link Road 13             

Total 132           

Road Network belongs to RHD

Road Network belongs to LGED

0.13 % of 

total paved 

road

Access Controlled Tolled Road

These roads are maintained by different agencies like District, Union Councils and 

Paurashavas/ Municipalities.  

 
Table 2.1 Paved Road-Network of Bangladesh 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Table 2.1 shows that in Bangladesh there is only 0.13% road is access controlled, which 

essentially suggests that there is an acute shortage of quality road with arterial 

configuration. For having a balanced pyramid of different category of roads, there should be 

at least 3-5 percent highways with access controlled configuration. In India, partial access 

controlled national highways are less than 2 percent of network but carry 40 percent of total 

traffic. These multi-lane highways often called expressways are developed connecting all the 

major metropolis, industrial, agricultural, cultural centres and ports with golden 

quadrilateral framework and considered as a backbone road network.   

 

Figure 14.2.1:  Relationship between Roadway Hierarchy vs. Productivity 
Note: ADT- Average daily traffic 
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As energy demand in transport sector is primarily satisfied by imported fuel, government’s 

policy bias toward road transportation and ever-increasing fuel price is creating burgeoning 

burden on national economy. Based on a 2007 World Bank report, the modal share of roads 

and highways in Bangladesh transport sector in the carriage of passenger and freight traffic 

is more than 88% in passenger-kms and 80% also in ton-kms, making it the most utilized 

form of transport in Bangladesh. 

 

National highways and regional highways are the most utilized transportation mode for 

both the movement of passengers and freight. Currently, the Government has given priority 

to five important corridors for road network development: Dhaka-Chittagong, Dhaka-

Northwest, Dhaka-Khulna, Dhaka- Sylhet, and Khulna-Northwest. 

 

Inefficient and unreliable road transport and a poorly developed road network limited 

mobility of goods and services, thereby constraining economic development. With regards 

to annual average traffic growth rate, a wide range of variations (11.17 to 21.03%) are also 

observed along the selected corridors. These values are found to be much higher than the 

standard growth factor of 10% as considered to the RHD pavement design guide (PDG, 

2005). The ever increasing vehicle population and heavy axle loads has been causing 

substantial damage to roads. Trucks carry loads much in excess of legal axle load limits are 

largely responsible for poor road conditions in addition to the inadequate structural 

capacity of pavements and diminishing allocation of funds year after year for maintenance 

and rehabilitation.  

 

2.2 RAIL TRANSPORT  
 

After liberation, Bangladesh Railway (BR) the state-owned rail transport agency of the 

country had 2,858.23 km of railway network connecting 44 districts, 270 stations, 486 

locomotives, 1,643 coaches and 16,823 wagons. At present BR has approximately 2,877 km 

rail line, 440 stations, 286 locomotives, 1,503 coaches and 10,226 wagons. There are 261 

passenger trains of which 68 are intercity, 66 are mail and express, 127 local, and 55 goods 

and container trains. BR is under the control of the Ministry of Railways. (BDP 2100).  

 

The share of allocation of the railway sub-

sector in total allocation of transport 

sector has declined from 23.9% in the First 

Five Year Plan to 13% in the Fifth Five Year 

Plan. These allocations could barely meet 

the need of rehabilitation/replacement 

costs. As a result, in the past no extension 

or up-gradation nor any significant 

increase in rolling stock took place and 

some railway sections and stations had to 

be closed down. On the other hand, huge 

investment in road sub-sector resulted in 

high road density of 69.2 km per 100 sq. 

km. of land in Bangladesh. 

 

In a land scarce country like Bangladesh, railways can 

perform a useful and effective role in transporting 

bulk freight and passengers more cost effectively and 

with lower adverse environmental impacts than road 

transport. It is the most environmental-friendly, safe, 

and affordable form of transport. Travel cost is half 

of highway mode. Although railway has great 

potential, at present it is found that the railway only 

represents 4% of passengers modal share and 4% of 

freight modal (World Bank Report, 2007). This is 

mainly due to railway’s poor infrastructure, lack of 

rolling stock and human resources, inefficient use of 

infrastructures, insufficient funding, deteriorated 

physical assets, and poor level of service compared 

to other available transport types.   
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Over the years, due to continuous lacking in proper investment, BR faces a number of 

constraints which limit its ability to cope with the changing pattern of traffic and expanding 

competitive modes of transport and minimize its losses. The railway track is in poor 

condition in a number of areas, including the vital Dhaka-Chittagong corridors, which need 

immediate rehabilitation and upgrading. Right now, in many important sections railway 

tracks and crossing are in bad condition leading to frequent derailments, almost 78% of the 

locomotives and 28% of passenger coaches are beyond their economic life and need 

immediate replacement. Seventy percent of the signalling system has become old aged and 

obsolete and needs modernization including human resource development. Dilapidated 

mechanical signaling system restricts the speed and productivity of both rolling stocks and 

track capacity.  All these result in serious deterioration of the performance of BR.  As part of 

the effort there has been an increase in its ticket prices; yet the evidence shows that BR’s 

operating loss increased from Tk. 584 crore in FY2010 to Tk. 841 crore in FY2013. 

 

On the other hand there was a sharp decline in freight carried from the benchmark year of 

FY2010 to FY2013. It declined from 7,70,064 ton-km in FY2010 to 6,11,489 ton-km in FY2013, 

a 21% decline. This is a matter of concern as for BR the freight transportation including 

containerized freight is the main source of revenue. 

 

Table 2.2:  Railway Freight and Passenger Carriage 
 

Fiscal 
Year 

Kilometers Freight 
Carried 
(Tons) ) 

Ton-KM Passenger 
number 

Passenger-KM 

FY2010 2,835 2,714 770,064 65,627 7,305,000 

FY2011 2,791 2,558 692,640 63,536 8,051,920 

FY2012 2,877 2,192 582,107 66,139 8,787,234 

FY2013 2,877 2,304 611,489 65,022 8,638,829 

Source: Bangladesh Economic Review 2013, Ministry of Finance 

 

On the other hand according to the official statistics, 85% of 2,541 level crossings across the 

country are unmanned. Only 1,413 out of total 2,541 level crossings were set up by the 

Railway Department while the rest were illegal. Though 379 out of 1,413 authorised level 

crossings have gatekeepers and there are no gatekeepers for the rest. These illegal level 

crossings were constructed by different government bodies such as Local Government 

Engineering Division, Roads and Highways Department, city corporations and district 

councils without taking permission from the railway authorities. Some private organisations 

had also built many level crossings illegally.  

 

Flat terrain, almost square shaped geographical layout and radial travel demand pattern in 

Bangladesh makes it highly suitable for railway system. Unfortunately, it has been broadly 

neglected for decades resulting in demeaning its role in national transportation. Recently 

government has taken initiative to revitalize rail system, which is more efficient with respect 

to energy and environmental considerations (Land Transport Policy of Bangladesh, 2006).  

The Government, underscoring the need for railway communication, attaches topmost 

priority to railway amongst all the surface mode of transports in Vision-2021. A total of 28 

new projects have been approved in the past two years for the improvement of railway. 
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 2.3 INLAND WATER TRANSPORT (IWT)  
 

Bangladesh is crisscrossed by a network of about 24,000 km of inland waterways. River 

network of Bangladesh serves as natural drainage of the country, and it has been 

functioning as the major means of transportation in some areas especially in southern 

districts. There are over 5,200 km of 

perennial waterways which increase to 

8,372 km during the monsoon period. 

About 25.1 percent of rural population 

can access to rivers only for the purpose 

of transport. About one eighth of the 

rural population has access to the 

transport system only through IWT. It has 

enormous potential to play a significant 

role in the movement of mass people and 

freight. More than fifty percent of the 

economic activities in the country are 

located within a distance of 10 km for the 

nearest navigable waterways in all 

seasons. During the monsoon season 

when roads become impassable, 

riverboats are the only mode of transport 

for an important part of the Bangladesh’s 

rural population. The country boat plays 

significant role and provides about 50% 

of the total employment in the transport 

sector as a whole. They are also the main mode of transport in the south coastal areas 

where the road network is little developed.  

 

Bangladesh Inland Water Transport Authority (BIWTA) and Bangladesh Inland Water 

Transport Corporation (BIWTC), under the ministry of Shipping are responsible for 

development, maintenance and control of inland water transport and of certain inland 

navigable waterways. BIWTA and BIWTC give pilotage facilities to about 7,000 inland water 

vessels. They regulate the movement of about 2000 passenger launches and maintain 22 

inland ports along with about 800 launch ghats including terminals. Infrastructure and 

facilities now available in these ports and landing stations are very much marginal and 

primitive in nature to such extent that head-load remains the general means of loading and 

unloading cargo.  

 

In terms of productivity per kilometer of network, IWT has the same productivity for 

passenger and more than twice the productivity for cargo compared with road transport. 

Inland waterways have more accessibility compared with other surface network. Studies 

have also shown that 12.3% of the rural population or 50% of rural households have access 

to water transport. It is the cheapest mode of transportation, average passenger travel cost 

is one third and bulk freight transport cost is one fourth of the highway mode. Inherent 

weaknesses of this mode includes, it is a scheduled based service and provides terminal-to-

terminal travel facilities. It needs integrated access and transfer facilities with other modes 

of transport. 

This natural carriageway based mode of transport 

is very primitive and regarded as the most 

environmental friendly, cheapest, less accident-

prone, comfortable and most affordable mode of 

transport. As a riverine topography, in Bangladesh 

a dense network of rivers and canals provides a 

cheap means for the poor and in certain areas it is 

the only means of transport. The topographic, soil 

and climatic conditions in Bangladesh are such 

that cost of building and maintenance of roads and 

railways are very high compared to inland 

waterways. Moreover, the development of 

waterways does not even require any cultivable 

land rather it’s very much helpful for development 

of other sectors of economy including maintaining 

ecological balance. As a whole it holds huge 

resource conservation potential.  

But due to lack of proper attention, gradual 

declining trend during last decades and estimated 

at 8.9% in passenger and 16% in freight movement 

in 2005, while in 1975 IWT modal share of 

passenger traffic was 16% and freight traffic 37%. 
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IWT is dominated by the private sector which leads most of the sector activities such as 

cargo transport, port management and ship building, etc. that help the sector’s contribution 

to shared growth and poverty reduction. Besides, among the private sector involvement the 

share of non-mechanized country boats, small-mechanized boats and traditional cargo 

vessels is also very prominent. About 58 per cent of the total employment in the transport 

sector and 94 per cent of the employment in the IWT sector is provided by country boats [ ].  

On the other hand, the public sector activity in IWT is confined to development and 

maintenance of waterways, regulation, control and training of mechanized craft operators, 

building and maintenance of ports and landing stations, and provision of ferry service to 

road transport vehicles.  

