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• A L M O S T E V E R Y v a r i e t y of soc i a l f o r m and soc i a l p rocess d i r e c U y o r i n d i r e c U y 
f e e l s the i m p a c t of highway development . The c o l o n i a l t o l l roads made of p lanks helped 
to shape e a r l y A m e r i c a j u s t as mode rn super highways cast i n concre te a r e i n f luenc ing 
c o n t e m p o r a r y A m e r i c a , A highway p r o g r a m of the scale envis ioned i n the Un i t ed 
States Highway A c t of 1956 w i l l undoubtedly i n i t i a t e many changes i n the economy. 
A n y a t t empt to measure the v a r i a t i o n s o r m o d i f i c a t i o n s i n the soc ie ty that s t em f r o m 
highway development r e q u i r e s an unders tanding of wha t i s meant by "change." F i v e 
c h a r a c t e r i s t i c s of change make i t a mos t nebulous and evanescent concept. 

F i r s t , change i n i t s e l f i s a m o r a l . I t s consequences may be cons ide red good o r bad, 
p a r t i y both o r ne i the r . A p a r t i c u l a r bypass, f o r example , may r e s u l t i n changes that 
a r e b e n e f i c i a l , o r changes that a r e h a r m f u l . The same e f f e c t cou ld be cons idered 
e i the r f a v o r a b l e o r d e t r i m e n t a l depending on who i s m a k i n g the obse rva t ion o r when 
the obse rva t ion i s made. C h a i s e pe r se i s n e u t r a l and the r e s e a r c h e r who f o r g e t s t h i s 
o r chooses to ignore i t v io la t e s one of the essen t ia l e lements of the concept. 

Second, change has bo th i m m e d i a t e and f u t u r e r e l evance . Some changes a r e t e m ­
p o r a r y , t r a n s i t o r y and i m p e r m a n e n t . O the r s may be of l a s t ing i m p o r t a n c e . A new 
t u r n p i k e that t e m p o r a r i l y d i s r u p t s a number of l o c a l s e r v i c e s may i n the long r u n add 
to the permanence of the s e r v i c e s that a r e ava i l ab le . L a n d values i n one l o c a l i t y may 
begin to s h r i n k when a new highway crea tes p lace u t i l i t y e lsewhere and then eventual ly 
may r i s e when the f u l l e f fec t s of the r o a d a re r e a l i z e d . 

T h i r d , change may take place g r adua l l y o r i t may occur q u i c k l y . L i g h t n i n g f a s t 
c h a i s e s may be m o r e i m p r e s s i v e than t r a n s f o r m a t i o n s that develop m o r e s l o w l y , even 
though the l a t t e r have f a r g r e a t e r s o c i a l i m p o r t . F o r example , i n c e r t a i n loca t ions 
the h ighway may b r i n g a r a p i d s h i f t i n l and use, and l and values i n such places may 
r i s e a l m o s t i m m e d i a t e l y to a s t r o n o m i c a l l e v e l s . A g radua l apprec ia t ion of l and values 
throughout a much l a r g e r a rea may r e m a i n unnot iced even i f the l a t t e r i s m o r e s i g n i ­
f i c a n t by f a r to the r e g i o n as a who le . 

F o u r t h , change may be d i r e c t o r i t may be d i f f u s e . In some instances the succes­
s ion of events occu r s so repea tedly and so c lo se ly that the p rocess of change i s r e a d i ­
l y obse rved . M o r e o f t e n , however , the p rocess of change i s b l u r r e d by the i m p a c t of 
a l a r g e number of events o c c u r r i n g s imul taneous ly o r so c lose together i n sequence 
that t h e i r i n d i v i d u a l e f f ec t s a r e ind i s t ingu i shab le . In gene ra l , change i s p l u r a l i s t i c i n 
o r i g i n and m u l t i d i r e c t i o n a l i n des t ina t ion . I f a new m a r k e t i n g p a t t e r n f o l l o w s the open­
i n g of a highway i t may be p a r t l y the r e s u l t of the highway and p a r t l y the r e s u l t of many 
o ther economic and s o c i a l f a c t o r s . 

