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1. INTRODUCTION

STOKE
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INTRODUCTION
Atkins was commissioned in May 2013 by the London
Borough of Hackney (LBH) to conduct a study into the
options for improvement of the Stoke Newington gyratory
with a view to working in partnership with Transport
for London (TfL) and other stakeholders in selecting and
refining a preferred option that could be developed through
to detailed design and implementation. The scope of work
was as follows:
Stage 1: Generation of Options- the first stage would
generate and assess a series of options for the gyratory up
to and including the removal of the gyratory with conversion
of its constituent streets to two-way working.
There is potential scope for a second stage of work on Stoke
Newington Gyratory depending on the outcomes of Stage 1:
Stage 2: Refinement of Options- 2-3 shortlisted options
from Stage One would be further refined in Stage 2 based
upon more detailed local and strategic traffic modelling
and other analysis work aimed at defining, predicting and
refining the potential benefits and impacts both in the town
centre itself as well as in the surrounding area. Critically, this
design and analysis work would be incorporated into a TfL
format approved business case.

 Chapter 4: Proposed Options- introduces the 16
design proposals which were developed for Stoke
Newington Gyratory.

 Chapter 5: Evaluation- presents the results from
the acceptability and evaluation criteria prior to traffic
modelling, as agreed with officers from LBH and TfL at a
design workshop in September 2013.

 Chapter 6: Traffic Modelling- presents the traffic
modelling results, and updated acceptability and
evaluation scores to reflect the traffic modelling outputs.

 Chapter 7: Conclusions- summarises the key findings
from the feasibility study, and presents the preferred
proposals which are recommended for progression to
Stage Two.
Figure 1 outlines the Study Area which was used for
developing designs in Chapter 4. The analysis in Chapter 3
was based upon a wider area to ensure that the gyratory
was not considered in isolation, and that it was understood
within the wider context of Stoke Newington.

The purpose of this feasibility report is to summarise the
findings from Stage One, the remainder of this report is set
out as follows:

 Chapter 2: Methodology- introduces the
methodology that Atkins has used to date; focussing
on the initial public realm analysis, design option
development, and the scoring of the proposed options
against the assessment criteria.

 Chapter 3: Context- presents the results from the
desktop review of the existing public realm situation in
Stoke Newington; this analysis formed the basis of the
evaluation process.
Figure 1: Location of Study Area
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INTRODUCTION
2011 Consultation Results
Borough residents were asked for their opinions on traffic
and road safety issues within LBH, with specific questions
related to Stoke Newington High Street and the gyratory.
850 responses were received in total from the general
public, and 161 responses were received from local business
owners.

 70% of the general public respondents supported the
removal of the gyratory, The main reasons cited for
removing the gyratory included: slower traffic/increased
safety, better for cyclists, improved traffic flow/less
congestion, and better for local residents/community/
convenience.

 29% of respondents said that they would object to the
gyratory’s removal if it decreased passing trade or if it
was operationally unworkable.

 75% of businesses respondents felt that parking
was regularly required by their customers, and that
the provision of nearby parking was perceived to be
of critical importance to the viability of businesses,
particularly amongst smaller shop owners. It is worth
noting that only 5 respondents from the general public
sample cited low levels of parking along the High Street
as a reason for not shopping in the area.

 Removing the gyratory also gained local support from:
Campaign for Better Transport, London Travel Watch,
Hackney Green Party, and local ward members too.

 14.5% respondents opposed the gyratory’s removal. The
main reason for not removing the gyratory was because
it would be increase traffic volumes, some respondents
also felt that it would be worse for pedestrians, and
actually make the area’s roads more dangerous.

 15.5% of respondents felt that they could not
sufficiently answer the question.

 Interestingly, the most common reasons given for not
shopping on Stoke Newington High Street were high
levels of traffic and pollution, and the unpleasant
environment which they create.

 49% of businesses supported the removal of the
gyratory system; respondents felt that this would
improve local access for bus users and cyclists, they
also felt that there would be a road safety benefit to
removing the gyratory in relation to vehicle speeds and
rat-running.
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Methodology

METHODOLOGY
This Chapter sets out our methodology for the completion of Stage

 Existing land uses

One; the main tasks were as follows:

 Existing cycle facilities

 Confirmation of the project objectives with LBH, TfL and
Atkins;

 Development of a technical note presenting evaluation and
acceptability criteria;

 Completion of a desktop review based on project objectives
(see Table 1);

 Existing traffic management
 Key cycle routes
 Key pedestrian routes
 Key public realm issues
 Key public transport stops/stations
 Residential Density

 Generation of initial design options;

 Parking and loading facilities

 Preliminary assessment of scheme proposals against evaluation

 Pedestrian comfort levels

and acceptability criteria;

 Preliminary results presented to LBH and TfL at project
workshop; and

 Confirmation of results based on workshop discussions with
LBH and TfL
Table 1 opposite presents the project objectives for Stoke
Newington town centre which were developed by Atkins and LBH
in consultation with TfL. Each objective was assigned a priority level
to reflect LBH’s objectives for Stoke Newington town centre.

 Potential vehicle rat-runs
 Road safety analysis
 Traffic survey results
 20mph Zones
Having completed the above analysis, Atkins undertook an initial
assessment of the design proposals against the evaluation and
acceptability criteria. The assessment criteria provided the basis for
assessing scheme options, while also giving due consideration of
the key impacts and benefits that will underpin any subsequent

Having agreed the project objectives, Atkins undertook a
comprehensive desktop review of the Study Area. The review was
critical for informing the development of design proposals and also
for the scoring of proposals against the assessment criteria. The
scope of the desktop review was based on the project objectives, to
ensure that each objective was covered by at least one assessment.
Most objectives required more than one type of assessment to be
undertaken. For example to fully understand local bus provision,
we assessed existing bus routing, bus routing densities, and
also analysed Bus Origin and Destination Survey (BODS) data.
The desktop review covered the following areas, the results are
presented in Chapter 3:

 Areas of usable public space
 Bus Origin and Destination Survey (BODS) data
 Bus routing

Stoke Newington Objectives

Borough Priority

A - Overall enhancement of Stoke Newington as a
multifunctional destination

High

B - Strengthening Stoke Newington into a single unified
town centre and retail location with reduced severance
(or free from severance)

High

C - An enhanced pedestrian friendly public realm with
reduced noise and pollution

High

D - Reduced rat running through residential areas whilst
still assisting cycle permeability

High

E - An enhanced and safe environment for walking

High

F - An enhanced and safe environment for cycling, with
the provision of facilities as prescribed in the Mayor's
Vision for Cycling in London

High

G - Adequate provision for business related parking and
loading

High

H - Maintenance of bus service provision and bus journey
times and improvements to bus stop arrangements

High

I - Reducing speeding and increased pedestrian crossing
facilities on Rectory Road, Evering Road and Manse Road

Medium

J - Improved wayfinding

Low

TfL business case appraisal. The aim of the assessment criteria was
effectively to ‘sift’ options down to a limited number for more
detailed assessment in the Stage 2 of this project.

