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Summary 

Ensuring access through and into the King’s Cross area 

 

This report proposes cycle route alignments which prioritise and facilitate cyclists through the 
King’s Cross area. These cycle route alignments aim to avoid the constraints of the busy 
main roads, and utilise opportunities provided by both existing and proposed road 
alignments. 

The King’s Cross area is located at the threshold of Central London. Both these areas are 
major trip attractors for commuter cyclists, and the King’s Cross area has some very high 
peak cycle flows, ranging from 250 to 1,800 cyclists per day. 

The main road through the King’s Cross area is Euston Road. This road is very busy with 
heavy motor vehicle flows, and it is a major route for buses and HGVs. Despite this, Euston 
Road has one of the highest cycle flows in the area, typically over 1,000 cyclists per day. 

There are major one-way systems in the area at King’s Cross and Camden Town, which can 
be intimidating for cyclists. The large area to the north of King’s Cross is presently 
inaccessible until it is developed in several years’ time. 

There are formally designated cycle route that runs north-south and east-west through the 
area. These can form the basis of a strategy to facilitate cycling through a very busy area, 
especially given the Mayor’s aim of increasing the levels of cycling. 

The needs of cyclists are the same as other road users, and they require routes that are safe 
and direct. Directional signage will play an important part for these proposed alignments if 
they are to deviate from main roads, and a strategy for signage is also included in this report. 

The proposed routes are not intended as replacements to busy routes such as Euston Road, 
which clearly cyclists are using at present, but they offer safer alternatives for those people 
who would be deterred from cycling because of the one-ways and heavy motor traffic. As 
such, the proposed routes offer scope for growth in cycling, which are essential if the 
Mayor’s targets for cycling are to be achieved. 

This report does not make any recommendations as to the type of facility to be implemented 
at any given location, but some relevant comments are made in the conclusion and 
observations made in the report. 

A provisional action plan timetable is provided in Appendix 7. 
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Glossary 

Abbreviations and terms used in this report: 

• ASLs: Advanced Stop Line; a space demarcated at the front of signalised junctions 
reserved for bicycles into which motor vehicles are not allowed when signals are at red. 

• CB: Colin Buchanan; the transport consultants producing this report. 

• CRISP: Cycle Route Implementation Stakeholder Plan. This is the process that is used 
to develop LCN+ routes with cycle user groups and other stakeholders. 

• CRT: Cross River Tram. This is a proposed north-south tram route that will terminate at 
King’s Cross/ St Pancras. 

• CTRL: Channel Tunnel Rail Link. Also referred to as the ‘Eurostar’ terminal, part of 
St Pancras International rail station. 

• HGV(s): Heavy Goods Vehicles; these are lorries, trucks, and other large freight 
vehicles. 

• LB: London Borough, as in ‘LB Camden’ for London Borough of Camden. 

• LCAP: London Cycling Action Plan; the Mayor’s cycling strategy for the development of 
cycling in London. 

• LCDS: London Cycling Design Standards. The principal reference document and design 
guide for development of LCN+. 

• LCN: London Cycle Network. Note that some of the LCN have route numbers (e.g. LCN 
Route 6) which are for use by the public for navigational purposes but may not always be 
used by the highway authority. 

• LCN+: London Cycle Network plus; a prioritised subset of the network due for 
completion by 2010. Also the name of the project team at Camden Consultancy Services 
responsible for overseeing the LCN+ project. 

• Link (e.g. Link 28): A section of the LCN+ usually divided along borough boundaries, 
and is a purely administrative reference number used by the LCN+ project team and 
highway authorities for the purposes of route development using the CRISP process. 
They are not route numbers. 

• TfL: Transport for London – the transport and strategic highway authority for Greater 
London with responsibility for the TLRN. 

• TLRN: Transport for London Road Network – also known as ‘Red Routes’. These are 
the principal roads in Greater London. 

• Traffic: This is an inclusive term to mean both cycle and motor traffic, and also 
pedestrian flow in some instances. References to the volumes and intensity of traffic 
refers to motor traffic. 
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1. Introduction 

1.1 The Brief 

1.1.1 Colin Buchanan (CB) were commissioned by Transport for London (TfL) to 
devise options for the junction of the A501/ Judd Street/ Midland Road to allow 
for two-way operation of Judd Street once St. Pancras International fully opens 
in 2007. 

1.1.2 As part of the brief, CB was asked to devise a cycle strategy to give guidance 
for the preferred cycle routes through the King’s Cross area. This report forms 
that guidance and the brief is summarised below. 

1.1.3 The brief requested a cycling strategy for the area around King’s Cross and St 
Pancras that included routes to the main attractors and through the area 
bounded by Agar Grove in the north, Ossulston Street and Royal College Street 
in the west, Tavistock Place in the south and Caledonian Road in the east 
(referred to as the ‘study area’ in the report). The brief requested that the report 
include a number of factors and considerations and to demonstrate findings in 
clear graphical form, including: 

� Key major attractors in and around the study area. 
� Key connecting cycle routes including existing, proposed and possible 

routes. Roads that are not formal cycle routes such as Euston Road to be 
included. 

� The existing, proposed and possible routes in the study area were to be 
considered and graded according to their quality and (likely) usage. The 
quality evaluation could include the criteria of “fast, safe and 
comfortable”. 

� Cycle usage needed to consider present and predicted flows. Simple 
colour-coding on plans in a three-category scale could be an appropriate 
method of presentation. 

� One-way workings to be made clear. 
� The conclusion of the report should give some guidance as to the 

preferred cycle routes through the area. 

1.1.4 Also included as a later addition to the brief was a consideration of cycle routes 
and signage that may be required during the interim phases of works, more 
specifically from November 2007 to the spring of 2012, and spring of 2012 to 
2021 when the final highway design is scheduled to be implemented. 
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1.2 Overview 

1.2.1 The plan shown at Appendix 1 (Figure 1) displays the study area in context with 
surrounding areas. 

1.2.2 The area to the south of the study area is Central London, the West End, and 
The City. These areas in themselves are major attractors, drawing in huge 
numbers of commuters. A significant proportion of these commuters will be 
cycling, and London is one of the few UK cities experiencing a growth in cycling, 
with a six per cent increase between March 2006 and March 2007. There has 
been strong annual growth since 2000, and there are now an estimated 
480,000 cycle journeys every day across London (TfL May 2007). 

1.2.3 The area to the north of the study area includes the boroughs of Camden, 
Islington, Haringey, and Waltham Forest, which together constitute a quarter to 
a half of inner London. Given that 92 per cent of cycle journeys made by 
residents in London are within 5 miles (TfL May 2004 and LATS 2001) and the 
very high number of trip attractors in the Central London area, this implies a 
potentially significant number of cyclist movements through and around the 
study area. A 5-mile radius from King’s Cross will reach Stratford in the east, 
the doorstep of Walthamstow, Tottenham, and Wood Green to the north, and 
Hampstead and Willesden to the west, not to mention Camberwell and Brixton 
to the south (see Appendix 1). 

1.2.4 Essentially, the main issues are: 

� Limited access through the development area just to the north of 
King’s Cross Station, which creates a large impenetrable area for all 
traffic, including cyclists. 

 
� Gyratory and One-way traffic systems to the north-west (Camden 

Town), east (King’s Cross junction), and immediate west (Midland 
Road). 

