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Urban Initiatives were commissioned to produce an 

Urban Design study into potential environmental 

improvements along the western side of York Way and 

the eastern end of Goods Way.

This commission is driven by the need to improve 

pedestrian facilities along York Way so as to provide a 

more viable, alternative route to replace the current 

pedestrian route through the station via the previous 

taxi rank entrance at the Wharfdale Road junction (see 

opposite). This pedestrian through-route will be closed 

to facilitate the new platforms being constructed at 

Kings Cross station. The existing footway outside the 

station is generally substandard (approx. 1.6m width 

along the Eastern Range).

This document sets out the existing situation, the 

process undertaken as part of this study, the issues 

arising and the recommendations proposed to address 

them, followed by an estimation of costs and a risk 

register, together with proposals for:

Widenened footways •  along the entire Eastern 

Range frontage so as to provide a consistent 

footway width of approx. 4m (the exception 

being on the approaches to the Wharfdale Road 

junction where traffi c management measures 

to accommodate the junction movements there 

require a wider carriageway).

Removal of redundant carriageway space • . The 

additional footway width is created by reduction of 

the carriageway from a two-lane street to one lane.

Improved pedestrian crossing facilities at the  •

Euston Road junction, including a widened, 

single-stage crossing and a reduced crossing 

distance resulting from widened footways.

5

Introduction Removal of the pedestrian crossing island •  at 

the Wharfdale Road junction, to be replaced 

by a simple signalised crossing with an all-red 

pedestrian crossing phase, supported by a granite 

sett ‘ghost island’ using locally reclaimed heritage 

materials to match the entrance to the previous 

taxi-rank entrance.

A new raised table •  pedestrian crossing and traffi c 

calming facility at the Caledonia Street junction 

to cater for altered pedestrian desire lines arising 

from the removal of the pedestrian route through 

the station.

Public Art  • proposals including uplighting of the 

Eastern Range façade, potentially using colour and 

‘moving projection’ such that the shadows cast by 

the detailing on the Eastern Range are in a slow but 

continual process of change.

New street lighting • , and

Tree planting •  north of the Eastern Range, species 

and type to match the predominant planting on the 

Islington side of the street (Gingko Balboa).

The technical drawings are contained in Appendix B.
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01 Existing Situation

The following sets out the current situation along 

York Way:

1.1 Traffi c Management
Currently, York Way is a one-way northbound two-lane 

carriageway from its southern end to the junction with 

Wharfdale Road. However, along a substantial stretch 

of this section, bus stops, bus stands and coach stands 

effectively narrow the actual available carriageway 

width to such an extent that most of it operates at 

one lane capacity only. North of the junction with 

Wharfdale Road, York Way changes to two-way 

working with a single lane in each direction.

York Way intersects with Euston Road, which is part 

of the Transport for London Road Network (TLRN). 

As such, York Way functions as a ‘spur’ of the TLRN 

and benefi ts from red route enforcement at its 

southern end.

Previously a taxi entrance into the stations was located 

at the Wharfdale Road junction. At the time of writing, 

this entrance still functions as a pedestrian route 

through the station. Previously, it was also in constant 

vehicular use, primarily by taxis. However, since the 

taxi rank has been relocated, the vehicular usage of 

this entrance has substantially decreased. Currently 

the entrance is used by:

Five transit van type emergency response vehicles  •

that are permanently based there, providing a 

24-hour response service to deal with any rail track 

defects in the vicinity. 

Seventeen staff who operate the signal box, many  •

of whom drive to work and park within the site. 

Contractors currently working on the Piccadilly  •

Line extension.

At the southern end of York Way, an informal taxi 

drop-off point operates on the western side. While this 

is not a formal facility, it is understood that Camden 

Council will not enforce against this until the new 

operational layout of the station comes into force.

On the eastern side, three parking and loading bays 

are located. These offer disabled parking and provide 

servicing facilities for local businesses.

York Way is designated as a wide-load route 

northbound. This requires it to have an effective 

northbound carriageway width of 4.2m along its entire 

length, both one-way and two-way. It is recognised 

that where the route is two-way, that any wide 

load could be partially accommodated within the 

southbound carriageway.

Colin Buchanan have recently carried out traffi c fl ow 

surveys on behalf of Transport for London at the 

junctions with Euston Road and Goods Way, as part 

of a wider study. These surveys have delivered the 

following results:

738 vehicles enter York Way from the south in the AM 

peak hour. In the PM peak, this rises to 1,018 vehicles. 

In both the Am and the PM peak, the majority fl ow 

is from Grays Inn Road as opposed to Euston Road. 

Queue lengths from Grays Inn Road are substantial 

(maximum queue length being 90m in the PM peak.

At the Goods Way junction, 510 vehicles approach from 

the south in the AM peak and 639 in the PM peak. 

Of these, there is a fairly even split between those 

continuing straight and those turning left into Goods 

Way. From the north, 742 vehicles were observed in 

the AM peak and 488 vehicles were observed in the 

PM peak. In both peaks, the primary movement was 

a right turn into Goods Way. Flows from Goods Way 

were lower, with 388 vehicles entering York Way at 

this junction in the AM peak and 354 vehicles in the 

PM peak. Long queues were observed northbound, 

particularly in the AM peak (max. queue 110m).
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It can reasonably be derived from this data that some 

230 vehicles turn right from Goods Way northbound 

into Wharfdale Road in the AM peak and some 380 

vehicles in the PM peak. Southbound, it can be derived 

that some 473 vehicles make in the AM peak make 

the left turn into Wharfdale Road. In the PM peak, this 

fi gure drops to 381.

Traffi c Flow (am peak)

Scaffolding along the Eastern Range

Narrowed Footway with temporary build out along 
Eastern Range

The western footway along the Eastern Range 

is currently of a sub-standard width. In addition, 

at the time of writing, the Eastern range façade 

was concealed behind scaffolding to facilitate the 

construction of the new platforms and associated 

works there.

In order to provide for pedestrian movement along 

the eastern footway while the scaffolding is in 

place, a temporary concrete buildout has been 

constructed along the length of the Eastern Range of 

approximately 1m width, giving an effective footway of 

approximately 1.4m.

North of the Eastern Range, the footway on the 

western side of York Way is of a more appropriate 

width (3.8m), constructed in concrete slab paving 

which may have been extended in width at some point. 

This footway narrows around the entrance to the 

redundant taxi rank to accommodate the large 

pedestrian island at the Wharfdale Road junction.

On the eastern side of York Way, Islington Council have 

recently introduced improvements to the footway. 

Here, the majority of the footway has been laid in York 

Stone, with new tree planting.

This treatment extends into the side roads on the eastern 

side of York Way. The exception to this treatment exists 

on the northern end of the study area (from Wharfdale 

Road), where the footway has been paved with concrete 

paving as well as an exposed aggregate concrete slab as 

part of the Kings Place development.

1.2 Footways
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Wider Footway north of the Eastern Range

1.3 Pedestrian Crossing Facilities
Within the study area, there are three formal 

pedestrian crossing points across York Way:

At the junction with Euston Road/Pentonville  •

Road, where a two-stage signalised crossing is 

provided. This is an inadequate provision, which 

– as well as requiring pedestrians to cross in two 

stages – is of insuffi cient capacity given the high 

pedestrian fl ows. As mentioned above, TfL have 

commissioned an assessment of proposals put 

forward for this location to provide a one-stage 

crossing or alternatively enhanced capacity under 

a similar arrangement via wider crossings and/or a 

larger island.

Observational surveys carried out as part of 

this study show that there is particularly high 

congestion at this junction, with pedestrians 

on Pentonville Road waiting to cross York Way 

westbound regularly observed to be blocking the 

footway area. Severe congestion was also observed 

on the York Way crossing island and the crossing 

from there onto the soon-to-be Southern Square 

operating at FRUIN level D, wherein pedestrians 

experience individual confl ict, frequent changes in 

speed and position.

At the junction with Wharfdale Road pedestrian  •

crossing movements are facilitated through a 

two-stage crossing supported by a very large 

island. Again, this is considered less than ideal 

for pedestrians as it does require a two-stage 

crossing. In addition, the island is considered to 

be unnecessarily obtrusive, designed as it was 

to ensure the now rarely used ‘left-in, left-out’ 

arrangement for vehicles entering and exiting the 

station there.

The junction with Goods Way is signalised. While  •

this currently provides decent crossing facilities for 

pedestrians, the carriageway and footway surfacing 

is in a poor state of repair and some of the technical 

infrastructure is of a temporary nature and of poor 

quality. It is understood that Argent will be bringing 

forward improvements to this junction as part of 

their wider improvements to Goods Way and the 

Kings Cross lands more generally.

Pedestrian Crossings
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Pedestrian Crossing at Pentonville Road and Euston 
Road Junction

Goods Way CrossingPedestrian Island at Wharfdale Road Junction
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1.4 Buses and Coaches
A substantial part of the western side of York Way 

operates as Bus and Coach facilities. At the southern 

end are approximately 47m of Bus Stop bays. 

Immediately to the north lies a further 50m of Coach 

Standing, followed by some 112m of Bus Stands, 

making over 200m of Bus and Coach facilities. 

However, during the study period, part of these were 

taken up by hoardings associated with the works to the 

Eastern Range.

The following scheduled bus routes are served by the 

bus stop facilities in York Way, although other services 

(10, 45, 59, 63) were observed to stop or stand here for 

timetable adjustment, short- running or other purposes:

SERVICE COMMENTS

17 Between London Bridge and Archway Station/ 

Macdonald Road between 5.15am and 1.07am. 

During the peak, the service runs every 6-10 

minutes.

91 (N91) Between Trafalgar Square and Crouch End 

Broadway/ Roseberry Gardens between 

5.55am and 00.40am. During the peak, the 

service runs every 6-10 minutes

259 Between King’s Cross and Edmonton Green 

between 4.57am and 0.32am. During the day, 

the service runs every 6-10 minutes.

390 Between Notting Hill Gate Station and 

Archway Station/ Macdonald Road 

twenty-four hours a day. During the peak 

period the service runs every 5-8 minutes.