 Acceptability Criteria – these criteria had to be met in order
for an option to be considered acceptable, they reflected
the project objectives. This stage of assessment sought to
eliminate any options which could not meet the fundamental
criteria.

 Evaluation Criteria – these criteria focussed on the extent to
which objectives and associated benefits could be delivered
by a scheme and included more detailed and specific

Table 1: Stoke Newington Project Objectives

considerations.
The results of the initial assessment were then presented at a
workshop LBH and TfL in September 2013. The scoring and results

 Bus route frequencies

were updated to reflect the discussions of at the project workshop;

 Development opportunities

these updated results are presented in Chapter Five.

STOKE
NEWINGTON
GYRATORY
11

12

3. CONTEXT

STOKE
NEWINGTON
GYRATORY
13

EXISTING SITUATION
The Stoke Newington gyratory system was originally
implemented in the 1960s in order to relieve congestion in
Stoke Newington by splitting north and southbound flows
between 2 parallel routes that were better able to cope with
heavy two-way traffic flows.
Although well intentioned at the time of inception the
installation of the gyratory has had a number of long term
impacts on the town centre, they include:

 Multi-lane streets which encourage high traffic speeds
with drivers weaving and overtaking to get to their
destination as quickly as possible.

 The wide expanses of tarmac are intimidating to
cross for pedestrians, this is compounded by a lack
of pedestrian crossings at key points throughout the
gyratory, and sections of particularly narrow footways.

 The network of one-way streets make access and egress
routes convoluted, creating driver frustration. There are
a limited number of routing options for drivers outside
of the streets forming the gyratory.

The cumulative impact of the above issues is that they
dominate the users’ perception of the town centre, and
detract from many of the area’s inherent qualities such as
attractions along the High Street and Stoke Newington
Common. The remainder of this Chapter will present the
results from our desktop review; an explanation is provided
with each illustration to help explain how the analysis was
used when scoring against the assessment criteria. The
individual pieces of analysis have been grouped under the
following themes:

 Cycling
 Pedestrians
 Public realm
 Public transport
 Road safety
 Traffic management

 The gyratory layout results in inbound and outbound
stops for buses being dispersed across several streets
with the consequence that those unfamiliar with the
area do not know where to catch their bus for their
return journey. Bus users familiar with the area do know
where to catch the buses, but have to take long routes
to reach the bus stops;

 Large volumes of traffic sever the town centre from
its surrounding communities as well as bringing
unacceptable levels of noise and air pollution.

 Cyclists have a confusing network to navigate and are
offered no protection from heavy vehicular volumes and
turning movements on the TLRN routes, resulting in an
overall lack of permeability.

N
Figure 2: Summary of key issues
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Context

CYCLING
Key cycling routes and facilities
Key cycle routes through Stoke Newington were mapped
to help understand what impact design proposals might
have upon access to routes, and the local cycle network.
Cycle permeability is generally good throughout the Study
Area, with several contraflow cycle streets maintaining cycle
permeability, where it has been reduced for other road
users. Figure 3 highlights however that there is a lack of
direct routes for cyclists along the main TLRN routes which
limits north-south connectivity and creates an intimidating
atmosphere for less confident cyclists. The result of which is
that TfL’s recommended cycle routes (highlighted in dashed
lines opposite) generally avoid the TRLN and encourage
cyclists to use side streets instead.
The cycle permeability information was used specifically to:

 Assess the potential impact of schemes upon overall
cycle permeability;

 To assess proposals’ potential to improve the quality of
cycle infrastructure
Cycle Superhighway 1 will run parallel to Stoke Newington
High Street, the current recommendation is that the
Superhighway follows the route of London Cycle Network
10. A potential Superhighway would significantly improve
cycle permeability in the area, however there would still be
a need to improve the quality of cycling infrastructure and
permeability in Stoke Newington town centre.

Figure 3: Cycle permeability in Stoke Newington
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CYCLING
Wider Cycling Network
The opposite figure highlights the key cycle routes beyond
the study area, and how these connect into Stoke Newington
Town Centre. Key routes were mapped to help assess
what impact schemes might have upon the wider cycling
network, and whether there could be scope to improve cycle
connectivity with Stoke Newington Town Centre. Figure 54
breaks down the cycle network into three categories:

 London Cycle Network routes;
 Routes on quieter roads;
 Shared use facilities.

Figure 54 was used specifically to:

 Assess the impact design proposals would have upon
the wider cycling network, and;

 To assess whether schemes could improve cycle
permeability and cycle connections with the Town
Centre.

N
Figure 4: Wider cycling network
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Context

PEDESTRIANS
Pedestrian realm analysis
Key pedestrian routes and crossings were mapped to help
assess whether schemes might impact upon the quality of
the pedestrian realm. Figure 5 summarises the key issues
within the pedestrian realm of Stoke Newington, focussing
on:

 Footway pinch-points;
 Provision of pedestrian crossings and;
 Traffic signal phasing

Figure 5 was used specifically to:

 Assess the impact proposals would have upon the
pedestrian realm, and;

 To assess whether schemes could resolve existing
pedestrian issues within the Study Area

Figure 5: Summary of key pedestrian issues

STOKE
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PEDESTRIANS
Pedestrian Comfort Levels
Pedestrian Comfort Levels were calculated at several sites
throughout the Study Area to help assess the appropriateness
of footway widths. Locations were selected based upon
footways where data was available. Locations rated ‘A’ allow
free circulation of pedestrian movement without restrictions
or obstacles. An ‘F’ rating means that pedestrian movement
is significantly impeded by many stoppages and obstacles
(including other pedestrians).
The PCL figures were used with a degree of caution because
the ‘A’ sites scored well because of low footfall counts at
those sites which boosted the PCL rating. The ‘F’ sites scored
poorly because the footways are less than 1.5m wide which
automatically scores an ‘F’ regardless of footfall levels.
There were however still two main areas of concern within
the Study Area between Brooke Road and Northwold Road
on Stoke Newington High Street, and between Brooke Road
and Evering Road on Rectory Road. The overall footway
widths were already very narrow at both locations, however
the effective clear width was further reduced by a significant
amount of street clutter (including advertising boards, signal
posts etc) at these locations.
The PCL figures were used alongside the pedestrian analysis
from Figure 6 to assess:

 The potential impact of schemes upon overall pedestrian
permeability;

 Proposals’ potential to improve overall pedestrian
comfort levels, specifically at the sites which are rated ‘F’
opposite.