 
� Busy main road (Euston Road) carrying high volumes of traffic with 

high number of HGVs and buses. 
 
� Difficult access through station areas. 

1.2.5 There are therefore five significant locations giving rise to potential issues for 
cyclists in the study area. 
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2. Existing Situation 

2.1 General Description 

2.1.1 The study area is centred on St. Pancras International and King’s Cross 
National Rail stations. It is bounded by Agar Grove in the north, Ossulston 
Street and Royal College Street in the West, Tavistock Place in the South and 
Caledonian Road in the East. 

2.1.2 The study area lies across two London Boroughs – Camden and Islington – with 
the borough boundary running north-south along York way and King's Cross 
Road. The Congestion Charge zone lies to the south of the study area whose 
northern boundary crosses it along Euston Road. 

2.1.3 The study area centres on a key central London location which has two 
domestic mainline rail termini and an international Eurostar terminus (referred to 
as the ‘stations area’ later in this report), which will be operational by 14th 
November 2007. The two domestic termini presently have high commuter flows, 
serving commuter belts in Hertfordshire and beyond (King's Cross station) and 
the Midlands (St Pancras). Approximately 20.8 million passengers used King’s 
Cross in 2004/ 2005 and 5.8 million passengers used St Pancras in the same 
year (stations rank as respectively 10th and 42nd busiest in the UK).

1
 

2.1.4 The main roads that run through the study area have heavy motor traffic flows, 
particularly on Euston Road, with typical volumes of over 15,000 cars, 7,000 
commercial vehicles (including HGVs), and 1,400 buses during a week day.

2
 

2.1.5 King’s Cross junction is the confluence of six streams of traffic; six main roads 
meet at this point. Three of these roads are Red Routes. This therefore puts a 
lot of pressure on the traffic capacity requirements at this location. 

2.1.6 There are extensive one-way systems to the east of the study area. These are 
an important factor in consideration of cycling strategies as such an extensive 
area of one-way working poses a barrier to cycling (indicated on plans in 
Appendices 2 and 3). 

2.1.7 Despite the intensity of motor traffic outlined above, the study area also has a 
significant amount of residential areas, characterised by quieter roads. 

2.2 Cycling in the Study Area 

Major Attractors 

2.2.2 The study area is centred on a future major international transportation hub. 
Rail stations within the study area attract large numbers of cyclists, 
demonstrated by the demand for parking at all the stations. 

 

1
 Data source: www.rail-reg.gov.uk 

2
 Data source: LB Camden Screenline Data (October 2005) 



 
 

 
 

4 

King's Cross Area Cycling Strategy 
 

 

Figure 2.1: Cycle parking at King’s Cross station 

 

 

Figure 2.2: Cycle parking at Euston Station 

2.2.3 The study area also accommodates a large number of students and staff 
associated with the University of London. This has several sites within and 
immediately to the south of the study area. 

2.2.4 Key attractors within the study area include: 

� St. Pancras International Rail Station 
� King’s Cross Station 
� British Library 
� University Halls of Residences (x3) 

2.2.5 Key attractors in close proximity to the study area include: 

� Euston Station 
� University of London (including various Halls of Residences, teaching 

and research establishments) 
� Camden Town and Camden Lock area 

2.2.6 Key attractors within the next five to ten years include: 

� Pancras Road high capacity cycle parking 
� ‘King's Cross Central’ development area (e.g. retail, housing, etc.) 
� ‘King's Cross Central’ waterfront developments (e.g. cafes, 

restaurants, etc.) 

Key Connecting Cycle Routes 

2.2.7 The existing cycle routes in the study area are shown in the plan at Appendix 2 
(Drawing no. 116511/OS/100). This displays where they connect with other 
cycle routes and the road layout generally as at December 2006. 

2.2.8 There are three existing cycle routes which pass through the study area, which 
are formal London Cycle Network (including LCN+) routes which serve as cycle 
routes for the purposes of this study: 
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� LCN Route 6 (north-south) 
� Copenhagen Street (LCN route up to York Way) 
� LCN Route 0: The ‘Seven Stations’ Cycle Route 

There is also a canal towpath to the north of the stations area, which is shared-
use route and is accessible by cyclists. 

2.2.9 LCN Route 6: This is an LCN+ route that runs in a north-south alignment, and 
has recently undergone a CRISP study (Camden Link 28 CRISP Study, LB 
Camden, October 2006). It is located along the western edge of the study area 
(Mabledon Place, Ossulston Street, and Royal College Street) and is a key 
cycle route in this area. As this route will be earmarked for development funding 
through the CRISP process, it forms a backbone route for this study area, and 
measures specific to this route will be contained in that report. 

� Stakeholder feedback: Links to the London Cycle Network Route 6 via 
Brill Place for southbound cyclists and via Chenies Place for northbound 
cyclists must be provided (Camden Cycling Campaign). 

2.2.10 Copenhagen Street: This road forms a key cycle route from the east, linking 
with the Islington area and connecting with other LCN cycle routes (LCN+ 
CRISP Link 109) at Barnsbury Road. It links into the study area via a short 
section of York Road to Goods Way. 

2.2.11 LCN Route 0: This route was originally conceived as an interconnecting cycle 
route running east-west for all the major rail termini, from Paddington to 
Liverpool Street. This concept was developed as ‘Route 0’ to become an orbital 
route, also serving stations south of the Thames such as London Bridge and 
Waterloo. Although the route in its latter guise is not complete, the section 
adjacent to the study area has been implemented and is aligned along 
Tavistock Place. 

2.2.12 Regent’s Canal Towpath: The towpath is a non-LCN shared-use path which 
cuts through the study area in an east-west alignment. Although accessible to 
cyclists, its suitability as a commuter route for high cycle flows is limited due to 
physical constraints and is probably better suited as a leisure or ‘slow’ route for 
cyclists. As part of their strategy for the promotion and conservation of canal 
towpaths, British Waterways, who have responsibility for the Regent’s Canal 
towpath, have incorporated the facilitation of cycling into their strategy. There 
might be scope for development along a significant section of the route which 
borders the area that will undergo extensive development, subject to planning 
agreement, by Argent Group plc who own the site. 

Who do these cycle routes cater for? 

2.2.13 The routes designated ‘LCN+’ are a subset of LCN routes that TfL have 
prioritised for development by 2010. Its objective to complete a network of cycle 
routes that are fast, safe and comfortable so that cycling is a viable option for 
shorter journeys within London (typically up to 5 miles). Route 6, Copenhagen 
Street, and Route 0 are all LCN+ routes. Peak flows in several cycle counts 
throughout London and in the study area suggest that commuting accounts for 
the vast majority of cycling trips because of (i) the timings of the peaks and (ii) 
the direction of travel of the peaks (see 2.2.17 below). Across London, 48 per 
cent of cycle trips are for commuting or other work purposes.

3
 The London 

Cycling Action Plan (LCAP) target was an 80% increase in the number of 
cyclists by 2010, and by 2005/ 06 there was an increase of 72% compared with 
figures for 2000. 

 

3
 Data source: LATS (2001) quoted in LCAP (Feb 2004) 
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2.2.14 The Regent’s Canal corridor is being developed for some utility journeys in 
addition to leisure journeys because of its central London location and strategic 
alignment through the heart of the King's Cross Central development area. 

Existing usage levels 

2.2.15 The plan at Appendix 2 for the existing situation and the diagram at Appendix 4 
show total cycle flows taken from three sets of cycle count data commissioned 
by CB and supplied by TfL and LB Camden. 

