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Executive summary

The London Borough of Hackney (LBH) commissioned Ringway Jacobs to carry out
LinSig modelling and vehicle tracking of the traffic signal controlled junction of

A10 High Street with B104 Church Street in Stoke Newington to look at a two-way
solution for this junction as part of an aspiration to remove the Stoke Newington
Gyratory. The commission has been carried out by Jacobs on behalf of Ringway
Jacobs.

The Gyratory is understood to have been introduced during the 1960’s to better
manage increasing traffic flow on the A10 route through Stoke Newington and ease
congestion on the High Street. The Gyratory was formed by rerouting southbound
traffic via Northwold Road, Rectory Road, Manse Road and Evering Road and
retaining northbound traffic on the High Street.

Local public and political opposition to the one-way system has arisen since its
creation and it is now recognised as an impediment to the movement of pedestrians,
cyclists and public transport passengers. It is also perceived to act as a barrier to
permeability causing community severance and restricting regeneration
opportunities.

Previous studies have generally concluded that removing the gyratory is not viable
on business case grounds but LBH feel that these do not go into sufficient detail and
further exploration is required. Junction performance is likely to be one of the key
factors as to whether the gyratory can be removed with the High Street junction with
Church Street likely to be the most critical. If a reasonable solution to allow two-way
traffic cannot be achieved here then removal of the gyratory is likely to be
unacceptable.

The process of detailed junction modelling involves two main elements; firstly a
model replicating existing conditions must be developed and compared with on-site
observations to ensure a robust base. Only then can the model be adapted to
assess a range of alternative potential options. In this case the existing model
accurately reflects AM peak conditions but some discrepancies are present in the
PM peak. This can be attributed mainly to the impact of loading activities near to the
junction which are extremely difficult to accurately model. For the purpose of this
exercise the existing model has been considered sufficiently accurate to allow the
exploration of further options.

Traffic only presently travels northbound along the High Street and turns left into and
out of Church Street. To model potential options for two-way traffic flow at the
junction it is necessary to make a number of assumptions on the expected volume
of southbound traffic on the High Street and through the junction. Assumptions
have been made based on basic traffic data collected as part of this study and
earlier wider area studies. Generally the assumptions made represent the worst
case scenario (i.e. the maximum likely southbound traffic flow) but, given the basic
nature of available data, have the potential for a wide margin of error.

A number of different options have been tested and all results indicate that the
junction would be expected to operate beyond capacity to some degree.

However, the “best” option is estimated to be approximately 10-15% over capacity
(i.e. a 10-15% reduction in traffic flow on certain arms would allow an acceptable
junction operation).
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Given the uncertainty and margins for error of traffic flow assumptions used and that
the junction could function satisfactorily if reasonable reductions in predicted flow
could be achieved, then further, more detailed investigation, assessment and
modelling of the gyratory as a whole would be warranted. More detailed counts and
origin-destination data would enable better modelling of the whole gyratory system
and therefore provide more accurate predictions of traffic volumes making the
proposed new movements.
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1 Introduction

1.1 Background

The London Borough of Hackney (LBH) commissioned Ringway Jacobs to carry out
LinSig modelling and vehicle tracking of the traffic signal controlled junction of

A10 High Street with B104 Church Street in Stoke Newington to look at a two-way
solution for this junction as part of an aspiration to remove the Stoke Newington
Gyratory. The commission has been carried out by Jacobs on behalf of Ringway
Jacobs.

The Gyratory is understood to have been introduced during the 1960's to better
manage increasing traffic flow on the A10 route through Stoke Newington and ease
congestion on the High Street. The Gyratory was formed by rerouting southbound
traffic via Northwold Road, Rectory Road, Manse Road and Evering Road and
retaining northbound traffic on the High Street. The Gyratory forms part of the
Transport for London Road Network (TLRN) and a location map for the Stoke
Newington Gyratory is attached in Appendix A.

