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Dynamic Social and Economic Effects 
of the Connecticut Turnpike 
Annette M. Gaegler and James W. March, Office of Program and Policy Planning, 

Federal Highway Administration 
Paul Weiner, Department of Economics, University of Connecticut 

This paper summarize~ tho findings of a study of the long·term social and 
economic impacts of the Connecticut Turnpike on the ea.stern Connecti· 
cut region. Data developed in a 1965 report, The Connecticut Tumpike
A Ribbon of Hope, were updated and the dynamics of change in the high· 
way corridor were investigated. Changes in population, manufacturing 
employment, retail sales, and assessed property values were related to in· 

creases in accessibility afforded by the Connecticut Turnpike and wero 
compared for towns adjacent to the turnpike and for control towns in 
the eostern Connecticut region that were not located on the turnpike. 
Findir1gs from the study indicate that the Connecticut Turnpike has had 
a continuing influence on the level and distribution of population and 
economic activity in the eastern Connecticut region. During the first 6 



years the turnpike was in operation, only the eanern Connecticut towns 
located directly on the turnpike grew faster in population than the state 
es a whole. Since then, towns throughout the entire eastern Connecticut 
ro.gion have grown foster than the ren of the state. Although increases 
in population were widespread throughout the region, increases in ma~u
facturing employment, retail sales, and land values were concentrated in 

towns along the turnpike. Moreover, among the turnpike towns signifi · 
cant differences in impact were found. The study concludes that the 
Connecticut Turnpike has had a significant long-term impact on the 
eastern Connecticut region, but that not all towns in the region have 
shared equally in that growth. 

Highways are usually constructed in response to in
creased traffic demands associated with economic de
velopment. The Connecticut Turnpike, however, was 
constntcted primarily to stimulate development in east
ern Connecticut, an area that had become economically 
depressed following the demise of the textile industry in 
the northeastern United States. The textile industry had 
dominated the economy of eastern Connecticut until the 
1950s when the textile mills began to move south. Large 
pockets of unemployment developed, wages fell below 
the state average, and there were extended seasonal lay
offs. Attempts to attract new industries were uot suc
cessful. In 19 57, the Connecticut General Assembly 
authorized the construction of the Connecticut Turnpike 
in an attempt to stimulate the region's economic growth. 
A research pl'oject, undertaken by the University of Con
necticut in cooperation with the Connecticut State Highway 
Department and the U.S. Bui·eau of Public Roads, mea
sured the impact of the new facility on the economy of 
eastern Connecticut in the years following the opening of 
the turnpike. 

The final repol·t of that project, entitled The Connec
ticut Turnpike: A Ribbon of Hope (1), ma.de several con
clusions about the effects of the Connecticut Tui·npike on 
persons and businesses in the region. This study found 
that towns along the Connecticut Turnpike had relatively 
greater economic growth than either control towns in the 
region or other towns around the state. It also round 
that the turnpike had reversed the sentiment of eastern 
Connecticut's inhabitants from one of pessimism to op
timism. They perceived the Connecticut Turnpike as 
enhancing the economic development of the region, par
ticularly after its prior downward trend. 

The turnpike also improved both intraregional and 
interregional accessibility, malting existing job oppor
tunities more accessible and stimulating creation of ad
ditional jobs, particularly those in manufactul'ing. The 
study found that la):Jo1·-market areas for firms within the 
region became more elliptical following construction of 
the turnpike; the major axis generally-followed the tw·n
pike. The accessibility afforded by the turnpike thus af
fected the fil'ms' labor-market areas. Workers were 
able to commute from greater distances; but U1e longer 
tl)e commute, the nearer the employee lived to the ltlgh
way. 

Differences were found iu the rate of economic cle
velopment among the turnpike towns. It was hypothesized 
that these relative diffevences were the result of each 
community's capacity to respond to the potential eco
nomic stimulus of a major infrastructure investment 
such as a highway. The study concluded that the bene
fits of a new transportation facility can be enhanced if 
construction of the facility is planned and coordinated 
with other local development initiatives. 

The Ribbon-of-Hope study contained data from 1957 
through 1963. Since the Connecticut Turnpike was opened 
in January 19 58, the sh1dy could only analyze the short
term socioeconomic effects of the highway. The report 
noted that "the full impact of the Co1mecticut Turnpike . . . 
will not be known for several years" (.!_, p. 5). This 
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paper reports on a study conducted by Paul Weiner of 
tbe University of Connecticut for the Federal Highway 
Administration to update data ln the origin.al study and 
to assess the long-term social and economic impacts of 
the Connecticut Turnpike (~). 