F i n a l l y , i n an i n d u s t r i a l soc ie ty such as o u r s mos t s o c i a l c h a i s e r ece ives i t s i m ­
petus f r o m technolog ica l advances. M a t e r i a l changes usua l ly precede n o n - m a t e r i a l 
changes. Under some c i r cums tances t h i s " c u l t u r a l l a g , " as W . F . Ogburn (V) has 
named i t , w i l l l ead to ma lad ju s tmen t and d i so rgan iza t ion . Thus , a new highway may 
expose the r u r a l popula t ion to the m a t e r i a l i s t i c c u l t u r e of the c i t y . Changes i n t h e i r 
m a t e r i a l way of l i v i n g can r e s u l t i n s o c i a l p r o b l e m s i f changes i n t h e i r values and a t ­
titudes do not keep pace. 

P rev ious Research 

Despi te the l i m i t a t i o n s inheren t i n the meaning of c h a i s e , to unders tand what has 
happened and to f o r e c a s t what w i l l happen r e q u i r e the use of change as a r e s e a r c h c o n ­
cept. Socia l sc i en t i s t s , p a r t i c u l a r l y r u r a l soc io log i s t s and l a n d economis ts , have r e c ­
ognized highways as a p o w e r f u l f o r c e f o r soc i a l change i n the past . They saw how r o a d 
p r o g r a m s made new re sources ava i l ab le and thus r a i s e d the l e v e l of l i v i n g of the pop­
u l a t i o n . They saw how highways extended c o m m u n i t y boundar ies , broadened t r a d i n g 
cen te r s and caused v i l l a g e s to appear and disappear l i k e mag ic . School and c h u r c h 
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conso l ida t ions w e r e hastened b y h ighway development . L a b o r m a r k e t s w e r e widened 
as good roads and good au tomobi les made i t poss ib le f o r persons to l i v e i n one a r ea 
and w o r k i n another . Suburbanizat ion was another b y - p r o d u c t of highway i m p r o v e m e n t . 
I n Connect icut , f o r example , the g r o w t h of suburbs i n the 1930's f o l l o w e d the "Get 
Connect icut Out of the M u d " r o a d p r o g r a m of the 1920's. Roadways, these s o c i a l 
s c i en t i s t s found , a r e the pa ren t s as w e l l as the c h i l d r e n of s o c i a l change. 

M o s t r e s e a r c h deal ing w i t h the s o c i a l and economic e f f ec t s of h ighways has been of 
necess i ty ex pos t f a c t o . Highway p r o g r a m s h e r e t o f o r e w e r e o f t en r e l a t i v e l y unplanned 
on a na t ionwide bas i s , being au tho r i zed spo rad i ca l l y by vas t n u m b e r s of l o c a l and 
state highway depar tments i n response to a m u l t i t u d e of v a r i o u s p r e s s u r e s . Socia l 
s c i en t i s t s i n many instances l acked the imag ina t i on o r the funds to e n g ^ e i n specula­
t i v e r e s e a r c h of t h i s type . Under such condi t ions , change was m o r e eas i ly obse rved 
a f t e r the f a c t . 

The c u r r e n t Un i t ed States highway p r o g r a m f u r n i s h e s an oppor tun i ty to observe 
change i n the m a k i n g . Socia l l e g i s l a t i o n p e r m i t s s o c i a l r e s e a r c h . Since i n f o r m a t i o n 
r e g a r d i n g v a r i o u s p a r t s of the highway sys t em w i l l be known i n advance, sounding 
l i n e s conce rn ing s o c i a l and economic phenomena i n these areas can be l o w e r e d . A f t e r 
the highway has been comple ted , any changes that begin to u n f o l d can be measu red 
g a i n s t the o r i g i n a l soundings. The U n i t e d States Highway A c t of 1956 makes p o s s i ­
b le the method of p r o j e c t e d e x p e r i m e n t a l design (2) . 

