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STAGGERED HOURS FOR WARTIME 
BY W . A. V A N DUZER 

Director of Vehicles and Traffic 
Washington, D C 

SYNOPSIS 
While this paper is concerned primarily with the alleviation of traffic congestion 

caused by the national war effort, it is true that basic faults exist which make 
American cities unsatisfactory places in which to hve. I t is difficult to move 
about freely and the inadequacy of transportation facilities is a principal factor 
in the crisis that has been reached in the affairs of American cities 

On top of the ordinary congestion which constitutes such a serious problem is 
imposed the increased traffic due to war effort in the plants and on the home front 

Any transportation facility has a limit to its capacity Since to carry 1,000 
persons to work at nine o'clock requires twice as many vehicles as to carry SCO at 
seven and another 500 at nine, the staggering of work hours is an obvious method 
of relieving peak traffic congestion. 

The staggering of work hours is apphcable to three situations (1) to a 
single establishment as a unit, (2) to two or more adjacent plants or to a group 
of plants m a specific area; (3) to different types of activities such as industrial 
plants, stores and office buildings Any or all of these may be used in a complete 
plan for a city. 

Experience in Washington has demonstrated that by this means traffic conditions 
can be improved; peaks can be lowered and rush hour traffic better distributed. 
Also allowance can be provided for future increases in employees Staggering 
working hours makes it possible to move many more people without increase 
in facilities 

This paper is primarily concerned with 
trafHc congestion and wartime activity. 
However this problem would not have 
arisen if basic faults had not already 
existed. Let us face this fact; American 
cities are not satisfactory places in which 
to live. Traffic and transportation con
gestion must assume a large share of the 
blame for this obnoxious but true con
clusion. Congestion has distorted and, 
in some cases, destroyed social and eco
nomic values. The mere mention of any 
American city calls to mind an ugly pic
ture; of an inefficient environment, of 
snail-pace traffic, tall buildmgs, com
mercial activity of all kinds, crowds of 
people, congestion On the sidewalks, in 
the streets and on the public transporta
tion hnes. It is difficult to move from 
home to work, from residential areas to 
emplo3rment areas. In short, a crisis in 
the affairs of American cities has been 
reached; a crisis produced in large part 
by inadequate transportation facilities. 

Imposed upon this panorama of con
gestion is America's war effort with its' 
attendant increases and concentrations of 
workers There has been a change in the 
war front, from the field to the factory. 
Modern war is a battle of machine tools, 
of production, and it has been conserva
tively estimated that for every soldier in 
the field there must be seven production 
workers in the factories. 

Superimposed on the ever increasing 
problem of congestion in American cities 
is the problem created by these millions 
of production soldiers and defense work
ers. Men must arrive at their work before 
they can start production. Adequate 
transportation is vital to war effort, and 
transportation facilities, already over
taxed, are asked to absorb millions of 
additional persons. 

The present tremendous increases in 
employees would not be serious if these 
increases came during the off-peak hours. 
In recent years the shortening of hours 
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for industrial employment has further ac
centuated the peak conditions. It is dur
ing these hours that facilities are required, 
which may be unnecessary during hours 
of lesser traffic. 

It is perfectly obvious that any trans
portation facility has a limit to its capacity. 
It is, also, obvious that to carry 1,000 
persons to work at 9:00 a.m. requires 
twice as many vehicles as to transport 
500 at 7:00 a m. and another 500 at 9:00 
a.m. It is true that with the putting into 
service of many additional vehicles, and 
the provision of the necessary road space 
and rights of way, the entire working 
population can be transported simul
taneously. This method requires expendi
tures of billions of dollars and years of 
construction effort, which is at present 
vitally needed in war production. 

An immediate means of relief, how
ever, is afforded through the staggering of 
working hours. The primary object of 
any staggered working hour plan is the 
reduction of acute peak loads with all its 
related benefits. This does not mean the 
removal of any persons or units of con
veyance from the streets, but that a por
tion of those persons and units which 
cause extreme peaks in the traffic load 
will be shifted from those peak periods 
and placed on other times when the load 
is not so acute. 

