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Abstract 
Ian Cullen and his research colleagues long ago suggested that people form habits in daily life that suboptimize 
behavior in view of constraints. Such rational suboptimization is posited here to apply to trips between home and 
work and to vary by time of the day. Previous research suggests that afternoons prove more difficult for people 
than mornings, with rush hour traffic patterns shown as one aspect. This paper contrasts with episode level data 
from Statistics Canada’s 2005 time-use survey the temporal pattern (shown as a “travel pulse”) of weekday 
commutes between home and job by full-time workers with external workplaces. The mean trip duration in the 
morning is less than in the afternoon, as is its standard deviation. This is rooted in a visibly greater dispersion of 
rational starting times from home in the morning with arrival at work at various times in advance of the start to 
the formal work day, while, in the afternoon, people typically depart from work directly at externally-determined 
closing times and in concentrated peaks. The result is that nearly twice the number of commuters set out at the 
same time during the afternoons than in the mornings. The less than individually-rational intensity of the after-
noon commuting context is compounded by the concentration of everyday shopping stops during the afternoon 
commute. Mode of travel accounts for significantly different mean trip times, but differences in trip duration by 
time of day transcend travel mode. Differences by gender interact with mode of travel but are not generally sig-
nificant. The rich legacy established by Andrew Harvey is apparent, as he has been an influential shaper and 
advocate of the Statistics Canada’s time-use surveys, the use of such data for transportation analyses, and a focus 
on episode-level analysis. 
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1 Introduction 
This paper is intended to assist in the understanding of why certain types of trips take longer 
in some circumstances than in others. This question arose from a recent paper (Michelson, 
2008) that dealt with the nature and extent of changes in everyday behavior occasioned by the 
semi-annual time changes of an hour lost in the Spring and then regained in the Fall in juris-
dictions that have daylight savings time (or “summer time”). While people were found to 
adapt their sleep habits quickly, due in large part to the clock changes occurring early on Sun-
day mornings, there were significant increases in time spent traveling on the immediate Mon-
day (as compared to the previous and following Mondays). And this finding was consistent 
with previous studies documenting but not explaining the same phenomenon. Why does travel 
take longer on the weekday following clock changes, regardless of whether the hour is gained 
or lost? 

My hypothetical explanation starts from the assumption that there is a strong element of ra-
tionality underlying repetitive everyday behavior. Ian Cullen and several different co-authors 
made the point many years ago (Cullen, 1972, 1978, 1982; Cullen and Godson, 1972; Cullen 
and Phelps, 1978) that people, when faced by the need to carry out their lives within large, 
complex urban settings, find it difficult to do exactly what they might want; but in the absence 
of that, they form habits that suboptimize their objectives as well as possible under the cir-
cumstances. Travel to and from work fits this perspective well. By this logic, people build 
habits within available resources and limits that get them to and from their jobs as efficiently 
as possible. I view this as including a trial and error process that eventuates in an understand-
ing as to what the conditions of travel will be by various means to make such trips in the least 
time and with the least hassle. You learn a time frame that will be most successful, and, all 
else equal, you keep to those means and timetabling until a better habit becomes evident. This 
leads me to speculate that the semi-annual time changes sufficiently (though temporarily) 
intervene in the finely-tuned complex of travel habits, so that many travelers are not in sync in 
time and space as their habits normally suggest, leading to unaccustomed congestion and 
hence, longer, more risk associated travel. 