The Connect icut T u r n p i k e 

T h i s method i s the one being used i n d e t e r m i n i n g the i m p a c t of the Connect icut 
T u r n p i k e i n eas te rn Connect icut . The Connect icut T u r n p i k e extends f r o m Greenwich 
to K i l l i n g l y and se rves the a rea between New Y o r k C i t y and Boston . I t i s a l i m i t e d 
access highway w i t h p r o v i s i o n f o r 90 in te rchanges . I t w i l l have eight t o l l s ta t ions . 
M u c h of the t r a f f i c a long t h i s 129 m i l e expressway w i l l be l o c a l i n na tu re a l though c o n ­
s ide rab l e th rough t r a f f i c i s a l so expected. 

The S t o r r s A g r i c u l t u r a l E :q)er iment Station has under taken a survey of the i m p a c t 
of the Connect icut T u r n p i k e upon two count ies i n eas te rn Connect icut . F o r many yea r s 
eas tern Connect icut has been one of the less f a v o r e d sect ions of the state w i t h r espec t 
to both manufac tu r i ng and a g r i c u l t u r a l a c t i v i t i e s . I t has been the home of a g r adua l l y 
dec l in ing t e x t i l e i n d u s t r y and there has been a t r a d i t i o n of p a r t - t i m e f a r m i n g . The 
t u r n p i k e , i t i s be l ieved , w i l l acce le ra te the t r e n d t o w a r d a m o r e d i v e r s i f i e d i n d u s t r y 
and w i l l g r e a t l y s t rengthen m a n u f a c t u r i n g c o m m u n i t i e s and s u m m e r r e s o r t towns i n 
the a rea . 

T h i s p r o j e c t i s a coopera t ive one i nc lud ing the U n i v e r s i t y of Connect icut , the C o n ­
nec t i cu t State Highway Depar tmen t and the U n i t e d States Bureau of Publ ic Roads. I t 
was under taken e a r l y i n 1956, a l m o s t two yea r s b e f o r e the opening of the t u r n p i k e on 
January 2, 1958. A c c o r d i n g to p resen t p lans the soc i a l and economic e f f ec t s of the 
t u r n p i k e w i l l be cha r t ed annual ly f o r a p e r i o d of at l eas t f i v e y e a r s . Benchmarks of 
data have a l r e a d y been es tab l i shed c o v e r i n g a number o f y e a r s b e f o r e the h ighway was 
opened f o r t r a f f i c . 

Some Methodo log ica l Cons idera t ions 

Because, as has been po in ted out , the s tudy of change invo lves so much m o r e than 
s i m p l e " b e f o r e and a f t e r " compar i sons , a number of v a r i a b l e s w i l l be analyzed at the 
same t i m e . T h i s p r o c e d u r e w i l l y i e l d a be t t e r unders tanding of t h e i r interdependence 
and at the same t i m e p e r m i t a c lo se r s c r u t i n y of the exact t i m e sequence of events . 
" B e f o r e and a f t e r " ana lys i s becomes m o r e m e a n i n g f u l when the i n d i v i d u a l e lements i n 
the s i tua t ion can be t r a c e d l ong i tud ina l l y and r e l a t e d to o ther e lements , both b e f o r e 
and a f t e r the i n t r o d u c t i o n of the independent event, ( i n t h i s case b e f o r e and a f t e r the 
opening of the Connect icut T u r n p i k e ) . F o r example , an ana lys i s of changes tha t take 
place i n the v o l u m e of r e t a i l sales cou ld be made p reced ing and subsequent to the open­
i n g of the t u r n p i k e . T h i s r a t h e r s ta t ic approach w o u l d have l i m i t e d va lue i n assess ing 
the e f f ec t s of the t u r n p i k e upon r e t a i l sa les . However , i f t h i s w e r e combined w i t h an 
ana lys i s of new manufac tu r i ng p lan ts and r e s u l t i n g popula t ion s h i f t s the s i g n i f i c a n t 
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r e l a t i onsh ip between the t u rnp ike and r e t a i l sales w o u l d f a l l in to i t s p r o p e r p lace . 
C o n t r o l l e d compar i sons of t h i s type may be designed on an a rea bas i s as w e l l as 