2.2.16 The largest cycle flows in the study area are along the east-west alignment of 
Tavistock Square and Tavistock Place. Counts for this route show 1,037 cyclists 
going westbound and 740 eastbound in a 24 hour period in March 2006 (TfL). 
The parallel east-west alignment along the Euston Road has correspondingly 
lower cycle numbers at this point, being approximately 400 eastwards and 750 
westwards. However, although the Euston Road is a heavily trafficked road, 
cycle counts still show a peak at almost 1,000 cyclists. This clearly shows that 
Euston Road is being used by cyclists and in numbers comparable to the 
parallel designated cycle route. 

2.2.17 The peak cycle flows are in a south/ westbound direction towards Central 
London in the AM period, and north/ eastbound, away from Central London, in 
the PM period. The general direction of travel of the higher flows suggest 
Central London as a destination, but precise locations would need further origin/ 
destination surveys to confirm. 

Potential Barriers and Intimidating Conditions 

2.2.18 There are considerations with respect to cycling that differ to those for general 
traffic and which are especially important in the study area. These are listed 
below. 

2.2.19 Gyratories and one-way working: The net effect of one-way working is to 
speed-up motor vehicles due to the wider road width available, which can 
create uncomfortable environments for cycling. In addition to speeding, the 
stretches of multiple one-way lanes also means that vehicles can move across 
lanes more often, which can deter cyclists from being able to make such 
manoeuvres themselves where necessary. Such conditions can deter new 
cyclists particularly, which would not encourage a modal shift to cycling and 
hence would not be conducive to fulfilling the Mayor’s targets for cycle growth. 
There are extensive one-way road sections just to the east of King's Cross 
junction, which are in operation from Wharfdale Road to the north of King’s 
Cross to Acton Street to the south. The short to medium-term solution for this 
situation is to either establish alternative cycle routes that by-pass these areas 
or else provide access through them utilising such features as contraflows, or 
some combination of both. 
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Figure 2.3: Gray’s Inn Road presents issues for cyclists approaching 
King's Cross station 

2.2.20 Traffic Speeds: High speeds also deter cyclists, as speeding creates a 
potentially hazardous environment. Gyratories and one-way working 
encourages speeding as mentioned above, but speeding can also occur on 
wide dual-carriageway roads such as Euston Road for similar reasons, i.e. 
perception of drivers that the road is wide and collision with oncoming vehicles 
appears to be minimised. 

2.2.21 Traffic Volumes: Although not necessarily a negative factor in itself, in 
combination with the other barriers listed here, high traffic volumes can serve to 
exacerbate their effects. 

2.2.22 High level of HGV usage: Major thoroughfares such as the Euston Road and 
connecting main roads will be heavily used by HGVs and buses. Some cyclists 
express concerns about articulated (i.e. ‘bendy’) buses which are in operation 
along this road. HGVs can present an uncomfortable and potentially hazardous 
environment for cyclists, although the presence of bus lanes can mitigate this. 

2.2.23 Enforcement: The pressure of traffic volumes often lead to transgressions of 
highway regulations. This can be a problem for cyclists where for example 
motor vehicles stop on ASLs or queue over cycle facilities so as to block them 
as happens on LCN Route 6 at peak times where it crosses Euston Road. 

 

Figure 2.4: LCN Route 6 is often blocked by queuing traffic 
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3. Strategic Context 

3.1 Mayor of London 

3.1.1 The Mayor is responsible for strategic planning in London. The broader policy 
context in which cycling plays a part is the London Plan (February 2004), which 
is the policy document outlining the Mayor’s planning duties and powers. 

3.1.2 Key points of relevance in the London Plan include the following: 

� Objective 5: To improve London’s accessibility, which includes the 
objective of “tackling congestion through levels of restraint of car use 
appropriate to different parts of London and the provision of alternatives, 
including the improvement of access on foot and cycling and better and 
safer facilities for pedestrians and cyclists”. 

 
� Policy 3C.3: Sustainable transport in London, which states “the Mayor 

will and strategic partners should support: 
- Access improvements to and within town centres and their 

residential hinterlands by public transport - including by improved 
bus services, walking and cycling - and between town centres by 
improved bus services, more frequent rail services and, where 
appropriate, new tram and bus transit schemes. 

- Improved, sustainable transport between suburban centres, 
particularly by enhanced bus services, walking and cycling and by 
greater integration between bus, rail and underground services.” 

 
� Policy 3C.15: Road scheme proposals, which states that “all road 

schemes in London should (amongst other things): 
- not increase the net traffic capacity of the corridor unless essential 

to regeneration 
- provide a net benefit to London’s environment 
- improve safety for all users 
- improve conditions for pedestrians, cyclists, disabled people, public 

transport and business 
- integrate with local and strategic land use planning policies. 
- [and that] where schemes worsen conditions when judged against 

any of these criteria, the scheme should not proceed unless 
benefits in other areas very substantially outweigh any disbenefits 
and unavoidable disbenefits are mitigated. UDP policies should 
incorporate these criteria for assessing road scheme proposals.” 

 
� Policy 3C.17: Allocation of street space, which states that “in 

balancing the use of streetspace, UDPs should include policies that 
reflect the Mayor’s Transport Strategy and the London road hierarchy. In 
particular, boroughs should: 
- presume in favour of movement of people and goods, to support 

commerce, business and bus movements on the Transport for 
London Road Network (TLRN) and most other ‘A’ roads 

- presume in favour of local access and amenity on other London 
roads, particularly for residents, buses, pedestrians and cyclists, 
and where necessary, business 

- review the re-allocation of road space and land to bus priority, bus 
or tram (light transit) schemes, cyclists and pedestrians to support 
sustainable transport.” 
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� Policy 3C.21: Improving conditions for cycling, states that “UDP 
policies should: 
- identify and implement high quality, direct, cycling routes, where 

possible segregated from motorised traffic, giving access to public 
transport nodes, town centres and key land uses 

- ensure that routes are segregated from pedestrians as far as 
practicable, but are not isolated 

- identify, complete and promote the relevant sections of the London 
Cycle Network Plus, and other cycling routes 

- take account of measures identified in the TfL Cycling Action Plan 
- encourage provision of sufficient, secure cycle parking facilities 

within developments.” 

3.2 Transport for London 

3.2.1 The strategic context specifically for cycling in London as a whole is contained 
within Transport for London’s Action Plan: Creating a Chain Reaction – The 
London Cycling Action Plan (February 2004), which in turn was an outcome of 
the Mayor's Transport Strategy (July 2001). The London Cycling Action Plan 
target was an 80% increase in the number of cyclists by 2010. 

3.2.2 The Action Plan contains 10 key objectives for the promotion of cycling in 
London, but those which have relevance to this strategy include the following: 

� Objective 2: Increase cycle access, cycle safety and cycle priority. 
Priority locations for safety work will be identified and there will be 
increased technical support (subject to available funding). 

� Objective 8: Promote cycle links and interchange schemes. 
Bike stations with a full range of cycle facilities will be introduced (subject 
to available funding). Interchange guidelines will ensure that new or 
improved rail interchanges include good quality cycle access and 
facilities. Campaigns to encourage people to change their mode of 
transport will include cycle information. 