 

A World Bank Report titled Revival of Inland Water Transport: Options and Strategies 

revealed that modal share of IWT registered a gradual declining trend during last decades 

and estimated at 8.9% in passenger and 16% in freight movement in 2005, while in 1975 IWT 

modal share of passenger traffic was 16% and freight traffic 37%.  [Show modal share for 

China & India.] One of the main causes of declining trend of inland water transport 

identified in this study is the deteriorating condition of the river system in Bangladesh 

caused by both morphological and natural processes, and withdrawal of water beyond the 

border and within the country and continuous lacking of investment. In 2013-14, BIWTA 

recorded 87.40 million of passenger and 35.18 million tons of cargo throughput the nine 

major river ports. IWT is mainly used for transport of bulk, dry bulk and liquid bulk of 

construction materials, food grains, fertilizer, clinker, petroleum product etc. A large fleet of 

about 10,000 inland vessels is engaged in the carriage of goods and passengers. Besides 

there are approximately 750,000 country boats powered by the pump engines operating 

mainly in the rural waterways.  

 

IWT also playing a significant role in regional transport, particularly with India under 1972 

Protocol on Inland Water Transit and Trade between Bangladesh and India. in 2013-14, a 

total volume of more than 19.33 million tons of cargo was transported of which more than 

98% were transported by Bangladesh vessels to mainland India and the land-locked north-

east states. Which essentially implies that this mode of transport has the potential to 

facilitate regional trade, to provide market access and thereby to help in minimizing the 

trade deficit with India. 

 

Regarding the containerized freight movement, inland waterways so far has not make any 

due role to play, though one of the main factors for revival of IWT would be carrying 

container traffic. This resource conservative and cheapest mode can be gainfully used to 

develop a balanced multimodal sustainable container transport service, which is now 

eccentrically biased to resource intensive road mode with 90 percent modal share.  Owing 

to the vast river network in Bangladesh, inland water transport (IWT) continues to be an 

important mode of transport, despite years of neglect and the emergence of expensive road 

transport system. Appropriate planning and investment may further enhance its role in 

national transport system thereby reducing pressure on road network. Until recently, 

however, the sector had received little attention from the Government of Bangladesh with 

only limited resources allocated to its development mainly for dredging activities.  
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 2.4 PORTS AND SHIPPING 
 
The water transport network of the country not only caters to the inland movement of 

freight and passengers but also plays an important role in the transportation of import and 

export items through the ports of Chittagong and Mongla. Chittagong is the gateway port, 

handling more than 90% of international sea borne trade cargo. In 2012-13, the Chittagong 

Port handled a total volume of 43.37 million tons of cargo, while Mongla handled about 

3.147 million tons. Generally, the volume of containerized freight in TEUs (twenty-foot 

equivalent unit) is considered as the measure of export-import in turn the economic 

development of a country. During the past 2014-2015 fiscal, Chittagong port has handled 

nearly 1.86 million TEUs of container as against about 44,000 TEU by Mongla. The growth 

rate in container handling during this period was 15% which more than double of the GDP 

growth of Bangladesh.  

 

The international sea borne traffic in maritime ports is growing faster than the GDP growth 

in Bangladesh, the growth of tonnage is 14% per annum while the growth of container 

traffic 15% per annum [CPA]. The Chittagong Port has a total of 41 berths including private 

and public terminals and lightering operations in the outer anchorage. At the three main 

terminals of the port, General Cargo Berths (quay length 2,131 m), Chittagong Container 

Terminal (quay length 450 m) and the New Mooring Container Terminal (quay length 1,000 

m), handling is being conducted by private local terminal operators. At the Mongla Port, 

there are 5 jetties, 5 mooring buoys, 8 anchor berths and 5 private jetty berths. The length 

of quay wall at Mongla Port is 940 m. The Chittagong Port Authority has been enjoying the 

monopoly in the trade of maritime port services with significant amount of surplus every 

year. 

 

At present the contribution of Mongla port is not significant, though it has trade links with 

almost all major ports of the world. It is expected that the construction of Padma Bridge by 

2018 is likely to multiply the importance and activities of the port to a large extent. In such 

circumstances, the port is going to carry out a major role in revitalization of economic 

activity, particularly in the south and south west part of the country.  

 

Table 2.3:  Freight Handled by Chittagong Port 
 

Financial 
Year 

Import in 
TUES 

Import in 
TONS 

Export in 
TUES 

Export in 
TONS 

Total in 
TUES 

Total in 
TONS 

2010-2011 729,693 11,071,826 739,221 4,511,273 1,468,914 15,583,099 

2011-2012 675,796 9,439,987 667,612 4,398,815 1,343,408 13,838,802 

2012-2013 743,547 9,928,300 725,166 4,627,834 1,468,713 14,556,134 

2013-2014 812,918 11,125,348 812,591 5,012,427 1,625,509 16,137,775 

2014-2015 940,827 13,132,923 926,235 5,535,446 1,867,062 18,668,369 

 

 

 

 

Table 2.4:  Freight Handled by Mongla Port 



 

TRANSPORT AND COMMUNICATION                                                                                                                                  18 

 

 

 

Year No of Ships 
Discharg 

container  
(TUE) 

Shipment 
container  

(TUE) 

Total 
container 

(TUE) 
2010-2011 44 13,699 13,424 27,123 

2011-2012 35 15,460 14,585 30,045 

2012-2013 47 21,994 21,879 43,873 

2013-2014 72 21,947 21,060 43,007 

2014-2015 67 21,036 21,101 42,137 

 

The operational performance of Chittagong Port has seen substantial improvement over the 

years and is reflected in lower turnover time in loading/unloading and port clearances. An 

important challenge moving forward will be to maintain and further improve service quality 

standards as the cargo volume expands.  Efforts are also needed to make the Mongla Port 

more useful in terms of capacity to handle a larger volume of cargo as well as improved 

service standards.  

 

Due to geographical advantage, both Chittagong and Mongla have the potential of playing 

great role in sub-regional trade. In future the port may also provide international transit 

facilities to neighboring countries mainly Nepal, Bhutan and eastern states of India. Thereby 

would make economic progress and prosperity of people of south and south west part of 

the country as well as among the sub-regional countries. 

 

2.5 AIR TRANSPORT 
 

At present, aviation activities are being carried out from 3 international and 12 domestic 

airports, about 38 airlines are now 

operating in and out of the country; about 

43 States signed bilateral agreements with 

Bangladesh. Within the country, Biman 

Bangladesh Airline operates flights to the 

cities and several towns for transportation 

of passengers and cargo. Though air 

transport is an important means of 

domestic transportation, the volume of 

traffic in terms of number of passengers 

and quantity of cargo is insignificant 

compared to other modes of 

transportation. International 

transportation of passengers is almost 

entirely by air. Civil Aviation Authority, 

Bangladesh (CAAB) functions as the 

regulatory body for all aviation related 

activities in Bangladesh. This organization 

is the custodian of all airfields and allied facilities including air navigation facilities. 

Bangladesh Biman, it is managed by the Ministry of Civil aviations and Tourism. 

 

Air transport is a huge resource intensive mode of 

transport; particularly its physical land 

requirement is exorbitantly high to accommodate 

all the necessary airside and landside components 

of an international airport. Its impact on 

productive landuse is also significant. For safe 

operational compliance of runway, 45km height 

restriction on adjoining area of 4km radius which is 

about 50 sqkm, densified use of airport 

surrounding land is not possible. Moreover, 

geographically Bangladesh is a very compact 

country with minimum aerial distance and due to 

mid position of its capital, this aerial distance for 

traveling to any part of the country by plane has 

reduced further. With this minimum aerial 

distance, the prospect of domestic aviation is 

essentially appeared to be not so bright, particular 

in consideration of the development of future high 

speed dedicated expressways and railways.      
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Hazrat Shahajalal International Airport (HSIA) at Dhaka is the busiest airport in Bangladesh, 

through which 80% of the total air traffic flow take place. The airport has an area of 1,981 

acres (802 ha). The airport has a capacity of handling 15 million passengers annually, and is 

predicted by the CAAB to be enough until 2026. Air traffic volume rapidly is increasing at 

9.5% during last 3years. In 2014, it handled 6.1 million passengers, and 248,000 tonnes of 

cargo. Average aircraft movement per day is around 190 flights. The opening up of air traffic 

to private domestic carriers has also paid dividends in terms of quality and frequency of air 

services. With growing income, the demand for international and domestic air services 

continues to grow. The existing terminal and runway is not A380 or B747-8F compliant. It 

has become necessary for upgrading and expanding HSIA, to meet the growing air traffic 

demand and to accommodate Code F Aircraft (A380, B747-8F).  

 

2.6 INFORMATION AND COMMUNICATION TECHNOLOGIES (ICT)  
 

As the importance and value of information increases, Information and Communication 

Technologies (ICT) are rapidly evolving and taking centre stage in everyday life in the 21st 

century. This is particularly evident in the transport sector where ICT is greatly influencing 

our mobility and travel choices as well as travel experiences.  The literature suggests that 

ICT innovations are most effective in fatality reduction and also quite effective in reducing 

fuel consumption through fuel intelligent vehicles. Greenhouse gas emissions that lead to 

global warming, emissions leading to air pollution with its negative impacts on human 

health, the large number of fatalities and injuries, diminishing petroleum reserves, and 

congestion, are generally accepted as components of non-sustainability by most scholars 

working in this area today. Besides, over the past one decade or so, there is a tendency in 

the planned cities around the world towards decreasing the amount of urban travels 

through encouraging virtual travels and telecommuting. Tele-commuting is considered as a 

better and smart way of living. Shopping trips and personal trips have also the potential for 

benefiting from ICT services. Around the world the ICT is gainfully being used as a travel 

demand management measure. 

 

In Bangladesh the telecommunication 

sector has progressed significantly with 

the involvement of the private sector in 

the provision of mobile phones and 

telematics in the early 1990s. Yet, the tele-

density remains lower than in neighboring 

countries. The rural connectivity of some 

operators is still low. Tele density in 

Bangladesh in 2007 was 1 per cent for 

fixed lines (compared to 4 percent in India, 3 percent in Pakistan, 14 per cent in Sri Lanka, 

28% in China, and 55 per cent in USA). Tele density in respect to mobile subscribers in 

Bangladesh in 2007 was 22% (compared to 21 per cent in India, 39% in Pakistan, 40% in Sri 

Lanka, 42% in China and more than 100% in Thailand, UK and Germany). With time the cost 

of handsets, connection fees and airtime have reduced significantly. The average mobile 

phone tariff fell from Taka 11.37 per minute in December 2001 to Taka 0.83 in June 2015. 

The quality and coverage of the internet has also improved in recent years. Bangladesh is 

connected with the rest of the world through submarine cables owned by the Submarine 

Cable Co. and Very Small Aperture Terminals (VSAT). A second submarine line will be  

This non-evasive quasi mode of transport is 

characterized by the cheapest, safest, most 

environment friendly and has a high potential to 

conserve nature by converting ICT enabled 

physical trips into virtual trips. Due to this unique 

inherent quality of ICT, it holds a good prospect in 

making sustainable development as a 

complementary to other traditional modes of 

transport. 
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operational by 2016. Fibre-optic broadband connections have increased browsing speed. 