The data set enabling the semi-annual time change analysis is insufficient for a more detailed 
examination of this hypothetical process. Therefore, an analogous situation more suitable for 
analysis is now examined. It is generally acknowledged that afternoons are more difficult than 
are mornings, with respect to commuting, industrial accidents, and more. For example, the 
afternoon rush hours cover a longer period and are perceived as more vexing for commuting. 
Javeau’s analysis of journeys to and from work in Belgium (1972) shows not only a longer 
period of peak travel in the p.m. but also a trip duration for those under way in any fifteen 
minute period, which trip duration is longer in the afternoon than in the equivalent period in 
the morning in all but one such period. More recent analyses of Los Angeles weekday traffic 
(Chester, 1997) demonstrate clearly the longer extent of the p.m. rush hour. While automotive 
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death rates are highest in the hours after midnight, especially on weekends, the number of 
fatalities is greatest between 5 and 7 p.m., with likely ripple effects on the duration and stress 
of travel for others (Morris, 2008; Poppe, 2009). European studies of industrial accidents in-
dicate that these occur more frequently at the end of a long day of work (Hänecke et al., 
1998). While this is true among workers in all the traditional shift work periods, the prepon-
derance of work done during “normal” working hours leads to accident occurrence peaking in 
the late afternoons. It also puts many tired workers onto the road at that time, a pattern docu-
mented also in the case of truck drivers (Lin et al., 1994). Thus, there is support for popular 
assertions of a.m. and p.m. differences in the commutes between home and work – and for 
pursuing a greater deal of explanation than has been the case to date. These assertions are not 
necessarily to the effect that there are inherent differences between morning and afternoon; 
but to the extent that a variety of factors combine to place people more at risk by late after-
noon, differences in the experience of these time periods may be salient. 

While many workers do not get to and from work by road transportation, and a certain num-
ber of cities have enhanced alternative rail commuting options successfully, the majority of 
those not working at home get to their work by automobile in most technologically advanced 
nations, for example, see Niemi and Pääkkönen (2002). Thus, what happens on the roads has 
a major impact on research findings about the duration and difficulty of commuting. And 
there has been no lack of study of traffic congestion. 

Much explanation of congestion deals with factors outside the control of individuals. For ex-
ample, the availability and quality of various modes of travel reflect collective decisions. 
Climate and weather impact travel. Highway design and capacity have a bearing on conges-
tion, in general but also in creating potential conditions of risk. Very specific engineering de-
vices such as controlling the flow on entrance ramps, the synchronization of traffic lights, and 
the creation of high occupancy lanes can ameliorate congestion marginally. These are exam-
ples of factors in the supply side, well out of traveler control. Other measures address the de-
mand side, impacting how travelers choose to travel: through controls on parking, employer 
opening and closing hours policies, land-use and development controls, and road pricing, for 
example (see Bull, 2004; Association for Commuter Transportation, 2004). 

The Association for Commuter Transportation (2004) identifies five so-called traveler 
choices: 1) mode, 2) departure time, 3) route, 4) trip reduction, and 5) choices of residential 
and occupational locations. Of these, only departure times (and possibly route) are primarily 
within the purview of the individual traveler at the time of undertaking a necessary trip. I pur-
sue departure and arrival times of commutes between home and work in this paper, not as an 
explanation for all aspects of varying congestion, but for insights on the extent that rationality 
might be applied to a common situation in daily life – and under what external conditions. 

The conventional study of commuting and associated travel has focused on the infrastructure 
of particular cities and its use. One form of measurement is the count of vehicles passing 
through particular points on particular roads. These counts are typically presented by one hour 
periods, though the period may be as short as the quarter hour. Nonetheless, such measures 



William Michelson: Variations in the rational use of time – The travel pulse of commutes between home and job 

eIJTUR, 2009, Vol. 6, No. 2  272 

fail to account for variations of use within the period chosen, nor do they present information 
on the nature or duration of the trip. A different measure comes from origin-destination stud-
ies in which motorists are stopped at particular locations on roads and asked their origin, des-
tination, and purpose of trip. A third form of measurement comes from the gathering of trip 
diaries, on which people create a log of the trips they make during a given time period such as 
a day or a week. These various measures are useful in furthering understanding of how people 
use existing travel facilities in a chosen city or region, with the objective of making improve-
ments.  

