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1. INTRODUCTION 

1.1 Purpose of note  

1.1.1 At the Issue Specific Hearing on Traffic and Transport Modelling on 
7 December 2016, the Applicant was requested to provide further information 
on the strategic and local modelling and the interfaces between them, 
including a map identifying all junctions subject to local modelling, and flow 
charts of procedures.  

1.1.2 The purpose of this note is therefore to provide further detail on:  

• the process that was undertaken to assess the (localised) highway 
impacts of the Scheme;  

• the modelling tools that were used in completing this assessment and 
the key findings; and 

• the interaction between the strategic and local models used. 

1.2 Relevant documents  

1.2.1 The Transport Assessment (TA) (APP-086) submitted as part of the DCO 
application describes in detail the expected traffic and transport effects of the 
Silvertown Tunnel scheme (the Scheme). The document considers in 
Section 7 the overall impacts of the Scheme on road users, public transport 
users, pedestrians and cyclists, and is the primary source of information 
regarding the Scheme’s likely traffic and wider transport impacts.  

1.2.2 Appendix C of the TA discusses the potential impacts of the Scheme on 
wider junctions in more detail. Included for convenience as Appendix E to 
this document is Table C-1 taken from Appendix C of the TA, which 
describes the junction assessment in some detail.  

1.2.3 Other application documents which are of particular relevance to this note 
include the Monitoring Strategy (REP1-121), and the Traffic Impacts 
Mitigation Strategy (TIMS) (APP-099). These documents explain the 
Applicant’s approach to various aspects including how any impacts of the 
scheme requiring mitigation would be identified and addressed.  

1.2.4 The Case for the Scheme (APP-093) sets out the overall need for the 
Scheme, and describes the various benefits that are expected as a result of 
the Scheme’s delivery (including the substantial benefits to users of the 
transport network).  

1.2.5 In addition to the above information, a range of further information relating to 
the transport impacts of the Scheme has been provided on request to the 
boroughs over an extended period of time. A recent example of additional 
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information provided is the Borough-focused Information Notes on traffic and 
transport impacts which were sent to the three host-boroughs in early 
October 2016. These documents are appended to this note as appendices 
B, C and D and are summarised in section 2 below. 

1.3 Overall approach to mitigation 

1.3.1 The TA and associated analysis has not indicated that significant mitigation 
is likely to be required. The Scheme increases cross-river capacity, but this 
is managed by the user charge and is complemented by proposed 
enhancements to the bus network. It is therefore not expected to result in 
significant changes in highway demand, and given the outcomes predicted 
by the strategic modelling, a need for extensive mitigation in areas away 
from the tunnels and the strategic network tie ins is not expected. 

1.3.2 In addition, since the user charges would be confirmed closer to the Scheme 
opening and the road network is going to change and evolve between now 
and Scheme opening (with several schemes in the vicinity of the tunnels 
being considered although not presently committed), TfL is committing to a 
refreshed assessment of the Scheme impacts prior to opening and to 
monitoring the impacts for a defined period of time after opening. 

1.3.3 Should the refreshed assessment or post-opening monitoring identify that 
the Scheme is forecast to, or is having, an adverse impact on the highway 
network, TfL is committing through TIMS (which will be certified through the 
DCO process) to mitigating these impacts. Should a need for mitigation be 
identified prior to the Scheme opening TfL would develop mitigation 
measures through this strategy for implementation in time for Scheme 
opening, in consultation with STIG (and with the approval of the relevant 
highway authority) . 

1.4 Structure of note 

1.4.1 The remainder of this note is structured as follows: 

• Section 2 summarises the main evidence reported in the TA and 
Borough-focused Information Notes (which are appended to this note).  

• Section 3 describes the approach taken to assessing junction impacts 
across the strategic and local road networks in the TA analysis, and 
how this work has incorporated consultation with the boroughs. The 
section also contains a flowchart of the process and a map showing the 
junctions which were analysed in detail, and a summary of the analysis 
undertaken. NB: the findings in relation to each junction are included in 
Appendices B, C, D and E. 

• Section 4 summarises the conclusions of the analysis.
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2. SUMMARY OF SCHEME IMPACTS 

2.1 Principal impacts 

2.1.1 The impacts of the scheme are set out in Chapter 7 of the TA. The most 
significant transport impacts of the Scheme are a considerable reduction in 
delay and improvement in resilience at the Blackwall Tunnel. The Scheme 
would: 

• effectively eliminate the severe congestion that routinely affects the 
Blackwall Tunnel, and which is forecast to worsen notably in future 
without the Scheme; 

• reduce journey times for tunnel users, with journey time savings of up 
to 20 minutes at peak times expected on the immediate approaches to 
the tunnels; 

• lead to an expected reduction in the number of unplanned closures at 
the Blackwall Tunnel, particularly those caused by over-height vehicles 
attempting to use the northbound tunnel bore; and  

• reduce the impact of closures when they do occur by providing a 
convenient alternative route, minimising long diversions to other 
crossings such as the Rotherhithe Tunnel, Tower Bridge, Dartford 
Crossing and Woolwich Ferry. 

2.1.2 In addition, by creating a new cross-river link the Scheme would improve 
connectivity for private and public transport by: 

• improving accessibility by road to areas including the Royal Docks and 
the Isle of Dogs; 

• facilitating a transformation in cross-river bus services, enabling the 
creation of new routes and the extension of existing routes that could 
amount to around forty buses per hour in each direction compared to 
only six buses per hour with the existing route 108 service.  

2.1.3 The combination of the proposed user charge coupled with the 
enhancements to bus services means that there is not expected to be a 
material change in the overall number of cross-river vehicle trips, and public 
transport mode share via the tunnels is expected to increase. 

2.2 Causes of congestion at the Blackwall Tunnel 

2.2.1 During the 7 December 2016 ISH, the ExA described its experiences on a 
recent accompanied site visit through the Blackwall Tunnel (6 December 
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2016). In summary, delays of some 20 minutes were observed southbound 
on the A12 towards the Blackwall Tunnel during the late afternoon, while the 
journey time through the tunnel itself was around 2 minutes. This pattern is 
highly typical of travel to and through the Blackwall Tunnel – with queues 
tending to form on the approach roads converging on the crossing, while 
travel through the tunnel itself is generally free-flowing.  

2.2.2 The basic cause of this pattern is the pronounced mismatch between the 
capacity of the tunnel itself, and the higher capacity of the road network 
which converges on it. On the northbound  approach to the Blackwall 
Tunnel, three lanes on the northbound A102 must merge into two lanes in 
readiness to enter the two lane tunnel. On the southbound approach to the 
tunnel, two lanes of traffic on the A12 must share access to the (two lane) 
tunnel with another two lanes of traffic joining from the A13. This inevitably 
results in substantial queueing at peak times.  

2.2.3 The most direct change delivered by the Scheme would be to address these 
highly congested points on the approaches to the tunnel, thereby reducing 
queuing across the wider road network converging on the tunnel which has a 
far greater capacity than that of the crossing on which it is centred. 

2.2.4 In the northbound direction, the Scheme would achieve this through 
replacing the current arrangement of three lanes merging into two with a 
three-into-four lane arrangement1 which splits traffic between the Blackwall 
and Silvertown tunnels and hence enables traffic to disperse rather than 
converge.  

2.2.5 On the north side, heading southbound, the Scheme would reduce the 
pressure on the merge into the Blackwall Tunnel by providing an entirely 
new connection for traffic from two key areas – the Royal Docks and Isle of 
Dogs. Traffic from these areas would be expected to use the Silvertown 
Tunnel and hence would no longer be routed on the A102 southbound.  

2.2.6 Although the majority of traffic in both directions would still use the Blackwall 
Tunnel because of its direct connections to the strategic road network on the 
north side of the river, the volume of traffic transferring to the Silvertown 
Tunnel would mean that the remaining demand for the Blackwall Tunnel 
more closely matches the capacity of that crossing, such that the queues 
currently experienced would be greatly reduced. (The effect of the Scheme’s 
user charges is to maintain the balance that has been struck between 
capacity and demand, by preventing a subsequent increase in demand.) 

1 The proposed taper to the bus and HGV lane is around 120m upstream of the point the lanes 
leading to the Silvertown Tunnel split from those of the Blackwall Tunnel, which thereby provides 
additional capacity at the point the two tunnels diverge.   
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2.2.7 Therefore, by focusing additional capacity and connectivity at a key location, 
the Silvertown Tunnel reduces delay and congestion, enabling a significant 
improvement in cross-river public transport and perhaps most importantly, 
will improve reliability and resilience at a strategically important location in 
the network. 

2.3 Impacts on surrounding roads  

2.3.1 The Applicant considers that the performance of the Blackwall Tunnel is a 
dominant factor in highway travel conditions on the strategic road network in 
East and South-East London, affecting not just the Transport for London 
Road Network (TLRN) but many borough roads and busy minor routes. 
Highway conditions on these roads have a direct impact on bus services.  

2.3.2 By way of illustration, Figure 4-31 in the TA indicates that there is a link 
between delay at the Blackwall Tunnel and delay on other routes that are not 
part of the approaches to the Blackwall Tunnel including the A20 Lewisham 
Way/Lee High Road, the A2 East Rochester Way/New Cross Road and the 
A2 Shooters Hill. The conditions at Blackwall Tunnel have knock on impacts 
on other roads, particularly when incidents and unplanned closures occur, 
and this has an adverse impact on road users not seeking to cross the river 
including bus passengers.  

2.3.3 But while addressing reliability issues and the key congestion constraint 
posed by the tunnel itself are likely to greatly reduce these problems, there is 
an obvious question as to whether junctions ‘downstream’ of the tunnel (in 
either direction) are capable of efficiently accommodating the arrival of 
volumes of traffic that was previously queued. The strategic modelling 
undertaken for the Scheme provides an overview of this dynamic.  

2.3.4 The pattern that results is one of very substantial reductions in total delay on 
both approaches to the existing tunnel, offset to a small degree by increases 
in total delay at some of the junctions downstream of the tunnel. The overall 
changes in junction delay in the three modelled hours can be found as 
Figures 7-26 to 7-28 in the TA; these show significant reductions in delay 
(pcu hours) on the approaches to the Blackwall Tunnel and much smaller 
changes elsewhere. The process the Applicant followed in analysing the 
impacts of the Scheme on individual junctions is discussed in the following 
section of this note. 

2.3.5 Discussions between the Applicant and affected local authorities identified a 
requirement for a more tailored assessment of these impacts which the 
Applicant set out for the host boroughs (which are most affected by these 
changes) in the three Borough-focused Information Notes which are 
appended to this document. 

2.3.6 Table 2-1 summarises the key information provided in these notes and the 
findings: 
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Table 2-1: Borough-focused Information Note Contents and Conclusions 
Section Contents  Finding 

2 

Existing transport challenges  
Blackwall Tunnel key crossing in East London; currently affected by severe congestion, 
unreliability, high level of incidents and closures, inability to accommodate vehicles northbound 
higher than 4m, poor network resilience, poor provision for public transport 

Principal transport impacts of the scheme 

New capacity effectively eliminates severe congestion at Blackwall Tunnel, reduces journey times 
for tunnel users, reduce unplanned closures, reduce impact of remaining closures, improve cross-
river accessibility and facilitate a significant improvement in cross-river bus services. No material 
change in cross-river vehicle trips, more public transport cross-river trips. Most impacts to users 
are beneficial, with a low level of change on the network.  

3 

Sub-regional traffic impacts 

The Scheme results in a reduction in a network-wide overall travel time, vehicles queuing at the 
end of the modelled hour and an improvement in average speeds across all time periods when 
compared with the Reference Case. There is an increase in travel distance in the modelled hours, 
mainly due to the increase in peak hour traffic completing their journeys within the hour.   

Borough-level traffic impacts 

The Information Notes analyse impacts on trips originating and/or completing in the boroughs 
analysed. There are very clear benefits from a reduction in total travel time and improvement in 
average speed to most boroughs in most time periods.  
There are some dis-benefits to some trips originating in the morning peak only in Tower Hamlets 
and Newham, and for completing trips in Barking and Dagenham only in the morning and 
interpeak peak periods. There are some increases in average speed in Tower Hamlets and 
Newham in the morning peak hour and Greenwich and Bexley in the evening peak hour. However 
any dis-benefits are typically far outweighed by benefits in the other peak periods for these 
boroughs. 

4 
Impact on cross-river highway trip distribution While there are some changes in trip distribution, these are very small for all boroughs analysed. 

Impact on trip lengths There is little difference in the overall profile of trip lengths via the two tunnels in the Assessed 
Case when compared with the profile via the Blackwall Tunnel in the Reference Case. 

5 Impact on key Journey times  

The analysis of modelled change in the peak hours shows significant savings in cross-river 
journey times for all boroughs analysed (with savings in excess of 20 minutes for many journeys); 
while some journeys that do not cross the river experience additional journey times, these are 
expected to be a maximum of 2 minutes. More detailed journey time examples are provided in the 
notes, as proposed for analysis by borough officers. 

6 Impact on key junctions 

Impacts on junctions across the wider network are expected to be very low, with minor mitigation 
such as signal timings likely to be sufficient to manage all but a handful of issues. Junctions have 
been identified for future Traffic Mitigation analysis.  (This is expanded on in section 3 of this 
report). 
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3. JUNCTION ANALYSIS 

3.1 Introduction 

3.1.1 To inform any future mitigation strategy, and to address borough concerns, 
further analysis of junctions was undertaken at a more detailed level as 
described below – most of these are reported in the Borough-level 
Information Notes referred to above and the methodology and outcomes are 
summarised here.  

3.2 Junction analysis methodology 

3.2.1 The process by which the impacts of the Scheme on junctions were 
assessed is summarised in Appendix C of the TA and illustrated in Figure 
3-1. This broadly followed the following three stages: 

• Stage 1 – Assessment using RXHAM (this represents the detailed 
analysis completed using RXHAM, as reported in Chapter 7 and 
Appendix C of the TA); 

• Stage 2 – Further detailed assessment using local modelling (as 
described in Appendix C  of the TA); and 

• Stage 3 – Specification of Monitoring Strategy and TIMS.  

3.2.2 Each of these three stages is explained in further detail below. 
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Figure 3-1: Junction analysis – proposed methodology 
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3.3 Stage 1 – Assessment using RXHAM 

3.3.1 The first step was to use the RXHAM highway model to identify forecast 
changes in junction delay for all junctions in the RXHAM modelled area. 
RXHAM is the primary tool used in the assessment of Scheme road network 
impacts because it covers in detail an extensive area of the road network (as 
can be seen in Figure 1-3 of the TA). RXHAM is a very detailed traffic model 
which has been developed and calibrated to a high standard in line with 
WebTAG. The Applicant considers that RXHAM is sufficiently detailed to 
identify the location and magnitude of junction impacts arising from the 
Scheme.  

3.3.2 Where changes in delay were apparent between the Reference Case and 
Assessed Case, a threshold of ten 10 pcu hours in total delay increase was 
used2 as a basis for an initial assessment if the change was significant. 
Consideration was also given to junctions raised as being a concern by 
boroughs (even if RXHAM was showing a lower change in delay than 10 pcu 
hours) or junctions raised in the public consultation. A list of junctions was 
then developed that met the above criteria (Table C-1 of the TA which can 
be found as Appendix E to this document).   

3.3.3 Once a list of junctions had been developed, the next step was to review the 
expected changes in more detail using RXHAM3. This included looking at the 
scale of changes in vehicle entry flows and junction delay with the scheme, 
and in many cases the junction model operation such as signal timings and 
volume/capacity ratios.  The review also considered the location of the 
junction in relation to the scheme and whether the junction benefits from 
SCOOT or Active Traffic Management4. 

3.3.4 Based on the more detailed RXHAM information, the junctions were 
classified as: (i) beneficial effect, (ii) neutral effect, (iii) minor adverse effect 
that could demonstrably be dealt with by operational mitigation and (iv) 
potential adverse effect requiring further investigation.  

2 10 pcu hours is 600 pcu minutes, and assuming a total junction flow of some 1200 vehicles (far 
exceeded in most strategic network junctions), this would imply an additional delay per pcu of some 
30 seconds, which was regarded as a reasonable threshold given the nature of the scheme. 
3 It should be noted that for most junctions in the model (i.e. those not subject to alterations because 
of committed Reference Case improvements or the Scheme itself in the Assessed Case), signal 
timings in future year scenarios are not automatically optimised from the base year to accommodate 
forecast changes in traffic flow on different approach roads. In practice, signal timings would adjust 
automatically at many locations as a result of systems such as SCOOT. This means that where some 
additional delays are shown, signal timings can be optimised to reduce delays, and this will happen 
during the operation of the Scheme. 
4 SCOOT stands for Split Cycle Offset Optimisation Technique, which is a tool used for managing and 
coordinating traffic signals to improve network performance in real time. ATM involves use of a series 
of traffic signals for balance flows across London.  
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3.3.5 The analysis showed that for the vast majority of junctions reviewed, the 

Scheme was likely to have a beneficial/neutral impact or a minor adverse 
effect, which could be dealt with by operational mitigation (e.g. signal 
optimisation). This low level of impact was as expected given the nature of 
the scheme and supported the overall conclusion in Chapter 7 of the 
Transport Assessment that the scheme impacts were largely beneficial. 

3.4 Stage 2 – Further detailed assessment using local modelling 

3.4.1 The Applicant is proposing that the need for any mitigation required as part 
of the Scheme would be identified closer to the time of Scheme opening, 
based on a refreshed assessment of Scheme impacts. However, for the 
purpose of illustrating the proposed assessment methodology that would be 
undertaken an ‘example’ assessment was completed.  

3.4.2 As part of this example assessment, further analysis was undertaken on 
specific junctions where completion of the stage 1 RXHAM assessment 
outlined above indicated that further investigation was required. This further 
analysis took the form of local modelling comprising the VISSIM model 
and/or LINSIG and TRANSYT analysis. The findings of this work are 
summarised in Appendix C of the TA, and the junctions analysed are shown 
in Figure 3-2 and listed in Appendix A. 

3.4.3 This detailed analysis confirmed that most of the junctions where a potential 
adverse effect was identified through RXHAM would remain within capacity 
after signal optimisation. 

3.4.4 The type of local modelling used depended on the junction type – many were 
modelled in VISSIM as they were within the coverage area of this model; in 
some cases additional TRANSYT (for linked signalled junctions) and LINSIG 
(for isolated and linked signalled junctions) were developed for junctions that 
lay outside the VISSIM study area.  

3.4.5 Figure 3-2 shows the extent of the VISSIM local model, Figure 3-3 shows the 
other local modelling junctions north of the river, and Figure 3-4 shows the 
other local modelling junctions south of the river. These figures are 
reproduced from Appendix C of the TA. 

3.4.6 An iteration occurred from the RXHAM model to the VISSIM micro-
simulation model and other local TRANSYT/LINSIG models, with the 
RXHAM change in flows being passed down to these models. Further re-
iteration from the local models back to RXHAM was not regarded as being 
necessary at this stage, for the following reasons: 

• The tunnel opening date is some seven years away, and a decision on 
the user charges to be implemented on opening of the Scheme will be 
made closer to the time of opening; 
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• The list of mitigation measures to be implemented, as well as details of 
the mitigation measures themselves, will also be agreed closer to the 
time of Scheme opening in conjunction with STIG. In some cases 
effective mitigation of adverse Scheme effects will be achieved through 
schemes that are other highway schemes that are currently being 
developed. The process for identifying and implementing mitigation 
required as part of the Scheme is set out in TIMS. 

• In many cases mitigation is likely to be signal timing optimisation, to 
ensure junctions are operating at maximum efficiency. These signal 
timing changes are unlikely to make a significant change in overall 
performance in the strategic model5. 

3.4.7 This is consistent with TfL’s Sub-regional Highway Assignment Models 
Guidance on Model Use, July 2016 (submitted as appendix N  to FWQ TT4) 
which indicates that while there is sometimes a need to bring together the 
two types of model it goes on to urge caution in using Local Area Models 
with forecasts from strategic models over longer model horizons and 
indicates that the requirements for such models are clearly different to those 
used for testing a scheme whose implementation is a matter of months 
distant. TfL considers that in the context of the Silvertown Tunnel the 
approach adopted is appropriate. 

3.4.8 Once the refreshed assessment of Scheme impacts has been completed 
and the mitigation to be implemented has been identified, the final mitigation 
measures will be fed back into the RXHAM model. This will provide the 
Applicant and STIG with assurance on the effectiveness of the mitigation 
measures prior to Scheme opening.  

  

5 Although not expected to result in a significant change in overall performance of the strategic model, 
exclusion of these signal timing changes from the current assessment mean this can likely be 
regarded as a conservative estimate of final impacts. 
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3.5 Stage 3 – Monitoring and mitigation 

3.5.1 Based on the assessment completed as part of stages 1 and2, a number of 
potential mitigation measures were identified, and are discussed in Appendix 
C of the TA. These are based on the ‘example’ assessment described 
above; confirmation of the mitigation measures required would be 
determined based on a refreshed assessment of Scheme impacts 
undertaken closer to the time of opening. Any mitigation measures identified 
at this stage would be delivered either as part of the Scheme through TIMS 
or as part of other schemes currently being developed on the highway 
network. 

3.5.2 It should be noted that as part of the process described above, where 
boroughs raised a concern about a particular junction that following a 
detailed review was not deemed to be significantly affected, that junction 
was added to the initial traffic monitoring plan in the Monitoring Strategy. 
This is intended to provide the assurance to the boroughs that these 
junctions will be monitored in due course.  
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Figure 3-2: Extent of VISSIM local modelling 
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Figure 3-3: Junctions subject to local modelling north of the river  

 

Figure 3-4: Junctions subject to local modelling south of the river 
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4. CONCLUSIONS 

4.1 General 

4.1.1 Given the nature of the scheme, as a capacity improvement regulated by 
user charging, and with complementary public transport provision, significant 
adverse impacts on surrounding junctions on the TLRN and borough roads 
were not expected (and indeed were actively avoided through development 
of the appropriate charges), and this is borne out by the strategic modelling 
results. 

4.1.2 Since the road network is going to change and evolve between now and the 
Scheme opening, the potential need for and type of mitigation will emerge 
closer to or after Scheme opening. As such TfL is committing to a refreshed 
assessment of the Scheme impacts prior to opening and monitoring the 
impacts for a defined period after opening. 

4.1.3 Should the refreshed assessment or post-opening monitoring identify that 
the Scheme is having an adverse impact on wider junctions, TfL is 
committing through the TIMS (which will be certified through the DCO 
process) to mitigating these. Should the need for mitigation be identified prior 
to the Scheme opening TfL would develop mitigation measures through the 
TIMS with the aim of implementing in time for Scheme opening. 

4.1.4 In addition, to provide further reassurance at this stage that any impacts 
could be effectively mitigated. TfL has analysed in more detail the junctions 
which the strategic model indicated may experience higher changes in delay, 
as well as other junctions identified by the boroughs as potentially being of 
concern.  This work involved more detailed analysis of the RXHAM findings, 
development of a VISSIM model covering the tunnel and immediate area, 
and use of other local modelling for outlying junctions.  

4.1.5 The assessment found that: 

• most of these locations were not likely to experience significant 
impacts,  

• At a very few locations some mitigation may be required and 
preliminary work has identified a range of solutions;  

• In the main the mitigations were relatively minor in nature and included 
signal timings changes, speed limit changes and minor junction 
geometry changes; 
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• There was no evidence of mitigation that would require additional 

powers for TfL or the boroughs beyond their existing highway and 
traffic authority powers. 

4.1.6 This more detailed work is reported in Appendix C of the TA, and means that 
mitigation can be reviewed at a later stage as proposed. TfL is committed, 
through the Monitoring and Traffic Impacts Mitigation Strategies (both of 
which are secured through the DCO), to working with the boroughs to review 
mitigation prior to implementation and post-opening of the Scheme.   
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Appendix A. List of junctions for local modelling 

  J unc tion Des c ription L oc al Model 

G reenwic h   

1 A206 Woolwich R oad / Anchor & Hope L ane  L INS IG  
2 A102 / A206 Woolwich R oad V IS S IM 
3 S un-in-the-S ands  V IS S IM 

4 S hooters  Hill R oad / Academy R oad / Well Hall 
R oad L INS IG  

5 K idbrooke Interchange V IS S IM 
6 A2 – clos e to R iefield R oad V IS S IM 

T ower Hamlets    

7 Aspen Way / W India Dock R d / L imehouse L ink L INS IG  
8 Aspen Way / Upper B ank S t V IS S IM 
9 P res ton's  R /about V IS S IM 

10 E  India Dock R d /    B runswick R d V IS S IM 
11 B lackwall T unnel Nth App / Devas  S treet V IS S IM 

Newham   

12 S ilvertown Way / T idal B as in R d V IS S IM 
13 L eamouth C ircus  L INS IG  
14 A13  L eamouth R d T R ANS Y T  
15 A1 2 L ochnagar L INS IG  
16 C anning T own T R ANS Y T  
17 P rince R egent L ane/G reengate S t/B arking S treet T R ANS Y T  

S outhwark    

18 T ower B ridge R oad/Abbey S treet T R ANS Y T  
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1. INTRODUCTION 

1.1 Background 

1.1.1 The Transport Assessment submitted as part of the DCO application 
describes in detail the expected traffic and transport effects of the Silvertown 
Tunnel scheme (the Scheme). The document considers the overall impacts 
of the Scheme on road users, public transport users, pedestrians and 
cyclists, and is the primary source of information regarding the Scheme’s 
likely traffic and wider transport impacts.  

1.1.2 Other application documents which are of relevance to the TA include the 
Environment Statement (in particular the Effects on All Travellers chapter) 
(Document Reference 6.1), the Code of Construction Practice (Document 
Reference 6.10), the Design and Access Statement (Document Reference 
7.3), the Monitoring Strategy (Document Reference 7.6), the Traffic Impacts 
Mitigation Strategy (Document Reference 7.7) and the Traffic Forecasting 
Report – Sensitivity Testing (Document Reference 7.9). These documents 
explain TfL’s approach to various aspects including how any impacts of the 
scheme requiring mitigation would be identified and addressed.  

1.1.3 The Case for the Scheme (Document Reference 7.1) sets out the overall 
need for the Scheme, and describes the various benefits that are expected 
as a result of the Scheme’s delivery (including the substantial benefits to 
users of the transport network).  

1.2 Purpose and structure of note  

1.2.1 The purpose of this note is to provide RB Greenwich with further detail on 
the traffic and transport impacts expected as part of the Scheme. It has been 
produced in response to requests from borough officers for additional 
information on areas of key interest, for example the impacts of the Scheme 
on certain junctions, and supplements the information set out in the TA. 
Similar notes have also been produced with a focus on the impacts in 
Newham and Tower Hamlets. 

1.2.2 The remainder of this note is structured as follows: 

• Section 2 describes the existing challenges at the Blackwall Tunnel and 
the principal transport impacts of the Scheme; 

• Section 3 summarises the sub-regional and borough-wide impacts on 
road network performance; 

• Section 4 summarises the impact on cross-river highway trip 
distribution within Greenwich; 
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• Section 5 summarises the impact on journey times for trips in 

Greenwich; 

• Section 6 summarises the impact on junctions in Greenwich; 

• Section 7 summarises the measures aimed at pedestrians and cyclists 
in Greenwich.
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2. EXISTING CHALLENGES AND PRINCIPAL 
TRANSPORT IMPACTS OF THE SCHEME 

2.1.1 This section provides an overview of existing transport challenges 
associated with the Blackwall Tunnel and summarises the principal transport 
impacts of the Scheme.  

2.2 Existing transport challenges 

2.2.1 The Blackwall Tunnel functions as the lynchpin river crossing of the strategic 
highway network in east London. The Tunnel lies at the convergence of 
several key traffic routes to the north (A12, A13) and south (A102, A2), and 
is one of only three highway crossings east of Tower Bridge within London. It 
carries the most traffic of all river crossings in London, with total daily vehicle 
flow reaching over 100,000 vehicles in 2014. Yet it is constrained by its 
outdated design and the lack of proximate alternative crossings, and as a 
consequence suffers from severe transport problems on a daily basis.  

2.2.2 The strategic importance of the Tunnel means it attracts far more traffic than 
it can accommodate. The existing transport problems associated with the 
Blackwall Tunnel can be summarised as follows: 

• The tunnel is routinely affected by severe congestion, particularly 
during peak periods, with extensive queuing stretching back 3.2km to 
just north of Sun-in-the-Sands Roundabout in the AM peak period and 
regular delays of 15 minutes or more. The Blackwall Tunnel has the 
worst journey time reliability of all radial corridors on the TLRN and the 
high levels of congestion result in an extended duration of the peak 
periods, with traffic building up from 5am and remaining high well into 
the evening.  

• The northbound tunnel bore was not built to modern standards and is 
unable to accommodate large vehicles over 4.0m in height, including 
double-deck buses. The crossings suffers from a disproportionate 
number of incidents and closures (averaging over 1,000 annual 
closures between 2013 and 2015) and while most closures are brief the 
high volume of traffic means they can have significant and extended 
impacts, adding thousands of vehicle-hours of delay over the course of 
a year.  

• The relative lack of proximate river crossings coupled with the 
congestion and closures described above leads to poor network 
resilience. This lack of resilience becomes most apparent in the event 
of closures of the Tunnel, which can encourage significant numbers of 
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vehicles to seek alternative routes and lead to widespread network 
disruption.  

2.2.3 The problems set out above also affect public transport users. Currently only 
one bus service uses the Blackwall Tunnel – the route 108 – and this service 
is routinely impacted by delays caused by congestion and closures. The 
current conditions at the Blackwall Tunnel undermines TfL’s ability to provide 
further bus services across the river in this location, and consequently east 
London is poorly served by cross-river bus services comparative to west and 
central London.  

2.2.4 Congestion at the Blackwall Tunnel has a far-reaching effect on the wider 
road network as well as on the network in the vicinity of the tunnel. This 
means that it is not only people using the tunnel that are affected by the 
problems summarised above. Analysis from the London Congestion Analysis 
Project indicates that for every additional minute of delay for northbound 
journeys through the Blackwall Tunnel in the AM peak, vehicles travelling on 
the A20 westbound corridor experience an increased journey time of one 
minute 15 seconds and vehicles travelling on the A2 westbound corridor 
experience an increased journey time of 50 seconds.  

2.2.5 The significant future growth forecast across the East and South-East Sub-
Region (ESR) set out in Chapter 5 of the TA means that in a ‘do nothing’ 
scenario, the existing problems outlined above will worsen. Demand for the 
Blackwall Tunnel will increase further, exceeding capacity in the northbound 
direction in the 2021 Reference Case in both the AM and PM peak hours 
due to the expected increase in throughput in the PM period. Journey time 
reliability will worsen for trips made via the Blackwall Tunnel, and unplanned 
closures will result in more severe impacts on the wider network.  

2.3 Principal strategic and borough-wide transport impacts of the Scheme 

2.3.1 The project objectives for the Scheme set out a range of outcomes that TfL 
are seeking to achieve through the delivery of the Silvertown Tunnel, and a 
number of these objectives relate to transport impacts. The Scheme would 
not only address the key transport problems facing the Blackwall Tunnel, but 
would also serve to improve connectivity by providing a new cross-river link 
and improve the performance of the wider road network in the ESR. 

2.3.2 The most significant transport impacts of the Scheme relate to the 
considerable reduction in delay and improvement in resilience at the 
Blackwall Tunnel. The scheme would: 

• effectively eliminate the severe congestion that routinely affects the 
Blackwall Tunnel, and which is forecast to worsen notably in future; 

• reduce journey times for tunnel users, with journey time savings of up 
to 20 minutes at peak times expected on the immediate approaches to 
the tunnels; 
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• lead to an expected reduction in the number of unplanned closures at 
the Blackwall Tunnel, particularly those caused by over-height vehicles 
attempting to use the northbound tunnel bore; and  

• reduce the impact of closures when they do occur by providing a 
convenient alternative route, minimising long diversions to other 
crossings such as the Rotherhithe Tunnel and Woolwich Ferry. 

2.3.3 In addition, by creating a new cross-river link the Scheme would improve 
connectivity for private and public transport by: 

• improving accessibility by road to areas including the Royal Docks and 
the Isle of Dogs; 

• facilitating a transformation in cross-river bus services, enabling the 
creation of new routes and the extension of existing routes that could 
amount to around forty buses per hour in each direction. The full 
dimensional clearance of the Silvertown Tunnel means these routes 
could be operated with double-deck services. 