In the present emergency, the war 
effort must not be retarded by a break
down of transportation through conges
tion. At the present time large-scale con
struction is out of the question and work
ing hours must be staggered to obtain the 
use of the same transportation facilities 
several times during the day. In applying 
this remedy automobiles and the mass 
transportation vehicles may make far bet
ter use of the streets and move between 
their points of origin and destination at 
greater overall speeds. The population 
will be moved at greater speed and the 
vehicles themselves will have more facil
ity of movement. The entire community 

will benefit from the relief and the pre
vention of growth of intolerable condi
tions of rush-hour travel. The demand 
for transportation will not be concentrated 
in one particular period but will be spread 
over several hours and fewer vehicles will 
be required to carry the same number of 
persons due to the utilization of many 
units for a second, third or even fourth 
trip. Thus the service of transportation, 
vital for the national war'activities, will 
be materially aided to do its part. 

Many objections have been raised to 
the staggering of working hours. These 
objections, however, are in the main based 
on personal reasons and established habits 
and are not essentially valid. Neverthe
less these objections point to the necessity 
of a competent organizational and educa
tional effort to overcome misunderstand
ings, bring out the advantages to all, and 
meet valid objections regarding details. 
In developing large scale plans, it is 
usually advisable that the public traffic au
thorities and the war authorities assume 
the leadership and sponsor the plans. The 
aid of chambers of commerce, boards of 
trade, citizens' organizations and other 
groups, should be enlisted in the public 
relations problem. Public understanding 
of the plan can be promoted through per
sonal contact with the larger employers, 
through the radio, forum discussions and 
the press. This job of selling a staggered 
hour plan to those involved is as vital, 
and must be handled as carefully, as the 
surveys on which the plan is based. 

Plans for staggering of working hours, 
and therefore the basic surveys, may vary 
from the simplest, involving only one or 
two establishments, to the most compli-. 
cated, embracing a whole city or indus
trial region. G)nsultation and technical 
assistance in making the surveys and de
veloping the plan should be obtained from 
all traffic and highway authorities and 
transit companies involved. 

Some staggering of business hours has 
resulted from a natural process through 
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which industry, business and Government 
offices have from time to time individually 
adopted opening and closing hours with 
special regard to the comfort, con
venience, health and safety of their em
ployees and patrons. Good results have 
been obtained from this natural process, 
but, thus far, relatively few are the in
stances of staggered hours through con
certed effort. The war program and the 
prospect of still worse traffic conditions 
makes mandatory the efforts of all toward 
the relief of serious congestion on the 
streets and highways and the overburden
ing of mass carriers. 

There are three distinct ways in which 
staggering of hours can be applied. One 
method may be sufficient, or all three 
may be required. This depends on the 
magnitude of the problem and the dif
ferent types of establishments, such as 
industrial, commercial and business office, 
occupying the congested areas. 

The staggering of business hours may 
be first applied to each industrial plant 
or commercial establishment as a unit. 
In this case a group of emplo3rees may 
arrive for work at 7:00 a.m. and another 
at 8:00 a.m. instead of having all arrive 
at the same hour. This means the stag
gering of the working hours by depart
ments or divisions within the industrial 
unit. 

Secondly, staggering of working hours 
may be applied to two or more adjacent 
establishments or to many plants dis
tributed over an extensive area. Such a 
plan where adjacent plants have different 
working hours may be integrated with 
the staggering within each individual 
plant. 

The third application is to stagger 
working hours as to type of activity. For 
instance, industrial plants may open at 
one time, business establishments at an
other, office buildings at still another, etc. 

These three methods have been called: 
1. Intraplant 
2. Interplant 
3. Interindustry 

Any comprehensive, large scale plan 
for the staggering of working hours may 
embrace all three methods and have their 
parts correlated and integrated one with 
the other. 

As a concrete example of the effect 
on traffic and transit of a comprehensive 
plan of staggered hours, I wish to cite 
briefly what was accomplished in Wash
ington, D C, a city which is a vital link 
in the war effort and whose efficiency is 
totally dependent on its transportation 
system. Washington is a unique city in 
the fact that a large community has de
veloped which is devoted almost exclu
sively to the business of government. It 
was, therefore, comparatively simple to 
"sell" a plan of staggered hours, as only 
one employer—the Government—was 
concerned, dthough several of the heads 
of Federd departments objected strenu
ously for personal reasons. 