There are now more internet service providers, and their connection and monthly fees have 

fallen, but still remain beyond most people.  

 

The Bangladesh Telecommunication Regulatory Commission (BTRC) an independent 

regulatory body under the Ministry of Post and Telecommunication are responsible 

establishing, operating, regulating, maintaining telecommunication establishments and 

providing various telecom services in the country. 

 

Consider the enormous potential of ICT in 

developing economical and energy 

conserving sustainable city, many countries 

are building smart city including India 

where they have planned to develop 100 

smart and compact cities with an ultimate 

goal of achieving paperless administration, 

currency less economy and placeless job. 

Putra Jaya multimedia-smart cyber-city in 

Malaysia is one of these category cities.  

 

2.7 CLIMATE CHANGE 
 

It is now recognized internationally that Bangladesh is at the forefront of adverse climate 

change impacts and one of the most climate vulnerable countries in the world. It is 

predicted that frequent natural disasters would cause loss of life, and damage to 

infrastructure and economic assets, and adversely impact on lives and livelihoods, especially 

of poor people. As such, the climate change is a big challenging issue for the sector 

particularly for infrastructures at the coastal belt including the sea and air ports. According 

to a 2010 World Bank Study titled Climate Proofing Infrastructure in Bangladesh and 

Bangladesh Delta Plan 2100, the necessary capital investments that is conservatively 

calculated using the 1998 (Bangladesh) flood as a benchmark and up to 2050 is US $2,671 

billion (at 2009 prices) to protect roads and railways, river embankments, surrounding 

agricultural lands, and drainage systems and erosion control measures for major towns. 
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3.1 POLICY 
 

For the last four decades governments prioritized road transport system and consequently 

more than 80 % of transport sector investment was routed to improvement of road 

network. This policy bias has created modal share pattern dominated by road transport for 

both passenger and freight movements. Over dominance of road transport resulted in 

energy intensive transport system which became highly dependent on imported fuel. 

Reliance on imported fuel has made it vulnerable to the uncertainties of fuel supply and 

price in international market. There is a concern about depleting amount of this finite 

resource, uncertainties in international politics and ever increasing demand may cause 

rapid increase of fuel price in the future, which may result in crippling effect on the 

economy of Bangladesh.  Transport sector, which consumes about a quarter of aggregated 

national energy supply and half of imported fuel, has a significant role to play in this 

context. Currently about 2% of GDP is expended for importing energy required in transport 

sector. If the fuel price increases to $120/bbl by the year 2030 about 14 % of national GDP 

will have to be expended in order to maintain mobility of country’s transport system.  

 

One estimate suggests that 30% diversion of modal share from road to rail, in addition to 

increased use of CNG in road vehicles, may reduce transport energy import demand to 

about 4 Mtoe in 2030 and result in cost reduction by about 10% of GDP. Electrification of rail 

system will also have a beneficial effect on petroleum imports as long as electricity is not 

produced from oil-based generators. Meanwhile, it should be recognized that 

materialization of modal shift needs improvement in service quality, which requires 

commensurate investment. Through investment for improvement of navigational and 

terminal facilities, about 10% in passenger and 20% in freight transport demand shift in 

modal share can be achieved which may result in reduction of energy demand by about 2 

Mtoe in 2030 and import cost by 5% of GDP. This essentially suggests that transport policy 

has significant implication on national energy demand scenario and economy. In the longer 

run, government is required to take adequate measures to reduce the share of road 

transport and its reliance on imported fuel.  

 

3.2 TRANSPORT AND TRAFFIC CONTROL REGULATIONS  
 

Fuel Consumption in Transport Sector 
Globally motorized transport consumes more than a quarter of world’s commercial energy 

use (Rahman, 2008b). Transport sector is one of the large contributing human activities that 

account about 14% of total greenhouse gas (GhG) emissions (Olivier, et. al. 2005). The 

phenomenon global warming is mainly attributed to the increase in atmospheric carbon 

dioxide (CO2) due to the burning of fossil fuel. According to the information of BPC, total 

annual consumption of petroleum products in Bangladesh is about 3.78 million metric ton 

ISSUES 3 
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(MT) of which 2.03 million MT is for transport sector. The share of transport sector in the 

total consumption of petroleum products is 53.7%, which is about 2.5 times higher than the 

agricultural sector or 18 times higher than the industrial sector (BPC, 2008). The demand 

increased at an average 2.43% per year during the period 1999-2006. On the contrary, the 

demand for petroleum products in the transport sector for the same period has increased 

at 5.09% per year (BPC, 2008). Though the country has initiated a major drive to switch to 

compressed natural gas (CNG), cars driven by CNG has increased from 4.59% per year in the 

period 1999-2003 to only 4.62% per year in the period 2003-2006 (BPC, 2008). However, 

nationwide consumption of CNG for transport sector rose from 0.23 billion cubic feet (BCF) 

in 2002-03 to 11.99 BCF in 2006-07 (GoB, 2008). Other than natural gas, all of the petroleum 

fuel demand of the country has to import using hard currency. Sustainable development 

demands commensurate policies to improve degraded urban environment by reducing the 

consumption as well as by improving quality of fossil fuel in transport sector. In line with this 

a few of the relevant issues are presented as follows.  

 

CNG Conversion Policy 
Study shows that after the CNG conversion policy in 2010, travel of on-road vehicles 

increased by 4.4% of which CNG cars alone travel 35% more and resulting congestion costs 

raised by 9.6% [ ]. CNG conversion is clearly found to be detrimental from climate change 

perspective using the changes in CO2 and CH4 only. Moreover, the finite gas reserve of 

Bangladesh is declining rapidly. The country is already suffering from shortage of natural 

gas supply and contemplating gas import from neighboring countries. So, it is expected that 

in the near future the power sector will shift its dependence from natural gas to imported 

coal and then local coal. In line with this CNG conversion policy should be revised. Moreover, 

enhanced use of alternate fuel like CNG can reduce the burden on imported fuel in the 

short run, but economic potential of utilizing CNG in other profitable ventures as well as 

possibility of increased vehicle usage should also be considered. 

 

Pollution Induced by Smaller Sized Vehicles 
Polluting vehicles particularly in urban areas ply on the roads almost without check and 

accidents occur due to plying of vehicles with mechanical defects and non-observance of 

traffic rules. Traffic composition shows that about 88% are smaller sized motorized vehicles. 

Over the years, due to increasing purchase power, relaxed car loan policy and reduced auto 

price, these space inefficient private vehicles are increasing in a phenomenal rate and they 

are widely blamed for causing chronic congestion and resulting high pollution. Though the 

degree of motorization as well as car ownership are not so high but with the present acute 

supply constraint, demand side management by encouraging space efficient public 

transport along with discouraging personalized vehicles has become urgent.  

 

Bangladesh Road Transport Authority (BRTA) and police are responsible for registration of 

vehicles, issuing fitness certificates, controlling traffic and observance of traffic rules. BRTA is 

guided by the Motor Vehicle Ordinance 1983 (MOV’83) which has no provision to control 

smaller sized vehicles by limiting registration. Road transport sector has been one of the 

fastest growing economic sector but capacity deficits to provide timely and efficient 

regulatory services have become a major barrier. However, after a long wait the draft Road 

Traffic Act 2016 (RTC’16) which would replace MOV’83 is going to address this fixing the 

amount of vehicles moving in a district, city or any selected area. As well BRTA would also 

get the mandate to fix the number of cars for organization, offices, family units and 
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individuals.  Since 2010, the government has taken the initiative to upgrade the act because 

the existing laws have not been able to bring discipline to the road transport 

sector. Although a draft was ready in 2011, it was cancelled under pressure from transport 

owners and workers. 

 

Table 3.1. Number of Registered Motor Vehicles in Bangladesh 
 

Type of Vehicles Upto-2010 2,011               2,012               2,013               2,014               2,015               Grand Total

Motor-Cycle 759,257       114,616          101,588          85,808             90,685             240,358          1,392,312          56.5

Private Car 219,830       12,950             9,224               10,472             14,699             21,062             288,237             11.7

Auto-rickshaw 14,266         175                  626                  395                  500                  1,095               17,057               0.7

Jeep/Station Wagon 32,286         2,134               1,569               1,314               1,870               3,601               42,774               1.7

Taxi 44,380         75                     172                  51                     374                  88                     45,140               1.8

Others Small Vehicles 236,386       30,095             30,189             24,021             31,193             33,687             385,571             15.7

Truck 82,871         7,327               4,335               5,129               8,136               6,330               114,128             4.6

Pick Up 32,240         10,460             7,625               6,553               9,554               10,257             76,689               3.1

Bus 27,778         1,761               1,439               1,107               1,488               2,391               35,964               1.5

Tractor 20,600         5,200               3,494               1,885               1,522               1,699               34,400               1.4

Minibus 25,644         276                  249                  148                  256                  323                  26,896               1.1

Tanker 2,706           317                  195                  226                  362                  324                  4,130                  0.2

TOTAL 1,498,244   185,386          160,705          137,109          160,639          321,215          2,463,298          100.0

Composition (%)

88.1

11.9

 
Source: BRTA 

 

Figure 3.1. Motor Vehicle Growth Pattern 
 

 

 

Pollution Induced by Older Fleet  
As per Table 3.1 although the number of buses, minibuses, human haulers and trucks are 

much smaller in comparison to the personal vehicle fleet, these vehicles contribute more to 

the total particulate emissions. The DoE (2011) roadside measurements found that more 

than 60% of the diesel fleet had failed to meet free acceleration smoke emissions standard. 

The primary reasons are an older vehicle fleet with mostly pre-Euro era engines, use of 

diesel fuel and poorer maintenance of commercial vehicles. Diesel vehicles emit black 

smoke, which contain unburned fine carbon particles. The city's average SPM levels are 

about two times higher than the Bangladeshi standard of 200 µg/m3 in residential areas 



 

TRANSPORT AND COMMUNICATION                                                                                                                                  24 

 

and are more than ten times higher than the WHO guidelines of 120 µg/m3 (24hours) in 

commercial areas. Lead levels are also high compared to other cities in the world.  

Reducing emissions from these vehicles through improved vehicle inspection and 

maintenance or phasing out of the vehicles from urban centres could have improved 

degraded environment and thereby could have significant health benefits in Bangladesh. In 

2002, regulations were promulgated to remove 20-year-old buses and minibuses and 25-

year-old trucks as they make the city streets unsafe and cause excessive pollution. 