2.3.4 The combination of the proposed user charge coupled with the 
enhancements to bus services means that there is not expected to be a 
material change in the overall number of cross-river vehicle trips; indeed 
public transport mode share is forecast to increase, with almost 30% of trips 
through the Blackwall and Silvertown tunnels in 2021 forecast to be made by 
bus or coach (compared to just over 10% today). 

2.3.5 Residents and businesses based in Greenwich are expected to see 
significant benefits in travel time as a result of the Scheme, with for example 
reductions of just under 600 vehicle-hours1 in the PM peak hour for trips 
terminating in Greenwich in 2021 (although there is a very minor reduction in 
speed in one time period due to the impact of the Scheme releasing more 
cross-river traffic as a result of the additional capacity provided by the 
tunnel). Enhancements to the cross-river bus network would also be 
expected to result in notable improvements in public transport availability 
and accessibility within Greenwich.  

2.3.6 Modelling indicates very minor increases in delay at some junctions in 
Greenwich as a result of the Scheme, including PM peak hour increases of 
16 seconds per user on the A2 in the vicinity of Riefield Road, 13 seconds at 

1 The RXHAM model reports all traffic flow data in Passenger Car Units (PCUs), a standardised 
method for reporting traffic flow that accounts for the fact that different categories of vehicle take up 
different amounts of road capacity (for example, a coach is defined as 2 PCUs). For the purpose of 
this note, all PCU figures have been factored back to vehicles. 
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the A206 Plumstead Road/Burrage Road junction, 13 seconds at the 
Kidbrooke Interchange, and 18 seconds at the A20 Sidcup Road/B263 
Green Lane/Southwold Road junction. If this is the case then mitigation 
would be implemented to address these increases, and a range of potential 
measures have been identified which modelling indicates would effectively 
reduce delays on the A2 caused by the Scheme. These measures could 
include a permanent speed limit alteration to 40 mph.  

2.3.7 Changes in road network performance elsewhere across the network 
including on borough roads and junctions and at other river crossings are 
forecast to be minimal. Nonetheless, TfL is committing to undertake a 
refreshed assessment prior to the opening of the Scheme and 
comprehensive monitoring of Scheme impacts following its opening. Should 
this reveal a need for mitigation as a result of the Scheme, either ahead of 
opening or once operational, suitable mitigation measures would be 
developed and prioritised in consultation with affected stakeholders through 
the Silvertown Tunnel Implementation Group (STIG). 
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3. SUB-REGIONAL AND BOROUGH WIDE 
IMPACTS ON ROAD NETWORK 
PERFORMANCE 

3.1 Overview 

3.1.1 This section of the note presents the overall impacts of the Scheme on four 
key metrics of road network performance: overall travel time, travel distance, 
levels of queuing and traffic speed. All outputs are derived from RXHAM. 
The outputs are provided in the following formats: 

• at both the sub-regional level, across the whole of the ESR, and for all 
trips starting and ending in RB Greenwich; 

• for the 2012 base year, 2021-2041 Reference Cases and 2021-2041 
Assessed Cases2; 

• for all three modelled time periods (AM peak hour, IP average hour, PM 
peak hour). 

3.1.2 In many instances there are notable differences between the outputs for the 
2012 base year and the 2021 Reference Case, which is as a result of the 
significant growth in population, employment and hence the overall amount 
of highway travel forecast to take place in the intervening period. These 
differences are often greater than the changes seen between the Reference 
Case and the Assessed Case for any given future year. 

3.2 Sub-regional summary of traffic impacts 

3.2.1 The RXHAM simulation area includes the main road network in all ESR 
boroughs and sections of the road network beyond, including the M25 
between junction 4 (with the A21) and junction 25 (with the A10), and the 
A282 Dartford Crossing.  

3.2.2 Since the Blackwall and Silvertown tunnels represent only a fraction of the 
total highway network in the ESR, changes that may appear small when 
considered in the context of the entire RXHAM simulation area may in fact 
represent significant localised improvements on road network performance 
as a result of the Scheme.  

2 Future year Reference and Assessed Case scenarios for 2031 and 2041 are presented for the 
purpose of illustrating the longer-term impacts of the Scheme on strategic road network performance. 
Note that the principal transport impacts of the Scheme outlined in Section 2 of the note are expected 
to continue in future years, albeit the scale of the impacts may differ from those forecast for 2021. 
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3.2.3 It should be borne in mind that the only difference between the Reference 

and Assessed Cases is the presence of the Scheme. Hence, the differences 
between these scenarios are attributable exclusively to the operational 
impacts of the Scheme. 

3.2.4 Overall travel time across the ESR is set out in Table 3-1. The table 
highlights the significant increase in travel time in all time periods from the 
base year through to the 2041 Reference Case. In the PM peak hour for 
example, travel time increases from 109,816 vehicle-hours in the base year 
to 149,945 vehicle-hours in the 2041 Reference Case. 

3.2.5 The Scheme results in a reduction in overall travel time across all time 
periods when compared with the Reference Case, particularly in the PM 
peak hour when there is a reduction of over 1,500 vehicle-hours across the 
ESR in 2021. Significant reductions are also apparent in the 2031 and 2041 
Assessed Cases compared to the corresponding Reference Cases, albeit 
these reductions are less pronounced as a consequence of forecast growth 
in overall highway demand across the ESR that serves to increase the total 
amount of traffic on the network and hence reduces the scope for time 
savings. 

Table 3-1: Change in overall travel time across ESR 

Overall travel time (vehicle-hours) AM peak 
hour 

IP average 
hour 

PM peak 
hour 

2012 Base Year 105,264 82,370 109,816 

2021 Reference Case 119,414 91,580 125,021 
2021 Assessed Case 118,977 91,134 123,481 
Difference 2021 Assessed Case – 
2021 Reference Case 

-438 -447 -1,540 

2031 Reference Case 129,844 99,624 138,931 
2031 Assessed Case 129,472 99,372 137,887 
Difference 2031 Assessed Case – 
2031 Reference Case 

-371 -252 -1,044 

2041 Reference Case 139,614 107,642 149,945 
2041 Assessed Case 139,487 107,538 149,198 
Difference 2041 Assessed Case – 
2041 Reference Case 

-127 -104 -747 

3.2.6 The recorded total queuing at the end of each modelled hour across the 
ESR is set out in Table 3-2 below. This represents the number of vehicles 
that were unable to complete their journey during the modelled hour due to 
congestion and were consequently queued on the network at the end of the 
hour. 
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Table 3-2: Change in overall queuing at end of modelled hour across ESR 
Overall queuing at end of 
modelled hour (vehicles) 

AM peak 
hour 

IP average 
hour 

PM peak 
hour 

2012 Base Year 7,522 2,065 10,711 

2021 Reference Case 12,988 3,205 15,179 
2021 Assessed Case 12,746 3,230 13,746 
Difference 2021 Assessed Case – 
2021 Reference Case 

-242 26 -1,433 

2031 Reference Case 19,667 5,067 23,810 
2031 Assessed Case 19,296 5,127 22,120 
Difference 2031 Assessed Case – 
2031 Reference Case 

-371 60 -1,690 

2041 Reference Case 25,786 7,569 31,027 
2041 Assessed Case 25,433 7,549 29,667 
Difference 2041 Assessed Case – 
2041 Reference Case 

-354 -20 -1,360 

3.2.7 The impacts of growth on the road network from the base year through to the 
2041 Reference Case are evident from the table (e.g. in the PM peak hour, 
queued traffic increases from 10,711 in the base year to 31,027 in the 2041 
Reference Case). In each future year, the Scheme results in benefits during 
peak periods when compared with the Reference Case, particularly in the 
PM peak: queued traffic reduces by 1,433 in 2021, 1,690 in 2031 and 1,360 
in 2041. Queued demand increases very marginally in the IP in each year, 
although from a much lower base level. 

3.2.8 Average traffic speed across the ESR is set out in Table 3-3 below. As with 
other indicators, the impact of increasing congestion due to background 
growth is evident in the Reference Case statistics when compared with the 
base year. In the AM peak hour, average speed decreases from 33.1kph in 
the base year to 29.7kph in the 2041 Reference Case. The corresponding 
reduction in the PM peak hour is from 32.3kph to 28.4kph 

3.2.9 The table also indicates that with the Scheme in operation, average speeds 
during peak times improve across the ESR in each year when compared 
with the corresponding Reference Case, with changes most pronounced in 
the PM peak hour. In 2021, average speed increases by 0.4kph, with 
comparative figures of 0.4kph and 0.3kph in 2031 and 2041 respectively. 
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Table 3-3: Change in average speed across ESR 

Average speed (kph) AM peak 
hour 

IP average 
hour 

PM peak 
hour 

2012 Base Year 33.1 36.5 32.3 
2021 Reference Case 32.3 35.9 31.6 
2021 Assessed Case 32.4 35.9 32.0 
Difference 2021 Assessed Case – 
2021 Reference Case +0.1 0 +0.4 

2031 Reference Case 31.0 35.0 29.8 
2031 Assessed Case 31.2 35.1 30.2 
Difference 2031 Assessed Case – 
2031 Reference Case +0.2 +0.1 +0.4 

2041 Reference Case 29.7 33.9 28.4 
2041 Assessed Case 29.8 33.9 28.7 
Difference 2041 Assessed Case – 
2041 Reference Case +0.1 0 +0.3 

3.2.10 Overall travel distance across the ESR is set out in Table 3-4. As with the 
other indicators, total travel distance increases from the base year through to 
2041 due to background growth across the sub-region. In the PM peak hour 
for example, a total travel distance in the base year of 3,550,902 vehicle-kms 
increases to 4,259,438 vehicle-kms in the 2041 Reference Case.  

Table 3-4: Change in overall travel distance across ESR 
Overall travel distance (vehicle-
kms) 

AM peak 
hour 

IP average 
hour 

PM peak 
hour 

2012 Base Year 3,481,961 3,004,088 3,550,902 

2021 Reference Case 3,853,709 3,286,709 3,947,100 
2021 Assessed Case 3,857,132 3,282,362 3,964,915 
Difference 2021 Assessed Case – 
2021 Reference Case 

3,424 -4,347 17,815 

2031 Reference Case 4,028,493 3,487,145 4,137,490 
2031 Assessed Case 4,034,068 3,486,442 4,163,224 
Difference 2031 Assessed Case – 
2031 Reference Case 

5,575 -703 25,734 

2041 Reference Case 4,144,103 3,644,040 4,259,438 
2041 Assessed Case 4,152,903 3,650,311 4,285,347 
Difference 2041 Assessed Case – 
2041 Reference Case 

8,800 6,271 25,909 

3.2.11 The table also indicates that in general, the Scheme results in an increase in 
total travel distance in the modelled hours when compared with the 
Reference Case. In the PM peak hour in 2041 for example, total travel 
distance increases by 25,909 vehicle-kms with the Scheme in operation, an 
increase of 0.6% from the Reference Case. 

3.2.12 This increase in travel distance occurs for a number of reasons, including the 
overall impact of the Scheme on trip distribution across the ESR, routeing 
changes in the vicinity of the tunnels for certain journeys, and an increase in 
mileage associated with the introduction of new bus services. However, the 
main explanatory factors are as follows: 
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• the Scheme allows more traffic to cross the river in peak hours due to 
the increase in capacity associated with the new tunnel; and 

• the significant reduction in congestion forecast in the vicinity of the 
Scheme means that more trips reach the end of their journeys within 
the modelled hour (as evidenced by the forecast reduction in queued 
traffic at the end of modelled peak hours, which is summarised in Table 
3-2). 

3.2.13 As described in the TA, the aforementioned forecast reduction in congestion 
means that the Scheme is likely to result in a peak contraction along the 
A102 to a demand profile that is more typical of other strategic roads across 
London. As a result, the forecast increase in travel distance during peak 
hours summarised in Table 3-4 is likely to be off-set by a reduction in travel 
distance during the shoulder peak periods.  

3.3 Borough-level summary of traffic impacts 

3.3.1 The RXHAM outputs above can be disaggregated to a borough level based 
on all trips originating or terminating within the borough in each modelled 
hour. 

3.3.2 Figure 3-1 shows the change in travel time by modelled hour between the 
2021 Reference Case and the 2021 Assessed Case for all trips originating in 
the three host boroughs plus Bexley and Barking & Dagenham. 

3.3.3 The graph indicates that trips originating in Greenwich benefit from a 
reduction in total travel time in all modelled hours with the Scheme in 
operation. The most significant reduction (of over 320 vehicle-hours) occurs 
in the AM peak hour due to the congestion reduction benefits of the Scheme 
on the A102 northbound approach to the tunnels on the south side of the 
River Thames. More modest reductions are evident in the average inter-
peak hour (of 100 vehicle-hours) and the PM peak hour (of just under 70 
vehicle-hours).   
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Figure 3-1: Change in travel time (vehicle-hours) for all trips originating by borough 

(2021 Assessed Case – 2021 Reference Case) 

 

3.3.4 Figure 3-2 shows the change in travel time between the 2021 Reference 
Case and the 2021 Assessed Case for all trips terminating in each borough 
by modelled hour. As with trip origins, the graph shows that trips terminating 
in Greenwich benefit from a reduction in travel time in all time periods with 
the Scheme in operation. The most significant reduction (of just under 600 
vehicle-hours) occurs in the PM peak due to the congestion reduction 
benefits of the Scheme on the southbound approaches to the tunnel north of 
the River Thames.  

Figure 3-2: Change in travel time (vehicle-hours) for all trips terminating by borough 
(2021 Assessed Case – 2021 Reference Case) 
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3.3.5 Figure 3-3 shows the change in average speed between the 2021 Reference 
Case and the 2021 Assessed Case for all trips originating in each borough 
by modelled hour. The graph indicates an increase of over 0.6kph for trips 
originating in Greenwich in the AM peak and a more modest increase of 
0.3kph in the average inter-peak hour, in line with the aforementioned 
reductions in travel time forecast in these modelled hours.  

3.3.6 In the PM peak hour, the average speed of trips originating in Greenwich is 
conversely forecast to decrease by just under 0.2kph with the Scheme in 
operation. This is likely to occur as a result of minor increases in congestion 
on routes to the south of the River Thames due to the additional capacity 
provided by the Scheme, which allows more southbound traffic to cross the 
river during the modelled hour. 

3.3.7 As reported elsewhere in this note, this increase in peak-hour cross-river 
traffic is likely to be offset by a reduction in the shoulder peaks due to a peak 
contraction on the A102 corridor expected with the Scheme in operation. In 
addition, TfL is committing to monitoring and, if necessary, mitigating any 
associated negative traffic impacts in consultation with the STIG. 

Figure 3-3: Change in average speed (kph) for all trips originating by borough (2021 
Assessed Case – 2021 Reference Case) 

 

3.3.8 Figure 3-4 shows the change in average speed between the 2021 Reference 
Case and the 2021 Assessed Case for all trips terminating in each borough 
by modelled hour. Trips terminating in Greenwich are forecast to benefit from 
a significant increase in average speed of 0.8kph in the PM peak hour due to 
the congestion reduction impact of the Scheme on the southbound 
approaches to the tunnels north of the River Thames. In contrast, a very 
modest increase of 0.1kph is forecast in the average inter-peak hour and 
there is negligible change in the AM peak hour. 
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Figure 3-4: Change in average speed (kph) for all trips terminating by borough (2021 

Assessed Case – 2021 Reference Case) 
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4. IMPACT ON CROSS-RIVER HIGHWAY TRIP 
DISTRIBUTION 

4.1 Overview 

4.1.1 This section considers how the spread of cross-river trips using the 
Blackwall/Silvertown corridor with an origin or destination in Greenwich 
changes from the base year (2012) to Reference Case (2021) to Assessed 
Case (2021). Trip origins in the AM peak and trip destinations in the PM 
peak have been analysed, since these are trips travelling through the 
Blackwall/Silvertown corridor in the peak direction in each modelled hour. 

4.2 AM peak hour northbound (trips originating in Greenwich) 

4.2.1 Figure 4-1, Figure 4-2 and Figure 4-3 show the distribution of cross-river 
highway trips (via the Blackwall/Silvertown corridor) originating in Greenwich 
in the AM peak hour in the base year, 2021 Reference Case and 2021 
Assessed Case respectively.  

4.2.2 The plans show that in the base year, 1,492 northbound cross-river trips via 
the Blackwall Tunnel originate in RB Greenwich in the AM peak hour. This 
increases to 1,616 trips via the Blackwall Tunnel in the 2021 Reference 
Case and 1,619 trips via the Blackwall and Silvertown tunnels in the 2021 
Assessed Case. 

4.2.3 In the base year, the most popular cross-river trip origin in RB Greenwich 
was the ward of Greenwich Peninsula, which produced 443 northbound 
cross-river trips in the AM peak hour, accounting for 30% of the total from 
the borough. In the 2021 Reference Case, demand from this ward increased 
to 565 trips as a result of background growth, and its share of total trip 
origins from the borough increased to 35%. 

4.2.4 The Assessed Case plan indicates that there is very little change in the 
distribution of cross-river trips originating in the borough when compared 
with the Reference Case. The total number of trips originating in Greenwich 
Peninsula decreased slightly to 549 trips, 34% of the total trip origins from 
the borough.  
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Figure 4-1: Base (2012) AM peak hour northbound cross-river (via Blackwall Tunnel) 

trip origins in Greenwich 

 

Figure 4-2: Reference Case (2021) AM peak hour northbound cross-river (via 
Blackwall Tunnel) trip origins in Greenwich 
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Figure 4-3: Assessed Case (2021) AM peak hour northbound cross-river (via 
Blackwall Tunnel or Silvertown Tunnel) trip origins in Greenwich 

 

4.3 PM peak hour southbound (trips destinations in Greenwich) 

4.3.1 Figure 4-4, Figure 4-5 and Figure 4-6 show the distribution of southbound 
cross-river highway trips (via the Blackwall/Silvertown corridor) terminating in 
Greenwich in the PM peak hour in the base year, 2021 Reference Case and 
2021 Assessed Case respectively. 

4.3.2 The plans show that in the base year, a total of 1,675 southbound cross-river 
trips via the Blackwall Tunnel terminate in RB Greenwich in the PM peak 
hour. This increases to 1,823 via the Blackwall Tunnel in the Reference 
Case and 2,007 via both the Blackwall and Silvertown tunnels in the 
Assessed Case. 

4.3.3 As with trip origins in the AM peak hour, the most popular destination for 
southbound cross-river trips in the PM peak hour is Greenwich Peninsula. In 
the base year, 538 trips terminate in this ward (32% of the total terminating 
in the borough). In the 2021 Reference Case this increases to 670 (37%). 
The Assessed Case plan indicates that there is very little change in the 
distribution of destinations across the borough in the PM peak hour although 
the total number of trips increases from 1,823 to 2,007. A total of 711 trips 
terminate in the Greenwich Peninsula ward in the 2021 Assessed Case, 
35% of the total.  
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Figure 4-4: Base (2012) PM peak hour southbound (via Blackwall Tunnel) trip 

destinations in Greenwich 

 

Figure 4-5: Reference Case (2021) PM peak hour southbound (via Blackwall Tunnel) 
trip destinations in Greenwich 

 

Page 22 of 39 

 



Silvertown Tunnel 

Borough-focused information note: traffic and transport impacts in Greenwich 

 

Figure 4-6: Assessed Case (2021) PM peak hour southbound (via Blackwall Tunnel or 
Silvertown Tunnel) trip destinations in Greenwich 

 
  

4.4 Trip lengths 

4.4.1 The graphs in Figure 4-7 and Figure 4-8 show the changes in the length of 
all cross-river highway trips made in the peak direction via the 
Blackwall/Silvertown tunnels in the 2021 Reference and Assessed Cases, by 
peak hour. 

4.4.2 The graphs indicate that there is little difference in the overall profile of trip 
lengths via the two tunnels in the Assessed Case when compared with the 
profile via the Blackwall Tunnel in the Reference Case. The mean average 
trip length changes by 1km in the AM peak northbound and by 0.4km in the 
PM peak southbound. 
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Figure 4-7: Trip length of cross-river trips via the Blackwall/Silvertown corridor (AM 

peak hour northbound, 2021 Reference Case and Assessed Case) 

 

Figure 4-8: Trip length of cross-river trips via the Blackwall/Silvertown corridor (PM 
peak hour southbound, 2021 Reference Case and Assessed Case) 
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5. IMPACT ON JOURNEY TIMES FOR TRIPS IN 
GREENWICH 

5.1 Overview 

5.1.1 By reducing congestion and delay on the approaches to the Blackwall 
Tunnel, the Scheme is expected to have a significant positive impact on 
journey times for users of the two tunnels in the Assessed Case. Small 
increases in journey times are forecast for some non-cross-river trips, but 
these increases will be far outweighed by total time savings for other trips. 
Overall, the Scheme is expected to have a very positive impact on highway 
journey times.  

5.1.2 Table 5-1 and Table 5-2 show the modelled change in 2021 journey time for 
a selection of highway journeys between locations in the three host 
boroughs and six additional locations with the Scheme in operation for the 
AM and PM peak hours3. 

5.1.3 These tables show that the greatest time saving impact in the AM peak hour 
is for cross-river northbound trips, as the Scheme generates relatively free-
flowing conditions on the A102 Blackwall Tunnel Approach. In the PM peak 
hour the greatest time saving impact is for cross-river southbound trips, and 
the magnitude of time savings is generally greater in the PM peak than in the 
AM peak. While trips to all cross-river destinations would benefit from these 
journey time savings, trips to and from the Royal Docks area in particular 
would additionally benefit from the availability of a more direct route for many 
journeys. 

5.1.4 In all time periods, total cross-river time savings are significantly greater than 
total time costs incurred on journeys that do not cross the river. The largest 
time costs (a maximum of two additional minutes) are associated with 
individual journeys that do not cross the river and occur in the PM peak. This 
contrasts with time savings in excess of 20 minutes for many cross-river trips 
in the same period. 

3 These tables are reproduced from the TA (Table 7-4 to 7-6). 
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Table 5-1: Highway journey time change in minutes (Assessed Case – Reference Case, 2021 AM peak hour 
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Greenwich 

Greenwich Peninsula   0 0 0 0 0 0 0 -1 0 -17 -15 -13 -13 -13 -13 -13 -18 -18 -13 -18 -13 -13 -14 -13 -13 -13 
Greenwich town centre 0   0 0 0 0 0 0 0 0 -13 -2 -11 -11 -2 -12 -11 -16 -16 -11 -16 -11 -11 -12 -11 -11 -11 
Woolwich 0 0   0 0 0 1 0 0 1 -16 -14 -12 -12 -12 -13 -12 -11 -15 -12 -8 -12 -12 -13 -12 -12 -12 
Charlton 0 0 0   0 0 0 0 0 0 -16 -13 -12 -12 -12 -13 -12 -17 -17 -12 -14 -12 -12 -13 -12 -12 -12 
Thamesmead/Abbey 
Wood 0 0 0 0   1 1 0 0 0 -16 -14 -12 -12 -12 -13 -12 -10 -14 -11 -7 -12 -12 -11 -8 -12 -12 
Kidbrooke 0 0 0 0 0   0 0 0 0 -16 -15 -12 -12 -12 -13 -12 -17 -17 -12 -17 -12 -12 -13 -12 -12 -12 
Eltham 0 0 0 0 0 0   0 0 0 -16 -14 -12 -12 -12 -13 -12 -17 -17 -12 -17 -12 -12 -13 -12 -12 -12 

Other 
(South 
London) 

Peckham (Southwark) 1 0 1 0 0 0 0   0 0 1 2 1 -5 1 1 -6 -4 -4 0 -4 1 -6 0 0 -4 -2 
Lewisham (Lewisham) 0 0 0 0 0 0 0 0   0 -10 0 -10 -12 0 -11 -12 -16 -15 -11 -16 -10 -12 -11 -11 -12 -12 
Bexleyheath (Bexley) 0 0 0 0 0 0 0 0 0   -16 -14 -12 -12 -12 -13 -12 -15 -17 -10 -10 -12 -12 -9 -7 -12 -12 

Tower 
Hamlets 

Canary Wharf -1 -2 -2 -1 -2 -2 -1 0 -2 -2   0 0 0 0 0 0 0 1 0 0 0 0 -1 0 0 0 
Aldgate -1 0 -2 -2 -2 -2 -1 0 0 -2 0   0 0 0 0 0 0 1 0 0 0 0 -1 0 0 0 
Bow -1 -1 -1 -1 -1 -1 -1 0 -1 -1 0 0   0 0 0 0 0 0 0 0 0 0 0 0 0 0 
Bromley-by-Bow -1 -1 -1 -1 -1 -1 -1 0 -1 -1 0 0 0   0 0 0 0 0 0 0 0 0 0 0 0 0 
Bethnal Green -1 0 -1 -1 -1 -1 -1 0 0 -1 0 0 0 0   0 0 0 1 0 0 0 0 0 0 0 0 
Poplar -1 -1 -1 -1 -1 -1 -1 -1 -1 -1 0 -1 0 0 -1   0 0 1 0 0 0 0 -1 0 0 0 

Newham 

Stratford -1 -1 -1 -1 -1 -1 -1 1 -1 -1 0 1 0 0 0 0   0 0 0 0 0 0 0 0 0 0 
Royal Docks/London 
City Airport -4 -4 -4 -4 -4 -4 -4 1 -4 -4 0 1 1 1 1 0 0   0 0 0 1 0 -1 0 0 1 
Canning Town -3 -3 -3 -3 -3 -3 -3 1 -3 -3 0 0 1 0 1 0 0 0   0 0 0 0 -1 0 0 1 
East Ham -1 -2 -1 -1 -1 -1 -1 1 -2 -2 0 0 0 0 0 0 0 0 0   0 0 0 0 0 0 0 
Beckton/Gallions Reach -3 -3 -2 -3 -1 -3 -3 1 -4 -3 0 0 0 0 0 0 0 0 0 0   0 0 -1 0 0 0 
Green Street -1 -2 -1 -1 -1 -1 -1 1 -2 -2 0 1 0 0 0 0 0 0 0 0 0   0 0 0 0 0 
Forest Gate -1 -1 -1 -1 -1 -1 -1 1 -1 -1 0 1 0 0 0 0 0 0 0 0 0 0   0 0 0 0 
Manor Park -1 -1 -1 -1 -1 -1 -1 0 -1 -1 0 1 0 0 0 0 0 0 0 0 0 0 0   0 0 0 

Other 
(North 
London) 

Barking (Barking & 
Dagenham) -1 -2 -1 -1 -2 -2 -1 0 -2 -2 0 0 0 0 0 0 0 0 0 0 0 0 -1 -1   0 0 
Walthamstow (Waltham 
Forest) -1 -1 -1 -1 -1 -1 -1 0 -2 -1 0 -1 0 0 0 0 0 0 0 0 0 -1 0 -1 0   0 
Hackney (Hackney) -1 -1 -1 -1 -1 -1 -1 0 -1 -1 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0   
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Table 5-2: Highway journey time change in minutes (Assessed Case – Reference Case), 2021 PM peak hour 
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Greenwich 

Greenwich Peninsula   0 0 0 1 1 1 0 1 2 -12 -8 -6 -6 -6 -5 -6 -15 -15 -10 -15 -8 -6 -6 -9 -6 -6 
Greenwich town centre 0   0 0 1 0 0 0 0 2 -6 -1 -6 -6 -1 -5 -6 -13 -13 -8 -13 -8 -6 -6 -7 -6 -6 
Woolwich 0 0   0 1 0 0 0 0 1 -12 -8 -6 -7 -7 -5 -6 -8 -11 -11 -5 -9 -6 -6 -10 -6 -6 
Charlton 0 0 0   1 0 0 0 0 2 -12 -8 -6 -6 -7 -5 -6 -13 -16 -11 -10 -9 -6 -6 -10 -6 -6 
Thamesmead/Abbey 
Wood 0 0 0 0   0 0 0 1 0 -12 -8 -6 -6 -6 -5 -6 -7 -10 -10 -4 -8 -6 -6 -10 -6 -6 
Kidbrooke 0 0 0 0 0   0 0 0 1 -12 -8 -6 -6 -6 -5 -6 -15 -15 -10 -15 -8 -6 -6 -9 -6 -6 
Eltham 0 0 0 0 0 0   0 0 1 -11 -8 -5 -6 -6 -5 -6 -15 -15 -10 -12 -8 -6 -6 -9 -5 -5 

Other 
(South 
London) 

Peckham (Southwark) 0 0 0 0 0 0 0   0 1 -1 0 -1 -1 0 1 -1 -1 -1 -2 -1 -2 -1 -1 -1 -1 0 
Lewisham (Lewisham) 0 0 0 0 1 0 0 0   1 -4 0 -5 -6 -1 -4 -6 -10 -10 -6 -10 -6 -6 -6 -4 -6 -6 
Bexleyheath (Bexley) 1 1 0 1 0 0 0 1 0   -11 -7 -5 -6 -6 -4 -5 -15 -15 -10 -15 -8 -5 -6 -9 -5 -5 

Tower 
Hamlets 

Canary Wharf -23 -10 -22 -22 -21 -22 -22 -2 -7 -21   -1 -3 -2 -2 0 -4 -1 -1 -2 -1 -2 -1 -1 -1 -1 -3 
Aldgate -17 -1 -14 -12 -15 -14 -16 0 0 -14 0   0 0 0 2 0 0 0 -1 0 -1 0 0 0 0 0 
Bow -19 -9 -19 -19 -18 -18 -18 -1 -7 -17 -1 0   0 0 0 0 -2 -2 -1 -2 0 0 0 -2 0 0 
Bromley-by-Bow -20 -13 -19 -19 -18 -19 -19 -1 -10 -17 -3 0 0   0 0 0 -4 -5 -5 -4 0 0 0 -4 0 0 
Bethnal Green -16 -1 -12 -11 -13 -12 -14 0 -1 -13 0 0 0 0   0 0 0 0 -1 0 0 0 0 0 0 0 
Poplar -21 -9 -20 -20 -19 -20 -20 -1 -6 -19 -3 -1 0 0 -1   -1 -2 -2 -3 -2 -3 -1 -2 -2 -1 -1 

Newham 

Stratford -20 -14 -19 -19 -18 -19 -19 -1 -11 -18 -1 0 0 0 0 0   0 0 1 0 0 0 0 0 0 0 
Royal Docks/London 
City Airport -22 -12 -18 -22 -16 -22 -22 -1 -10 -20 0 0 0 0 0 1 0   0 0 0 0 0 0 0 0 0 
Canning Town -21 -11 -20 -21 -20 -20 -20 0 -8 -19 0 0 0 0 0 1 0 0   -1 0 0 0 0 0 0 0 
East Ham -21 -11 -19 -21 -17 -20 -20 0 -8 -19 0 0 0 0 0 1 0 0 0   0 0 0 0 0 0 0 
Beckton/Gallions Reach -21 -11 -13 -19 -11 -20 -20 0 -8 -19 0 0 0 0 0 1 0 0 0 0   0 0 0 0 0 0 
Green Street -20 -13 -19 -19 -18 -19 -19 0 -10 -17 0 1 0 0 0 1 0 0 0 1 0   0 0 0 0 0 
Forest Gate -20 -14 -19 -19 -18 -19 -19 -1 -11 -18 0 0 0 0 0 0 0 0 0 1 0 0   0 0 0 0 
Manor Park -20 -14 -19 -19 -18 -19 -19 -1 -11 -18 0 0 0 0 0 0 0 0 0 0 0 0 0   0 0 0 

Other 
(North 
London) 

Barking (Barking & 
Dagenham) -21 -11 -16 -21 -14 -20 -20 -1 -8 -19 0 0 0 0 0 1 0 0 0 0 0 0 0 0   0 0 
Walthamstow (Waltham 
Forest) -19 -14 -19 -19 -12 -18 -18 0 -11 -17 -1 0 0 0 0 0 0 -1 -1 -1 -1 0 0 0 -1   0 
Hackney (Hackney) -18 -3 -18 -18 -17 -17 -17 0 -1 -16 -1 0 0 1 0 0 1 -1 -1 -1 -1 0 1 0 0 0   
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5.1.5 Further, more detailed information on forecast journey times for the following 
selection of cross-river and non-cross-river route-specific journeys is 
presented below: 

• Greenwich town centre – Thamesmead; 

• Greenwich Peninsula – borough boundary on A2; 

• Woolwich – Canary Wharf; 

• Greenwich town centre – Royal Docks; 

• Eltham – Walthamstow.  