In December, 1939, there were 126,345 
employees of the executive branch of the 
Federal Government in the District of 
Columbia, with approximately 30,000 
more in the legislative, judicial and mili
tary branches. Of this number 113,423, 
with an additional 76,106 emplojrees of 
private business, were concentrated in the 
downtown section. By December 31, 
1940, emplojrment in the executive branch 
alone had in one year risen from 126,345 
to 154,680, with 151,507 employees of all 
three branches of the Federal Govern
ment concentrated in the downtown area. 

Anticipating these increases, the traffic 
officials began in the fall of 1939 to collect 
data on which a comprehensive plan of 
staggered working hours for the Govern
ment could be based. Population growth 
of the city itself and its metropolitan 
area was explored, and it was demon
strated how the traffic and transit facil
ities were affected. Surveys of locations 
of employment and number employed 
were conducted over the congested areas 
of the city. In addition to this an origin 
and destination survey, including modes 
of travel of the working population, was 
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conducted and the information 'correlated group in the so-called Federal Triangle, 
with the existing traffic and transit facil- located just south of Pennsylvania Ave-
ities, car and bus lines and points of nue between 4th and 15th Streets, N. W. 
congestion. All of the employees, however, are either 
' On the basis of facts developed, the in the downtown shopping center or on 
plan for the staggering of Government the fringe of it, so that it would appear 
hours -was worked out and estimates made that riding to and from the government 

OOVERNMCNT BMRWeeS 

Figure 1 

of the reduction and spread of peaks to 
be expected. After consultation with the 
heads of the Federal departments, which 
led to some slight revisions and reassign
ment of hours, the final schedule of open
ing and closing hours was signed by 
President Roosevelt on March 19, 1941, 
to be made effective on March 31, 1941. 

The locations of the principal offices of 
the Federal Government are indicated on 
Figure 1. It will be noted that there are 
four main divisions, the largest being the 

offices is superimposed upon the riding 
to and from stores and offices in the 
downtown area. However, as early as 
1937 the major department stores co
operated with the traffic authorities by 
setting their opening hour at 9:30 a.m., 
which is later than the opening hour of 
any Government department. 

As downtown Washington lies in the 
southern portion of the city, close to the 
banks of the Potomac River, those con
centrations of employees on the fringe of 
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the central district presented a problem, 
in that many had to pass through that 
district in' reaching their places of em
ployment, and care to avoid interference 
between the various groups had to be 
exercised. 

Figures 2 and 3 show the total num
ber of employees in downtown Washing
ton on each starting and closing time be
fore and after the adoption of the stag
gered hour plan. It is revealed that, in 
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Figure 2. Total Number of Employees, 
Government and Private, Starting Work by 
15 Minutes, in Downtown Washington, for 
Winter 1940-41, and for Recommended 
Hours. 

Legend 
Present Hours 
Proposed Hours 

both opening and closing hours of busi
ness, the peak reporting and quitting 
times have been reduced from over 80,000 
employees to a peak slightly in excess of 
40,000 employees. 

Figures 4 and 5, show the volumes of 
vehicular traffic at nine heavy traffic key 
points before and after the change in 
working hours. Notice how a more even 
distribution of traffic was obtained over 

, the morning and evening rush periods, 
and how the peak half hours were re
duced. While this does not look like a 

very substantial change on the chart, the 
reduction for the morning peak half hour 
is 16 per cent and for the afternoon 11 
per cent, and such a reduction at critical 
periods is a real improvement. This low
ering of the peaks allows the handling of 
future increases in personnel, but it must 
be admitted that the decreases were not 
so much as expected. 
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Figure 3. Total Number of Employees, 
Government and Private, Quitting Work 
by 15 Minutes, in Downtown Washington, 
for Winter 1940-41, and for Recommended 
Hours. 
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By August, 1941, employment in the 
executive branch of the Government had 
risen to 186,931, or an increase from 
December to August of approximately 
32,000, and further increases are ex
pected. These increases have substantially 
used up the gains brought about by the 
staggered hours, and it appears that the 
spreading of working hours should be 
over longer time periods than those used. 