SCOPE AND OBJECTIVES 

The overall objective of this study was to analyze the 
long-term social and economic impacts of the Connecti
cut Turnpike on U1e eastern Connecticut region. The 
Connecticut Turnpike was chosen because it is one of the 
few major highway projects constructed primarily to 
stimulate economie growth and development. The Con
necticut Turnpike is divided, for purposes of this study, 
into two sections-the section designated CT-52, which 
goes from the Rhode Island borde'r to the junction with 
I-95 and the section of I-95 from the Connecticut Rive1·, 
whidh is the western edge of the study area, to CT-52 
(Figur·e 1). Because the eastern portion of I-95 was an
ticipated to have an impact on the area as well as the 
Connecticut Turnpike _portion of the highway, it was in
cluded in the study. 

Impact indicators chosen for the study were changes 
in population, employment, retail sales, and property 
values in eastern Connecticut towns over a 15- to 20-
year period. Two groups of towns were analyzed-23 
turnpik.e towns within 8 km ( 5 miles) of the turnpike or 
I-95, and 13 control towns not adjacent to either of these 
two highways . The two groups are the same as those 
used in the earlier Ribbon-of-Hope study. Because the 
earlier study found that the effect of the turnpike on dif
ferent conununities in eastern Connecticut was not uni
form, the Weiner study examines the 23 turnpike towns 
in greater detail. Tlu·ee groups of turnpike t.owns are 
analyzed-those bordering CT-52 those bordering I-95 
(including the nonturnpike portion\ and three of the 
larger cities in the r egion-Groton, New London, and 
Norwich. Grouping the towns in this manner was ex
pected to enhance the analysis of the differences in the 
degree and timing of social and economic change in the 
region and to assist in ideuti.Iying whether 01· not there 
are specific actions that towns can take to enhance the 
development potential created by major highway im
provements. 

IMPROVED ACCESSIBILITY AND 
ECONOMIC DEVELOPMENT 

The link between highway improvements and economic 
development is improved accessibility. Reduced travel 
tune and transport costs contribute to economic develop
ment by expanding the markets for both goods and labo1·. 
Businesses benefit by being able to transport factors of 
production and finished products more safely, cheaply, 
and reliably aud by being able to draw on a larger labor 
market. Workers in the region benefit by having a 
greate1· number of job opportuttlti.es accessible to them, 
pa1·ticularly when new businesses are attracted to the 
region because of improved accessibility. 

To measure the increase in accessibility provided by 
the Connecticut Turnpike and I-9 5, an accessibility index 
was constructed for towns in the eastern Connecticut re
gion. The index focused on accessibility to employment 
and may be calculated as follows: 

where 

A1 =accessibility index for town i, 
E J = employment in town j, and 

(I) 
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F1J =travel time in minutes between towns i and j. 

This accessibility index measures only intraregional ac
cessibility and, thus, is insuffici~nt to explain location 
decisions of firms moving into the region. However, it 
does provide a measure of the relative accessibility ben
efits afforded turnpike and control towns by the Connec
ticut Turnpike and helps explain changes i n population, 
l'etail sales, and property values among eastern Connec
ticut towns. 

Table 1 compares the aggregate accessibility index 

Figure 1. Eastern Connecticut study area. 
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Table 1. Changes in accessibility following construction of the 
Connecticut Turnpike. 

Accessibility Index Values 

Without I-95 With I-95 and Change 
Area and CT-52 CT-52 (:') 

Control towns 37 815 39 002 3.1 
Turnpike towns 69 576 78 076 12.2 
I-95 towns 47 524 62 383 31.3 
CT-52 towns 44 915 47 276 5.3 
3 cities 130 267 246 100 88.9 

values for turnpike and control towns before and after 
CT-52 and 1-95 were opened. Even without CT-52 and 
I-9 5, the turnpike towns enjoyed greater accessibility to 
employment than control towns within the region. Con
struction of tl\e tu1·npike increased the locational advan
tage of the turnpike towns relative to the control towns, 
but even the control towns realized benefits from the 
turnpike with respect to accessibili ty-to-employment op
portunities. Among t he turnpike towns, tJ1e new highway 
produced the greatest increase in the accessibility index 
for the three large cities followed by the towns along 
1-9 5. In towns along the CT- 52 section of the turn
pike , the increase in accessibility to employment was 
only slightly greater than that for the average of all con
trol towns. 