5.1.6 In each case, journey time information is provided for the base year (2012), 
Reference Case (2021) and Assessed Case (2021). It should be noted that 
the data in the tables above are not directly comparable with the route-
specific journey time data described below for the following reasons: 

• route-specific journey times have been rounded to the nearest 30 
seconds, rather than 1 minute as applied in the tables above included 
in the TA, to provide a more detailed comparison of time changes  – 
therefore the changes indicated may differ slightly as a result of 
rounding; 

• the tables above were assembled directly from RXHAM outputs that 
recorded the fastest possible journey time calculated between each 
origin and destination in each scenario and time period, regardless of 
the route – in some cases the fastest route option calculated was via 
the Rotherhithe Tunnel – in contrast, as the name suggests, the route-
specific journey times were all measured for the fastest route via either 
the Blackwall or Silvertown Tunnels to determine the impact specifically 
on the Blackwall/Silvertown corridor. 
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5.2 Greenwich town centre - Thamesmead 

5.2.1 The impacts of the scheme on journeys between Greenwich town centre and 
Thamesmead are summarised in Figure 5-1 and Table 5-3. 

Figure 5-1: Greenwich town centre-Thamesmead journey times (2012 base, 2021 RC, 
2021 AC) 

 

Table 5-3: Greenwich town centre-Thamesmead journey time change 

Description Time 
period 

Reference (2021) – 
Base (2012) 

Assessed (2021) – 
Reference (2021) 

Greenwich town centre to 
Thamesmead 

AM 1.5 mins 0.0 mins 

PM 1.5 mins 0.5 mins 

Thamesmead to Greenwich 
town centre 

AM 2.5 mins -0.5 mins 

PM 2.0 mins 0.0 mins 

5.2.2 Data for this journey indicates that in both directions and in both peaks, 
journey times in the Reference Case in 2021 are longer than in the 2012 
base year, by up to 2.5 minutes in the AM peak hour westbound. 

5.2.3 There are very minor changes in the Assessed Case when compared with 
the Reference Case: in the PM peak eastbound, journey time increases from 
24.5 minutes to 25.0 minutes due to a very minor increase in congestion 
associated with the release of more southbound cross-river traffic. 
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5.3 Greenwich Peninsula – borough boundary on A2 

5.3.1 The impacts of the scheme on journeys between Greenwich Peninsula and 
the borough boundary on the A2 are summarised in Figure 5-2 and Table 
5-4.  

Figure 5-2: Greenwich Peninsula-borough boundary on A2 journey times (2012 base, 
2021 RC, 2021 AC) 

 

Table 5-4: Greenwich Peninsula-borough boundary on A2 journey time changes 

Description Time 
period 

Reference (2021) – 
Base (2012) 

Assessed (2021) – 
Reference (2021) 

Greenwich Peninsula to 
borough boundary on A2 

AM 1.0 mins 0.0 mins 

PM 0.5 mins 1.0 mins 

Borough boundary on A2 to 
Greenwich Peninsula 

AM 1.5 mins -0.5 mins 

PM 1.0 mins 0.5 mins 

5.3.2 Increases of between 0.5 and 1.5 minutes are evident on this route in the 
2021 Reference Case when compared with the base year, with the biggest 
increase occurring in the AM peak hour northbound. 

5.3.3 With the Scheme in operation there is very little change in journey times 
when compared with the 2021 Reference Case. The biggest change is an 
increase in the PM peak hour southbound from 15.5 minutes to 16.5 minutes 
as a result of an increase in cross-river traffic volumes in this hour due to the 
additional capacity provided by the Scheme. As indicated elsewhere in this 
note, the peak contraction impacts of the Scheme mean that this increase in 
volume is likely to be offset by a reduction during shoulder peak hours. 
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5.4 Woolwich – Canary Wharf 

5.4.1 The impacts of the scheme on journeys between Woolwich and Canary 
Wharf are summarised in Figure 5-3 and Table 5-5.  

Figure 5-3: Woolwich-Canary Wharf journey times (2012 base, 2021 RC, 2021 AC)  

 

Table 5-5: Woolwich-Canary Wharf journey time changes 

Description Time 
period 

Reference (2021) – 
Base (2012) 

Assessed (2021) – 
Reference (2021) 

Canary Wharf to Woolwich 
AM 0.0 mins -1.5 mins 

PM 5.5 mins -22.0 mins 

Woolwich to Canary Wharf 
AM 4.0 mins -16.0 mins 

PM 1.5 mins -12.0 mins 

5.4.2 Travel times generally increase in the 2021 Reference Case when compared 
with the base year, by up to 5.5 minutes in the PM peak hour southbound. In 
contrast, the Scheme delivers significant journey time savings when 
compared with the Reference Case, of up to 22 minutes southbound in the 
PM peak hour. 
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5.5 Greenwich town centre – Royal Docks 

5.5.1 The impacts of the scheme on journeys between Greenwich town centre and 
the Royal Docks are summarised in Figure 5-4 and Table 5-6. 

Figure 5-4: Greenwich town centre-Royal Docks journey times (2012 base, 2021 RC, 
2021 AC) 

 

Table 5-6: Greenwich town centre-Royal Docks journey time changes 

Description Time 
period 

Reference (2021) – 
Base (2012) 

Assessed (2021) – 
Reference (2021) 

Royal Docks to Greenwich 
town centre 

AM 2.5 mins -4.5 mins 

PM -1.5 mins -12.5 mins 

Greenwich town centre to 
Royal Docks 

AM 5.0 mins -16.5 mins 

PM 4.0 mins -12.5 mins 

5.5.2 Reference Case journey times generally increase from the base year along 
this route, by up to 5 minutes in the AM peak hour northbound. In contrast, 
the Scheme in operation results in significant time savings when compared 
with the Reference Case, of up to 16.5 minutes in the AM peak hour 
southbound. 
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5.6 Eltham – Walthamstow 

5.6.1 The impacts of the scheme on journeys between Eltham and Walthamstow 
are summarised in Figure 5-5 and Table 5-7.  

Figure 5-5: Eltham-Walthamstow journey times (2012 base, 2021 RC, 2021 AC) 

 

Table 5-7: Eltham-Walthamstow journey time changes 

Description Time 
period 

Reference (2021) – 
Base (2012) 

Assessed (2021) – 
Reference (2021) 

Walthamstow to Eltham 
AM 1.5 mins -1.0 mins 

PM 2.0 mins -18.5 mins 

Eltham to Walthamstow 
AM 4.5 mins -12.5 mins 

PM 5.5 mins -5.5 mins 

5.6.2 Reference Case journey times increase from the base year along this route, 
by up to 5.5 minutes in the PM peak hour northbound. In contrast, the 
Scheme in operation results in significant time savings when compared with 
the Reference Case, of up to 18.5 minutes in the PM peak hour southbound.  
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6. IMPACT ON KEY JUNCTIONS IN GREENWICH 

6.1 Overview 

6.1.1 The impact of the Scheme on local junctions and TfL’s proposed approach to 
monitoring and mitigating any adverse impacts are considered within 
Chapter 7 and Appendix C of the TA. The detailed proposals can also be 
found in the Monitoring Strategy and Traffic Impacts Mitigation Strategy.  

6.1.2 In summary, the assessment completed to date indicates that impacts on 
junctions across the wider network in the ESR are generally likely to be 
negligible, with minor mitigation such as signal time changes likely to be 
sufficient to manage all but a handful of issues. 

6.1.3 It should be noted that for most junctions in the model (i.e. those not subject 
to alterations as a result of committed Reference Case improvements or the 
Scheme itself in the Assessed Case), signal timings in future year scenarios 
are not automatically optimised from the base year to accommodate forecast 
changes in traffic flow on different approach roads. In reality, signal timings 
would adjust automatically at many locations as a result of systems such as 
SCOOT. This means that the forecast changes in delay at many junctions in 
the Reference and Assessed Cases can be considered as worst-case 
estimates, since fixed base year signal timings are assumed to still be in 
operation at those junctions.   

6.2 Changes in junction delays in Greenwich as a result of the Scheme 

6.2.1 Junction delay plots are included within the TA that show changes in junction 
delay between the 2021 Reference Case and Assessed Case in all three 
modelled hours (Figure 7-26 to 7-28). These are measured in PCU-hours, 
therefore taking into account both the delay per user at the junction and the 
total flow of traffic arriving at each junction.  

6.2.2 In order to provide further insight on the impact of the Scheme on wider 
junctions and at the request of borough officers, data on the average delay 
per user is presented in tabular form in Table 6-1 below for the 2012 base 
year, 2021 Reference Case and 2021 Assessed Case for a number of 
junctions within Greenwich. Information on the total delay for each junction 
(converted from PCU-hours to vehicle hours) is also provided to aid with 
understanding the total scale of delay at each junction. The list of junctions 
corresponds with those junctions within Greenwich that are considered in 
Appendix C of the TA, which were identified through reviewing locations with 
a forecast increase of greater than ten PCU-hours in the 2021 Assessed 
Case in RXHAM and/or were highlighted by stakeholders (including RB 
Greenwich) as part of public consultation in Autumn 2014. 

6.2.3 A summary of any forecast changes in air quality and noise at the junctions 
in the 2021 Assessed Case is also included in Table 6-1 for ease of 
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reference, based on the assessments set out in the Environment Statement 
(Document Reference 6.1) 

6.2.4 The table indicates that there are no significant changes in delay at junctions 
in Greenwich in the Assessed Case when compared with the Reference 
Case. An increase in delay per user is only evident at two locations, the 
A206 Plumstead Road/Burrage Road in the AM peak hour, and the A2 in the 
vicinity of the slip roads providing access to/from Riefield Road in the PM 
peak. In the case of the former, the increase per user is actually only 
one second (from a base of 74 seconds in the Reference Case, which 
rounds down to 1 minute, to 75 seconds in the Assessed Case, which 
rounds up to 1.5 minutes). For the latter, an increase of 16 seconds is 
forecast, from 42 seconds in the Reference Case to 58 seconds in the 
Assessed Case. 

6.2.5 In terms of total delay, an increase of 14 vehicle-hours is forecast at the 
A206 Plumstead Road/Burrage Road junction in the PM peak hour, which 
amounts to an increase in delay per user of 13 seconds (from 81 seconds in 
the Reference Case to 94 seconds in the Assessed Case). At the other 
locations with a noticeable increase in total delay (Kidbrooke Interchange 
and the A20 Sidcup Road/B263 Green Lane/Southwold Road junction in the 
PM peak), the increase per user is 13 seconds and 18 seconds respectively. 

6.2.6 It should be noted that while RXHAM provides a good indication of the likely 
trends, locations and orders of magnitude of impacts arising from the 
Scheme, it is not the appropriate tool on which to base detailed planning of 
specific mitigations (for reasons including those related to how signal 
optimisation is handled, as described above). More detailed local modelling 
(for example using VISSIM micro-simulation or junction-level models such as 
LINSIG or TRANSYT) would be used for this purpose. As a result, the 
outputs presented above should be regarded as indicative rather than 
precise. 
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 Table 6-1: Average delay per user (minutes) and total vehicle-hours 

J unc tion 
T ime 
period  

B as e (2012) 
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(2021) 
A s s es s ed C as e 
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A206 W oolwich 
R oad/B lackwall L ane 
junction 

AM 1.0 28 1.0 43 1.0 39 0.0 -3 Nois e – neglig ible increas e; 
AQ  – neglig ible change P M 0.5 18 0.5 25 0.5 27 0.0 2 

D eptford C hurch S treet 
/ A2 D eptford B ridge 

AM 1.0 57 1.5 75 1.5 77 0.0 2 Nois e – neglig ible change; 
AQ  – neglig ible change P M 1.0 48 1.0 60 1.0 58 0.0 -2 

A206 W oolwich R oad / 
Anchor & Hope L ane  

AM 0.5 24 0.5 28 0.5 28 0.0 0 Nois e – neglig ible change; 
AQ  – neglig ible change P M 1.0 38 0.5 25 0.5 25 0.0 0 

G reenwich T own 
C entre - North Wes t 
J unction 

AM 0.5 8 0.5 10 0.5 12 0.0 2 Nois e – neglig ible change; 
AQ  – neglig ible change P M 0.5 13 0.5 12 0.5 12 0.0 0 

G reenwich T own 
C entre - North E as t 
J unction 

AM 0.0 0 0.0 0 0.0 0 0.0 0 Nois e – neglig ible change; 
AQ  – neglig ible change P M 0.0 0 0.0 0 0.0 0 0.0 0 

G reenwich T own 
C entre - S outh Wes t 
J unction 

AM 0.5 11 0.5 15 0.5 14 0.0 0 Nois e – neglig ible change; 
AQ  – neglig ible change P M 0.5 14 1.0 24 1.0 26 0.0 3 

G reenwich T own 
C entre - S outh E as t 
J unction 

AM 0.0 2 0.0 3 0.0 3 0.0 0 Nois e – neglig ible change; 
AQ  – neglig ible change P M 0.0 3 0.0 3 0.0 3 0.0 0 

Woolwich F erry 
R oundabout 206 

AM 0.0 9 0.0 11 0.0 11 0.0 0 Nois e – neglig ible change; 
AQ  – neglig ible change P M 0.0 10 0.0 16 0.0 17 0.0 1 
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J unc tion 
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A102 / A206 Woolwich 
R oad 

AM 0.0 2 0.0 3 0.0 3 0.0 0 Nois e – neglig ible decreas e; 
AQ  – s mall wors ening at wors t 
affected receptors , other 
receptors  negligible 

P M 0.0 2 0.0 3 0.0 3 
0.0 0 

S un-in-the-S ands  
AM 0.0 1 0.0 2 0.0 3 0.0 0 Nois e – neglig ible change; 

AQ  – neglig ible change P M 0.0 2 0.0 2 0.0 3 0.0 1 

A206 P lums tead R oad / 
B urrage R oad 

AM 1.5 74 1.0 74 1.5 75 0.5 1 Nois e – neglig ible change; 
AQ  – neglig ible change P M 1.0 50 1.5 83 1.5 97 0.0 14 

S hooters  H ill R oad / 
Academy R oad / Well 
Hall R oad 

AM 1.0 52 1.5 65 1.5 66 0.0 1 Nois e – neglig ible change; 
AQ  – neglig ible change P M 1.0 39 1.0 57 1.0 58 0.0 1 

K idbrooke Interchange 
AM 0.5 35 1.0 50 1.0 53 0.0 3 Nois e – neglig ible change; 

AQ  – neglig ible change P M 0.5 28 1.5 84 1.5 98 0.0 15 

A2 – clos e to R iefield 
R oad 

AM 0.0 7 0.5 14 0.5 13 0.0 -1 Nois e – neglig ible change; 
AQ  – neglig ible change P M 0.5 38 0.5 39 1.0 59 0.5 20 

A20 S idcup R oad / 
B 263 G reen L ane / 
S outhwold R oad 

AM 4.0 260 4.5 305 4.5 306 0.0 1 Nois e – neglig ible change; 
AQ  – neglig ible change P M 6.5 455 7.0 485 7.0 506 0.0 21 
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6.3 Overall approach to mitigation 

6.3.1 Since the road network is going to change and evolve between now and 
Scheme opening, the need for and type of mitigation may emerge closer to 
or after Scheme opening. As such TfL is committing to a refreshed 
assessment of the Scheme impacts prior to opening and monitoring the 
impacts for a defined period of time after opening. 

6.3.2 Should the refreshed assessment or post-opening monitoring identify that 
the Scheme is having an adverse impact on wider junctions, TfL is 
committing through the Traffic Impacts Mitigation Strategy (which will be 
certified through the DCO process) to mitigating these. Should the need for 
mitigation be identified prior to the Scheme opening TfL would develop 
mitigation measures through the Traffic Impacts Mitigation Strategy for 
implementation in time for Scheme opening. 
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7. MEASURES AIMED AT PEDESTRIANS AND 
CYCLISTS 

7.1.1 As part of the DCO, TfL is proposing to replace the existing Boord Street 
footbridge with a new foot and cycle bridge that is more legible, being better 
aligned with Boord Street, and includes steps and ramps. This would provide 
a more user-friendly crossing of the A102 for pedestrians and cyclists. 

7.1.2 (TfL is also exploring a number of other possible improvements that could 
benefit pedestrians and cyclists in Greenwich, although the specific delivery 
mechanism for these is not yet confirmed. TfL looks forward to discussing 
these with RB Greenwich in due course.) 
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1. INTRODUCTION

1.1 Background 

1.1.1 The Transport Assessment submitted as part of the DCO application 
describes in detail the expected traffic and transport effects of the Silvertown 
Tunnel scheme (the Scheme). The document considers the overall impacts 
of the Scheme on road users, public transport users, pedestrians and 
cyclists, and is the primary source of information regarding the Scheme’s 
likely traffic and wider transport impacts.  

1.1.2 Other application documents which are of relevance to the TA include the 
Environment Statement (in particular the Effects on All Travellers chapter) 
(Document Reference 6.1), the Code of Construction Practice (Document 
Reference 6.10), the Design and Access Statement (Document Reference 
7.3), the Monitoring Strategy (Document Reference 7.6), the Traffic Impacts 
Mitigation Strategy (Document Reference 7.7) and the Traffic Forecasting 
Report – Sensitivity Testing (Document Reference 7.9). These documents 
explain TfL’s approach to various aspects including how any impacts of the 
scheme requiring mitigation would be identified and addressed.  

1.1.3 The Case for the Scheme (Document Reference 7.1) sets out the overall 
need for the Scheme, and describes the various benefits that are expected 
as a result of the Scheme’s delivery (including the substantial benefits to 
users of the transport network).  

1.2 Purpose and structure of note 

1.2.1 The purpose of this note is to provide LB Tower Hamlets with further detail 
on the traffic and transport impacts expected as part of the Scheme. It has 
been produced in response to requests from borough officers for additional 
information on areas of key interest, for example the impacts of the Scheme 
on certain junctions, and supplements the information set out in the TA. 
Similar notes have also been produced with a focus on the impacts in 
Newham and Greenwich. 

1.2.2 The remainder of this note is structured as follows: 

• Section 2 describes the existing challenges at the Blackwall Tunnel and
the principal transport impacts of the Scheme;

• Section 3 summarises the sub-regional and borough-wide impacts on
road network performance;

• Section 4 summarises the impact on cross-river highway trip
distribution within Tower Hamlets;
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• Section 5 summarises the impact on journey times for trips in Tower
Hamlets;

• Section 6 summarises the impact on junctions in Tower Hamlets.

1.2.3 Within each chapter three scenarios are considered – the base year (2012), 
the Reference Case and the Assessed Case. 
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2. EXISTING CHALLENGES AND PRINCIPAL
TRANSPORT IMPACTS OF THE SCHEME

2.1.1 This section provides an overview of existing transport challenges 
associated with the Blackwall Tunnel and summarises the principal transport 
impacts of the Scheme.  

2.2 Existing transport challenges 

2.2.1 The Blackwall Tunnel functions as the lynchpin river crossing of the strategic 
highway network in east London. The Tunnel lies at the convergence of 
several key traffic routes to the north (A12, A13) and south (A102, A2), and 
is one of only three highway crossings east of Tower Bridge within London. It 
carries the most traffic of all river crossings in London, with total daily vehicle 
flow reaching over 100,000 vehicles in 2014. Yet it is constrained by its 
outdated design and the lack of proximate alternative crossings, and as a 
consequence suffers from severe transport problems on a daily basis.  

2.2.2 The strategic importance of the Tunnel means it attracts far more traffic than 
it can accommodate. The existing transport problems associated with the 
Blackwall Tunnel can be summarised as follows: 

• The tunnel is routinely affected by severe congestion, particularly
during peak periods, with extensive queuing stretching back 3.2km to
just north of Sun-in-the-Sands Roundabout in the AM peak period and
regular delays of 15 minutes or more. The Blackwall Tunnel has the
worst journey time reliability of all radial corridors on the TLRN and the
high levels of congestion result in an extended duration of the peak
periods, with traffic building up from 5am and remaining high well into
the evening.

• The northbound tunnel bore was not built to modern standards and is
unable to accommodate large vehicles over 4.0m in height, including
double-deck buses. The crossings suffers from a disproportionate
number of incidents and closures (averaging over 1,000 annual
closures between 2013 and 2015) and while most closures are brief the
high volume of traffic means they can have significant and extended
impacts, adding thousands of vehicle-hours of delay over the course of
a year.

• The relative lack of proximate river crossings coupled with the
congestion and closures described above leads to poor network
resilience. This lack of resilience becomes most apparent in the event
of closures of the Tunnel, which can encourage significant numbers of
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vehicles to seek alternative routes and lead to widespread network 
disruption.  

2.2.3 The problems set out above also affect public transport users. Currently only 
one bus service uses the Blackwall Tunnel – the route 108 – and this service 
is routinely impacted by delays caused by congestion and closures. The 
current conditions at the Blackwall Tunnel undermines TfL’s ability to provide 
further bus services across the river in this location, and consequently east 
London is poorly served by cross-river bus services comparative to west and 
central London.  

2.2.4 Congestion at the Blackwall Tunnel has a far-reaching effect on the wider 
road network as well as on the network in the vicinity of the tunnel. This 
means that it is not only people using the tunnel that are affected by the 
problems summarised above. Analysis from the London Congestion Analysis 
Project indicates that for every additional minute of delay for northbound 
journeys through the Blackwall Tunnel in the AM peak, vehicles travelling on 
the A20 westbound corridor experience an increased journey time of one 
minute 15 seconds and vehicles travelling on the A2 westbound corridor 
experience an increased journey time of 50 seconds.  

2.2.5 The significant future growth forecast across the East and South-East Sub-
Region (ESR) set out in Chapter 5 of the TA means that in a ‘do nothing’ 
scenario, the existing problems outlined above will worsen. Demand for the 
Blackwall Tunnel will increase further, exceeding capacity in the northbound 
direction in the 2021 Reference Case in both the AM and PM peak hours 
due to the expected increase in throughput in the PM period. Journey time 
reliability will worsen for trips made via the Blackwall Tunnel, and unplanned 
closures will result in more severe impacts on the wider network.  

2.3 Principal strategic and borough-wide transport impacts of the Scheme 

2.3.1 The project objectives for the Scheme set out a range of outcomes that TfL 
are seeking to achieve through the delivery of the Silvertown Tunnel, and a 
number of these objectives relate to transport impacts. The Scheme would 
not only address the key transport problems facing the Blackwall Tunnel, but 
would also serve to improve connectivity by providing a new cross-river link 
and improve the performance of the wider road network in the ESR. 

2.3.2 The most significant transport impacts of the Scheme relate to the 
considerable reduction in delay and improvement in resilience at the 
Blackwall Tunnel. The scheme would: 

• effectively eliminate the severe congestion that routinely affects the
Blackwall Tunnel, and which is forecast to worsen notably in future;

• reduce journey times for tunnel users, with journey time savings of up
to 20 minutes at peak times expected on the immediate approaches to
the tunnels;
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• lead to an expected reduction in the number of unplanned closures at
the Blackwall Tunnel, particularly those caused by over-height vehicles
attempting to use the northbound tunnel bore; and

• reduce the impact of closures when they do occur by providing a
convenient alternative route, minimising long diversions to other
crossings such as the Rotherhithe Tunnel and Woolwich Ferry.

2.3.3 In addition, by creating a new cross-river link the Scheme would improve 
connectivity for private and public transport by: 

• improving accessibility by road to areas including the Royal Docks and
the Isle of Dogs;

• facilitating a transformation in cross-river bus services, enabling the
creation of new routes and the extension of existing routes that could
amount to around forty buses per hour in each direction. The full
dimensional clearance of the Silvertown Tunnel means these routes
could be operated with double-deck services.

2.3.4 The combination of the proposed user charge coupled with the 
enhancements to bus services means that there is not expected to be a 
material change in the overall number of cross-river vehicle trips; indeed 
public transport mode share is forecast to increase, with almost 30% of trips 
through the Blackwall and Silvertown tunnels in 2021 forecast to be made by 
bus or coach (compared to just over 10% today). 

2.3.5 Residents and businesses based in Tower Hamlets are expected to see 
significant benefits in travel time as a result of the Scheme, with for example 
reductions of 500 vehicle-hours1 in the PM peak hour for trips originating in 
the borough in 2021 (although there is a very minor reduction in speed in the 
AM peak hour due to the release of more cross-river traffic as a result of the 
additional capacity provided by the tunnel). Enhancements to the cross-river 
bus network would also be expected to result in notable improvements in 
public transport availability and accessibility within Tower Hamlets.  

2.3.6 Modelling indicates some increases in delay at a small number of junctions 
in Tower Hamlets as a result of the Scheme, including Preston’s Road 
roundabout and Bow Roundabout. At both of these junctions there are 
significant alterations planned independent of the Silvertown Tunnel, hence 

1 The RXHAM model reports all traffic flow data in Passenger Car Units (PCUs), a standardised 
method for reporting traffic flow that accounts for the fact that different categories of vehicle take up 
different amounts of road capacity (for example, a coach is defined as 2 PCUs). For the purpose of 
this note, all PCU figures have been factored back to vehicles. 
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potential mitigation has therefore not been undertaken for these junctions at 
this stage. Overall increases in delay are also forecast at other junctions, 
including 18 seconds per user at the Tower Bridge/East Smithfield/Mansell 
Street junction in the AM peak and 11 seconds per user at the Aspen 
Way/West India Dock Road/Limehouse Link junction in the AM peak. If this 
is the case then mitigation would be implemented to address these 
increases, and a range of potential measures have been identified which 
modelling indicates would effectively reduce delays at these junctions 
caused by the Scheme.  

2.3.7 Changes in road network performance elsewhere across the network 
including on borough roads and junctions and at other river crossings are 
forecast to be minimal. Nonetheless, TfL is committing to undertake a 
refreshed assessment prior to the opening of the Scheme and 
comprehensive monitoring of Scheme impacts following its opening. Should 
this reveal a need for mitigation as a result of the Scheme, either ahead of 
opening or once operational, suitable mitigation measures would be 
developed and prioritised in consultation with affected stakeholders through 
the Silvertown Tunnel Implementation Group (STIG).  
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3. SUB-REGIONAL AND BOROUGH WIDE 
IMPACTS ON ROAD NETWORK 
PERFORMANCE 

3.1 Overview 

3.1.1 This section of the note presents the overall impacts of the Scheme on four 
key metrics of road network performance: overall travel time, travel distance, 
levels of queuing and traffic speed. All outputs are derived from RXHAM. 
The outputs are provided in the following formats: 

• at both the sub-regional level, across the whole of the ESR, and for all 
trips starting and ending in LB Tower Hamlets; 

• for the 2012 base year, 2021-2041 Reference Cases and 2021-2041 
Assessed Cases2; 

• for all three modelled time periods (AM peak hour, IP average hour, PM 
peak hour). 

3.1.2 In many instances there are notable differences between the outputs for the 
2012 base year and the 2021 Reference Case, which is as a result of the 
significant growth in population, employment and hence the overall amount 
of highway travel forecast to take place in the intervening period. These 
differences are often greater than the changes seen between the Reference 
Case and the Assessed Case for any given future year. 

3.2 Sub-regional summary of traffic impacts 

3.2.1 The RXHAM simulation area includes the main road network in all ESR 
boroughs and sections of the road network beyond, including the M25 
between junction 4 (with the A21) and junction 25 (with the A10), and the 
A282 Dartford Crossing.  

3.2.2 Since the Blackwall and Silvertown tunnels represent only a fraction of the 
total highway network in the ESR, changes that may appear small when 
considered in the context of the entire RXHAM simulation area may in fact 

2 Future year Reference and Assessed Case scenarios for 2031 and 2041 are presented for the 
purpose of illustrating the longer-term impacts of the Scheme on strategic road network performance. 
Note that the principal transport impacts of the Scheme outlined in Section 2 of the note are expected 
to continue in future years, albeit the scale of the impacts may differ from those forecast for 2021. 
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represent significant localised improvements on road network performance 
as a result of the Scheme.  

3.2.3 It should be borne in mind that the only difference between the Reference 
and Assessed Cases is the presence of the Scheme. Hence, the differences 
between these scenarios are attributable exclusively to the operational 
impacts of the Scheme. 

3.2.4 Overall travel time across the ESR is set out in Table 3-1. The table 
highlights the significant increase in travel time in all time periods from the 
base year through to the 2041 Reference Case. In the PM peak hour for 
example, travel time increases from 109,816 vehicle-hours in the base year 
to 149,945 vehicle-hours in the 2041 Reference Case. 

3.2.5 The Scheme results in a reduction in overall travel time across all time 
periods when compared with the Reference Case, particularly in the PM 
peak hour when there is a reduction of over 1,500 vehicle-hours across the 
ESR in 2021. Significant reductions are also apparent in the 2031 and 2041 
Assessed Cases compared to the corresponding Reference Cases, albeit 
these reductions are less pronounced as a consequence of forecast growth 
in overall highway demand across the ESR that serves to increase the total 
amount of traffic on the network and hence reduces the scope for time 
savings. 

Table 3-1: Change in overall travel time across ESR 

Overall travel time (vehicle-hours) AM peak 
hour 

IP average 
hour 

PM peak 
hour 

2012 Base Year 105,264 82,370 109,816 

2021 Reference Case 119,414 91,580 125,021 
2021 Assessed Case 118,977 91,134 123,481 
Difference 2021 Assessed Case – 
2021 Reference Case 

-438 -447 -1,540 

2031 Reference Case 129,844 99,624 138,931 
2031 Assessed Case 129,472 99,372 137,887 
Difference 2031 Assessed Case – 
2031 Reference Case 

-371 -252 -1,044 

2041 Reference Case 139,614 107,642 149,945 
2041 Assessed Case 139,487 107,538 149,198 
Difference 2041 Assessed Case – 
2041 Reference Case 

-127 -104 -747 

3.2.6 The recorded total queuing at the end of each modelled hour across the 
ESR is set out in Table 3-2 below. This represents the number of vehicles 
that were unable to complete their journey during the modelled hour due to 
congestion and were consequently queued on the network at the end of the 
hour. 
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Table 3-2: Change in overall queuing at end of modelled hour across ESR 
Overall queuing at end of 
modelled hour (vehicles) 

AM peak 
hour 

IP average 
hour 

PM peak 
hour 

2012 Base Year 7,522 2,065 10,711 

2021 Reference Case 12,988 3,205 15,179 
2021 Assessed Case 12,746 3,230 13,746 
Difference 2021 Assessed Case – 
2021 Reference Case 

-242 26 -1,433 

2031 Reference Case 19,667 5,067 23,810 
2031 Assessed Case 19,296 5,127 22,120 
Difference 2031 Assessed Case – 
2031 Reference Case 

-371 60 -1,690 

2041 Reference Case 25,786 7,569 31,027 
2041 Assessed Case 25,433 7,549 29,667 
Difference 2041 Assessed Case – 
2041 Reference Case 

-354 -20 -1,360 

3.2.7 The impacts of growth on the road network from the base year through to the 
2041 Reference Case are evident from the table (e.g. in the PM peak hour, 
queued traffic increases from 10,711 in the base year to 31,027 in the 2041 
Reference Case). In each future year, the Scheme results in benefits during 
peak periods when compared with the Reference Case, particularly in the 
PM peak: queued traffic reduces by 1,433 in 2021, 1,690 in 2031 and 1,360 
in 2041. Queued demand increases very marginally in the IP in each year, 
although from a much lower base level. 