Figures 6 and 7 show the appearance 
of the traffic at a point on 14th Street 
before and after the change. Notice the 
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vast difference in the number of street 
cars and automobiles. An attempt was 
made to make the pictures representative 
of conditions, although it is recognized 
that there is always a doubt about the 
representative character of instantaneous 
pictures. However, a long series of 
photographs of before and after condi
tions were taken throughout the down-
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Figure 4. Total TrafiSc Volumes at Nine 
Key Points Before and After the Stagger
ing of U. S. Government Working Hours. 

Before 
After 

Morning Rush Periods 

town area, of which these two are con
sidered typical. 

Figures 8 and 9 are views of 12th 
Street, N. W., just north of Pennsyl
vania Avenue, on Saturday afternoons 
before and after. These pictures reveal 
the same conditions as Figures 6 and 7. 

The following figures show what hap
pened on principal bus and car lines. The 
results correspond to the effect on auto
mobile traffic. 

Figure 10 shows the number of street 

car passengers at a typical location in the 
morning rush hours, on the Mt. Pleasant 
car line, at 17th and H Streets, N. W. 
The number of passengers in the maxi
mum 15-min. period, which happens to 
be in this case 8:15 to 8:30 a.m., was 
reduced from about 1,350 to 1,050, or by 
about 22 per cent. On the other hand 
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Figure 5. Total Traffic Volumes at Nine 
Key Points Before and After the Stagger
ing of U. S. Government Working Hours. 

Before 
After 

Evening Rush Hours 

the earlier periods show substantial in
creases. Notice that there is no sharp 
15-min. peak in the after curve as in the 
before curve. These curves illustrate the 
two important points—the reduction of 
peak volumes and the much greater uni
formity of the volumes in the several 
15-min. periods after the change. 

The total passenger load for the 3-hr. 
period increased by 2 per cent, but the 
average number of passengers per trip 
was reduced from 47.5 to 44.2 by the 
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Figure 6l Looking North on 14th Street, 
N.W., from New York Avenue, March 28, 
1941, at 8:28 A.M. 

Figure 7. Looking North on 14th Street, 
N.W., from New York Avenue, April 22, 
1941, at 8:28 A.M. 

Figure 8. Looking North on 12th Street, 
N.W., from F Street, March 29, 1941, at 
1:20 P.M. 

Figure 9. Looking North on 12th Street, 
N.W., from F Street, May 3, 1941, at 
1:20 P.M. 
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Figure 10. Capital Transit Co. Street 
Car Passengers Inbound at 17th and H Sts., 
N.W., Mt. Pleasant Cars, 6:30 to 9:30 A.M., 
on Typical Weekdays Before and After 
Change in Hours of Government Em
ployees. 
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operation of more trips with the same 
number of street cars. 

Figure 11 shows similar changes at the 
same location for the afternoon period. 
The reduction m number of passengers 
in this case for the maximum 15 min. was 
16 per cent, from about 1,260 to 1,060. 
The total number, of passengers carried 
after the change, increased by 6 per cent. 

ber of passengers carried for the full 
period increased 6.9 per cent, whereas the 
number of passengers per bus declined 
from 36.8 to 33.2. 

Figure 13 shows the same location for 
the afternoon rush periods with a lower
ing of the peak by 27 per cent, from 
1,145 passengers to 835, with a more even 
distribution over the entire period, despite 
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Figure 11. Capital Transit Co. Street 
Car Passengers Outbound at 17th and H 
Sts., Mt. Pleasant Cars, 3:30 to 6:30 P.M., 
on Typical Weekdays, Before and After 
Change in Hours of Government Em
ployees. 

which was readily absorbed by the more 
even distribution of the load. 

Similar information is shown in Figure 
12 on one of the heavy bus routes— t̂he 
Connecticut Avenue line—at Connecticut 
Avenue and Calvert Street from 6:30 to 
9:30 a.m. The 15-min. peak here was 
approximately 1,380 passengers, which 
was reduced to a little under 1,100 or by 
21 per cent. The same spreading of the 
peak is apparent, giving more uniform 
loading over longer periods. The num-

/4oo 

izoo\ 

I? 