� Objective 9: Optimise the contribution to cycling from other 
schemes. 
- 9.3 Cycling, traffic and bus priority schemes: Seek synergies 

between cycling, traffic and bus priority schemes through co-
ordinated planning and impact assessment. 

- 9.6 Cycling promotion within other schemes: Support the boroughs 
and other stakeholders to maximise opportunities for cycling 
growth, promotion and consultation where there is scope for 
cyclists to benefit from other schemes. 

3.3 London Borough of Camden 

3.3.1 The strategic context for cycling in the London Borough of Camden is contained 
within two documents, listed below. Those items which have particular 
relevance to this strategy include the following: 

3.3.2 Camden Cycling Plan (Third Review 2005) 

� Target 8:  The Council will audit all new traffic management, 
environmental and engineering schemes on the public highway to ensure 
that cycle facilities are provided where appropriate, that the safety of 
cyclists is assured and that the convenience of cyclists is a high priority. 

� Target 9:  The Council will seek to create new pedestrian and cycle links 
across existing barriers that make walking and cycling less attractive, and 
will work with the Camden Cycling Campaign to identify new links. 

� Target 17:  The Council will ensure, in accordance with UDP policies and 
PPG13, that developers provide adequate facilities for cycle movement, 
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and parking that is appropriate to the particular development. The Council 
will encourage developers to implement Travel Plans as part of the 
planning process. 

� Target 21:  The Council will introduce local cycle links to strategic routes 
to develop a coherent cycle network in the borough. 

� Target 23:  The Council will carry out an audit of all one-way streets, 
produce a register of the schemes, evaluate the purpose of each 
scheme, examine whether it should be retained and consider whether 
cycle facilities should be introduced. The audit will be completed by 
March 2002. 

� Target 24:  The Council will implement a five year programme of 
reintroduction of two-way working or introduction of contra flow cycle 
facilities in one-way streets, where appropriate, following the one-way 
street audit. 

� Target 39:  The Council will seek to agree with rail operators and 
Railtrack improved facilities for the carriage of cycles on trains and 
improved access and cycle parking at rail and underground stations. 

3.3.3 Camden UDP Revised Deposit Draft 2004 – Section 9 - King’s Cross 
Opportunity Area - Area Action Plan 

� Strategic policies SKC1: The Council seeks the sustainable 
development of the King’s Cross Opportunity Area, which achieves its full 
potential: e) to maximise opportunities for walking and cycling and the 
use of existing and proposed public transport facilities, thereby 
minimising dependence on private car use and traffic generation. 

� KC6 - Transport accessibility and safety: Planning permission will be 
granted for development proposals for the King’s Cross Opportunity Area 
that provide high levels of accessibility, facilities and safety for 
pedestrians, cyclists and people with disabilities. 

3.4 London Borough of Islington 

3.4.1 The strategic context for cycling in the London Borough of Islington is contained 
within the Islington Cycling Action Plan. Those items which have particular 
relevance to this strategy include the following: 

3.4.2 Sustainable Transport Strategy – Islington Cycling Action Plan  
(Appendix G) 

� Proposal C1 – London Cycle Network Plus (LCN+) To enhance existing 
LCN+ routes and create new cycling routes throughout Islington. 

� Proposal C2 – Local cycle routes and cycle connectivity review: To carry 
out a review of the borough to identify locations where cycle routes and 
cycle connectivity can be improved. 

 

3.5 Historic Reports 

3.5.1 There have been three CRISP studies whose scope affects the study area in 
this report. These are: 

� CRISP of LCN Route 6 (LCN+ Link 28) 
� CRISP of A501 from LB Camden to the City of London 
� CRISP of A201 from King’s Cross to Elephant & Castle 

3.5.2 The outcomes of these CRISP studies have solution options which can directly 
affect the proposals in this report. The recommendations for LCN Route 6 and 
the A201 are in the relevant datasheets for these reports which are included as 
Appendix 8. 



 
 

 
 

11 

King's Cross Area Cycling Strategy 
 

4. Proposed and Possible Routes 

4.1 Objectives 

4.1.1 This report sets out a strategy for improving access through, and just beyond, 
the study area, which involves two basic strategies: 

� By-Pass Strategy: The first is to establish routes that ‘by-pass’ the 
potential barriers and intimidating conditions outlined in Section 2.2.17. 

� Permeability Strategy: The second facilitates the first and aims to 
maximise opportunities for providing cycle access wherever possible. 

4.1.2 It is important to note that these two strategies are a way of accommodating 
future growth involving newer cyclists for whom cycling along busy main roads 
like the Euston Road would not be a feasible option. They are not however 
proposed as a replacement for cycling along the Euston Road, but as 
complementary routes in addition to any measures proposed for Euston Road 
for existing cyclists. They thus aim to maximise the number of possible 
alternatives for cyclists in a heavily trafficked area. 

4.1.3 The strategic proposals recommended here are intended as complementing the 
solution options in previous CRISP reports whose scope have included the 
King’s Cross area. These include CRISPs of the A501, A201, and LCN Route 6, 
referred to in Section 3.5. 

By Pass Strategy 

4.1.4 The purpose of by-passing the potential barriers and impediments in the study 
area is to provide routes that are “fast, safe, and comfortable”, as specified in 
the brief. The definition of ‘fast’ is taken to mean ‘direct’, i.e. a cycle route that is 
not unnecessarily circuitous. For any road-user on the highway, cyclists 
included, the natural inclination is to follow the main road, which in the study 
area includes Red Routes such as Euston Road, which is borne out by the 
cycle flow count data (Euston Road having one of the highest cycle flows). In 
terms of ‘space syntax’, following such roads is easier and simpler because 
their alignment follows the most legible path to major destinations and they will 
be well-provided with direction signage and lighting. However, they are also the 
most heavily trafficked roads, which can make them less suitable for all cyclists. 

4.1.5 Any proposed alternative that deviates from main roads will therefore have to 
strike a balance between deviation from the most direct and obvious route and 
finding a safer alternative for cyclists deterred by busy roads. Because of any 
such deviation that may be required, cycle route signage will become more 
important. 

4.1.6 It should be noted that the ‘by-pass’ strategy is a compromise solution given 
present constraints, and is not intended to cater for those cyclist presently using 
routes such as Euston Road. It is intended to encourage and facilitate a growth 
in cycling, especially for new or more vulnerable cyclists for whom busy roads 
would be a deterrent. Thus, this strategy is proposed to complement the main 
roads, not to replace them. 

Permeability Strategy 

4.1.7 The aim of maximising permeability is to provide as many alternatives as 
possible given the potential and actual constraints to cycle access. Improving 
access for cyclists into the study area will involve improving established 
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through-routes for cyclists across the study area as well as considering all 
available routes for cyclists, including off-carriageway routes. 

4.1.8 Maximising the options available has the added advantage that any restrictions 
to cycle movements that are necessitated at any given point, especially given 
the degree of development in the area, can be mitigated with alternatives. Also, 
maximising route choice can underpin the wider ‘modal shift’ strategy of the 
Mayor to cycling in order to reduce congestion and ease capacity on the roads 
and public transport systems. 

4.2 Methodology 

4.2.1 All the major routes in the study area have been reviewed. This includes formal 
cycle routes such as LCN (including LCN+), Red Routes (TLRN), and Borough 
highways. Other routes that are accessible to cyclists such as the Regent’s 
Canal towpath were also considered. 