Table 2 relates changes in employment accessibility 
among turnpike and control towns in eastern Connecticut 
to changes in employment, manufacturing employment 
and wages, population, retail sales, and grand lists 
(assessed property values). These variables all in
creased faster in turnpike towns than in control towns, 
and among turnpike towns tJ10se located along I-95 per
formed better than those along CT-52, reflecting U1e 
greater increase in accessibility among I-9 5 towns. 

MANUFACTURING EMPLOYMENT 

Because the Connecticut Turnpike was constructed pri
marily to stimulate the declining economy of eastern 
Connecticut, the change in manufacturing employment 
in the region is a good indicator of the performance and 
effectiveness of the turnpike. Table 3 shows percentage 
changes in manufacturing employment in tw·npike towns, 
control towns, the eastern Connecticut region, and the 
state for selected years between 1954 and 1975. 

In the 4-year pel'iod before the turnpike was opened 
to traffic, the region showed a slight decline in manu
facturing employment, but this decline was not as great 
as experienced by the s tate as a whole. The towns that 
were to be located along the turnpike fared better than 
other towns in t11e region; they showed a slight increase 
in manufacturing employment even before the turnpike 
opened. In the 4-year period after the turnpike was 
completed, manufacturing employment recovered; the 
state had a 9.2 percent increase in manufacturing 
employment and the eastern Connecticut region showed 
a 20.2 percent increase. Turnpike towns in the r e
gion again performed better than control towns, but 
the control towns showed a remarkable recovery with a 
15. 5 percent inc~rease as compared to a 7. 3 perce1 t de
cline during the previous 4-year period. Long-term im
pacts of the Connecticut Turnpike on mamlfacturing em -
ployment are reflected in the relative rates of growth 
between 1962 and 1975. Although manufacturing em
ployment in the entire state declined by almost 6 per
cent, manufacturing employment in towns located along 
the turnpike increased by 14.2 percent. Manufacturing 
employment in the eastern Connecticut region increased 

Table 2. Percentage changes in socioeconomic characteristics of turnpike and control towns. 

Socioeconomic Characteristics 

Manufacturing Manufacturing 
Workers Wages 

Employment (Nontextlle, (Nontextile, Population Retail Sales Grand Lists 
Area Accessibility (1960-1970) 1958-1975) 1958-1975) (1960· 1974) (1962-1974) (1958-1974) 

Control towns 3.1 27 .6 10.9 126.7 21.1 93.5 180.6 
Turnpike towns 12.2 43 .2 60.7 233.7 29.9 126.4 357 .9 
1-95 towns 31.3 68.9 63.0 171.9 640.7 
CT-52 towns 5.3 25.9 38.7 140.0 370.l 
3 cities 88.9 37.0 8.8 103 .8 189.3 



by 8 percent, but in the control towns ln the region it de
clined by almost 20 percent. For manufacturing, which 
is heavily dependent ou good transportation, the benefits 
of the turnpike thus accrued predominantly to towns 
closest to the tui·npike. 

POPULATION 

Another important indicator of the effect of the Connec
ticut Turnpike on the development bf the eastern Connec
ticut region is population. Population changes are, of 
course, related to changes in manufacturing employ
ment, but also reflect changes in secondary employment 
generated by manufacturing employment. Furthermore, 
because the turnpike increases accessibility within the 
region, it allows greater freedom of residential choice 
for persons working in the region. Even though they 
may wo1·k in a la1•ge manufacturing town, persons pre
ferring to live in smaller towns may more easily do so. 
Thus, although a close correlation would be expected be
tween regional changes in employment and population, 
this COl'l'elation does not hold on a town-by-town basis . 

Table 4 shows that before construction of the tu1·11pike 
the eastern Connecticut region was growing slower than 
the state as a whole. The towns that were to become 
turnpike towns were growing faster than other towns in 
the region, but not as fast as the rest of the state. Dur
ing the first 6 years the turnpike was open to traffic, 

Table 3. Percentage .change in manufacturing employment, 1954-1975. 

Area 1954-1958 1958-1962 1962-1975 1958-1975 

Control towns - 17 .3 15.5 -19.7 - 7.3 
Turnpike towns 4.3 21.3 14.2 38.5 
Region -0.6 20.2 8.0 29.8 
State -8.2 9.2 -5.8 2.8 

Table 4. Annual percentage change in population, 1950-1974. 

