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# F A R M O R E in tens ive read ing and ana lys i s than has been poss ib le i n the t i m e a v a i l ­
able i s essent ia l to f u l l and f i n a l evaluat ion of the papers p r e v i o u s l y presen ted . H i e r e -
f o r e , t h i s p resen ta t ion i s l i m i t e d to d i scuss ion of gene ra l p o i n t s . 

The f i r s t po in t to be s t ressed i s the wide a rea of agreement , e x p l i c i t o r i m p i c i t , i n 
the seve ra l papers on the economic p ropos i t i ons that cons t ruc t ion , maintenance, and 
ope ra t ion of h ighways r e q u i r e scarce r e sou rces tha t cou ld be u t i l i z e d i n o ther types of 
p roduc t ion , e i the r i n o ther t r a n s p o r t o r i n o ther f i e l d s ; that the values of such r e ­
sources i n o ther uses c o m p r i s e the oppor tun i ty costs of t h e i r devot ion to highway use; 
and that a l l such oppor tun i ty cos ts mus t be taken in to account i n highway inves tment 
decis ions and pos s ib ly i n p r i c i n g dec i s ions . 

I n p l ac ing highways i n an economic se t t ing . P r o f e s s o r Brownlee has a d m i r a b l y 
stated, i n s i m p l e t e r m s , the condi t ion that mus t be f u l f i l l e d i n o r d e r f o r highway i n ­
ves tment and p r i c i n g to be o p t i m a l i n an economic sense. Thus , compar i sons of h i g h ­
way s e rv i ce p r i c e s and cos ts can show wh ich highway needs should be s a t i s f i e d and 
which should not i f the p r i c e s a re "good approx ima t ions as to what th ings a r e w o r t h " 
and the cos t s " y i e l d accura te es t imates of what mus t be s a c r i f i c e d . " V i e w i n g the h i g h ­
way f u n c t i o n i n t e r m s of the economy as a whole , r a t h e r than as an en t i ty having no 
consequences f o r r e sou rce a l loca t ions i n o ther a reas , Brownlee i m p l i e s that f a r m o r e 
cons ide ra t ion than i n the past mus t be g iven to the r a t e s of r e t u r n w h i c h cap i t a l can 
ea rn i n o ther employments and to impu ted p r o p e r t y taxes on highways i f compar i sons 
of p r i c e s and cos t s a r e t o y i e l d f u l l y economic highway inves tmen t s . Wi thout adding 
i n those cost components—that i s , i n t e r e s t at the oppor tun i ty r a t e r a t h e r than the gov­
e rnment ra te , and impu ted p r o p e r t y taxes—the to t a l cos ts to be j u s t i f i e d by p r i c e a b l e 
benef i t s a r e unders ta ted and a tendency ex i s t s to ove r inves t i n highways m o r e o r less 
cont inuous ly . 