Figure 6: Analysis of pedestrian comfort levels
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Context

PUBLIC REALM
Areas of usable public space
Existing areas of usable public space were mapped to help
assess how proposals would impact upon these spaces.
The only potential space which could be identified within
the gyratory was a small space outside Hackney police
station, on Stoke Newington High Street. The lack of public
spaces within the gyratory area meant that the scope of the
assessment was extended to include the open spaces which
are highlighted in Figure 7.
There is scope for significantly improved access to Stoke
Newington Common through improvements to Northwold
Road and Rectory Road, and to links through the Smalley
Road Estate. However access to Abney Park Cemetery is
limited to entrances on Stoke Newington Church Street
and Stoke Newington High Street, whilst West Hackney
Recreation Ground only has narrow entrances onto Evering
Road. The extent to which improvements could enhance
access into these spaces therefore is limited by the physical
layout of the spaces.
Figure 7 was used specifically to:

 Assess proposals’ potential to improve connections with
existing public spaces within the Study Area.

 Consider the impact any proposals might have on the
existing public realm.

Figure 7: Areas of usable public space
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PUBLIC TRANSPORT
Local bus stops and bus routes
The lack of London Underground stations in the Study Area
means that buses are an essential mode of travel, including
access to those stations outside it. A key consideration of
proposed schemes was assessing the potential impact that
they might have upon bus operations, and access to those
bus services. Therefore the first step in analysing the bus
network was locating all bus stops in the area, and plotting
all bus routes. Figure 8 was used specifically to:

 Assess the potential impact of schemes upon the
operation of the bus network and;

 To assess the impact of schemes upon access to bus
stops if schemes required the re-location of bus stops
within the area.

Figure 8: Location of local bus stops

Context

PUBLIC TRANSPORT
Bus network analysis
Having plotted the bus network, individual bus routes were
plotted based on frequency using BODs data. Ranking routes
by frequency enabled a more thorough assessment of how
design proposals affected specific sections of the network,
and also identified the busiest sections of the gyratory in
terms of buses passing through specific sections. The BODs
figures were calculated by taking an average figure of the
departing loads of each route across all local bus stops over
a 24 hour period. Figure 9 highlights two particularly busy
sections of the High Street:

 Stoke Newington High Street between Northwold Road
and Cazenove Road carries an estimated 115 buses per
hour in each direction.

 Stoke Newington High Street between Brooke Road and
Northwold Road carries an estimated 75 buses per hour
in one direction.
Figure 9 was used specifically to:

 Assess the potential impact of schemes upon the
operation of the bus network;

 Highlight the busiest sections of the bus network in
terms of the volume of buses passing through a specific
point, and;

 To assess the impact of schemes upon groups of routes,
for example if traffic management was changed in
Northwold Road then it would affect all local bus
services as they are all routed through this section of the
gyratory.

Figure 9: Bus routing based on route frequency
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PUBLIC TRANSPORT
Bus Origin and Destination (BOD) analysis
Bus Origin and Destination data was plotted to enable a
better understanding of the bus network, and specifically
to identify the busiest bus stops within the Study Area. The
BODs figures represent the total number of boarders and
alighters at each bus stop in the study area over a 24 hour
period. Where available, data was split into individual bus
stops. However the figures for Brooke Road (Stops T and
U) and Stoke Newington High Street (Stops F and X) could
not been split as they were combined in the original BODs
dataset. The key issues arising from the analysis are:

 BODs figure are highest on the north-south routes
(67,76,149,243), and higher in the northbound
direction (Stoke Newington High Street) than the
southbound direction (Manse Road and Rectory Road).

 The BODs figures are relatively consistent throughout
the east-west route stops (73,393,476).

 Bus stop D (Northwold Road) is the single busiest bus
stop within the local network with all north-south and
east-west services stopping there.
The figure suggests that there is positive correlation between
BODs figures and the number of services using stops, and
the busiest sections of the bus network in terms of passenger
numbers are located where buses are travelling in both
directions. The busiest section of the bus network is north
of Brooke Road on Rectory Road and Stoke Newington High
Street.
The BODs data was used specifically to:

 Assess the potential impact of schemes upon the
operation of the bus network and;

 To assess the impact of schemes upon passenger
accessibility if a scheme required the re-location of bus
stops within the area.

N
Figure 10: Bus origin destination analysis
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Context

PUBLIC TRANSPORT
Key residential areas
Output areas were plotted alongside key transport nodes
and key local services to help assess the impact that
proposals might have upon residential areas within Stoke
Newington. Plotting this information allowed analysis of
impacts upon specific areas; for example the design options
which proposed two-way bus access on Stoke Newington
High Street might have an adverse effect upon access to
local bus services for residents living in the eastern output
areas (006a, 006e, 009e).
The output data was used specifically to:

 Assess proposals’ impacts upon residents’ access to key
facilities within Stoke Newington.

Rail Stations
There are two train stations which serve Stoke Newington
High Street and the wider town centre area. Stoke Newington
train station on Stamford Hill has a total 821,876 exits and
entries per annum with an average of 2264 passengers using
the station per day. Rectory Road train station has a total
of 702,652 exits and entries per annum with an average of
1936 per day. When looking at residential densities it is clear
that Stoke Newington station is in a higher density area,
resulting in greater usage of the train station. By the end of
2015, both train stations will be owned and run by Transport
for London which could have an effect on usage levels.

Figure 11: Lower output areas and key local trip generators
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ROAD SAFETY ANALYSIS
Road safety analysis

The output data was used specifically to:

Having reviewed the Road Safety Analysis, individual
collisions were grouped together around specific links and
junctions as summarised in Figure 12. The circled numbers
represent the total number of collisions which took place at
specific junctions over the 36 month period. Between May
2010 and May 2013; 125 collisions took place within the
Study Area, of which:

 Assess proposals’ potential to address areas where there
were particular road safety concerns

 104 collisions (83.2%) were slight and 21 (16.8%) were
serious.

 45 (36%) were at nighttime and 24 (19.2%) were in
wet conditions

 42 (33.6%) collisions involved pedestrians of which 8
(19%) were serious

 41(32.8%) collisions involved cyclists, 9 (22%) were
serious.

 10 (8%) of collisions involved Powered Two-Wheelers,
all 10 collisions were slight.

The main issues were:

 Cyclists not being seen by drivers throughout the Study
Area (38 collisions);

 Pedestrians not looking properly and/or not using
crossings properly when crossing Stoke Newington High
Street (16 collisions);

 Vehicles tailgating along Stoke Newington High Street
(8 collisions)

 Drivers not looking properly when merging from Stoke
Newington Common into Rectory Road, and colliding
with vehicles already in Rectory Road (4 collisions)

N
Figure 12: Summary of key road safety issues
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Context

TRAFFIC MANAGEMENT
Existing traffic management
It was important to understand the current operation of
the gyratory because a majority of the design proposals
would require changes to the existing traffic management
arrangement. Vehicular movements are tightly controlled
within the Study Area which reduces the scope for ratrunning and through traffic in residential areas. It also
however significantly increases journey lengths within Stoke
Newington and also increases the number of superfluous
journeys within the gyratory.
Figure 13 was used specifically to:

 Assess proposals’ impacts upon traffic management in
Stoke Newington;

 Evaluate the extent to which proposals maintained local
access for businesses and residents;

 Assess the potential impact of proposals upon ratrunning through the area.