There are proposals as part of the Argent 

Development of the King’s Cross Lands to potentially 

re-route two of these routes through the King’s Cross 

Lands when the development there is complete.
Bus routes from Kings Cross

Liverpool Street

York Way
Copenhagen Street

York Way
Randell’s Road

York Way
Railway Bridge

York Way
Agar Grove

York Way
Brewery Road

Camden Park Road
South Villas

Camden Park Road
Camden Road

Torriano Avenue
Torriano Infants School

Leighton Road

Brecknock Road

Tufnell Park

Archway
Upper Holloway

Caledonian Road Killick Street

Caledonian Road Carnegie Street

Caledonian Road Copenhagen Street

Caledonian Road Story Street

Caledonian Road & Barnsbury

Pentonville Prison

Caledonian Road

Hillmarton Road
North Road

Hillmarton Road
Freegrove Road

Holloway Prison

Holloway
Nag’s Head

Finsbury Park Manor House
Seven Sisters

Tottenham
Swan

Bruce Grove

White Hart Lane

Upper Edmonton
Angel Corner
for Silver Street

Edmonton Green
Bus Station

South Tottenham

Hornsey Rise

Crouch End
Broadway

Pancras Road
Chenies Place

St. Pancras Road
St. Pancras Old Church

King’s Cross Road
Acton Street

Acton
Street

King’s Cross Road
Gwynne Place

Farringdon Road
Mount Pleasant

Farringdon Road
Bowling Green Lane

Farringdon Road
Clerkenwell Road

Farringdon

Farringdon Street
Charterhouse Street

Farringdon Street
St. Bride Street

Ludgate Circus
for City Thameslink

Blackfriars

Southwark Street
for Tate Modern

Southwark

Elephant & Castle

Bricklayers Arms

Old Kent Road

Trafalgar Avenue
Peckham
Town Centre

Peckham Rye

Peckham Rye
Kings on the Rye

Honor Oak
Forest Hill Tavern

London Bridge
for Southwark Cathedral,

Guy’s Hospital and London Dungeon

MonumentCannon
Street

Mansion
House

St. Paul’s
Cathedral

Walworth Road

Camberwell
Green

Loughborough
JunctionBrixton

Brixton Hill
Clapham Park

Atkins Road

Eastman Dental Hospital

Gray’s Inn Road
Guilford Street

Gray’s Inn Road
Theobald’s Road

Chancery Lane

Holborn Circus

St. Andrew Street

Stonecutter Street

Charterhouse
Street

Pentonville
Road

Penton Rise

Pentonville
Road

Penton Street

Baron Street
Chapel Market

White Lion
Street

Islington
Angel

Islington Green

Islington
St. Mary’s Church

Islington
Town Hall

Highbury Corner
for Highbury & Islington

Balls Pond Road
Essex Road

Newington Green

Stoke Newington

Stamford Hill
Broadway

Dalston Junction for
  Dalston Kingsland

Hackney
Downs

Hackney
Central

Hackney Wick
Eastway

Essex Road
Packington Street

Essex Road
Cross Street

Essex Road

City Road
Central Street

City Road
Windsor Terrace

Moorfields Eye Hospital

Old Street

Moorgate
Finsbury Square

EustonEuston
Square

University
College
HospitalWarren Street

Great Portland Street

Regent’s Park

Baker Street
for Madame Tussaud’s

Marble Arch

Gower St. Torrington Pl.

Gower Street Chenies Street

Bloomsbury Street
Great Russell St. for British Museum

Tottenham Court Road

Oxford Street Wardour Street

Oxford Circus

Bond Street

Hyde Park Corner

Victoria

Knightsbridge

Kensington Road
for Royal Albert Hall

High Street Kensington

Kensington High Street
Commonwealth Institute

Kensington Olympia
Exhibition Centre

Hammersmith
Bus Station

Upper Woburn Place

Tavistock Square

Russell Square

Southampton Row
Cosmo Place

Southampton Row
Theobald’s Road

Holborn

Aldwych for Covent Garden

Aldwych
St. Mary le Strand

Trafalgar Square
for Charing Cross

Warwick Avenue

Maida Vale

Hall Road

St. John’s Wood

Swiss Cottage

Fitzjohn’s Avenue

Hampstead

Hampstead Heath
South End Green

Kentish
Town West

Kentish Town Road
Prince of Wales Road

Royal College Street
Kentish Town Road

Royal College Street
Pratt Street

Camden Road

Royal College Street
College Place

Crowndale Road
Royal College Street

Camden
High Street

Camden Town

Kentish Town Road
Hawley Road

Kentish Town

Parliament Hill Fields

Highgate West Hill
Russian Trade Delegation

Highgate Village

Kentish Town
Post Office

s

Marylebone

Paddington

Marylebone Road
Harley Street

Sussex Gardens

St. Mary’s Hospital

Aldgate

Aldgate East

Whitechapel
for Royal London Hospital

Northumberland
Park

Crowndale Road Mornington Crescent
for Mornington Crescent

Royal College Street
Plender Street

Upper Street
Theberton Street

Strand
Savoy Street

Strand
Adelphi Theatre

Bayswater
Road

Lancaster
Gate

Queensway

Notting Hill
Gate

Goods Way
Pancras Road

s

Stepney Green

Mile End Park

Gray’s Inn Road
Clerkenwell Road/Rosebery Avenue

Grosvenor Place
for Buckingham Palace

Oxford Street Soho Street

Oxford Street Great Titchfield Street

Waterloo Bridge
for IMAX Cinema, London Eye
and South Bank Arts Complex

s

Waterloo

Lambeth North

Imperial War Museum

Kennington Road

Kennington
Oval

Streatham Hill Telford Avenue

73

SWISS
COTTAGE

CAMDEN

HIGHGATE

HOLLOWAY

TOTTENHAM

EDMONTON

ISLINGTON

CITY OF
LONDON

BRIXTON

PECKHAM

KENSINGTON

WEST END

390

10

91
17

46

6345

214

30

73

91

390 17

259

214

46

River Thames

205

205

30

476

476

59

The yellow tinted area includes every
bus stop up to about one-and-a-half
miles from King’s Cross. Main stops
are shown in the white area outside.
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1.5 Safety
York Way has been the location for a number of road 

casualties over the most recent three-year period, the 

majority of which occur at the junction with Euston 

Road. During the three years to December 2007 there 

have been 37 road traffi c casualties in the vicinity of 

the study area.

Road Safety interventions are generally focused 

around an analysis of those casualties involving 

a fatality or a serious injury (KSI). Eight of these 

collisions were considered serious and one involved a 

fatality.

The fatality occurred on Euston Road at the junction 

of York Way where a vehicle hit a pedestrian. The 

Accident Report states that the details were not known 

at the time of reporting but cites aggressive driving as 

a contributory factor.

Of the eight casualties considered serious, four were 

outside the immediate study area. Four occurred 

within the study area.

Two were at the junction of York Way and Euston Road.

The fi rst collision occurred on Euston Road at the 1 

junction of York Way and as such is strictly outside 

the study area.  The incident occurred between two 

vehicles, which were too close to each other and 

collided when the fi rst vehicle turned.

The second collision occurred on York Way itself 2 

and was caused by a driver disobeying the signals 

and colliding with a pedestrian, who was crossing 

at the junction.  Aggressive driving was considered 

a contributory factor.

Two occurred at the junction of York Way and 

Railway Street.

 In the fi rst collision, a cyclist rode off the pavement 1 

into the path of a vehicle. Both the cyclist and the 

driver of the vehicle were deemed to have been at 

fault, the former having failed to judge the vehicle’s 

speed or path and the latter being adjudged to have 

failed to look properly.

 In the second collision, a Private Hire vehicle pulled 2 

out in front of a motorcyclist, having failed to judge 

his speed or path.

Whilst there is too little information to be able to 

identify repeating themes that might emerge as causes 

of these two collisions, it is noted that both incidents 

mention speed as a potential contributory factor.
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1.6 Cycling
York Way does not form part of any existing Cycle 

Network. Nevertheless, along most of York Way the 

carriageway accommodates an advisory cycle lane. 

During the study period, this cycle lane was effectively 

decommissioned due to the impact of the scaffolding 

and the associated footway extensions.

Colin Buchanan have recently carried out surveys of 

cycling numbers on behalf of Transport for London 

at the junctions with Euston Road and Goods Way, as 

part of a wider study. These surveys have delivered the 

following results:

26 cyclists enter York Way from the south in the AM 

peak hour. In the PM peak, this rises to 72 cyclists.

At the Goods Way junction, 25 cyclists approach from 

the south in the AM peak and 69 in the PM peak. In 

the AM peak, there is a fairly even split between those 

continuing straight and those turning left into Goods 

Way. However, in the PM peak, some two-thirds of 

cyclists continue northwards on York Way. From the 

north, 110 cyclists were observed in the AM peak but 

only 31 in the PM peak. In both peaks, the primary 

movement was a right turn into Goods Way. Flows 

from Goods Way were eve in both peaks, with 61 

cyclists in the AM peak and 63 in the PM peak. In both 

peaks, the primary movement was left into York Way 

northbound although this trend was stronger in the 

PM peak.

It can reasonably be derived from this data that 

comparatively few cyclists utilise Wharfdale Road, 

particularly from the south when the number turning 

there are less than fi ve in both the AM and the 

PM peaks.

1.7 Public Art
York Way does not currently benefi t from any Public 

Art installations.

Decommissioned Cycle lane





15YORK WAY ENVIRONMENTAL IMPROVEMENTS STUDY

02 Process 2.1 Desktop Review
York Way is part of or immediately adjacent to a number 

of initiatives of varying size and complexity, many of 

which are subject to a wide range of design guidance 

and other documentation. Documents relating to these 

development proposals have been reviewed in the initial 

stages of the project. They include:

Colin Buchanan King’s Cross Traffi c and Pedestrian  •

Study (Progress and Initial Findings (July 2008) 

presentation

Transport for London PERS and CSA Station Audit  •

(King’s Cross and St. Pancras)

Transport Assessment for the Kings Cross Lands  •

Planning Application

Environmental Impact Assessment for the Kings  •

Cross Lands Planning Application

London Borough of Camden and London Borough  •

of Islington King’s Cross Opportunity Area Planning 

and Development Brief (January 2004)

London Borough of Islington Regenerating King’s  •

Cross Neighbourhood Framework Document. 

In addition, documents setting national or local 

guidelines have direct relevance to the proposals, 

which will emerge from this study. The following 

documents, which fall into this category have also 

been reviewed: 

London Borough of Camden Street Design Manual •

London Borough of Camden Street Lighting Policy •

London Borough of Camden Conservation Area  •

Statement 22 (King’s Cross)

Transport for London Streetscape Guidance •

Legible London Yellowbook •

Department for Transport Manual For Streets •

2.2 Information Gathering
A series of meetings were held with internal and 

external stakeholders, including:

London Borough of Camden (King’s Cross team,  •

Forward Planning/SM/Eng check formal names 

Conservation and Design)

London Borough of Islington •

Transport for London Streets •

London Buses  •

English Heritage •

Network Rail •

Argent plc •

Colin Buchanan plc •

These meetings as well as Urban Initiatives’ 

investigations raised a number of issues to be 

addressed in the design process. These are discussed 

below, alongside proposals arising from the process.
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03 Issues & 

Proposed Solutions

This chapter sets out the Environmental Improvements 

proposed, as well as the issues and thought processes 

which led to their recommendation.

Proposals are highlighted by the use of a box 
and bold text.

3.1 Traffi c Management
Street Operation

As noted above, York Way currently operates as a 

one-way street northbound from Euston Road until 

Wharfdale Road, where it reverts to two-way fl ow.

This Report makes no recommendations about the 
traffi c direction through the area.