A second po in t i s the gene ra l r e cogn i t i on i n these papers tha t a l though t h e r e a r e 
i n d i r e c t benef i t s to be cons idered , i n mos t cases the highway u s e r s should pay highway 
cos t s . B rown lee makes t h i s po in t e x p l i c i t l y i n suppor t ing "the content ion that the bene­
f i t s f r o m inves tment i n h ighways have p r o p e r t i e s such that a highway inves tment can be 
evaluated i n the same manner as can any inves tment designed to produce goods and 
s e r v i c e s that a r e t o be s o l d . " Al though the s tudies by Baker and h i s associates w e r e 
intended as p u r e l y engineer ing s tudies , i t i s to be noted that compar i sons w e r e made 
of the cost r e s p o n s i b i l i t i e s f o r v a r i o u s highway groups and the taxes pa id , w i t h the i n ­
t e r e s t i n g conc lus ion that the " e f f e c t of the revenue d e r i v e d f r o m the a x l e - m i l e t a x . . . 
i s to make cost r e s p o n s i b i l i t y m o r e cons is tent ly equal to taxes p a i d ( 1 ) . " K a f o g l i s g ives a 
t h e o r e t i c a l case f o r a nonuser share i n j o i n t demand p o s s i b i l i t i e s , bu t s t resses tha t 
where the soc i a l l y des i r ab le amount of h ighway s e r v i c e c l e a r s the m a r k e t at a cos t -de ­
t e r m i n e d p r i c e , such a share i s not needed and w i n d f a l l s to nonusers can become a 
source of genera l tax revenues . He also f i n d s that as "highways a re b u i l t f o r ac tual o r 
po ten t i a l highway use and l i t t l e m o r e . . . the p h y s i c a l by -p roduc t s of highway deve lop­
ment do not p r o v i d e an i m p o r t a n t bas i s f o r a nonuser s h a r e . " Where h ighways a r e 
t r u l y needed m o r e than o ther th ings , there i s l i t t l e reason to be l ieve that the e f f ec t i ve 
demand at app rop r i a t e use r f ees , t o l l s , o r r o a d taxes ( w h e r e d i f f e r e n t i a l u se r fees a re 
unworkable ) w i l l not y i e l d a v o l u m e of p r i ceab l e benef i t s equal to the t o t a l costs i n ­
v o l v e d i n adding to highway supply ( w i t h poss ib le exceptions f o r undeveloped a r e a s . ) 
F i n a l l y , Kuhn s tates as a p r i n c i p l e tha t "publ ic p r o j e c t s should compete , as i t w e r e , 
on equal t e r m s w i t h p r i v a t e ones and l o g i c a l p r i o r i t i e s f o r a l l of t hem should be based 
on the expected e f f i c i e n c i e s of cap i t a l f o r the v a r i o u s v e n t u r e s . " 

Kuhn ' s i n t e r e s t i n g paper deals i n some d e t a i l w i t h economic c r i t e r i a f o r highway 
inves tmen t . Recommending a b roader p lanning h o r i z o n than f o r p r i v a t e e n t r e p r e n e u r i a l 
inves tmen t and the wides t cons ide ra t i on of ex t e rna l economies ( i n d i r e c t benef i t s ) and 
ex t e rna l d i seconomies ( s o c i a l c o s t s ) , Kuhn sets f o r t h the ideal as "the m a x i m i z a t i o n 
of soc i a l benef i t s and the m i n i m i z a t i o n of soc i a l c o s t s . " 
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However a t t r a c t i v e i n an abs t rac t sense, the re a re numerous d i f f i c u l t i e s w i t h such 
b road c r i t e r i a as guides to economic highway inves tment . F i r s t , al though the d i f f i ­
cu l t i e s of measur ing s o c i a l benef i t s and costs not cons idered i n the m a r k e t a r e m e n ­
t ioned , no f o r m u l a i s g iven f o r t h e i r concre te eva lua t ion . Second, some highway bene­
f i t s ment ioned f o r cons ide ra t ion , such as t r a n q ) o r t a t i o n cos t , p r o d u c t i o n cos t and d i s ­
t r i b u t i o n cost savings a c c r u i n g to the en t i r e economy, a r e no d i f f e r e n t than s i m i l a r 
genera l gains to the economy f r o m an i m p r o v e m e n t i n the a r t of r a i l r o a d i n g o r i n the 
manufac tu r ing of s t ee l . In any case, double counting may be invo lved i f savings to 
u s e r s a r e counted as benef i t s and i f they a re again counted i n t e r m s of e f fec t s on the 
e n t i r e economy. I T i i r d , K i h n appears to s t r e s s the d i f f i c u l t i e s o f the m a r k e t mechan­
i s m i n d e t e r m i n i n g the o p t i m u m highway inves tment wi thout subs t i tu t ing anything as 
workab le as the m a r k e t , w i t h a l l i t s defects , has been i n t o l l r o a d inves tment and i n 
many areas of " f r e e " road inves tment on the bas i s of u se r f e e revenue, t r a f f i c , and 
o ther i n d i c i a of e f f ec t i ve demand. Kuhn admi t s that under h i s c r i t e r i a "a l a r g e p r o ­
p o r t i o n of government out lay , because of the f a m i l i a r d i f f i c u l t i e s of measurement , w i l l 
not be subject to the economic cos t /ne t r e t u r n ca lcu lus and w i l l thus p r e s u m a b l y be de ­
t e r m i n e d by c o l l e c t i v e p o l i t i c a l j u d g m e n t . " In the Uni ted States many f a i l u r e s to a t t a in 
o p t i m a l highway inves tment , i n v o l v i n g both over inves tmen t and under inves tment , can 
be a t t r i b u t e d p r e c i s e l y to the vaga r i e s of such c o l l e c t i v e p o l i t i c a l judgment . Perhaps 
m o r e e f f o r t should be g iven to the task of i m p r o v i i ^ the m a r k e t u i w h i c h highway s e r ­
v i c e s a r e produced and so ld , i nc lud ing a t tent ion to t o l l s as se lec t ive supplements to 
u se r fees , o f f - a n d - o n peak p r i c i n g to encourage o r discourage u t i l i z a t i o n and to lessen 
tendencies t o w a r d ove r inves tmen t , ad jus tment of u s e r f ee schedules to r e f l e c t use m o r e 
f u l l y , and d i f f e r e n t i a t i o n i n u s e r fees acco rd ing to cost and qua l i t y v a r i a t i o n s . 