4.2.2 Trip attractors that are likely to attract high volumes of cyclists, and cycle 
parking requirements have been identified and are discussed. 

4.2.3 CB commissioned cycle counts at four strategic locations for this study (see 
also Appendix 4): 

� Euston Road, Ossulston Street, and Mabledon Place junction; 
� Gray’s Inn Road, Pentonville Road, and York Way junction; 
� York Way and Copenhagen Street junction; and 
� York Way, Agar Grove, and Brewery Road junction. 

4.2.4 CB also obtained cycle counts from various sources which are listed below (see 
also Appendix 4): 

� London Borough of Camden 12-hour screenline data for October 2005 
and March 2006. 

� Transport for London (Cross River Tram Project) count data for March 
2006. 

4.2.5 A signing strategy is also included as part of the report. 

4.2.6 The general objectives of the LCN+ project and the Mayor’s London Cycling 
Action Plan are key strategic documents for the development of cycling in 
London and they inform the strategy in this report (see Section 3). 

4.3 Proposed Cycle Routes 

4.3.1 Proposed cycle routes in the study area are shown in the plan at Appendix 3 
(Drawing no. 116511/OS/200). This displays where they connect with other 
cycle routes and the proposed road layout in the King’s Cross area by 2021. 

4.3.2 It is proposed that the routes outlined in Section 2.2.6 above are maintained 
and developed in addition to the proposals in this section. The routes in this 
section focus on facilitating cycle journeys through the study area as well as 
access to the main rail termini of St Pancras and King’s Cross and the 
development area known as King's Cross Central. These will be the main trip 
attractors in the study area. Other options are discussed in Section 4.4. 

4.3.3 For the purposes of this study the following are assumed: 

� Brill Place: That this will remain a through-route for cyclists. 
� Judd Street: That this remains as two-way with a left-turn only at the 

junction with Euston Road. 
� Mabledon Place: That the no left turn into Euston Road will be retained. 
� Pancras Road: That the new alignment will join Camley Street. 
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� The Boulevard: That this new proposed road will link the bridge over the 
Regent’s Canal to Pancras Road in the middle of the stations area (as 
shown in plan in Appendix 5). 

4.3.4 Brill Place: In conjunction with Purchese Street (southbound), this road 
provides a connection from LCN Route 6 eastwards to St Pancras and King's 
Cross Stations. This can serve as a feeder link to the stations and also operate 
as part of an east-west through-route in the study area. LB Camden will sign 
southbound cycles via Brill Place as the one-way section of Midland Road with 
multiple lanes and weaving motor traffic is unsuitable for all but experienced 
cyclists. LB Camden is also proposing to ban right turns out of Brill Place into 
Midland Road for all traffic. 

� Stakeholder feedback: Maintain links to the London Cycle Network 
Route 6 northbound via Brill Place from Midland Road from the 
Thameslink and Midland Mainline stations. The cycle/ pedestrian route 
under the St Pancras station extension linking to Brill Place must be re-
instated. (Camden Cycling Campaign). 

4.3.5 Goods Way: As proposals currently stand, this will serve as the only east-west 
route through the station area and thus will be an essential through-route for 
cyclists. It will also link four parallel north-south alignments: LCN Route 6, 
Camley Street/ Pancras Road, and York Way. There is also potential to connect 
with the development area north of the Regent’s Canal and The Boulevard (see 
below). 

� Stakeholder feedback: Goods Way cycle lanes should be extended all 
the way east to York Way and west under the CTRL tracks as far as the 
junction with St Pancras Way (Camden Cycling Campaign). 

4.3.6 Pancras Road: This road will serve as an important link both as a north-south 
through-route and as access for the stations. 

4.3.7 The Boulevard: This will form an important link to the bridge at Goods Way into 
the King’s Cross Central development area (Argent). The alignment of the 
proposed cycle route should continue into York Way where it meets the 
northern boundary of the study area. Therefore, access for cyclists through the 
King’s Cross development area will need to be agreed with developers at the 
planning stage to maintain access to York Way. 

4.3.8 Argent Development road layout: Access for cyclists through the 
development area just to the north of the Regent’s Canal will be crucial for 
maximising permeability of the whole study area. This development area will 
provide linkages to existing routes outlined in this section such as The 
Boulevard, Goods Way, and York Way. An outline plan of the proposed road 
layout is shown in Appendix 6, and the linkages these roads can provide is 
outlined in 6.2.3 and shown in the drawing (‘Proposals’) in Appendix 3. 

4.3.9 Camley Street: Since Midland Road will be southbound only (without a cycle 
contraflow) from Brill Place to Euston Road, this alignment will be a useful 
alternative north-south link to the present LCN Route 6. For those coming from 
the north, it would make more sense to use this route to get to King’s Cross/ St 
Pancras than LCN Route 6 as it is more direct, and it serves as a less-trafficked 
route alternative to York Way. The section of Camley Street to the north 
approaching Agar Grove is undergoing development subject to planning 
application and it is recommended that access to Agar Grove is secured in 
order to achieve this useful link for cyclists. 

� Stakeholder feedback: Camley Street/ Agar Grove link now being 
worked on by Camden Council. Ensure canal towpath access by ramp 
from Camley Street. (Camden Cycling Campaign). 
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4.3.10 Murray Street: This offers an extension of the Camley Street option above to 
the north to link with Camden Road. 

4.3.11 York Way: This road principally serves cyclists as a link to the stations area 
from the east via Copenhagen Street. It is a valuable link as it connects to 
Goods Way, itself a potential through-route. It can also serve as a faster route 
than LCN Route 6 to the north (Hungerford Road) and Camley Street. 

� See also recommendations for contraflow along Wharfdale Road in 
CRISP of A201 in Appendix 8. 

� Stakeholder feedback: Cycle lanes on both sides of York Way north of 
Wharfdale Road must be continuous throughout, particularly in the 
railway underpasses and widened to 1.8 metres (Camden Cycling 
Campaign). 

4.3.12 St Pancras Way: Although this runs parallel with LCN Route 6 and Camley 
Street, there will still be cyclists who will continue their journey from the Camden 
Town area using this road as it offers a quick and direct link to King's Cross/ St 
Pancras. The northern section until Pancras Road is one-way southbound 
however and northbound cyclists will still have to use the (two-way) cycle track 
along Royal College Street (LCN Route 6). An extra spur route is Granary 
Street which connects to Camley Street but this is not an essential link because 
of the alternatives and the fact that the one-way of St Pancras Way still has to 
be negotiated. 

4.3.13 Argyle Street and Belgrove Street: These offer a southern extension of the 
north-south alignment along Pancras Road between St Pancras and King's 
Cross stations as outlined previously. Presuming the one-way working of these 
two streets will not be changing, the cycle route alignment will have to follow the 
current restrictions. However the reduction in the quality and safety of a route 
due to speeding normally associated with one-way working should not apply in 
this case because of the short sections involved and the fact that they are minor 
residential roads. A suitable cycle route link will need to be established with 
Tavistock Place and Sidmouth Street (which form an east-west LCN alignment) 
in order to maximise the benefit of this route. 

� See also recommendations in CRISP of A201 in Appendix 8. 
� Stakeholder feedback: Ensure links to the London Cycle Network 

Route 0 from Pancras Road with a safe crossing of Euston Road via 
Argyle Street/ Belgrove Street (Camden Cycling Campaign). 