Carriageway Width

It is recognised that the fundamental purpose of this 

study is to increase pedestrian amenity on the eastern 

footway, and that this will require at the very least an 

increase in footway width. This in turn requires the 

loss of some carriageway width. TfL agreed that – 

given the fact that the carriageway currently operates 

as a single traffi c lane – it would be reasonable to 

remove some carriageway width to provide for that 

level of operation and no more (currently, the street is 

laid out as two lanes) as long as:

Provision is made for two lanes in the approach to  •

the Wharfdale Road junction, and

The width requirements of the wide-load  •

designation are accommodated. This requires a 

continuous 4.2m highway availability.

This is of course, in addition to any parking and bus 

facilities that are provided.

As such, it is proposed that – in order to provide 
an appropriate footway width along the western 
side of York Way, the carriageway be narrowed to 
provide a standard 3m carriageway alongside a 
1.5m advisory cycle lane.

During the course of this study, Transport for London 

(TfL) commissioned Colin Buchanan to undertake 

modeling on (among other things) a range of traffi c 

management options in the immediate vicinity. These 

include modelling and assessment of proposals 

to make York Way two-way traffi c working from 

Wharfdale Road to Pentonville Road, with the following 

options:

 all vehicles permitted southbound,1 

 buses only permitted southbound.2 

These options required that vehicles turn both left and 

right into Pentonville Road/Euston Road. They also 

required the approach to York Way from the Gray’s Inn 

Road approach to operate as a single traffi c lane.  The 

conclusions of that study were that two-way working 

on York Way (either for general traffi c or for buses 

only) would cause unacceptable capacity constraints 

along Euston Road

As a result, this study makes no recommenda-

tions with regard to those issues. Indeed, proposals 

introduced below do not allow for two-way working on 

York Way. This is discussed further in the Risk Analysis 

section in Chapter Four.

Typical Widths (Between  Caledonia Road and Railway Road)
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Euston Road Junction

The TfL study (undertaken by Colin Buchanan) also 

considered the potential for making the controlled 

pedestrian crossing on the north arm of the Euston 

Road/York Way junction straight across, not utilising 

the existing island, whilst retaining the existing 

permitted traffi c movements.

It is recognised that a single-stage crossing will 

require changes to the signal phases and is likely 

to have an impact upon – among other things – 

vehicular capacity on the TLRN, although the TfL 

study demonstrates that this any negative impact is 

considered acceptable to TfL.

The proposed pedestrian crossing at the Euston Road 

junction and the knock-on benefi ts for the Caledonia 

Street junction are discussed in greater depth later in 

the Chapter (see ‘Pedestrian Crossings’).

Wharfdale Road Junction

The current traffi c management at the York Way 

junction with Wharfdale Road can be improved in 

order to enhance both pedestrian convenience as well 

as traffi c fl ow. 

The pedestrian crossing is sub-standard in that it 

provides a two-stage crossing for pedestrians. In 

addition, it is ‘over-engineered’ and represents a poor 

aesthetic solution for the junction, particularly in light 

of the changes to pedestrian movement patterns as a 

result of the planned closure of the pedestrian route 

through the station. As a result the island is largely 

rendered redundant.

It is recognised that the island was designed not just 

to facilitate pedestrian movement but also to limit 

vehicular movement.

The island is located at the point where York Way 

changes from one-way working northbound to two-way 

working. As such, it helps to manage the confl uence of 

the southbound traffi c and (off-side) northbound traffi c 

seeking to turn into Wharfdale Road.

Even so, the size and design of the island is larger than 

required to simply perform this function and provide 

for pedestrians crossing. This is because it has been 

extended to make it impossible for vehicles to enter 

and exit the previous taxi rank entrance other than by 

making a left turn to do so.

This was a reasonable provision to make when the 

entrance functioned as it did, with many hundreds of 

vehicles using the entrance every hour. However, now 

that the taxi rank has closed and the entrance is only 

subject to a small number of vehicle movements per 

day, the need to restrict vehicle movements in this 

way becomes redundant. The island can therefore be 

reduced in size.

Further details are provided in later in the Chapter 

(see Pedestrian Crossings).

Parking

As mentioned above, the only parking and loading bays 

within the study area are located at the southern end 

of York Way on the eastern side of the street. These 

bays provide parking for disabled drivers and loading 

facilities for the businesses there.

Again, due to the proximity of the TLRN, the two 

most southerly bays fall under the jurisdiction of TfL. 

Discussions with them made it clear that they would 

not be willing to enter into any process that would 

cause them to be removed or relocated.

As such, this study does not make any proposals 
to alter the existing parking and loading 
requirements within York Way.
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3.2 Footway
Pedestrian Movement

As noted above, the primary purpose of this study is 

to improve pedestrian amenity along a route serviced 

by sub-standard width footways. Studying the 

current street layout from the western footway to the 

eastern building line has revealed that, if a single 3m 

carriageway is introduced alongside a 1.5m advisory 

cycle lane and the existing pubic transport facilities, 

then footway widths can be increased so as to provide 

a consistent 4m footway along the entire corridor. 

This arrangement will form the basis of our designs, 

discussed in more detail below.

Kerb Alignment

In taking forward designs, careful consideration 

was given to the traditional design of the Eastern 

Range and its heritage status. In line with this, it is 

proposed that a consistent kerbline should be created, 

without any inappropriate footway build-outs or other 

‘engineered’ intrusions into the carriageway. The 

proposed raised table at the Caledonia Street junction 

forms the only exception to this rule.

By providing for vehicle movements as they actually 

operate, a consistent footway width of around 4m 

can be achieved, with the sole exception of the old 

entrance to the taxi rank, where some options provide 

refuge islands for pedestrians, which limits the 

potential footway widening to such a degree that it 

would not be cost-effective to undertake that widening 

for the minimal gain in footway width that would be 

achieved (0.25m).

Footway Materials

In developing proposals for the footway materials 

along the eastern side of York Way, a primary 

consideration is the surrounding materials, both 

existing and proposed.

As mentioned above, the eastern footway has been 

recently re-laid with York Stone. Further, proposals 

for Goods Way west of the study area boundary also 

utilise York Stone.

At the southern end of the study area, the London 

Borough of Camden are currently developing 

proposals for a competition to re-design what will be 

known as the Southern Square once the ticket hall is 

relocated to the western side of King’s Cross station. 

At the time of writing, the brief for the competition 

calls for ‘high-quality material’ in the footway there 

which is likely to again involve the use of York Stone.

Parking

Typical Widths (Between  Caledonia Road and Railway Road)
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Further, it is an aspiration of this project that, whatever 

treatment emerges from the Southern Square design 

process, there will be a continuity of provision into 

York Way so as to avoid the impression that York Way is 

somehow ‘somewhere else’. In this way, the route will 

provide better visual continuity between the two places.

In summary, the clear implication for the project 
is to mirror the surrounding footway materials, 
both existing and proposed; that is, introduce York 
Stone along the entire length of the footway. In 
design terms, this is the clear recommendation.

It is recognised that, although this would be in keeping 

with the listed status of the Eastern range, such an 

approach raises a number of concerns:

York Stone is expensive and might not be seen as  •

best use of public funds, and

Given the lack of ground fl oor frontage activity within  •

the eastern range, and the existence of a substantial 

number of buses and coaches at the kerbside, the 

western footway could be seen as having little more 

than a utilitarian function and will be obscured to 

some degree by the buses and coaches.

An alternative option would be to use different 

materials in different places, such that the York Stone 

from Goods Way would be extended to the Wharfdale 

Road junction only. Similarly, the fi nal materials 

utilised in the Southern Square would be continued 

north as far as the Caledonia Street junction. Between 

these two points, the more cost effective Camden Slab 

would be utilised.

Estimations of cost for both arrangements will be 

provided in Chapter Four with the Final Report.

These materials will be enhanced by the introduction 

of granite setts along the drainage channel in the 

carriageway, ideally re-using local heritage materials. 

It is recommended that these materials are 
installed on both sides of the carriageway, 
although it is noted that:

There may be maintenance implications of using  •

granite setts in a drainage channel where there is a 

high level of bus usage

The eastern side of the carriageway is under the  •

jurisdiction of the London Borough of Islington, and 

their agreement will be required for any changes to 

the eastern side of the carriageway. 

These issues are discussed further in Chapter Four.

Typical Widths (Between  Caledonia Road and Railway Road)
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3.2.1 Street Lighting

The borough boundary between Camden and Islington 

runs along the centre of York Way, with Camden on 

the western side and Islington on the eastern side. 

However, the two boroughs have a maintenance 

agreement that states that Camden is responsible for 

the maintenance of street lighting along both sides 

of York Way. The advantage of this agreement in view 

of the lighting proposals outlined below is that it is 

possible to treat both sides of York Way in the same 

way, providing the chance to give the street a unifi ed 

look in relation to the way it is lit.

The existing street lighting provided along York Way 

between Euston Road and Goods Way is outdated, 

poorly maintained and does not adhere to current 

British and European lighting standards. Street 

lighting along this section of York Way is therefore in 

need of a comprehensive overhaul. 

At the suggestion of Clare Brady of English Heritage, 

a presentation was given to the Network Rail Heritage 

Presentation Meeting on 23rd July. This is a regular 

meeting between Network Rail, English Heritage and 

the London Borough of Camden to discuss heritage 

issues in and around the Kings Cross developments.

At that meeting, two primary questions were asked:

Should a contemporary street lighting regime be 

pursued, or should it instead be attempted to refl ect 

the heritage of the Eastern range?

A consensus opinion was shared by all those attending 

the meeting that the street lighting should not attempt 

to deliver a heritage aesthetic at the risk of ‘pastiche’. 

Further, the street lighting should – as far as possible 

– be invisible; that is, it should be designed so as to not 

stand out. This could be achieved by painting the light 

unit itself and any supporting infrastructure black, and 

by using standard lighting materials.

Should the street lights be wall or column-mounted?

The meeting members were of the opinion that 

wall-mounted lighting would be preferable but only 

if the cabling to and from the light unit could be 

contained within the fabric of the Eastern Range.

If this cannot be achieved, the second preference 

was for column mounted lighting as opposed to wall 

mounted with external cabling. The reason for this 

was primarily that the external design of the Eastern 

Range would make it almost impossible to achieve 

external cabling without a signifi cant detrimental 

impact on the visual appearance of the Eastern Range.

It was reported that, due to timetabling confl icts 

between the internal works on the Eastern Range and 

this project, internal cabling would only be possible if 

the lighting could be affi xed below the Mezzanine level. 

Discussion with Camden Council’s lighting engineer 

following the meeting has shown that internal cabling 

in a private building for wall mounted lanterns could 

lead to diffi culties for maintenance staff to gain access 

as and when required. Camden’s Lighting Engineer 

would therefore not be happy with this solution. 

Therefore, the preferred approach for street lighting 
in York Way will be for column-mounted lights.

Discussion with Camden’s Lighting Engineer has 

revealed that very recently two new lighting columns 

complete with new lantern have been installed outside 

a new development close to the street’s junction 

with Goods Way. Following further discussion with 

Camden’s Lighting Engineer, we propose that all 

existing columns and lanterns on both sides of York 

Way between Euston Road and Goods Way be replaced 

with the same model of column, lantern and lamp as 

those recently installed close to the Goods Way junction.