Figure 13: Existing traffic management
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TRAFFIC MANAGEMENT
Parking and loading facilities
A majority of the design proposals would require changes
to the existing parking and loading arrangements in the
Study Area; all parking and loading facilities therefore were
mapped to clarify the extent of the various restrictions. The
restrictions can be grouped into three general areas:

 Parking and loading access is tightly controlled north
of Brooke Road on Northwold Road, Rectory Road and
Stoke Newington High Street,

 Loading is slightly less restricted on Stoke Newington
High Street (south of Brooke Road) with loading
permitted in some sections after 1pm on other sections,
parking is limited along this section to 1 hour maximum
stay,

 South of Brooke Road, parking is unrestricted on Manse
Road and Rectory Road within the existing bays.
The output data was used specifically to:

 Assess the extent to which proposals affect parking and
loading facilities.

Figure 14: Existing parking and loading facilities

Context

TRAFFIC MANAGEMENT
Potential vehicular rat-runs
The existing layout precludes many vehicular routes within
the existing gyratory layout, therefore there are relatively
few options which could be considered ‘rat-runs’ within
the Study Area. It is important that proposals did not
inadvertently increase the potential for rat-running in the
Study Area. Existing (potential) rat-runs were plotted to
form the basis of the analysis of the proposed options as
illustrated in Figure 15. The figure was used specifically to:

 Assess the extent to which proposals increased or
decreased the potential for rat-running in the area.

Figure 15: Potential rat-runs around Stoke Newington gyratory
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TRAFFIC MANAGEMENT
Traffic survey results
Passenger Car Unit (PCU) counts from both 2010 and 2012
were plotted to allow a better understanding of patterns for
vehicle movements in the area. An underlay was included in
Figure 16 to help compare vehicular flows throughout the
Study Area (the lines are proportionate to mean vehicular
flow for each section). The two busiest sections of the
gyratory were found along Rectory Road between Stoke
Newington Common and Brooke Road (>1000 PCUs per
hour), and Stoke Newington High Street between Tyssen
Road and Church Street (>800 PCUs per hour). The quietest
section of the network was along Brooke Road (<300 PCUs
per hour).

 12.6% decrease in vehicles continuing southbound on
Rectory Road at the junction with Evering Road, and a
10.2% decrease in vehicles continuing southbound on
Rectory Road at the junction with Brooke Road.
Figure 16 was used specifically to:

 To provide more context on what impacts schemes
might have upon re-routing of vehicular traffic.

There was an overall decrease in the AM counts of 1.5%
between 2010 to 2013, and a 2% increase in the PM counts.
The other key differences are summarised below:
AM Counts:

 15.3% increase in southbound vehicles turning from
Rectory Road into Evering Road, and a 9.6% increase
in vehicles turning from Manse Road into Stoke
Newington High Street southbound.

 11.2% decrease in vehicles turning from Church
Street into Stoke Newington High Street northbound,
and 10.5% decrease in vehicles turning from Stoke
Newington High Street into Northwold Road.
PM Counts

 21.2% increase in vehicles staying on Stoke Newington
High Street whilst travelling northbound at the junction
with Church Street, and a 18.5% increase in vehicles
turning from Manse Road into Stoke Newington High
Street northbound.

Figure 16: Summary of 2011 and 2013 traffic surveys

Context

TRAFFIC MANAGEMENT
20mph zones
Nearly all streets within the Study Area are covered by
20mph restrictions, except for the TLRN routes which form
the gyratory system which have a restriction of 30mph. The
combination of 20mph restrictions and traffic management
ensures that the impact of vehicular traffic is minimised
in residential areas. A key assessment criterion was that
the existing extent of 20mph coverage was maintained
throughout Stoke Newington. Figure 17 was used specifically
to:

 Assess the extent to which proposals affected existing
20mph coverage within the Study Area, and;

 Whether proposals had potential to increase the extent
of 20mph coverage in the town centre

Figure 17: Existing speed limits in Stoke Newington
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4. PROPOSED OPTIONS

STOKE
NEWINGTON
GYRATORY

PROPOSED OPTIONS
Design proposals were based around five design concepts;
ranging from local interventions up to major infrastructure
changes. Individual schemes were developed within these
concept groups, cross-sections were also prepared to
accompany proposals to allow the design team to better
conceptualise how proposals would look on the ground
and the impacts that proposals might have on key design
elements such as parking and loading requirements, cycle
facilities and footway widths. The development of options
was heavily informed by the desktop review which identified
key issues and opportunities to be considered during the
design process.
The design proposals concentrated on changes to the main
roads within the gyratory. It was felt that there would be too
many design connotations if changes to minor roads were
also considered.

1.Local Interventions
These measures focused on small-scale improvements to key
junctions and also suggested the introduction of additional
pedestrian crossings throughout the gyratory. These schemes
would have minimal effect upon the existing operation of
the gyratory.

 1a: Minor junction improvements
 1b: Improved junctions and cycle links

2.Cycle only options
These two options concentrated on improving cycle
infrastructure on Stoke Newington High Street.

 2a: Two-way cycle facilities on High Street
 2b: Contraflow cycle facility on High Street

32

3.Two-way working options

 4c: Two-way working with buses and cyclists

These proposals focussed on the removal of the gyratory
system by converting it to two-way working, some options
included additional traffic management modifications to
other streets in the area.

 4d: Two-way working with time managed closure

 3a: Full two-way working with Brooke Road also

 4e: Two-way working with time managed closure on the

converted to two-way operation

 3b: Two-way working - except on Evering Road and
Manse Road which would form a mini-gyratory

 3c: Two-way working – except on Stoke Newington

southbound only on the High Street between Stoke
Newington Church Street and Evering Road
on the High Street between Brooke Road and Stoke
Newington Church Street
High Street between Brooke Road and Evering Road

 4z: Two-way working with buses, cyclists, and permit
holders only on the High Street between Brooke Road
and Stoke Newington Church Street

High Street between Brooke Road and Northwold Road

 3d: Two-way working – except on Evering Road, Manse
Road and Brooke Road which remain one-way with the
one-way operation on Brooke Road reversed

5.Major infrastructure options
The two options focussed on larger scale solutions to
improving Stoke Newington Gyratory:

4.Two-way working with restricted access

 5a: Section of Rectory Road (between Evering Road and

This set of options restrict access to Stoke Newington High
Street by either time of day or vehicle type. This includes
options to improve bus and cycle access along the High
Street whilst also converting other streets in the gyratory to
two-way working. Two options were also included which
would create time-managed closures to sections of the High
Street.