This last approach has evolved into a perspective called activity-based analysis. In this con-
nection, researchers have advocated time-use analysis as a way to improve the specificity and 
range of trip information, as well as to learn more about travel as a form of behavior and its 
relationship to other types of behavior. Travel is itself an activity, but it has additional value 
as a dynamic linkage between other daily activities. F. Stuart Chapin, Jr. was an early propo-
nent of this approach (Chapin, 1965, 1974). Assuming that there is a rational basis for the 
choice of activities and the process by which they are carried out, some researchers have 
turned increasingly to simulation and model construction as an alternative to large-scale data 
collection through surveys (c.f. Stopher et al., 1981; Stopher and Lee-Gosselin, 1997; 
Timmermans, 2005), largely based on microeconomic theory (Gärling, 1998). Nonetheless, 
time-use data have an advantage over simulation and model building by providing a system-
atic record of actual behavior performed in real time among potentially large and representa-
tive samples beyond the idiosyncratic constraints of a single subgroup or city.  

Andrew Harvey joined Chapin and Javeau in the early 1970’s as a major proponent of time-
use data to shed light on consumer demand perspectives on everyday travel. He noted (Elliott 
et al., 1973) not only the richness of time-use data in this regard but also the fact that the time-
use method elicits more precision than the more traditional travel research methods, as re-
spondents report their activities with precise timing and more inclusion of trips of marginal 
durations (Pas and Harvey, 1997; Harvey and Pentland, 1999). When trips are recorded in the 
context of all daily activities, their starting times, completion times, and duration are more 
likely to be accurate than when trips are described as isolated events, outside the constraints 
of other activities. Furthermore, Harvey has elaborated on the value of carrying out analyses 
of time-use at the level of the episode throughout his career. He helped set a precedent for the 
focus in this paper on the precise timing of particular episodes of commuting occurring be-
tween home and job – benefiting from a national time-use survey he helped develop. This 
features avoiding some of the limitations of focusing on the circumstances of a single city and 
its transportation infrastructure, as well as potentially providing sensitive behavioral data with 
which to tease out the dynamics of this commuting situation. 
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2 Methodology 
Statistics Canada’s General Social Survey no. 19 (2005), on time-use, was the source of data 
for this analysis. The main sample file of personal and summary data per respondent has 
19,597 cases. The file with all episodes of activity from these 19,597 persons consists of 
333,654 cases of activity, or a mean of 17.03 episodes per diary day. Selected data from the 
main (summary) file were merged into the episode file, so that some data about the respon-
dent and the respondent’s time-use day were available as selection criteria and controls in 
analyses that centered on episodes of travel activity. Selected travel episodes were the units of 
analysis. 

The central focus is on trips between home and work during stated hours on a weekday, 
among respondents who reported at least 360 minutes in main paid employment and were 
thus considered as working full-time. Respondents working entirely at home were excluded as 
lacking travel between home and work. Analyses of the morning commute included trips 
commencing from 5:00 a.m. to 9:59 a.m. The corresponding five hour period in the after-
noon/evening was from 3 p.m. to 7:59 p.m. 

These subsamples of commuting trips between home and job consisted of 4,942 in the morn-
ing and 4,179 in the afternoon. The difference in number of trips by time of day arises almost 
entirely from 741 respondents who made stops for everyday commercial purposes in the af-
ternoon, compared to nearly none on the way to work in the morning. The main analyses 
compare only those traveling between home and work (and the reverse) without an additional 
destination, so as to more accurately compare the conditions of travel without the additional 
time and/or distance demanded by one or more stops. 

The simple analytic design is to examine the exact timing and duration of morning and after-
noon direct commutes with respect to what they might indicate about quantitative and qualita-
tive differences representing the two periods of travel. The basic hypothesis pursued was that 
the mean duration of episodes of commuting from home directly to the job in the morning 
would be less than that of the return trip in the afternoon or early evening. Additional analyses 
were intended to clarify or explain the basic findings. 