I 
I 

/ooOt 

000 

6oo 

400 

ZOO 

o 

5ym6o/ Passengans 
—. Be^re es'oi 

^//e/- 7034 
Change +4S3-69% 

J JO 7 7 30 e aiSO 9 9 30 
/V /Jpri/gg. 794/ 

Figure 12. Capital Transit Co. Bus Pas
sengers Inbound at Connecticut Ave. and 
Calvert St., Connecticut Ave. Buses, 6:30 
to 9:30 A.M. on Typical Weekdays, Before 
and After Change in Hours of Government 
Employees. 

an 11.3 per cent increase in total passen
gers carried. 

Figure 14 illustrates the conditions 
which prevailed in the so-called Potomac 
Park area. It will be noted that the op
posite to what was illustrated in the other 
figures took place. The peak 15-min. 
period increased from 630 to 880, or by 
40 per cent. It may be stated, however, 
that this is not a main line and that 
passengers carried are still below the 
estimated capacity of the line. « 
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Corresponding information for the af
ternoon period is given in Figure 15. 
Here again the peak has been intensified. 

An important consideration from the 
standpoint of transit patrons and in ren
dering an attractive service is the question 
whether the running time was substan
tially improved during the critical periods. 
We are all familiar with the slowing up 
of transit service which occurs during 
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Figure 13. Capital Transit Co. Bus Pas
sengers Outbound at Connecticut Ave. and 
Calvert St., All Buses, 3:30 to 6:30 P.M. 
on Tjrpical Weekdays, Before and After 
Change in Hours of Government Em
ployees. 

hours of peak travel due to congestion 
and frequent stops. Improvement in this 
condition is greatly to be desired. 

Table 1 shows the number of trips on 
time, late and ahead during the morning 
rush periods on the Connecticut Avenue 
bus hne before and after the change to 
staggered hours. 

It will be noted that the number of late 
trips was reduced from 80.1 per cent in 
March, just before the change in office 
hours, to 36.4 per cent in August, 1941, 

after the change. The number of trips 
on time was increased from 17.6 per cent 
of the total to 56.6 per cent. At the same 
time the length of trip in minutes over 
the 3.4-mile section of route to the point 
of observation was reduced by 17.1 per 
cent. 

The lower portion of Table 1 gives the 
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Figure 14. Capital Transit Co., Street 
Car Passengers to Potomac Park Area at 
19th St. and Pennsylvania Ave., N.W., 6:30 
to 9:30 A.M. on Typical Weekdasrs Before 
and After Change in Hours of Govern
ment Employees. 

changes between August, 1940, and 
August, 1941, during which period the 
service was increased by 45 per cent. 
During this interval, because of the in
creased traffic of all kinds, the trips late 
increased from 19.4 to 36.4 per cent, and 
the number of trips on time declined from 
73.5 to 56.6 per cent. Comparing the 
March, 1941, figures with the August, 
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TABLE 1 
COMPARISON OF OPEKATIONS CONNECTICUT AVENUE BUS LINE 

INBOUND AT CONNECTICUT AVENUE AND CALVERT STREET, 7*30 A M. TO 9.00 A M 
Before and After Change in Hours of Government Employees 

Tnps 

(Before) (After) 
Change > 

Tnps March 1941 August 1941 
Change > 

Tnps 

Number Per cent Number Per cent Number Percent 

Late 
On Time 
Ahead 

Total 

Trip minutes 
Miles per hour.. 

105 
23 
3 

80 1 
17 6 
2 3 

52 
81 
10 

36 4 
56 6 
7 0 

—53 
+58 
+ 7 

— 50 5 
+252 
+233 

+ 9 2 

— 17 1 
+ 21 4 

Late 
On Time 
Ahead 

Total 

Trip minutes 
Miles per hour.. 