Local public and political opposition to the one-way system has arisen since its
creation and it is now recognised as an impediment to the movement of pedestrians,
cyclists and public transport passengers. It is also perceived to act as a barrier to
permeability causing community severance and restricting regeneration
opportunities.

A previous study was undertaken for Transport for London (TfL) by Faber Maunsell
in 2008 to investigate whether the current Gyratory layout could feasibly be altered
to re-introduce two-way traffic flow on some or all of the roads that form the
Gyratory. Their report concluded that there were no viable options for converting
the one-way system to two-way.

(A10 Stoke Newington Gyratory: Report on Implications of Removing One-Way
System, December 2008)

This report was reviewed by Ringway Jacobs on behalf of LBH, in January 2010.
The review concluded that the findings within the Faber Maunsell report were
insufficient to determine that the removal of the one-way system is not viable.

It was, therefore, recommended that a more comprehensive network study be
undertaken with traffic modelling of each junction, following a public consultation
exercise.

(Stoke Newington Gyratory: Review of Faber Maunsell Report, January 2010)

As a separate commission Ringway Jacobs undertook a consultation exercise with
local businesses to gather public opinion in relation to the Gyratory. It summarised
that there is mixed opinion about the current traffic conditions and problems
associated with congestion in the area. Whilst concerns arise surrounding
congestion, pollution, accessibility and road safety, many businesses perceive it as
fundamental to their trade. There was support for the potential removal of the one-
way system, however, this support was reliant on the premise that parking and
loading would be accommodated for. Complementary public realm improvements
and road safety measures to improve conditions for local residents and people
walking and cycling in the area were strongly supported.

(Stoke Newington Business Consultation: Summary of Results, December 2010)
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1.2 Site Information

The site is a three arm traffic signal controlled junction with the A10 High Street to
the north and south and B104 Church Street to the west. The High Street currently
operates in a northbound direction only. An Existing Layout drawing is attached in
Appendix B.

Traffic signal information has been sourced from the TfL Site Layout Drawing
SLD/04/029/05, Timing Sheet Issue 23 and Controller Specification Issue 6 which
are attached in Appendix C.

There is a traffic signal controlled junction approximately 122 metres south at
Brooke Road, another approximately 145 metres north at Northwold Road and a
Puffin crossing approximately 100 metres west of the junction which is linked to this
junction.

There are bus stops on Church Street within 30 metres of the junction and bus stops
located within a part time bus lane operational between 13:00 and 19:00 hours on
the High Street, north of the junction. There are also part time loading bays on each
arm of the junction.

1.3 Modelling Objective

The objective of the modelling is to assess if a two-way layout is possible at the
junction.

High Street- Church St Report 040511.doc 1-2
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Existing Traffic Signal Junction

2.1  Existing Traffic Flows and Modelled Periods

A radar traffic survey was carried out from Monday 10" to Sunday 16" January 2011
with results tabulated at 15 minute intervals. An approximate queue length survey
was carried out on Tuesday 11", Thursday 13", Saturday 15" and Sunday 16"
January 2011.

Further calculations were made to the traffic count data to determine the appropriate
periods to be modelled. The total flows of traffic across each respective stop line
every hour were calculated consecutively for each 15 minute interval.

Peak periods for Tuesday 11" of January were used, as approximate queue length
data was also available for this date to improve the accuracy of the model.

The following peak periods have been used:
AM Peak Period Tuesday 11" January 08:15 — 09:15 Total Flow at junction 1148
PM Peak Period Tuesday 11" January 17:30 — 18:30 Total flow at junction 1363

2.2 Traffic Signal Controller Data

The junction method of control consists of two traffic stages and a full all-round
pedestrian stage. The existing traffic signal stages and phases are shown and
explained below. The junction operates under Urban Traffic Control (UTC) with
demand dependent operation of Church Street and the full all round pedestrian
stage. The site is also fitted with iBus priority detection but the effects of this have
not been modelled.

