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•THIS PAPER reports the results of an exploratory study of occupational differentials 
m limited access highway use by commuters m greater New Haven, Conn. The study 
was carried out with two mam objectives in mind: (a) exploration of the feasibility of 
usmg city directory data in the analysis of work trips, and (b) exploration of the pos
sible relationship of occupational differences to commuter use of limited-access high
ways. 

A potential, and often actual problem of any traffic study requiring information be
yond sheer volume of movement is the time and expense of field interviewing, particu
larly of respondents at home. Such interviewing is unnecessary, however, if use can 
be made of accurate data that have already been collected. A good city directory is a 
potential and frequently neglected source of such data. In the directories covering 
greater New Haven, for example, not only is the name given together with the resi
dential address for every resident of working age, but in addition fairly complete and 
reliable information is given on the marital status, occupation, and place of work of 
each person listed. Furthermore, the New Haven directory is not untypical in this 
respect. If such information is reliable and complete, it would therefore seem that 
city directories could be used instead of expensive home mterview survey results as 
primary sources of data in certam kinds of work-trip studies. One problem that 
appears amenable to analysis through this source under certain conditions is the ques
tion of the relationship of occupational status to commuter use of limited-access 
highways. This question itself is of some importance as it bears on the broader ques
tion of the differential social distribution of benefits of limited-access highway con
struction. Do some occupational groups benefit more than others? If so, to what 
extent, and with what possible implications? It is admittedly true that one cannot go 
into this question as deeply with city directory data as one could with a home interview 
survey, but any limitations imposed by restnctmg oneself to data already available in 
city directories should be balanced agamst the much greater cost of a field survey. In 
the case of the study to be reported here, for example, i t is estimated that to obtain 
the same data through a home interview survey, approximately ten times as much 
money would have to be expended, with no appreciable increase in the accuracy of the 
results. 

METHOD 
The object of analysis is the possible existence of occupational differentials m op

portunity to use the Wilbur Cross Parkway for commuting purposes among residents 
of greater New Haven. This particular limited-access divided highway was opened 
for traffic m 1949, and has therefore been in operation for a sufficiently long period 
to permit the development of stable patterned consequences of its existence. For this 
reason it was selected for study in preference to other possibilities in the area. As a 
potential commutmg facility, however, it suffers the disadvantage of not actually passing 
through the New Haven central business district. It passes around central New Haven 
through the northern and western parts of the city and its metropolitan area, and thus 
more nearly resembles a circumferential than an axial artery. It does nonetheless 
possess some axial features in that it has direct connections with similar facilities for 
Hartford, New York City, and mtermediate points to the north, east, and west. 

A systematic sample of 3,516 employed residents of the greater New Haven area 
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was drawn from the 1958 editions of the two city directories (1, 2) covering New Haven, 
North Haven, East Haven, West Haven, and Hamden, Conn. fThe outlying towns of 
Woodbridge and Cheshire, covered by the directories,are not included in the study.) 
The name, residential address, occupation, and place of work of each person was re
corded from information given in the directory. On the basis of available speed and 
delay data, it was determined whether each person m the sample would be able to save 
time in commuting by driving via the Parkway; those in a position to do so were classed 
as having an opportunity to use the Parkway. Occupations were classified according to 
a modified version of the Alba Edwards scale, by standard methods prescribed by the 
U.S. Bureau of the Census (3). Occupational category was then run against use oppor
tunity, with statistically significant results. 

The sample was then controlled for type of commuting. Commuting was designated 
as "local," "intermediate, " or "long distance" depending on whether the workplace was 
located in the same area from which the sample was drawn, in the civil boundaries of 
an immediately adjacent municipality, or elsewhere, respectively. Such a control 
added some information and suggested some reasons for the original results. 

All persons drawn in the original sample were looked up in the 1948 directory 
covering the same area—the last directory published before the opening of the Parkway. 
For each of the 2, 255 persons who also proved to be unmistakably listed in 1948, it 
was again determined through speed and delay data whether the person was already then 
in a position to enjoy an opportunity to use the Parkway when it was opened for traffic. 
It was then possible by comparing the respective postions of each person in 1958 and 
1948 to ascertain changes in use opportunity in each case. Persons who were not m 
a position to use the Parkway m 1948 but had subsequently changed their residence and/ 
or workplace so that they were in a position to use the Parkway in 1958 were classed 
as having an increased use opportunity. Increased use opportunity was then run against 
1958 occupation, with statistically significant results defensible in terms of the previous 
findings. 