In detail this a Urbis Furyo lantern with a 140W white 

light Cosmopolis lamp on an 8m standard Corus heavy 

duty column with side entry door. In order to achieve 

an even level of illumination the spacing between 

individual columns would be 20 - 25m. The specifi c 

positioning of columns and the exact orientation 

of the lanterns and the refl ectors used inside the 

lanterns should take account of a number factors, 

which include the conditions on the ground such as the 

structure of the Eastern Range building façade, the 

location of side roads, bus stops and stands, as well as 

the location of existing and proposed trees.

Based on this information it is possible to create a 

lighting design that takes the status of the street and 

its specifi c lighting requirements into account.
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3.2.2 Planting

Currently, there is no tree planting on the western 

side of York Way. While the street could benefi t from 

the softening impact of tree planting, it is considered 

that, despite the enhanced footway width, the space 

constraints adjacent to the Eastern Range – as well 

as the scale of the building – make tree planting 

inappropriate here.

North of the station building some tree planting might 

however be appropriate. The eastern footway contains 

some recently planted Gingko Biloba trees, and it is 

proposed that these be balanced by the introduction of 

semi-mature specimens on the western side between 

the Eastern Range and the Goodsway junction.

The exact locations of new trees is beyond the scope of 

this study, as they will be dependent upon a number of 

circumstances, including discussions with Camden’s 

Arboricultural Offi cer and physical limitations on 

the ability to plant caused by the needs of statutory 

undertakers and others. The planting of trees will also 

have an impact on the lighting design put forward for 

York Way. 

Subject to these discussions, it is recommended 

that new street trees will be located on the western 

footway north of the Eastern Range. To achieve 

consistency with the recent planting on the eastern 

side of the street, it is proposed that Gingko Biloba 

Fastigiata be utilised in location and quantity suffi cient 

to effectively mirror the existing provision. The term 

Fastigiata means that these trees are trained to 

grow tall with a narrow canopy so that they provide 

suffi cient head room for pedestrians walking 

underneath and buses or other large vehicles driving 

along them.

It is advised that some 12 – 18 months be allowed 

between ordering the trees and planting on site.

Mature Gingko Biloba trees

Gingko Biloba tree (York Way Eastern side) Tree Planting
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3.2.3 Street Furniture

Currently, there appears to be little or no street 

furniture on the eastern footway other than the bus 

stop shelter.

Due to space constraints, the utilitarian nature 

of the space and the primary function of the 

corridor as providing for pedestrian movement, it is 

recommended that adjacent to the Eastern Range this 

situation remains.

North of there, some scope exists to provide some 

seating to enable people travelling through the area 

to stop and rest. The section between Wharfdale 

Road and Goodsway receives some sun, affords 

wide-ranging vistas and is suffi ciently removed from 

the bus standing to support some seating.

It is therefore proposed that two benches are 
located against the wall on the western side of 
York Way; one just north of Wharfdale Road and 
another just south of Goods Way. 

Their exact location will depend upon the fi nal location 

of the proposed tree planting as the seats should be 

positioned so as to benefi t from some of the shade that 

the proposed trees will provide. Both benches should 

be supplemented by a litter bin. Ideally they should be 

located at the back of the footway close to the wall and 

facing the carriageway.

We have no specifi c proposals to make regarding 

seating and litter bin types, others than they should be 

standard Camden provision so as to ensure they are 

hard-wearing and easily maintainable.

3.2.4 Pedestrian Signing

Discussion with Colin Buchanan representing Argent 

plc led to an agreement that pedestrian signing would 

be introduced that is based on the Legible London 

format. This is to ensure that pedestrian signing is not 

introduced here as yet another stand-alone scheme.

London has over thirty such pedestrian signing 

schemes within the original Congestion Charging zone 

alone, and this multitude of signs has been found to 

confuse people, leading them to become over-reliant 

on the tube map; which is wholly inappropriate for 

navigation around the city on foot.

Legible London is an attempt to provide better, more 

standardised information for people wishing to walk in 

London. It is the approved methodology for pedestrian 

signing in London and should be used for all new 

pedestrian signing schemes, including in and around 

King’s Cross.

Consideration will need to be given to how this signage 

interacts with the nearby pedestrian signing used by 

the London Borough of Islington. 

Legible London Pedestrian Signage
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3.2.5 Goods Way Junction Boundary Treatment

The streetscape around York Way’s junction with Goods 

Way is currently very poor. The existing boundary 

between the public footway and King’s Cross land in 

this location is formed by sections of galvanised fencing, 

building façade remnants and large advertising boards. 

These vary not just in structure and materials but also 

in height and give this area a very desolate appearance. 

This is in stark contrast to the brick wall a little further 

south along York Way. 

In order to create a unifi ed look along this whole 
northern section of York Way and its junction with 
Goods Way we propose the construction of a brick 
wall similar to that just to the north of the Eastern 
Range of the station building. 

Network Rail has advised that this existing brick 

wall may have to be increased in height following the 

construction of a new platform on King’s Cross land. 

In order to create a consistent and unifi ed appearance 

the new brick wall at the Goods Way junction should 

therefore be constructed to the same height and 

preferably from reclaimed brick to match the existing 

wall. This would need to be supplemented by an 

improved gate into the Morgan Est. site.

Furthermore, climbing plants could be planted along 

the western face of this wall to encourage additional 

vegetation in this section of York Way. Trees and a 

grown over wall can help to signifi cantly alter the face 

of this currently very bleak and windswept northern 

end of the study area. 

In the longer term, it is proposed that this corner 

benefi t from a Public Art Installation such that the 

currently unattractive area immediately south-west of 

the junction could be enhanced as a ‘Gateway’ to the 

Kings Cross Lands (see ‘Public Art’ below).

Along Goods Way itself, it is proposed that the 
current railings, which are located on the footway 
in front of the partition wall be replaced with 
railings to match those proposed by Network Rail 
for the northern side of Goods Way.

Ideally, in order to maximise footway space and to 

maintenance costs arising from trapped litter, the 

railings should be set into the partition wall itself.  

However, it is recognised that Network Rail have 

identifi ed concerns regarding access to the parapet 

and cabling that is currently located between the 

partition wall and the existing railings.  However, it is 

considered that this cabling could – in the context of 

the overall works being undertaken in the area – be 

relocated behind the both the partition wall and the 

proposed railings such that they are both accessible for 

maintenance purposes and out of reach to the public.

While it is beyond the scope of this study, it is 

recommended that the Environmental Improvements 

proposed for south of Goods Way be extended to the 

Regents Canal, where a better pedestrian connection 

to the towpath should be introduced.
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3.3.1 Euston Road Junction

As noted above, the single greatest operational issue 

with the junction of York Way and Euston Road is the 

sub-standard pedestrian crossing there.  The specifi c 

problem here is that the crossing requires two stages, 

does not have enough crossing capacity or waiting 

space for pedestrians.  This is confi rmed by the Colin 

Buchanan fi ndings as discussed above.  Perhaps 

unsurprisingly, the junction is the single worst location 

in the area in terms of road safety.

In order to realise improvements in each of 
these areas, a widened, single-stage pedestrian 
crossing is proposed.

Pedestrian guardrailing at this crossing (and at the 

junction as a whole) should be minimised and ideally 

removed altogether.

3.3 Pedestrian Crossings
There are currently formal pedestrian crossing 

facilities on York Way at the junctions with Euston 

Road, Wharfdale Road and Goods Way. These are 

discussed in turn below alongside a proposed new 

pedestrian crossing at Caledonia Street.

Single stage pedestrian crossingProposed brick wall Pedestrian Crossings
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TfL has called for the inclusion of a splitter island 

at this junction to separate eastbound vehicles on 

the Euston Road from those turning left to address 

safety concerns. This requirement is – in our opinion 

– unnecessary, and it is generally poor practice to 

introduce measures to pre-empt the fi ndings of a 

safety audit, which has not yet been undertaken.  Such 

a design process quickly leads to over-engineered 

junctions, in part because there is no later stage 

that will recommend removal of any element that 

has been introduced on safety grounds, whether 

necessary or not.  Certainly, the safety audit – when 

it is carried out – is not likely to recommend removal 

of any unnecessary infrastructure.  With this in mind, 

this report puts forward a junction design that meets 

Camden’s aspirations with a view to TfL including them 

in future TLRN design work.

Ideally, the pedestrian improvements would extend 

beyond the study area to include provision of a 

simplifi ed pedestrian crossing arrangement providing 

for pedestrian desire lines, and an all-red signal phase 

across the junction as a whole.  It is understood that 

this would cause unacceptable capacity reductions 

along Euston Road and TfL would not currently 

support such measures.

Network Rail is seeking implementation of a servicing 

bay for the station; it is considered that suffi cient 

servicing capacity exists on the eastern side of York 

Way.  However, should this facility be agreed by the 

Client, it can be provided as sought.

In addition to the convenience of being able to cross 

York Way in a single stage, the proposals create:

Additional waiting space for pedestrians:  The  •

proposals allow for reduced crossing distance 

across York Way by building out the western 

kerbline, thereby increasing pedestrian space.  

This would be achieved by continuing the widened 

footway created by removal of one vehicle running 

lane to the Euston Road.  There would ideally 

be some benefi t to widening the footway on the 

eastern (Islington) side, as that represents the 

location with the single greatest pedestrian 

congestion.  However, as mentioned elsewhere, the 

Islington kerbline has been assumed to be fi xed.

Enhanced pedestrian capacity: The introduction of  •

a widened crossing a reduced crossing distance 

will increase the pedestrian capacity at the 

junction, thereby helping to reduce pedestrian 

congestion.  It should be noted that the reduced 

crossing distance will minimise traffi c fl ow 

impact at the junction by reducing the amount of 

pedestrian phase required to cross.

Bus stop location fl exibility; by removing the central  •

pedestrian island, buses from Gray’s Inn Road are 

able to address the kerb further south, thereby 

allowing relocation of the existing bus stops further 

south towards the junction. This creates space for an 

additional pedestrian crossing facility at the Caledonia 

Street junction discussed in more detail below.

This proposal has a number of implications, as 

discussed below:

It is recognised that this proposal will require changes 

to the signal phases and is likely to have an impact 

upon – among other things – vehicular capacity 

on the TLRN.  However, results from the TfL study 

demonstrate that any negative impact is considered 

acceptable to TfL.

The relocation of the bus stop southwards will 

require that the existing informal taxi drop-off point 

will be substantially reduced or lost entirely. Given 

the station’s reconfi guration such that taxi facilities 

are provided to the west of the station, and entrance 

will not be possible from the eastern side, this is not 

considered to be a problem.  Certainly, the retention 

of the informal taxi drop-of point is not considered to 

be worth the loss of the proposed pedestrian crossing 

facility at the Caledonia Street junction, which is 

effectively the trade-off here.

In summary, it is proposed that the junction of York 

Way and Euston Road include:

A single stage, east-west pedestrian crossing on  •

York Way

The crossing should be wider than standard to  •

accommodate high pedestrian fl ows

Pedestrian guardrailing should be minimised •

Pedestrian footway to be maximised, ideally on  •

both sides of the crossing
Bus tracking sketch
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and exit the previous taxi rank entrance other than by 

making a left turn to do so.