3.2.8 Average traffic speed across the ESR is set out in Table 3-3 below. As with 
other indicators, the impact of increasing congestion due to background 
growth is evident in the Reference Case statistics when compared with the 
base year. In the AM peak hour, average speed decreases from 33.1kph in 
the base year to 29.7kph in the 2041 Reference Case. The corresponding 
reduction in the PM peak hour is from 32.3kph to 28.4kph 

3.2.9 The table also indicates that with the Scheme in operation, average speeds 
during peak times improve across the ESR in each year when compared 
with the corresponding Reference Case, with changes most pronounced in 
the PM peak hour. In 2021, average speed increases by 0.4kph, with 
comparative figures of 0.4kph and 0.3kph in 2031 and 2041 respectively. 
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Table 3-3: Change in average speed across ESR 

Average speed (kph) AM peak 
hour 

IP average 
hour 

PM peak 
hour 

2012 Base Year 33.1 36.5 32.3 
2021 Reference Case 32.3 35.9 31.6 
2021 Assessed Case 32.4 35.9 32.0 
Difference 2021 Assessed Case – 
2021 Reference Case +0.1 0 +0.4 

2031 Reference Case 31.0 35.0 29.8 
2031 Assessed Case 31.2 35.1 30.2 
Difference 2031 Assessed Case – 
2031 Reference Case +0.2 +0.1 +0.4 

2041 Reference Case 29.7 33.9 28.4 
2041 Assessed Case 29.8 33.9 28.7 
Difference 2041 Assessed Case – 
2041 Reference Case +0.1 0 +0.3 

3.2.10 Overall travel distance across the ESR is set out in Table 3-4. As with the 
other indicators, total travel distance increases from the base year through to 
the 2041 Reference Case due to background growth across the sub-region. 
In the PM peak hour for example, a total travel distance in the base year of 
3,550,902 vehicle-kms increases to 4,259,438 vehicle-kms in the 2041 
Reference Case.  

Table 3-4: Change in overall travel distance across ESR 
Overall travel distance (vehicle-
kms) 

AM peak 
hour 

IP average 
hour 

PM peak 
hour 

2012 Base Year 3,481,961 3,004,088 3,550,902 

2021 Reference Case 3,853,709 3,286,709 3,947,100 
2021 Assessed Case 3,857,132 3,282,362 3,964,915 
Difference 2021 Assessed Case – 
2021 Reference Case 

3,424 -4,347 17,815 

2031 Reference Case 4,028,493 3,487,145 4,137,490 
2031 Assessed Case 4,034,068 3,486,442 4,163,224 
Difference 2031 Assessed Case – 
2031 Reference Case 

5,575 -703 25,734 

2041 Reference Case 4,144,103 3,644,040 4,259,438 
2041 Assessed Case 4,152,903 3,650,311 4,285,347 
Difference 2041 Assessed Case – 
2041 Reference Case 

8,800 6,271 25,909 

3.2.11 The table also indicates that in general, the Scheme results in an increase in 
total travel distance in the modelled hours when compared with the 
Reference Case. In the PM peak hour in 2041 for example, total travel 
distance increases by 25,909 vehicle-kms with the Scheme in operation, an 
increase of 0.6% from the Reference Case. 

3.2.12 This increase in travel distance occurs for a number of reasons, including the 
overall impact of the Scheme on trip distribution across the ESR, routeing 
changes in the vicinity of the tunnels for certain journeys, and an increase in 
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mileage associated with the introduction of new bus services. However, the 
main explanatory factors are as follows: 

• the Scheme allows more traffic to cross the river in peak hours due to
the increase in capacity associated with the new tunnel; and

• the significant reduction in congestion forecast in the vicinity of the
Scheme means that more trips reach the end of their journeys within
the modelled hour (as evidenced by the forecast reduction in queued
traffic at the end of modelled peak hours, which is summarised in Table
3-2).

3.2.13 As described in the TA, the aforementioned forecast reduction in congestion 
means that the Scheme is likely to result in a peak contraction along the 
A102 to a demand profile that is more typical of other strategic roads across 
London. As a result, the forecast increase in travel distance during peak 
hours summarised in Table 3-4 is likely to be off-set by a reduction in travel 
distance during the shoulder peak periods.  

3.3 Borough-level summary of traffic impacts 

3.3.1 The RXHAM outputs above can be disaggregated to a borough level based 
on all trips originating or terminating within the borough in each modelled 
hour. 

3.3.2 Figure 3-1 shows the change in travel time by modelled hour between the 
2021 Reference Case and the 2021 Assessed Case for all trips originating in 
the three host boroughs plus Bexley and Barking & Dagenham. 

3.3.3 The graph indicates that trips originating in Tower Hamlets in the PM peak 
hour benefit from a significant reduction in travel time in the Assessed Case 
when compared with the Reference Case, of around 500 vehicle-hours. This 
occurs due to the congestion reduction benefits of the Scheme for 
southbound cross-river traffic during this modelled hour. In the other 
modelled hours there is very little change in overall travel time for trips 
originating in Tower Hamlets.    
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Figure 3-1: Change in travel time (vehicle-hours) for all trips originating by borough 

(2021 Assessed Case – 2021 Reference Case) 

 

3.3.4 Figure 3-2 shows the change in travel time between the 2021 Reference 
Case and the 2021 Assessed Case for all trips terminating in each borough 
by modelled hour. The graph shows that there are travel time benefits for 
trips terminating in Tower Hamlets in all modelled hours, particularly in the 
AM peak hour when the saving is over 260 vehicle-hours as a result of the 
congestion reduction impact of the Scheme on the northbound approach to 
the tunnel portals. 

Figure 3-2: Change in travel time (vehicle-hours) for all trips terminating by borough 
(2021 Assessed Case – 2021 Reference Case) 
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3.3.5 Figure 3-3 shows the change in average speed between the 2021 Reference 
Case and the 2021 Assessed Case for all trips originating in each borough 
by modelled hour. The graph indicates a significant increase in average 
speed for trips originating in Tower Hamlets in the PM peak hour of 1.4kph, 
in line with the forecast reduction in travel time described above. 

3.3.6 There is however a slight reduction in speed of 0.1kph during the AM peak 
hour. This is likely to occur as a result of minor increases in congestion on 
routes to the north of the River Thames due to the additional capacity 
provided by the Scheme, which allows more northbound traffic to cross the 
river during the modelled hour. 

3.3.7 As reported elsewhere in this note, this increase in peak-hour cross-river 
traffic is likely to be offset by a reduction in the shoulder peaks due to a peak 
contraction on the A102 corridor expected with the Scheme in operation. In 
addition, TfL is committing to monitoring and, if necessary, mitigating any 
associated negative traffic impacts in consultation with the STIG. 

Figure 3-3: Change in average speed (kph) for all trips originating by borough (2021 
Assessed Case – 2021 Reference Case) 

 

3.3.8 Figure 3-4 shows the change in average speed between the 2021 Reference 
Case and the 2021 Assessed Case for all trips terminating in each borough 
by modelled hour. 

3.3.9 The graph shows a forecast increase in average speed for trips terminating 
in Tower Hamlets in all three modelled hours, with increases of around 
0.6kph in both the AM and PM peak hours. This translates into a more 
significant total travel time saving in the AM peak hour (as shown in Figure 
3-2), as a higher number of cross-river trips terminate in Tower Hamlets 
during the AM peak hour when compared with the PM peak hour.   
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Figure 3-4: Change in average speed (kph) for all trips terminating by borough (2021 
Assessed Case – 2021 Reference Case) 
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4. IMPACT ON CROSS-RIVER HIGHWAY TRIP 
DISTRIBUTION 

4.1 Overview 

4.1.1 This section considers how the spread of cross-river trips using the 
Blackwall/Silvertown corridor with an origin or destination in Tower Hamlets 
changes from the base year (2012) to Reference Case (2021) to Assessed 
Case (2021). 

4.1.2 Trip destinations in the AM peak and trip origins in the PM peak have been 
analysed, since these are trips travelling through the Blackwall/Silvertown 
corridor in the peak direction in each modelled hour. 

4.1.3 Figure 4-1 to Figure 4-3 show the distribution of cross-river highway trips (via 
the Blackwall/Silvertown corridor) terminating in Tower Hamlets in the AM 
peak hour in the base year, 2021 Reference Case and 2021 Assessed Case 
respectively.  

4.1.4 The plans show that in the base year, 1443 northbound cross-river trips via 
the Blackwall Tunnel terminate in LB Tower Hamlets in the AM peak hour. 
This increases to 1469 trips via the Blackwall Tunnel in the 2021 Reference 
Case and 1492 trips via the Blackwall and Silvertown tunnels in the 2021 
Assessed Case. 

4.1.5 In the base year, the most popular cross-river trip destinations in LB Tower 
Hamlets were the wards of Millwall, which attracted 672 northbound cross-
river trips in the AM peak hour, accounting for 47% of the total to the 
borough. In the 2021 Reference Case, demand to these wards decreased to 
655 trips as a result of background growth, and their corresponding share of 
total trip destinations to the borough decreased to 45%. 

4.1.6 The Assessed Case plan indicates that there is very little change in the 
distribution of cross-river trips terminating in the borough when compared 
with the Reference Case. The total number of trips terminating in the wards 
described above increased slightly to 665 trips, 45% of the total trips to the 
borough.  
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Figure 4-1: Base (2012) AM peak hour northbound cross-river (via Blackwall Tunnel) 

trip destinations in Tower Hamlets 

 

Figure 4-2: Reference Case (2021) AM peak hour northbound cross-river (via 
Blackwall Tunnel) trip destinations in Tower Hamlets 
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Figure 4-3: Assessed Case (2021) AM peak hour northbound cross-river (via 
Blackwall Tunnel or Silvertown Tunnel) trip destinations in Tower Hamlets 

4.2 PM peak hour southbound (trips origins in Tower Hamlets) 

4.2.1 Figure 4-4 and Figure 4-6 show the distribution of southbound cross-river 
highway trips (via the Blackwall/Silvertown corridor) originating in Tower 
Hamlets in the PM peak hour in the base year, 2021 Reference Case and 
2021 Assessed Case respectively. 

4.2.2 The plans show that in the base year, a total of 1326 southbound cross-river 
trips via the Blackwall Tunnel originated in LB Tower Hamlets in the PM 
peak hour. This increases to 1390 via the Blackwall Tunnel in the Reference 
Case and 1480 via both the Blackwall and Silvertown tunnels in the 
Assessed Case. 

4.2.3 The most popular origin for southbound cross-river trips in the PM peak hour 
is millwall. In the base year, 692 trips originate in Millwall (52% of the total 
originating in the borough). In the 2021 Reference Case this increases to 
705 (51%). 

4.2.4 The Assessed Case plan indicates that there is very little change in the 
distribution of trip origins across the borough in the PM peak hour although 
the total number of trips increases from 1390 to 1480 as described above. A 
total of 745 trips originate in Millwall in the 2021 Assessed Case, 50% of the 
total.  
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Figure 4-4: Base (2012) PM peak hour southbound (via Blackwall Tunnel) trip origins 

in Tower Hamlets 

 

Figure 4-5: Reference Case (2021) PM peak hour southbound (via Blackwall Tunnel) 
trip origins in Tower Hamlets 
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Figure 4-6: Assessed Case (2021) PM peak hour southbound (via Blackwall Tunnel or 
Silvertown Tunnel) trip origins in Tower Hamlets 

4.3 Trip lengths 

4.3.1 The graphs in Figure 4-7 and Figure 4-8 show the changes in the length of 
all cross-river highway trips made in the peak direction via the 
Blackwall/Silvertown tunnels in the 2021 Reference and Assessed Cases, by 
peak hour. 

4.3.2 The graphs indicate that there is little difference in the overall profile of trip 
lengths via the two tunnels in the Assessed Case when compared with the 
profile via the Blackwall Tunnel in the Reference Case. The mean average 
trip length changes by 1km in the AM peak northbound and by 0.4km in the 
PM peak southbound. 
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Figure 4-7: Trip length of cross-river trips via the Blackwall/Silvertown corridor (AM 

peak hour northbound, 2021 Reference Case and Assessed Case) 

 

Figure 4-8: Trip length of cross-river trips via the Blackwall/Silvertown corridor (PM 
peak hour southbound, 2021 Reference Case and Assessed Case) 
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5. IMPACT ON JOURNEY TIMES FOR TRIPS IN
TOWER HAMLETS

5.1 Overview 

5.1.1 By reducing congestion and delay on the approaches to the Blackwall 
Tunnel, the Scheme is expected to have a significant positive impact on 
journey times for users of the two tunnels in the Assessed Case. Small 
increases in journey times are forecast for some non-cross-river trips, but 
these increases will be far outweighed by total time savings for other trips. 
Overall, the Scheme is expected to have a very positive impact on highway 
journey times.  

5.1.2 Table 5-1 and Table 5-2 show the modelled change in 2021 journey time for 
a selection of highway journeys between locations in the three host 
boroughs and six additional locations with the Scheme in operation for the 
AM and PM peak hours3. 

5.1.3 These tables show that the greatest time saving impact in the AM peak hour 
is for cross-river northbound trips, as the Scheme generates relatively free-
flowing conditions on the A102 Blackwall Tunnel Approach. In the PM peak 
hour the greatest time saving impact is for cross-river southbound trips, and 
the magnitude of time savings is generally greater in the PM peak than in the 
AM peak. While trips to all cross-river destinations would benefit from these 
journey time savings, trips to and from the Royal Docks area in particular 
would additionally benefit from the availability of a more direct route for many 
journeys. 

5.1.4 In all time periods, total cross-river time savings are significantly greater than 
total time costs incurred on journeys that do not cross the river. The largest 
time costs (a maximum of two additional minutes) are associated with 
individual journeys that do not cross the river and occur in the PM peak. This 
contrasts with time savings in excess of 20 minutes for many cross-river trips 
in the same period. 

3 These tables are reproduced from the TA (Table 7-4 to 7-6). 
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Table 5-1: Highway journey time change in minutes (Assessed Case – Reference Case, 2021 AM peak hour 

Borough Location 

Greenwich 
Other (South 

London) Tower Hamlets Newham 
Other (North 
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Greenwich 

Greenwich Peninsula 0 0 0 0 0 0 0 -1 0 -17 -15 -13 -13 -13 -13 -13 -18 -18 -13 -18 -13 -13 -14 -13 -13 -13 
Greenwich town centre 0 0 0 0 0 0 0 0 0 -13 -2 -11 -11 -2 -12 -11 -16 -16 -11 -16 -11 -11 -12 -11 -11 -11 
Woolwich 0 0 0 0 0 1 0 0 1 -16 -14 -12 -12 -12 -13 -12 -11 -15 -12 -8 -12 -12 -13 -12 -12 -12 
Charlton 0 0 0 0 0 0 0 0 0 -16 -13 -12 -12 -12 -13 -12 -17 -17 -12 -14 -12 -12 -13 -12 -12 -12 
Thamesmead/Abbey 
Wood 0 0 0 0 1 1 0 0 0 -16 -14 -12 -12 -12 -13 -12 -10 -14 -11 -7 -12 -12 -11 -8 -12 -12 
Kidbrooke 0 0 0 0 0 0 0 0 0 -16 -15 -12 -12 -12 -13 -12 -17 -17 -12 -17 -12 -12 -13 -12 -12 -12 
Eltham 0 0 0 0 0 0 0 0 0 -16 -14 -12 -12 -12 -13 -12 -17 -17 -12 -17 -12 -12 -13 -12 -12 -12 

Other 
(South 
London) 

Peckham (Southwark) 1 0 1 0 0 0 0 0 0 1 2 1 -5 1 1 -6 -4 -4 0 -4 1 -6 0 0 -4 -2 
Lewisham (Lewisham) 0 0 0 0 0 0 0 0 0 -10 0 -10 -12 0 -11 -12 -16 -15 -11 -16 -10 -12 -11 -11 -12 -12 
Bexleyheath (Bexley) 0 0 0 0 0 0 0 0 0 -16 -14 -12 -12 -12 -13 -12 -15 -17 -10 -10 -12 -12 -9 -7 -12 -12 

Tower 
Hamlets 

Canary Wharf -1 -2 -2 -1 -2 -2 -1 0 -2 -2 0 0 0 0 0 0 0 1 0 0 0 0 -1 0 0 0 
Aldgate -1 0 -2 -2 -2 -2 -1 0 0 -2 0 0 0 0 0 0 0 1 0 0 0 0 -1 0 0 0 
Bow -1 -1 -1 -1 -1 -1 -1 0 -1 -1 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 
Bromley-by-Bow -1 -1 -1 -1 -1 -1 -1 0 -1 -1 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 
Bethnal Green -1 0 -1 -1 -1 -1 -1 0 0 -1 0 0 0 0 0 0 0 1 0 0 0 0 0 0 0 0 
Poplar -1 -1 -1 -1 -1 -1 -1 -1 -1 -1 0 -1 0 0 -1 0 0 1 0 0 0 0 -1 0 0 0 

Newham 

Stratford -1 -1 -1 -1 -1 -1 -1 1 -1 -1 0 1 0 0 0 0 0 0 0 0 0 0 0 0 0 0 
Royal Docks/London 
City Airport -4 -4 -4 -4 -4 -4 -4 1 -4 -4 0 1 1 1 1 0 0 0 0 0 1 0 -1 0 0 1 
Canning Town -3 -3 -3 -3 -3 -3 -3 1 -3 -3 0 0 1 0 1 0 0 0 0 0 0 0 -1 0 0 1 
East Ham -1 -2 -1 -1 -1 -1 -1 1 -2 -2 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 
Beckton/Gallions Reach -3 -3 -2 -3 -1 -3 -3 1 -4 -3 0 0 0 0 0 0 0 0 0 0 0 0 -1 0 0 0 
Green Street -1 -2 -1 -1 -1 -1 -1 1 -2 -2 0 1 0 0 0 0 0 0 0 0 0 0 0 0 0 0 
Forest Gate -1 -1 -1 -1 -1 -1 -1 1 -1 -1 0 1 0 0 0 0 0 0 0 0 0 0 0 0 0 0 
Manor Park -1 -1 -1 -1 -1 -1 -1 0 -1 -1 0 1 0 0 0 0 0 0 0 0 0 0 0 0 0 0 

Other 
(North 
London) 

Barking (Barking & 
Dagenham) -1 -2 -1 -1 -2 -2 -1 0 -2 -2 0 0 0 0 0 0 0 0 0 0 0 0 -1 -1 0 0 
Walthamstow (Waltham 
Forest) -1 -1 -1 -1 -1 -1 -1 0 -2 -1 0 -1 0 0 0 0 0 0 0 0 0 -1 0 -1 0 0 
Hackney (Hackney) -1 -1 -1 -1 -1 -1 -1 0 -1 -1 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 
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Table 5-2: Highway journey time change in minutes (Assessed Case – Reference Case), 2021 PM peak hour 
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Greenwich 

Greenwich Peninsula 0 0 0 1 1 1 0 1 2 -12 -8 -6 -6 -6 -5 -6 -15 -15 -10 -15 -8 -6 -6 -9 -6 -6 
Greenwich town centre 0 0 0 1 0 0 0 0 2 -6 -1 -6 -6 -1 -5 -6 -13 -13 -8 -13 -8 -6 -6 -7 -6 -6 
Woolwich 0 0 0 1 0 0 0 0 1 -12 -8 -6 -7 -7 -5 -6 -8 -11 -11 -5 -9 -6 -6 -10 -6 -6 
Charlton 0 0 0 1 0 0 0 0 2 -12 -8 -6 -6 -7 -5 -6 -13 -16 -11 -10 -9 -6 -6 -10 -6 -6 
Thamesmead/Abbey 
Wood 0 0 0 0 0 0 0 1 0 -12 -8 -6 -6 -6 -5 -6 -7 -10 -10 -4 -8 -6 -6 -10 -6 -6 
Kidbrooke 0 0 0 0 0 0 0 0 1 -12 -8 -6 -6 -6 -5 -6 -15 -15 -10 -15 -8 -6 -6 -9 -6 -6 
Eltham 0 0 0 0 0 0 0 0 1 -11 -8 -5 -6 -6 -5 -6 -15 -15 -10 -12 -8 -6 -6 -9 -5 -5 

Other 
(South 
London) 

Peckham (Southwark) 0 0 0 0 0 0 0 0 1 -1 0 -1 -1 0 1 -1 -1 -1 -2 -1 -2 -1 -1 -1 -1 0 
Lewisham (Lewisham) 0 0 0 0 1 0 0 0 1 -4 0 -5 -6 -1 -4 -6 -10 -10 -6 -10 -6 -6 -6 -4 -6 -6 
Bexleyheath (Bexley) 1 1 0 1 0 0 0 1 0 -11 -7 -5 -6 -6 -4 -5 -15 -15 -10 -15 -8 -5 -6 -9 -5 -5 

Tower 
Hamlets 

Canary Wharf -23 -10 -22 -22 -21 -22 -22 -2 -7 -21 -1 -3 -2 -2 0 -4 -1 -1 -2 -1 -2 -1 -1 -1 -1 -3 
Aldgate -17 -1 -14 -12 -15 -14 -16 0 0 -14 0 0 0 0 2 0 0 0 -1 0 -1 0 0 0 0 0 
Bow -19 -9 -19 -19 -18 -18 -18 -1 -7 -17 -1 0 0 0 0 0 -2 -2 -1 -2 0 0 0 -2 0 0 
Bromley-by-Bow -20 -13 -19 -19 -18 -19 -19 -1 -10 -17 -3 0 0 0 0 0 -4 -5 -5 -4 0 0 0 -4 0 0 
Bethnal Green -16 -1 -12 -11 -13 -12 -14 0 -1 -13 0 0 0 0 0 0 0 0 -1 0 0 0 0 0 0 0 
Poplar -21 -9 -20 -20 -19 -20 -20 -1 -6 -19 -3 -1 0 0 -1 -1 -2 -2 -3 -2 -3 -1 -2 -2 -1 -1 

Newham 

Stratford -20 -14 -19 -19 -18 -19 -19 -1 -11 -18 -1 0 0 0 0 0 0 0 1 0 0 0 0 0 0 0 
Royal Docks/London 
City Airport -22 -12 -18 -22 -16 -22 -22 -1 -10 -20 0 0 0 0 0 1 0 0 0 0 0 0 0 0 0 0 
Canning Town -21 -11 -20 -21 -20 -20 -20 0 -8 -19 0 0 0 0 0 1 0 0 -1 0 0 0 0 0 0 0 
East Ham -21 -11 -19 -21 -17 -20 -20 0 -8 -19 0 0 0 0 0 1 0 0 0 0 0 0 0 0 0 0 
Beckton/Gallions Reach -21 -11 -13 -19 -11 -20 -20 0 -8 -19 0 0 0 0 0 1 0 0 0 0 0 0 0 0 0 0 
Green Street -20 -13 -19 -19 -18 -19 -19 0 -10 -17 0 1 0 0 0 1 0 0 0 1 0 0 0 0 0 0 
Forest Gate -20 -14 -19 -19 -18 -19 -19 -1 -11 -18 0 0 0 0 0 0 0 0 0 1 0 0 0 0 0 0 
Manor Park -20 -14 -19 -19 -18 -19 -19 -1 -11 -18 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 

Other 
(North 
London) 

Barking (Barking & 
Dagenham) -21 -11 -16 -21 -14 -20 -20 -1 -8 -19 0 0 0 0 0 1 0 0 0 0 0 0 0 0 0 0 
Walthamstow (Waltham 
Forest) -19 -14 -19 -19 -12 -18 -18 0 -11 -17 -1 0 0 0 0 0 0 -1 -1 -1 -1 0 0 0 -1 0 
Hackney (Hackney) -18 -3 -18 -18 -17 -17 -17 0 -1 -16 -1 0 0 1 0 0 1 -1 -1 -1 -1 0 1 0 0 0 
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5.1.5 Further, more detailed information on forecast journey times for the following 
selection of cross-river and non-cross-river route-specific journeys is 
presented below: 

• Isle of Dogs – Bow;

• Whitechapel – Bromley by Bow;

• Woolwich – Canary Wharf;

• Bethnal Green – Greenwich Peninsula;

• Poplar – Lewisham.

5.1.6 In each case, journey time information is provided for the base year (2012), 
Reference Case (2021) and Assessed Case (2021). It should be noted that 
the data in the tables above are not directly comparable with the route-
specific journey time data described below for the following reasons: 

• route-specific journey times have been rounded to the nearest 30
seconds, rather than 1 minute as applied in the tables above included
in the TA, to provide a more detailed comparison of time changes  –
therefore the changes indicated may differ slightly as a result of
rounding;

• the tables above were assembled directly from RXHAM outputs that
recorded the journey time calculated for the least-cost route (including
consideration of travel time and the proposed user charge at the
Blackwall and Silvertown Tunnels) between each origin and destination
in each scenario and time period – in some cases the route option
calculated was via the Rotherhithe Tunnel – in contrast, as the name
suggests, the route-specific journey times were all measured for the
fastest route via either the Blackwall or Silvertown Tunnels to determine
the impact specifically on the Blackwall/Silvertown corridor.
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5.2 Isle of Dogs – Bow 

5.2.1 The impacts of the scheme on journeys between the Isle of Dogs and Bow 
are summarised in Figure 5-1 and Table 5-3. Multiple route options with 
similar travel times are available for this journey, and as a result the model 
identified different route choices depending on the scenario and direction of 
travel. All route choices are consequently shown on the plan below. 

Figure 5-1: Isle of Dogs-Bow journey times (2012 base, 2021 RC, 2021 AC) 

Table 5-3: Isle of Dogs-Bow journey time change 

Description Time 
period 

Reference (2021) – 
Base (2012) 

Assessed (2021) – 
Reference (2021) 

Bow to Isle of Dogs 
AM 0.5 mins 0.0 mins 

PM 1.5 mins -1.0 mins 

Isle of Dogs to Bow 
AM 3.0 mins 1.0 mins 

PM 5.0 mins -2.5 mins 

5.2.2 The table indicates that in both modelled hours in both directions, journeys 
are forecast to take longer in the 2021 Reference Case when compared with 
the base year as a result of background growth and its impact on highway 
demand, by up to 5 minutes in the PM peak northbound. 

5.2.3 The impact of the Scheme in operation when compared with the 2021 
Reference Case depends on the time period. In the PM peak, reductions in 
journey time are evident, of up to 2.5 minutes northbound as a result of the 
congestion reduction impact of the Scheme on the north side of the River 
Thames in this modelled hour. In contrast there is a minor increase in travel 
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time in the AM peak hour northbound (from 16.5 to 17.5 minutes). This 
occurs as a result of the additional capacity provided by the Scheme, which 
allows more northbound traffic across the River Thames during this modelled 
hour. As indicated elsewhere in this note, the peak contraction impact of the 
Scheme means this peak-hour increase is expected to be off-set by a 
reduction in traffic during the shoulder peak hours. 

5.3 Whitechapel – Bromley-by-Bow 

5.3.1 The impacts of the scheme on journeys between Whitechapel and Bromley-
by-Bow are summarised in Figure 5-2 and Table 5-4.  

Figure 5-2: Whitechapel-Bromley-by-Bow journey times (2012 base, 2021 RC, 2021 
AC) 

 

Table 5-4: Whitechapel-Bromley-by-Bow journey time changes 

Description Time 
period 

Reference (2021) – 
Base (2012) 

Assessed (2021) – 
Reference (2021) 

Whitechapel to Bromley-by-
Bow 

AM 1.0 mins 0.0 mins 

PM 2.0 mins 0.0 mins 

Bromley-by-Bow to 
Whitechapel 

AM 3.0 mins 0.0 mins 

PM 1.0 mins -0.5 mins 

5.3.2 In both directions and time periods, journeys are forecast to take longer in 
the 2021 Reference Case when compared with the base year, by up to three 
minutes in the AM peak hour westbound. The Scheme in operation is 
expected to have a negligible impact when compared with the Reference 
Case, with a time saving of 0.5 minutes evident in the PM peak hour 
westbound. 
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5.4 Woolwich – Canary Wharf 

5.4.1 The impacts of the scheme on journeys between Woolwich and Canary 
Wharf are summarised in Figure 5-3 and Table 5-5.  

Figure 5-3: Woolwich-Canary Wharf journey times (2012 base, 2021 RC, 2021 AC) 

Table 5-5: Woolwich-Canary Wharf journey time changes 

Description Time 
period 

Reference (2021) – 
Base (2012) 

Assessed (2021) – 
Reference (2021) 

Canary Wharf to Woolwich 
AM 0.0 mins -1.5 mins 

PM 5.5 mins -22.0 mins 

Woolwich to Canary Wharf 
AM 4.0 mins -16.0 mins 

PM 1.5 mins -12.0 mins 

5.4.2 Travel times generally increase in the 2021 Reference Case when compared 
with the base year, by up to 5.5 minutes in the PM peak hour southbound. In 
contrast, the Scheme delivers significant journey time savings when 
compared with the Reference Case, of up to 22 minutes southbound in the 
PM peak hour. 
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5.5 Bethnal Green – Greenwich Peninsula 

5.5.1 The impacts of the scheme on journeys between Bethnal Green and 
Greenwich Peninsula are summarised in Figure 5-4 and Table 5-6. 

Figure 5-4: Bethnal Green-Greenwich Peninsula journey times (2012 base, 2021 RC, 
2021 AC) 

Table 5-6: Bethnal Green-Greenwich Peninsula journey time changes 

Description Time 
period 

Reference (2021) – 
Base (2012) 

Assessed (2021) – 
Reference (2021) 

Bethnal Green to 
Greenwich Peninsula 

AM 1.0 mins -1.0 mins 

PM 2.0 mins -14.5 mins 

Greenwich Peninsula to 
Bethnal Green 

AM 4.5 mins -13.0 mins 

PM 4.5 mins -6.0 mins 

5.5.2 Travel times increase in the 2021 Reference Case when compared with the 
base year, by up to 4.5 minutes in both modelled hours in the northbound 
direction. In contrast, the Scheme delivers significant journey time savings 
when compared with the Reference Case, of up to 14.5 minutes southbound 
in the PM peak hour and 13.0 minutes northbound in the AM peak hour. 
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5.6 Poplar – Lewisham 

5.6.1 The impacts of the scheme on journeys between Poplar and Lewisham are 
summarised in Figure 5-5 and Table 5-7.  

Figure 5-5: Poplar – Lewisham journey times (2012 base, 2021 RC, 2021 AC) 

 

Table 5-7: Poplar – Lewisham journey time changes 

Description Time 
period 

Reference (2021) – 
Base (2012) 

Assessed (2021) – 
Reference (2021) 

Poplar to Lewisham 
AM 2.5 mins -1.5 mins 

PM 3.5 mins -15.0 mins 

Lewisham to Poplar 
AM 5.0 mins -12.5 mins 

PM 10.5 mins -5.0 mins 

5.6.2 Travel times generally increase in the 2021 Reference Case when compared 
with the base year, by up to seven minutes in the PM peak northbound. In 
contrast, the Scheme delivers significant journey time savings when 
compared with the Reference Case, of up to 15 minutes southbound in the 
PM peak hour and 12.5 minutes northbound in the AM peak hour.  
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6. IMPACT ON KEY JUNCTIONS IN TOWER
HAMLETS

6.1 Overview 

6.1.1 The impact of the Scheme on local junctions and TfL’s proposed approach to 
monitoring and mitigating any adverse impacts are considered within 
Chapter 7 and Appendix C of the TA. The detailed proposals can also be 
found in the Monitoring Strategy and Traffic Impacts Mitigation Strategy.  

6.1.2 In summary, the assessment completed to date indicates that impacts on 
junctions across the wider network in the ESR are generally likely to be 
negligible, with minor mitigation such as signal time changes likely to be 
sufficient to manage all but a handful of issues. 

6.1.3 It should be noted that for most junctions in the model (i.e. those not subject 
to alterations as a result of committed Reference Case improvements or the 
Scheme itself in the Assessed Case), signal timings in future year scenarios 
are not automatically optimised from the base year to accommodate forecast 
changes in traffic flow on different approach roads. In reality, signal timings 
would adjust automatically at many locations as a result of systems such as 
SCOOT. This means that the forecast changes in delay at many junctions in 
the Reference and Assessed Cases can be considered as worst-case 
estimates, since fixed base year signal timings are assumed to still be in 
operation at those junctions.   

6.2 Changes in junction delays in Tower Hamlets as a result of the Scheme 

6.2.1 Junction delay plots are included within the TA that show changes in junction 
delay between the 2021 Reference Case and Assessed Case in all three 
modelled hours (Figure 7-26 to 7-28). These are measured in PCU-hours, 
therefore taking into account both the delay per user at the junction and the 
total flow of traffic arriving at each junction.  