Area 1950-1958 

Turnpike towns 2 .14 
Control towns 1.37 
Region 1.98 
State 2.57 
I-95 towns 
CT-52 tt>wns 
3 cities 

1958-1964 

2.50 
1.71 
2.34 
2.04 
3.20 
1.82 
0.88 

1964-1970 

2.10 
2.18 
2.13 
1.49 
4.01 
2.56 
0.51 

1970-1974 

1.01 
1.35 
1.06 
0.72 
1.59 
1.68 
0.02 

Table 5. Net migration for control towns, turnpike towns, and 
the state, 1950-1970. 

Area 1950-1960 1960-1970 Change (~) 

State 233 000 215 019 -7 .7 
Control towns 951 6 474 680.7 
Turnpike towns 15 553 18 035 16.0 
I-95 towns 13 300 19 700 48.1 
CT-52 towns 1 300 9 300 715.4 
3 cities -2 300 -7 100 -208. 7 

Table 6. Percentage changes in grand lists, building-lot 
values, and house values for control towns and turnpike 
towns, 1964-1974. Area 

Control towns 
Turnpike towns 
I-95 towns 
CT-52 towns 
3 citles 
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the eastern region grew faster than the state as a whole, 
with the fastest rate of population increase occurring in 
the turnpike towns. From 1964 to 1970 the control towns 
grew faster than the turnpike towns, and both groups in 
the eastern Connecticut pegion grew faster than the state. 
During this period, the rate of population increase ac
celerated from the rate for the previous period for the 
group of control towns. However, the rate of population 
growth declined from the previous period in the turnpike 
towns, the region, and the state as a whole. Between 
1970 and 1974, the state population grew only 0. 72 per
cent/ year compared to 1.01 percent/year for turnpike 
towns and 1.35 percent/ year for control towns. 

While the population growth rate of control towns has 
exceeded that for all turnpike towns since 1964, if the 
three cities of Groton, New London, and No1·wich are 
removed from the turnpike group, the growth rate for 
the turnpike towns exceeds that for the control towns. 
As have many older industrial cities, G1·oton, New 
London., and Norwich have recently suffered declining 
economies that require more than highway imp1·ovements 
to reverse. 

The turnpike thus appears to have had two major long
term impacts on population in the eastern Connecticut 
region. First, it has stimulated total population in the 
region to a growth rate exceeding that of the state as a 
whole. Second, it has allowed greater choice in resi
dential location for those Uvb1g in the region. The pop
ulation g rowth rate in the control towns has been rising 
faster than manufacturing employment, and the same is 
true fo r the turnpike towns along CT-52. '!'he growth 
rate in manufacturing employment has been fastest in 
the I-95 tm·npike towns, but all towns in the region with 
the exception of the three large cities have attracted new 
residents. Table 5 supports this conclusion. It shows 
that net migration to the control towns and CT-52 towns 
has been significantly greater than to the I-95 towns. It 
appears that many persons, because of good intrare
gional accessibility, are choosing to live in the smaller 
control towns and CT- 52 towns while working in the 
larger manufacturing towns along 1-9 5. 

OTHER INDICATORS OF ECONOMIC 
IMPACT 

Several other factors were examined in this study to 
assess the economic impact of the Connecticut Turnpike. 
Changes ln retail sales, grand lists (assessed property 
values), building-lot values, and house values are shown 
in Table 6. 

Retail sales data are somewhat difficult to interpret. 
Before the turnpike was constructed, sales in the turn
pike towns were increasing faster than in the control 
towns. However, in the first four years after the turn
pike was opened, sales in the co11trol towns grew faster 
than sales in the towns adjacent to the turnpike. Pos
sible explanations for this are that the control towns 
were building upon a smaller base or that there was a 
lag time before retailing in the turnpike towns realized 
its potential. Since 1962, however, retail sales in the 
turnpike towns have grown much more rapidly than in 
the control towns, reflecting the accessibility advan-

Grand Lists Building 
Lot Values House Values 

1958-1968 1968-1974 1958-1974 1958-1973 1958-1973 

52.4 84.2 180.6 209.9 85.9 
123.4 99.7 357.9 336.2 94.5 
184.4 160.5 640. 7 510.5 110.6 
121.5 112.2 370.1 224.8 75.9 

98.0 46.1 189.3 248.4 94.4 
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tages that the turnpike towns i·ealized. Even the three 
cities that grew very little in population experienced 
significant increases in retail sales . 