 5b: Cut and Cover tunnel installed along High Street –

 4a: Two-way working with buses, cyclists and permit
holders only on the High Street between Evering Road
and Stoke Newington Church Street

 4b: Two-way working (except Evering Road and Rectory
Road) with buses, cyclists and permit holders only
on the High Street (between Evering Road and Stoke
Newington Church Street), Brooke Road is also made
two-way

Northwold Road) realigned eastward
between Evering Road and Northwold Road

Proposed Options

LOCAL INTERVENTIONS
1a. Minor junction improvements
This option would make small improvements to the pedestrian
environment by addressing existing issues. Changes would
be made to three key crossings within the Study Area to
reduce the existing severance on Stoke Newington High
Street and Rectory Road and improve permeability at key
junctions:

 Stoke Newington High Street and Manse Road:
improvements would be made to the junction, focussing
on improving conditions for pedestrians, this would
include providing straight across crossings or realigning
the existing crossings.

 Stoke Newington High Street: high footfall levels mean
that there is a significant amount of pedestrian crossing
of the High Street; however there are no crossing
facilities between Evering Road and Dynevor Road. Due
to the lack of formal crossing facilities, levels of informal
crossing are relatively high which in turn is reflected
within the accident data which shows a high number of
incidents involving pedestrians in this area.
A new crossing combined with the improvements to the
junction with Evering Road would significantly improve
pedestrian movements in the area.

 Rectory Road and Evering Road: pedestrian phases
would be introduced on all arms of the junction,
currently there are two arms without pedestrian phases.

 Rectory Road and Northwold Road: more direct crossing
facilities would be introduced at the junction to reduce
crossing distances for pedestrians.
Along within improving crossing facilities for pedestrians
at junctions the proposal would seek to introduce five new
standalone pedestrian crossings at the following sites:

 Evering Road/Manse Road: there is currently one
crossing in Evering Road/Manse Road; a new crossing
therefore would significantly improve pedestrian
permeability along the street and aid in reducing vehicle
speeds along the street.

 Rectory Road: there is a lack of crossing facilities on
Rectory Road, an additional crossing adjacent to Stoke
Newington Common would assist pedestrians and
also help to reduce speeds along this section. A new
crossing between Brooke Road and Evering Road would
be located near the existing nursery, improving road
safety in this area.
Figure 18: Design option 1a
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LOCAL INTERVENTIONS
1b. Junction improvements and cycle facilities
This option would build upon the pedestrian improvements
made in proposal 1a, and improve cycling facilities through
the gyratory area. The facilities would be focussed upon the
following streets:

 Brooke Road,
 Evering Road/Manse Road,
 Northwold Road,
 Leswin Road.
The improved facilities would be located in streets running
adjacent to the main TLRN which would improve key eastwest and north-south cycle permeability without significantly
impacting on the operation of the gyratory system. It is
envisaged that the facilities would be advisory and would
not constitute segregated cycle facilities because of the
quiet, residential nature of these streets.

Figure 19: Design option 1b
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Proposed Options

CYCLE ONLY OPTIONS
2a. Two-way cycle facilities on High Street
This option would seek to significantly improve cycle
facilities along Stoke Newington High Street by providing
dedicated facilities in both directions between Evering Road
and Northwold Road. The cycling analysis in the previous
Chapter has already highlighted key issues for cycling in
the area, improved facilities on the High Street could help
overcome some of these issues:

 Analysis of the local cycling network highlighted that
there is a lack of direct cycle facilities on major routes
in the area which limits overall cycle permeability, and
means that cyclists using those routes are offered little
protection from vehicular traffic.

 The road safety analysis identified numerous incidents
involving cyclists where drivers or pedestrians failed to
see cyclists, providing facilities therefore would make
cyclists more visible on the High Street
New facilities on Stoke Newington High Street would
provide some protection for cyclists on the High Street
and help to increase their overall visibility when using the
street. The proposals recommends 2m wide cycle facilities
in both directions, the detailing of the facilities has yet to be
confirmed.

Figure 20: Design option 2a
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CYCLE ONLY OPTIONS
2b. Contraflow cycle facility on High Street
Option 2b would introduce a 2m wide contraflow cycle facility
to allow cyclists to travel southbound between Northwold
Road and Evering Road. Contraflow facilities on the High
Street would significantly improve cycle permeability, and
reduce cycle journey times through the area as cyclists would
no longer have to travel via Northwold Road, Rectory Road,
Manse Road, and Evering Road.

Figure 21: Design option 2b
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Proposed Options

TWO-WAY WORKING OPTIONS
3a. Full two-way working with Brooke Road also made two-way
Option 3a would remove the gyratory system and install
two-way working on the following streets:

 Stoke Newington High Street,
 Evering Road/Manse Road,
 Northwold Road,
 Rectory Road,
 Brooke Road.
This option would completely transform the relative
permeability of the road network for all users; it would
shorten journey lengths, remove superfluous traffic from
the network, and ultimately allow more intuitive travelling
through Stoke Newington.

Figure 22: Design option 3a
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TWO-WAY WORKING OPTIONS
3b. Two-way working except on Evering Road and Manse Road
Option 3b would remove the gyratory system and install
two-way working on the following streets:

 Stoke Newington High Street,
 Evering Road between Stoke Newington High Street
and Manse Road,

 Northwold Road,
 Rectory Road
Like option 3a, this option would significantly improve the
permeability of Stoke Newington however retaining the oneway order on the section of Manse Road would inadvertently
create a mini-gyratory around Manse Road, Evering Road
and Rectory Road. This section has been retained as oneway due to the narrow carriageway on Manse Road, it
would only be wide enough for two-way working if the
carriageway was widened or the existing kerbside activity
(parking and a bus stop) was removed.

Figure 23: Design option 3b
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Proposed Options

TWO-WAY WORKING OPTIONS
3c. Two-way working except on High Street between Brooke Road and Northwold Road
This option would remove the gyratory system and install
two-way working on:

 Stoke Newington High Street between Brooke Road and
Northwold Road,

 Manse Road/Evering Road,
 Northwold Road,
 Rectory Road
 Brooke Road.
This proposal would not improve permeability of the
environment as much as the other proposals in this category.
However maintaining the one-way restriction on the narrow
section of Stoke Newington High Street between Brooke
Road and Northwold Road would enable improvements to
the local pedestrian/public realm in an area which analysis
in the previous Chapter highlighted as being of a poor
standard.

Figure 24: Design option 3c
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TWO-WAY WORKING OPTIONS
3d. Two-way working except on Evering Road and Manse Road, Brooke Road made
one-way eastbound
Option 3d would remove the gyratory system and install
two-way working on

 Stoke Newington High Street,
 Northwold Road,
 Rectory Road.
Evering Road/Manse Road would remain one-way
westbound, and Brooke Road would be converted to oneway eastbound. This option would significantly benefit
south-east to north-west movement as there would be an
option to use Brooke Road as well as Northwold Road, it
would however restrict some west-east movements because
of the reversal of Brooke Road.