ﬂ Min >=7 ﬂ Min >= 6 ﬂ Min >=5
E E E
} I
B o B o B o
C C C

Figure 1 Existing Stage Layout

The existing controller includes a dummy phase (Phase F) configured for an All Red
Stage 4 which is not shown as this is not required within the model.

Stage 1 (Phase A) High Street northbound

Stage 2 (Phases B & C) Church Street & Pedestrian phase

Stage 3 (Phases C, D & E) Pedestrian Crossings

To Phase

From Phase

Table 2-A Phase Intergreens

High Street- Church St Report 040511.doc 2-3
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Value

Terminating | Starting
Stage Stage

2 1 B

Phase‘ Type ‘ (s

econds)
Losing 5

Table 2-B Phase Delays

2.2.1 UTC Plan Timings

During the AM and PM peak periods the junction operates an 88 second cycle time

using the UTC Plan Timings shown below:

TUESDAY& TIMETABLE (G176

00:00 SCON 05 R176

06:30 SPAR TRND R176=0ON
07:00 SCON 01 R176

07:00 SPAR MAXC R176=88
08:00 SPAR TRND R176=0OFF
10:00 SCON 02 R176

10:00 SPAR MAXC R176=80
15:00 SPAR MAXC R176=88
16:00 SCON 03 R176

16:00 SPAR MAXC R176=88
20:00 SCON 08 R176

21:00 SPAR MAXC R176=80

Plan Number 1

[G176]
[G176]
[G176] (Start of Plan 1 at 07:00)
[G176]
[G176]
[G176] (Start of Plan 2 at 10:00)
[G176]
[G176]
[G176] (Start of Plan 3 at 16:00)
[G176]
[G176]
[G176]

J04/029 1v 88/F 045/F2.5/2
074/F3.10/3
088/F1.13/1

Plan Number 2

J04/029 2V 80/F 026/F2.5/2
054/F3.10/3
068/F1.13/1

Plan Number 3

J04/029 3V 88/F 025/F2.5/2

059/F3.10/3
073/F1.13/1

High Street- Church St Report 040511.doc

046/F1F2,NTO.99/2+
076/F1F3,NTO.99/3F+

027/F1F2,NTO.99/2+
056/F1F3,NTO.99/3F+

026/F1F2,NTO.99/2+
061/F1F3,NTO.99/3F+
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2.3 LinSig Model Data

Geometric RR67 saturation flows were used so that saturation flows for proposed
lanes and movements which currently do not exist would not be based on estimates.
Given the nature of the site and based on advice available from TRL, a 15%
reduction was applied to the geometric RR67 flows calculated in LinSig to take into
account the slow turning buses, interference from standing vehicles in bus stops and
loading bays, the high pedestrian activity and occasional congestion.

The signal timings in the model were adjusted to match the UTC plans.

UTC data also indicated that the full pedestrian stage appeared 63% of the time.
63% could not be easily replicated in the model so 66% or every two out of three
cycles was used instead. The junction was, therefore, modelled at a 264 second
cycle (3 x 88 seconds) replicating the appearance of two cycles with the pedestrian
stage and one cycle without the pedestrian stage.

The arms of the junction have been assigned the zones below for the origin and
destination flows:

Zone A — High Street (south arm)

Zone B — Church Street

Zone C — High Street (north arm)

2.3.1 Existing Junction Layout

CLECTS

ﬁ/ “Arm 2 - B104 Church St

~ o Arm 4 -

r—tr—6@
—a/1 |\\.
B

[N
~
=

eT—[€]

(N) 19918 UBIH 0TV - T Wiy
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3 Existing AM Peak Period Data and Results

3.1 Traffic Flow Matrix 08:15 to 09:15

Destination
A B © Total
A - 292 577 869
Origin| B - - 279 279
C
Total 292 856 1148