Unfortunately despite repeated attempts, successive governments failed to enforce the ban 

on older buses and trucks due to lack of continuous monitoring as well as strong resistance 

from the bus and truck unions. According to BRTA, there are about 1,446 buses, 8,125 trucks 

and 2,365 minibuses declared as unfit. It is time to phase out old and black smoke emitting 

vehicles from city roads as citizen’s right to live in healthy environment largely depends on 

it.  

 

Pollution Induced by Reconditioned Vehicles 
According to Bangladesh Reconditioned Vehicles Importers and Dealers Association 

(BARVIDA) 90% of the personal vehicles plying in the streets in Bangladesh are 

reconditioned vehicles, imported from Japan, although new vehicles are slowly appearing. 

GoB has banned the import of vehicles older than 5 years, and also reduced import duties 

on newer vehicles. Still, older, reconditioned vehicles (primarily ‘Toyota’ make) are more 

popular and command a premium price over new vehicles because of their higher resale 

value. These vehicles generally have better emissions performance too. Import duties are 

linked to vehicle cylinder size, which is intended to be beneficial for air quality, but the 

incentives are not ideal since they are not based on emission performance of the vehicles 

e.g. a large new vehicle can still emit less than a small car of poorer quality but still be 

subjected to a larger import duty. Moreover, towards reducing air pollution, the import duty 

frame structure needs rationalization to promote low-emission friendly vehicle import. 

Hybrid automobiles consume 60% less fuel than regular cars. Sri Lanka is allowing a 50% 

wavier on duty for hybrid cars to make the market more import-friendly towards these 

reconditioned hybrid vehicles. 

 

Pollution Induced by Poor Fuel Quality  
Diesel, octane, petrol used in Bangladesh is not cleaner as in other developed countries. The 

lead concentration of gasoline in Bangladesh is 0.84 gm per litre; which is mixed at 

refineries to enhance the anti-knock performance, contributes primarily to lead pollution. 

About 50% to 90% of total emissions of lead in Dhaka City are from the automobile 

exhausts. This is mostly because of the widespread use of lead containing gasoline and the 

absence of any emission control strategies. Sometimes 3-wheeler autos and motorcycle 

uses a blend of gasoline and lubricating oil which increase air pollution by rising CO, CO2, 

NOx, SO2, unburned HC and other form of carbon particles concentration in the air. High 

sulphur concentration in petroleum, poor fuel quality and extensive diesel use creates high 

SOx emissions from automobiles. Although the developed countries have restricted the use 

of tetraethyle (TEL) in gasoline, the Eastern Refinery of Bangladesh Petroleum Corporation 

(BPC) was previously mixing 0.84 gm TEL per litre fuel. The BPC supplies sulphur free petrol 

but imports diesel containing 1% sulphur per litre although the international standard is 

only 0.2% (Khuda, 2001).  An important parameter in particulates from motor vehicles is the 

sulphur content in the fuel. High sulphur content can be particularly harmful for diesel 



 

TRANSPORT AND COMMUNICATION                                                                                                                                  25 

 

vehicles. At present the sulphur content in motor fuel in Bangladesh is significantly high as 

compared to many other countries. 

 

The air quality of Dhaka city shows that the concentration of suspended particles in the 

ambient air is many times higher than normal. This air, which the city dwellers and road 

users regularly breathe, contains lead in concentrations reportedly almost ten times 

higher than the government safety standard set by the Department of Environment (DOE). 

About 50 tons of leads are emitted into Dhaka city's air annually and the emission reaches 

its highest level in dry season (November-January), revealed a study conducted by scientists 

of Bangladesh Atomic Energy Commission (BAEC). The density of lead in the air of Dhaka city 

in dry season reaches 463 monograms, the highest in the world. The lead concentration in 

the polluted air of Mexico city is 383 monograms and in Mumbai, India it is 360 monograms 

per cubic meter. 

 

The government is changing the policy since 2000 to adopt CNG as a cleaner fuel for the 

transport sector by converting diesel-engines with the aim of mitigating air pollution. 

However, did not achieve any remarkable results yet. Till a large number or motorized 

vehicles use high lead-content gasoline or impure diesel and thus increase the gaseous PM 

pollutant in the air. However, the government had come to an agreement for importing 

lead-free gasoline and presently the BPC is supplying the lead-free petrol and octane 

(Rahman and Nahrin, 2007).  

 

Under the current circumstances, considering the fact that vehicle numbers will significantly 

increase in the future with concomitant pressure on the air quality, especially in the larger 

cities. Even if strong policies are undertaken to discourage personal vehicle growth (through 

appropriate land use policies, development of extensive public transport system, increasing 

personal vehicle usage costs, etc.), it appears that vehicle growth cannot be stopped and, at 

best, can only be slowed. This indicates successively stricter emissions standards, better 

institutional capacity to monitor and enforce standards, retrofitting diesel vehicles with 

particulate filters and switching to cleaner fuel (low sulphur diesel, CNG and LPG) would all 

be necessary to keep the air pollution from vehicles under control. It should be noted that 

high sulphur diesel is phased out in the international market, and the Chittagong refinery, 

once upgraded, will also have a sulphur content lower than 500 ppm. Therefore there is a 

good likelihood that the diesel sulphur content will be reduced in Bangladesh without 

additional interventions. 

 

Use of Adulterate Fuels  
Recently the state-owned Bangladesh Petroleum Corporation (BPC) in a report mentioned 

that petrol sales dropped by 15.59 percent in 2015 due to adulteration and illegal sales and 

purchase of petroleum fuels made of gas condensate. The report also says that the sale of 

adulterated fuel oil in filling stations across the country has become rampant and posing a 

massive threat to automobile engines. Apart from affecting vehicles, adulterated sub-

standard fuel oil is also instrumental in causing serious environment pollution. Bangladesh 

Petroleum Corporation (BPC) and Bangladesh Standards and Testing Institution (BSTI) do 

not have proper facilities for testing quality of petroleum. Usually, BSTI conducts drives only 

against weight manipulation at the filling stations and they do not have any chemical testing 

facility for checking the quality of petroleum. To ensure the integrity of the entire fuel and 

lubricant supply chain, safeguards need to be implemented into every phase of the process 
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and to be developed a mechanism to test and monitor the quality of petroleum sold at the 

city's filling stations. 

 

Use of Adulterate Lubricant  
Study undertaken by BPC shows that the low quality lubricant like burned or used Mobil oil 

(from truck/buses/ferries) mixed with a chemical that brings back the original color of the oil 

are sold rampantly, causing accelerated depreciation of vehicle engines and extra pollution 

as well. Usually, motorcycle uses a blend of gasoline and lubricating oil which increase air 

pollution by rising CO, CO2, NOx, SO2, unburned HC and other form of carbon particles 

concentration in the air. It is a big cause of concern as at present motor cycle comprised 

45.5% of the total motorized vehicular fleet of Bangladesh and increasing very rapidly at 

more than 140% percent growth rate (during 2010 to 2015). Because of the high demand, 

about 40 to 50 percent lubricants in the market are of low quality and adulterated. It is 

damaging the engines in a short time and also causing accidents and loss of lives and 

properties. 

 

Pollution Induced by Traffic Congestion  
High congestion in urban areas of Bangladesh not only increases emissions to the 

atmosphere, but also increases exposure of in-vehicle users as well as pedestrians. 

Moreover, traffic congestion causes huge economic losses arising from delay and 

unpredictability of the journey time. The study conducted in 2013 [ ] estimated travel time 

costs is obtained as about USD 1499 million, delay externality USD 1049 million, extra 

vehicle operating cost USD 749 million and environmental externality cost USD 375 million. 

Thus the total annual cost due to traffic congestion in Dhaka is found to be USD 3868 

million. Another study conducted in 2010 found economic loss in terms of excess 40% fuel 

burnt and lubrication cost amounts to USD 128 million a year due to traffic jam. The 

estimated loss was more than half the country's total annual development outlay and one 

fourth of the revenue collection target for the 2010-2011 fiscal year. 

 

To tackle this issue so far government has undertaken different supply driven management 

measures in the form of expanding transport facilities & infrastructures along with 

controlling conflicting use of roadways but without much success.  Experiences of 

sustainable reference cities like Singapore, Hong Kong, Curitiba of Brazil, Bogota and 

Madeline of Colombia have revealed that a blend of traffic supply and demand 

management measures giving priority to fuel free active transport and fuel efficient 

multimodal- rapid mass transit systems along with adhering discouraging policy for smaller 

sized private transport have the potential to deal traffic congestion problem in a better way. 

 

Road Induced Pollution 
Road traffic also adds to the air pollution in addition to its contribution through combustion 

exhausts. Vehicular movements on unpaved roads generate a large amount of coarse 

suspended matter. Even on paved roads, which are often of poor quality and suffer surface 

damages during the monsoon, vehicular movements generate coarse particulates during 

the winter. Traffic also causes re-suspension of the settled dust on the road. Transport of 

bulk material in vehicles without proper cover can also result in spills and dust. Roads are 

also responsible for emissions during its construction and maintenance phases through 

open processing of asphalts. In large cities, these activities now take place at nights and thus 

direct exposure to non-construction people is limited. In the next few years, some very large 
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transportation projects will take place in Dhaka, which would be responsible for additional 

dust emissions and increase short term acute exposure to air pollution.  

 

3.3   ROAD CONSTRUCTION ISSUES 
 

This study also analyses some of the main challenges in preventing continuous 

deterioration of level of service the roads and highways infrastructural assets. This includes 

lack of maintenance, encroachments on major highways and land resettlement, traffic 

growth and road safety, climate change, lack of rural access and agriculture, and 

organizational issues.  

 

Conservation of Construction Materials 
Instead of adhering reduce, reuse, recycling concept in pavement system development, 

present culture of build, forget and rebuild mindset needs to be changed towards 

conservation of nature. Besides, the traditional overlay based maintenance cum 

rehabilitation practice is appeared to be unsustainable due to its short service life. In this 

regard, there is a strong need to adhere the new generation technology driven modern 

pavement design and maintenance practices, like field proven perpetual pavement design 

which last longer than 50 years without requiring structural rehabilitation or reconstruction, 

performance based maintenance practice, recycling of existing pavement, use of concrete 

pavement and high performance polymer modified bituminous binder to endure critical 

weather conditions like water submergence and hot weather which are very relevant for our 

tropical country. These resource efficient new road design and maintenance initiatives, 

which are purposefully devised for conserving natural resources and thereby achieving 

sustainability in pavement construction and maintenance, are gainfully being used in many 

countries around the world. These are more essential for Bangladesh and therefore need to 

be explored with a view to develop less maintenance intensive as well as resource 

conserving pavement system. 

 

Adopting Recycling of Weathered Pavement 
Due to the effects of traffic and weathering, bituminous road surfaces wear out within a 

short period of its construction. 