This assessment looks at degrees of similarity and difference, conventional explanatory fac-
tors, and what the findings suggest about travel rationality, as well as the circumstances under 
which rationality might come into play. 

3 Results 

3.1 Mean duration of travel between home and work 

The basic hypothesis was confirmed. The mean duration of travel by full-time workers on 
weekdays from home to work during the five-hour morning travel period was 24.79 minutes, 
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with a standard deviation of 19.459 minutes. The reverse trip in the afternoon or early evening 
among the 84.6% who did not stop along the way on one or another kind of errand, took 
26.87 minutes, with a larger standard deviation of 24.824 minutes. Such differences in mean 
trip duration are highly unlikely to have occurred by chance (t = -4.489, d.f. = 9119, sig = 
.000). 

While commuting durations vary day by day during the workweek, the mean afternoon trip 
home from work takes longer than the morning trip to work regardless of the day. Figure 1 
shows this consistent pattern. 

Figure 1 
Mean duration of travel between home and job by time of day and  

day of week, among full time workers (Canada, 2005) 
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 Source: Calculated from Statistics Canada, General Social Survey 19, 2005. 

3.2 Times commutes between home and job are commenced 

The mean duration of a commute is not the only indicator pertinent to understanding the ease 
or difficulty of the trip. Another can be viewed in terms of when people get their commuting 
trips under way. Within the same five hour periods, how dispersed are these trips? Do most 
people travel at the same time? Or not? 

Figure 2 graphs the times that full-time workers said they left their homes for work on week-
days. The vertical axis represents the percentage of all 4,942 trips commenced at a given min-
ute within the five hour morning commute. While the starting times of such trips are refined 
by the fact that each activity reported has to fit within a larger pattern of activities – and is to 
some extent validated by the place of other activities in a greater flow of behavior – it is none-
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theless common that major activities are often reported to have begun at major points within 
the hourly cycle: on the hour, half hour, or quarter hour. Hence, on Figure 2, departure times 
of home to job trips spike on the half hours, with sub spikes at quarter hours. Over all, this is a 
normal distribution, with 7:30 a.m. as a center point. Nonetheless, no spike accounts for as 
much as 10% of the trips taken within the five hour period. Furthermore, many such trips start 
at other than the quarter hour spikes and sub spikes. Thus while there are some clear spikes, 
the general picture includes a considerable dispersion of trips within the morning rush hours. 

Figure 2 
Time at which trip from home to job commenced among  

full-time workers on weekdays, in % (Canada, 2005) (n = 4942) 

 
Source: Calculated from Statistics Canada, General Social Survey 19, 2005. 

Figure 2 becomes more meaningful when compared to Figure 3, a similar graph of starting 
times for trips from work directly to home in the afternoon/evening five hour travel period. 
While generally normal in shape, this graph is somewhat skewed to the left side of the 5 p.m. 
(17:00) mode. Perhaps more important, the half-hourly spikes account for much more of the 
distribution. The 5 p.m. mode accounts for 20% of the p.m. trips home from work, and three 
other spikes exceed 10%, a concentration not attained at all in the morning commutes. A rela-
tively few trips begin at any time other than the half hourly spikes. 
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Figure 3 
Time at which trip from job to home commenced among  

full-time workers on weekdays, in % (Canada, 2005) (n = 4179) 

 
Source: Calculated from Statistics Canada, General Social Survey 19, 2005. 

The contrast between Figures 2 and 3 is considerable. Figure 2, the trip to work, shows con-
siderably more variation in the choice of when respondents start their commutes, compared to 
a near fixation on the half-hourly starting times on the trip from work. Only about 48% of 
commuters start their trips to work in the morning on the hour or half hour; the majority picks 
a time in between, and this is not necessarily on the quarter hours in between. During the af-
ternoon and evening period, nearly 80% leave work on the hour or half hour. These two fig-
ures display very different commuting pulses. 