Figure 25: Design option 3d
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Proposed Options

TWO-WAY WORKING WITH
RESTRICTED ACCESS OPTIONS
4a. Two-way working with buses, cyclists and permit holders only on High Street
between Evering Road and Church Street
Option 4a would install two-way working on the following
streets;

 Stoke Newington High Street- Bus and Cycle only
between Church Street and Evering Road,

 Evering Road/Manse Road,
 Northwold Road,
 Rectory Road.
The option would have significant benefits for local bus and
cycle networks as it would provide new dedicated facilities, it
would also enable public realm improvements along the High
Street as the option could remove one lane of carriageway.
This option may be unworkable due to the relatively high
number of properties (businesses and residents) that would
still require access to the High Street and hence would
require permits to access the area. Another disadvantage
of the option would be that northbound general traffic
would have to take a significantly longer journey, travelling
via Evering Road, Manse Road and Rectory Road. The
scheme would also reduce northbound access movements
for local residents living adjacent to Stoke Newington High
Street who would be unable to use the existing exits onto
the High Street, and therefore would have to take longer,
more convoluted routes around the gyratory. Additionally,
there are likely to be problems associated with enforcing the
restrictions.

Figure 26: Design option 4a
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TWO-WAY WORKING WITH
RESTRICTED ACCESS OPTIONS

4b. Two-way working (except Evering Road and Rectory Road) with buses, cyclists and
permit holders only on High Street (between Evering Road and Church Street), Brooke
Road made two-way
This option would install two-way working on the following
streets;

 Northwold Road,
 Rectory Road (between Northwold Road and Brooke
Road)

 Brooke Road
 Stoke Newington High Street (Bus and Cycle only
between Brooke Road and Northwold Road)
This option would benefit local bus and cycle networks
and also enable wider public realm improvements on Stoke
Newington High Street. However northbound general
traffic would be diverted via Brooke Road, Rectory Road
and Northwold Road which would significantly increase the
amount of vehicular traffic using those roads.

Figure 27: Design option 4b
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Proposed Options

TWO-WAY WORKING WITH
RESTRICTED ACCESS OPTIONS

4c. Two-way working with buses and cyclists southbound only on High Street between
Church Street and Evering Road
Option 4c would install two-way working on all streets
within the area;

 Evering Road/Manse Road,
 Northwold Road,
 Rectory Road,
 Stoke Newington High Street (Contraflow bus and cycle
lane between Church Street and Evering Road).
This option would create two-way working throughout the
gyratory, except for Stoke Newington High Street which
would have southbound bus and cycle access only between
Church Street and Manse Road. This option would increase
the overall permeability for all road users, especially for
buses and cycles which would have two-way access to the
High Street, importantly it would retain northbound access
for general traffic on the High Street.

Figure 28: Design option 4c
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TWO-WAY WORKING WITH
RESTRICTED ACCESS OPTIONS
4d. Two-way working with time managed closure on Stoke Newington High Street
between Brooke Road and Church Street
Option 4d would create two-way working throughout
the gyratory, except for a time managed closure of Stoke
Newington High Street between Brooke Road and Church
Street. The closure of the High Street would allow a
complete transformation, albeit temporal, of the High
Street’s environment. Any changes to the High Street would
have to be designed to ensure that the street could operate
as normal outside of the restricted hours. The option would
however add additional traffic to Brooke Road, Rectory
Road, Evering/Manse Road and Northwold Road when the
time managed closure is in effect.

Figure 29: Design option 4d
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Proposed Options

TWO-WAY WORKING WITH
RESTRICTED ACCESS OPTIONS

4e. Two-way working with time managed closure on High Street between Brooke Road
and Evering Road

This option would build upon option 4d by extending the
time-managed closure from Stoke Newington Church Street
to Manse Road. This would provide even more space in
which the Stoke Newington High Street could be temporarily
transformed into a pedestrian dominated space. As with
Option 4d, any changes to the High Street would have to be
removable to ensure that the street could operate as normal
outside of the time-restriction.
During the time managed closure significant additional
traffic will be added to Evering Road, Manse Road, Rectory
Road and Northwold Road. Further consideration will also
need to be given to access requirements for properties on
the High Street and the adjacent streets.

Figure 30: Design option 4e
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TWO-WAY WORKING WITH
RESTRICTED ACCESS OPTIONS

4z. Two-way working with buses, cyclists, and permit holders only on Stoke Newington
High Street –between Brooke Road and Stoke Newington Church Street
Option 4z is as an adaptation of option 4a; the bus and cycle
only restriction would be limited to Stoke Newington High
Street between Stoke Newington Church Street and Brooke
Road, rather than to Evering Road. This would ensure that
buses and cycles would still have the benefit of direct northsouth access along the High Street, it would also mean that
the overall permeability of the High Street would not be
reduced to the same extent as in option 4a.

Figure 31: Design option 4z
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Proposed Options

MAJOR INFRASTRUCTURE
OPTIONS

5a. Section of Rectory Road (between Evering Road and Northwold Road) moved
eastward

Option 5a would seek to realign Rectory Road with the main
railway line between Northwold Road and Stoke Newington
Common. The benefits of 5a would be concentrated
specifically on Stoke Newington Common as it would enable
the unification of the spaces which are currently split by
Rectory Road, it would also allow the re-configuration and
improvement of the junctions of Northwold Road and Stoke
Newington Common with Rectory Road. Re-designing the
junction of Rectory Road and Stoke Newington Common
could help address a recurring issue raised in the road safety
analysis of vehicles merging unsafely into Rectory Road.
Whilst this has been presented as a stand alone option,
it could be integrated into a majority of the other design
proposals. It is recognised that this options is complicated by
the protection of the existing common land and the location
of mature trees adjacent to the railway line.

Figure 32: Design option 5a
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MAJOR INFRASTRUCTURE
OPTIONS

5b. Cut and Cover tunnel installed along Stoke Newington High Street between Evering
Road and Northwold Road
Option 5b is the most radical proposal for the gyratory; a cut
and cover tunnel would be installed to run underneath the
existing High Street between Evering Road and Northwold
Road. This option would effectively ‘free up’ Stoke Newington
High Street from vehicular traffic and present the High Street
with an opportunity to completely reinvent itself. Various
traffic management options could be included with the
construction of the tunnel including two-way working on
Stoke Newington High Street. The tunnel would be a major
engineering undertaking and require a significant amount of
funding, and our preliminary designs suggest that it would
be difficult to create the accesses into the tunnel.

Figure 33: Design option 5b
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5. EVALUATION

STOKE
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ACCEPTABILITY CRITERIA
Our design team undertook an initial assessment of the design
proposals against the acceptability and evaluation criteria to
establish a baseline of scores. This initial assessment was carried out
prior to gaining access to the traffic model from TfL and therefore
the traffic modelling results are blank in this section. The key below
shows how schemes were scored from red (very negative) up to
bright green (very positive). These scores were presented at a
workshop with officers from LBH and TfL on Friday 27th September
2013. Based on Atkins’ initial recommendations and discussions
from the design workshop, the below schemes were rejected on the
basis that they did not satisfy the requirements of the acceptability
criteria:

 Option 3c: it was felt that this option could increase local ratrunning, and result in an unacceptable reduction in access to
loading and parking facilities.