w i t h a time d imens ion . I f the e f f ec t s of the t u r n p i k e a r e m o r e pronounced i n the a rea 
i m m e d i a t e l y adjacent to i t and become less not iceable as the distance f r o m the t u r n p i k e 
inc reases , an ana lys i s of the changes that occu r i n a reas a t v a r y i n g distances f r o m 
the highway w i l l p r o v i d e u s e f u l compar i sons . The in f luence of the t u r n p i k e may not 
f o l l o w th i s pa t t e rn and the r e l a t i o n between distance and e f f e c t may v a r y between one 
k i n d of i n f luence and another . ( F o r example , popula t ion g r o w t h may be grea tes t a t a 
p o i n t somewhat r e m o v e d f r o m the t u r n p i k e . ) These zona l g rad ien t s w i l l then be u s e ­
f u l i n demons t ra t ing the k i n d of r e l a t i o n that does apply , p r o v i d e d that the step by step 
development of the e lements can be de t e rmined . 

F i v e m a j o r a reas have been designated f o r in tens ive ana lys i s . These a r e : (1) the 
a rea i m m e d i a t e l y su r round ing the in terchanges (the mos t d r a m a t i c l and use changes 
f r e q u e n t l y occur he re ) , (2) a f i v e - m i l e s t r i p on each side of the highway, (3) towns 
t r a v e r s e d by the t u r n p i k e , (4) towns not t r a v e r s e d by the t u r n p i k e but l y i n g w h o l l y o r 
p a r t l y w i t h i n the 5 - m i l e s t r i p , and (5) towns i n the two count ies l y i n g w h o l l y outs ide 
the s t r i p . Other a reas , e spec ia l ly those near new i n d u s t r i a l s i tes , those where sub­
u rban r e a l estate developments m a y occur and those a long a l t e rna te rou tes may be 
added to the l i s t . These areas of in f luence a r e not m u t u a l l y exc lus ive and c o n t r o l 
g roups have been set up f o r the v a r i o u s ca tegor i e s . 

P r o p e r t y Va lues 

A new highway, of course , can in f luence any o r a l l aspects of an area* s economy. 
A s ingle event t h e o r e t i c a l l y a f f e c t s a l l p a r t s of the soc ie ty . I n the ana lys i s of the e f ­
f e c t s of the Connect icut T u r n p i k e , s i x m a j o r a reas of change w i l l be cons idered . The 
f i r s t of these re la tes to changes tha t may occur i n r e a l p r o p e r t y va lues . 

M o s t c h a i s e s i n p r o p e r t y va lue r e s u l t i n g f r o m highway development m i r r o r changes 
i n l a n d use . A r e c o r d o f l a n d use i s be ing m a i n t a i n e d f o r the a rea s u r r o u n d i n g each 
in terchange. In add i t ion , f o r each of the 36 towns i n the two counties data a re ava i lab le 
on the number of new homes, new r e t a i l es tabl i shments , new f a c t o r i e s and other i t e m s 
w h i c h w i l l p r o v i d e evidences of change i n l and use. The va lua t ions p laced on these 
p r o p e r t i e s by l o c a l assessors a r e b e i i ^ r e c o r d e d and compar i sons can be made each 
year . Even the p rospec t of a new highway s t imu la t e s r e a l estate a c t i v i t y i n the s u r ­
rounding a rea as s h i f t s i n l and use a r e made o r contempla ted . Between 1954 and 1956 
the number of r e a l estate t r ansac t ions excluding the purchase of r i g h t s - o f - w a y i n ­
c reased 18 percen t i n the towns t r a v e r s e d by the t u r n p i k e . D u r i n g t h i s same p e r i o d 
the number of r e a l estate b r o k e r s i n t h i s a r ea i n c r e a s e d 32 pe rcen t c o m p a r e d w i t h an 
inc rease of 8 pe rcen t f o r the state as a who le . 