Maintenance and rehabilitation at the 

right time can extend the useful life of 

pavements. In Bangladesh, traditionally 

an overlay of 12mm to 25mm, which does 

not last long, is provided to strengthen 

the distressed pavements. Such frequent 

application of overlays in connection with 

the rehabilitation of roads not only 

consumes huge quantity of naturally 

occurring road building materials but also 

causes severe problems especially within 

the built up areas. For example, when the 

road level goes up gradually due to 

frequent application of overlays, footpath, 

manholes, road divider/channel/island 

etc. need to be raised which incurs additional cost in road maintenance. Thus it can be 

Recycling of existing weathered pavement material 

is one approach towards conservation of these 

resources. Recycling of weathered pavement has 

generated considerable interest in the developed 

countries because of an awareness of the need to 

conserve fund, energy and natural resources. This 

need for conservation should be more evident in 

Bangladesh because of the limited financial 

resources that can be used for other development 

programs. It implies that optimum use of 

aggregates, bitumen, equipment, manpower, 

energy, and funds for rehabilitation purpose is 

very essential to our country. Therefore, it has 

become a necessity to adopt the recycling of 

weathered pavement in our road maintenance 

work. 
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concluded that overlaying alone cannot be considered as an effective solution for pavement 

rehabilitation and reconstruction.        

 

Moreover, the aggregates suitable for road building such as sand, gravel and boulders are 

not available in Bangladesh except in small quantities in northern Sylhet and Dinajpur areas. 

The hauling cost of the materials from those places to the sites of construction is often too 

high.  Furthermore with increased and continued consumption of those naturally occurring 

aggregates, supply sources are being depleted. It is therefore desirable to use the available 

aggregates more judiciously. On the other hand the binder material bitumen is another 

important road building ingredient which is quite expensive and not available locally. As 

such, like fuel it also has to import fully from abroad. Thus an economical use of the 

materials is more desirable. Search has to be intensified for seeking more cost effective 

alternative approaches other than the use of conventional methods and materials for the 

construction and rehabilitation of distressed pavements.  

 

Using Greener Artificial Aggregates  
Dearth of high quality natural road construction materials viz. boulders, stones, sand etc. is 

compelling to use artificial aggregates made of bricks. But the brick making industry is 

characterized by the use of outdated technologies, high emissions and the dominance of a 

single raw material as clay. The age old technology that is prevalent in the traditional 

brickfields in Bangladesh is not environment friendly and causes serious health threats to 

the workers and the neighboring population, as well as being Bangladesh's biggest 

stationary source of carbon emissions. It is one of the largest sources of air pollution and 

GHG emissions in the country, estimated to be on the order of 6 million tonnes of carbon 

dioxide (CO2) annually. It is also a major source of land degradation and deforestation. 

Bangladesh currently produces [pdf] around 17 billion bricks per year, consuming around 

45 million tonnes of fertile soil – equivalent to around 2,600 hectares of agricultural land. 

Apart from using soil, brick kilns burn nearly 3.5 million tons of coal and 1.9 million tons of 

wood annually in kilns with outmoded designs, causing severe air pollution. Annually about 

5.16 lack trees felled to run nearly 8,000 odd traditional brick kilns of the country. To 

overcome these traditional brick industries induced social and environmental 

consequences, use of gas burned green auto bricks or concrete blocks need to be promoted 

and side by side a strong policy guideline is necessary to discourage the resource intensive 

traditional brick production method.   

 

   
 

Photo 3.1: Mushrooming of kilns along riverbanks in Bangladesh (at the 
confluence point of Buriganga and Dhaleshwari rivers).  

 

https://openknowledge.worldbank.org/bitstream/handle/10986/2797/601550ESW0P1110e00201100Color0FINAL.pdf
http://www.sciencedirect.com/science/article/pii/S0973082608603567
http://www.sciencedirect.com/science/article/pii/S0973082608603567
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The Brick Burning Law was amended a number of times since 1989. An amendment in 2001 

banned the setting up of any brick field within a 3 km radius of residential areas, forests and 

fruit orchards – in an attempt to reduce the exposure of people to emissions. In 2004, 

moving chimney Bulls Trench Kilns (BTK) were banned, since they were the most polluting of 

different types of brick kilns. In 2002, at least 120 ft tall smoke stacks were made 

compulsory for Fixed Chimney Kilns (FCK). In the most recent amendment in 2010, FCKs are 

also banned (from 2012) and are to be replaced by Zigzag Kilns (ZK), Hybrid Hoffman Kilns 

(HHK), Vertical Shaft Brick Kilns (VSBK) or by other modern technologies. Use of wood 

decreased drastically after the enactment of the law, although a significant amount of wood 

was still being used in violation of the law in 2003, as is evident from Gomes and Hossain 

(2003) and (IIDFCL 2009). One major reason for the switch from wood to coal (in addition to 

the law) is that the economics of the two fuels have changed in favour of coal because of the 

improved transport infrastructure. Even today, some remote kilns use wood or mix wood 

with coal where local economics are favorable. 

 

Use of Resilient Modified Bituminous Binder 
The behaviour of conventional bituminous binder is highly susceptible to temperature and 

environment, which in association with intensive traffic loading cause manifold 

deterioration in bituminous pavements. To maintain serviceability in these pavements, 

frequent and costly maintenance and rehabilitation works are needed, which is not feasible 

for developing countries like Bangladesh. The use of modified bituminous binder has gained 

considerable interest in many countries because of an awareness of the need to conserve 

fund, energy, environment and natural resources. Though initial cost of polymer modified 

bituminous pavement is more than that of pure bituminous pavements, the incorporation 

of polymer materials in the bitumen can save money in this way that it provides longer life 

span than that of pure bituminous pavement and thereby decrease lifecycle costs of 

conventional pavements. Since modified bituminous binder has the potential to make 

pavements long lasting, to reduce construction cost and maintenance frequency, it holds a 

huge potential and a great prospect in prevailing weather conditions and road construction 

practices in Bangladesh. 

 

Selection of Pavement Type 
Concrete roads are more sustainable and less costly than the existing flexible pavements in 

terms of construction, maintenance, fuel consumption, environment and road safety. It is 

considered as maintenance free or ‘fit and forget’ type road infrastructures. In addition, 

concrete pavements have long durability with some special features as they are hundred 

percent recyclable, have high visibility during night time and are resistant to water and 

temperature changes.  

 

Other than construction cost of concrete rigid pavement, it has many conservation as well 

as environmental advantages over the traditional bituminous flexible pavement. As 

compared to bituminous pavement, the concrete pavement requires 50 percent lower 

aggregates; as it is also water insensitive it has the potential to reduce both maintenance 

frequency and requirement of aggregates further. Concrete pavement is longer lasting and 

therefore environment friendly in a sense that they don’t need to be rehabbed or 

reconstructed as often which means fewer raw materials are used both in the short term 

and over the life of the pavement.  Moreover, concrete is naturally brighter and more 

reflective than asphalt, which requires less energy to illuminate comparable areas, which is 
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good for the environment. Thereby it has the potential to save lives by reducing night time 

accident. Most importantly, concrete pavement provides fuel savings for heavy vehicles. A 

study for the Federal Highway Administration (FHWA) regarding the difference in fuel 

consumption performance of heavy vehicles operating on concrete and asphalt pavements 

shows that the savings in fuel consumption for heavy vehicles traveling on concrete versus 

asphalt pavements was up to 20%. Besides, black top bituminous pavement generally 

increases ambient temperature by higher degree of radiation and thereby impart in global 

warming. Whereas, concrete pavement is a key element of the "Cool Communities 

Movement" as concrete surface can be 30°F to 70°F cooler than that of bituminous surface. 

 

A RCC road in general costs 20-25% higher than bituminous roads but it should not need 

maintenance for a period of 30-40 years if heavily loaded vehicles are not allowed to ply. On 

other hand, bituminous roads may be cheaper to construct but due to low performance 

coupled with poor drainage condition and plying of heavy vehicles create potholes within 2-

3 years of construction. If the costs of repeated maintenance, depreciation of vehicles and 

road users cost due to poor riding quality, diversion during construction etc. are accounted 

for bituminous roads are far more expensive than comparable RCC roads.  The study 

conducted in Bangladesh has shown that in consideration of life cycle cost, which includes 

both construction and maintenance cost, concrete pavement become economical within 12 

years of service period. As such, seeing the long lasting maintenance free benefit, in 

Bangladesh concrete pavement is gradually gaining popularity in constructing road 

particularly those are being constructed by individual initiative for the construction of lower 

order community roads like alleys/lanes/by-lanes. Observing the better performance, 

durability and most importantly riding quality of concrete pavement now-a-days road users 

in rural area preferring this type of pavement. 

   

The main stack holders LGED and RHD are also building concrete pavement in place of 

bituminous pavement particularly at the locations with inundation problems as well as 

where extra performance is required like 

at toll-plazas, parking & container yards 

etc. Based on information getting from 

RHD, LGED, and Municipalities, it is 

estimated that at present in Bangladesh 

there is only 2 percent road out of 

125,265 km of paved road network is 

made of concrete pavement. Whereas in 

Philippine the amount is 54%. The 

concrete pavement is gaining popularity 

around the world particularly for 

construction of high standard roads like expressways/freeways/motorways mainly to save 

frequent maintenance activity induced road users cost. Neighboring countries India, 

Pakistan and Sri Lanka are also using concrete pavement for construction of their national 

highways. Indian government has set itself a target of construct and upgrade 30 km of 

highway per day (11,000 km per year) from 2017 and all new construction will be using 

cement concrete instead of bitumen. 

 

One estimate of RHD indicates that Tk 23,000/= 

crore will be saved in 25 years as periodical 

maintenance cost if the country’s 3,619km 

highways are built using concrete. The 

construction of concrete pavement will also save 

20 million cum of aggregates during the 25-year 

period. This estimate is only considering the RHD 

roads, if the entire road network of Bangladesh, 

including regional highways, zila roads of RHD and 

city corporations, the savings will be multiple of the 

amount mentioned above. 
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Moreover, unlike bituminous pavement where water is enemy and causes prematured 

failure, concrete road is water friendly i.e. concrete grains strength under submergence. In 

this consideration and also as a climate change adaptation measure, submersible concrete 

road without any embankment would be the best choice for the areas with inundation 

potential like haor basin and coastal region of Bangladesh. Last but not the least, the binder 

material bitumen for bituminous roads has to import directly from abroad in full quantity; 

whereas the cement of concrete roads is locally available abundantly. In consideration of 

economic, environmental, social, tropical climatic condition, road users’ choice and most 

importantly towards conservation of resources, the concrete pavement would be a logical 

choice for Bangladesh. 

 

Improve Energy Efficiency of Road Furniture 
As compared to the conventional fluorescent and sodium street lights, light emitting diode 

(LED) solar lights are environmental 

friendly, energy efficient, cost-effective, 

maintenance free, last longer and give 

more illumination levels. It is estimated 

that if the conventional street lights of 

major cities of Bangladesh is replaced by 

energy-saving LED lamps run by solar 

power then per day about 10 megawatts 

of electricity could be saved. This means 

an additional 5,000 households can be 

powered every day as these lights 

consume 30 to 40 percent less energy 

than the existing ones. At present only 

the capital city has around 22,000 sodium 

and 57,000 fluorescent street lights. 