Ano the r genera l po in t w o r t h emphasis i s that these excel lent papers r e v e a l the c lose 
and dove ta i l ing r e l a t ionsh ips between engineers and economis t s so f a r as the highway 
f u n c t i o n i s concerned . Economis t s mus t depend on engineers f o r knowledge of des ign, 
maintenance, and opera t ing p r a c t i c e s and the f a c t s needed f o r m a k i n g e x p l i c i t the a s ­
sumpt ions basic to the app l i ca t ion o f economic ana lys i s to h ighway inves tment and p r i c ­
ing p r o b l e m s . Engineers , at least i n mos t cases, mus t depend on the economis ts f o r 
the p r i n c i p l e s of r e source a l loca t ion and use tha t c o m p r i s e the economic way of t h i n k ­
i n g . Engineers cannot avo id economic questions and economis t s t r y i n g to apply eco­
nomic p r i n c i p l e s to highways cannot avo id engineer ing quest ions . But because i t i s i m ­
p r a c t i c a l to expect engineers to be f u l l - s c a l e economis ts and economis t s to be p r o f e s ­
s iona l engineers , what i s u r g e n t l y needed i s the w i l l i ngnes s of both engineers and eco­
n o m i s t s to assume the r e s p o n s i b i l i t y of a s s i s t i ng m e m b e r s of the o ther d i s c i p l i n e to 
comprehend the t echn ica l knowledge and p r i n c i p l e s s u f f i c i e n t l y w e l l f o r each group to 
do i t s p r i n c i p a l job be t t e r and f o r the j o i n t p roduc t of the two p ro fe s s ions to ass i s t state 
l e g i s l a t u r e s and the Congress to es tabl i sh sound highway and genera l t r a n s p o r t p o l i c i e s . 

The m u t u a l dependence of engineers and economis ts on one another can be i l l u s t r a t e d 
f r o m the s t i m u l a t i n g conceptual paper by K a f o g l i s . In t r e a t i n g the p r o b l e m of es tab­
l i s h i n g an economic use r p r i c e s t r u c t u r e , he assumes that "geomet r i c design imposes 
on ly c o m m o n c o s t , " whereas "pavement th ickness . . . imposes specia l c o s t . " A f t e r 
mak ing t h i s d i v i s i o n of design costs in to those ( g e o m e t r i c costs) f o r v ^ i c h a l l veh i c l e s 
a re respons ib le and those (we igh t costs) f o r w h i c h on ly the veh ic l e s w i t h h e a v i e r - t h a n -
basic veh ic l e axle loads a re separate ly respons ib le , he then suggests that engineer ing 
studies of highway capaci ty have es tabl ished the v o l u m e re l a t ionsh ips re levan t to the 
g e o m e t r i c des ign . However , he s tates that " v o l u m e o r quant i ty r e l a t i onsh ips f o r pave ­
ment th ickness a re not as w e l l es tabl ished as those f o r geomet r i c d e s i g n . " He notes 
that "the pavement t h i c k n e s s . . . m a y be a f f ec t ed by the number and f r equency of r e p e t i ­
t ions of a p a r t i c u l a r ax le l o a d , " but concludes that "pavement design does not cons ider 
t h i s r e l a t ionsh ip i n a manner such that a de f in i t e r e l a t ionsh ip between number of r e ­
pe t i t i ons and pavement th ickness can be d e t e r m i n e d . " 

