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charges would require not only elaborate technical analysis, 
but vigorous public debate. 

This is a tall order, as befits a program that would create 
or re-order revenue streams amounting to hundreds of bil­
lions of dollars yearly. However, the effort could be vastly 
aided by electronic and other information processing technol­
ogy. Smart cards or other devices alluded to earlier would 
allow automatic metering and billing, not only of driving but 
of parking.s? 

Even more importantly, the pricing mechanisms pro­
posed here could reduce or completely replace a myriad of ex­
isting or planned administrative structures for pricing 
vehicle use and controlling vehicle harms, such as: 

(i) Toll Plazas (replaced by automatic vehicle identifica­
tion, or AVI, under congestion pricing and weight-distance 
charges); 

(ii) HOV lanes (replaced by congestion pricing); 
(iii) Mandatory Inspection and Maintenance (I&M) pro­

grams (made optional under smog fees); 
(iv) Employee Commute Option programs (made moot by 

smog fees, congestion pricing and cashing-out parking); 
(v) Odd-even license plate days (mooted by smog and 

congestion fees); 
(vi) Incentives or mandates for cleaner fuels (reformu­

lated gasoline, ethanol, etc.) and alternative-fueled vehicles 
(electric, natural gas, solar, etc.) (superseded by smog fees); 

(vii) Exhortations to leave the car at home during sum­
mer ozone alerts or holiday season gridlock alerts (replaced 
by pre-announced increases in smog and congestion fees, ad­
ministered in real time to be commensurate with predicted 
pollution and congestion levels and the attendant social 
costs); 

(viii) Bicycle parking and shower requirements (cyclists 
instead pay building managers or off-site providers for show­
ers and safe bicycle storage, using their rebates and tax sav­
ings gained from cashing out free parking and the per capita 

69. See supra § VI A. 
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"VMT dividend" of lower taxes enabled by roadway user 
revenues). 

X. Conclusion 

Thus, pricing mechanisms could help make roadway us­
age fairer and more efficient, without the need for potentially 
cumbersome regulations. Motorists will be able to continue 
making their own decisions about when, where and how to 
drive, while taking responsibility to offset the costs to society 
from their vehicle use. Non-motorists will receive windfalls, 
their entitlement for harms they avoid imposing on society, 
with which they can pay to improve their non-motorized 
travel, or to improve other aspects of their lives.tv 

The last example above, concerning bicycling, is inten­
tionally provocative. The author, a bicycle commuter and ac­
tivist for cyclists' rights, has long advocated for bicycle 
facilities such as indoor commuter parking.vi Under the cur­
rent system that lavishes motorists with subsidies, special fa­
cilities for cyclists are a modest and appropriate step toward 
a level playing field. However, as vehicle users are charged 
increasingly for consuming public resources, such special 
treatment would ultimately be neither needed nor war­
ranted. Assuming, say, $400 billion a year in roadway user 
fees plus parking cash-outs, and assuming for simplicity that 
all such revenues were rebated to the adult citizenry pro rata, 
non-drivers would gain almost $2,000 a year each. This is far 
more than enough to finance each cyclist's parking and 
washup facilities. 

Pricing roadway travel will not solve all problems of 
transportation. To continue with the cycling example, bike 
riders still need safe access to roadway facilities. In fact, so­
cial provision of a travel infrastructure will become more, not 
less important, as public revenues available for transporta­
tion grow and non-automotive transport options become more 

70. Entitlements for miles not driven parallel the concept of negawatts­
utility payments for conserved electricity-pioneered by Amory Lovins in the 
electricity sector. 

71. See Herman et al., supra note 27, at 97. 
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highly valued for avoiding societal harms. Equally essential 
as pricing-based incentives will be non-monetary changes in 
transport policy-zoning modifications to permit higher den­
sities and reduced parking; improved facilities for non-motor­
ized vehicles; better intercity rail and bus service; easier 
availability of neighborhood car rentals and utility vehicle co­
ops; transit-pedestrian oriented residential development, and 
so forth. 

Still, movement toward full-cost pricing of roadway 
travel is the sine qua non of solving America's transportation 
problems. Even radically improved transit, cycling and walk­
ing will never compete effectively with cars.?" unless subsi­
dies for driving are slashed, parking and insurance costs are 
metered, and car and truck travel is made to pay its own way. 

This analysis is intended as a first step toward careful 
consideration of a comprehensive program of roadway pric­
ing. Although the figures here are at the national level, most 
of the measures outlined here could be implemented locally­
as they should, reflecting local damages from vehicle use and 
local needs.?" Let the debate multiply; the harms from over­
dependence on motor vehicles are massive, and our society 
and environment cannot wait for cures. 

72. U.S. General Accounting Office, Reducing Vehicle Emissions With 
Transportation Control Measures, Aug. 1993, concluded that traditional meas­
ures such as transit and ridesharing were unlikely to reduce vehicle emissions 
by more than several percent in most metropolitan areas, whereas market­
based measures had far greater potential. 

73. For a rough sketch of a possible local initiative on roadway pricing, see 
Komanoff, letter to Richard McClintock, supra note 34. 