Another energy intensive road furniture is the traffic signals. The signal system operates 

round the clock in 24x7x365 fashion and consumes lot of energy; this can also be replaced 

with LED lamps powered by solar system to reduce energy wastage. 

 

Community Participation in Infrastructure Development 
The LCS based road construction is also an important source of livelihood for large numbers 

of rural poor women during the dry summer months, when agriculture offers limited 

Mumbai-Pune Expressway with 
Concrete Pavement, India 

Islamabad-Lahore Motorway (M2) 
with Concrete Pavement, Pakistan 

It has been proven under all projects that LCS 

approach of constructing minor infrastructure has 

not only increased income of the poor women and 

men but also enhanced their technical and 

management skills that help them get engaged by 

formal contractors. The quality of construction has 

been found very good when the project does a 

good job of training and supervision. The MIDPCR 

project later helped LCS members to join 

microfinance institutions to build sustainable 

livelihoods. The on-going CCRIP is working to help 

them develop alternative livelihoods. An expanded 

role of LCSs in CALIP is that LCSs will be involved in 

building village protection walls. The LCS approach 

now has been included in JICA funded HFMLP in 

haor districts. 
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opportunities for income generation. In rural areas, since 2004 the LGED is constructing 

concrete block roads by engaging local communities as Labor Contracting Societies (LCS) 

instead of employing contractors. The projects engage LCS as ‘contractors’ to execute the 

minor construction works. An LCS is a group of poor women and men formed by a project 

to do designated construction and maintenance works with an objective of alleviating 

poverty of the targeted poor households by giving wage for labour and profit for the 

construction works. An LCS is an alternative to a formal business contractor where the poor 

members from the neighbourhoods directly benefit from development projects. Originally 

LCSs were engaged to maintain road ‘shoulders’ and to plant and guard trees on village road 

sides. Fortunately over the years the scope of work of LCSs has evolved, and they have 

gradually taken the shape of ‘contractors’ where the projects engage them for construction 

works by negotiating costs and using ‘sole sourcing’ as contractual arrangement. 

 

     
 

Photos 3.2.  LCS Women are Involved in Rural Road Development and 
Maintenance Activities (LGED) 

 

But there are number issues that need further improvement for sustainable development of 

LCS approach: a) absence of uniform policy within LGED regarding adoption approach and 

scope of LCS in a project; and b) limited source of income for LCS after completion of project 

designated works. To build a sustainable LCS approach the following steps need to be done: 

a) Professionally document LCS management approach that addresses all issues mentioned 

above in a detailed manual by gathering experiences and practices of all projects and 

conducting wider consultations within LGED; b) approve the manual by LGED and make an 

official policy through proper official circular/order about adopting LCS in all projects where 

appropriate types of works are included in projects; c) Circulate the policy and manual to all 

levels of LGED. 

 

Pedestrian and Non-motorized Vehicles  
These are two major components of low carbon transport system. Besides them energy 

efficient public transport and use of non fossil energy source for vehicles and hybrid use of 

fossil fuel with non fossil sources are another two important aspects of low carbon 

transport system. In urban areas majority of the people use public transport for movement. 

But public transport system is not so improved to meet the demand; here we need the 

management issue along with the improvement in accessibility and service level and 

decreased generalized cost to attract all classes of people to use public transport. This will 

lower the use of private transport specially cars which emits a huge amount of CO2 in the 

atmosphere. Hence improving pedestrian facilities and integrating it to form a well-

articulated multimodal network could be a lucrative solution to reduce the carbon emission 

in urban areas. 

 



 

TRANSPORT AND COMMUNICATION                                                                                                                                  33 

 

 

Conservation of Land  
With increasing travel demand road infrastructure are being expanding at the rate of nearly 

8% (RHD & LGED) but side by side with gradual decrease of roadway Level of Service (LOS) 

resulting reduced mobility and roadway capacity due to poor riding quality as well as poor 

operating condition.  As per 7th FY plan, the major highway corridors are now operating 

merely at 25-35kmph and railways at 25-30km speed due to ever increasing conflicting 

usages of carriageways and high degree of exposure in the form of increasing side frictions.   

 

Due to lack of access control, degradation of roadways & railways traffic handling capacity 

and deterioration of safety are happening 

continuously. In the absence of access 

control measures, these are resulting 

mainly due to presence of different 

sources of traffic flow interruptions viz. 

uncontrolled movements of non-standard 

& non-motor slow moving vehicles in the 

high speed carriageway, presence of high 

percentage (88%)of smaller sized vehicles, 

encroachment of r.o.w. & conflicting use of 

carriageway, poor riding quality due to lack 

of timely maintenance, installation of 

speed breakers, ever increasing of 

bottlenecks (like junctions, level crossings 

etc.), high degree of pedestrian, human 

activities within the corridor r.o.w., poor 

drainage conditions etc. This type of 

deterioration is also happening in waterways where navigable route is shrinking unabatedly 

mainly due to lack of dredging program and also for aggressive human interference.  

 

Eventually, the demand for more roads is arises, this present roadway development pattern, 

where only the quantity of road is increasing without upholding its quality, is not sustainable 

for this land hungry country and therefore demands more focus on maximizing roadway 

capacity by maintaining roadway geometric and operating conditions. The way deterioration 

of operating condition of different modes of transport is happening is posing a great threat 

for maintaining high standard LOS of economy driven transport infrastructures and 

challenge for achieving the goal of sustainability by conserving resources. 

        

  
Photo 3.4.  Land and resource conservation potential elevated highways at Sri 

Lanka and Pakistan. 

Another bold way of conserving land as well as 

attaining full LOS could be achieved by 

constructing elevated road on the pier system 

instead of conventionally made on the 

embankment which not only demands more land 

area but also requires huge fill materials. By 

default elevated roadway system is full assess 

controlled and it is considered as the most 

productive, safest, environment and echo friendly 

roadway infrastructure. Though the construction 

cost of this category road is usually high but 

considering its hallmarks resource conserving 

attributes, many countries around the world 

including our neighboring countries are being 

building this type of high speed roadway facilities. 

This type of quality infrastructures are the 

prerequisite for faster economic growth of any 

country. 
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3.4 ROAD MAINTENANCE ISSUES 
 

Maintenance of roads should form part of the road network development to affect longevity 

to vehicles and economy in fuel consumption.  While the extended network has provided 

great benefit to the society by facilitating movement of people and goods and providing 

critical access to previously isolated population, the long term sustainability of the road 

network is at risk. It is observed that there is large scale deterioration of the network due to 

lack of proper maintenance. Large sections of the network have inadequate structural 

strength and many of them are severely damaged by vehicle overloading. As a result, only 

about 38 percent of the main roads (the National and Regional highways and the Zila roads) 

are in good condition. Road maintenance is essential to achieve transport efficiency. Roads 

are generally constructed under the development programme, but their regular 

maintenance is overlooked. Lack of maintenance of roads is a source of high consumption 

of fuel and damage to vehicles. Fuel and vehicles are both imported using scarce foreign 

exchange.  

 

Moreover, if the maintenance is not done on due time, many roads require costly 

rebuilding. A large proportion of roads in Bangladesh are of poor, bad, or very bad condition 

(about 38%), mainly due to lack of maintenance. For easing the huge backlog on road 

maintenance, in July 2013 Parliament passed the Road Maintenance Fund Bill, providing for 

the creation of a fund for proper maintenance, repair, and renovation of roads under the 

RHD.  However, so far the process has yet to functioning properly. Beside timely 

maintenance, resource conservation can be also be achieved through reducing frequency of 

road maintenance, tacking the causes of prematured road damage like controlling over 

loading, improving drainage condition, selecting appropriate pavement types, adopting 

more cost effective maintenance practices viz. recycling of pavements, performance based 

maintenance etc. These conservation potential issues are addressed as follows. 

 

Performance based Maintenance Practice 
Performance-based contracting for the management and maintenance of road networks is 

a new concept designed to increase the efficiency and effectiveness of road maintenance 

operations that is rapidly evolving around the world. It has started to replace the traditional 

method-based contracting of road maintenance more than a decade ago.  

 

In traditional contracts for maintenance works, the Contractor is responsible for the 

execution of works which are normally defined by the Employer, and the Contractor is paid 

on the basis of unit prices for different work items, i.e., a contract based on “inputs” to the 

works. Under this traditional way of “contracting out” maintenance works, it has been 

observed that even if a lot of work is carried out and much money is spent, the overall 

service quality for the road user depends on the quality of the design given to the 

Contractor who is not accountable for it and the results are sometimes not satisfactory. The 

problem is that the Contractor has the wrong incentive, which is to carry out the maximum 

amount of works, in order to maximize its turnover and profits. In PBC the client does not 

specify any method or material requirements. Instead the Employer specifies the 

performance indicators that the contractor is required to meet when delivering 

maintenance services. In case of compliance the payment is regularly made, usually in equal 

monthly installment.  
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One fundamental feature of the performance-based contract is that the Contractor is 

responsible for designing and carrying out the actions he believes are necessary in order to 

comply with the service quality levels stated in the contract. Under the performance-based 

contract, the Contractor has a strong financial incentive to be efficient. In order to maximize 

profits, he must reduce his activities to the smallest possible volume of intelligently 

designed interventions, which nevertheless ensure that pre-defined outputs are achieved 

and maintained over time. This type of contract makes it necessary for the Contactor to 

have a good management capacity. The role of the Employer is to enforce the contract by 

verifying if the agreed service levels have been complied with. Thereby, this performance-

based maintenance contract has the potential to significantly expand the role of the private 

sector, from the simple execution of works to the management and conservation of road 

assets. In this direction, the government has approved the Rural Roads and Bridges 

Maintenance Policy-2013 to establish an appropriate rural communication system through 

efficient roads maintenance management and necessary funding. 

 

3.5 VEHICLE OVERLOADING ISSUE 
 

Extreme cases of overloading not only cause damage to the pavement structure but also 

pose serious threats to the safety of the passengers of those vehicles as well as the vehicles 

themselves. As vehicle modification in the form of making it oversize is the primary cause of 

overloading it should be stopped by introducing effective and accountable vehicle fitness 

system as well as by ensuring continuous monitoring and enforcing.  Considering the 

serious damaging effect of vehicle axle loads on pavement performance, the legal axle limits 

need to be enforced particularly during the pavement submerged condition. On 25 June 

2012, the government enacted the Motor Vehicles Axle Load Control Regulations, which ban 

overloaded vehicles from the country’s road network. But strict enforcement of the 

regulation has not yet been demonstrated other than installation of six weigh-stations at 

strategic locations. Filtering the modified oversized trucks and controlling axle load 

regulation effectively, have the potential to prevent quick deterioration of pavement and 

resulting frequent maintenance requirement particularly immediately after the wet season 

and thereby to conserve fund and natural resource.   