4.4 Other Possible Routes 

4.4.1 There are a number of major arterial routes or junctions which should also be 
considered in terms of cycle access to the study area that have not been 
discussed above. These are: 

� A501 Euston Road (TLRN) 
� A201 Gray’s Inn Road (TLRN including junction with Euston Road) 
� Caledonian Road 
� York Way (south of Goods Way) 
� King's Cross Junction 
� Midland Road (south of Brill Place) 
� Regent’s Canal Towpath 

4.4.2 A501 Euston Road: This is a heavily trafficked major arterial road and forms 
the northern boundary of the Congestion Charge zone. It carries several bus 
routes and heavily used by HGVs. Although there is heavy motor traffic, and 
because it is a key arterial route, the road still has one of the largest cycle flows 
in this area, second only to the LCN route that runs in parallel to the south along 
Tavistock Square and Tavistock Place. Existing bus lanes afford some 
protection for cyclists, but continuous provision of typical bus lane widths of 
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between 3 to 4 metres is unlikely for the entire length because of the variation in 
width. 

4.4.3 One option to improve conditions for cyclists may be options to have a 
continuous demarcation for cyclists where a bus lane is not possible, with use of 
mandatory and advisory lanes as appropriate. Such lanes have the potential to 
be as effective when motor traffic is stationary as much as when it is moving, as 
they afford space for cyclists to filter through stationary traffic by encouraging 
vehicles to leave space whilst queuing. However, it should be borne in mind, 
given the current traffic capacity on the inner ring road is close to capacity for 
most of the working day the scope for cycle lanes is extremely limited. 

        

Figure 4.1: Buses and cyclists on Euston Road 

4.4.4 A201 Gray’s Inn Road: As with Euston Road, comments about continuous 
provision for cyclists in moving and stationary traffic are applicable here as they 
are similar in terms of motor traffic volumes. The one-way section at the north 
end will require particular attention as cyclists heading for the stations area will 
have to negotiate up to five lanes of traffic to get from the nearside lane, where 
they will typically be located, to the outside lane. 

4.4.5 One solution may be to convert the pedestrian crossings at the junction with 
Euston Road to Toucan crossings to enable access to the stations area and 
York Way, and for this facility to be clearly indicated well before the junction. 
The toucan itself should be as wide as possible to allow for heavy pedestrian 
flows in addition to cycle traffic. However, given the restricted pedestrian refuge 
and footway space at this location it is likely to prove difficult to achieve. 

 

Figure 4.2: Gray’s Inn Road as it approaches King’s Cross: Up to five 
lanes of traffic moving from inside lane to right turn for King’s 
Cross Station. 

4.4.6 Caledonian Road: Most of this section of road is not as heavily trafficked as 
Euston Road and continuous cycle lane demarcation in the manner described 
above may not be required. However, the character of the road changes in the 
one-way section south of Wharfdale Road and heavy queuing occurs at the 
junction with Pentonville Road. A bus lane along this section affords some 
protection but does not run all the way to the junction. Cyclists travelling to and 
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from the rail station termini need not be affected by this area as there are 
alternatives (e.g. Copenhagen Street) but these will need augmenting with the 
routes in Section 4.3. Cyclists heading southbound however will have to deal 
with the one-way working of Pentonville Road/ King's Cross Road or the 
gyratory if heading into Euston Road. 

4.4.7 One possible solution is a contraflow along the north side of Gray’s Inn Road 
until it becomes two-way. Cyclists cannot enter Caledonian Road northbound at 
the junction with Pentonville Road because of the one-way restriction. Again, 
this proposal would not be achievable with the current motor traffic demand and 
lack of reserve capacity at the junction. 

4.4.8 York Way (south of Goods Way): This road was discussed above as a route 
option into the stations area. Cyclists heading southbound cannot go beyond 
Wharfdale Road because of the one-way operation northbound. Thus the only 
option under the present situation is for cyclists to access Wharfdale Road, itself 
having one-way operation, in an eastbound direction only. Whilst this does offer 
an eastbound alternative to the south of Copenhagen Street, it is not accessible 
westwards and is thus limited to eastbound journeys. 

� Stakeholder feedback: Access to stations from Wharfdale Road, using 
the bridge across the existing King's Cross tracks. Requires commitment 
from other parties to build, i.e. LB Camden, LB Islington, and Network 
Rail (Camden Cycling Campaign). 

4.4.9 King’s Cross Junction: The gyratory system at this junction presents a 
potential deterrent for cyclists. This involves the section of Pentonville Road 
from York Way to Caledonian Road, King’s Cross Bridge, and the section of 
Gray’s Inn Road between King’s Cross Bridge and Euston Road. Gray’s Inn 
Road is discussed above. Pentonville Road is just outside the study area and is 
a major arterial route (TLRN) into the study area from the east. The alternatives 
available for the other roads are discussed elsewhere in this report. 

4.4.10 Midland Road: Current proposals will have all traffic running one-way 
southbound only, south of the junction with Brill Place (but two-way north of Brill 
Place). The feasibility for a contra-flow cycle lane for cyclists was investigated 
but rejected on capacity grounds. It is an aspiration of stakeholders that should 
circumstances and requirements change, either a contra-flow or two-way 
working is re-investigated. 

� Stakeholder Feedback: Midland Road should be accessible for cyclists 
from the south, including a crossing of Euston Road, with northbound 
contraflow cycling to the Thameslink and Midland Mainline stations 
(Camden Cycling Campaign). 

4.4.11 Regent’s Canal Towpath: Although previously mentioned, there is 
development potential especially given that it runs through what is currently ‘one 
of the biggest development areas in Western Europe’ (www.camden.gov.uk). 
Much of the available width of the towpath along the whole length of the canal is 
constrained by existing structures, however there may be opportunity to build a 
much wider section of towpath or improve conditions in other ways where 
possible in the development area between Camley Street and York Way. The 
path might benefit from maintaining shared use throughout in order to retain the 
ambience of the area rather than a demarcated path, which will also help keep 
cycling speeds down. There are also strategies commissioned by neighbouring 
local authorities and British Waterways that seek to improve access for 
pedestrians and cyclists on towpaths throughout the canal network. 

� Stakeholder feedback: The existing towpath is a busy shared use route 
with walkers, cyclists, anglers and boaters getting on/off boats. British 
Waterways would not support plans to demarcate the towpath but would 
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welcome proposals for widening the path or creation of a new cycle route 
through the King’s Cross development (British Waterways). 

 

 

Figure 4.3: The towpath by the King’s Cross development area. 

4.5 Interim Works 

4.5.1 Goods Way: This is a key route within the study area. As mentioned in Section 
4.3.5, this road is the only link between the inaccessible development area to 
the north and the busy main road and junction of Euston Road and King’s Cross 
to the south. This will be the case until about 2010, when the first phase of the 
King’s Cross development area will open (www.argentkingscross.com). 

4.5.2 Stations Area: Regarding the Channel Tunnel Rail Link (CTRL) project itself, 
there will be two main phases to developments in the King’s Cross/ St Pancras 
Station area. The first phase is from November 2007 (when the CTRL opens) to 
the spring of 2012, and the second phase is from spring of 2012 to 2021 when 
the final designs are due to be implemented (see Appendix 5). 

