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1 A C 6 325 1 740 0.90
2 A B 6 240 1510 0.92
3 B C 5 460 1630 0.90
4 B C 5 120 1240 0.85
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Fig.3 Phase and traffic movement diagram
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Fig.4 Locations of test intersections

oy AR sRARE

(%3
(=]

5]
W

]
S
[

RAHBAKE/m
-
]
_]
1

A %
& \ % X 7 o
/ / / / / / /
\' ﬁ;é\ AN :,,3/?\ Y?éf}* Y?é,‘}‘ %
TXA

El6 ZFEiEmAHKEXLE
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