6.2.2 In order to provide further insight on the impact of the Scheme on wider 
junctions and at the request of borough officers, data on the average delay 
per user is presented in tabular form in Table 6-1 below for the 2012 base 
year, 2021 Reference Case and 2021 Assessed Case for a number of 
junctions within Tower Hamlets. Information on the total delay for each 
junction (converted from PCU-hours to vehicle hours) is also provided to aid 
with understanding the total scale of delay at each junction. The list of 
junctions corresponds with those junctions within Tower Hamlets that are 
considered in Appendix C of the TA, which were identified through reviewing 
locations with a forecast increase of greater than ten PCU-hours in the 2021 
Assessed Case in RXHAM and/or were highlighted by stakeholders 
(including LB Tower Hamlets) as part of public consultation in Autumn 2014. 
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6.2.3 A summary of any forecast changes in air quality and noise at the junctions 
in the 2021 Assessed Case is also included in Table 6-1 for ease of 
reference, based on the assessments set out in the Environment Statement 
(Document Reference 6.1) 

6.2.4 The table indicates that there is no significant increase in overall delay at 
these junctions in Tower Hamlets in the Assessed Case when compared 
with the Reference Case. An increase in delay per user is only evident at two 
locations: the Tower Bridge/East Smithfield/Mansell Street junction (an 
increase of 0.5 minutes per user in both modelled hours) and the 
merge/diverge at Aspen Way/West India Dock Road/Limehouse Link (an 
increase of 0.5 minutes per user in the AM peak hour). 

6.2.5 At the Tower Bridge/East Smithfield/Mansell Street junction, the increase in 
delay in the AM peak hour amounts to 18 seconds (from 216 seconds in the 
Reference Case to 234 seconds in the Assessed Case) while in the PM 
peak hour the delay change is actually negligible (from 44.8 seconds in the 
Reference Case, which rounds down to 0.5 minutes, to 45.3 seconds in the 
Assessed Case, which rounds up to one minute). At Aspen Way/West India 
Dock Road/Limehouse Link, the change in the AM peak hour amounts to 11 
seconds. 

6.2.6 The A13 East India Dock Road/A102 junction is expected to see a significant 
overall benefit, with an average time saving of two minutes per user in the 
PM peak hour. The model does indicate that one movement at this junction 
would experience additional delay, namely southbound traffic on the A102 
joining the A13 via the Brunswick Road off-slip4, however RXHAM does not 
take into account the potential for signal optimisation to limit this increase 
and mitigation could be implemented to effectively address this issue. 

6.2.7 It should be noted that while RXHAM provides a good indication of the likely 
trends, locations and orders of magnitude of impacts arising from the 
Scheme, it is not the appropriate tool on which to base detailed planning of 
specific mitigations (for reasons including those related to how signal 
optimisation is handled, as described above). More detailed local modelling 
(for example using VISSIM micro-simulation or junction-level models such as 
LINSIG or TRANSYT) would be used for this purpose, and an overview of 
the local modelling completed as part of the Scheme can be found in 
Appendix C of the TA. As a result, the outputs presented above should be 
regarded as indicative rather than precise. 

4This is detailed in Table C-1 of the TA 
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 Table 6-1: Average delay per user (minutes) and total vehicle-hours 

J unc tion 
T ime 
period 
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(2012) 
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C as e c hang e 
(2021) 

S ummary  of air quality  and nois e 
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T ower B ridge / E as t 
S mithfield / Mans ell 
S treet 

AM 1.0 83 3.5 239 4.0 258 0.5 19 Nois e – Negligible change;  
AQ – Negligible change 

P M 0.5 49 0.5 53 1.0 53 0.5 0 
As pen Way / Wes t India 
D ock R oad / L imehous e 
L ink 

AM 0.5 17 0.5 35 1.0 46 0.5 11 Nois e – Negligible change;  
AQ – Negligible change 

P M 0.0 2 0.0 3 0.0 3 0.0 0 
As pen Way / Upper 
B ank S treet 

AM 0.0 14 0.0 15 0.0 16 0.0 1 Nois e – Negligible change;  
AQ – Negligible change P M 0.0 15 0.5 30 0.0 22 -0.5 -8 

P res ton's  R oundabout AM 0.5 4 0.5 6 0.5 7 0.0 1 
Nois e – Negligible increas e;  
AQ: Mos t receptors  negligible 
change, one receptor s mall 
improvement P M 0.0 3 0.5 3 0.0 4 -0.5 1 

A13 E as t India D ock R d 
/ A102 B lackwall T unnel 
Approach 

AM 0.5 5 0.0 4 0.0 3 0.0 -1 

Nois e – Minor to moderate 
improvements ;  
AQ – s everal receptors  
s mall/medium improvements , s ome 
receptors  large improvements , 
remainder negligible P M 2.5 63 2.5 60 0.5 5 -2.0 -55 

B lackwall T unnel 
Approach / D evas  S t/ 
T welvetrees  C res cent 

AM 0.0 3 0.0 5 0.0 5 0.0 0 Nois e – Negligible change;  
AQ – Negligible change 

P M 0.0 3 0.5 11 0.5 16 0.0 5 
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6.3 Overall approach to mitigation 

6.3.1 Since the road network is going to change and evolve between now and 
Scheme opening, the need for and type of mitigation may emerge closer to 
or after Scheme opening. As such TfL is committing to a refreshed 
assessment of the Scheme impacts prior to opening and monitoring the 
impacts for a defined period of time after opening. 

6.3.2 Should the refreshed assessment or post-opening monitoring identify that 
the Scheme is having an adverse impact on wider junctions, TfL is 
committing through the Traffic Impacts Mitigation Strategy (which will be 
certified through the DCO process) to mitigating these. Should the need for 
mitigation be identified prior to the Scheme opening TfL would develop 
mitigation measures through the Traffic Impacts Mitigation Strategy for 
implementation in time for Scheme opening. 
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1. INTRODUCTION 

1.1 Background 

1.1.1 The Transport Assessment submitted as part of the DCO application 
describes in detail the expected traffic and transport effects of the Silvertown 
Tunnel scheme (the Scheme). The document considers the overall impacts 
of the Scheme on road users, public transport users, pedestrians and 
cyclists, and is the primary source of information regarding the Scheme’s 
likely traffic and wider transport impacts.  

1.1.2 Other application documents which are of relevance to the TA include the 
Environment Statement (in particular the Effects on All Travellers chapter) 
(Document Reference 6.1), the Code of Construction Practice (Document 
Reference 6.10), the Design and Access Statement (Document Reference 
7.3), the Monitoring Strategy (Document Reference 7.6), the Traffic Impacts 
Mitigation Strategy (Document Reference 7.7) and the Traffic Forecasting 
Report – Sensitivity Testing (Document Reference 7.9). These documents 
explain TfL’s approach to various aspects including how any impacts of the 
scheme requiring mitigation would be identified and addressed.  

1.1.3 The Case for the Scheme (Document Reference 7.1) sets out the overall 
need for the Scheme, and describes the various benefits that are expected 
as a result of the Scheme’s delivery (including the substantial benefits to 
users of the transport network).  

1.2 Purpose and structure of note  

1.2.1 The purpose of this note is to provide LB Newham with further detail on the 
traffic and transport impacts expected as part of the Scheme. It has been 
produced in response to requests from borough officers for additional 
information on areas of key interest, for example the impacts of the Scheme 
on certain junctions, and supplements the information set out in the TA. 
Similar notes will also be produced for with a focus on the impacts in 
Greenwich and Tower Hamlets. 

1.2.2 The remainder of this note is structured as follows: 

• Section 2 describes the existing challenges at the Blackwall Tunnel and 
the principal transport impacts of the scheme; 

• Section 3 summarises the sub-regional and borough-wide impacts on 
road network performance; 
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• Section 4 summarises the impact on cross-river highway trip 

distribution within Newham; 

• Section 5 summarises the impact on journey times for trips in Newham; 

• Section 6 summarises the impact on junctions in Newham. 

1.2.3 Within each chapter three scenarios are considered – the base year (2012), 
the Reference Case and the Assessed Case.  
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2. EXISTING CHALLENGES AND PRINCIPAL 
TRANSPORT IMPACTS OF THE SCHEME 

2.1.1 This section provides an overview of existing transport challenges 
associated with the Blackwall Tunnel and summarises the principal transport 
impacts of the Scheme.  

2.2 Existing transport challenges 

2.2.1 The Blackwall Tunnel functions as the lynchpin river crossing of the strategic 
highway network in east London. The Tunnel lies at the convergence of 
several key traffic routes to the north (A12, A13) and south (A102, A2), and 
is one of only three highway crossings east of Tower Bridge within London. It 
carries the most traffic of all river crossings in London, with total daily vehicle 
flow reaching over 100,000 vehicles in 2014. Yet it is constrained by its 
outdated design and the lack of proximate alternative crossings, and as a 
consequence suffers from severe transport problems on a daily basis.  

2.2.2 The strategic importance of the Tunnel means it attracts far more traffic than 
it can accommodate. The existing transport problems associated with the 
Blackwall Tunnel can be summarised as follows: 

• The tunnel is routinely affected by severe congestion, particularly 
during peak periods, with extensive queuing stretching back 3.2km to 
just north of Sun-in-the-Sands Roundabout in the AM peak period and 
regular delays of 15 minutes or more. The Blackwall Tunnel has the 
worst journey time reliability of all radial corridors on the TLRN and the 
high levels of congestion result in an extended duration of the peak 
periods, with traffic building up from 5am and remaining high well into 
the evening.  

• The northbound tunnel bore was not built to modern standards and is 
unable to accommodate large vehicles over 4.0m in height, including 
double-deck buses. The crossings suffers from a disproportionate 
number of incidents and closures (averaging over 1,000 annual 
closures between 2013 and 2015) and while most closures are brief the 
high volume of traffic means they can have significant and extended 
impacts, adding thousands of vehicle-hours of delay over the course of 
a year.  

• The relative lack of proximate river crossings coupled with the 
congestion and closures described above leads to poor network 
resilience. This lack of resilience becomes most apparent in the event 

   Page 7 of 38 

 



Silvertown Tunnel  

Borough-focused information note: traffic and transport impacts in Newham 

 
of closures of the Tunnel, which can encourage significant numbers of 
vehicles to seek alternative routes and lead to widespread network 
disruption.  

2.2.3 The problems set out above also affect public transport users. Currently only 
one bus service uses the Blackwall Tunnel – the route 108 – and this service 
is routinely impacted by delays caused by congestion and closures. The 
current conditions at the Blackwall Tunnel undermines TfL’s ability to provide 
further bus services across the river in this location, and consequently east 
London is poorly served by cross-river bus services comparative to west and 
central London.  

2.2.4 Congestion at the Blackwall Tunnel has a far-reaching effect on the wider 
road network as well as on the network in the vicinity of the tunnel. This 
means that it is not only people using the tunnel that are affected by the 
problems summarised above. Analysis from the London Congestion Analysis 
Project indicates that for every additional minute of delay for northbound 
journeys through the Blackwall Tunnel in the AM peak, vehicles travelling on 
the A20 westbound corridor experience an increased journey time of one 
minute 15 seconds and vehicles travelling on the A2 westbound corridor 
experience an increased journey time of 50 seconds.  

2.2.5 The significant future growth forecast across the East and South-East Sub-
Region (ESR) set out in Chapter 5 of the TA means that in a ‘do nothing’ 
scenario, the existing problems outlined above will worsen. Demand for the 
Blackwall Tunnel will increase further, exceeding capacity in the northbound 
direction in the 2021 Reference Case in both the AM and PM peak hours 
due to the expected increase in throughput in the PM period. Journey time 
reliability will worsen for trips made via the Blackwall Tunnel, and unplanned 
closures will result in more severe impacts on the wider network.  

2.3 Principal strategic and borough-wide transport impacts of the Scheme 

2.3.1 The project objectives for the Scheme set out a range of outcomes that TfL 
are seeking to achieve through the delivery of the Silvertown Tunnel, and a 
number of these objectives relate to transport impacts. The Scheme would 
not only address the key transport problems facing the Blackwall Tunnel, but 
would also serve to improve connectivity by providing a new cross-river link 
and improve the performance of the wider road network in the ESR. 

2.3.2 The most significant transport impacts of the Scheme relate to the 
considerable reduction in delay and improvement in resilience at the 
Blackwall Tunnel. The scheme would: 
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• effectively eliminate the severe congestion that routinely affects the 
Blackwall Tunnel, and which is forecast to worsen notably in future; 

• reduce journey times for tunnel users, with journey time savings of up 
to 20 minutes at peak times expected on the immediate approaches to 
the tunnels; 

• lead to an expected reduction in the number of unplanned closures at 
the Blackwall Tunnel, particularly those caused by over-height vehicles 
attempting to use the northbound tunnel bore; and  

• reduce the impact of closures when they do occur, by providing a 
convenient alternative route and minimising long diversions to other 
crossings such as the Rotherhithe Tunnel and Woolwich Ferry. 

2.3.3 In addition, by creating a new cross-river link the scheme would improve 
connectivity for private and public transport by: 

• improving accessibility by road to areas including the Royal Docks and 
the Isle of Dogs; 

• facilitating a transformation in cross-river bus services, enabling the 
creation of new routes and the extension of existing routes that could 
amount to around forty buses per hour in each direction. The full 
dimensional clearance of the Silvertown Tunnel means these routes 
could be operated with double-deck services. 

2.3.4 The combination of the proposed user charge coupled with the 
enhancements to bus services means that there is not expected to be a 
material change in the overall number of cross-river vehicle trips; indeed 
public transport mode share is forecast to increase, with almost 30% of trips 
through the Blackwall and Silvertown tunnels in 2021 forecast to be made by 
bus or coach (compared to just over 10% today). 

2.3.5 Residents and businesses based in Newham are expected to see significant 
benefits in travel time as a result of the Scheme, with for example reductions 
of over 450 vehicle-hours1 in the PM peak hour for trips originating in 
Newham in 2021 (although there are very minor increases in travel time in 
some time periods due to the impact of the Scheme releasing more cross-

1 The RXHAM model reports all traffic flow data in Passenger Car Units (PCUs), a standardised 
method for reporting traffic flow that accounts for the fact that different categories of vehicle take up 
different amounts of road capacity (for example, a coach is defined as 2 PCUs). For the purpose of 
this note, all PCU figures have been factored back to vehicles. 
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river traffic as a result of the additional capacity provided by the tunnel). 
Enhancements to the cross-river bus network would also be expected to 
result in notable improvements in public transport availability and 
accessibility within Newham.  

2.3.6 Modelling indicates that a small number of junctions across the network 
would experience a substantial worsening in performance as a result of the 
Scheme unless appropriate mitigation is implemented. The one junction in 
Newham that is expected to be adversely impacted is the Canning Town 
Gyratory as a result of increased queuing on Silvertown Way northbound 
which has the potential to impact on the entry to Canning Town bus station. 
If this is the case then mitigation would be required to protect the bus station. 
This would likely take the form of signal timing changes at the Canning Town 
junction which modelling indicates would reduce journey times back to the 
level seen in the Reference Case.  

2.3.7 Changes in road network performance elsewhere across the network 
including on borough roads and junctions and at other river crossings are 
forecast to be minimal. Nonetheless, TfL is committing to undertake a 
refreshed assessment prior to the opening of the Scheme and 
comprehensive monitoring of Scheme impacts following its opening. Should 
this reveal a need for mitigation as a result of the Scheme, either ahead of 
opening or once operational, suitable mitigation measures would be 
developed and prioritised in consultation with affected stakeholders through 
the Silvertown Tunnel Implementation Group (STIG). 
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3. SUB-REGIONAL AND BOROUGH WIDE 
IMPACTS ON ROAD NETWORK 
PERFORMANCE 

3.1.1 This section of the note presents the overall impacts of the Scheme on four 
key metrics of road network performance: overall travel time, travel distance, 
levels of queuing and traffic speed. All outputs are derived from RXHAM. 
The outputs are provided in the following formats: 

• at both the sub-regional level, across the whole of the ESR, and for all 
trips starting and ending in LB Newham; 

• for the 2012 base year, 2021-2041 Reference Cases and 2021-2041 
Assessed Cases2; 

• for all three modelled time periods (AM peak hour, IP average hour, PM 
peak hour). 

3.1.2 In many instances there are notable differences between the outputs for the 
2012 base year and the 2021 Reference Case, which is as a result of the 
significant growth in population, employment and hence the overall amount 
of highway travel forecast to take place in the intervening period. These 
differences are often greater than the changes seen between the Reference 
Case and the Assessed Case for any given future year. 

3.2 Sub-regional summary of traffic impacts 

3.2.1 The RXHAM simulation area includes the main road network in all ESR 
boroughs and sections of the road network beyond, including the M25 
between junction 4 (with the A21) and junction 25 (with the A10), and the 
A282 Dartford Crossing.  

3.2.2 Since the Blackwall and Silvertown tunnels represent only a fraction of the 
total highway network in the ESR, changes that may appear small when 
considered in the context of the entire RXHAM simulation area may in fact 
represent significant localised improvements on road network performance 
as a result of the Scheme.  

2 Future year Reference and Assessed Case scenarios for 2031 and 2041 are presented for the 
purpose of illustrating the longer-term impacts of the Scheme on strategic road network performance. 
Note that the principal transport impacts of the Scheme outlined in Section 2 of the note are expected 
to continue in future years, albeit the scale of the impacts may differ from those forecast for 2021. 
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3.2.3 It should be borne in mind that the only difference between the Reference 

and Assessed Cases is the presence of the Scheme. Hence, the differences 
between these scenarios are attributable exclusively to the operational 
impacts of the Scheme. 

3.2.4 Overall travel time across the ESR is set out in Table 3-1. The table 
highlights the significant increase in travel time in all time periods from the 
base year through to 2041. In the PM peak for example, travel time 
increases from 109,816 vehicle-hours in the base year to 149,945 vehicle-
hours in 2041. 

3.2.5 The Scheme results in a reduction in overall travel time across all time 
periods when compared with the Reference Case, particularly in the PM 
peak hour when there is a reduction of over 1,500 vehicle-hours across the 
ESR in 2021. Significant reductions are also apparent in the 2031 and 2041 
Assessed Cases compared to the corresponding Reference Cases, albeit 
these reductions are less pronounced as a consequence of forecast growth 
in overall highway demand across the ESR that serves to increase the total 
amount of traffic on the network and hence reduces the scope for time 
savings. 

Table 3-1: Change in overall travel time across ESR 

Overall travel time (vehicle-hours) AM peak 
hour 

IP average 
hour 

PM peak 
hour 

2012 Base Year 105,264 82,370 109,816 

2021 Reference Case 119,414 91,580 125,021 
2021 Assessed Case 118,977 91,134 123,481 
Difference 2021 Assessed – 2021 
Reference 

-438 -447 -1,540 

2031 Reference Case 129,844 99,624 138,931 
2031 Assessed Case 129,472 99,372 137,887 
Difference 2031 Assessed – 2031 
Reference 

-371 -252 -1,044 

2041 Reference Case 139,614 107,642 149,945 
2041 Assessed Case 139,487 107,538 149,198 
Difference 2041 Assessed – 2041 
Reference 

-127 -104 -747 

3.2.6 The recorded total queuing at the end of each modelled hour across the 
ESR is set out in Table 3-2 below. This represents the number of vehicles 
that were unable to complete their journey during the modelled hour due to 
congestion and were consequently queued on the network at the end of the 
hour. 
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Table 3-2: Change in overall queuing at end of modelled hour across ESR 
Overall queuing at end of 
modelled hour (vehicles) 

AM peak 
hour 

IP average 
hour 

PM peak 
hour 

2012 Base Year 7,522 2,065 10,711 

2021 Reference Case 12,988 3,205 15,179 
2021 Assessed Case 12,746 3,230 13,746 
Difference 2021 Assessed – 2021 
Reference 

-242 26 -1,433 

2031 Reference Case 19,667 5,067 23,810 
2031 Assessed Case 19,296 5,127 22,120 
Difference 2031 Assessed – 2031 
Reference 

-371 60 -1,690 

2041 Reference Case 25,786 7,569 31,027 
2041 Assessed Case 25,433 7,549 29,667 
Difference 2041 Assessed – 2041 
Reference 

-354 -20 -1,360 

3.2.7 The impacts of growth on the road network from the base year through to 
2041 are evident from the Reference Case statistics (e.g. in the PM peak 
hour, queued traffic increases from 10,711 in the base year to 31,027 in the 
2041 Reference Case). In each future year, the Scheme results in benefits 
during peak periods when compared with the Reference Case, particularly in 
the PM peak: queued traffic reduces by 1,433 in 2021, 1,690 in 2031 and 
1,360 in 2041. Queued demand increases very marginally in the IP in each 
year, although from a much lower base level. 

3.2.8 Average traffic speed across the ESR is set out in Table 3-3 below. As with 
other indicators, the impact of increasing congestion due to background 
growth is evident in the Reference Case statistics when compared with the 
base year. In the AM peak hour, average speed decreases from 33.1kph in 
the base year to 29.7kph in the 2041 Reference Case. The corresponding 
reduction in the PM peak hour is from 32.3kph to 28.4kph. 
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Table 3-3: Change in average speed across ESR 

Average speed (kph) AM peak 
hour 

IP average 
hour 

PM peak 
hour 

2012 Base Year 33.1 36.5 32.3 
2021 Reference Case 32.3 35.9 31.6 
2021 Assessed Case 32.4 35.9 32.0 
Difference 2021 Assessed – 2021 
Reference +0.1 0 +0.4 

2031 Reference Case 31.0 35.0 29.8 
2031 Assessed Case 31.2 35.1 30.2 
Difference 2031 Assessed – 2031 
Reference +0.2 +0.1 +0.4 

2041 Reference Case 29.7 33.9 28.4 
2041 Assessed Case 29.8 33.9 28.7 
Difference 2041 Assessed – 2041 
Reference +0.1 0 +0.3 

3.2.9 The table also indicates that with the Scheme in operation, average speeds 
during peak times improve across the ESR in each year when compared 
with the corresponding Reference Case, with changes most pronounced in 
the PM peak hour. In 2021, average speed increases by 0.4kph, with 
comparative figures of 0.4kph and 0.3kph in 2031 and 2041 respectively. 

3.2.10 Overall travel distance across the ESR is set out in Table 3-4. As with the 
other indicators, total travel distance increases from the base year through to 
2041 due to background growth across the sub-region. In the PM peak hour 
for example, a total travel distance in the base year of 3,550,902 vehicle-kms 
increases to 4,259,438 vehicle-kms in the 2041 Reference Case.  

Table 3-4: Change in overall travel distance across ESR 
Overall travel distance (vehicle-
kms) 

AM peak 
hour 

IP average 
hour 

PM peak 
hour 

2012 Base Year 3,481,961 3,004,088 3,550,902 

2021 Reference Case 3,853,709 3,286,709 3,947,100 
2021 Assessed Case 3,857,132 3,282,362 3,964,915 
Difference 2021 Assessed – 2021 
Reference 

3,424 -4,347 17,815 

2031 Reference Case 4,028,493 3,487,145 4,137,490 
2031 Assessed Case 4,034,068 3,486,442 4,163,224 
Difference 2031 Assessed – 2031 
Reference 

5,575 -703 25,734 

2041 Reference Case 4,144,103 3,644,040 4,259,438 
2041 Assessed Case 4,152,903 3,650,311 4,285,347 
Difference 2041 Assessed – 2041 
Reference 

8,800 6,271 25,909 

3.2.11 The table also indicates that in general, the Scheme results in an increase in 
total travel distance in the modelled hours when compared with the 
Reference Case. In the PM peak hour in 2041 for example, total travel 
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distance increases by 25,909 vehicle-kms with the Scheme in operation, an 
increase of 0.6% from the Reference Case. 

3.2.12 This increase in travel distance occurs for a number of reasons, including the 
overall impact of the Scheme on trip distribution across the ESR, routeing 
changes in the vicinity of the tunnels for certain journeys, and an increase in 
mileage associated with the introduction of new bus services. However, the 
main explanatory factors are as follows: 

• the Scheme allows more traffic to cross the river in peak hours due to 
the increase in capacity associated with the new tunnel; and 

• the significant reduction in congestion forecast in the vicinity of the 
Scheme means that more trips reach the end of their journeys within 
the modelled hour (as evidenced by the forecast reduction in queued 
traffic at the end of modelled peak hours, which is summarised in Table 
3-2). 

3.2.13 As described in the TA, the aforementioned forecast reduction in congestion 
means that the Scheme is likely to result in a peak contraction along the 
A102 to a demand profile that is more typical of other strategic roads across 
London. As a result, the forecast increase in travel distance during peak 
hours summarised in Table 3-4 is likely to be off-set by a reduction in travel 
distance during the shoulder peak periods.  

3.3 Borough-level summary of traffic impacts 

3.3.1 The RXHAM outputs above can be disaggregated to a borough level based 
on all trips originating or terminating within the borough in each modelled 
hour. 

3.3.2 Figure 3-1 shows the change in travel time by modelled hour between the 
2021 Reference Case and the 2021 Assessed Case for all trips originating in 
the three host boroughs plus Bexley and Barking & Dagenham. 

3.3.3 The graph indicates that trips originating in Newham in the PM peak hour 
benefit from significant travel time savings of over 450 vehicle-hours as a 
result of the southbound congestion-relief impact of the Scheme. In contrast, 
there is a minor increase in travel time of some 20 vehicle-hours in the AM 
peak hour with the Scheme in operation for trips originating in Newham, 
which is caused by the increase in northbound capacity releasing more 
cross-river traffic onto the network north of the River Thames during this 
hour. This represents less than 5% of the total change in travel time in the 
five boroughs and is not expected to have a material impact on road network 
performance in the borough.  
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Figure 3-1: Change in travel time (vehicle-hours) for all trips originating by borough 

(2021 Assessed Case – 2021 Reference Case) 

 

3.3.4 Figure 3-2 shows the change in travel time between the 2021 Reference 
Case and the 2021 Assessed Case for all trips terminating in each borough 
by modelled hour. The graph shows modest time saving benefits for trips 
terminating in Newham in every time period with the Scheme in operation, 
with the biggest benefit occurring in the PM peak hour (a saving of 
approximately 150 vehicle-hours). Time savings are higher in the AM and IP 
periods in Tower Hamlets predominantly due to the higher number of trips 
terminating in Tower Hamlets in these periods.  

Figure 3-2: Change in travel time (vehicle-hours) for all trips terminating by borough 
(2021 Assessed Case – 2021 Reference Case) 
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3.3.5 Figure 3-3 shows the change in average speed between the 2021 Reference 
Case and the 2021 Assessed Case for all trips originating in each borough 
by modelled hour. The graph supports the travel time outputs described 
above, indicating an increase in speed of over 0.8kph for all trips originating 
in Newham in the PM peak hour as a result of the southbound cross-river 
congestion-relief benefits of the Scheme. However, the graph also indicates 
a minor reduction in speed in the AM peak hour of just over 0.2kph as a 
result of the release of additional northbound cross-river traffic. 

Figure 3-3: Change in average speed (kph) for all trips originating by borough (2021 
Assessed Case – 2021 Reference Case) 

 

3.3.6 Similarly, Figure 3-4 (which shows the change in average speed for trips 
terminating in boroughs) supports the travel time outputs, indicating a 
modest increase in speed for all trips terminating in Newham in every 
modelled hour with the Scheme in operation, with the biggest increase (of 
just under 0.4kph) evident in the PM peak. 

Figure 3-4: Change in average speed (kph) for all trips terminating by borough (2021 
Assessed Case – 2021 Reference Case) 
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4. IMPACT ON CROSS-RIVER HIGHWAY TRIP 
DISTRIBUTION 

4.1.1 This section considers how the spread of cross-river trips using the 
Blackwall/Silvertown corridor with an origin or destination in Newham 
changes from the base year (2012) to Reference Case (2021) to Assessed 
Case (2021). Trip destinations in the AM peak and trip origins in the PM 
peak have been analysed, since these are trips travelling through the 
Blackwall/Silvertown corridor in the peak direction in each modelled hour. 

4.2 AM peak hour northbound (trips terminating in Newham) 

4.2.1 Figure 4-1, Figure 4-2 and Figure 4-3 show the distribution of cross-river 
highway trips (via the Blackwall/Silvertown corridor) terminating in Newham 
in the AM peak hour in the base year, 2021 Reference Case and 2021 
Assessed Case respectively. The percentages shown represent the 
proportion of all AM peak hour northbound trips via the Blackwall/Silvertown 
corridor that terminate in the location in question.  

4.2.2 The plans show that in the base year, 404 trips terminate in Newham in total, 
which is 12% of all northbound trips using the Blackwall Tunnel in the AM 
peak hour. This increases to 466 trips (13%) in the 2021 Reference Case 
and 580 trips (16%) in the 2021 Assessed Case. 

4.2.3 In the base year, the most popular cross-river trip destinations in Newham 
were the wards of Plaistow North, Custom House, Canning Town North, and 
Stratford and New Town. 
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Figure 4-1: Base (2012) AM peak hour northbound cross-river (via Blackwall Tunnel) 
trip destinations in Newham 

 

4.2.4 In the 2021 Reference Case there is relatively little change although minor 
increases in the proportion of trips travelling to Beckton, Royal Docks and 
Stratford and New Town are evident as a result of forecast growth in these 
locations. In the Assessed Case, the introduction of the Silvertown Tunnel 
results in a further shift to these locations – in the case of the Royal Docks 
and Beckton, the new tunnel provides a shorter route for many trips. 
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Figure 4-2: Reference Case (2021) AM peak hour northbound cross-river (via 

Blackwall Tunnel) trip destinations in Newham 

 
 
Figure 4-3: Assessed Case (2021) AM peak hour northbound cross-river (via 

Blackwall Tunnel or Silvertown Tunnel) trip destinations in Newham 
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4.3 PM peak hour southbound 

4.3.1 Figure 4-4, Figure 4-5 and Figure 4-6 show the distribution of cross-river 
highway trips (via the Blackwall/Silvertown corridor) originating in Newham in 
the PM peak hour in the base year, 2021 Reference Case and 2021 
Assessed Case respectively. The percentages shown represent the 
proportion of all PM peak hour southbound trips via the Blackwall/Silvertown 
corridor that originate in the location in question. 

4.3.2 The plans show that in the base year, 1,281 trips originate in Newham in 
total, which is 31% of all southbound trips in the PM peak hour. This 
increases to 1,283 (31%) in the 2021 Reference Case and 1,583 (33%) in 
the 2021 Assessed Case. 

4.3.3 In the base year, the most popular trip origins are the Royal Docks, Canning 
Town North, and Stratford and New Town, followed by Beckton, Plaistow 
and Canning Town South. 

4.3.4 In the Reference Case, there is a further shift to the Royal Docks, Stratford 
and New Town and Beckton, with Plaistow becoming proportionally less 
important as a trip origin. 

4.3.5 In the Assessed Case, the introduction of the Silvertown Tunnel results in a 
further increase in the proportion of traffic originating in the Royal Docks and 
Beckton, but conversely reduces the importance of Stratford and New Town 
as a trip origin. As with AM peak trip destinations, this change occurs as a 
result of the new tunnel providing a more direct route from the Royal Docks 
and Beckton to many areas south of the River Thames. 
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Figure 4-4: Base (2012) PM peak hour southbound trip origins in Newham 

 

Figure 4-5: Ref Case (2021) PM peak hour southbound trip origins in Newham 

 

Page 22 of 38 

 



Silvertown Tunnel 

Borough-focused information note: traffic and transport impacts in Newham 

 

Figure 4-6: Ass Case (2021) PM peak hour southbound trip origins in Newham 

 
  

4.4 Trip lengths 

4.4.1 The graphs in Figure 4-7 and Figure 4-8 show the changes in the length of 
all cross-river highway trips made in the peak direction via the 
Blackwall/Silvertown tunnels in the 2021 Reference and Assessed Cases, by 
peak hour. 

4.4.2 The graphs indicate that there is little difference in the overall profile of trip 
lengths via the two tunnels in the Assessed Case when compared with the 
profile via the Blackwall Tunnel in the Reference Case. The mean average 
trip length changes by 1km in the AM peak northbound and by 0.4km in the 
PM peak southbound. 
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Figure 4-7: Trip length of cross-river trips via the Blackwall/Silvertown corridor (AM 

peak hour northbound, 2021 Reference Case and Assessed Case) 

 
Figure 4-8: Trip length of cross-river trips via the Blackwall/Silvertown corridor (PM 

peak hour southbound, 2021 Reference Case and Assessed Case) 
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5. IMPACT ON JOURNEY TIMES FOR TRIPS IN 
NEWHAM 

5.1 Overview 

5.1.1 By reducing congestion and delay on the approaches to the Blackwall 
Tunnel, the Scheme is expected to have a significant positive impact on 
journey times for users of the two tunnels in the Assessed Case. Small 
increases in journey times are forecast for some non-cross-river trips, but 
these increases will be far outweighed by total time savings for other trips. 
Overall, the Scheme is expected to have a very positive impact on highway 
journey times.  