Resea rch has demons t ra ted that whe re an expressway e f f ec t s changes i n l and use, 
the va lue of p r o p e r t y usua l ly r i s e s . Somet imes the gains i n p r o p e r t y values a r e spec­
t a c u l a r , e spec ia l ly a t in te rchanges w h e r e m o t e l s , r e s t au ran t s , f i l l i n g s ta t ions and 
o ther businesses d i r e c U y r e l a t e d to h ighway t r a f f i c compete f o r a l i m i t e d number of 
economic s i t e s . A l t h o u g h changes of t h i s type w i l l be r e c o r d e d , another i t e m of equal 
i n t e r e s t cons i s t s of changes tha t occu r i n the va lue of p r o p e r t y he ld by the average 
home owner i n the a rea . H i s i n d i v i d u a l ga in o r loss m a y not be l a r g e but , i n the a g ­
gregate , changes i n the value of t h i s type of r e a l estate m a y g reaUy exceed the m o r e 
sensat ional s h i f t s i n p r o p e r t y values that accure to the f e w owner s of p r o p e r t y i n f a ­
v o r e d loca t ions . I f the t u r n p i k e s t imula t e s i n d u s t r i a l a c t i v i t y and p r o m o t e s an i m ­
m i g r a t i o n of f a m i l i e s , r e a l estate values, i n gene ra l , w i U r i s e . I n the a rea imder 
study, a 10 pe rcen t apprec ia t ion i n t h i s type of p r o p e r t y w o u l d r ep resen t a $40,000,000 
inc rease i n p r o p e r t y va lues . N e a r l y one hal f of the va lue of a l l assessed p r o p e r t y i n 
the two contuies cons i s t s of the value p laced on d w e l l l i ^ s . The demons t ra t ion of n o n -
use r benef i t s f o r such a l a r g e segment of p r o p e r t y owners should be of p a r t i c u l a r i n ­
t e r e s t to highway p l anne r s and highway sponsors . 

Ma nuf a c t u r i ng A c t i v i t y 

A second k i n d of change concerns manufac tu r ing a c t i v i t y . A n expressway may 
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encourage the g r o w t h of manufac tu r ing i n the a rea i t se rves i n a number of w a y s . 
T r a n s p o r t a t i o n cos ts and t i m e may be l o w e r e d and t r a n s l a t e d d i r e c t l y i n t o m o r e e f f i ­
c i en t p roduc t i on . I n eas tern Connect icut ove r 90 pe rcen t of the man u f ac tu r i n g c o m ­
panies use t r u c k s both f o r i m p o r t i n g r a w m a t e r i a l s and f o r s h i p p i i ^ out p a r t o r a l l of 
t h e i r f i n i s h e d p roduc t s . The expressway a l so widens the l abor m a r k e t a rea . T h i s i s 
p a r t i c u l a r l y i m p o r t a n t i n eas tern Connect icut w h e r e w o r k e r s a r e accus tomed t o c o m ­
m u t i n g f a i r l y l o i ^ dis tances . F i n a l l y a new t u r n p i k e may set i n m o t i o n a gene ra l f e e l ­
i n g of g r o w t h and p r o g r e s s that may encourage companies that a r e s e t t l i ng w h e r e the 
c l i m a t e of pub l i c op in ion i s o p t i m i s t i c . 

I n t h i s su rvey seven t i m e se r i e s r e l a t e d to the manufac tu r ing i n d u s t r y have been 
es tabl i shed. These a re (1) the number of p lan ts , (2) the number of w o r k e r s employed , 
(3) the t r e n d t o w a r d d i v e r s i f i e d manufac tu r ing , (4) the c o m m u t i n g pa t t e rns of the l abo r 
f o r c e , (5) the scale of manufac tu r ing p lan t s as measu red by the number of w o r k e r s 
each employs , (6) the seasonal i ty of employment , and (7) the wages of employees . 