 Option 4a and 4b: these proposals would result in an
unacceptable loss of residential parking facilities and
significantly restrict local vehicular access for residents.

 Option 4d and 4e: these proposals were sifted out because
of the negative impact that the timed closure was predicted
to have on cycling, bus routing, parking and loading
requirements, and residents’ access.

 Option 5a: this was excluded because it was felt that it would
not address key cycling and pedestrian issues in the Study Area.

 Option 5b: this option would require significant land take, and
so therefore did not satisfy criteria 1.
It was also agreed at the workshop that changes should be made to
the below proposals:

 3a: Brooke Road was made two-way to enable full two-way
working throughout the whole gyratory system (all scoring of
Option 3a was based upon Brooke Road being two-way).

 4z: this new proposal was a variation of options 4a and 4b;
it reduced the bus, cycle and permit holder only section to
between Stoke Newington Church Street and Brooke Road.
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Table 2: Acceptability Criteria Results

Evaluation

EVALUATION CRITERIA
Having satisfied the acceptability criteria, the remaining 9
proposals were assessed against the evaluation criteria.
The purpose of the evaluation criteria was to distinguish
between design proposals which merely satisfied the basic
requirements of the acceptability criteria, and those which
had potential to fulfil the project objectives for Stoke
Newington Gyratory. The findings from the desktop review
were used to help the assessment of proposals against the
criterion. Indicative cost estimates were developed for each
option, and assigned to one of three categories: <£2m,
£5m-£10m, and £10m-£20m.
The results of the assessment can be divided into three
general groups:

 Options 1 and 2: design proposals from these option
groups scored positively, however it was predicted that
the proposals would have a neutral impact against a
majority of the criteria.

 Option 3: these proposals generally scored positively
against a majority of the criteria, however it was felt
that they would have a negative impact upon vehicular
the operation of the wider highways network, and
could also negatively impact upon existing parking and
loading restrictions.

 Option 4: these options scored positively against
all criteria except for those relating to vehicular ratrunning and parking and loading facilities. Generally
these options scored similarly to the proposals within
Option 3.

Table 3: Evaluation Criteria results
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6. TRAFFIC MODELLING

STOKE
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STRATEGIC TRAFFIC MODELLING
Following on from the initial evaluation, we assessed the
operational traffic performance of five of the highest scoring
options using Transport for London’s ELHAM strategic SATURN
traffic model which TfL supplied for use during the study. On
receipt of the model we reviewed the quality of the validation
and compared the predicted traffic flows for the Base with
our own empirical data. Based on these comparisons, we
concluded that the model was fit for purpose in terms of
providing an initial assessment of the feasibility of the options.
However, the nature of strategic traffic modelling which
considers traffic patterns over a wider area means that a
number of assumptions are embedded in the work. The key
assumptions are as follows:

 The model represents average traffic conditions over a
single peak hour. We have chosen to use the model of
the PM Peak Hour (1700-1800 hours) since there is more
traffic during this hour in Stoke Newington town centre
than the AM Peak Hour (0800-0900 hours) which is the
other weekday peak hour model available.

 The hour before the peak hour is also modelled so that
the condition of the road network at the start of the peak
hour includes some queues as would be the case in reality

 The model assumes that road users continue to drive in
the same hour notwithstanding any change in delays
caused by the options. For example, drivers are not able
to travel earlier or later to avoid congestion or change to
another mode such as bus or rail

 The model assumes that the drivers choose their least
cost route from modelled origin to modelled destination
and that they have perfect knowledge of all the available
routes. In the ELHAM model the least cost route is based
on a combination of journey time and journey distance.
This Chapter presents the SATURN results for the key locations
on the Stoke Newington Gyratory (see Figure 34), and also
highlights areas within the wider highway network where
traffic could be displaced/diverted to as a result of changes to
Stoke Newington Gyratory.

Figure 34: Stoke Newington town centre count locations
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Traffic Modelling

OPTION 2B: CONTRAFLOW CYCLE FACILITY ON THE HIGH STREET
Contraflow cycle facility on High Street
Flow changes on the Gyratory
 Option 2b is predicted to reduce traffic flows on both Stoke
Newington High Street and Rectory Road. The predicted
reductions are 18-50 percent for Stoke Newington High Street
and 17-40 percent for Rectory Road. All of the predicted
reductions in flow are as a result of reductions in capacity
at junctions as a consequence of providing signal stages for
cyclists as well as a reduction in capacity on the High Street
because of the proposed cycle facilities.

Junction performance
 As with the current situation (and the traffic models predicted
for the existing) some congestion is predicted to occur at
the Stoke Newington High Street / Stoke Newington Church
Street junction with Option 2b with degrees of saturation in
excess of 100 percent for one turning movement. Congestion
is also predicted to occur at the Stoke Newington High Street /
Northwold Road junction with a degree of saturation in excess
of 100 percent for the southbound movement although this is
not predicted to result in excessive queues of traffic.

Flow changes beyond the gyratory
 Traffic flows are predicted to increase by 100-235 PCUs on
streets to the northeast of the gyratory (including Alkham
Road, Lynmouth Road, Oldhill Street and Osbaldeston Road)
and by 50-225 PCUs on streets to the southeast (including
Amhurst Road, Farleigh Road, Rendlesham Road and
Shacklewell Lane).

Figure 35: Option 2b traffic modelling results
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OPTION 3A: FULL TWO-WAY WORKING INCLUDING BROOKE ROAD
Flow changes on the Gyratory
 It is predicted that Option 3a will increase traffic flows
on Stoke Newington High Street by 5-22 percent but
reduce flows on Rectory Road by 18-61 percent. The
predicted increases for the High Street are a result of
introducing the new southbound route for general
traffic and because the High Street continues to be
a more attractive route for northbound traffic even
though the new (longer) route via Rectory Road is
available. Traffic on Brooke Road is predicted to
increase by 29 percent because of the introduction of
two-way working between the High Street and Rectory
Road.

Junction performance
 As with Option 2b, congestion and degrees of
saturation over 100 percent are predicted for at least
one turning movement at the Stoke Newington High
Street / Stoke Newington Church Street and Stoke
Newington High Street / Northwold Road junctions.

Flow changes beyond the gyratory
 As a result of the proposals in Option 3a; traffic flows
are predicted to increase by 100 PCUs on streets
to the northeast of the gyratory (including Alkham
Road, Lynmouth Road, Oldhill Street and Osbaldeston
Road) and by 95-100 PCUs on streets to the southeast
(including Amhurst Road, Farleigh Road, Rendlesham
Road and Shacklewell Lane).