Never the less , two r a t h e r s i gn i f i c an t in fe rences w e r e d rawn f o r m a r g i n a l cost p r i c ­
i n g . The f i r s t i s that no geomet r i c costs need be cons idered as special l o n g - t e r m m a r ­
g i n a l cos t s f o r the heavy and l a r g e v e h i c l e s . The second i s that the weight costs that 
a r e separable f o r the heavy veh ic l e s do not impose s h o r t - r u n m a r g i n a l cos ts w i t h use 
by such veh ic l e s because " h i g h - v o l u m e roads a re designed f o r an i n f i n i t e number of 
r epe t i t ions o f a l e g a l l y p e r m i s s i b l e m a x i m u m axle l o a d . " 
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The p r i c i n g i m p l i c a t i o n s of these cos t behavior genera l i za t ions w h i c h K a f o g l i s has 
d r a w n f r o m engineer ing f a c t a r e r a t h e r sweeping. I f pavements on p r i m a r y highways 
can stand " i n f i n i t e " r epe t i t i ons of the m a x i m u m ax le load , then "the m a r g i n a l cost of 
pavement i s ze ro because the add i t ion of one m o r e v e h i c l e does not increase the t o t a l 
cos t of p a v e m e n t . " Such cost condi t ions wou ld j u s t i f y l ow highway se rv i ce p r i c e s f o r 
heavy veh ic l e s to encourage use and the r i s k i n g of revenue " losses" equal to spec ia l 
pavement cos t . However , r ecogn iz ing that spec ia l pavement cost must be r e c o v e r e d 
i f the highway pavement s e r v i c e i s to be cont inued, l u m p sum charges such as g r a d u ­
ated r e g i s t r a t i o n fees wi thou t a mi l eage o r use component a re suggested as a p p r o p r i ­
ate pavement charges . On the o ther hand, K a f o g l i s s tates that should i t be c o n f i r m e d 
that "pavement cost i s a continuous f u n c t i o n of number of r epe t i t i ons , an add i t iona l v e ­
h i c l e w i l l impose add i t iona l pavement cos t and a p r i c e based on use should be e m ­
p l o y e d . " 

Obvious ly , w i t h such w i d e l y and s i g n i f i c a n t l y d i f f e r e n t m a r g i n a l cost i nc r emen t s 
r e s u l t i n g i n the sho r t r u n depending on whether pavements a r e designed f o r i n f i n i t e r e ­
pe t i t i ons o r acco rd ing to number of r epe t i t i ons of spec ia l ax le loads, i t i s of c r i t i c a l 
impor t ance that t h i s engineer ing quest ion be solved as r a p i d l y as pos s ib l e . So long as 
such i m p o r t a n t f u n c t i o n a l r e l a t ionsh ips a r e not known o r a re p r a c t i c a l l y imascer ta inable 
by economis ts , they cannot w i t h conf idence p r e s c r i b e economic highway s e r v i c e p r i c e s 
even i f the r u l e that such p r i c e s should be equated w i t h m a r g i n a l costs i s adopted as the 
genera l economic gu ide l ine . However , even i f i t w e r e c o n f i r m e d that engineer ing de­
s ign of pavements i s u n i f o r m l y on the bas i s o f i n f i n i t e r epe t i t i ons of the m a x i m u m axle 
load , the quest ion would s t i l l a r i s e as to the s h o r t - n m m a r g i n a l cos ts of v e h i c l e s hav­
i n g ax le loads above the designed m a x i m u m load . I t i s h igh ly doub t fu l that they could 
be r ega rded as equal ly at a z e r o l e v e l . A n d the quest ion of l o n g - r u n m a r g i n a l cos ts of 
pavements mus t be f aced , s ince heavy a x l e - l o a d t r a f f i c i s i nc reas ing , highway c o n ­
s t r u c t i o n (a s acknowledged by K a f o g l i s ) i s a continuous p rocess , vas t sums w i l l be i n ­
ves ted i n the f u t u r e i n supply ing the s t reng th essent ia l f o r bea r i ng heavy ax le loads, 
l ega l o r nonlegal , and the i n c r e m e n t s of inves tment cost f o r t h i s purpose w i l l appar ­
ent ly v a r y acco rd ing to the magnitude of the ax le load and the r e l a t i v e r epe t i t i ons of 
the d i f f e r e n t nonbasic v e h i c l e ax le loads . 