A new highway m a y tend i n t h r ee ways to reduce the number of w o r k e r s who a r e 
adve r se ly a f f e c t e d by seasonal employment . I n the f i r s t p lace new companies a t t r a c t e d 
to the a rea m a y not have a seasonal l a g . Second, i f they have a s lack season i t may 
dove ta i l w i t h the employment pa t t e rn of ex i s t i ng companies . T h i r d , the presence of 
m o r e employment oppor tun i t i e s and the c o m m u t i n g advantages a f f o r d e d by the new 
highway m a y s e rve to p r o v i d e a g r e a t e r yea r a r o i m d employment po ten t i a l . 

The Rec rea t ion I n d u s t r y 

The Connect icut T u r n p i k e w i l l make the f a c i l i t i e s ava i l ab le f o r r e c r e a t i o n i n eas tern 
Connect icut m o r e access ib le t o such l a r g e cen te r s o f popula t ion as the m e t r o p o l i t a n 
a reas of New Y o r k and Bos ton . A n a t t empt w i l l be made to assess the e f f ec t s of the 
t u r n p i k e on the t o u r i s t t r ade and on o ther p a r t s of the r e c r e a t i o n i n d u s t r y . Some of 
the 50 mo te l s and cab in c o u r t s i n the two count ies may be r e loca t ed to tap t h i s new 
source of revenue. O the r s m a y expand t h e i r ex i s t i ng accommodat ions o r r e m a i n open 
f o r the e n t i r e y e a r . A f e w new es tabl i shments a r e a l r eady under c o n s t r u c t i o n . The 
q u a l i t y of the s e r v i c e may i m p r o v e , p a r t i c u l a r l y as the spec ia l i zed s e r v i c e of the m o d ­
e r n m o t e l r ep laces the m o r e gene ra l s e r v i c e p r o v i d e d by cabin c o u r t s . A n ana lys i s 
w i l l be made of o ther businesses r e l a t e d to the t o u r i s t t r ade i nc lud ing f i l l i n g s ta t ions , 
r e s t au ran t s and g i f t shops. 

I n add i t ion , t he r e i s a second k i n d of r e c r e a t i o n business i n eas te rn Connect icut 
w h i c h i n the long r u n m a y be deeply a f f e c t e d by the Connect icut T u r n p i k e . T h i s b u s i ­
ness ca t e r s to pe r sons and f a m i l i e s who spend s e v e r a l days, a week o r two , o r even 
an e n t i r e season a t a vaca t ion spot i n the a r e a . The seashore r e s o r t c o m m u n i t i e s 
w i t h t h e i r camping f a c i l i t i e s , s u m m e r cottages and hote ls ca te r to a l a r g e popula t ion . 
The mounta in and l ake r e s o r t a reas a l so a t t r a c t s u m m e r vaca t ion i s t s . Summer b o a r d ­
i n g homes tha t b ^ a n i n eas te rn Connect icut as s m a l l f a r m house ven tures a r e e^^and-
i n g i n t o a business tha t i s heav i l y cap i t a l i zed . 

U m o r e f a m i l i e s begin t o see the p o s s i b i l i t y of v a c a t i o n i i ^ i n eas te rn Connect icu t 
as the r e s u l t of the t u r n p i k e , not on ly w i l l the r e c r e a t i o n business g r o w but the p e r m a ­
nent popula t ion of the a rea w i l l i nc rease as w e l l . T h e r e a r e two reasons why popu la ­
t i o n g r o w t h accompanies an expanding s u m m e r r e c r e a t i o n bus iness . F i r s t , m o r e peo ­
p l e a r e needed to s e r v i c e a l a r g e r r e c r e a t i o n i n d u s t r y and second, many s u m m e r v i s i ­
t o r s eventual ly become pe rmanen t r e s iden t s . T h i s i s p a r t i c u l a r l y t r u e w h e r e the s u m ­
m e r home i s w i t h i n c o m m u t i i ^ dis tance of employment oppor tun i t i e s and when i t can 
be made i n t o an a t t r a c t i v e r e t i r e m e n t home. 