 

3.6 ROAD SAFETY  
  

The economic burden of road traffic crash is often estimated as high as 1 to 3 percent of 

GDP. For low and middle-income countries, it is estimated up to 5% of GDP (WHO, 2015), 

thus affecting the sustainable development of those countries. The economic and social 

costs due to road crashes are disproportionately higher in developing countries. It is also 

proven that underreporting, coupled with incomplete and inconsistent recording of 

information of reported crashes is a major issue in such settings. Road traffic injuries are 

estimated to be the eighth leading cause of death globally, with an impact similar to that 

caused by many communicable diseases, such as malaria (Bhalla et al., 2014). They are the 

leading cause of death for young people aged 15–29 years and as a result take a heavy toll 

on those entering their most productive years. By the year 2020 road traffic deaths will 

become one of the leading causes of death particularly for low-income and middle-income 

countries (Peden, 2004).  
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Moreover, despite having a uniform reporting form in many counties, reports are often 

completed with varying levels of details or ignoring important information including location 

of crash, vehicle configurations, road geometry, victim information etc. This problem often 

restricts the ability to understand the chain of events of crash occurrence process and to 

evaluate the causative factors for selecting target oriented interventions. 

 

     
Photo 3.5.  Garment workers walking and crossing along busy highways and 

posing high degree of risk exposure 
 

Traffic accidents are now a very serious and growing problem and the safety situation is 

very severe by international standard. In Bangladesh 1-2% of GDP is lost through road traffic 

crashes and it is the leading cause of death for 15-29 year old family wage earners. Besides, 

the most vulnerable and fully exposed pedestrians and cyclists are often involved in these 

accidents with staggering 54% of total accident. This is a one of the key issues in reducing 

poverty and making sustainable economy by saving wage earner of poor families and also 

by reducing draining of 1-2% GDP. It is also important in achieving the target set by the 

SDGs to create safer environments for pedestrians.  
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3.7 OPERATIONAL EFFICIENCY OF RAILWAY 
 

The operational efficiency of railways also needs considerable attention. While some 

progress has been made in recent years to improve the quality and timeliness of service, 

there is still a major challenge. In the area of passenger traffic, over-crowding remains a 

serious concern raising both safety and passenger convenience issues. Poor railway track 

condition, inefficient mechanical signal, high density of level crossings, uncontrolled landuse 

and informal settlements along the right of way are seriously restricting the attainable 

speed and capacity of the track; moreover frequent derailment mainly with the container 

trains; shortage of freight trains; absence of high speed enabled continuous vacuum brake 

system in freight train also seriously restrict the train speed and resulting unusually high 

travel time (16-18 hrs.) between Dhaka to Chittagong Port followed by further Delay at 

Kamalapore ICD etc. are the main discouraging elements for the private consignee 

particularly who need time bound transport to meet the deliver target. As such, along with 

upgrading of rail network, the availability of rail locomotives and wagons, the adequacy of 

frequency of service, maintenance of rail terminals, signals and most importantly access 

controlled operating condition all require improvement for productive use of the existing 

infrastructures and thereby to conserve resource. 

 

Presently, BR is developing double gauge dual track 

system throughout the whole country to eliminate 

operational problems associated with the single 

line and non-uniformity of gauges. As of today, of 

the 320km Dhaka-Chittagong route, 244km has 

become double tracks so far. Out of the remaining 

76km, the 5km Talshahar-Ashuganj section will 

come under the double track line within this year, 

while the bidding process for setting up double 

tracks on 71km Laksam-Akhaura section is under 

way. Definitely, this dual gauge double track line will 

benefit people travelling and freight movement as 

trains would not have to share the same track and 

no rolling stock problem as dual gauge would be 

able to deal both broad and meter gauges. As a 

result, it is expected that on average the journey 

time for each train would be 30 to 60 minutes 

shorter for Dhaka-Chittagong intercity trains, one 

hour for local trains and two hours for freight trains 

as there will be no stoppages at stations for 

crossings. It will encourage people to travel by trains.  

 

But as travel speed as well as safer movement of train is largely depends on the degree of 

side frictions and density of level x-ing, full potential of this very capital intensive 

development project could not be capitalized. Moreover, train movements with high 

frequency would adversely affect the capacity of roadway system. As such, for better 

utilization of resources and also to save people lives, this railway development should be 

planned harmonizing with the roadway system by eliminating all the major at-grade level x-

ings and side by side full access control scheme should be adopted particularly along the 

Average Operating 
Speed Gradation 

along Railway 
Network 
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urbanized sections of the railway corridor to reduce the side friction. More focus should be 

given on maintaining operating condition conducive for sustain high speed travel and 

thereby augmenting operational capacity and productivity. High speed travel along with 

reliability of journey would give the mode an extra edge to compete with its highway 

competitors. 

 

3.8 ORIENTATION PROBLEM OF RAILWAY 
 

Due to orientation problem, Dhaka has detoured connection with Chittagong and has only 

one gateway for trains from all directions to come at Kamalapur central station and thereby 

causing undesirable bottleneck and operational problems. Priority should be given to 

shorten the Dhaka–Chittagong rail distance by 99km constructing Dhaka-Laksham elevated 

cord line via Fatullah in Naraynganj. This will open a new gateway for Kamalapur station and 

would facilitate in enhancing the productivity of existing tracks. This strategic investment 

would also act as a catalyst in improving port operational efficiency as well as can cater 

Padma Bridge induced train movements and will establish a missing link for establishing 

transhipment and regional connectivity.  

 

3.9 RAILWAY FREIGHT TRANSPORTATION 
 

Taking into cognizance that the railway freight transportation cost in Bangladesh is one of 

the highest in the world and presently it takes about 18 days to bring a container to Dhaka 

from Chittagong Port mainly due to acute shortage of freight trains, and most importantly 

very low average travelling speed (15-20 kmph), besides augmenting rolling stock, 

development of dedicated high speed freight corridor capable of carrying double layer 

container is a must. Present ground condition is not friendly for modernization of train 

(Electric Traction System). This is a matter of urgency because an important element in 

improving the efficiency of the Chittagong Port hinges on developing a balanced multimodal 

freight transport system, which is now overwhelmingly and unsustainably road biased, to 

move the containers to and from the hinterland more efficiently and thereby to make the 

railway profitable. Moreover, investment priorities should also be given to connect large 

EPZ/SEZ mouth ICDs and thereby to develop market oriented container transport friendly 

new railway infrastructures. 

 

3.10 EPZ/SEZ-MOUTH ICD 
 

In a bid to boost foreign investments, increased trade and job creation, the government 

would gradually set up 100 new special economic zones (SEZs) across the country. It is 

expected that these SEZs would generate huge demand for container movements. Review 

of the similar successful zones located in China, Vietnam, South Korea, the United Arab 

Emirates and Jordan revealed that those were well connected by intermodal facilities. This 

essentially underlined the importance of establishing better transport connectivity for these 

proposed SEZs particularly through railway based inland container depot (ICD). Definitely, 

development of SEZ mouth ICD facility would provide shippers a very cost effective and 

reliable point-to-point direct export-import connectivity. Moreover, this integrated 

intermodal inclusive SEZs development has the potential to create an inviting environment 

to attract more foreign investment as well as to off-load semi-trailer based container service 
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from the highways. Resulting less demand for road expansion and achieving conservation of 

nature. Side by side Bangladesh railway will also get a reliable source of revenue stream to 

survive. 

 

3.11 RAILWAY SAFETY 
 

Now-a-days, accidents on the railway tracks mainly at level crossings have become frequent 

in the country, causing deaths and injuries to people as well as damages to properties due 

to illegal level crossings, lack of gatekeepers and public unawareness. In urban areas, 

negligent drivers and pedestrians are making the situation even worse. Moreover, now-a-

days mobile phone users with earphones become the most frequent victims of railway 

accident and obviously this trend would continue if appropriate measures are not taken on 

time. The statistics show that in recent time the number of train derailments has increased 

significantly but the majority of the deaths occurred at unguarded and unauthorised level 

crossings. As many as 53 accidents occurred in 2015 at level crossings around the country, 

killing about 22 persons. This statistics do not give the full picture as many train accidents at 

level crossings especially the minor ones went unreported. Mostly, collision between road 

traffic and train caused the accidents. In a few incidents, pedestrians were run over by trains 

while they were crossing the rail track at level crossings. 

 

Since independence though railway route has not been increased but the number of 

authorized and unauthorized level crossing has increased significantly. At the same time, 

due to lack of enforcement and any access control measure human activates in the form of 

informal settlement; hat/bazar/market, industries, commercial ribbon development etc. 

have developed right next to the tracks mostly using railway land. These side frictions along 

with high density level crossing (one/km) are not only grossly hinders the high speed train 

movements but also widely blamed for accidents. That is why, though the DEMU trains, 

which were procured to provide high speed commuter service, has the potential to travel at 

150-200 km/hr speed but considering the safety issues it is operating at 40-60km/hr which is 

a shear loss of resources and productivity.  

 

3.12 RAILWAY LAND 
 

As per BR, a total of 4,391 acres of railway land has been grabbed so far by individuals and 

government, semi-government, autonomous, private, religious and educational 

organisations. These highly valuable land assets along with other non-performing land 

parcels available for commercial usage should be developed and managed for increasing 

BR’s non-operational income as well as to facilitate in building transit oriented more efficient 

and sustainable landuse plan. 

 
3.13 SEPARATE COMPANY TO HANDLE BR CONTAINER SERVICE 
 

Generally, the volume of containerized freight in TEUs (twenty-foot equivalent unit) is 

considered as the measure of export-import in turn the economic strength of a country. 

During the past 2014-2015 fiscal year, Chittagong port has handled nearly 1.86 million TEUs 

of container, though it is not so impressive as compared to other ports of neighbouring 

countries. Good thing is that the growth rate in container handling during this period was 15 
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per cent which is more than double of the GDP growth of the country. It is expected that, in 

the near future both the amount and growth of containerized freight would increase 

significantly due to massive investment plan in energy sector, development of 100 SEZs and 

other mega infrastructure development projects. As such, there is a strong need to have a 

balanced and sustainable freight transport system. When many countries in the world carry 

most of transportation service through railway, Bangladesh could not increase its service 

including container handling more than 10 per cent. Nearly 50 to 80 per cent transportation 

of industrial goods and imported items takes place through railway in many other countries 

including India, China and Japan.  

 

In the present context, as it is not possible to improve the BR service, mainly the container 

transportation service, through existing mechanism. Besides, the present road biased 

eccentric container freight distribution trend (90% modal shift) is grossly resource hungry 

and not sustainable at all. This essentially suggests development of space and energy 

efficient rail based containerized freight transport system. The BR has a lot of expansion and 

resource potential of container service which, like many other countries, will be make 

possible through a company based operation mechanism. 