The assumpt ion of K a f o g l i s tha t a l l geome t r i c costs a re common , s ince highway 
capac i ty i s c r ea t ed on behalf of a l l veh i c l e s , a lso appears to r e q u i r e add i t iona l e n g i ­
nee r ing c o n f i r m a t i o n . I n c r e m e n t a l cost s tudies i n the past have assumed, on the bas is 
of exper t engineer ing op in ion and design p r a c t i c e s , tha t some lane and shoulder wid th , 
some c u r v a t u r e r e q u i r e m e n t s , and some grade reduc t ions o r pass ing lanes on steep 
h i l l s have been r e q u i r e d because of the s ize and power c h a r a c t e r i s t i c s of l a r g e v e h i c l e s . 
I f these e lements a re not essen t ia l f o r the basic veh ic l e s , then the l o n g - t e r m inves t ­
ment cos ts i n v o l v e d mus t be a t t r i bu t ab l e to the l a r g e r veh ic l e s and those wi thout power 
to take h i l l s at average l i g h t - v e h i c l e speeds. Al though i t wou ld be des i rab le to s i m p l i f y 
ca l cu la t ion of the spec ia l inves tment and use costs f o r the l a r g e and heavy veh i c l e s , 
t h i s should not be done to the po in t that spec ia l -veh ic l e and bas i c -veh i c l e cos t s a r e 
l umped together f o r convenience. 

I n d e s c r i b i n g the p r o b l e m s of i n i t i a t i n g studies o f h ighway cos t r e l a t ionsh ips w i t h 
v e h i c l e s ize such as those done at Ohio State, Baker concludes that the " t h e o r e t i c a l " 
approach of u t i l i z i n g only r a t i o n a l express ions r e l a t i n g cost w i t h v e h i c l e s ize " i s not a 
p r a c t i c a l p o s s i b i l i t y because of the many func t ions wh ich have not been es tabl ished on 
a r a t i o n a l b a s e . " He then assumes tha t any so lu t ion achieved d u r i n g the next f e w yea r s 
w i l l r e q u i r e e m p i r i c a l techniques , and v i e w s c u r r e n t design techniques as the best 
source of d i f f e r e n t i a l cost r e l a t i o n s . Even on t h i s bas i s , i t appears that de ta i l ed s tud ­
ies of cost , such as the Ohio State r e p o r t , have t h r o w n much t echn ica l l i g h t upon d i f ­
f e r e n t i a l cos t s . Never the less , as i t i s not made ope ra t iona l ly c l e a r how i m p o r t a n t 
e lements of highway cost v a r y w i t h veh ic l e d imens ions and highway use, m o r e r e sea rch 
was r ecommended . 