R e t a i l Sales 

Economic change i n an a r ea i s perhaps bes t r e f l e c t e d by f l uc tua t i ons i n the number 
of r e t a i l s to res and i n t h e i r t o t a l sa les . These two i t e m s not on ly cons t i tu te a measure 
of g e n e r a l p r o s p e r i t y bu t when b r o k e n down by type of es tab l i shment they have value 
i n d iagnosing w h i c h segments o f the economy a r e g r o w i n g . Thus , a d i sp ropor t i ona t e 
inc rease i n the sale of b u i l d i n g m a t e r i a l s w o u l d s u r e s t the c o n s t r u c t i o n of new homes 
and an inc rease i n gasol ine and r e s t au ran t sales w o u l d s u r e s t the g r o w t h of the t o u r i s t 
bus iness . 
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Data on retail stores and sales have been compiled annually beginning in 1954 for 
the area immediately surrounding each interchange, for the area within five miles of 
the turnpike and for each of the towns in the two counties. In the three year period be­
tween 1954 and 1956 retail sales increased 42 percent in the interchange areas, 15 per­
cent in the five-mile area and 13 percent for all towns in the area. Changes in total 
retail sales wil l be computed annually and changes in sales for the various types of 
establishments wil l also be recorded. These include grocery, drug, gasoline, building 
materials, automobile, clothing and approximately 50 other kinds of retail businesses. 
Community Services 

The kind of community services that are available wi l l influence industrial develop­
ment and population growth in an area. At the same time population shifts and the 
growth of manufacturii^ plants wi l l influence the community services that are offered. 
The Connecticut Turnpike may act as a catalytic agent in this situation, f i rs t , giving 
rise to new plants and new families in areas where community services are attractive 
and second, effecting changes in existing community services. 

Several kinds of change in local government are being observed. The extent, quality 
and cost of services for police protection, public roads, f i re protection, education and 
public health have been examined in each of the governmental units in the two counties. 
New functions of local governments also wi l l be noted each year. These include among 
others, zoning and planning, the promotion of industrial development, and the sponsor­
ship and control of recreation areas. 

Closely allied to the services offered is the tax base that pays for these services. 
Assessments and mi l l rates may chaise if the Connecticut Turnpike substantially alters 
either the total taxable property in the town or creates changes in distribution of tax­
able property among its component parts, namely homes, commercial and manufactur­
ing holdings, farms, and personal property, including automobiles. 

Agriculture 
A highway that consumes thousands of acres of farm land is certain to affect agri­

culture in the area. Its influence upon the farmers whose property falls in the right-
of-way is harmful in some situations, beneficial in others. The farmer who finds him­
self with an uneconomic unit must either reorganize his business along different lines 
or seek a new location. As agriculture is undergoing some sweeping changes on its 
own at the present time, the highway may actually accelerate and smooth the way for 
changes that are inevitable. The sale of the right-of-way property by the sub-margin­
al producer may encourage him to dispose of holdings that he would eventually lose by 
a slower and more costly process. It may urge him to shift to another type of farming 
which in the long run he would have adopted in any event. It may enable some farmers 
to consolidate holdings and thus remain in operation. 

Each of the farms that sold land for the Connecticut Turnpike is being analyzed to 
determine what changes, if any, were made in the operation of the farm business and 
whether or not these changes represented a loss or a gain to agriculture in the state. 

The turnpike may influence agriculture in other ways. Althoi^h farmers may not 
be direct users of the highway, the local market for farm products may increase If 
population grows, if the seasonal recreation business prospers or if the tourist trade 
increases. Part-time farming, direct selling, and vertical integration wi l l also be 
examined to see if the Connecticut Turnpike has changed the direction or scope of these 
developments. 

The investigators believe that the six topics mentioned above, together with popula­
tion shifts, represent the major areas in which change w i l l occur. Undoubtedly the 
Connecticut Turnpike wi l l have an impact on eastern Connecticut in ways that have not 
been considered in the present report. As these unforeseen changes occur they wi l l 
be included in the analysis. 
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