This was a reasonable provision to make when the 

entrance functioned as it did, with many hundreds of 

vehicles using the entrance every hour. However, now 

that the taxi rank has closed and the entrance is only 

subject to a small number of vehicle movements per 

day, the need to restrict vehicle movements in this way 

becomes redundant.

Pedestrian movement

Apart from the traffi c management considerations, the 

island exists at this junction primarily to facilitate the 

pedestrian desire line into and out of the station. Once 

this through-route is closed, this desire line ceases 

to exist, as does the need for the pedestrian crossing 

facility to be located here.

In light of this and the changing vehicular 
requirements at this location, it is therefore 
proposed that a traffi c signal-controlled junction, 
which removes the existing, intrusive pedestrian 
island be introduced at the junction. The signals 
will include a full pedestrian phase.

This proposal has been modelled by Colin Buchanan 

for TfL and demonstrated to have no signifi cant impact 

upon traffi c fl ows.

To minimise the possibility of drivers in either direction 

mistakenly carrying on straight ahead, and thereby 

fi nding themselves travelling against fl ow, a ‘ghost 

island’ is proposed to replace the existing island 

and direct drivers appropriately. This island will be 

constructed in heritage materials (ideally reclaimed 

granite setts) and will form a small vertical defl ection 

to maximise its traffi c management impact while 

minimising its impact upon the streetscape.

Given that these proposals will form part of a wider 

TfL review, the opportunity should be taken to 

achieve greater prioritisation for pedestrians across 

the wider junction, including all islands and crossings 

in the vicinity.

CAD drawings of these designs are included with the 

Final Report.

3.3.2 Wharfdale Road Junction

The current traffi c management at the York Way 

junction with Wharfdale Road offers a number of 

options for improvement in order to enhance both 

pedestrian convenience as well as traffi c fl ow.

The pedestrian crossing is sub-standard in that it 

provides a two-stage crossing for pedestrians. In 

addition, it is ‘over-engineered’ and represents a poor 

aesthetic solution for the junction, particularly in light 

of the changes to pedestrian movement patterns as a 

result of the planned closure of the pedestrian route 

through the station. As a result the island is largely 

rendered redundant.

It is recognised that the island was designed not just to 

facilitate pedestrian movement but also to limit vehicular 

movement. Each of these are discussed below:

Vehicular movement

The island is located at the point where York Way 

changes from one-way working northbound to 

two-way working. As such, it helps to manage the 

confl uence of the southbound traffi c and (off-side) 

northbound traffi c seeking to turn into Wharfdale Road.

Even so, the size and design of the island is larger than 

required to simply perform this function and provide 

for pedestrians crossing. This is because it has been 

extended to make it impossible for vehicles to enter 

Option Three (Signalised Junction) with ghost island
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requires a degree of interaction between pedestrian 

and driver. However, further analysis of pedestrian 

fl ow will be required to ensure that the number of 

pedestrians crossing is not so high that the facility has 

a signifi cant impact upon traffi c fl ow along York Way.

3.3.3 Caledonia Street Junction

Consideration has also been given to the impact of 

altered pedestrian desire lines. Without a pedestrian 

bridge that could have provided a direct link into the 

King’s Cross lands, the new pedestrian routes from 

the north east of the study area will be via Goods Way 

and the southern end of York Way.

Nevertheless, movements to the south are not well 

accommodated by the formal crossing facilities at the 

Euston Road junction for two reasons:

 the crossing from the eastern side is located 1 

further south than the true desire line into the 

south of the station (or into the proposed Southern 

Square), and

the crossing is sub-standard in that it requires at 2 

the current two-stage crossing and is extremely 

congested.

In this light, and given the greater degree of active 

frontages on the eastern side, it is therefore likely 

that the pedestrian desire line from north-east to 

the current station entrance would involve using the 

eastern footway up to some point to the north of the 

current station entrance – perhaps just to the south of 

Caledonia Street.

To address this, we propose the provision of a raised 

table at the Caledonia Street Junction with the 

potential introduction of a zebra crossing facility 

immediately to the south of the junction, on a natural 

crossing point for both southbound pedestrians on 

York Way and the substantial proportion of pedestrians 

that arrive at this junction from Caledonia Street 

(some 200 per hour in the PM peak).  A zebra crossing 

is considered the best option here as it is less 

expensive than signalisation and, more importantly, 

All pedestrian crossings would be situated as close 

as possible to the junctions thereby meeting the 

actual pedestrian desire line without diversion. At 

the centre of each of the two York Way crossings, 

pedestrian refuge islands would be introduced to 

enable pedestrians to cross the street in two stages if 

necessary, although the signalisation would provide a 

one-stage crossing facility. These refuges would also 

be equipped with lighted signs.

Provisions for cyclists would remain largely 

unchanged except for the introduction of a widened 

advanced stop line spanning across the whole width of 

York Way carriageway south of the junction for cyclists 

travelling north and east down Wharfdale Road.

Details of two other proposals included in earlier 

drafts are included in Appendix A.

Ghost Island
Pedestrian Desire Lines
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This will not only address the lack of a pedestrian 

crossing point on the new pedestrian desire line 

envisaged, but will build on the traffi c calming effects 

of the wider proposals.  Although no traffi c speed data 

is available for York Way, speed was identifi ed by Colin 

Buchanan as a contributory factor in nearly a quarter 

of all collisions in the most southern section of York 

Way.  Anecdotally at least, drivers can accelerate 

inappropriately upon leaving the heavy congestion of 

Euston Road or Gray’s Inn Road for the comparative 

space of York Way.  This will be addressed by provision 

of a raised table at the Caledonia Street junction 

alongside  the carriageway width reduction and the 

related alteration of the street to a single lane.

Implementation of the table could be achieved by 

space created from the removal of the previous Coach 

Standing and the relocation of the existing Bus Stop 

facility southwards. This relocation would require the 

loss of the informal taxi drop-off point, although this is 

not considered to be especially problematic given the 

reconfi guration of King’s Cross station such that the 

eastern side of the proposed Southern Square would 

not provide for any station entrance. In addition, the 

loading bay proposed by Network Rail for Southern 

Square could be accommodated.

During the course of the study, concern was raised 

about relocating the bus stop and the potential for 

queuing buses to back up and obstruct the traffi c fl ow 

on Euston Road, although surveys commissioned by 

the London Borough of Camden did not reveal buses 

queuing at any point during the day.

Caledonian Street Crossing

Goods Way Junction

3.3.4 Goods Way Junction

The Goods Way junction will be designed by Argent plc 

as part of its improvement works there, and as such 

does not form part of this study. A brief discussion of 

the Boundary treatment between the study area and 

Network Rail lands can be found in ‘Footways’ above.
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3.4 Buses and Coaches
As mentioned above, there is an extensive, continuous 

series of Bus and Coach facilities along the western 

side of the carriageway, adjacent to the footway. It is 

recognised that this represents a signifi cant negative 

impact upon the visual appearance of the street. 

However, it is also recognised that these represent a 

signifi cant resource for the public transport services 

that operate there.

In most places where multiple Bus Stands are located, 

there is always pressure from different sources to 

have them removed. However, they are also stoutly 

defended by London Buses as a scarce resource. The 

York Way facilities are no different.

Discussions with TfL London Buses have made it 

clear that no reduction of facility will be acceptable in 

the short to medium term, with the exception of the 

currently suspended Coach Bays (see below). Only 

when the King’s Cross lands are occupied and the 

potential for as many as half the existing York Way 

routes to be relocated away from there has been fully 

explored will they consider reduction of the facilities 

on York Way.

Given that the reduction of facilities is unacceptable to 

TfL in the short to medium term, consideration has been 

given to their relocation. Taking each facility in turn:

Relocation of bus stops

Bus Stops

There are currently 47m allocated to Bus Stops; this 

represents provision for approximately two standard 

length buses (based on TfL Accessible Bus Stop 

Design Guidance). Given that there are four scheduled 

services, which offer over 40 buses per hour in the 

peak, there is no substantive scope to reduce the length 

of the Bus Stop, even were TfL amenable to the idea.

Neither is there a great deal of scope to relocate them 

any great distance away without adversely impacting 

upon their interchange potential with King’s Cross 

station – a key operational need.

However, there is some scope for limited 
relocation southwards towards the Euston Road 
junction. This allows for the implementation of the 
pedestrian crossing facility at the Caledonia Street 
junction as discussed above.

Coach Stands

Currently, there is provided some 50m of Coach 

Standing, immediately north of the existing Bus Stop.  

However, to facilitate the scaffolding along the Eastern 

Range, the Coach Stand has been suspended for a 

signifi cant amount of time.

On the instruction of the Client, it has been 
assumed that these Coach Stands will not be 
reinstated.
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Eastern Range, to the part of the eastern side 

of York Way considered potentially attractive 

enough for people to stop and sit for a while, 

and where seating and tree planting is therefore 

proposed. Locating a Bus Stand in this location 

would undermine the amenity of the street here.

What are the implications?  • Relocation of Bus 

Standing for two services would require the loss of 

the cycle lanes on both sides of the street, unless 

the carriageway was widened which would in 

turn have signifi cant fi nancial implications.  The 

reasoning for this is that the York Way carriageway 

north of Wharfdale Road is approximately 9.4m 

wide; the introduction of a 3.0m wide Bus Stand 

would reduce that carriageway to 6.4m (or two 

lanes of 3.2m each).  This does not leave enough 

room for even one cycle lane.

Given the lack of tangible benefi t, the loss of 
cycle lanes, and the negative impact upon the 
most attractive part of the route (i.e. north of the 
Eastern Range), it is therefore not recommended 
that the Bus Stands be relocated.

In the longer term, the potential for relocating some 

of these facilities exists as part of the King’s Cross 

development.  Indeed, the S106 agreement for the 

King’s Cross Lands required the developer to provide 

new Bus Standing for the 63 and the 394 bus services.  

While the 394 does not currently service King’s Cross, 

the relocation of facilities serving the 63 (which 

provides just over a quarter of the total demand for 

York Way Standing [10 buses per hour compared to 

33 buses per hour combined]) could allow for the 

reduction of the Bus Standing along York Way by some 

26m (made up of 17m for a bus and 9m exit room)

Bus Stands

North of the Caledonia Street junction is located some 

112m of Bus Standing space. This is a substantial facility 

that provides standing for some four standard length 

buses (although up to seven have been observed using 

this facility). It is used by more services than those 

scheduled to stop in York Way. Again, there is little scope 

for reducing this facility in the short to medium term for 

the reasons discussed above

Relocation of these facilities any signifi cant distance 

away is also problematic, as Bus Stands are generally 

accompanied by other facilities such as toilets for drivers 

and similar. These would also need to be provided at 

whatever location the Bus Stands are relocated to.

In addition, Bus Stands are often rigorously opposed by 

residents and frontagers when proposals to relocate 

them are developed, and it will be diffi cult to justify their 

relocation in the face of such objections away from a site 

with no existing frontages.