The p r a c t i c a l quest ion can be r a i s e d : W i l l m u l t i p l y i n g t echn ica l studies ever r e s u l t 
i n s u f f i c i e n t l y c l e a r and r e l i a b l e d i f f e r e n t i a l cost r e l a t i onsh ips that h ighway i m p r o v e ­
ment and p r i c i n g dec is ions can be taken by the p o l i c y m a k e r s w i t h f u l l r e f e r ence to 
t h e i r economic s ign i f i cance under m a r g i n a l cos t p r i c i n g o r some a l t e rna t i ve scheme 
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of economic p r i c i n g ? One p r a c t i c a l answer to t h i s quest ion ca l l s f o r i n t e r d i s c i p l i n a r y 
teams of engineers and economis ts to w o r k together to increase mu tua l unders tanding 
and to de t e rmine the best app rox ima t ions of cost func t ions that a re pos s ib l e . W i t h a l l 
the h ighway r e s e a r c h app rop r i a t i ons c u r r e n t l y au thor ized , i t w o u l d seem sensible to 
au thor ize exper imen ta t ion along those l i n e s . 

A f i n a l genera l po in t concerns the economis t ' s idea l that highway se rv i ce p r i c e s 
should equate w i t h m a r g i n a l cos t . In addi t ion to the po in t a l ready made that much cost 
and t echn ica l i n f o r m a t i o n about highways i s not i n such f o r m as to p e r m i t a sce r t a in ing 
re levan t m a r g i n a l cost , i t should be recognized that not a l l economis ts postulate the 
eqiiat ion of p r i c e w i t h m a r g i n a l cos t as idea l p r i c i n g f o r e f f i c i e n t r e source a l loca t ion( 2). 
Depending on the assumpt ions made w i t h respec t to cost behavior and the p e r i o d of t i m e 
re levant to the quest ion at i ssue , e i the r p r i c e equal i ty w i t h m a r g i n a l cost o r w i t h 
a v e r s e cost can s a t i s f y idea l condi t ions . Even where the sho r t r u n i s the pe r t i nen t 
p e r i o d f o r p r i c i n g and grea t excess capaci ty ex i s t s , as on many secondary roads , h o l d ­
ing p r i c e s to m a r g i n a l costs when below average o r p r o g r a m cos ts , as suggested by 
K a f o g l i s , may be po in t l e s s i f , as a lso was assumed, the demand i s i n f i n i t e l y o r h igh ly 
i n e l a s t i c . In t h i s case, o ther than f o r a d m i n i s t r a t i v e reasons, the highway use r p r i c e 
m i g h t w e l l be es tabl ished at a f i g u r e cons iderab ly h igher than m a r g i n a l cost wi thout 
depress ing highway use . A n d cons ide r ing the f a c t that t r a f f i c congest ion i s widespread 
and q u i c k l y develops even on new and i m p r o v e d f a c i l i t i e s , at least at peak pe r iods , 
s h o r t - r u n m a r g i n a l cost p r i c i i ^ may be m o r e feas ib le i n t e m p o r a r i l y l i m i t i n g highway 
demand, b r i n g i n g about r e r o u t i n g s ove r less congested highways, and poss ib ly i n l e s ­
sening the u l t i m a t e inves tment th rough encouraging be t te r use of ex i s t ing f a c i l i t i e s . 
However , i n cases where t o l l s have been set too h igh , g rea t e r u t i l i z a t i o n of t o l l roads 
can be induced, as the Ohio exper ience apparent ly ind ica tes , by l o w e r i n g t o l l s , p o s s i b ­
l y to equal i ty w i t h s h o r t - r u n m a r g i n a l cost . 

I n conc lus ion , the papers under d i scuss ion g ive f o o d f o r much thought and d i scus s ­
ion by both engineers and economis t s . Just as engineer ing f a c t s concern ing c r i t i c a l 
highway cost f unc t ions a re h a r d to come by , the economic way of t h i n k i n g i n a f u n c t i o n 
as complex as highways i s d i f f i c u l t t o p e r c e i v e , except a b s t r a c t l y . Whatever i s u l t i ­
ma te ly done concern ing benef i t s to those o ther than d i r e c t u se r s i n t e s t i ng highway i n ­
ves tment and i n d e t e r m i n i n g p r i c e s , i t seems that what the economis ts a r e saying i s 
that a l l cos ts , i nc lud ing oppor tun i ty cos ts , mus t be counted. I n add i t ion , they a r e c o n ­
tending that highway costs mus t u l t i m a t e l y be expressed i n t e r m s re levant to economic 
reasoning i f o p t i m a l highway inves tment and u t i l i z a t i o n a r e to be s t i m u l a t e d . F u r t h e r ­
m o r e , i t seems c l e a r that m o r e e f f o r t i s des i r ab le to cast highway benef i t s in to demand 
schedules and to de t e rmine the e f f e c t i v e demand f o r highway se rv i ce s to the extent 
p r a c t i c a b l e . 
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# T H E PAPERS contained here have presen ted h igh ly s t i m u l a t i n g and v a r i e d ideas 
wh ich should con t r ibu te to i m p r o v e d highway inves tment and f i n a n c i n g . However , 
t he r e a re th ree t roub le some aspects of the app l ica t ion of the p r i c i n g theory to highway 
f inance w h i c h need some comment . 