5.1.2 Table 5-1 and Table 5-2 show the modelled change in 2021 journey time for 
a selection of highway journeys between locations in the three host 
boroughs and six additional locations with the Scheme in operation for the 
AM and PM peak hours3. 

5.1.3 These tables show that the greatest time saving impact in the AM peak hour 
is for cross-river northbound trips, as the Scheme generates relatively free-
flowing conditions on the A102 Blackwall Tunnel Approach. In the PM peak 
hour the greatest time saving impact is for cross-river southbound trips, and 
the magnitude of time savings is generally greater in the PM peak than in the 
AM peak. While trips to all cross-river destinations would benefit from these 
journey time savings, trips to and from the Royal Docks area in particular 
would additionally benefit from the availability of a more direct route for many 
journeys. 

5.1.4 In all time periods, total cross-river time savings are significantly greater than 
total time costs incurred on journeys that do not cross the river. The largest 
time costs (a maximum of two additional minutes) are associated with 
individual journeys that do not cross the river and occur in the PM peak. This 
contrasts with time savings in excess of 20 minutes for many cross-river trips 
in the same period. 

3 These tables are reproduced from the TA (Table 7-4 to 7-6). 
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Table 5-1: Highway journey time change in minutes (Assessed Case – Reference Case, 2021 AM peak hour 
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Greenwich 

Greenwich Peninsula   0 0 0 0 0 0 0 -1 0 -17 -15 -13 -13 -13 -13 -13 -18 -18 -13 -18 -13 -13 -14 -13 -13 -13 
Greenwich town centre 0   0 0 0 0 0 0 0 0 -13 -2 -11 -11 -2 -12 -11 -16 -16 -11 -16 -11 -11 -12 -11 -11 -11 
Woolwich 0 0   0 0 0 1 0 0 1 -16 -14 -12 -12 -12 -13 -12 -11 -15 -12 -8 -12 -12 -13 -12 -12 -12 
Charlton 0 0 0   0 0 0 0 0 0 -16 -13 -12 -12 -12 -13 -12 -17 -17 -12 -14 -12 -12 -13 -12 -12 -12 
Thamesmead/Abbey 
Wood 0 0 0 0   1 1 0 0 0 -16 -14 -12 -12 -12 -13 -12 -10 -14 -11 -7 -12 -12 -11 -8 -12 -12 
Kidbrooke 0 0 0 0 0   0 0 0 0 -16 -15 -12 -12 -12 -13 -12 -17 -17 -12 -17 -12 -12 -13 -12 -12 -12 
Eltham 0 0 0 0 0 0   0 0 0 -16 -14 -12 -12 -12 -13 -12 -17 -17 -12 -17 -12 -12 -13 -12 -12 -12 

Other 
(South 
London) 

Peckham (Southwark) 1 0 1 0 0 0 0   0 0 1 2 1 -5 1 1 -6 -4 -4 0 -4 1 -6 0 0 -4 -2 
Lewisham (Lewisham) 0 0 0 0 0 0 0 0   0 -10 0 -10 -12 0 -11 -12 -16 -15 -11 -16 -10 -12 -11 -11 -12 -12 
Bexleyheath (Bexley) 0 0 0 0 0 0 0 0 0   -16 -14 -12 -12 -12 -13 -12 -15 -17 -10 -10 -12 -12 -9 -7 -12 -12 

Tower 
Hamlets 

Canary Wharf -1 -2 -2 -1 -2 -2 -1 0 -2 -2   0 0 0 0 0 0 0 1 0 0 0 0 -1 0 0 0 
Aldgate -1 0 -2 -2 -2 -2 -1 0 0 -2 0   0 0 0 0 0 0 1 0 0 0 0 -1 0 0 0 
Bow -1 -1 -1 -1 -1 -1 -1 0 -1 -1 0 0   0 0 0 0 0 0 0 0 0 0 0 0 0 0 
Bromley-by-Bow -1 -1 -1 -1 -1 -1 -1 0 -1 -1 0 0 0   0 0 0 0 0 0 0 0 0 0 0 0 0 
Bethnal Green -1 0 -1 -1 -1 -1 -1 0 0 -1 0 0 0 0   0 0 0 1 0 0 0 0 0 0 0 0 
Poplar -1 -1 -1 -1 -1 -1 -1 -1 -1 -1 0 -1 0 0 -1   0 0 1 0 0 0 0 -1 0 0 0 

Newham 

Stratford -1 -1 -1 -1 -1 -1 -1 1 -1 -1 0 1 0 0 0 0   0 0 0 0 0 0 0 0 0 0 
Royal Docks/London 
City Airport -4 -4 -4 -4 -4 -4 -4 1 -4 -4 0 1 1 1 1 0 0   0 0 0 1 0 -1 0 0 1 
Canning Town -3 -3 -3 -3 -3 -3 -3 1 -3 -3 0 0 1 0 1 0 0 0   0 0 0 0 -1 0 0 1 
East Ham -1 -2 -1 -1 -1 -1 -1 1 -2 -2 0 0 0 0 0 0 0 0 0   0 0 0 0 0 0 0 
Beckton/Gallions Reach -3 -3 -2 -3 -1 -3 -3 1 -4 -3 0 0 0 0 0 0 0 0 0 0   0 0 -1 0 0 0 
Green Street -1 -2 -1 -1 -1 -1 -1 1 -2 -2 0 1 0 0 0 0 0 0 0 0 0   0 0 0 0 0 
Forest Gate -1 -1 -1 -1 -1 -1 -1 1 -1 -1 0 1 0 0 0 0 0 0 0 0 0 0   0 0 0 0 
Manor Park -1 -1 -1 -1 -1 -1 -1 0 -1 -1 0 1 0 0 0 0 0 0 0 0 0 0 0   0 0 0 

Other 
(North 
London) 

Barking (Barking & 
Dagenham) -1 -2 -1 -1 -2 -2 -1 0 -2 -2 0 0 0 0 0 0 0 0 0 0 0 0 -1 -1   0 0 
Walthamstow (Waltham 
Forest) -1 -1 -1 -1 -1 -1 -1 0 -2 -1 0 -1 0 0 0 0 0 0 0 0 0 -1 0 -1 0   0 
Hackney (Hackney) -1 -1 -1 -1 -1 -1 -1 0 -1 -1 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0 0   
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Table 5-2: Highway journey time change in minutes (Assessed Case – Reference Case), 2021 PM peak hour 
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Greenwich 

Greenwich Peninsula   0 0 0 1 1 1 0 1 2 -12 -8 -6 -6 -6 -5 -6 -15 -15 -10 -15 -8 -6 -6 -9 -6 -6 
Greenwich town centre 0   0 0 1 0 0 0 0 2 -6 -1 -6 -6 -1 -5 -6 -13 -13 -8 -13 -8 -6 -6 -7 -6 -6 
Woolwich 0 0   0 1 0 0 0 0 1 -12 -8 -6 -7 -7 -5 -6 -8 -11 -11 -5 -9 -6 -6 -10 -6 -6 
Charlton 0 0 0   1 0 0 0 0 2 -12 -8 -6 -6 -7 -5 -6 -13 -16 -11 -10 -9 -6 -6 -10 -6 -6 
Thamesmead/Abbey 
Wood 0 0 0 0   0 0 0 1 0 -12 -8 -6 -6 -6 -5 -6 -7 -10 -10 -4 -8 -6 -6 -10 -6 -6 
Kidbrooke 0 0 0 0 0   0 0 0 1 -12 -8 -6 -6 -6 -5 -6 -15 -15 -10 -15 -8 -6 -6 -9 -6 -6 
Eltham 0 0 0 0 0 0   0 0 1 -11 -8 -5 -6 -6 -5 -6 -15 -15 -10 -12 -8 -6 -6 -9 -5 -5 

Other 
(South 
London) 

Peckham (Southwark) 0 0 0 0 0 0 0   0 1 -1 0 -1 -1 0 1 -1 -1 -1 -2 -1 -2 -1 -1 -1 -1 0 
Lewisham (Lewisham) 0 0 0 0 1 0 0 0   1 -4 0 -5 -6 -1 -4 -6 -10 -10 -6 -10 -6 -6 -6 -4 -6 -6 
Bexleyheath (Bexley) 1 1 0 1 0 0 0 1 0   -11 -7 -5 -6 -6 -4 -5 -15 -15 -10 -15 -8 -5 -6 -9 -5 -5 

Tower 
Hamlets 

Canary Wharf -23 -10 -22 -22 -21 -22 -22 -2 -7 -21   -1 -3 -2 -2 0 -4 -1 -1 -2 -1 -2 -1 -1 -1 -1 -3 
Aldgate -17 -1 -14 -12 -15 -14 -16 0 0 -14 0   0 0 0 2 0 0 0 -1 0 -1 0 0 0 0 0 
Bow -19 -9 -19 -19 -18 -18 -18 -1 -7 -17 -1 0   0 0 0 0 -2 -2 -1 -2 0 0 0 -2 0 0 
Bromley-by-Bow -20 -13 -19 -19 -18 -19 -19 -1 -10 -17 -3 0 0   0 0 0 -4 -5 -5 -4 0 0 0 -4 0 0 
Bethnal Green -16 -1 -12 -11 -13 -12 -14 0 -1 -13 0 0 0 0   0 0 0 0 -1 0 0 0 0 0 0 0 
Poplar -21 -9 -20 -20 -19 -20 -20 -1 -6 -19 -3 -1 0 0 -1   -1 -2 -2 -3 -2 -3 -1 -2 -2 -1 -1 

Newham 

Stratford -20 -14 -19 -19 -18 -19 -19 -1 -11 -18 -1 0 0 0 0 0   0 0 1 0 0 0 0 0 0 0 
Royal Docks/London 
City Airport -22 -12 -18 -22 -16 -22 -22 -1 -10 -20 0 0 0 0 0 1 0   0 0 0 0 0 0 0 0 0 
Canning Town -21 -11 -20 -21 -20 -20 -20 0 -8 -19 0 0 0 0 0 1 0 0   -1 0 0 0 0 0 0 0 
East Ham -21 -11 -19 -21 -17 -20 -20 0 -8 -19 0 0 0 0 0 1 0 0 0   0 0 0 0 0 0 0 
Beckton/Gallions Reach -21 -11 -13 -19 -11 -20 -20 0 -8 -19 0 0 0 0 0 1 0 0 0 0   0 0 0 0 0 0 
Green Street -20 -13 -19 -19 -18 -19 -19 0 -10 -17 0 1 0 0 0 1 0 0 0 1 0   0 0 0 0 0 
Forest Gate -20 -14 -19 -19 -18 -19 -19 -1 -11 -18 0 0 0 0 0 0 0 0 0 1 0 0   0 0 0 0 
Manor Park -20 -14 -19 -19 -18 -19 -19 -1 -11 -18 0 0 0 0 0 0 0 0 0 0 0 0 0   0 0 0 

Other 
(North 
London) 

Barking (Barking & 
Dagenham) -21 -11 -16 -21 -14 -20 -20 -1 -8 -19 0 0 0 0 0 1 0 0 0 0 0 0 0 0   0 0 
Walthamstow (Waltham 
Forest) -19 -14 -19 -19 -12 -18 -18 0 -11 -17 -1 0 0 0 0 0 0 -1 -1 -1 -1 0 0 0 -1   0 
Hackney (Hackney) -18 -3 -18 -18 -17 -17 -17 0 -1 -16 -1 0 0 1 0 0 1 -1 -1 -1 -1 0 1 0 0 0   
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5.1.5 Further, more detailed information on forecast journey times for the following 
selection of cross-river and non-cross-river route-specific journeys is 
presented below: 

• Canning Town – Greenwich town centre; 

• Plaistow – North Woolwich; 

• Royal Docks – East Ham; 

• Royal Docks – Lewisham; 

• Stratford – Woolwich.  

5.1.6 In each case, journey time information is provided for the base year (2012), 
Reference Case (2021) and Assessed Case (2021). It should be noted that 
the data in the tables above are not directly comparable with the route-
specific journey time data described below for the following reasons: 

• route-specific journey times have been rounded to the nearest 30 
seconds, rather than 1 minute as applied in the tables above included 
in the TA, to provide a more detailed comparison of time changes  – 
therefore the changes indicated may differ slightly as a result of 
rounding; 

• the tables above were assembled directly from RXHAM outputs that 
recorded the fastest possible journey time calculated between each 
origin and destination in each scenario and time period, regardless of 
the route – in some cases the fastest route option calculated was via 
the Rotherhithe Tunnel – in contrast, as the name suggests, the route-
specific journey times were all measured for the fastest route via either 
the Blackwall or Silvertown Tunnels to determine the impact specifically 
on the Blackwall/Silvertown corridor. 
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5.2 Canning Town – Greenwich town centre 

5.2.1 The impacts of the scheme on journeys between Canning Town and 
Greenwich town centre are summarised in Figure 5-1 and Table 5-3. 

Figure 5-1: Canning Town- Greenwich town centre journey times (2012 base, 2021 RC, 
2021 AC) 

 
 
Table 5-3: Canning Town-Greenwich town centre journey time change 

Description Time 
period 

Reference (2021) – 
Base (2012) 

Assessed (2021) – 
Reference (2021) 

Canning Town to 
Greenwich Town Centre 

AM 2.0 mins -1.5 mins 

PM 1.0 mins -16.0 mins 

Greenwich Town Centre to 
Canning Town 

AM 3.5 mins -15.5 mins 

PM 10.0 mins -18.5 mins 

 

5.2.2 Data for this journey indicates that in both directions and in both peaks, 
journey times in the Reference Case in 2021 are longer than in the 2012 
base year, by up to 10 minutes in the PM peak northbound. In the Assessed 
Case the trips are routed via Silvertown Tunnel; significant time saving 
benefits are evident when compared with the Reference Case, of 18.5 
minutes in the PM peak northbound, 16 minutes in the PM peak southbound 
and 15.5 minutes in the AM peak northbound. 
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5.3 Plaistow – North Woolwich 

5.3.1 The impacts of the scheme on journeys between Plaistow and North 
Woolwich are summarised in Figure 5-2 and Table 5-4.  

Figure 5-2: Plaistow-North Woolwich journey times (2012 base, 2021 RC, 2021 AC) 

 
 
Table 5-4: Plaistow-North Woolwich journey time changes 

Description Time 
period 

Reference (2021) – 
Base (2012) 

Assessed (2021) – 
Reference (2021) 

North Woolwich to Plaistow 
AM 1.0 mins 0.5 mins 

PM 1.0 mins 0.0 mins 

Plaistow to North Woolwich 
AM 0.5 mins 0.0 mins 

PM 1.0 mins 0.0 mins 

5.3.2 Travel times for this journey increase modestly by between 0.5 and 1 minute 
between the base year and the Reference Case, depending on the direction 
and the time period. A similarly modest increase of 0.5 minutes (from 15 to 
15.5 minutes) is forecast in the Assessed Case when compared with the 
Reference Case for the North Woolwich-to-Plaistow journey in the AM peak 
hour. This increase in travel team occurs as a result of the increased 
northbound cross-river throughput via the new Silvertown Tunnel in this time 
period as a result of the capacity increase associated with the Scheme, 
which adds more traffic to the road network north of the river during this hour 
(though not over the day as a whole). 
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5.4 Royal Docks – East Ham 

5.4.1 The impacts of the scheme on journeys between the Royal Docks and East 
Ham are summarised in Figure 5-3 and Table 5-5.  

Figure 5-3: Royal Docks – East Ham journey times (2012 base, 2021 RC, 2021 AC)  

 
 
Table 5-5: Royal Docks – East Ham journey time changes 

Description Time 
period 

Reference (2021) – 
Base (2012) 

Assessed (2021) – 
Reference (2021) 

Royal Docks to East Ham 
AM 0.5 mins 0.0 mins 

PM 2.5 mins 0.0 mins 

East Ham to Royal Docks 
AM 0.0 mins 0.0 mins 

PM 1.5 mins 0.0 mins 

 

5.4.2 Travel times for this journey increase in the Reference Case when compared 
with the base year, by up to 2.5 minutes in the PM peak northbound. In 
contrast, the outputs above indicate that there are no changes in journey 
time in the Assessed Case when compared with the Reference Case. 
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5.5 Royal Docks – Lewisham 

5.5.1 The impacts of the scheme on journeys between the Royal Docks and 
Lewisham are summarised in Figure 5-4 and Table 5-6. 

Figure 5-4: Royal Docks - Lewisham journey times (2012 base, 2021 RC, 2021 AC) 

 
 
Table 5-6: Royal Docks - Lewisham journey time changes 

Description Time 
period 

Reference (2021) – 
Base (2012) 

Assessed (2021) – 
Reference (2021) 

Royal Docks to Lewisham 
AM 3.5 mins -3.5 mins 

PM 3.5 mins -15.5 mins 

Lewisham to Royal Docks 
AM 5.0 mins -15.5 mins 

PM 11.0 mins -17.0 mins 

5.5.2 Reference Case travel times for this journey increase in both peaks and both 
directions when compared with the base year, by up to 11 minutes in the PM 
peak northbound. In contrast, the Scheme results in significant journey time 
savings when compared with the Reference Case, of up to 17 minutes in the 
PM peak northbound, with trips made via Silvertown Tunnel. 
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5.6 Stratford – Woolwich 

5.6.1 The impacts of the scheme on journeys between the Royal Docks and 
Lewisham are summarised in Figure 5-5 and Table 5-7.  

Figure 5-5: Stratford-Woolwich journey times (2012 base, 2021 RC, 2021 AC) 

 
 
Table 5-7 - Modelled Journey Times Comparison 

Description Time 
period 

Reference (2021) – 
Base (2012) 

Assessed (2021) – 
Reference (2021) 

Stratford to Woolwich 
AM 0.5 mins -0.5 mins 

PM 1.0 mins -18.5 mins 

Woolwich to Stratford 
AM 4.5 mins -12.5 mins 

PM 7.0 mins -6.5 mins 

5.6.2 Reference Case travel times for this journey increase by up to 7 minutes in 
the PM peak northbound when compared with the base year. In contrast, the 
Scheme results in significant time savings when compared with the 
Reference Case, of up to 18.5 minutes in the southbound direction in the PM 
peak hour and 12.5 minutes in the northbound direction in the AM peak hour. 

5.6.3 The changes in journey times set out above indicate that, overall, the 
Scheme results in positive journey time savings for cross-river trips made to 
and from Newham. These time savings are in some cases very significant, 
particularly where the journey is made via the Silvertown Tunnel. Trips that 
do not cross the river are not unduly impacted by the Scheme; in many 
cases these trips experience small positive journey time savings, and where 
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journey time increases are forecast these are small and in all cases less 
than two minutes.  
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6. IMPACT ON KEY JUNCTIONS IN NEWHAM 

6.1 Overview 

6.1.1 The impact of the Scheme on local junctions and TfL’s proposed approach to 
monitoring and mitigating any adverse impacts are considered within 
Chapter 7 and Appendix C of the TA. The detailed proposals can also be 
found in the Monitoring Strategy and Traffic Impacts Mitigation Strategy.  

6.1.2 In summary, the assessment completed to date indicates that impacts on 
junctions across the wider network in the ESR are generally likely to be 
negligible, with minor mitigation such as signal time changes likely to be 
sufficient to manage all but a handful of issues. 

6.1.3 It should be noted that for most junctions in the model (i.e. those not subject 
to alterations as a result of committed Reference Case improvements or the 
Scheme itself in the Assessed Case), signal timings in future year scenarios 
are not automatically optimised from the base year to accommodate forecast 
changes in traffic flow on different approach roads. In reality, signal timings 
would adjust automatically at many locations as a result of systems such as 
SCOOT. This means that the forecast changes in delay at many junctions in 
the Reference and Assessed Cases can be considered as worst-case 
estimates, since fixed base year signal timings are assumed to still be in 
operation at those junctions.   

6.2 Changes in junction delays in Newham as a result of the Scheme 

6.2.1 Junction delay plots are included within the TA that show changes in junction 
delay between the 2021 Reference Case and Assessed Case in all three 
modelled hours (Figure 7-26 to 7-28). These are measured in PCU-hours, 
therefore taking into account both the delay per user at the junction and the 
total flow of traffic arriving at each junction.  

6.2.2 In order to provide further insight on the impact of the Scheme on wider 
junctions and at the request of borough officers, data on the average delay 
per user is presented in tabular form in Table 6-1 below for the 2012 base 
year, 2021 Reference Case and 2021 Assessed Case for a number of 
junctions within Newham. Information on the total delay for each junction 
(converted from PCU-hours to vehicle hours) is also provided to aid with 
understanding the total scale of delay at each junction. The list of junctions 
corresponds with those junctions within Newham that are considered in 
Appendix C of the TA, which were identified through reviewing locations with 
a forecast increase of greater than ten PCU-hours in the 2021 Assessed 
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Case in RXHAM and/or were highlighted by stakeholders (including LB 
Newham) as part of public consultation in Autumn 2014. 

6.2.3 A summary of any forecast changes in air quality and noise at the junctions 
in the 2021 Assessed Case is also included in Table 6-1 for ease of 
reference, based on the assessments set out in the Environment Statement 
(Document Reference 6.1).
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 Table 6-1: Average delay per user (minutes) and total vehicle-hours 

Junction Time 
period 

Base year 
(2012) 

Reference 
Case (2021) 

Assessed 
Case (2021) 

Ref Case to 
Assessed 
Case 
change 
(2021) Summary of air quality and noise 

impacts - Ref Case to Assessed Case 
change (2021) 
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Prince Regent Lane / 
Greengate Street / Barking 
Road 

AM 1 33 1.5 48 1.5 56 0 8 Negligible change in noise; No AQ Impact 

PM 1 24 1 31 1.5 43 0.5 12 

Victoria Dock Road / Prince 
Regent Lane 

AM 0.5 10 0.5 17 1 22 0.5 5 Negligible change in noise; Negligible 
change in AQ PM 0.5 6 0.5 15 0.5 15 0 0 

Silvertown Way / Tidal Basin 
Road 

AM 0 3 0 4 0 0 0 -4 Minor to moderate increase in noise; 
One receptor (Hoola development) 
experiences large air quality worsening, all 
other receptors negligible PM 0 3 0 4 0 1 0 -3 

North Woolwich Road / 
Connaught Bridge 

AM 0 4 0 5 0 6 0 1 Negligible change in noise; Negligible 
change in AQ PM 0 4 0 5 0 7 0 2 

Connaught Roundabout AM 0 3 0 4 0 5 0 1 Negligible change in noise; Negligible 
change in AQ PM 0 4 0 4 0 5 0 1 

Gallions Roundabout AM 0 1 0.5 1 0.5 1 0 0 Negligible change in noise; Negligible 
change in AQ PM 0 1 0.5 1 0.5 1 0 0 

A13 eastbound diverge at 
Woolwich Manor Way 

AM 0 1 0 1 0 1 0 0 Negligible change in noise; Negligible 
change in AQ PM 0 1 0 1 0 1 0 0 
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6.2.4 The table indicates that the Scheme only increases delay per user noticeably 

at two junctions when compared with the Reference Case: Prince Regent 
Lane/Greengate Street/Barking Road (in the PM peak from 1 minute per 
user to 1.5 minutes) and Victoria Dock Road/Prince Regent Lane (in the AM 
peak from 0.5 minutes per user to 1 minute). In both cases, signal 
optimisation is likely to be sufficient to resolve these issues.   

6.2.5 It should be noted that while RXHAM provides a good indication of the likely 
trends, locations and orders of magnitude of impacts arising from the 
Scheme, it is not the appropriate tool on which to base detailed planning of 
specific mitigations (for reasons including those related to how signal 
optimisation is handled, as described above). More detailed local modelling 
(for example using VISSIM micro-simulation or junction-level models such as 
LINSIG or TRANSYT) would be used for this purpose. As a result, the 
outputs presented above should be regarded as indicative rather than 
precise. 

6.3 Overall approach to mitigation 

6.3.1 Since the road network is going to change and evolve between now and 
Scheme opening, the need for and type of mitigation may emerge closer to 
or after Scheme opening. As such TfL is committing to a refreshed 
assessment of the Scheme impacts prior to opening and monitoring the 
impacts for a defined period of time after opening.  

6.3.2 Should the refreshed assessment or post-opening monitoring identify that 
the Scheme is having an adverse impact on wider junctions, TfL is 
committing through the Traffic Impacts Mitigation Strategy (which will be 
certified through the DCO process) to mitigating these. Should the need for 
mitigation be identified prior to the Scheme opening TfL would develop 
mitigation measures through the Traffic Impacts Mitigation Strategy for 
implementation in time for Scheme opening.  

 

Page 38 of 38 

 



Silvertown Tunnel 

Commentary on Interface between Strategic and Local Modelling  

 

Appendix E. Copy of Table C-1 from the Transport Assessment (APP-087) 

Location description  Issue source (e.g. RXHAM, 
public consultation) 

Time period 
identified by 
RXHAM 

RXHAM summary SCOOT 
operation 

Active Traffic 
Management 
(ATM) site 

North of the River Thames         

A100 Tower Bridge / 
A1203 E Smithfield / 
A1210 Mansell St 

High-level RXHAM analysis 
suggests there may be some 
delay increase  

AM Peak 

Around a minute delay increase per 
user in the A100 northbound 
approach (north of Tower Bridge); no 
changes in other entry approaches 

SCOOT 
operational at this 
junction 

Yes 

B112 Marsh Hill / 
Daubeney Rd 

High-level RXHAM analysis 
suggests there may be some 
delay increase  

PM Peak 

Around a minute delay increase for 
users emerging from Daubeney 
Road. Users on Marsh Hill 
experience no additional delay 

SCOOT 
operational at this 
junction 

No 

A1261 Aspen Way / 
A1261 W India Dock 
Rd / A1203 Limehouse 
Link 

High-level RXHAM analysis 
suggests there may be some 
delay increase  

AM Peak 
Negligible (<30 seconds) delay 
increase per user in A1261 Aspen 
Way westbound 

SCOOT 
operational at this 
junction 

Yes 

Aspen Way / Upper 
Bank Street  

Raised in response to Public 
Consultation (2014)  

None - delay 
shows little 
change in AM 
and falls in 
PM 

No additional delay for any users 
SCOOT 
operational at this 
junction 

No 

   Page 25 of 32 

 



Silvertown Tunnel  

Commentary on Interface between Strategic and Local Modelling  

 

Location description  Issue source (e.g. RXHAM, 
public consultation) 

Time period 
identified by 
RXHAM 

RXHAM summary SCOOT 
operation 

Active Traffic 
Management 
(ATM) site 

Preston's Roundabout 

High-level RXHAM analysis 
suggests there may be some 
delay increase & junction 
raised in response to Public 
Consultation (2014)  

AM Peak 

Just over 30 seconds delay increase 
per user entering roundabout from 
A1261 Aspen Way westbound. All 
other movements entering the 
junction show no additional delay 

SCOOT 
operational at this 
junction (Part 
time signals) 

No 

A13 E India Dock Rd / 
A102 Brunswick Rd 

High-level RXHAM analysis 
suggests there may be some 
delay increase  

PM Peak 

Additional 5 min delay A13 for traffic 
exiting southbound A12 due to 
increased demand of approximately 
300pcu 

SCOOT 
operational at this 
junction 

No 

A12 Blackwall Tunnel 
Northern Approach / 
Devas Street 

High-level RXHAM analysis 
suggests there may be some 
delay increase  

PM Peak 

Negligible (<30 seconds) delay 
increase per user in the A12 
northbound approach - merge with 
traffic coming from Devas Street 

SCOOT 
operational at this 
junction 

No 

Merge of A12 
northbound movement 
and entry slip road 
coming from Devas St 

High-level RXHAM analysis 
suggests there may be some 
delay increase  

PM Peak 
Negligible (<30 seconds) delay 
increase per user in the A12 
northbound approach  

Not applicable 
(no signals) 

Not applicable 
(no signals) 

A12 Eastern Ave / 
Whalebone Lane 

High-level RXHAM analysis 
suggests there may be some 
delay increase  

PM Peak 

Northbound users on Whalebone 
Lane may experience an additional 3 
minute delay, this represents a small 
minority of users of this junction 

SCOOT 
operational at this 
junction 

No 
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Location description  Issue source (e.g. RXHAM, 
public consultation) 

Time period 
identified by 
RXHAM 

RXHAM summary SCOOT 
operation 

Active Traffic 
Management 
(ATM) site 

A112 Prince Regent 
Lane / A112 
Greengate Street / 
A124 Barking Road 

High-level RXHAM analysis 
suggests there may be some 
delay increase  

PM Peak 

Southbound users on Prince Regent 
Lane may experience an additional 
90 second delay, this represents a 
small minority of users of this junction 

SCOOT 
operational at this 
junction 

No 

Victoria Dock Road / 
Prince Regent Lane 
A112 

Raised in response to Public 
Consultation (2014)  

None - delay 
shows little 
change in AM 
and PM 

No additional delay for any users 
SCOOT 
operational at this 
junction 

No 

Silvertown Way / Tidal 
Basin Road 

Raised in response to Public 
Consultation (2014)  

None - delay 
shows little 
change in AM 
and PM 

No additional delay for any users 
SCOOT 
operational at this 
junction 

No 

Dock Road / North 
Woolwich Road / 
A1020 Connaught 
Bridge  

Raised in response to Public 
Consultation (2014) and 
Statutory Consultation (2015) 

None - delay 
shows little 
change in AM 
and PM 

No additional delay for any users Not applicable 
(no signals) 

Not applicable 
(no signals) 

Connaught Bridge / 
A112 Connaught Road 

Raised in response to 
Statutory Consultation (2015) 

None - delay 
shows little 
change in AM 
and PM 

No additional delay for any users Not applicable 
(no signals) 

Not applicable 
(no signals) 
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Location description  Issue source (e.g. RXHAM, 
public consultation) 

Time period 
identified by 
RXHAM 

RXHAM summary SCOOT 
operation 

Active Traffic 
Management 
(ATM) site 

Connaught 
Roundabout 

Raised in response to 
Statutory Consultation (2015) 

None - delay 
shows little 
change in AM 
and PM 

No additional delay for any users Not applicable 
(no signals) 

Not applicable 
(no signals) 

Gallions Roundabout 
(A1020 Royal Albert 
Way/A1020 Royal 
Docks Road/Sir Steve 
Redgrave Bridge) 

Raised in response to 
Statutory Consultation (2015) 

None - delay 
shows little 
change in AM 
and PM 

No additional delay for any users Yes No 

A13 Eastbound 
diverge at A117 
junction 

High-level RXHAM analysis 
suggests there may be some 
delay increase  

PM Peak 
Additional one minute delay for A13 
eastbound traffic approaching the 
junction 

SCOOT 
operational at this 
junction 

No 

North Circular Road / 
Newham Way  

High-level RXHAM analysis 
suggests there may be some 
delay increase  

AM Peak  

Around 90 seconds AM Peak delay 
increase per user in the A406 SB to 
A13 eastbound left turn lane. All other 
movements entering the junction 
show no additional delay. 