Some comments are in order regarding difficulties leading to attrition in the sample. 
The 3, 516 cases used represent approximately 75 percent of those originally drawn. 
Eighteen percent of the original number were dropped as unemployed or not in the 
labor force, as occupation and workplace were omitted from the directory. Con
sidering that the directory seeks to list all residents of working age, whether actually 
m the labor force or not, and because the New Haven area was m a period of economic 
recession, in 1957-58 this figure was adjudged as not excessive, although it seems 
probable that as to completeness the directory is somewhat biased in favor of higher 
status occupations. Eight percent were dropped because of ambiguous workplace 
designations. Such ambiguity assumed two forms: (a) workplace designated by name 
of firm rather than by actual street address, in cases of firms with more than one pos
sible address and (b) person residing in the area covered by one directory, but working 
in the area covered by the other directory, or outside the area entirely. In such cases, 
the town or city worked in constituted the only information available as to workplace 
location, except in the case of persons in higher status occupations. Frequently the 
available information was sufficient to determine whether the commuter should be 
assigned to the Parkway or not, particularly in the case of intemediate and long-dis
tance commuters. However, in the case of the 8 percent dropped it was not; almost 
all of these were local commuters. 

FINDINGS 
Use of City Directory Data 

A random subsample of 30 persons was drawn from the original sample and inter
viewed at home, as a check on the accuracy of the city directory. One instance of 
an incorrect workplace was found, and another instance of an incorrect occupation 
appeared. This occupation, however, when classified according to the scheme here 
employed, fell into the proper category despite the fact that it was incorrect in detail. 
These results are essentially in accord with field tests of the accuracy of the New 
Haven Directory made over the years by various researchers. For example. 
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Hollmgshead and Redlich (4, p. 31) found a 99 percent level of accuracy in addresses 
given—a degree of accuracy superior to that of the 1950 U.S. census in this area. 
Davie and Myers (5) found a level of accuracy of 82 percent m exact occupational titles 
given in the New Haven directory, which level, however, increased to slightly over 
95 percent when the occupations were classified accordmg to the scheme used here. 
(For a general discussion of the use of city directory data, see 6.) A representative 
of the directory publishing company was also contacted and asked to describe the can
vassing method used. Accordmg to this representative, each household is called on 
and relevant data obtained for the whole household f rom any adult member. In the 
even that nobody is home, one call-back is made, at which point, if necessary, the re
quired data are obtained from the nearest available neighbor, and subsequently checked 
against company employment records when possible, with the latter source considered 
authoritative in case of discrepancies. If at this point data are stiU lackmg, an addition
al attempt is made to contact some adult member of the household. The same method 
IS used for all directories published by this company. 

In view of the finding presented, the author concludes that use of city directory data 
in traffic studies is practicable, subject to certain limitations: 

1. The canvassing method used should be similar to the one described, m that it 
should provide for call-backs and cross-checks. 

2. Conditions in the area studied should be such that no positive motivation exists 
to avoid bemg listed in the directory, as for example m cases where the directory is 
used as a source for compilmg State or municipal income tax rolls. 

3. The information available in the directory must of course be adequate for pur
poses of the study concerned. In the case of the New Haven area directories, the 
following data are available in addition to the information used in the present study on 
residential address, occupation, and workplace location: sex (insofar as it can be in
ferred from f i rs t names), marital status, home ownership, type of dwelling unit (in
ferred from the number of other households residing at the same address), and posi
tion in household (head, wife of head, or other). However, no data on age, race, and 
religious or ethnic background are given in this or in most other city directories with 
which the author is familiar. For purposes of the present study, probably the most 
serious deficiency is lack of information on race. The fact that negroes are more 
restricted than whites as to both choice of residential location and job is well known 
and amply documented. One might thus reasonably expect such restrictions to have 
consequences for commutmg patterns. But owing to lack of data, it was impossible 
either to control for this variable or to assess any effects it,might have had on the re
sults. 

Within the limitations described it was concluded that city directory data can be 
used in certain types of traffic studies, and that their use, where appropriate, wi l l 
materially reduce the cost of such studies. 