F i r s t , one i s f o r c e d to wonder what the r e s u l t s would be i f the p r i c i i ^ t h e o r y w e r e 
appl ied to the i m m e d i a t e highway f inanc ing i ssue b e f o r e the Congress; namely , the 
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f inanc ing of the Nat iona l System of In te r s t a te and Defense Highways . Would i t be p r o p ­
e r to r e q u i r e the highway u s e r s to d e f r a y the en t i r e cost of t h i s sys t em when f i v e t r a n s ­
cont inenta l rou tes , f o r example , were not j u s t i f i e d by use of the p r i c i n g theory of eco­
n o m i c s and, i n the w r i t e r ' s op in ion , a l l f i v e cannot be so j u s t i f i e d ? 

Second, under the p r i c i n g t heo ry the cost of a highway would inc lude an in t e r e s t 
charge , o r a r a t e of r e t u r n , on the inves tmen t . Highways i n the Uni ted States a r e be ­
ing f i nanced p r edominan t ly on a pay-as -you-go bas is , t h e r e f o r e highway u se r s and 
o ther payers of specia l h ighway taxes i n e f fec t p r o v i d e highway cap i t a l i n advance of 
h ighway c o n s t r u c t i o n . Consequently, i t w o u l d appear to be u n f a i r to impose upon them 
the k i n d of i n t e r e s t imposed when b o r r o w e d funds a re being used . 

T h i r d , i n the meet ing of the Commi t t ee on Highway Costs the statement was made 
tha t a p o l i t i c a l r e a l i t y i s the necess i ty of t ak ing c a r e of the p r o b l e m of f i nanc ing l o c a l 
and secondary roads be fo re a t tempt ing to solve the p r o b l e m of f inanc ing state h ighways . 
I n v i e w of t h i s p o l i t i c a l r e a l i t y , one wonders how the p r i c i n g theory can be appl ied to 
the l o c a l and secondary road p r o b l e m s . 

The comment that s eve ra l routes of the In te r s t a te System cannot be j u s t i f i e d by ap­
p l i c a t i o n of the economic p r i c i n g t heo ry and B r o w n l e e ' s r e p l y to the e f fec t tha t highway 
u se r s should not be expected to pay f o r economica l ly u n j u s t i f i e d h ighways , may have 
c rea ted the i m p r e s s i o n that the w r i t e r i s c r i t i c a l of the In te r s t a te Sys tem. A c t u a l l y 
h i s v i e w i s that the In te r s t a te System i s w e l l designed to meet the r e a l i t i e s of the c u r ­
r e n t p o l i t i c a l s t r u c t u r e and the r equ i r emen t s of na t iona l s e c u r i t y . W i t h r e g a r d to the 
l a t t e r , r ecogn i t ion was g iven the f a c t tha t the Uni ted States i s f aced w i t h a se r ious 
m i l i t a r y th rea t and needs a sys t em to encourage decen t ra l i za t ion of the m a j o r m e t r o ­
p o l i t a n c i t i e s , to d i s t r i b u t e the popula t ion and i n d u s t r y m o r e w i d e l y , and to p r o v i d e 
a l t e rna te rou tes i n the event enemy a t tacks should cause mass ive de s t ruc t i on . 
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