3.2 Staging Plan Diagram

ﬂ Min: 7 ﬂ Min: 6 ﬂ Min: 5
E
*4- -
__1
B o
- c > - c >

|10] 35s 6 [23s] [9] [59]
(1] [Min: 7] 2 [Min: 6]'3 Min: 5
- E -
1
B o
c c
-+ — - e

[11] 34s (6] 23s [9] [59]
[1] [Min: 7]72 Min: 6
__#
B
C
<= -
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3.3

Junction Layout Diagram with Queue Result

KEY

‘ MMQ R+0S Queue Max Unif. Q —ﬁ

0.5

| 65
B104 Church St

< Arm 2 -
\ Arm 4 -

*r—
—00 00 0.0 I\\.
5

'S

(€N) 1990 YBIH 0TV - T Wiy

Scenario 'ExistingAMPeak’
g, Mn7l2] £, [Min6l3] g [wins|
o B o B o
C C C
5 g g
353 [6] 23s] [9] [59]
e [Min7[2] E_, [Min6[3] g [vins|
o B o B o
C C C
i} I I
13 34s| [6] 23s] [9] [55]
[ E_ [Min7[2] e, [Min:5]
| = |
o B o
C C
i; g
13 34s] [6] 375]

3.4 Link Results

Practical Reserve Capacity (PRC) is a measure of how much additional traffic could
pass through the junction whilst maintaining a maximum degree of saturation of 90%
on all Links. Degree of Saturation (Deg Sat) is the ratio of Flow to Capacity.

Mean Mean | Average Queue
Link Link Full Total | Demand | Max Sat Capacity Deg Max Max Survey | Difference
L Green Flow Flow Sat .
Num Description Phase s) (pcu) (pcu/Hr) (pcu) %) Queue | Queue | Queue in pcu
(pcu) (m) (m)
A10 High Street
1/1 (NB) Left A 103 292 1350 542 53.9 6.0 36m 35m +0.2pcu
A10 High Street
12 (NB) Ahead A 103 437 1628 654 66.9 9.7 58.2m 53.4m +0.8pcu
A10 High Street
1/3 (NB) Ahead A 103 140 1649 662 211 2.4 14.4m 15.5m -0.2pcu
on | BLOACHICNSLE g o1 279 1498 533 | 523 65 | 39m | 432m | -0.7pcu
Cycle Time (s) 264
PRC for Signalled Links (%) 34.6
Total Delay for Signalled Links (pcuHr) 8.96
High Street- Church St Report 040511.doc 3-7




JACOBS

4 Existing PM Peak Period Data and Results

4.1 Traffic Flow Matrix 17:30 to 18:30

Destination
A B C Total
A - 330 634 964
Origin| B - - 399 399
C
Total 330 1033 1363