Consideration has been given to relocating some of the 

Bus Stands to a location north of the Wharfdale Road 

junction on York Way. While this could be achieved 

without the need to relocate additional driver facilities, 

the proposal does raise a number of questions:

How much could be relocated? •  The majority of the 

services currently Standing on York Way exit the 

area via Wharfdale Road and as such cannot utilise 

a Stand north of there. While no observational 

survey has been conducted to determine which bus 

services use these facilities and for what purpose, 

an desktop review of bus services from the Kings 

Cross area does not identify any services at all that 

would reasonably Stand at York Way, then exit the 

area without using Wharfdale Road.

What could be achieved? •  Even if there was 

suffi cient usage to justify relocating Bus Standing 

for a proportion of the services currently utilising 

the facility, there is no clear benefi t that would 

accrue from this.

In traffi c management terms, the space vacated i. 

could potentially be utilised for a further raised 

table, but there is no defi ned safety problem 

there that this additional traffi c calming feature 

would address. Neither is there any clear 

pedestrian desire line that would be served by 

such a facility.

In design terms, breaking up the ‘wall’ of buses ii. 

might have some value, although it should be 

noted that – in order to comply with Design 

Guidance, such a measure would result in a net 

increase in Bus Stand provision along York Way 

as a whole (due to the introduction of additional 

entry and exit tapers). Further, such a proposal 

would mean relocating buses north of the 

Buses Standing
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3.5 Safety
As mentioned above, during the three-year period 

to December 2007 there have been 37 road traffi c 

casualties in the vicinity of York Way between Euston 

Road and Goods Way. Of these, eight were classifi ed as 

serious and one involved a fatality, although the fatality 

and fi ve of the eight serious casualties occurred 

outside the immediate study area.

Of the remaining three serious accidents, one 

occurred on York Way at the Euston Road junction, and 

two occurred at the junction of York Way and Railway 

Street.  Taking each in turn:

At the Euston Road junction, the collision was 1 

caused by a driver disobeying the signals and 

colliding with a pedestrian, who was crossing at 

the junction.  Aggressive driving was considered a 

contributory factor.  

In the fi rst collision at the Railway Street junction, 2 

a cyclist rode off the pavement into the path of 

a vehicle. Both the cyclist and the driver of the 

vehicle were deemed to have been at fault, the 

former having failed to judge the vehicle’s speed or 

path and the latter being adjudged to have failed to 

look properly.

 In the second collision at Railway Street, a Private 3 

Hire vehicle pulled out in front of a motorcyclist, 

having failed to judge his speed or path.

3.6 Cycling
As noted above, York Way is not part of any formal 

Cycle Network. Nevertheless, the street benefi ted 

from an advisory cycle lane before the existing works 

to the Eastern Range began. These resulted in a 

temporary kerb buildout along the western footway, 

which meant that the cycle lane was rendered not 

usable.

It is an aspiration of the London Borough of Camden 

that this advisory cycle lane be reinstated. Given that 

York Way (as a designated wide load route) requires 

at least 4.2m in usable carriageway, this aspiration is 

entirely viable.

This can be achieved through the provision of a 

standard 3m running lane, alongside a 1.5m cycle 

lane. Clearly, in order to comply with the wide load 

designation, a 1.2m cycle lane is all that is required. 

However, TfL London Cycling Design Guidance 

specifi es that the minimum width of an advisory cycle 

lane should be 1.5m.

It is not considered that the details of these incidents 

– even taken together – necessarily warrants specifi c 

remedial safety engineering measures. However, given 

that all of the incidents mention speed or reckless 

driving as a potential contributory factor, it is felt that 

the carriageway narrowing, in conjunction with the 

proposed raised table at the Caledonia Street junction 

(south of Railway Street) might provide some benefi t 

in this regard. That is, the traffi c calming effects of 

these measures will reduce potential for reckless 

driving and will likely encourage will mean that any 

future misjudgements of another vehicle’s speed 

will allow for a greater degree of error before such a 

misjudgement results in a collision.
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3.7 Public Art
Eastern Range

Currently, there is no Public Art within the study area. 

This contributes to the somewhat dingy appearance of 

the street as a whole. In addition, there are signifi cant 

space-constraints, especially between Euston Way 

and Wharfdale Road, which makes the introduction of 

physical Public Art proposals problematic.

It is proposed that both of these issues could best 

be addressed by the use of lighting as a Public Art 

element. As already stated, York Way is currently 

a rather dingy, dark, unattractive corridor. This is 

caused by a number of factors, including the lack of 

animation along the Eastern Range.

Nevertheless, the Eastern Range itself is a handsome 

structure befi tting its listed status, with a great deal of 

detailing in the form of arches and the like.

It is proposed that this detailing is made a feature by 

the use of creative uplighting, as is common with many 

other heritage buildings. This could be achieved by the 

use of uplighters located on both sides of the columns 

or within the arches themselves at Mezzanine level. 

By locating a light on both sides of each section, the 

lights can be programmed to change their illumination 

strength in relation to each other in a slow cycle, 

thereby creating a form of shadow-play along the 

frontage. While it is envisaged that this would be 

relatively subtle, the potential exists for different 

programming to create patterns or other relationships 

on special occasions.

It is proposed that the lights would generally be white 

or subtly coloured to pick up the natural colouring of the 

brick construction. However, the potential would exist 

for more defi ned coloured projections to commemorate 

certain events (e.g. Christmas or the Olympics).

It is recognised that the connection and maintenance 

of uplighters attached to the Eastern Range might be 

problematic for the same reasons that wall-mounted 

street lighting was not considered feasible. Should 

this prove to be the case, it is proposed that uplighters 

could be attached to the street light columns. This 

would not allow for such defi ned shadow-play but 

could nonetheless help to animate the frontage.

‘HERITAGE UPLIGHTING’
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WHITE/NATURAL UPLIGHTING
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COLOURED UPLIGHTING
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SHADOW PLAY (HERE, A MOVING IMAGE REPLICATING TRAINS PULLING OUT OF THE STATION)
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Potential gateway public art location 

New Public Space; Site Z

Unattractive brick structures

Café; British Museum

Goods Way
North of the Eastern Range, the primary opportunity 

for Public Art exists at the Goods Way junction, where 

an installation could act as a gateway feature for the 

Kings Cross Lands. This could potentially also be used 

to ‘hide’ the unattractive brick structures there.

In the longer term, this could potentially involve the 

creation of a new Public Space on what is currently 

Site Z of the King’s Cross Lands.  This could transform 

an otherwise poor quality location into a new public 

square to complement the adjacent King’s Place 

development.

This square – as well as providing new public space – 

could be animated by a small café and public seating 

in much the same way as is found in the forecourt of 

the British Museum.
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Conclusion
This document sets out proposals for:

Improved pedestrian crossing facilities  • at the 

Eustn Road junction to provide a widenend. 

single stage crossing with a dedicated pedestrian 

crossing phase.

Widenened footways •  along the entire Eastern 

Range frontage so as to provide a consistent 

footway width of approx. 4m (the exception 

being the approaches to the Wharfdale Road 

junction where traffi c management measures 

to accommodate the junction movements there 

require a wider carriageway).

Removal of redundant carriageway space. •  The 

additional footway width is created by reduction of 

the carriageway from a two-lane street to one lane.

Removal of the pedestrian crossing island at 

the Wharfdale Road junction, to be replaced 

by a simple signalised crossing with an all-red 

pedestrian crossing phase, supported by a granite 

sett ‘ghost island’ using locally reclaimed heritage 

materials to match the entrance to the previous 

taxi-rank entrance.)

A new raised table •  pedestrian crossing and traffi c 

calming facility at the Caledonia Street junction 

to cater for altered pedestrian desire lines arising 

from the removal of the pedestrian route through 

the station.

Public Art  • proposals including uplighting of the 

Eastern Range façade, potentially using colour and 

‘moving projection’ such that the shadows cast by 

the detailing on the Eastern Range are in a slow but 

continual process of change.

New street lighting • , and

Tree planting  • north of the Eastern Range, species 

and type to match the predominant planting on the 

Islington side of the street (Gingko Balboa).
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4.2 Risk Analysis
As always with any proposed improvements in a complex 

urban street, there are a number of risks associated with 

the recommendations made in this report. A number of 

these are generic to any such scheme. These include the 

risk of failure at the Public Consultation or Traffi c Order 

Making stage. There are also a number of risks inherent 

to specifi c elements of the proposals within this report.  

These are outlined below:

4.2.1 Traffi c Management

As outlined above, it is understood that the London 

Borough of Islington (LBI) has aspirations for making 

the whole of York Way a two-way street. By narrowing 

the carriageway in order to widen the footway, these 

proposals preclude two-way working on York Way south 

of Wharfdale Road.

RISK LEVEL: LOW

4.2.2 Footway

Materials

This study proposes the use of reinforced York Stone 

for the footway so as to respond to the surrounding 

materials, either existing or proposed. While it is 

recognised that there is currently not suffi cient budget 

available to utilise York Stone, it is felt that the longer 

term potential of the street (when, for example a 

proportion of bus facilities can be relocated) would 

be undermined by the use of lower quality materials. 

Nevertheless, the lack of funding currently available puts 

this recommendation at some risk.

RISK LEVEL: MED

04 Works Cost 

Estimate and Risk 

Analysis

4.1 Cost Estimates
As mentioned above, two options have been 

considered for costing purposes:

re-paving the entire footway (western side) in York  •

Stone (£1.645m)

as above except using Camden Slab paving between  •

Caledonia Street and Wharfdale Road (£1.56m)

These cost estimates include 10% for preliminaries 

(eg: mobilisation and set-up); a 15% uplift in case of 

need to use restrictive working hours; a 15% fee for 

the Contractor’s profi t margin and a 30% contingency 

fi gure commensurate with the early design stage.

The fi gures exclude the cost of any public art element, 

the re-design of the Euston Road junction, any 

diversion of utilities and VAT.

A full breakdown of these fi gures can be found in 

Appendix B.
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Planting

This document sets out proposals for tree planting north 

of the Eastern Range. The exact locations of new trees 

will be dependent upon a number of issues, including 

discussions with Camden’s Arboricultural Offi cer and 

physical limitations on the ability to plant caused by the 

needs of statutory undertakers and others.

RISK LEVEL: LOW - MED

Street Furniture

There are no risks associated with these proposals.

Pedestrian Signing

This report recommends the use of the Legible London 

programme currently being introduced by TfL. At the 

time of writing, this scheme is in its infancy and will need 

to be monitored for progress to ensure that its major 

benefi ts (provision consistent with most other parts of 

London) still applies.

Linked to this, it is noted that the LBI utilise a different 

pedestrian signage system, which already operates close 

to the study area. This will need to be considered when 

rolling out the Legible London pedestrian signage in 

the area.

RISK LEVEL: LOW

4.2.3 Pedestrian Crossings

This report makes recommendations for three 

pedestrian crossings. These are:

Euston Road Junction

This report sets out proposals for a one-stage pedestrian 

crossing at the junction of York Way and Euston Road. 