These contrasting pulses explain why the mean trip takes longer during the p.m. commuting 
period, not to speak of an even greater difference in the standard deviations of these trips. At 
the prevailing departure times, nearly twice the number of commuters is traveling in the p.m. 
than was the case in the a.m. While this suggests that travel might be lighter during the after-
noon rush hours towards the end of the half-hourly segments, this is not the reality of vehicu-
lar travel on roads. Congestion in one place at one time creates ripple effects for travelers in 
its temporal and spatial wake. Lingering slowdowns are only reinforced as the next peak of 
travelers occurs. And places of employment, from which the p.m. trips originate, are likely to 
be in areas that are more intensively developed than are residential areas, leading to greater 
travel congestion. 

In short, Figures 2-3 suggest that much greater discretion is exercised with respect to a.m. 
departure times for work than with respect to the commute back home. That time is thereby 
saved during this exercise of discretion is an indication that the choice of this departure time 
is made on a rational basis, likely reflecting ongoing experience with this phenomenon. In 
contrast, people by and large leave their job at the end of the day in lock step, reflecting typi-
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cal closing hours. By leaving when they are first able to – or are required to – people are exer-
cising less personal choice regarding the conditions of travel. And they are taking the conse-
quences in terms of temporal delay. 

This interpretation is strengthened by similar graphs on the arrival times of these commutes. 

3.3 Times commutes between home and job are concluded 

As can be noted on Figure 4, arrivals to workplaces in the morning are even more diffused in 
time than departures from home. The spikes are on some of the hours and half hours, but each 
of these spikes accounts for a smaller percentage of arrival times than the equivalent spikes 
did for departures. The more prominent spikes account for a total of only about 30% of arri-
vals. Just a very small percentage of these arrival trips occurred after 9 a.m.  

In contrast to the relative lock step departure from work in the afternoon, the arrival time in 
the morning is more flexible, provided that it precedes whatever starting time the employer 
might set. Leaving for work at a time that experience has shown to minimize the risks accom-
panying congestion and planning to arrive with a cushion of time in advance of opening hours 
combine to represent a rational strategy of time planning. Previous studies have suggested that 
workers typically plan to arrive about fifteen minutes early (Liepmann, 1944; Mahmassani et 
al., 1997). The data represented in Figure 4 do not challenge this suggestion, as spikes on the 
half hour are accompanied by plentiful dispersion of arrivals in the preceding minutes. The 
interpretation of these data also requires acknowledgement that not all jobs have fixed hours 
or the punching of time clocks. 

In the afternoons and evenings, once people have departed from work immediately after fixed 
closing hours and braved the transportation congestion accompanying mass exodus at a par-
ticular time and place, their residential destinations are at varying locations and hence dis-
tances. Thus, it is not surprising that the p.m. arrival time at home varies greatly. Figure 5 
shows this distribution of arrival times. There is a mode at 5:30 p.m. (17.30), but this accounts 
for only 7% of all trips directly from workplace to home. 
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Figure 4 
Time trip from home to job ended among full-time  

workers on weekdays, in % (Canada, 2005) (n = 4942) 

 
Source: Calculated from Statistics Canada, General Social Survey 19, 2005. 

Figure 5 
Time trip from job to home ended among full-time  

workers on weekdays, in % (Canada, 2005) (n = 4179) 

 
Source: Calculated from Statistics Canada, General Social Survey 19, 2005.

The afternoon/evening commutes are further compounded and lengthened by the additional 
15% of afternoon trips that full-time workers take that include everyday commercial stops. 
Figure 6 shows when in the day this sample of persons employed full-time on weekdays starts 
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episodes of shopping for food, other everyday purchases, and finance (e.g. banking). The 
horizontal axis covers all hours of the day, not just the two five hour rush periods. The graph 
is not linear, because it plots only times when people actually started episodes of shopping. 
What is unambiguous, though, is that virtually all such stops by full-time workers occur in the 
afternoon and evening, primarily between 4 and 5:30 p.m., and this distribution is skewed to 
later yet in the day rather than earlier. 