4.2  Staging Plan Diagram

[1] Min: 7] 2] Min: 6] 3] Min: 5
e E -
1
B o
c c
- . < -
It
[10] 42s (6] 28s [9] [59]
[1] [Min: 7] 2 [Min: 6]'3 Min: 5
*4- E e
¢
B o
c c
- - < -
It
I11] 29s 6] 28s 9] [5]
1] [Min: 7] 2 Min: 6
¢
B
c
-+ >
|
NG 6] [
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4.3 Junction Layout Diagram with Queue Results
KEY BEE 7&
‘MMQ R+0OS Queue MaxUnif.QA—{ AR
SEES
ololol |2 Scenario 'ExistingPMPeak66%Peds'
elelel | 1] £ 7] £ Mol £ vy
o B o B o
C C C
| o1 15 se] m J - w al
Arm2-5104 Church St (1] E_ [Min:7]2] £ [Min:6[3] £ [Mn:5|
~ Arm 4 - . I _t I .
o B o B o
C C C
f ] 1 1
3 > > >
2 I s (6] [259 <] &
3 B e (w72 £ [ung
g B IU T‘ IU
3-/A I zej” 4] @l’
4.4  Link Results
Practical Reserve Capacity (PRC) is a measure of how much additional traffic could
pass through the junction whilst maintaining a maximum degree of saturation of 90%
on all Links. Degree of Saturation (Deg Sat) is the ratio of Flow to Capacity.
Mean Mean | Average Queue
Link Link Full c;l'otal Demand | Max Sat Capacity Deg Max Max Survey | Difference
L reen Flow Flow Sat .
Num Description Phase s) (pcu) (pculHr) (pcu) (%) Queue | Queue | Queue in pcu
(pcu) (m) (m)
A10 High Street
11 (NB) Left A 100 330 1350 527 627 7.8 | 46.8m | 30.6m +2.7pcu
A10 High Street
12 (NB) Ahead A 100 434 1628 635 68.3  10.6 | 63.6m | 59.4m +4.2pcu
A10 High Street
13 (NB) Ahead A 100 200 1649 643 311 39 | 234m | 155m +1.3pcu
o | B104 ng‘:mh St| g 94 399 1498 550 725 101 | 60.6m | 432m | +2.9pcu
Cycle Time (s) 264
PRC for Signalled Links (%) 24.2
Total Delay for Signalled Links (pcuHr) 11.87
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5 Proposed Layout

5.1 Modelling of Proposed Layout

To determine an achievable two-way layout within the junction limits, vehicle
tracking software (AutoTrack) has been utilised to determine the stop line and traffic
lane positions. The vehicles used to identify vehicle tracks were a 12 metre Public
Service Vehicle (PSV) which represents both single and double deck buses and a
16.5 metre Articulated Heavy Goods Vehicle (HGV).

The vehicle tracking results for this layout appears on drawing number
B1254443/Tracks/1 Rev 1 attached in Appendix D.

Following discussion of the vehicle tracking results with the Client the proposed
layout shown on drawing number B1254443/Proposed Layout/1 attached in
Appendix E was agreed.

5.1.1 Proposed Layout in LinSig

] /A%& Y
— @/
\ &
@ <
"l £
3 o
® <
! — | N
o |5]5
. gl
] N
I 7] =
A Arm 2 - B104 Church St “A___.—'
- Am4- [
- —4/1 I\_\.
-
[ i
JHRE
2
tt -
=N '2 '
2 £
g & la
= 3
2 |
8 )
g oA B

The junction layout consists of one ahead lane and one turning lane in each
direction on the High Street, the number, width and extent of lanes further north and
south on the High Street will need to be subject to detailed design taking into
account the carriageway width available. Southbound right turning traffic must give
way to opposing northbound ahead and left traffic. Church Street remains a single
lane with traffic now turning in two directions.
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The existing layout currently allows pedestrians to cross the High Street where they
are not in conflict with traffic exiting from Church Street (Phase C Pedestrian
Crossing). With the change in vehicle movements and direction, this would no
longer be possible and a full all-round pedestrian stage would be demanded far
more often so is modelled to appear every cycle representing the worst case
scenario.

For the proposed layout, two different stage sequences with two different cycle
times (88 seconds and 96 seconds) for each sequence during the AM and PM
periods have been modelled. The 88 seconds and 96 seconds cycle times are both
SCOOT compatible cycle times as listed in the TfL Modelling Guidelines V3.0, with
the 88 second cycle time also being recommended by the Guidelines as being
pedestrian friendly as the maximum waiting time for pedestrians would be 83
seconds.