 

3.14 INLAND WATERWAYS 
 

Improved waterways have the potential to reduce transport costs for bulk cargo and 

provide better access to areas, such as in the North-West of Bangladesh, where road access 

is limited. A WB Study reveals that IWT has been the least expensive mode of transport, 

followed by rail and road (Revival of Inland Water Transport: Options and Strategies, 

November 2007). As such, considering the facts of land-man ratio and scarcity of land for 

further expansion of road networks in the country, IWT sub-sector has given the outmost 

importance specially dredging various river routes for making them navigable round the 

year. Due to geographical position and topological condition of the country rivers are 

becoming more and more narrow and thin by siltation. Rivers are deteriorating and the 

dredging demand is increasing endlessly. Annual demand of dredging of 8.9 million m3 as 

determined by expert committee in 1990s increased to the volume of 18 million 10 m3 in 

2009 by the IWT Master Plan Study Report. The loss of navigability has a direct impact on the 

livelihoods of thousands of people engaged in river transport. The loss of navigability has 

weakened the river communications system, vital for Bangladesh, and also undermined 

irrigation and pisiculture, raising the possibility of calamities such as floods. As such, 

implementation of comprehensive capital dredging program is the biggest challenge for the 

IWT sub-sector.  

 

The BIWTA, the main agency responsible for dredging operations, is poorly equipped to do 

the job. It has recently taken up a Tk. 11,000-crore project to conduct dredging across the 

country, but experts say it would be a waste of money if it is not done in a sustainable 

manner. The private sector is more efficient in dredging, and it offers a capacity of 6.9 

million cubic meters, 2.5 times the capacity of the government-owned Bangladesh Inland 

Water Transport Authority (BIWTA) and at lower cost.. However, the Government gives 

priority to BIWTA, thus maintaining an inefficient system of dredging.  

 

Moreover as the mode has resource conservation potential, its present role in transporting 

bulk cargo needs to be expanded by increasing its share in container transport which is now 



 

TRANSPORT AND COMMUNICATION                                                                                                                                  41 

 

 

 

almost zero percent. Waterways based container transporting infrastructure like Inland 

Container Terminal (ICT) should be developed at strategy locations by well integrating with 

the roadway to provided shippers friendly multimodal service. In this regard private sector 

can play vital role. 

 

3.15 PORTS AND SHIPPING 
 

The main challenge of two maritime ports is the condition of fairways between the sea and 

the jetty berths. The Chittagong Port installations are situated along the bank of the River 

Karnafuli 16 km from its outfall into the Bay of Bengal. The maximum permissible draft 

ranges from 8.50 to 9.20 m with length restriction of vessels being 188 m. As such vessels 

with more than 1,200 TEU cannot berth at Chittagong port, while the average capacity of the 

vessels calling at the South Asian ports is 3,500 TEU. The Mongla is located on the Pussur 

River about 130 km inland from the Bay and its permissible draft ranges from 7.00 to 8.50 m 

with length restriction of vessels being 225 m. In the context of regional standard, maritime 

ports in Bangladesh also suffer from inefficiency. The average handling of boxes per crane 

hour at CPA is 12-15 as against 25 of South Asian standard. The Study also found that dwell 

time at CPA is 6-8 days while it is 3-4 days in the South Asian ports. As such there is a need 

to improve the efficiency of port operation and thereby augmenting yard throughput.    

 

Moreover, both ports have submergence threat due to climate change induced sea level rise 

(SLR) as well as land subsidence potential. Due to low reduced level of Chittagong port 

facilities, already container yards are suffering from inundation problem. The problem is 

now confined within couple of days in a given year but has the extending potential in the 

near future. In a reactive measure against SLR, the Chittagong Port Authority (CPA) is 

gradually raising its yard. Taking this reality into cognizance, all the future port infrastructure 

development projects including modernization of existing 2.1 km general cargo berthing 

(GCB) facilities at Karnaphuli and other deep sea ports should be built with climate resilient 

attribute. Besides, to conserve resources as well as to develop a sustainable freight 

transportation system, there is a need to reduce port induced semi-trailer truck traffic by 

developing wider intermodal rail and river connectivity.  

 

3.16 AIR TRANSPORT 
 

In developing airport, land conservation issue should be taken with due consideration 

particularly by keeping the provision of 2nd runway. Right now, no airports of Bangladesh is 

wide bodied viz. A380 or B747-8F compliant. The compliant issues need to be addressed for 

providing cheaper air travel.  

   

3.17 AUGMENTATION OF COMMUNICATION FACILITIES 
 

So far in Bangladesh many services have made ICT enabled and giving better dividend to the 

society. Now the users are getting many services like e-public results, e-admission, e-

registration, e-form, e-tendering, e-Book, e-ticketing, e-Banking, Mobile-Banking. e-

Shopping, e-Training, Tele-medicine etc. without making any physical trips. These smart 

ways of providing services has huge implication in terms of resource conservation. 

Considering these into cognizance, the telecommunication and internet services should be 
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augmented not only for enhancing wireless communication facilities but also considering it 

as a quasi-transportation. 

 

 



 

TRANSPORT AND COMMUNICATION                                                                                                                                  43 

 

 

 

 

 

 

 

 
4.1 NATIONAL TRANSPORT POLICY 
 

A comprehensive National Transport Policy (NTP) need be formulated to integrate different 

modes of transport for most efficient performance considering intermodal interactions, to 

develop communications network without damaging the physical environment, and to 

allocate resources according to conservation and environmental considerations and 

priorities of economic development.  

 

4.2 ENFORCEMENT OF LAWS 
 

Laws and regulations pertaining to road transport vehicles to reduce plying of polluting and 

unfit vehicles need be enforced strictly. Violation of traffic rules need be dealt with strictly by 

vigilance.  

 

4.3 CONTROL OF WATER POLLUTION BY WATER TRANSPORT VESSELS 
 

Pollution of waters through oil spills by vessels need be prevented by regular inspection of 

vessels plying on commercial routes. River-and sea-worthiness of vessels should be strictly 

maintained and overloading need be checked with rigid penal provisions. There should be 

provision for contingency planning to check environmental pollution due to spillage of oil 

and chemicals during accident.  

Pollution of water by waste disposal from water transport vessels need be prevented by 

restricting water vessels from disposal of untreated waste in water. Officers  and staff of 

water transport vessels should be trained to make them aware of environmental pollution. 

A focal point for monitoring the prevention of pollution of navigable channels should be 

designated. 

 

STRATEGY/POLICIES/LEGISLATIONS 4 



 

TRANSPORT AND COMMUNICATION                                                                                                                                  44 

 

 
 
 
 
 
 
 
 
 
 
 
 
 
4.4 BATTERY OPERATED HYBRID/CNG & LPG POWERED VEHICLES  
 

Today alternatives exist to replace motor vehicles operating with fossil fuel to a much 

cleaner vehicle.  Of them, Battery-operated hibrid vehicles is one.  Such hibrid vehicles 

should be encouraged particularly in city areas to minimize pollution and to economize 

imported fuel consumption.  Similarly, vehicles running with CNG and LPG emit less TSP and 

SOx into air.  Consequently, steps should be taken to popularise use of CNG/LPG powered 

vehicles in cities and in intercity transportation.  

 

4.5 MAINTENANCE OF ROAD 
 

Maintenance of roads should form part of the road network development to effect longevity 

to vehicles and economy in fuel consumption. Appropriate road traffic signs should be 

installed along roadsides.  

 

4.6 MAINTENANCE OF NAVIGABILITY 
 

Navigability of waterways should be maintained for efficient water transportation network.    

 

4.7 ADMINISTRATIVE ACTIONS AGAINST MALPRACTICE 
 

Dynamic administrative actions are called for to stop pilferage of stocks and goods and 

ticketless travelling in Bangladesh Railway.   

 

4.8 AUGMENTATION OF COMMUNICATION FACILITIES 
 

Postal and telecommunication services should be augmented by expanding services and 

also by capacity utilization of existing services. 
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Issues 
Action Implementing 

Agency 
Policy Formulation of a National Transport Policy 

to integrate different modes of transport 

considering inter-modal interactions and 

allocation of resource according to 

priority of development 

Priority should be given on development 

of water and rail transportation system. 

M.O. Communication 

and M.O. Shipping 

Enforcement of laws 

and regulations 

Strict enforcement of laws and 

regulations for safety of road transport 

and other transport controlling 

environmental pollution. 

MOHA in collaboration 

with MOEF, MOS, 

MOC, MOCAT, BRTA, 

BIWTC and BSC. 

Water pollution 

through oil spills and 

waste disposal by 

water transport 

vessels 

 

 

 

 

 

 

Strict procedures for licensing of vessels 

adopted and enforced including vessels in 

the maritime areas. 

M.O. Shipping in 

collaboration with 

MOEF, DOE, BIWTC, 

BIWTA, Department of 

Shipping and Port 

Authorities 

 

LGED, Mo 

Communications 

 

 

Designation of focal point for monitoring 

prevention of pollution of navigable 

channels. 

Bridges should be constructed with 

sufficient clearance to facilitate 

navigation. 

Contingency planning to check 

environmental pollution due to spillage of 

oil and chemicals during accident. 

Installation of waste recycling facilities in 

water transport vessels. For vessels not 

having waste-recycling facilities, there 

should be reception facilities for waste 

disposal in each river and seaport. 

Arrangement of training for officers and 

staff of water transport vessels on 

environmental pollution and its control 

measures. 

Ratification and monitoring of 

international convention and protocol 

regarding water pollution by sea going 

vessels. 

Conservation of Maintenance of existing roads, Railway Roads and Highway 

ACTION PLAN 5 
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Issues 
Action Implementing 

Agency 
vehicles and fuels 

through road 

maintenance 

Locomotive/Carriage and Transport 

Vehicles given priority attention through 

road/railways maintenance 

Department, 

Bangladesh Railway, 

BRTA, BRTC and LGED 

Maintenance of 

water transport 

network 

Maintenance of navigational channels to 

maintain flow of passenger and goods 

traffic. 

MOS in collaboration 

with BIWTA and 

BIWTC 

Stoppage of pilferage 

of stocks and goods 

and ticket less 

traveling in 

Bangladesh Railway 

Vigorous administrative action to be 

taken. 

Railway Division 

Utilization of 

existing post & 

telecommunication 

facilities 

Administrative steps to be taken to fully 

utilize existing post and 

telecommunication facilities. 

MOPT, Postal 

Department and T&T 

Board. 

Expansion of post 

and tele-

communication 

Post and Telecommunication services to 

be expanded specially in the rural areas in 

the light of decentralized development. 

MOPT, Postal 

Department and T&T 

Board. 

 

 

 

 

 

 

 

 

 