Thus, p.m. commuting times bring in considerations of workplace practices and customs, as 
well as the need to run household errands en route, not just the rational use of time to get to 
work comfortably on time. Largely rational use of time, as demonstrated in the morning 
commute, is modified by other types of considerations in the afternoon. It is likely that insert-
ing errands into the trip back from work is more efficient than turning the errands into a sepa-
rate sequence of events. It is not only a rational strategy, but also one likely to be carried out 
rationally. But running these errands in the afternoon involves a greater range of needs and 
wants than simply minimizing the work to home commute. 

Figure 6 
Start times of episodes of shopping for food, everyday purchases, and  

finance on weekdays by workers with full-time jobs (Canada, 2005) (n = 844) 

 
Source: Calculated from Statistics Canada, General Social Survey 19, 2005. 

3.4 Mode of transportation 

To what extent does this portrayal of how the time of day impacts on commuters obscure dif-
ferences among those whose commutes are by differing modes of transportation? The great 
majority of the morning trips to work in Canada are by persons driving their own cars (77%). 
What are the relative impacts on these patterns of departure and arrival time of mode of travel, 
on the one hand, and time of day, on the other? 
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Figures 7-10 break down Figures 2-3 by selected, clearly-differing modes of transportation 
utilized: drivers and transit riders. One difference in the graphs reflects the prevalence of driv-
ers. In contrast to the 77% of all morning trips being taken by drivers, those traveling by mass 
transit represent only 9% of the trips in question. (Respondents traveling by other means, such 
as cycling or combinations of modes are not considered in this section.) Graphs 7 and 9 re-
flect many more respondents than do Graphs 8 and 10, thereby giving the impression of a 
more complex pattern. Yet, when these graphs are viewed with respect to the extent of differ-
ence by mode versus time of day, it is the latter that shows greater variance. For example, 
apart from the degree of detail, Figures 7 and 8, on trips by drivers and transit riders in the 
morning, are relatively similar. Figures 7 and 9, on trips by drivers in the a.m. and the p.m., 
are remarkably different. While driving one’s own car can allow more flexibility than a bus, 
subway, or train, this does not show up in departure timing from work in the afternoon. The 
comparison of Figures 9 and 10, departure times of the two modes of transportation in the 
p.m., show considerable similarity in their depiction of lock step departures from work. In 
both comparisons, those taking transit do show less dispersion in their pulse patterns. 

Figure 7 
Time at which trip from home to job commenced among full-time workers  

driving an automobile on weekdays, in % (Canada, 2005) (n = 3795) 

 
Source: Calculated from Statistics Canada, General Social Survey 19, 2005. 
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Figure 8 
Time at which trip from home to job commenced among full-time workers  

taking public transit on weekdays, in % (Canada, 2005) (n = 461) 

 
Source: Calculated from Statistics Canada, General Social Survey 19, 2005. 

Figure 9 
Time at which trip from job to home commenced among full-time workers  

driving an automobile on weekdays, in % (Canada, 2005) (n = 3181) 

 
Source: Calculated from Statistics Canada, General Social Survey 19, 2005. 
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Figure 10 
Time at which trip from job to home commenced among full-time workers  

taking public transit on weekdays, in % (Canada, 2005) (n = 368) 

 
Source: Calculated from Statistics Canada, General Social Survey 19, 2005. 

than do the drivers, beyond what reflects sample size limitations. Nonetheless, the dramatic 
pulse differences for both drivers and transit users are between a.m. and p.m. Despite the im-
pact of different numbers of drivers and transit users on graph appearances, the transit riders 
clearly vary by time of day in the nature of their travel pulse in the same way as do drivers. 

Where drivers and transit users differ significantly is in the duration of commutes between 
home and job. Figure 11 shows that the transit riders take approximately twice as long in their 
commutes than do the drivers, Depending on the time of day, drivers have a mean of between 
22 and 24 minutes for their trips, while the transit riders take between 43 and 46 minutes.  