5.1.2 Proposed Layout First Stage Sequence

The first stage sequence consists of the three stages shown below:

Stage 1: Phase A Northbound High Street Ahead and Left turning traffic
Phase F Southbound High Street Ahead and Right turning traffic

Stage 2: Phase B Church Street

Stage 3: Full All-round pedestrian stage

1] Wi 7[3] [ 7] 2] Vi
. E

B o

C

I N 2 R ) B

5.1.3 Proposed Layout Second Stage Sequence

The second stage sequence consists of the four stages shown below:

Stage 1: Phase A Northbound High Street Ahead and Left turning traffic
Phase F Southbound High Street Ahead and Right turning traffic

Stage 2: Phase F Southbound High Street Ahead and Right turning traffic
Phase G Southbound High Street Right turn indicative arrow

Stage 3: Phase B Church Street

Stage 4: Full All-round pedestrian stage

1] [vin: 7] 2] [vin: 73] Vi 7] 4] Vi)
w Olw _
B w]
C
>
Nz I N - I 3 N . I 3 B

This sequence includes a right turn indicative arrow to aid right turning traffic which
has not successfully turned in gaps in opposing traffic.

High Street- Church St Report 040511.doc 5-11
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5.1.4 Proposed Traffic Flows

As there were no proposed southbound ahead and right turning traffic flows
available various options for percentages of southbound traffic that would turn right
based on projected flow data from a previous report were tested. These projected
flows have been factored using the surveyed northbound flows as a base.

The proposed traffic flows and percentages used are shown below.

AM Period:

Church Street 140 Left
Total 279 139 Right
PM Period:
Church Street 200 Left
Total 399 199 Right

_
=

AL

High Street- Church St Report 040511.doc

Southbound %
Total 565 Turning
Right Ahead Right
113 452 20%
85 480 15%
57 508 10%
28 537 5%

o
]

292 577
Left Ahead
Total 869
Northbound
Southbound %
Total 482 Turning
Right Ahead Right

96 386 20%
72 410 15%
48 434 10%
24 458 5%

1
1

330 634
Left Ahead

Total 964
Northbound
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5.1.5 Proposed Layout Modelling Results

The results of the modelling of these sequences, cycle times and flows can be seen
in the LinSig Results table attached in Appendix F.

From the results it can be seen that the junction performs better without the addition
of the stage with a right turn indicative arrow for southbound traffic as this stage
takes time away in the cycle from the northbound and Church Street arms of the
junction and, therefore, reduces their capacity. As such the following assessment
does not examine the options where this stage is included.

TfL Modelling Guidelines V3.0 identifies that vehicle delay begins to increase
exponentially above approximately 85% Degree of Saturation. At junctions
operating close to zero PRC, corresponding to approximately 90% Degree of
saturation, small reductions in capacity can result in a significant increase in delay.
For this reason a PRC of 10% represents the absolute minimum limit of practical
capacity for signalised junctions.

5.1.6 AM period Results

Looking solely at the three stage sequence, it can be seen from the LinSig Results
table that the proposed changes to the junction will significantly reduce the PRC
value from an existing 34.6% to a best PRC of 3.9% at an 88 second cycle time or a
best PRC of 10.1% where the cycle time is 96 seconds. Both of these values are
achievable only if the scenario where 20% of southbound traffic turns right is
rejected. When the 20% right turn scenario is considered the PRC value drops to -
1.7% when using an 88 second cycle time.

5.1.7 PM period Results

The PM peak has increased traffic flows compared to the AM and for all stage
sequences and cycle times the junction has no Practical Reserve Capacity and is
oversaturated.

Again, looking solely at the three stage sequence, it can be seen from the LinSig
Results table that the proposed changes to the junction will significantly reduce the
PRC value from an existing 24.2% to a best PRC of -15.4% at an 88 second cycle
time or a best PRC of -9.9% where the cycle time is 96 seconds. Again, both of
these values are achievable only if the scenario where 20% of southbound traffic
turns right is rejected. When the 20% right turn scenario is considered the PRC
value drops to -30.4% when using an 88 second cycle time.

The degree of confidence in results produced where PRC values are below 10% is
low. Queue lengths and delay identified by models in these cases should be
regarded as the best result achievable and experience indicates they are likely to be
worse.