SCOOT 
operational at this 
junction 

Yes 

A13 / Renwick Road Raised in response to Public 
Consultation (2014)  

None - delay 
falls in AM 
and little 
change in PM 

No additional delay for any users 
SCOOT 
operational at this 
junction 

Yes 
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Location description  Issue source (e.g. RXHAM, 
public consultation) 

Time period 
identified by 
RXHAM 

RXHAM summary SCOOT 
operation 

Active Traffic 
Management 
(ATM) site 

A124 Rush Green 
Road / Dagenham Rd 

High-level RXHAM analysis 
suggests there may be some 
delay increase  

AM Peak 

Just under two minutes delay 
increase per user in the A124 Rush 
Green Rd westbound and negligible 
(around 30 seconds) delay increase 
per user in Dagenham Rd 
southbound approach. No additional 
delay in the other entry approaches 

SCOOT 
operational at this 
junction 

No 

A105 Green Lanes / 
A406 N Circular Rd 

High-level RXHAM analysis 
suggests there may be some 
delay increase 

AM Peak 

Just under two minutes delay 
increase per user in the A105 Green 
Lanes northbound approach and 
around one minute delay increase 
per user in the A105 Green Lanes 
southbound approach 

SCOOT 
operational at this 
junction 

No 

South of the River Thames  

A100 Tower Bridge Rd 
/ Grange Rd / 
Bermondsey St 

High-level RXHAM analysis 
suggests there may be some 
delay increase  

AM Peak 

Just over 90 seconds delay increase 
per user in the A100 Tower Bridge 
Rd northbound approach - all other 
movements show no additional delay 

SCOOT 
operational at this 
junction 

No 

A2218 Southend Lane 
/ Dunfield Road / 
Brookehowse Road 

High-level RXHAM analysis 
suggests there may be some 
delay increase  

PM Peak 

Westbound users may experience an 
additional 2 minutes of delay, all 
other junction movements are 
unaffected 

SCOOT 
operational at this 
junction 

No 
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Location description  Issue source (e.g. RXHAM, 
public consultation) 

Time period 
identified by 
RXHAM 

RXHAM summary SCOOT 
operation 

Active Traffic 
Management 
(ATM) site 

A21 Bromley Rd / 
Bellingham Rd / 
Randlesdown Rd 

High-level RXHAM analysis 
suggests there may be some 
delay increase  

PM Peak 

Northbound users on A21 may 
experience an additional 3 minutes of 
delay, all other  junction movements 
are unaffected 

SCOOT 
operational at this 
junction 

No 

Dixon Road / A20 
Lewisham Way 

High-level RXHAM analysis 
suggests there may be some 
delay increase 

AM Peak 
Less than 300 users affected by 
users affected by a 5 minute increase 
in delay 

SCOOT 
operational at this 
junction 

No 

Greenwich Town 
Centre 

Raised in response to Public 
Consultation (2014) and 
Statutory Consultation (2015) 

None - delay 
shows little 
change in AM 
and PM 

No additional delay for any users 
SCOOT 
operational at this 
junction 

No 

Blackwall Lane / 
Trafalgar Road / 
Vanbrugh Hill 

Raised in response to Public 
Consultation (2014) and 
Statutory Consultation (2015) 

None - delay 
falls in AM 
and little 
change in PM 

No additional delay for any users 
SCOOT 
operational at this 
junction 

No 

A206 Woolwich Road / 
Anchor & Hope Lane 

Raised in response to 
Statutory Consultation (2015) 

None - delay 
shows little 
change in AM 
and PM 

No additional delay for any users Yes Yes 
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Location description  Issue source (e.g. RXHAM, 
public consultation) 

Time period 
identified by 
RXHAM 

RXHAM summary SCOOT 
operation 

Active Traffic 
Management 
(ATM) site 

Woolwich Ferry 
Roundabout (A206 / 
A205) 

Raised in response to 
Statutory Consultation (2015) 

None - delay 
shows little 
change in AM 
and PM 

No additional delay for any users Not applicable 
(no signals) 

Not applicable 
(no signals) 

A102  / A206 
Woolwich Road 

Raised in response to Public 
Consultation (2014) and 
Statutory Consultation (2015) 

None - delay 
shows little 
change in AM 
and PM 

No additional delay for any users 
SCOOT 
operational at this 
junction 

No 

Sun in the Sands 
Raised in response to Public 
Consultation (2014) and 
Statutory Consultation (2015) 

PM Peak 
Negligible (<30 seconds) delay 
increase per user at roundabout for 
traffic exiting the southbound A102 

Not applicable 
(no signals) 

Not applicable 
(no signals) 

A206 Plumstead Rd / 
Burrage Rd 

High-level RXHAM analysis 
suggests there may be some 
delay increase  

PM Peak 

Negligible (<30 seconds) delay 
increase for users approaching the 
junction along the eastbound A206.  
No additional delay for users 
approaching from westbound A206 or 
Burrage Road 

No No 

Shooters Hill Road / 
Academy Road / Well 
Hall Road 

Raised in response to Public 
Consultation (2014)  

None - delay 
shows little 
change in AM 
and PM 

No additional delay for any users 
SCOOT 
operational at this 
junction 

No 
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Location description  Issue source (e.g. RXHAM, 
public consultation) 

Time period 
identified by 
RXHAM 

RXHAM summary SCOOT 
operation 

Active Traffic 
Management 
(ATM) site 

Kidbrooke Interchange 

High-level RXHAM analysis 
suggests there may be some 
delay increase & raised in 
response to Public 
Consultation (2014) and 
Statutory Consultation (2015) 

PM Peak 

Negligible (<30 seconds) delay 
increase per user in the A12 
northbound approach - merge with 
traffic coming from A2213 Kidbrooke 
Park Road 

SCOOT 
operational at this 
junction 

Yes 

A2 - close to Riefield 
Rd 

High-level RXHAM analysis 
suggests there may be some 
delay increase  

PM Peak Just under one minute of additional 
delay per user along eastbound A2 

Not applicable 
(no signals) 

Not applicable 
(no signals) 

A2 (including merges) Raised in response to 
Statutory Consultation (2015) PM Peak 

Around 90 seconds of additional 
delay on eastbound A2 between Sun-
in-Sands and Danson interchange. 

Not applicable Not applicable 

A20 Sidcup Rd / B263 
Green Lane / 
Southwood Road 

High-level RXHAM analysis 
suggests there may be some 
delay increase  

PM Peak 
Small increases in delay per user on 
most approaches up to a maximum of 
30 seconds 

SCOOT 
operational at this 
junction 

No 

A224 Orpington 
bypass / Orpington 
High Street 

High-level RXHAM analysis 
suggests there may be some 
delay increase  

PM Peak 
Additional 30-60 second delay for 
southbound users along A224.  No 
change for other users 

Non UTC Signals 
in operation 
(require manual 
on-site signal 
timing changes) 

No 
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	2.1.3 The combination of the proposed user charge coupled with the enhancements to bus services means that there is not expected to be a material change in the overall number of cross-river vehicle trips, and public transport mode share via the tunnel...

	2.2 Causes of congestion at the Blackwall Tunnel
	2.2.1 During the 7 December 2016 ISH, the ExA described its experiences on a recent accompanied site visit through the Blackwall Tunnel (6 December 2016). In summary, delays of some 20 minutes were observed southbound on the A12 towards the Blackwall ...
	2.2.2 The basic cause of this pattern is the pronounced mismatch between the capacity of the tunnel itself, and the higher capacity of the road network which converges on it. On the northbound  approach to the Blackwall Tunnel, three lanes on the nort...
	2.2.3 The most direct change delivered by the Scheme would be to address these highly congested points on the approaches to the tunnel, thereby reducing queuing across the wider road network converging on the tunnel which has a far greater capacity th...
	2.2.4 In the northbound direction, the Scheme would achieve this through replacing the current arrangement of three lanes merging into two with a three-into-four lane arrangement0F  which splits traffic between the Blackwall and Silvertown tunnels and...
	2.2.5 On the north side, heading southbound, the Scheme would reduce the pressure on the merge into the Blackwall Tunnel by providing an entirely new connection for traffic from two key areas – the Royal Docks and Isle of Dogs. Traffic from these area...
	2.2.6 Although the majority of traffic in both directions would still use the Blackwall Tunnel because of its direct connections to the strategic road network on the north side of the river, the volume of traffic transferring to the Silvertown Tunnel ...
	2.2.7 Therefore, by focusing additional capacity and connectivity at a key location, the Silvertown Tunnel reduces delay and congestion, enabling a significant improvement in cross-river public transport and perhaps most importantly, will improve reli...

	2.3 Impacts on surrounding roads
	2.3.1 The Applicant considers that the performance of the Blackwall Tunnel is a dominant factor in highway travel conditions on the strategic road network in East and South-East London, affecting not just the Transport for London Road Network (TLRN) b...
	2.3.2 By way of illustration, Figure 4-31 in the TA indicates that there is a link between delay at the Blackwall Tunnel and delay on other routes that are not part of the approaches to the Blackwall Tunnel including the A20 Lewisham Way/Lee High Road...
	2.3.3 But while addressing reliability issues and the key congestion constraint posed by the tunnel itself are likely to greatly reduce these problems, there is an obvious question as to whether junctions ‘downstream’ of the tunnel (in either directio...
	2.3.4 The pattern that results is one of very substantial reductions in total delay on both approaches to the existing tunnel, offset to a small degree by increases in total delay at some of the junctions downstream of the tunnel. The overall changes ...
	2.3.5 Discussions between the Applicant and affected local authorities identified a requirement for a more tailored assessment of these impacts which the Applicant set out for the host boroughs (which are most affected by these changes) in the three B...
	2.3.6 Table 2-1 summarises the key information provided in these notes and the findings:


	3. JUNCTION ANALYSIS
	3.1 Introduction
	3.1.1 To inform any future mitigation strategy, and to address borough concerns, further analysis of junctions was undertaken at a more detailed level as described below – most of these are reported in the Borough-level Information Notes referred to a...

	3.2 Junction analysis methodology
	3.2.1 The process by which the impacts of the Scheme on junctions were assessed is summarised in Appendix C of the TA and illustrated in Figure 3-1. This broadly followed the following three stages:
	3.2.2 Each of these three stages is explained in further detail below.

	3.3 Stage 1 – Assessment using RXHAM
	3.3.1 The first step was to use the RXHAM highway model to identify forecast changes in junction delay for all junctions in the RXHAM modelled area. RXHAM is the primary tool used in the assessment of Scheme road network impacts because it covers in d...
	3.3.2 Where changes in delay were apparent between the Reference Case and Assessed Case, a threshold of ten 10 pcu hours in total delay increase was used1F  as a basis for an initial assessment if the change was significant. Consideration was also giv...
	3.3.3 Once a list of junctions had been developed, the next step was to review the expected changes in more detail using RXHAM2F . This included looking at the scale of changes in vehicle entry flows and junction delay with the scheme, and in many cas...
	3.3.4 Based on the more detailed RXHAM information, the junctions were classified as: (i) beneficial effect, (ii) neutral effect, (iii) minor adverse effect that could demonstrably be dealt with by operational mitigation and (iv) potential adverse eff...
	3.3.5 The analysis showed that for the vast majority of junctions reviewed, the Scheme was likely to have a beneficial/neutral impact or a minor adverse effect, which could be dealt with by operational mitigation (e.g. signal optimisation). This low l...

	3.4 Stage 2 – Further detailed assessment using local modelling
	3.4.1 The Applicant is proposing that the need for any mitigation required as part of the Scheme would be identified closer to the time of Scheme opening, based on a refreshed assessment of Scheme impacts. However, for the purpose of illustrating the ...
	3.4.2 As part of this example assessment, further analysis was undertaken on specific junctions where completion of the stage 1 RXHAM assessment outlined above indicated that further investigation was required. This further analysis took the form of l...
	3.4.3 This detailed analysis confirmed that most of the junctions where a potential adverse effect was identified through RXHAM would remain within capacity after signal optimisation.
	3.4.4 The type of local modelling used depended on the junction type – many were modelled in VISSIM as they were within the coverage area of this model; in some cases additional TRANSYT (for linked signalled junctions) and LINSIG (for isolated and lin...
	3.4.5 Figure 3-2 shows the extent of the VISSIM local model, Figure 3-3 shows the other local modelling junctions north of the river, and Figure 3-4 shows the other local modelling junctions south of the river. These figures are reproduced from Append...
	3.4.6 An iteration occurred from the RXHAM model to the VISSIM micro-simulation model and other local TRANSYT/LINSIG models, with the RXHAM change in flows being passed down to these models. Further re-iteration from the local models back to RXHAM was...
	3.4.7 This is consistent with TfL’s Sub-regional Highway Assignment Models Guidance on Model Use, July 2016 (submitted as appendix N  to FWQ TT4) which indicates that while there is sometimes a need to bring together the two types of model it goes on ...
	3.4.8 Once the refreshed assessment of Scheme impacts has been completed and the mitigation to be implemented has been identified, the final mitigation measures will be fed back into the RXHAM model. This will provide the Applicant and STIG with assur...

	3.5 Stage 3 – Monitoring and mitigation
	3.5.1 Based on the assessment completed as part of stages 1 and2, a number of potential mitigation measures were identified, and are discussed in Appendix C of the TA. These are based on the ‘example’ assessment described above; confirmation of the mi...
	3.5.2 It should be noted that as part of the process described above, where boroughs raised a concern about a particular junction that following a detailed review was not deemed to be significantly affected, that junction was added to the initial traf...


	4. CONCLUSIONS
	4.1 General
	4.1.1 Given the nature of the scheme, as a capacity improvement regulated by user charging, and with complementary public transport provision, significant adverse impacts on surrounding junctions on the TLRN and borough roads were not expected (and in...
	4.1.2 Since the road network is going to change and evolve between now and the Scheme opening, the potential need for and type of mitigation will emerge closer to or after Scheme opening. As such TfL is committing to a refreshed assessment of the Sche...
	4.1.3 Should the refreshed assessment or post-opening monitoring identify that the Scheme is having an adverse impact on wider junctions, TfL is committing through the TIMS (which will be certified through the DCO process) to mitigating these. Should ...
	4.1.4 In addition, to provide further reassurance at this stage that any impacts could be effectively mitigated. TfL has analysed in more detail the junctions which the strategic model indicated may experience higher changes in delay, as well as other...
	4.1.5 The assessment found that:
	4.1.6 This more detailed work is reported in Appendix C of the TA, and means that mitigation can be reviewed at a later stage as proposed. TfL is committed, through the Monitoring and Traffic Impacts Mitigation Strategies (both of which are secured th...
	Appendix A. List of junctions for local modelling
	Appendix B. Borough-focused Information Note RB Greenwich
	Appendix C. Borough-focused Information Note LB Tower Hamlets
	Appendix D. Borough-focused Information Note LB Newham
	Appendix E. Copy of Table C-1 from the Transport Assessment (APP-087)



	DCO Technical Note Greenwich borough information note v1.pdf
	1.  INTRODUCTION
	1.1 Background
	1.1.1 The Transport Assessment submitted as part of the DCO application describes in detail the expected traffic and transport effects of the Silvertown Tunnel scheme (the Scheme). The document considers the overall impacts of the Scheme on road users...
	1.1.2 Other application documents which are of relevance to the TA include the Environment Statement (in particular the Effects on All Travellers chapter) (Document Reference 6.1), the Code of Construction Practice (Document Reference 6.10), the Desig...
	1.1.3 The Case for the Scheme (Document Reference 7.1) sets out the overall need for the Scheme, and describes the various benefits that are expected as a result of the Scheme’s delivery (including the substantial benefits to users of the transport ne...

	1.2 Purpose and structure of note
	1.2.1 The purpose of this note is to provide RB Greenwich with further detail on the traffic and transport impacts expected as part of the Scheme. It has been produced in response to requests from borough officers for additional information on areas o...
	1.2.2 The remainder of this note is structured as follows:


	2. EXISTING CHALLENGES AND PRINCIPAL TRANSPORT IMPACTS OF THE SCHEME
	2.1.1 This section provides an overview of existing transport challenges associated with the Blackwall Tunnel and summarises the principal transport impacts of the Scheme.
	2.2 Existing transport challenges
	2.2.1 The Blackwall Tunnel functions as the lynchpin river crossing of the strategic highway network in east London. The Tunnel lies at the convergence of several key traffic routes to the north (A12, A13) and south (A102, A2), and is one of only thre...
	2.2.2 The strategic importance of the Tunnel means it attracts far more traffic than it can accommodate. The existing transport problems associated with the Blackwall Tunnel can be summarised as follows:
	2.2.3 The problems set out above also affect public transport users. Currently only one bus service uses the Blackwall Tunnel – the route 108 – and this service is routinely impacted by delays caused by congestion and closures. The current conditions ...
	2.2.4 Congestion at the Blackwall Tunnel has a far-reaching effect on the wider road network as well as on the network in the vicinity of the tunnel. This means that it is not only people using the tunnel that are affected by the problems summarised a...
	2.2.5 The significant future growth forecast across the East and South-East Sub-Region (ESR) set out in Chapter 5 of the TA means that in a ‘do nothing’ scenario, the existing problems outlined above will worsen. Demand for the Blackwall Tunnel will i...

	2.3 Principal strategic and borough-wide transport impacts of the Scheme
	2.3.1 The project objectives for the Scheme set out a range of outcomes that TfL are seeking to achieve through the delivery of the Silvertown Tunnel, and a number of these objectives relate to transport impacts. The Scheme would not only address the ...
	2.3.2 The most significant transport impacts of the Scheme relate to the considerable reduction in delay and improvement in resilience at the Blackwall Tunnel. The scheme would:
	2.3.3 In addition, by creating a new cross-river link the Scheme would improve connectivity for private and public transport by:
	2.3.4 The combination of the proposed user charge coupled with the enhancements to bus services means that there is not expected to be a material change in the overall number of cross-river vehicle trips; indeed public transport mode share is forecast...
	2.3.5 Residents and businesses based in Greenwich are expected to see significant benefits in travel time as a result of the Scheme, with for example reductions of just under 600 vehicle-hours0F  in the PM peak hour for trips terminating in Greenwich ...
	2.3.6 Modelling indicates very minor increases in delay at some junctions in Greenwich as a result of the Scheme, including PM peak hour increases of 16 seconds per user on the A2 in the vicinity of Riefield Road, 13 seconds at the A206 Plumstead Road...
	2.3.7 Changes in road network performance elsewhere across the network including on borough roads and junctions and at other river crossings are forecast to be minimal. Nonetheless, TfL is committing to undertake a refreshed assessment prior to the op...


	3.  SUB-REGIONAL AND BOROUGH WIDE IMPACTS ON ROAD NETWORK PERFORMANCE
	3.1 Overview
	3.1.1 This section of the note presents the overall impacts of the Scheme on four key metrics of road network performance: overall travel time, travel distance, levels of queuing and traffic speed. All outputs are derived from RXHAM. The outputs are p...
	3.1.2 In many instances there are notable differences between the outputs for the 2012 base year and the 2021 Reference Case, which is as a result of the significant growth in population, employment and hence the overall amount of highway travel forec...

	3.2 Sub-regional summary of traffic impacts
	3.2.1 The RXHAM simulation area includes the main road network in all ESR boroughs and sections of the road network beyond, including the M25 between junction 4 (with the A21) and junction 25 (with the A10), and the A282 Dartford Crossing.
	3.2.2 Since the Blackwall and Silvertown tunnels represent only a fraction of the total highway network in the ESR, changes that may appear small when considered in the context of the entire RXHAM simulation area may in fact represent significant loca...
	3.2.3 It should be borne in mind that the only difference between the Reference and Assessed Cases is the presence of the Scheme. Hence, the differences between these scenarios are attributable exclusively to the operational impacts of the Scheme.
	3.2.4 Overall travel time across the ESR is set out in Table 3-1. The table highlights the significant increase in travel time in all time periods from the base year through to the 2041 Reference Case. In the PM peak hour for example, travel time incr...
	3.2.5 The Scheme results in a reduction in overall travel time across all time periods when compared with the Reference Case, particularly in the PM peak hour when there is a reduction of over 1,500 vehicle-hours across the ESR in 2021. Significant re...
	3.2.6 The recorded total queuing at the end of each modelled hour across the ESR is set out in Table 3-2 below. This represents the number of vehicles that were unable to complete their journey during the modelled hour due to congestion and were conse...
	3.2.7 The impacts of growth on the road network from the base year through to the 2041 Reference Case are evident from the table (e.g. in the PM peak hour, queued traffic increases from 10,711 in the base year to 31,027 in the 2041 Reference Case). In...
	3.2.8 Average traffic speed across the ESR is set out in Table 3-3 below. As with other indicators, the impact of increasing congestion due to background growth is evident in the Reference Case statistics when compared with the base year. In the AM pe...
	3.2.9 The table also indicates that with the Scheme in operation, average speeds during peak times improve across the ESR in each year when compared with the corresponding Reference Case, with changes most pronounced in the PM peak hour. In 2021, aver...
	3.2.10 Overall travel distance across the ESR is set out in Table 3-4. As with the other indicators, total travel distance increases from the base year through to 2041 due to background growth across the sub-region. In the PM peak hour for example, a ...
	3.2.11 The table also indicates that in general, the Scheme results in an increase in total travel distance in the modelled hours when compared with the Reference Case. In the PM peak hour in 2041 for example, total travel distance increases by 25,909...
	3.2.12 This increase in travel distance occurs for a number of reasons, including the overall impact of the Scheme on trip distribution across the ESR, routeing changes in the vicinity of the tunnels for certain journeys, and an increase in mileage as...
	3.2.13 As described in the TA, the aforementioned forecast reduction in congestion means that the Scheme is likely to result in a peak contraction along the A102 to a demand profile that is more typical of other strategic roads across London. As a res...

	3.3 Borough-level summary of traffic impacts
	3.3.1 The RXHAM outputs above can be disaggregated to a borough level based on all trips originating or terminating within the borough in each modelled hour.
	3.3.2 Figure 3-1 shows the change in travel time by modelled hour between the 2021 Reference Case and the 2021 Assessed Case for all trips originating in the three host boroughs plus Bexley and Barking & Dagenham.
	3.3.3 The graph indicates that trips originating in Greenwich benefit from a reduction in total travel time in all modelled hours with the Scheme in operation. The most significant reduction (of over 320 vehicle-hours) occurs in the AM peak hour due t...
	3.3.4 Figure 3-2 shows the change in travel time between the 2021 Reference Case and the 2021 Assessed Case for all trips terminating in each borough by modelled hour. As with trip origins, the graph shows that trips terminating in Greenwich benefit f...
	3.3.5 Figure 3-3 shows the change in average speed between the 2021 Reference Case and the 2021 Assessed Case for all trips originating in each borough by modelled hour. The graph indicates an increase of over 0.6kph for trips originating in Greenwich...
	3.3.6 In the PM peak hour, the average speed of trips originating in Greenwich is conversely forecast to decrease by just under 0.2kph with the Scheme in operation. This is likely to occur as a result of minor increases in congestion on routes to the ...
	3.3.7 As reported elsewhere in this note, this increase in peak-hour cross-river traffic is likely to be offset by a reduction in the shoulder peaks due to a peak contraction on the A102 corridor expected with the Scheme in operation. In addition, TfL...
	3.3.8 Figure 3-4 shows the change in average speed between the 2021 Reference Case and the 2021 Assessed Case for all trips terminating in each borough by modelled hour. Trips terminating in Greenwich are forecast to benefit from a significant increas...


	4. IMPACT ON CROSS-RIVER HIGHWAY TRIP DISTRIBUTION
	4.1 Overview
	4.1.1 This section considers how the spread of cross-river trips using the Blackwall/Silvertown corridor with an origin or destination in Greenwich changes from the base year (2012) to Reference Case (2021) to Assessed Case (2021). Trip origins in the...

	4.2 AM peak hour northbound (trips originating in Greenwich)
	4.2.1 Figure 4-1, Figure 4-2 and Figure 4-3 show the distribution of cross-river highway trips (via the Blackwall/Silvertown corridor) originating in Greenwich in the AM peak hour in the base year, 2021 Reference Case and 2021 Assessed Case respective...
	4.2.2 The plans show that in the base year, 1,492 northbound cross-river trips via the Blackwall Tunnel originate in RB Greenwich in the AM peak hour. This increases to 1,616 trips via the Blackwall Tunnel in the 2021 Reference Case and 1,619 trips vi...
	4.2.3 In the base year, the most popular cross-river trip origin in RB Greenwich was the ward of Greenwich Peninsula, which produced 443 northbound cross-river trips in the AM peak hour, accounting for 30% of the total from the borough. In the 2021 Re...
	4.2.4 The Assessed Case plan indicates that there is very little change in the distribution of cross-river trips originating in the borough when compared with the Reference Case. The total number of trips originating in Greenwich Peninsula decreased s...

	4.3 PM peak hour southbound (trips destinations in Greenwich)
	4.3.1 Figure 4-4, Figure 4-5 and Figure 4-6 show the distribution of southbound cross-river highway trips (via the Blackwall/Silvertown corridor) terminating in Greenwich in the PM peak hour in the base year, 2021 Reference Case and 2021 Assessed Case...
	4.3.2 The plans show that in the base year, a total of 1,675 southbound cross-river trips via the Blackwall Tunnel terminate in RB Greenwich in the PM peak hour. This increases to 1,823 via the Blackwall Tunnel in the Reference Case and 2,007 via both...
	4.3.3 As with trip origins in the AM peak hour, the most popular destination for southbound cross-river trips in the PM peak hour is Greenwich Peninsula. In the base year, 538 trips terminate in this ward (32% of the total terminating in the borough)....

	4.4 Trip lengths
	4.4.1 The graphs in Figure 4-7 and Figure 4-8 show the changes in the length of all cross-river highway trips made in the peak direction via the Blackwall/Silvertown tunnels in the 2021 Reference and Assessed Cases, by peak hour.
	4.4.2 The graphs indicate that there is little difference in the overall profile of trip lengths via the two tunnels in the Assessed Case when compared with the profile via the Blackwall Tunnel in the Reference Case. The mean average trip length chang...


	5. IMPACT ON JOURNEY TIMES FOR TRIPS IN GREENWICH
	5.1 Overview
	5.1.1 By reducing congestion and delay on the approaches to the Blackwall Tunnel, the Scheme is expected to have a significant positive impact on journey times for users of the two tunnels in the Assessed Case. Small increases in journey times are for...
	5.1.2 Table 5-1 and Table 5-2 show the modelled change in 2021 journey time for a selection of highway journeys between locations in the three host boroughs and six additional locations with the Scheme in operation for the AM and PM peak hours2F .
	5.1.3 These tables show that the greatest time saving impact in the AM peak hour is for cross-river northbound trips, as the Scheme generates relatively free-flowing conditions on the A102 Blackwall Tunnel Approach. In the PM peak hour the greatest ti...
	5.1.4 In all time periods, total cross-river time savings are significantly greater than total time costs incurred on journeys that do not cross the river. The largest time costs (a maximum of two additional minutes) are associated with individual jou...
	5.1.5 Further, more detailed information on forecast journey times for the following selection of cross-river and non-cross-river route-specific journeys is presented below:
	5.1.6 In each case, journey time information is provided for the base year (2012), Reference Case (2021) and Assessed Case (2021). It should be noted that the data in the tables above are not directly comparable with the route-specific journey time da...

	5.2 Greenwich town centre - Thamesmead
	5.2.1 The impacts of the scheme on journeys between Greenwich town centre and Thamesmead are summarised in Figure 5-1 and Table 5-3.
	5.2.2 Data for this journey indicates that in both directions and in both peaks, journey times in the Reference Case in 2021 are longer than in the 2012 base year, by up to 2.5 minutes in the AM peak hour westbound.
	5.2.3 There are very minor changes in the Assessed Case when compared with the Reference Case: in the PM peak eastbound, journey time increases from 24.5 minutes to 25.0 minutes due to a very minor increase in congestion associated with the release of...

	5.3 Greenwich Peninsula – borough boundary on A2
	5.3.1 The impacts of the scheme on journeys between Greenwich Peninsula and the borough boundary on the A2 are summarised in Figure 5-2 and Table 5-4.
	5.3.2 Increases of between 0.5 and 1.5 minutes are evident on this route in the 2021 Reference Case when compared with the base year, with the biggest increase occurring in the AM peak hour northbound.
	5.3.3 With the Scheme in operation there is very little change in journey times when compared with the 2021 Reference Case. The biggest change is an increase in the PM peak hour southbound from 15.5 minutes to 16.5 minutes as a result of an increase i...

	5.4 Woolwich – Canary Wharf
	5.4.1 The impacts of the scheme on journeys between Woolwich and Canary Wharf are summarised in Figure 5-3 and Table 5-5.
	5.4.2 Travel times generally increase in the 2021 Reference Case when compared with the base year, by up to 5.5 minutes in the PM peak hour southbound. In contrast, the Scheme delivers significant journey time savings when compared with the Reference ...

	5.5 Greenwich town centre – Royal Docks
	5.5.1 The impacts of the scheme on journeys between Greenwich town centre and the Royal Docks are summarised in Figure 5-4 and Table 5-6.
	5.5.2 Reference Case journey times generally increase from the base year along this route, by up to 5 minutes in the AM peak hour northbound. In contrast, the Scheme in operation results in significant time savings when compared with the Reference Cas...

	5.6 Eltham – Walthamstow
	5.6.1 The impacts of the scheme on journeys between Eltham and Walthamstow are summarised in Figure 5-5 and Table 5-7.
	5.6.2 Reference Case journey times increase from the base year along this route, by up to 5.5 minutes in the PM peak hour northbound. In contrast, the Scheme in operation results in significant time savings when compared with the Reference Case, of up...


	6. IMPACT ON KEY JUNCTIONS IN GREENWICH
	6.1 Overview
	6.1.1 The impact of the Scheme on local junctions and TfL’s proposed approach to monitoring and mitigating any adverse impacts are considered within Chapter 7 and Appendix C of the TA. The detailed proposals can also be found in the Monitoring Strateg...
	6.1.2 In summary, the assessment completed to date indicates that impacts on junctions across the wider network in the ESR are generally likely to be negligible, with minor mitigation such as signal time changes likely to be sufficient to manage all b...
	6.1.3 It should be noted that for most junctions in the model (i.e. those not subject to alterations as a result of committed Reference Case improvements or the Scheme itself in the Assessed Case), signal timings in future year scenarios are not autom...

	6.2 Changes in junction delays in Greenwich as a result of the Scheme
	6.2.1 Junction delay plots are included within the TA that show changes in junction delay between the 2021 Reference Case and Assessed Case in all three modelled hours (Figure 7-26 to 7-28). These are measured in PCU-hours, therefore taking into accou...
	6.2.2 In order to provide further insight on the impact of the Scheme on wider junctions and at the request of borough officers, data on the average delay per user is presented in tabular form in Table 6-1 below for the 2012 base year, 2021 Reference ...
	6.2.3 A summary of any forecast changes in air quality and noise at the junctions in the 2021 Assessed Case is also included in Table 6-1 for ease of reference, based on the assessments set out in the Environment Statement (Document Reference 6.1)
	6.2.4 The table indicates that there are no significant changes in delay at junctions in Greenwich in the Assessed Case when compared with the Reference Case. An increase in delay per user is only evident at two locations, the A206 Plumstead Road/Burr...
	6.2.5 In terms of total delay, an increase of 14 vehicle-hours is forecast at the A206 Plumstead Road/Burrage Road junction in the PM peak hour, which amounts to an increase in delay per user of 13 seconds (from 81 seconds in the Reference Case to 94 ...
	6.2.6 It should be noted that while RXHAM provides a good indication of the likely trends, locations and orders of magnitude of impacts arising from the Scheme, it is not the appropriate tool on which to base detailed planning of specific mitigations ...

	6.3 Overall approach to mitigation
	6.3.1 Since the road network is going to change and evolve between now and Scheme opening, the need for and type of mitigation may emerge closer to or after Scheme opening. As such TfL is committing to a refreshed assessment of the Scheme impacts prio...
	6.3.2 Should the refreshed assessment or post-opening monitoring identify that the Scheme is having an adverse impact on wider junctions, TfL is committing through the Traffic Impacts Mitigation Strategy (which will be certified through the DCO proces...


	7. MEASURES AIMED AT PEDESTRIANS AND CYCLISTS
	7.1.1 As part of the DCO, TfL is proposing to replace the existing Boord Street footbridge with a new foot and cycle bridge that is more legible, being better aligned with Boord Street, and includes steps and ramps. This would provide a more user-frie...
	7.1.2 (TfL is also exploring a number of other possible improvements that could benefit pedestrians and cyclists in Greenwich, although the specific delivery mechanism for these is not yet confirmed. TfL looks forward to discussing these with RB Green...


	DCO Technical Note LBTH borough information note v1.pdf
	1.  INTRODUCTION
	1.1 Background
	1.1.1 The Transport Assessment submitted as part of the DCO application describes in detail the expected traffic and transport effects of the Silvertown Tunnel scheme (the Scheme). The document considers the overall impacts of the Scheme on road users...
	1.1.2 Other application documents which are of relevance to the TA include the Environment Statement (in particular the Effects on All Travellers chapter) (Document Reference 6.1), the Code of Construction Practice (Document Reference 6.10), the Desig...
	1.1.3 The Case for the Scheme (Document Reference 7.1) sets out the overall need for the Scheme, and describes the various benefits that are expected as a result of the Scheme’s delivery (including the substantial benefits to users of the transport ne...