131 

17 5 
11 7 

100 0 143 

14 5 
14 2 

100 0 +12 

— 3 0 
+ 2 5 

— 50 5 
+252 
+233 

+ 9 2 

— 17 1 
+ 21 4 

Tnps 

(Before) (After) 
Change 

Tnps August 1940 August 1941 
Change 

Tnps 

Number Per cent Number Per cent Number Per cent 

Late 
On time 
Ahead 

Total 

Trip minutes 
Miles per hour 

19 
72 
7 

19 4 
73 5 
7 1 

52 
81 
10 

36 4 
56 6 
7 0 

+33 
+ 9 
+ 3 

+174 
+ 13 
+ 43 

+ 46 • 

+ 0 3 
— 0 3 

Late 
On time 
Ahead 

Total 

Trip minutes 
Miles per hour 

98 

14 0 
14 7 

100 0 143 100 0 

14 5 
14 2 

+45 

+174 
+ 13 
+ 43 

+ 46 • 

+ 0 3 
— 0 3 
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TABLE 2 
COMPARISON OF OPERATIONS GEORGIA AVENUE-7TH STREET CAR LINE 

INBOUND AT 7TH STREET AND MASSACHUSETTS AVENUE, N W., 7:30 A.M. TO 9.00 A M. 
Before and After Change in Hours of Government Employees 

Trips 

(Before) (After) 
Change 

Trips March 1941 August 1941 
Change 

Trips 

Number Per cent Number Per cent Number Per cent 

Late 
On Time 
Ahead 

Total 

Trip minutes 
Miles per hour 

45 
21 

1 

67 2 
31 3 

1 5 

19 
46 

7 

26 4 
63 9 
9 7 

—26 
+25 
+ 6 

— 57 8 
+119 
+600 

+ 7 5 

— 8 1 
+ 9.2 

Late 
On Time 
Ahead 

Total 

Trip minutes 
Miles per hour 

67 

30 75 
9 8 

100 0 72 

28 25 
10 7 

100 0 + 5 

— 2 5 
+ 0 9 

— 57 8 
+119 
+600 

+ 7 5 

— 8 1 
+ 9.2 

Tnp3 

(Before) (After) 
Change 

Tnp3 August 1940 August 1941 
Change 

Tnp3 

Number Per cent Number Per cent Number Per cent 

Late . 
On time 
Ahead. 

Total . 

Trip minutes 
Miles per hour 

22 
36 

1 

37 3 
61 0 

1 7 

19 
46 
7 

26 4 
63 9 
9 7 

— 3 
+10 
+ 6 

— 13 6 
+ 27 8 
+600 

+ 22 0 

— 0 9 
+ 0 9 

Late . 
On time 
Ahead. 

Total . 

Trip minutes 
Miles per hour 

59 

28 5 
10 6 

100 0 72 

28 25 
10 7 

100 0 +13 

— 0 25 
+ 0 1 

— 13 6 
+ 27 8 
+600 

+ 22 0 

— 0 9 
+ 0 9 
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1940, figures, we note that operation was 
relatively bad in March, 1941, and that 
this situation was corrected to a large de
gree by the staggering of the office hours, 
as indicated by the August, 1941, figures. 
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Figure 15. Capital Transit Co. Street 
Car Passengers for Potomac Park Area at 
18th and G Sts., N.W.. 3:30 to 5:15 P.M. 
on Typical Weekdays Before and After 
Change in Hours of Government Em
ployees. 

Table 2 gives similar data relating to 
operations of the Georgia Avenue-7th 
Street car line during the morning rush 
periods of dates before and after the 
change of office hours. In this tabulation 
it is noted that 37.3 per cent of the trips 

were late in August, 1940, that the situa
tion became worse in March, 1941, with 
672 per cent late, and that this was 
largely corrected in August, 1941, after 
the staggering of office hours, when only 
26.4 per cent were late. Again during 
August, 1940, 61.0 per cent of the trips 
were on time. This punctuality had de
clined to 31.3 per cent in March, 1941, 
and was corrected to 63.9 per cent in 
August, 1941. 

Notwithstanding the fact that service 
was increased from 59 trips in August, 
1940, to 67 in March, 1941, and 72 in 
August, 1941, the trip time for the five 
miles was reduced by 8.1 per cent between 
March and August, 1941. 

The sum total of experience with stag
gered hours m Washington is improved 
traffic and transit conditions, a reduction 
in peaks and the spreading of rush-hour 
travel, allowance for the accommodation 
of new increases in employees and the 
transportation of a tremendously in
creased number of employees without 
drastic increases in street area, equipment 
and men to operate the equipment. 