High Street- Church St Report 040511.doc 5-13
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5.1.8 Further Assessment

Having identified that there would be junction capacity problems during the PM peak
period, a further assessment was undertaken to adjust the traffic flows to identify a
level of change that would be necessary to predicted flows to allow the junction to
operate with an improved PRC.

A study of the LinSig Results table identifies that where 20% of the predicted traffic
along The High Street (southbound) turns right, there is a significant decrease in
PRC, as opposed to a scenario where 15% or lower make the turn.

Working with the scenario where 15% of southbound traffic turns right, it is the
conflict between the flows on the High Street northbound and Church Street which
has the greatest effect upon the results. By carrying out an iterative process of
adjustments to flow values for these two approaches, improved PRC values were
achieved.

A PRC value of 7.1% for the junction was achieved for a 96 second cycle time with a
reduction in traffic flow of 15% for both the High Street northbound ahead and for
Church Street.

To achieve a similar result at an 88 second cycle time, then the two flows would
need to be reduced by 20% of the initially modelled flows. This gave a PRC of 8.4%.

Both of these reduced flow results are based on the scenario that 15% of
southbound traffic turns right.

High Street- Church St Report 040511.doc 5-14



JACOBS

6 Conclusions

6.1 Conclusions

To allow southbound traffic along the High Street would require the loss of at least
one northbound traffic lane, essentially any layout which loses northbound lane
space reduces the capacity of the junction and increases queues on that approach.

Given the need to maximise carriageway space to allow a working junction, it is
unlikely that the existing loading/parking facilities along the High Street or the Bus
Lane and Bus Stop on the High Street to the north of Church Street could be
retained.

The revised junction layout is likely to increase the demand for the all-round
pedestrian crossing period. This increased demand leads to a further reduction in
the proportion of green time available to vehicles leading to additional capacity loss
and increased queue lengths.

The traffic flows available have been used to make assumptions for the new traffic
movements. These assumptions have the potential for significant margins of error.

Given this, if a slightly longer cycle time of 96 seconds is utilised instead of the
current 88 seconds, the junction should operate just within capacity during the
morning peak period. This is subject though to the proportion of anticipated
southbound traffic which turns right at the junction. Existing queue lengths for both
the northbound traffic and Church Street should also be expected to increase.

In the evening peak period the junction is unlikely to operate to an acceptable level,
showing a 10-15% negative reserve capacity.

As the traffic flows are based on assumptions, the further assessment modelling
(5.1.8) identifies that reductions in traffic flow of 15% along both the High Street
northbound and Church Street would give an improved Practical Reserve Capacity
value which would lead to acceptable junction operation.

This junction is likely the most critical to a successful return to two-way traffic along
the High Street. At present however, TfL are unlikely to support such a proposal
due to the reduction in junction capacity based on the results so far.

Given the uncertainty in the assumptions and current results that are within the
margins of error, there is a reasonable chance that this junction could work at a
satisfactory level. More detailed work is required to develop more robust predictions
on likely traffic flows, assess junction operation in more detail, expand the study to
the whole gyratory and consider the various wider area options. A firmer
assessment on the likely impacts to waiting and loading restrictions and public
transport routes needs to be made in order to enable an informed decision to take
place.
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Appendix A Location Map of Stoke Newington Gyratory

Location Map MG-10-008 London Borough of Hackney
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Appendix B Existing Layout Drawing

Drawing B1254443/Existing Layout/1
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Appendix C  TfL Site Layout Drawing, Timing Sheet and Controller

Specification

TfL Site Layout Drawing SLD/04/029/05
TfL Timing Sheet Issue 23
Controller Specification Issue 6
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Appendix D  Tracking Results Drawing

Drawing B1254443/Tracks/1 Rev 1

High Street- Church St Report 040511.doc



Appendix E  Proposed Layout Drawing

Drawing B1254443/Proposed Layout/1
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Appendix F Proposed Layout LinSig Results Table

LinSig Results Table 7/3/11
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