Occupation and Parkway Use 
One conclusion that immediately emerges from this study is that not very many 

people living in the New Haven area are presently m a position to benefit f rom use of 
the Parkway for commuting purposes. Out of the 3, 516 persons in the sample, only 
222, or roughly 6.3 percent, are in a position of use opportunity. In view of the loca
tion of the Parkway this is perhaps not surprising, but the implication remains that 
limited-access highways located m this fashion seem unlikely to enjoy much use for 
commutmg purposes. Furthermore, as Table 1 shows, the overwhelming majority 
of those having use opportunity are long-distance or intermediate commuters, rather 
than local ones. 

Among those m a position to use the Parkway, however, significant differences 
exist, as between occupational categories, with sales and professional and technical 
personnel predominating (Table 2). 

A clue as to the mechanism producing these differences is given in Table 3; sales, 
professional, and technical workers appear more likely to commute longer distance 
than do other occupational groups. When type of commuting is controlled for, signifi-
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TABLE 1 
TYPE OF COMMUTING AND USE 

OPPORTUNITY, 1958* 

TABLE 2 
OCCUPATIONAL USE OPPORTUNITIES 

19 58a 

Type of 
Commuting 

Percent with 
Use Opportunity 

Occupational 
Category 

Percent with 
Use Opportunity 

Long distance 
Intermediate 
Loca l 

Total 

68. 
30. 

1 

6. 3 

207 
104 

3, 205 

3, 516 

1, 565 32; d f. = 2; P < 0 . 0 0 1 . 

Sales . 16.0 
Professional and 

technical 10 5 
Foremen and 

craftsmen , 6 4 
Operatives and 

Manual Workers 5. 3 
Managers, pro

prietors , and 
officials 4. 8 

C l e r i c a l 4. 1 
Service 2. 9 

174 

455 

559 

954 

Total 6. 3 

599 
604 
171 

3, 516 

a l ^ = 54 49; d f = 6; P <0. 001. 

cant occupational differences indeed dis
appear, except that sales personnel com
muting for long distances are st i l l signifi
cantly more likely to be in a position to 
use the Parkway then are other long
distance commuters. 

One may stil l inquire as to "why" 
these differences emerge, granted that 
the immediate reason may he in the dis
tance of the work tr ip. There exist at least two major tendencies in industrial social 
orgamzation which operate to produce tendencies toward differential occupational 
distribution of benefits from technological improvements—including, presumably, new 
highway construction. First, the higher the socio-economic status of a person's oc
cupation, the greater the extent to which he wi l l be in a position to secure such benefits, 
for not only do higher status occupations generally command greater economic resources 
buth they also carry with them greater power, prestige, and influence. 

In the case of work trips, a number of studies (not involvmg limited-access highways) 
have shown that distance of journey to work tends to increase as occupational status 
rises, presumably because people of higher status are m a better position to stand the^ 
cost of increased distance, do not ordinarily have to report for work at such an early 
hour, and enjoy greater freedom of choice in residential location (e. g., 7, 8; for a 
general treatment of occupational and social stratification, see 9, 10; for the class 

TABLE 3 
OCCUPATION AND TYPE OF COMMUTING, 19 58* 

Occupational 
Category 

Percent 
Long Distance 

Percent 
Intermediate 

Percent 
Loca l 

n 

16. 0 3. 4 80. 6 174 

13. 1 2 8 84. 1 455 
5.0 4 8 90. 2 559 
4. 8 2. 6 92. 6 599 
3. 9 2.9 93. 2 954 
3. 4 1.4 95.2 604 
1. 7 2 9 95. 4 171 

5. 8 2.9 91. 3 3, 516 

Sales 
Professional and technical 
Foremen and craftsmen 
Managers, proprietors, and officials 
Operatives and manual workers 
C l e r i c a l 
Service 

Total 

108.29; d.f. = 12; P<0.001. 
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structure of New Haven, see 4, esp. ch. 4). In the present results, however, the 
occupational ranking of use opportunity does not entirely correspond to the known 
ranking of the same categories by socio-economic status. In particular, use oppor
tunity for sales personnel appears "too high", whereas use opportunity for managers, 
proprietors, and officials, as well as for clerical workers, appears "too low." 