	1.2 Purpose and structure of note
	1.2.1 The purpose of this note is to provide LB Tower Hamlets with further detail on the traffic and transport impacts expected as part of the Scheme. It has been produced in response to requests from borough officers for additional information on are...
	1.2.2 The remainder of this note is structured as follows:
	1.2.3 Within each chapter three scenarios are considered – the base year (2012), the Reference Case and the Assessed Case.


	2. EXISTING CHALLENGES AND PRINCIPAL TRANSPORT IMPACTS OF THE SCHEME
	2.1.1 This section provides an overview of existing transport challenges associated with the Blackwall Tunnel and summarises the principal transport impacts of the Scheme.
	2.2 Existing transport challenges
	2.2.1 The Blackwall Tunnel functions as the lynchpin river crossing of the strategic highway network in east London. The Tunnel lies at the convergence of several key traffic routes to the north (A12, A13) and south (A102, A2), and is one of only thre...
	2.2.2 The strategic importance of the Tunnel means it attracts far more traffic than it can accommodate. The existing transport problems associated with the Blackwall Tunnel can be summarised as follows:
	2.2.3 The problems set out above also affect public transport users. Currently only one bus service uses the Blackwall Tunnel – the route 108 – and this service is routinely impacted by delays caused by congestion and closures. The current conditions ...
	2.2.4 Congestion at the Blackwall Tunnel has a far-reaching effect on the wider road network as well as on the network in the vicinity of the tunnel. This means that it is not only people using the tunnel that are affected by the problems summarised a...
	2.2.5 The significant future growth forecast across the East and South-East Sub-Region (ESR) set out in Chapter 5 of the TA means that in a ‘do nothing’ scenario, the existing problems outlined above will worsen. Demand for the Blackwall Tunnel will i...

	2.3 Principal strategic and borough-wide transport impacts of the Scheme
	2.3.1 The project objectives for the Scheme set out a range of outcomes that TfL are seeking to achieve through the delivery of the Silvertown Tunnel, and a number of these objectives relate to transport impacts. The Scheme would not only address the ...
	2.3.2 The most significant transport impacts of the Scheme relate to the considerable reduction in delay and improvement in resilience at the Blackwall Tunnel. The scheme would:
	2.3.3 In addition, by creating a new cross-river link the Scheme would improve connectivity for private and public transport by:
	2.3.4 The combination of the proposed user charge coupled with the enhancements to bus services means that there is not expected to be a material change in the overall number of cross-river vehicle trips; indeed public transport mode share is forecast...
	2.3.5 Residents and businesses based in Tower Hamlets are expected to see significant benefits in travel time as a result of the Scheme, with for example reductions of 500 vehicle-hours0F  in the PM peak hour for trips originating in the borough in 20...
	2.3.6 Modelling indicates some increases in delay at a small number of junctions in Tower Hamlets as a result of the Scheme, including Preston’s Road roundabout and Bow Roundabout. At both of these junctions there are significant alterations planned i...
	2.3.7 Changes in road network performance elsewhere across the network including on borough roads and junctions and at other river crossings are forecast to be minimal. Nonetheless, TfL is committing to undertake a refreshed assessment prior to the op...


	3.  SUB-REGIONAL AND BOROUGH WIDE IMPACTS ON ROAD NETWORK PERFORMANCE
	3.1 Overview
	3.1.1 This section of the note presents the overall impacts of the Scheme on four key metrics of road network performance: overall travel time, travel distance, levels of queuing and traffic speed. All outputs are derived from RXHAM. The outputs are p...
	3.1.2 In many instances there are notable differences between the outputs for the 2012 base year and the 2021 Reference Case, which is as a result of the significant growth in population, employment and hence the overall amount of highway travel forec...

	3.2 Sub-regional summary of traffic impacts
	3.2.1 The RXHAM simulation area includes the main road network in all ESR boroughs and sections of the road network beyond, including the M25 between junction 4 (with the A21) and junction 25 (with the A10), and the A282 Dartford Crossing.
	3.2.2 Since the Blackwall and Silvertown tunnels represent only a fraction of the total highway network in the ESR, changes that may appear small when considered in the context of the entire RXHAM simulation area may in fact represent significant loca...
	3.2.3 It should be borne in mind that the only difference between the Reference and Assessed Cases is the presence of the Scheme. Hence, the differences between these scenarios are attributable exclusively to the operational impacts of the Scheme.
	3.2.4 Overall travel time across the ESR is set out in Table 3-1. The table highlights the significant increase in travel time in all time periods from the base year through to the 2041 Reference Case. In the PM peak hour for example, travel time incr...
	3.2.5 The Scheme results in a reduction in overall travel time across all time periods when compared with the Reference Case, particularly in the PM peak hour when there is a reduction of over 1,500 vehicle-hours across the ESR in 2021. Significant re...
	3.2.6 The recorded total queuing at the end of each modelled hour across the ESR is set out in Table 3-2 below. This represents the number of vehicles that were unable to complete their journey during the modelled hour due to congestion and were conse...
	3.2.7 The impacts of growth on the road network from the base year through to the 2041 Reference Case are evident from the table (e.g. in the PM peak hour, queued traffic increases from 10,711 in the base year to 31,027 in the 2041 Reference Case). In...
	3.2.8 Average traffic speed across the ESR is set out in Table 3-3 below. As with other indicators, the impact of increasing congestion due to background growth is evident in the Reference Case statistics when compared with the base year. In the AM pe...
	3.2.9 The table also indicates that with the Scheme in operation, average speeds during peak times improve across the ESR in each year when compared with the corresponding Reference Case, with changes most pronounced in the PM peak hour. In 2021, aver...
	3.2.10 Overall travel distance across the ESR is set out in Table 3-4. As with the other indicators, total travel distance increases from the base year through to the 2041 Reference Case due to background growth across the sub-region. In the PM peak h...
	3.2.11 The table also indicates that in general, the Scheme results in an increase in total travel distance in the modelled hours when compared with the Reference Case. In the PM peak hour in 2041 for example, total travel distance increases by 25,909...
	3.2.12 This increase in travel distance occurs for a number of reasons, including the overall impact of the Scheme on trip distribution across the ESR, routeing changes in the vicinity of the tunnels for certain journeys, and an increase in mileage as...
	3.2.13 As described in the TA, the aforementioned forecast reduction in congestion means that the Scheme is likely to result in a peak contraction along the A102 to a demand profile that is more typical of other strategic roads across London. As a res...

	3.3 Borough-level summary of traffic impacts
	3.3.1 The RXHAM outputs above can be disaggregated to a borough level based on all trips originating or terminating within the borough in each modelled hour.
	3.3.2 Figure 3-1 shows the change in travel time by modelled hour between the 2021 Reference Case and the 2021 Assessed Case for all trips originating in the three host boroughs plus Bexley and Barking & Dagenham.
	3.3.3 The graph indicates that trips originating in Tower Hamlets in the PM peak hour benefit from a significant reduction in travel time in the Assessed Case when compared with the Reference Case, of around 500 vehicle-hours. This occurs due to the c...
	3.3.4 Figure 3-2 shows the change in travel time between the 2021 Reference Case and the 2021 Assessed Case for all trips terminating in each borough by modelled hour. The graph shows that there are travel time benefits for trips terminating in Tower ...
	3.3.5 Figure 3-3 shows the change in average speed between the 2021 Reference Case and the 2021 Assessed Case for all trips originating in each borough by modelled hour. The graph indicates a significant increase in average speed for trips originating...
	3.3.6 There is however a slight reduction in speed of 0.1kph during the AM peak hour. This is likely to occur as a result of minor increases in congestion on routes to the north of the River Thames due to the additional capacity provided by the Scheme...
	3.3.7 As reported elsewhere in this note, this increase in peak-hour cross-river traffic is likely to be offset by a reduction in the shoulder peaks due to a peak contraction on the A102 corridor expected with the Scheme in operation. In addition, TfL...
	3.3.8 Figure 3-4 shows the change in average speed between the 2021 Reference Case and the 2021 Assessed Case for all trips terminating in each borough by modelled hour.
	3.3.9 The graph shows a forecast increase in average speed for trips terminating in Tower Hamlets in all three modelled hours, with increases of around 0.6kph in both the AM and PM peak hours. This translates into a more significant total travel time ...


	4. IMPACT ON CROSS-RIVER HIGHWAY TRIP DISTRIBUTION
	4.1 Overview
	4.1.1 This section considers how the spread of cross-river trips using the Blackwall/Silvertown corridor with an origin or destination in Tower Hamlets changes from the base year (2012) to Reference Case (2021) to Assessed Case (2021).
	4.1.2 Trip destinations in the AM peak and trip origins in the PM peak have been analysed, since these are trips travelling through the Blackwall/Silvertown corridor in the peak direction in each modelled hour.
	4.1.3 Figure 4-1 to Figure 4-3 show the distribution of cross-river highway trips (via the Blackwall/Silvertown corridor) terminating in Tower Hamlets in the AM peak hour in the base year, 2021 Reference Case and 2021 Assessed Case respectively.
	4.1.4 The plans show that in the base year, 1443 northbound cross-river trips via the Blackwall Tunnel terminate in LB Tower Hamlets in the AM peak hour. This increases to 1469 trips via the Blackwall Tunnel in the 2021 Reference Case and 1492 trips v...
	4.1.5 In the base year, the most popular cross-river trip destinations in LB Tower Hamlets were the wards of Millwall, which attracted 672 northbound cross-river trips in the AM peak hour, accounting for 47% of the total to the borough. In the 2021 Re...
	4.1.6 The Assessed Case plan indicates that there is very little change in the distribution of cross-river trips terminating in the borough when compared with the Reference Case. The total number of trips terminating in the wards described above incre...

	4.2 PM peak hour southbound (trips origins in Tower Hamlets)
	4.2.1 Figure 4-4 and Figure 4-6 show the distribution of southbound cross-river highway trips (via the Blackwall/Silvertown corridor) originating in Tower Hamlets in the PM peak hour in the base year, 2021 Reference Case and 2021 Assessed Case respect...
	4.2.2 The plans show that in the base year, a total of 1326 southbound cross-river trips via the Blackwall Tunnel originated in LB Tower Hamlets in the PM peak hour. This increases to 1390 via the Blackwall Tunnel in the Reference Case and 1480 via bo...
	4.2.3 The most popular origin for southbound cross-river trips in the PM peak hour is millwall. In the base year, 692 trips originate in Millwall (52% of the total originating in the borough). In the 2021 Reference Case this increases to 705 (51%).
	4.2.4 The Assessed Case plan indicates that there is very little change in the distribution of trip origins across the borough in the PM peak hour although the total number of trips increases from 1390 to 1480 as described above. A total of 745 trips ...

	4.3 Trip lengths
	4.3.1 The graphs in Figure 4-7 and Figure 4-8 show the changes in the length of all cross-river highway trips made in the peak direction via the Blackwall/Silvertown tunnels in the 2021 Reference and Assessed Cases, by peak hour.
	4.3.2 The graphs indicate that there is little difference in the overall profile of trip lengths via the two tunnels in the Assessed Case when compared with the profile via the Blackwall Tunnel in the Reference Case. The mean average trip length chang...


	5. IMPACT ON JOURNEY TIMES FOR TRIPS IN TOWER HAMLETS
	5.1 Overview
	5.1.1 By reducing congestion and delay on the approaches to the Blackwall Tunnel, the Scheme is expected to have a significant positive impact on journey times for users of the two tunnels in the Assessed Case. Small increases in journey times are for...
	5.1.2 Table 5-1 and Table 5-2 show the modelled change in 2021 journey time for a selection of highway journeys between locations in the three host boroughs and six additional locations with the Scheme in operation for the AM and PM peak hours2F .
	5.1.3 These tables show that the greatest time saving impact in the AM peak hour is for cross-river northbound trips, as the Scheme generates relatively free-flowing conditions on the A102 Blackwall Tunnel Approach. In the PM peak hour the greatest ti...
	5.1.4 In all time periods, total cross-river time savings are significantly greater than total time costs incurred on journeys that do not cross the river. The largest time costs (a maximum of two additional minutes) are associated with individual jou...
	5.1.5 Further, more detailed information on forecast journey times for the following selection of cross-river and non-cross-river route-specific journeys is presented below:
	5.1.6 In each case, journey time information is provided for the base year (2012), Reference Case (2021) and Assessed Case (2021). It should be noted that the data in the tables above are not directly comparable with the route-specific journey time da...

	5.2 Isle of Dogs – Bow
	5.2.1 The impacts of the scheme on journeys between the Isle of Dogs and Bow are summarised in Figure 5-1 and Table 5-3. Multiple route options with similar travel times are available for this journey, and as a result the model identified different ro...
	5.2.2 The table indicates that in both modelled hours in both directions, journeys are forecast to take longer in the 2021 Reference Case when compared with the base year as a result of background growth and its impact on highway demand, by up to 5 mi...
	5.2.3 The impact of the Scheme in operation when compared with the 2021 Reference Case depends on the time period. In the PM peak, reductions in journey time are evident, of up to 2.5 minutes northbound as a result of the congestion reduction impact o...

	5.3 Whitechapel – Bromley-by-Bow
	5.3.1 The impacts of the scheme on journeys between Whitechapel and Bromley-by-Bow are summarised in Figure 5-2 and Table 5-4.
	5.3.2 In both directions and time periods, journeys are forecast to take longer in the 2021 Reference Case when compared with the base year, by up to three minutes in the AM peak hour westbound. The Scheme in operation is expected to have a negligible...

	5.4 Woolwich – Canary Wharf
	5.4.1 The impacts of the scheme on journeys between Woolwich and Canary Wharf are summarised in Figure 5-3 and Table 5-5.
	5.4.2 Travel times generally increase in the 2021 Reference Case when compared with the base year, by up to 5.5 minutes in the PM peak hour southbound. In contrast, the Scheme delivers significant journey time savings when compared with the Reference ...

	5.5 Bethnal Green – Greenwich Peninsula
	5.5.1 The impacts of the scheme on journeys between Bethnal Green and Greenwich Peninsula are summarised in Figure 5-4 and Table 5-6.
	5.5.2 Travel times increase in the 2021 Reference Case when compared with the base year, by up to 4.5 minutes in both modelled hours in the northbound direction. In contrast, the Scheme delivers significant journey time savings when compared with the ...

	5.6 Poplar – Lewisham
	5.6.1 The impacts of the scheme on journeys between Poplar and Lewisham are summarised in Figure 5-5 and Table 5-7.
	5.6.2 Travel times generally increase in the 2021 Reference Case when compared with the base year, by up to seven minutes in the PM peak northbound. In contrast, the Scheme delivers significant journey time savings when compared with the Reference Cas...


	6. IMPACT ON KEY JUNCTIONS IN TOWER HAMLETS
	6.1 Overview
	6.1.1 The impact of the Scheme on local junctions and TfL’s proposed approach to monitoring and mitigating any adverse impacts are considered within Chapter 7 and Appendix C of the TA. The detailed proposals can also be found in the Monitoring Strateg...
	6.1.2 In summary, the assessment completed to date indicates that impacts on junctions across the wider network in the ESR are generally likely to be negligible, with minor mitigation such as signal time changes likely to be sufficient to manage all b...
	6.1.3 It should be noted that for most junctions in the model (i.e. those not subject to alterations as a result of committed Reference Case improvements or the Scheme itself in the Assessed Case), signal timings in future year scenarios are not autom...

	6.2 Changes in junction delays in Tower Hamlets as a result of the Scheme
	6.2.1 Junction delay plots are included within the TA that show changes in junction delay between the 2021 Reference Case and Assessed Case in all three modelled hours (Figure 7-26 to 7-28). These are measured in PCU-hours, therefore taking into accou...
	6.2.2 In order to provide further insight on the impact of the Scheme on wider junctions and at the request of borough officers, data on the average delay per user is presented in tabular form in Table 6-1 below for the 2012 base year, 2021 Reference ...
	6.2.3 A summary of any forecast changes in air quality and noise at the junctions in the 2021 Assessed Case is also included in Table 6-1 for ease of reference, based on the assessments set out in the Environment Statement (Document Reference 6.1)
	6.2.4 The table indicates that there is no significant increase in overall delay at these junctions in Tower Hamlets in the Assessed Case when compared with the Reference Case. An increase in delay per user is only evident at two locations: the Tower ...
	6.2.5 At the Tower Bridge/East Smithfield/Mansell Street junction, the increase in delay in the AM peak hour amounts to 18 seconds (from 216 seconds in the Reference Case to 234 seconds in the Assessed Case) while in the PM peak hour the delay change ...
	6.2.6 The A13 East India Dock Road/A102 junction is expected to see a significant overall benefit, with an average time saving of two minutes per user in the PM peak hour. The model does indicate that one movement at this junction would experience add...
	6.2.7 It should be noted that while RXHAM provides a good indication of the likely trends, locations and orders of magnitude of impacts arising from the Scheme, it is not the appropriate tool on which to base detailed planning of specific mitigations ...

	6.3 Overall approach to mitigation
	6.3.1 Since the road network is going to change and evolve between now and Scheme opening, the need for and type of mitigation may emerge closer to or after Scheme opening. As such TfL is committing to a refreshed assessment of the Scheme impacts prio...
	6.3.2 Should the refreshed assessment or post-opening monitoring identify that the Scheme is having an adverse impact on wider junctions, TfL is committing through the Traffic Impacts Mitigation Strategy (which will be certified through the DCO proces...



	DCO Technical Note Newham borough information note v1.1.pdf
	1.  INTRODUCTION
	1.1 Background
	1.1.1 The Transport Assessment submitted as part of the DCO application describes in detail the expected traffic and transport effects of the Silvertown Tunnel scheme (the Scheme). The document considers the overall impacts of the Scheme on road users...
	1.1.2 Other application documents which are of relevance to the TA include the Environment Statement (in particular the Effects on All Travellers chapter) (Document Reference 6.1), the Code of Construction Practice (Document Reference 6.10), the Desig...
	1.1.3 The Case for the Scheme (Document Reference 7.1) sets out the overall need for the Scheme, and describes the various benefits that are expected as a result of the Scheme’s delivery (including the substantial benefits to users of the transport ne...

	1.2 Purpose and structure of note
	1.2.1 The purpose of this note is to provide LB Newham with further detail on the traffic and transport impacts expected as part of the Scheme. It has been produced in response to requests from borough officers for additional information on areas of k...
	1.2.2 The remainder of this note is structured as follows:
	1.2.3 Within each chapter three scenarios are considered – the base year (2012), the Reference Case and the Assessed Case.


	2. EXISTING CHALLENGES AND PRINCIPAL TRANSPORT IMPACTS OF THE SCHEME
	2.1.1 This section provides an overview of existing transport challenges associated with the Blackwall Tunnel and summarises the principal transport impacts of the Scheme.
	2.2 Existing transport challenges
	2.2.1 The Blackwall Tunnel functions as the lynchpin river crossing of the strategic highway network in east London. The Tunnel lies at the convergence of several key traffic routes to the north (A12, A13) and south (A102, A2), and is one of only thre...
	2.2.2 The strategic importance of the Tunnel means it attracts far more traffic than it can accommodate. The existing transport problems associated with the Blackwall Tunnel can be summarised as follows:
	2.2.3 The problems set out above also affect public transport users. Currently only one bus service uses the Blackwall Tunnel – the route 108 – and this service is routinely impacted by delays caused by congestion and closures. The current conditions ...
	2.2.4 Congestion at the Blackwall Tunnel has a far-reaching effect on the wider road network as well as on the network in the vicinity of the tunnel. This means that it is not only people using the tunnel that are affected by the problems summarised a...
	2.2.5 The significant future growth forecast across the East and South-East Sub-Region (ESR) set out in Chapter 5 of the TA means that in a ‘do nothing’ scenario, the existing problems outlined above will worsen. Demand for the Blackwall Tunnel will i...

	2.3 Principal strategic and borough-wide transport impacts of the Scheme
	2.3.1 The project objectives for the Scheme set out a range of outcomes that TfL are seeking to achieve through the delivery of the Silvertown Tunnel, and a number of these objectives relate to transport impacts. The Scheme would not only address the ...
	2.3.2 The most significant transport impacts of the Scheme relate to the considerable reduction in delay and improvement in resilience at the Blackwall Tunnel. The scheme would:
	2.3.3 In addition, by creating a new cross-river link the scheme would improve connectivity for private and public transport by:
	2.3.4 The combination of the proposed user charge coupled with the enhancements to bus services means that there is not expected to be a material change in the overall number of cross-river vehicle trips; indeed public transport mode share is forecast...
	2.3.5 Residents and businesses based in Newham are expected to see significant benefits in travel time as a result of the Scheme, with for example reductions of over 450 vehicle-hours0F  in the PM peak hour for trips originating in Newham in 2021 (alt...
	2.3.6 Modelling indicates that a small number of junctions across the network would experience a substantial worsening in performance as a result of the Scheme unless appropriate mitigation is implemented. The one junction in Newham that is expected t...
	2.3.7 Changes in road network performance elsewhere across the network including on borough roads and junctions and at other river crossings are forecast to be minimal. Nonetheless, TfL is committing to undertake a refreshed assessment prior to the op...


	3.  SUB-REGIONAL AND BOROUGH WIDE IMPACTS ON ROAD NETWORK PERFORMANCE
	3.1.1 This section of the note presents the overall impacts of the Scheme on four key metrics of road network performance: overall travel time, travel distance, levels of queuing and traffic speed. All outputs are derived from RXHAM. The outputs are p...
	3.1.2 In many instances there are notable differences between the outputs for the 2012 base year and the 2021 Reference Case, which is as a result of the significant growth in population, employment and hence the overall amount of highway travel forec...
	3.2 Sub-regional summary of traffic impacts
	3.2.1 The RXHAM simulation area includes the main road network in all ESR boroughs and sections of the road network beyond, including the M25 between junction 4 (with the A21) and junction 25 (with the A10), and the A282 Dartford Crossing.
	3.2.2 Since the Blackwall and Silvertown tunnels represent only a fraction of the total highway network in the ESR, changes that may appear small when considered in the context of the entire RXHAM simulation area may in fact represent significant loca...
	3.2.3 It should be borne in mind that the only difference between the Reference and Assessed Cases is the presence of the Scheme. Hence, the differences between these scenarios are attributable exclusively to the operational impacts of the Scheme.
	3.2.4 Overall travel time across the ESR is set out in Table 3-1. The table highlights the significant increase in travel time in all time periods from the base year through to 2041. In the PM peak for example, travel time increases from 109,816 vehic...
	3.2.5 The Scheme results in a reduction in overall travel time across all time periods when compared with the Reference Case, particularly in the PM peak hour when there is a reduction of over 1,500 vehicle-hours across the ESR in 2021. Significant re...
	3.2.6 The recorded total queuing at the end of each modelled hour across the ESR is set out in Table 3-2 below. This represents the number of vehicles that were unable to complete their journey during the modelled hour due to congestion and were conse...
	3.2.7 The impacts of growth on the road network from the base year through to 2041 are evident from the Reference Case statistics (e.g. in the PM peak hour, queued traffic increases from 10,711 in the base year to 31,027 in the 2041 Reference Case). I...
	3.2.8 Average traffic speed across the ESR is set out in Table 3-3 below. As with other indicators, the impact of increasing congestion due to background growth is evident in the Reference Case statistics when compared with the base year. In the AM pe...
	3.2.9 The table also indicates that with the Scheme in operation, average speeds during peak times improve across the ESR in each year when compared with the corresponding Reference Case, with changes most pronounced in the PM peak hour. In 2021, aver...
	3.2.10 Overall travel distance across the ESR is set out in Table 3-4. As with the other indicators, total travel distance increases from the base year through to 2041 due to background growth across the sub-region. In the PM peak hour for example, a ...
	3.2.11 The table also indicates that in general, the Scheme results in an increase in total travel distance in the modelled hours when compared with the Reference Case. In the PM peak hour in 2041 for example, total travel distance increases by 25,909...
	3.2.12 This increase in travel distance occurs for a number of reasons, including the overall impact of the Scheme on trip distribution across the ESR, routeing changes in the vicinity of the tunnels for certain journeys, and an increase in mileage as...
	3.2.13 As described in the TA, the aforementioned forecast reduction in congestion means that the Scheme is likely to result in a peak contraction along the A102 to a demand profile that is more typical of other strategic roads across London. As a res...

	3.3 Borough-level summary of traffic impacts
	3.3.1 The RXHAM outputs above can be disaggregated to a borough level based on all trips originating or terminating within the borough in each modelled hour.
	3.3.2 Figure 3-1 shows the change in travel time by modelled hour between the 2021 Reference Case and the 2021 Assessed Case for all trips originating in the three host boroughs plus Bexley and Barking & Dagenham.
	3.3.3 The graph indicates that trips originating in Newham in the PM peak hour benefit from significant travel time savings of over 450 vehicle-hours as a result of the southbound congestion-relief impact of the Scheme. In contrast, there is a minor i...
	3.3.4 Figure 3-2 shows the change in travel time between the 2021 Reference Case and the 2021 Assessed Case for all trips terminating in each borough by modelled hour. The graph shows modest time saving benefits for trips terminating in Newham in ever...
	3.3.5 Figure 3-3 shows the change in average speed between the 2021 Reference Case and the 2021 Assessed Case for all trips originating in each borough by modelled hour. The graph supports the travel time outputs described above, indicating an increas...
	3.3.6 Similarly, Figure 3-4 (which shows the change in average speed for trips terminating in boroughs) supports the travel time outputs, indicating a modest increase in speed for all trips terminating in Newham in every modelled hour with the Scheme ...


	4. IMPACT ON CROSS-RIVER HIGHWAY TRIP DISTRIBUTION
	4.1.1 This section considers how the spread of cross-river trips using the Blackwall/Silvertown corridor with an origin or destination in Newham changes from the base year (2012) to Reference Case (2021) to Assessed Case (2021). Trip destinations in t...
	4.2 AM peak hour northbound (trips terminating in Newham)
	4.2.1 Figure 4-1, Figure 4-2 and Figure 4-3 show the distribution of cross-river highway trips (via the Blackwall/Silvertown corridor) terminating in Newham in the AM peak hour in the base year, 2021 Reference Case and 2021 Assessed Case respectively....
	4.2.2 The plans show that in the base year, 404 trips terminate in Newham in total, which is 12% of all northbound trips using the Blackwall Tunnel in the AM peak hour. This increases to 466 trips (13%) in the 2021 Reference Case and 580 trips (16%) i...
	4.2.3 In the base year, the most popular cross-river trip destinations in Newham were the wards of Plaistow North, Custom House, Canning Town North, and Stratford and New Town.
	4.2.4 In the 2021 Reference Case there is relatively little change although minor increases in the proportion of trips travelling to Beckton, Royal Docks and Stratford and New Town are evident as a result of forecast growth in these locations. In the ...

	4.3 PM peak hour southbound
	4.3.1 Figure 4-4, Figure 4-5 and Figure 4-6 show the distribution of cross-river highway trips (via the Blackwall/Silvertown corridor) originating in Newham in the PM peak hour in the base year, 2021 Reference Case and 2021 Assessed Case respectively....
	4.3.2 The plans show that in the base year, 1,281 trips originate in Newham in total, which is 31% of all southbound trips in the PM peak hour. This increases to 1,283 (31%) in the 2021 Reference Case and 1,583 (33%) in the 2021 Assessed Case.
	4.3.3 In the base year, the most popular trip origins are the Royal Docks, Canning Town North, and Stratford and New Town, followed by Beckton, Plaistow and Canning Town South.
	4.3.4 In the Reference Case, there is a further shift to the Royal Docks, Stratford and New Town and Beckton, with Plaistow becoming proportionally less important as a trip origin.
	4.3.5 In the Assessed Case, the introduction of the Silvertown Tunnel results in a further increase in the proportion of traffic originating in the Royal Docks and Beckton, but conversely reduces the importance of Stratford and New Town as a trip orig...

	4.4 Trip lengths
	4.4.1 The graphs in Figure 4-7 and Figure 4-8 show the changes in the length of all cross-river highway trips made in the peak direction via the Blackwall/Silvertown tunnels in the 2021 Reference and Assessed Cases, by peak hour.
	4.4.2 The graphs indicate that there is little difference in the overall profile of trip lengths via the two tunnels in the Assessed Case when compared with the profile via the Blackwall Tunnel in the Reference Case. The mean average trip length chang...


	5. IMPACT ON JOURNEY TIMES FOR TRIPS IN NEWHAM
	5.1 Overview
	5.1.1 By reducing congestion and delay on the approaches to the Blackwall Tunnel, the Scheme is expected to have a significant positive impact on journey times for users of the two tunnels in the Assessed Case. Small increases in journey times are for...
	5.1.2 Table 5-1 and Table 5-2 show the modelled change in 2021 journey time for a selection of highway journeys between locations in the three host boroughs and six additional locations with the Scheme in operation for the AM and PM peak hours2F .
	5.1.3 These tables show that the greatest time saving impact in the AM peak hour is for cross-river northbound trips, as the Scheme generates relatively free-flowing conditions on the A102 Blackwall Tunnel Approach. In the PM peak hour the greatest ti...
	5.1.4 In all time periods, total cross-river time savings are significantly greater than total time costs incurred on journeys that do not cross the river. The largest time costs (a maximum of two additional minutes) are associated with individual jou...
	5.1.5 Further, more detailed information on forecast journey times for the following selection of cross-river and non-cross-river route-specific journeys is presented below:
	5.1.6 In each case, journey time information is provided for the base year (2012), Reference Case (2021) and Assessed Case (2021). It should be noted that the data in the tables above are not directly comparable with the route-specific journey time da...

	5.2 Canning Town – Greenwich town centre
	5.2.1 The impacts of the scheme on journeys between Canning Town and Greenwich town centre are summarised in Figure 5-1 and Table 5-3.
	5.2.2 Data for this journey indicates that in both directions and in both peaks, journey times in the Reference Case in 2021 are longer than in the 2012 base year, by up to 10 minutes in the PM peak northbound. In the Assessed Case the trips are route...

	5.3 Plaistow – North Woolwich
	5.3.1 The impacts of the scheme on journeys between Plaistow and North Woolwich are summarised in Figure 5-2 and Table 5-4.
	5.3.2 Travel times for this journey increase modestly by between 0.5 and 1 minute between the base year and the Reference Case, depending on the direction and the time period. A similarly modest increase of 0.5 minutes (from 15 to 15.5 minutes) is for...

	5.4 Royal Docks – East Ham
	5.4.1 The impacts of the scheme on journeys between the Royal Docks and East Ham are summarised in Figure 5-3 and Table 5-5.
	5.4.2 Travel times for this journey increase in the Reference Case when compared with the base year, by up to 2.5 minutes in the PM peak northbound. In contrast, the outputs above indicate that there are no changes in journey time in the Assessed Case...

	5.5 Royal Docks – Lewisham
	5.5.1 The impacts of the scheme on journeys between the Royal Docks and Lewisham are summarised in Figure 5-4 and Table 5-6.
	5.5.2 Reference Case travel times for this journey increase in both peaks and both directions when compared with the base year, by up to 11 minutes in the PM peak northbound. In contrast, the Scheme results in significant journey time savings when com...

	5.6 Stratford – Woolwich
	5.6.1 The impacts of the scheme on journeys between the Royal Docks and Lewisham are summarised in Figure 5-5 and Table 5-7.
	5.6.2 Reference Case travel times for this journey increase by up to 7 minutes in the PM peak northbound when compared with the base year. In contrast, the Scheme results in significant time savings when compared with the Reference Case, of up to 18.5...
	5.6.3 The changes in journey times set out above indicate that, overall, the Scheme results in positive journey time savings for cross-river trips made to and from Newham. These time savings are in some cases very significant, particularly where the j...


	6. IMPACT ON KEY JUNCTIONS IN NEWHAM
	6.1 Overview
	6.1.1 The impact of the Scheme on local junctions and TfL’s proposed approach to monitoring and mitigating any adverse impacts are considered within Chapter 7 and Appendix C of the TA. The detailed proposals can also be found in the Monitoring Strateg...
	6.1.2 In summary, the assessment completed to date indicates that impacts on junctions across the wider network in the ESR are generally likely to be negligible, with minor mitigation such as signal time changes likely to be sufficient to manage all b...
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