Grand lists, building-lot values, and average house 
values are also generally higher in towns with greater 
accessibility. In all three categories, the turnpike 
lawns show greater percentage increases than c nfrol 
towns, and I-9 5 towns s how the greatest increases within 
thi s group. Data on the grand lists indicate that the 
short-term impacts of the turnpike on property values 
were 1'1uch greater for turnpike than control towns. In 
the long nm, however, the tlll·npike has increased prop
erty values tlu·oughout the region. Between 1968 and 
1974 the grand lists in control towns rose almost as fast 
a s those in the turnpike towns, demonstrating the ripple 
effect major highways can have on towns located some 
distance away. 

CONCLUSION 

Some 13 years after the 1965 Ribbon-of-Hope study, the 
socioeconomic effects of the Co1111ecticut Turnpike con
tinue to be significant. Except for retail sales, the 
short-term impacts exami11ed in the 1965 study were 
concentl·ated in the lawns along the turnpike. In lhe 
long nm, some of the impacts have spread tlu·oughout 
the region. .!VIanuracturing employment has remained 
concentrated in the tu1·npike towns, reflecting the inter
regional accessibility afforded by the tui-npike. Impacts 
on nonmanufacturing employment, \>opulation, i·etail 
sales, and propel'ty values appear to have spread ove1· 
time to the control towns within the region, reflecting 
the imp1·oved intl·areglonal accessibility that allows per
sm1s to live in one town but to work or shop in anothe1· . 
The benefits of the turnpike remain g1·eater in the turn
pike towns, but not all turnpike towns have shared 
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equally in these benefits. Generally those towns along 
l-95 have benefited more than those along CT-52. The 
I-95 towns were growing faster than towns along CT-52, 
even before the tul'llpike was constructed. In addition , 
tl1e improved accessibility provided by the turnpike re
inforced their economic and locational advantages. 

Thus, it appears that the economic impacts of high
ways are dynamic and continue to influence the level and 
distribution of economic activity over a long period of 
time. The impacts of highways on towns within a cor 
ridor a.re not uniform, however, and depend to a large 
extent on past trends, future potential, and the present 
actions that the town takes to exploit the development po
tential offered by a new highway. 
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Rural Road-Closure Planning Program 
to Preserve Agricultural Land 
William C. Hartwig, Michigan Department of Transportation 

A dominant feature of counties in rural Michigan is the 
grid of rnads. Except if interrupted or diverted to ac
conunodate natural Ieatu1·es, the road pattern generally 
runs nortl1 to south a11d east to west. Tbe regularity and 
intensity of the pattern are significanl. The grid usually 
conforms to 1.6-km (1-mile) spacing. An occasional 
major route will appear as a diagonal, but even these 
tend to be pa1·t of the 1.6-km (1-mile) grid. 

The regularity and density oi the road network evolved 
after mud1 debate in the U.S. Congi·ess which enacted 
the Ordinance of 1785 (1, p. 161}. This act established 
townships and the 1.6-krn (1-mile) s\u·vey grid. From 
this evolved the 1.6-km grid oi section line roads. The 
act's objective was to open up the land for settlement 
and va1·ious other uses . 

The United States had vast tracts of undeveloped land 
suitable for fanning. Early accessibility was provided 
by waterways; however vast areas were unreachable 
without very difficult travel. Roads were needed to open 
up the uea. The issue that confronts the country today, 

200 yea1·s later, is whethe1· or not the objective of open
ing up the cow1trysicle is still valid. Today the U.S. 
road netwol'l< may be a do\1ble-edgecl sword ·for the 
farmer; i.e., it provides good accessibility but also fa
cilitates U1e spread or urbanization. 

Some impacts of the 1.6-km (1-mile} grid on the 
farmer, the county road commission and providers of 
public services are discussed here. One impact of ur
ba1tlzation is illustrated by the change in the number of 
farms b¥ size category. From 1969 to 1974, farms under 
19.6 tun (49 acres) have increased by 9 percent' farms 
or more than 200 hm2 (500 acres) have inc1·easecl by 31 
percent. However, farms in the 20- to 199-hm2 (50- to 
499-acre) category have decreased by 20 percent (2, 
p. 148). Thus, some midsized farms are being split 
into smaller units, while others are being accumulated 
into units of more than 200 hmi (500 acres). 

Putting together large contiguous agricultural produc
tion areas is inhibited by a dense road network. There
fore, crossing or traveling a road to go from one field 