This junction forms part of the TLRN, and the proposals 

will have to be agreed by TfL.

RISK LEVEL: MED - HIGH

Wharfdale Road Junction

There is some concern that removal of the traffi c 

island at this junction might involve the relocation 

of underground utilities to the extent that the costs 

associated with the works make the proposal no 

longer feasible. (See Appendix C)

RISK LEVEL: LOW/MED

Caledonia Street Junction

This proposal requires the permanent loss of the 

coach parking facility currently suspended on York 

Way, and the re-location of the Bus Stops southwards.  

These measures will need to be agreed.

RISK LEVEL: MED

4.2.4 Buses and Coaches

This proposal requires the permanent loss of the 

coach parking facility currently suspended on York 

Way, and the re-location of the Bus Stops southwards.  

These measures will need to be agreed.

RISK LEVEL: MED

4.2.5 Safety

The proposals in this Report will need to be subject 

to Safety Audit, although no specifi c issues are 

considered likely.

RISK LEVEL: LOW

4.2.6 Cycling

This report recommends the re-introduction of an 

1.5m Advisory Cycle Lane along York Way. This is not 

subject to any specifi c risks or assumptions other than 

would normally be relevant (e.g. consultation process 

or safety audit).

4.2.7 Public Art

This report proposes the use of lighting upon the 

Eastern Range as a public art element that could 

enhance the visual appearance of the street by 

animating an attractive but otherwise blank frontage. 

This proposal would need to be agreed by a variety of 

stakeholders, particularly in light of the listed status of 

the building itself.

RISK LEVEL: LOW – MED
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Appendix A

Wharfdale Road Junction options
The diagrams (right) show two design options for the 

York Way junction with Wharfdale Road, which were 

previously considered and then rejected.  They are 

included here for completeness.

Option Two (Priority Junction)Option One (Signalised Junction)
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Appendix B: Cost Estimates

All York Stone

Item 
No. Description Unit Quantity Rate Status Cost

York Way, Camden - Approximate footway area =1044 m2 5612

100 Traffi c Management

Estimated management works required to keep street open to traffi c and pedestrians (some closures may be 

necessary)

week 9 £ 500 UI estimate £ 4,500

200 Site Clearance

Footway

203c Take up and dispose Concrete block paving m2 1896 £ 2 UI estimate £ 3,792

207c Take up and dispose Granite kerb m 506 £ 10 LBC rate £ 5,060

Break out and dispose unnecessary street furniture (bollards, guard railing, etc) each 34 £ 20 UI estimate £ 680

500 Drainage and Service Ducts

518 Adjust service boxes/covers btn 0.3 - 0.6 sqm in footway by 50mm or less No. 41 £ 100 UI estimate £ 4,100

700 Pavements

Carriageway

Carriageway resurfacing. Stone mastic asphalt wearing course 10mm nominal size aggregate 35mm thick m2 3084 £ 22 UI estimate £ 67,848

Epoxy resin based high skid resistant surface treatment, 2.0 - 3.0mm bauxite aggregate in areas 200sqm or more 

(Safety) - to junction approaches

m2 450 £ 28 LBC rate £ 12,600

Epoxy resin based high skid resistant surface treatment, 2.0 - 3.0mm bauxite aggregate in areas 200sqm or more 

(Enforcement) - to bus/cycle lanes

m2 908 £ 28 LBC rate £ 25,424

Side-Road Entry Treatment

739 Vehicle cross-over at Caledonia Street (granite setts, mortar bedded on a concrete base) m2 169 £ 120 LBC rate £ 20,280

1100 Kerbs, Footways and Paved Areas

Kerbs
Kerb foundations and haunching m 516 £ 0 Inc £ 0

1102 Granite kerbs (fl at or edge) laid straight or curved over 1.8m radius m 516 £ 93 LBC rate £ 47,988

Channels in footways
1113 Concrete foundation m 516 £ 0 Inc £ 0

Granite footway drainage channels m 516 £ 93 UI estimate £ 47,988

Footways
Concrete base m2 2528 £ 25 UI estimate £ 63,200

Concrete slabs 75mm thick reinforced with mortar bed and butt joint m2 0 £ 70 UI estimate £ 0

Yorkstone slabs with mortar bed and mortar joint m2 2528 £ 120 UI estimate £ 303,360



All York Stone (continued)

Item 
No. Description Unit Quantity Rate Status Cost
1200 Traffi c Signs and Road Markings

Traffi c signs each 32 £ 150 UI estimate £ 4,800

Road Markings m 1280 £ 1 UI estimate £ 1,280

1400 Electrical Work for Road Lighting and Traffi c Signs

Traffi c Signs each 32 £ 150 UI estimate £ 4,800

Junction Works

3 arm signalised - Wharfdale Road junction. sum 1 £ 120,000 UI estimate £ 120,000

Zebra crossing sum 1 £ 15,000 UI estimate £ 15,000

Drainage
Install new shoot gullies to connect to existing each 14 £ 300 UI estimate £ 4,200

Street Lighting

Install new lighting column each 40 £ 6,000 UI estimate £ 240,000

Street Furniture
Bench each 2 £ 800 UI estimate £ 1,600

Litter Bin each 2 £ 800 UI estimate £ 1,600

Tree
Tree each 8 £ 400 UI estimate £ 3,200

Works costs £ 1,000,100

Preliminaries (10% of sub total) % UI estimate £ 100,010

Restrictive Working Hours (15% uplift) % UI estimate £ 0

Contractors profi t (15%) % UI estimate £ 165,017

Sub-total £ 1,265,127

Contingency (30 % at detailed design reducing to 5 % at site start. % UI estimate £ 379,538

Total (excl. utilities and VAT) £ 1,644,664

Approximate cost / m2 £ 293.06
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Some Camden Slab

Item 
No. Description Unit Quantity Rate Status Cost

York Way, Camden – Approximate footway area =1044 m2 5612

100 Traffi c Management

Estimated management works required to keep street open to traffi c and pedestrians (some closures may be 

necessary)

week 9 £ 500 UI estimate £ 4,500

200 Site Clearance

Footway
203c Take up and dispose Concrete block paving m2 1896 £ 2 UI estimate £ 3,792

207c Take up and dispose Granite kerb m 506 £ 10 LBC rate £ 5,060

Break out and dispose unnecessary street furniture (bollards, guard railing, etc) each 34 £ 20 UI estimate £ 680

500 Drainage and Service Ducts

518 Adjust service boxes/covers btn 0.3 - 0.6 sqm in footway by 50mm or less No. 41 £ 100 UI estimate £ 4,100

700 Pavements

Carriageway

Carriageway resurfacing. Stone mastic asphalt wearing course 10mm nominal size aggregate 35mm thick m2 3084 £ 22 UI estimate £ 67,848

Epoxy resin based high skid resistant surface treatment, 2.0 - 3.0mm bauxite aggregate in areas 200sqm or more 

(Safety) - to junction approaches

m2 450 £ 28 LBC rate £ 12,600

Epoxy resin based high skid resistant surface treatment, 2.0 - 3.0mm bauxite aggregate in areas 200sqm or more 

(Enforcement) - to bus/cycle lanes

m2 908 £ 28 LBC rate £ 25,424

Side-Road Entry Treatmentand

739 Vehicle cross-over at Caledonia Street (granite setts, mortar bedded on a concrete base) m2 169 £ 120 LBC rate £ 20,280

1100 Kerbs, Footways and Paved Areas

Kerbs

Kerb foundations and haunching m 516 £ 0 Inc £ 0

1102 Granite kerbs (fl at or edge) laid straight or curved over 1.8m radius m 516 £ 93 LBC rate £ 47,988

Channels in footways

1113 Concrete foundation m 516 £ 0 Inc £ 0

Granite footway drainage channels m 516 £ 93 UI estimate £ 47,988

Footways
Concrete base m2 2528 £ 25 UI estimate £ 63,200

Concrete slabs 75mm thick reinforced with mortar bed and butt joint m2 1022 £ 70 UI estimate £ 71,540

Yorkstone slabs with mortar bed and mortar joint m2 1506 £ 120 UI estimate £ 180,720

1200 Traffi c Signs and Road Markings

Traffi c signs each 32 £ 150 UI estimate £ 4,800

Road Markings m 1280 £ 1 UI estimate £ 1,280
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Item 
No. Description Unit Quantity Rate Status Cost
1400 Electrical Work for Road Lighting and Traffi c Signs

Traffi c Signs each 32 £ 150 UI Estimate £ 4,800

Junction Works

3 arm signalised - Wharfdale Road junction. sum 1 £ 120,000 UI Estimate £ 120,000

Zebra crossing sum 1 £ 15,000 UI Estimate £ 15,000

Drainage

Install new shoot gullies to connect to existing each 14 £ 300 UI Estimate £ 4,200

Street Lighting

Install new lighting column each 40 £ 6,000 UI Estimate £ 240,000

Street Furniture

Bench each 2 £ 800 UI Estimate £ 1,600

Litter Bin each 2 £ 800 UI Estimate £ 1,600

Tree
Tree each 8 £ 400 UI Estimate £ 3,200

Works costs £ 949,000

Preliminaries (10% of sub total) % UI estimate £ 94,900

Restrictive Working Hours (15% uplift) % UI estimate £ 0

Contractors profi t (15%) % UI estimate £ 156,585

Sub-total £ 1,200,485

Contingency (30 % at detailed design reducing to 5 % at site start. % UI estimate £ 360,146

Total (excl. utilities and VAT) £ 1,560,631

Approximate cost / m2 £ 278.09

Some Camden Slab (continued)
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Appendix C: Underground Topographical Survey

CLIENT

LOCATION OF UNDERGROUND SERVICES

Service found by Ground Probing Radar

TOPOGRAPHICAL SURVEY SHOWING

PROJECT

TITLE

Issue

Overhead Wires

Overhead Power Cables

SHEET 4 OF 4

Revision

Unknown service

Rising Main

Assumed route of Air pipe (records)

Assumed route of Air pipe

Assumed route of Oil pipe

Route of Drainage (flow)
SWD  Surface Water Drainage
FWD  Foul Water Drainage
CS   Combined Sewer System

Assumed route of unknown service

Assumed route of Oil pipe (records)

Assumed route of Drainage (flow)

Oil Pipe

Water pipe

Assumed Band of Cable Television Cables

Assumed route of Water pipe

Assumed route of Gas pipe

Assumed route of Water pipe (records)

Assumed route of Gas pipe (records)

Assumed route of Heating pipe (records)

Assumed route of Heating pipe

Heating pipe

Air Pipe

Gas Pipe

Date

e.g. Any plastic pipe or any service that could

SHEET DIAGRAM

not be located by other means. Accuracy depends on ground conditions.

4

3

2

1

Service found by Ground Probing Radar

Service found by Electro Magnetic Location
using a sonde. e.g. Drainage. Accuracy ± 5% of depth reading.

Service found by Electro Magnetic Location
e.g. Any metallic pipe or cable. Accuracy ± 5% of depth reading.