4.5.3 The Boulevard: This is due for completion by 2009. Up until its completion, 
there will be construction traffic, including HGVs, using Goods Way. A Traffic 
Management Plan will be in place for the duration of these works, and these will 
need to take into account the presence of cyclists on Goods Way. However, 
there are currently no plans to close Goods Way during these phases, and thus 
a key route should be accessible for the whole duration of the project. 

4.5.4 Pancras Road: There will be some restrictions to general traffic on Pancras 
Road south of Goods Way from November 2007 until 2011/ 2012. Access will 
be restricted to access only to and from the north to King's Cross and St 
Pancras stations. However this should not affect cyclists as buses, taxis, 
cyclists and construction vehicles will be permitted southbound (between St 
Pancras station and Euston Road). 



 
 

 
 

18 

King's Cross Area Cycling Strategy 
 

5. Signing Strategy 

5.1 Introduction 

5.1.1 The signage strategy is focussed primarily on how to direct cyclists along the 
options outlined in this report, which also utilise the existing LCN+ routes. 

5.1.2 Effective signage will be critical to the success of cycle routes, especially in the 
study area around King’s Cross because of the general traffic situation 
described in Section 2.2.17 which may require alternatives to main roads. The 
study area has some particularly heavy motor traffic flows and features large 
one way systems just to the east of King's Cross, presenting potential barriers 
to growth in cycling. Presuming this situation will continue for the foreseeable 
future, recommended cycle routes should attempt to minimise interaction with 
these features in order for cyclists to navigate the study area in safety and 
comfort. 

5.1.3 Given this strategy, signage will be particularly important if it is to deviate from 
alignments that are not direct or ‘counter-intuitive’ (for example along main 
roads like Euston Road) for the reasons above. The development opportunities 
in the study area should also provide an opportunity to improve cycle route 
signage, which should in turn enhance the experience for cyclists given the 
intensity of general motor traffic. 

5.1.4 The locations below have been identified as options for signage. The type of 
signage is not specified but the LCN format consists of white characters with 
blue background. There may be scope to use different signage formats as part 
of a design guide for new developments also. Whatever format is used, the 
locations displayed should be both within the study area, especially new 
destinations, as well as key Greater London locations as recommended in the 
London Cycle Design Standards (LCDS Chapter 6). Much signage may already 
be in place and this strategy aims to build on existing signage where it exists 
presently. 

5.2 Signage Locations 

5.2.1 Ensure that signage along Byng Place, Gordon Square, and Tavistock Square 
clearly indicate the location of the crossing LCN Route 6 especially for crossing 
Euston Road, directing towards Marchmont Street. Signage will need to indicate 
rail stations including St Pancras International and King's Cross Central once 
developed. 

5.2.2 Ensure that signage east of Marchmont Street as far as Gray’s Inn Road 
indicates LCN Route 6 as above, but if Argyle Street and Belgrove Street are 
developed as a route option into Pancras Road then this should be signed 
appropriately for cyclists approaching from the south east. If Argyle Street/ 
Belgrove Street are not an option, signage should indicate LCN Route 6 anyway 
along Tavistock Place, Regent Square, and Sidmouth Street. 

5.2.3 Ensure that signage links up with connecting cycle routes (LCN, LCN+ and non-
LCN+) as far south as Wellington Street (for Waterloo Bridge cycle traffic), and 
as far north as York Way/ Camden Park Road/ Camden Road junction (mostly 
LCN Route 6). Signage at Camden Road should indicate Murray Street as a 
route (at Junction A in Appendix 3). Further signage should be in place 
throughout the West End, the City, and Islington, on both LCN routes and main 
roads, and needs to indicate the key destinations in the study area and cycle 
routes. 
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5.2.4 Ensure that signage is in place indicating stations area along Copenhagen 
Street at junctions with Barnsbury Road (LCN route), Caledonian Road, York 
Way, and Goods Way. 

5.2.5 Once the road layout has been established within the Argent development area, 
ensure that there is signage along York Way at the new junctions and Goods 
Way to indicate a route through to the stations area and beyond (indicated as 
Junctions D, E, and F in Appendix 3). 

5.2.6 Ensure that signage indicates route options along Regent’s Canal towpath 
where it is accessible from the road, e.g. St Pancras Way and Royal College 
Street (LCN Route 6), York Way, and Caledonian Road. Signage along the 
towpath likewise needs to indicate exits to these streets, and needs to indicate 
exits to the stations area and King's Cross Central once developed. Signage to 
the towpath will need to be for all users, not just cyclists. 
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6. Conclusions 

6.1 Cycle Route Alignments – Preferred Routes 

6.1.1 The drawings in Appendices 2 and 3 (Drawing nos. 116511/OS/100 and 
116511/OS/200) are graphical representations of the findings and conclusions 
in this report. 

6.1.2 The existing cycle routes such as LCN Route 6 and LCN Route 0 should be 
used in addition to the proposed cycle route alignments listed below to form a 
network of cycle routes that maximise route choice and enable cyclists to 
navigate to and through the King’s Cross area. 

6.1.3 The existing cycle routes form the backbone of a network in the King’s Cross 
area, providing north-south and east-west routes. The proposed alignments 
below create additional access points and routes to supplement these existing 
routes, thus maximising cyclists’ permeability and giving a greater degree of 
flexibility in route choice in a very heavily trafficked area. 

6.1.4 Thus, the existing and proposed cycle route alignments together constitute the 
preferred cycle routes through the area. 

6.1.5 If, in addition, growth in cycling levels is to be accommodated, several route 
options would be preferable so as not to create potential capacity issues on any 
one section of cycle route. For example, signal timings may be restricted by 
competing capacity requirements, especially for busy crossings such as that for 
Euston Road on LCN Route 6. Also, in those sections that have two-way 
segregated cycle tracks, the physical constraints in width may create capacity 
problems for growing peak time cycle flows. 

6.1.6 Any one-way sections are indicated in Table 6.1. Only the relatively short 
sections of Argyle Street and Belgrove Street are one-way, and the one-way of 
Royal College Street has a two-way cycle track. 

6.2 Cycle Route Alignments – Note on Proposed Routes 

6.2.1 In the drawing ‘Cycling Strategy – Proposals’ (Appendix 3), the dotted blue lines 
represent proposed alignments for cycle access given the reasons stated in 
Section 4.3 above. These alignment themselves consist of existing and 
proposed road alignments. Proposed new road alignments include: 

� King's Cross Interchange (TfL) (shown in Appendix 5) 
� Kings Cross Development Area (Argent plc) (shown in Appendix 6) 

6.2.2 The Argent Development provides for a new road layout in the Kings Cross 
Development Area. This is shown on the illustrative highway layout prepared by 
Argent and shown in Appendix 6. This layout has subsequently been amended 
to show the Cross River Tram (CRT) and two-way buses on Pancras Road.  
The proposed layout for 2021 is shown on the Kings Cross Interchange Plan 
(Appendix 5), prepared by TfL with stakeholder input. 

6.2.3 The proposed alignments in the ‘Proposals’ drawing consist of the following: 
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Table 6.1: Proposed Alignments 

New Alignments Comments Connecting Roads 

Goods Way 
Junction Links F and I 

New alignment of 
western half. Likely to 
be Cross-River Tram 
route. 

• York Way (to LCN) 

• King's Cross 
Development Area (to 
LCN) 

• Brill Place (via 
Midland Road to LCN) 

• Camley Street (to 
LCN) 

Pancras Road 
Junction Links I, H and L 

New alignment from 
Goods Way to Euston 
Road. 