Such a program betters the life of the 
whole community besides its importance 
in the war program and should have the 
hearty cooperation of all. In these times 
a long range view or the assurance of a 
final solution of the problem of trans
portation is not enough. Immediate re
lief and the provision of additional facil
ities for the transportation of the tre
mendous employee increases are neces
sary. Staggered working hours—quick, 
efficient and inexpensive—should be a 
large item in any such program. 

DISCUSSION ON STAGGERED HOURS 
MR. ARNOLD VEY, Hew Jersey Depart

ment of Vehicles: Which of the three 
methods of staggering—intraplant, inter-
plant or interindustry—is most objection
able to the employees. 

MR VAN DUZER : What do you mean 

by objectionable,— t̂he probability of dis
turbing their domestic hfe? 

MR. VEY : Assuming it is not possible 
to employ all three types of staggering, 
which of the three is the least objection
able to the employees or to emplojrers 



DISCUSSION—STAGGERED HOURS 343 

themselves. I was thinking of whether 
or not they would seriously object to the 
staggering of hours intraplant. 

MR. VAN DUZER : We are doing both 
of these. Our intraplant staggering plans 
are governed by reasons of elevator ser
vice, etc. There is one department of 
4,500 people with 2,000 who come at 
8 a.m. and 2,000 who come at 8:15. It 
has gotten to the point in Washington 
where lunch periods must be staggered 
and even some of the departments have 
gone back to one-hour lunch periods be
cause it takes so long for employees to get 
lunch. We used to have an average over 
all work day in government departments 
of 7i hours with one-half hour for lunch, 
but now some departments have gone to 
45 min. and one hour. 

We had some objection to this stag
gered hour plan at first from some men 
and a few women. Where the husband 
and wife both work and they both went 
to work at the same time, there was ob
jection on the part of one or the other, 
when one had to go to work at 8 and the 
other at 9. At first it was thought that 
there would be objections from the 
parents of children who were taken to 
school by their parents on their way to 
work. However, when our survey was 
made we found that out of 150,000 Gov
ernment employees in Washington there 
were only 755 cars that took children to 
school in the morning. 

CHAIRMAN MICKLE: Mr. Braun is 
Traffic Engineer in Baltimore and may 
have some comments. 

MR. WALLACE L . BRAUN, Traffic En
gineer, Baltimore Police Department: I 
don't know the details of what has been 
done in our lower southeast sections. The 
heavy industrial area is there. I think 
there has been some interplant and some 
intraplant staggering of hours. The West

ern Electric Company got together with 
the shipbuilding companies and some co
operation was developed with the Glenn 
Martin Company to stagger some of the 
starting times of their employees. I have 
no figures on definite results. I know that 
one particular point in the route which 
most of these workers take has been re
lieved somewhat. 

MR. JOHN B . ECKER, Research Engi
neer, Capital Transit Company, Washing
ton. In Washington it is my impression 
that there has been no organized disap
proval of the plan. There was a slight 
disapproval in the area of the Bureau of 
Engraving in the beginning. I think the 
opposition to it has simmered down now 
and those opposed have resigned them
selves to its operation and there is no 
material objection at present. 

MR. VAN DUZER: Mr. Ecker worked 
with our engineers on the preparation of 
the plan. What he said is so, especially 
of the Bureau of Engraving and Print
ing. They objected to starting at 7:30 in 
the morning which is early, in the winter. 
I was talking to the Director of the Bu
reau of Engraving one day before the 
staggered hours were put into effect 
changing their hours from 8 a.m. to 7:30 
a.m. The woman who runs the cafeteria 
on the top floor of the building and who 
furnishes breakfast for 1,000, had just 
happened in to ask him if he could move 
the elevator service up from 7 to 6:30 
a.m. because there were so many em
ployees who came down early to park 
their cars and get breakfast. I think they 
are all in favor of the plan now. 

MK- BRAUN: A representative of one 
of the unions in a section of Baltimore 
where there is a lot of shipbuilding activ
ity was in my office recently and said his 
union would not listen to any such pro
posal. I do not know vrhAt their objec
tions would be. 