MANUFACTURERS STATED DEPTH POSITIONS

The location and/or identification of a service will not necessarily indicate whether it is live or dead.

The fact that a service has not been located or identified does not necessarily imply that it does not
exist or is dead, however their presence should be anticipated.

Before mechanical plant is used, the actual position of mains and services must be established,
and verified on site.

The results from Electro Magnetic and GPR location techniques are not infallible and trial excavations
must be carried out to confirm service identification, positions and particularly depths. The
completeness of the underground service information cannot be guaranteed.

NOTES

Air Valve
Asbestos Cement
Belisha Beacon
Back Drop
Bore Hole
Basement Light
Bollard
Brick
Brick Wall
British Telecom Inspection Cover
Bus Stop
Cable Television Inspection Cover
Cable Television Termination Box
Cable Rise
Cathodic Protection Point
Cast Iron
Close Boarded Fence
Chain Link Fence
Chestnut Paling Fence
Cover Level
Concrete
Concrete Wall
Disconnected Utility
Drop Kerb
Down Pipe
Ductile Iron
Earth Rod
Empty Duct
End of Trace
Electricity Inspection Cover
Electricity Pole
Fibre Optic
Fire Hydrant
Finished Floor Level
Gas Valve
Gully
Inspection Cover
Invert Level
Iron Railing Fence
Kerb Outlet
Lamp Hole
Lamp Post
Parking Meter
Piezometer
Post & Wire Fence
Post & Rail Fence
Polyethylene
Polyvinyl Chloride
Pipe Rise
Manhole
Marker
Mercury Inspection Cover
Road Sign
Road Nameplate
Rodding Eye
Spun Iron
Soffit Level
Stone Wall
Stop Cock
Stay
Telegraph Pole
Telephone Call Box
Traffic Light
Unable to Lift
Valve
Vent Pipe
Vitrified Clay
Water Meter
Wash Out
Water Valve
Wood Panel Fence

AV
AC
BB
BDrp
BH
BL
B
BR
BW
BTIC
BS
CTVIC
TV
CR
CP
CI
CBF
CLF
CPF
CL
CO
CW
Cut
DK
DP
DI
ER
ED
EoT
EIC
EP
FO
FH
FFL
GV
GY
IC
IL
IRF
KO
LH
LP
PM
PZ
PWF
PRF
PE
PVC
PR
MH
Mkr
MIC
RS
RN
RE
SI
SL
SW
SC
SY
TP
TCB
TL
UTL
V
VP
VC
WM
WO
WV
WPF

Assumed route of BT / Mercury Cable (records)

Earth Cable/Strap
BT / Mercury Cable

Assumed route of CTV Cable

Cable Television Cable

Band of Communications Cables

Assumed route of BT / Mercury Cable

Assumed Band of Communications Cables

Band of Cable Television Cables

Assumed route of CTV Cable (records)

Diameter of Pipe

Electricity Cable

LEGEND

Depth below surface in metres

Assumed route of Electricity Cable

Disconnected Cables
Assumed Band of Electricity Cables

Band of Electricity Cables

Assumed route of Electricity Cable (records)

ABBREVIATIONS

LONDON BOROUGH OF ISLINGTON

BETWEEN CRINAN STREET & WHARFDALE ROAD

YORK WAY BUS PRIORITY MEASURE

COLIN BUCHANAN





<<
  /ASCII85EncodePages false
  /AllowTransparency false
  /AutoPositionEPSFiles true
  /AutoRotatePages /All
  /Binding /Left
  /CalGrayProfile (Dot Gain 20%)
  /CalRGBProfile (sRGB IEC61966-2.1)
  /CalCMYKProfile (U.S. Web Coated \050SWOP\051 v2)
  /sRGBProfile (sRGB IEC61966-2.1)
  /CannotEmbedFontPolicy /Warning
  /CompatibilityLevel 1.4
  /CompressObjects /Tags
  /CompressPages false
  /ConvertImagesToIndexed true
  /PassThroughJPEGImages true
  /CreateJobTicket false
  /DefaultRenderingIntent /Default
  /DetectBlends true
  /DetectCurves 0.0000
  /ColorConversionStrategy /LeaveColorUnchanged
  /DoThumbnails false
  /EmbedAllFonts true
  /EmbedOpenType false
  /ParseICCProfilesInComments true
  /EmbedJobOptions true
  /DSCReportingLevel 0
  /EmitDSCWarnings false
  /EndPage -1
  /ImageMemory 1048576
  /LockDistillerParams false
  /MaxSubsetPct 100
  /Optimize true
  /OPM 1
  /ParseDSCComments true
  /ParseDSCCommentsForDocInfo true
  /PreserveCopyPage true
  /PreserveDICMYKValues true
  /PreserveEPSInfo true
  /PreserveFlatness false
  /PreserveHalftoneInfo false
  /PreserveOPIComments false
  /PreserveOverprintSettings true
  /StartPage 1
  /SubsetFonts true
  /TransferFunctionInfo /Apply
  /UCRandBGInfo /Preserve
  /UsePrologue false
  /ColorSettingsFile ()
  /AlwaysEmbed [ true
  ]
  /NeverEmbed [ true
  ]
  /AntiAliasColorImages false
  /CropColorImages false
  /ColorImageMinResolution 300
  /ColorImageMinResolutionPolicy /OK
  /DownsampleColorImages true
  /ColorImageDownsampleType /Bicubic
  /ColorImageResolution 300
  /ColorImageDepth -1
  /ColorImageMinDownsampleDepth 1
  /ColorImageDownsampleThreshold 1.00000
  /EncodeColorImages true
  /ColorImageFilter /DCTEncode
  /AutoFilterColorImages true
  /ColorImageAutoFilterStrategy /JPEG
  /ColorACSImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /ColorImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /JPEG2000ColorACSImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /JPEG2000ColorImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /AntiAliasGrayImages false
  /CropGrayImages false
  /GrayImageMinResolution 300
  /GrayImageMinResolutionPolicy /OK
  /DownsampleGrayImages true
  /GrayImageDownsampleType /Bicubic
  /GrayImageResolution 300
  /GrayImageDepth -1
  /GrayImageMinDownsampleDepth 2
  /GrayImageDownsampleThreshold 1.00000
  /EncodeGrayImages true
  /GrayImageFilter /DCTEncode
  /AutoFilterGrayImages true
  /GrayImageAutoFilterStrategy /JPEG
  /GrayACSImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /GrayImageDict <<
    /QFactor 0.15
    /HSamples [1 1 1 1] /VSamples [1 1 1 1]
  >>
  /JPEG2000GrayACSImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /JPEG2000GrayImageDict <<
    /TileWidth 256
    /TileHeight 256
    /Quality 30
  >>
  /AntiAliasMonoImages false
  /CropMonoImages false
  /MonoImageMinResolution 1200
  /MonoImageMinResolutionPolicy /OK
  /DownsampleMonoImages true
  /MonoImageDownsampleType /Bicubic
  /MonoImageResolution 1200
  /MonoImageDepth -1
  /MonoImageDownsampleThreshold 1.00000
  /EncodeMonoImages true
  /MonoImageFilter /CCITTFaxEncode
  /MonoImageDict <<
    /K -1
  >>
  /AllowPSXObjects false
  /CheckCompliance [
    /None
  ]
  /PDFX1aCheck false
  /PDFX3Check false
  /PDFXCompliantPDFOnly false
  /PDFXNoTrimBoxError true
  /PDFXTrimBoxToMediaBoxOffset [
    0.00000
    0.00000
    0.00000
    0.00000
  ]
  /PDFXSetBleedBoxToMediaBox true
  /PDFXBleedBoxToTrimBoxOffset [
    0.00000
    0.00000
    0.00000
    0.00000
  ]
  /PDFXOutputIntentProfile ()
  /PDFXOutputConditionIdentifier ()
  /PDFXOutputCondition ()
  /PDFXRegistryName ()
  /PDFXTrapped /False

  /CreateJDFFile false
  /Description <<
    /ENU ([Based on 'Hi Res Print with crops'] [Based on '[High Quality Print]'] Use these settings to create Adobe PDF documents for quality printing on desktop printers and proofers.  Created PDF documents can be opened with Acrobat and Adobe Reader 5.0 and later.)
  >>
  /Namespace [
    (Adobe)
    (Common)
    (1.0)
  ]
  /OtherNamespaces [
    <<
      /AsReaderSpreads false
      /CropImagesToFrames true
      /ErrorControl /WarnAndContinue
      /FlattenerIgnoreSpreadOverrides false
      /IncludeGuidesGrids false
      /IncludeNonPrinting false
      /IncludeSlug false
      /Namespace [
        (Adobe)
        (InDesign)
        (4.0)
      ]
      /OmitPlacedBitmaps false
      /OmitPlacedEPS false
      /OmitPlacedPDF false
      /SimulateOverprint /Legacy
    >>
    <<
      /AddBleedMarks false
      /AddColorBars false
      /AddCropMarks false
      /AddPageInfo false
      /AddRegMarks false
      /BleedOffset [
        0
        0
        0
        0
      ]
      /ConvertColors /NoConversion
      /DestinationProfileName ()
      /DestinationProfileSelector /NA
      /Downsample16BitImages true
      /FlattenerPreset <<
        /PresetSelector /MediumResolution
      >>
      /FormElements false
      /GenerateStructure true
      /IncludeBookmarks false
      /IncludeHyperlinks false
      /IncludeInteractive false
      /IncludeLayers false
      /IncludeProfiles true
      /MarksOffset 6
      /MarksWeight 0.250000
      /MultimediaHandling /UseObjectSettings
      /Namespace [
        (Adobe)
        (CreativeSuite)
        (2.0)
      ]
      /PDFXOutputIntentProfileSelector /NA
      /PageMarksFile /RomanDefault
      /PreserveEditing true
      /UntaggedCMYKHandling /LeaveUntagged
      /UntaggedRGBHandling /LeaveUntagged
      /UseDocumentBleed false
    >>
    <<
      /AllowImageBreaks true
      /AllowTableBreaks true
      /ExpandPage false
      /HonorBaseURL true
      /HonorRolloverEffect false
      /IgnoreHTMLPageBreaks false
      /IncludeHeaderFooter false
      /MarginOffset [
        0
        0
        0
        0
      ]
      /MetadataAuthor ()
      /MetadataKeywords ()
      /MetadataSubject ()
      /MetadataTitle ()
      /MetricPageSize [
        0
        0
      ]
      /MetricUnit /inch
      /MobileCompatible 0
      /Namespace [
        (Adobe)
        (GoLive)
        (8.0)
      ]
      /OpenZoomToHTMLFontSize false
      /PageOrientation /Portrait
      /RemoveBackground false
      /ShrinkContent true
      /TreatColorsAs /MainMonitorColors
      /UseEmbeddedProfiles false
      /UseHTMLTitleAsMetadata true
    >>
  ]
>> setdistillerparams
<<
  /HWResolution [2400 2400]
  /PageSize [612.000 792.000]
>> setpagedevice