• Camley Street (to 
LCN) 

• Argyle Street/ 
Belgrove Street 

The Boulevard 
Junction Links G and L 
(via Pancras Rd) 

New cutting for 2021. • Pancras Road 

• King's Cross 
Development Area 

Brill Place 
Junction Links J and K 

Possible Cross-River 
Tram alignment option. 

• LCN Route 6 

Midland Road 
Junction Links I and J 

Between Goods Way 
and Brill Place. (One-
way between Brill Place 
and Euston Road.) 

• Goods Way 

• Brill Place (to LCN) 

Murray Street/ Camley 
Street 
Junction Links A, B, C, 
and H 

New links to Goods 
Way and Agar Grove. 

• Agar Grove (LCN) 

• Goods Way 

• Pancras Road 

Various access roads 
within Argent King's 
Cross Development 
Area 
Junction Links D, E, G 

New cuttings. • York Way (LCN) 

• Copenhagen Street 
(LCN) 

• The Boulevard 

• Goods Way 

Argyle Street/ Belgrove 
Street 
Junction Links L and M 

One way streets (minor 
residential streets). 

• Pancras Road 

• Gray’s Inn Road 

• Swinton Street 

• Acton Street 

Junction Link letters A to M refer to Plan (‘Proposals’) in Appendix 3 

 

6.2.4 Goods Way: This will be the principal connecting route as it will provide the 
only east-west access in the study area besides the heavily-trafficked Euston 
Road. It is shown as double thickness on the plan in Appendix 3 (‘Proposed 
Routes’) in anticipation of its use as a key cycle route. As this road is likely to 
have part of the Cross-River Tram route, detailed design will need to take full 
account of the needs of cyclists with respect to track layout. 

6.2.5 Pancras Road: This will provide a link between Goods Way and Brill Place, 
and hence LCN Route 6. 

6.2.6 The Boulevard: This new road will be important to link Pancras Road and the 
King’s Cross development area. 

6.2.7 Brill Place: This provides an important access point between LCN Route 6 and 
the main rail termini. This road is also a possible option for the Cross-River 
Tram route. If this option is chosen, detailed design will need to take full account 
of the needs of cyclists with respect to track layout. 
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6.2.8 Midland Road: The section between Brill Place and Goods Way provides the 
link between them and hence a link to and from LCN Route 6. 

6.2.9 Camley Street: This road provides a north-south alternative to the more 
circuitous LCN Route 6 or the busier York Way. 

6.2.10 King’s Cross Development Area: The proposed roads provide the complete 
link to by-pass the King’s Cross junction one-way system and links with the LCN 
route on Copenhagen Street. 

6.2.11 Argyle Street and Belgrove Street: The linkages provided by these roads can 
provide a safer alternative to King’s Cross junction from the south. 

6.3 Type of Provision 

6.3.1 The main focus of this report has been the overall strategy for cycle route 
alignments through the study area. In this section some general comments are 
also made about types of infrastructure provision. 

6.3.2 The principal reference document for the development of cycling in London in 
terms of type of cycle infrastructure provision is the London Cycling Design 
Standards (latest edition published by TfL in 2005). This is used by all Boroughs 
for cycle route development, usually for development of the LCN+ network 
using the CRISP process. 

6.3.3 Also relevant is the ‘Hierarchy of Provision’ developed by the Institution of 
Highways and Transportation (IHT) in its 1996 publication ‘Cycle-Friendly 
Infrastructure’. This proposed a hierarchy of provision recommending that 
reductions in motor traffic speeds and/ or volumes be considered prior to any 
infrastructure measures, as these are potentially the most effective measures. If 
this was not effective or feasible, junction treatments and traffic management 
would be the next consideration, with measures such as segregated cycle 
routes being considered only if the alternatives either could not be implemented 
or were unlikely to achieve the desired benefits for cyclists. 

6.3.4 The Mayor’s London Plan (Policy 3C.17, see Section 3.1.2) refers to allocation 
of street space, and states “in balancing the use of streetspace, UDPs should 
include policies that reflect the Mayor’s Transport Strategy and the London road 
hierarchy”. 

6.3.5 A Road User Hierarchy is used in the Local Implementation Plan (LIP) of the 
London Borough of Camden (2005 - 2010), which sets out the priorities for road 
user groups that guides scheme design. The context is summarised in the 
Appendix of LB Camden’s LIP, and the proposed hierarchy is as follows: 

1. pedestrians 
2. cyclists 
3. buses and public transport (including taxis) 
4. freight (including loading/unloading) 
5. private cars and motorcycles 
6.  on-street parking 

 This hierarchy is a guide rather than an absolute order of priority, as local 
situations (e.g. traffic conditions, adjacent land use) is also taken into account in 
scheme by scheme consideration. 

6.3.6 The London Borough of Islington has also adopted a Road User Hierarchy 
(Sustainable Transport Strategy 2006 - 2016). Its strategic policies for transport 
include ‘a substantial and progressive reduction in the volume of motor traffic on 
all roads within Islington and adopting a comprehensive approach to the 
planning and management of the highway network which embraces the 
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principle of a road-user hierarchy’. When considering plans or schemes the 
Council will adopt the following order of priority: 

1. pedestrians and people with mobility difficulties 
2. cyclists and users of public transport 
3. commercial/business users, including light goods vehicles 
4. car borne shoppers 
5. coach borne visitors 
6. other users 

6.3.7 Theoretically, higher traffic volumes and speeds require a greater degree of 
physical separation between cyclists and motorised vehicles (Section 4.1 LCDS 
2005). Given the constraints that currently exist in major thoroughfares such as 
Euston Road, it is highly unlikely that measures such as segregated cycle 
tracks for example would be considered feasible. However, as stated in Section 
4.1.4 above, one of the aims of this cycle strategy has been to ‘by-pass’ such 
roads where there are suitable alternatives. Hence, the type of approach 
outlined in 6.3.3 above in combination will have particular relevance for this 
strategy. As stated above, these proposals are not intended as a replacement 
for cycling on Euston Road but as complementary measures for growth in 
cycling numbers, especially for newer cyclists. 

6.4 Recommendations for further study 

6.4.1 A complete picture of cycle flows throughout the study area in King’s Cross will 
require origin/ destination surveys to provide a better idea of the travel patterns 
of cyclists through the area. Such surveys may also help prioritise the 
implementation of any works. There were no such surveys available at the time 
of compiling this report. 

6.4.2 A full assessment of the needs of cyclists would also require a review of cycle 
parking in the study area, especially the major trip attractors such as the rail 
stations highlighted in Section 2.2. A major bike parking station is proposed as 
part of the Argent development, to be located between St Pancras and King’s 
Cross stations. 
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Appendix 1 

Cycling distances within a five-mile radius of King’s Cross 

(Figure 1) 

 

(See Section 1.2) 
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Appendix 2 

Existing Situation (as at December 2006) 

 

(See Section 2.1) 
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Appendix 3 

Cycle Route Proposals 

 

(See Section 4.3) 
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Appendix 4 

Schematic Flow Diagram 
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Appendix 5 

King’s Cross/ St Pancras Surface Interchange Plans (2021) 
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Appendix 6 

Road layout proposed by Argent for King’s Cross Central 
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Appendix 7 

Action Plan 
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Appendix 8 

CRISP of A201 and LCN Route 6: Relevant Datasheets 