These discrepancies, however, make sense in terms of a second social tendency. 
In no developing industrial economy do all sectors of the economy develop at the same 
rate. From the standpoint of personnel, those sectors that are the most highly develop
ed technologically are by and large the most stable, and those sectors that are rela
tively less well developed are the least stable. In the case of the latter it is a question 
of a constantly shifting allocation of human resources to compensate for the relative 
lack of technological development. Any technological innovation that increases efficiency 
in this sector is therefore likely to enjoy maximum utilization by persons holdmg the 
occupations mvolved (11). 

At present, in the American economy the occupations affected are those involving 
high-level distribution activities, professional services, and, to a lesser degree, 
certain types of skilled work (n) . These are the three occupational categories that 
are found to rank highest in opportunity to commute via the Parkway. In what more 
specific way would one expect the Parkway to be a relevant technological innovation 
for these groups? The relatively high rates of job mobility exemplified m this sector 
may be presumed to have two possible consequences: (a) a high incidence of temporary 
residence-workplace dislocation leading to a relatively high aggregate prevalence of 
Parkway commuting use; and (b) a disposition on the part of the people involved to locate 
residentially in such a way as to maxiimze flexibility m job location, thus also leading 
to a relatively high degree of Parkway commuting use, but on a more permanent basis 
m each case. Table 4 is consistent with the operation of either of these mechanisms, 
particularly the second. Of people who lived in greater New Haven in both 1948 and 
1958, the occupational ordering of a shift (either of workplace, residence, or both) 
from a position of no use opportunity to one of use opportunity corresponds generally 
to the gross ordermg of use opportunity for 1958 given m Table 2. 

Of the two possible explanations proposed, it thus appears that the second is more 
nearly m accord with the facts; occupational differentials in commuter use opportunity 
for the Parkway appear to be largely a function of the sector of economy of the occupa
tion. Occupational status per se, though it may enter in as a secondary factor, does 
not seem to be the overriding consideration. 

One must be wary, however, of leapmg from these data to the generalization that 
sector of economy of occupation, rather than status, determmes differential commuter 
use of all or even most limited access highways. On the contrary, indications are that 
the Wilbur Cross Parkway is one of a class of rather special cases. Its location m the 
New Haven area is such that it is not used very much for commuting purposes. In 
particular, it is not on the whole very useful for what one usually thinks of as the 
"typical commuter"—one who works in a central business district and lives in the sub
urbs. Busmess executives, other managers, and clerical workers would largely fall 
m this category. For an axial facility, the use pattern may weU be different; in such 
a case the tendency for high status to make possible a longer commutmg distance would 
be more likely to manifest itself, and the over-all result might well be a clear differ
entiation by occupational prestige. On the other hand, the fmdings reveal a counter-
vailmg tendency that apparently results from the actions of a significant class of com
muters. It is hypothesized that the strength of this tendency relative to that generated 
by differential status would vary according to the way the limited-access facility is laid 
out. This suggests the desirability of comparative research on different types of 
facilities to determine (a) relative aggregate volumes of commuter traffic, and (b) the 
form of occupational benefit distribution peculiar to each type of layout. 

CONCLUSIONS 
This exploratory study has (a) demonstrated the feasibility of using city directory 

data for certain types of work trip studies conducted under certam conditions, and (b) 
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T A B L E 4 

INCREASED USE OPPORTUNITIES, 
1948-1958a 

Occupational 
Category-

Percent 
Increase 

n 

Sale s 8 4 106 
Professional and 

technical 4 6 260 
Foremen and 

craftsmen 3. 7 375 
Operatives and 

manual workers 3. 6 624 
C l e r i c a l 2 5 320 
Service 2 5 117 
Managers, pro

prietors, and 
officials 1. 5 453 

Total 3 3 2, 255 

15 55, d. f. = 6: P <0. 02. 

shown that occupational differentials affect 
commuter use of limited-access highways. 
In the particular case studied, the sector 
of the economy of the occupation was 
found to be the major determinant of use 
differences. Although such a tendency 
may be general, there is reason to believe 
that its strength relative to that of occupa
tional status per se may vary according 
to the way the facility in question is laid 
out relative to the central business dis
trict. The desirability of further research 
along these lines is indicated. 
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