Nonetheless, as can also be noted in Figure 11, the p.m. commute is equally longer than that 
in the morning among both drivers and transit riders. Many transit riders share the road with 
cars when traveling by bus, with the result that road congestion impacts both drivers and tran-
sit riders. The similarities in travel pulse shared by drivers and many transit riders are borne 
out by their common differences in mean commuting times between morning and after-
noon/evening. 

3.5 Gender 

Gender has been shown a factor in understanding commuting, as it is with many topics having 
to do with everyday life. Women have been shown to choose workplace locations closer to 
home than do men. They are less likely to have access to family cars, not to speak of the like-
lihood of holding a driver’s license. Consequently, they are more likely to take public trans-
portation. Trips between home and work are more stressful for women due to responsibilities 
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they face at both ends of the commuting trip. (c.f. Palm and Pred, 1974; Michelson, 1985a, b, 
1994). 

Figure 11 
Mean Duration of Commutes between Home and Job by Time of Day  

and Mode of Travel, among Full-time Workers (Canada, 2005) 

Mean duration in minutes 
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Source: Calculated from Statistics Canada, General Social Survey 19, 2005. 

However, in the present analysis, gender does not appear to intervene in the results presented. 
While men’s mean trip durations are marginally greater than women’s, the differences, both 
in the morning and afternoon/evening, are a statistically insignificant minute’s difference. 
While women are marginally more likely to take public transit than men and less likely to be 
drivers, the clear majority of trips to and from work by both men and women are as drivers: 
80% of men and 71% of women. And the pulse patterns for men’s and women’s trips at the 
beginning and end of the work day are identical. Although an understanding of how men and 
women experience the sequence of events in their everyday lives is frequently germane, gen-
der does not appear to play a role in understanding why p.m. commuting is more strenuous 
than a.m. commuting. Women with full-time jobs are equal contributors to this time of day 
difference. 

4 Concluding remarks 
This analysis confirms once again that the afternoon/evening rush hour is more time-
consuming than the morning rush hour. But with the graphic device of the travel pulse, it 
teases out more understanding of the dynamics underlying this difference. The Canadian 
commute to work in the morning is more likely than the trip back home later on to have a 
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foundation in rational choice – to be able to make the trip to work within an acceptable time 
frame and to be there with time to spare before any established starting time. The return trip 
later in the day appears from the travel pulse to represent immediate departure from the work-
place at the first legitimated opportunity, loading roads and transit modes in the vicinity of the 
workplace with nearly double the load at any given time as was the case in the morning. Nei-
ther departures from home nor arrivals at workplaces in the morning showed the concentra-
tion of trips within a short period of time as was indicated in the p.m. travel pulse on depar-
tures from work. The suboptimization process is more complicated when more considerations 
within the daily routine come to bear in the afternoon and evening. 

Workplace-related travel congestion is hardly new. Transportation planners and large em-
ployers have been proactive in implementing such policies as staggered hours (between places 
of employment), flexible hours where feasible for work situations and employees, and home-
based work (in those situations in which the employees does not need to be physically present 
at a workplace – more suited to some forms of white collar work than to, for example, manu-
facturing). Nonetheless, these measures do not deal with the micro context, for example, the 
fact that most of the workers get on their way home at the first opportunity and overburden 
the transportation infrastructure close to the trip origin. In some situations in which the nature 
of work is highly individuated, the end of the workday is a non-event. Apparently, in many 
situations, it is an event, either as a function of employer rules or a situation in which, by af-
ternoon, the worker is motivated to depart as soon as possible, if only to get on to other activi-
ties and responsibilities that must be fit into the day (cf. Michelson, 2005). 

Travel pulse data constitute a challenge toward further re-examination of practices to facilitate 
everyday life. There is a need to smooth over situations fostering unproductive use of time 
that leaves less time available for other, more engaging activities and/or demanding responsi-
bilities. 
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