Figure 36: Option 3a traffic modelling results
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Traffic Modelling

OPTION 3D: TWO-WAY WORKING EXCEPT EVERING AND MANSE
ROADS, WITH BROOKE ROAD ONE-WAY EASTBOUND
Flow changes on the Gyratory

 Traffic flows are predicted to increase on Stoke
Newington High Street by 20-43 percent but reduce
flows on Rectory Road by 23-61 percent. As with
Option 3a, the predicted increases for the High Street
are a result of introducing the new southbound route
for general traffic, and also because the High Street
continues to be a more attractive route for northbound
traffic even though the new (longer) route via Rectory
Road is available.

Junction performance
 Congestion and degrees of saturation over 100 percent
are predicted for at least one turning movement at the
Stoke Newington High Street / Stoke Newington Church
Street and Stoke Newington High Street / Northwold
Road junctions.

Flow changes beyond the gyratory
 Traffic flows are predicted to increase in Option 3d by
90-155 PCUs on streets to the northeast of the gyratory
(including Alkham Road, Lynmouth Road, Oldhill Street
and Osbaldeston Road) and by 50-150 PCUs on streets
to the southeast (including Amhurst Road, Farleigh
Road, Rendlesham Road and Shacklewell Lane).

Figure 37: Option 3d traffic modelling results
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OPTION 4C: TWO-WAY WORKING WITH BUSES & CYCLISTS ONLY
SOUTHBOUND ON HIGH ST. SOUTH OF CHURCH ST.
Flow changes on the Gyratory

 Option 4c is predicted to reduce traffic flows on Stoke
Newington High Street by 5-46 percent and maintain or
reduce flows on Rectory Road by up to 46 percent. The
predicted reductions for the High Street are as a result
of reducing the capacity for the northbound traffic
whilst providing a southbound route that is only for
buses and cyclists only.

Junction performance
 As with the other options, congestion and degrees of
saturation over 100 percent are predicted for at least
one turning movement at the Stoke Newington High
Street / Stoke Newington Church Street and Stoke
Newington High Street / Northwold Road junctions. The
Rectory Road / Brooke Road junction is predicted to be
approaching capacity with a degree of saturation on
one turning movement in excess of 90 percent.

Flow changes beyond the gyratory
 Traffic flows are predicted to increase in the wider
area by 50-120 PCUs on streets to the northeast of
the gyratory (including Alkham Road, Lynmouth Road,
Oldhill Street and Osbaldeston Road) and by 185-285
PCUs on streets to the southeast (including Amhurst
Road, Farleigh Road, Rendlesham Road and Shacklewell
Lane). Traffic flows are also predicted to increase on
street to the east of the gyratory (including Brooke Road
and Kenninghall Road).

Figure 38: Option 4c traffic modelling results
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Traffic Modelling

OPTION 4Z: TWO-WAY WORKING WITH BUSES & CYCLISTS ONLY
ON HIGH ST. BETWEEN BROOKE RD. & CHURCH ST.
Flow changes on the Gyratory

 Option 4z is predicted to reduce traffic flows on both
Stoke Newington High Street and Rectory Road. The
predicted reductions on the High Street range from
13 to 83 percent, the latter on the restricted section
between Brooke Road and Stoke Newington Church
Street. The reductions on Brooke Road range from 4-53
percent. The significant reduction on the High Street is
clearly a consequence of restricting the section between
Brooke Road and Church Street for buses only (note
that the traffic model is not able to model cyclists and
permit holders explicitly).

Junction performance
 Congestion and degrees of saturation over 100 percent
are predicted for at least one turning movement at the
Stoke Newington High Street / Stoke Newington Church
Street. The Stoke Newington High Street / Rectory Road
and Rectory Road / Brooke Road junctions are predicted
to be approaching capacity with a degree of saturation
on one turning movement in excess of 90 percent.

Flow changes beyond the gyratory
 In option 4z, traffic flows are predicted to increase by
60-75 PCUs on streets to the northeast of the gyratory
(including Alkham Road, Lynmouth Road, Oldhill Street
and Osbaldeston Road) and by 55-155 PCUs on streets
to the southeast (including Amhurst Road, Farleigh
Road, Rendlesham Road and Shacklewell Lane). Traffic
flows are also predicted to increase by 50 PCUs on
streets to the east of the gyratory (including Brooke
Road and Kenninghall Road).

Figure 39: Option 4z traffic modelling results
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UPDATED ACCEPTABILITY CRITERIA
Having completed the traffic modelling, all of the remaining
design options were scored against criteria 12: ‘Does not
result in net worsening in delays/congestion on the wider
highway network’.
Except for Options 1a and 1b (which made no changes to
the existing traffic management arrangement), all options
were scored negatively because of the predicted impact
that they would have upon the wider network. Option 4z
was predicted to have the most negative impact on delays/
congestion in the wider highways network and so was
scored XX.

Table 4: Updated Evaluation Criteria results
N.B. *Denotes design proposals that were not traffic modelled
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Traffic Modelling

UPDATED EVALUATION CRITERIA
The Evaluation Criteria scoring was also updated to include
the traffic modelling results against criteria 14: ’Improved
local highway operational performance’. The results are
consistent with the updated Acceptability results with all
schemes scoring negatively except for Options 1a and 1b
which did not change the existing traffic management
arrangement.

Table 5: Updated Evaluation Criteria results
N.B. *Denotes design proposals that were not traffic modelled
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7. SUMMARY AND
CONCLUSIONS
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Conclusions

CONCLUSIONS
Summary and Recommendations
This report has presented the work that has been completed
to date on Stoke Newington Gyratory. The results in the
previous Chapter explained how the initial 16 design
proposals were ‘sifted down’ to 9 proposals, having been
assessed against the acceptability and evaluation criterion.
Options 3a, 3d and 4c scored highest during the evaluation
stage, our recommendation therefore is that these three
options are progressed further in a second stage of work.

 Option 3a: Full two-way working including Brooke Road
 Option 3d: Two-way working except on Evering and
Manse Roads, Brooke Road made one-way eastbound.

 Option 4c: Two-way working with buses and cyclists
southbound only on High Street between Church Street
and Evering Road.
These three options were then assessed against the Borough’s
original objectives for Stoke Newington Gyratory (see Table
6). The results suggest that the preferred options score well
overall against the original criteria, and therefore have the
most potential to significantly improve Stoke Newington
Town Centre. However it is worth noting that each of the
three options scored negatively on the objectives related to
rat-running in residential areas, and reduction in parking and
loading facilities on Stoke Newington High Street.

Next Steps
We recommend that the above three options are refined
in a second stage of work based upon more detailed local
and strategic traffic modelling, and further analysis of
the potential benefits and impacts of proposals on Stoke
Newington gyratory and the surrounding area. This second
stage would develop the shortlisted options sufficiently
to enable a preferred design option for Stoke Newington
Gyratory to be agreed.
Table 6: Stoke Newington Objective results
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