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engaged	to	determine	what	system/specification	
is most appropriate. Further guidance concerning 
irrigation can be found in the London Tree 
Officers	Association	(LTOA)	guidance	document	
Sustainable Water Management: Trees are part of 
the solution.

For	existing	trees,	a	range	of	surface	materials	
can be used including (but not limited to): 

• Gravel: Resin bound
• Gravel: Self binding
• Mulch: Inorganic
• Mulch: Organic 
• Rubber crumb

Each surface material has its advantages and 
disadvantages and no one surface treatment 
is suitable for all situations. Guidance for 
material selection can be found in the LTOA 
document ‘Surface materials around trees in hard 
landscapes’. The table (below) from the LTOA 
document should be read in conjunction with it. 

If planting trees directly into the ground is not 
possible then it might be appropriate to use 
raised planters. Many different designs of planter 
are available and the relevant arboricultural and 

Figure 271: Mature trees on Victoria 
Embankment

landscape specialist must be consulted in the 
selection of the appropriate product. It should 
be remembered that using planters could have 
implications on tree health, may attract litter/
vandalism, require a higher degree of maintenance 
and will constitute an increased irrigation burden.

Maintenance
Trees differ from other assets in that they often 
appreciate with age and have less predictable 
life spans and maintenance regimes than built 
assets. They must be adequately protected when 
worked around in accordance with the principles 
set out in the documents National Joint Utilities 
Group Guidelines 4 (NJUG4) and British Standard 
5837 – Trees in relation to design, demolition 
and construction. 

In	cases	where	tree	roots	are	conflicting	with	
footway materials the relevant arboricultural 
specialist	must	be	consulted	to	find	a	suitable	
solution.	This	may	involve	extending	the	tree	pit	
or manipulating or pruning the roots, although 
the latter is only to be undertaken on instruction 
from the relevant arboricultural specialist.

Removal of any item of green infrastructure 
is to be considered only when all other 
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Wildflower	areas	require	one	or	two	visits	per	
year which reduces the need for permits and 
the emissions from cutting machinery. Litter 
collection, usually by the local authority, is a 
more	difficult	task	in	longer	grass	but	is	essential	
to ensure that the site is safe and litter-free 
before grass cutting.

Our A&LMMs are responsible for the 
management of all aspects of the Green Estate 
including planted areas in accordance with the 
GEMP. They must be consulted and approve all 
works and proposals which may affect it.

Passeig de St Joan Boulevard 
Barcelona, Spain 
Creating a vibrant urban green zone using 

permeable paving and tree planting

Key functions

Opportunity
A wide, hazardous and unsightly footway in 
Barcelona has been transformed into a sustainable 
and vibrant green zone that better uses the 
available space.

Benefits
Through unobtrusive intervention this 
development has revitalised the social value of the 
boulevard, catalysing commercial and recreational 
use of the area while improving biodiversity.

Implementation
The poor condition of the Passeig de St Joan 
Boulevard was becoming a hazard for pedestrians. 
Instead of resurfacing the footway, an ambitious 
remodelling was undertaken. Pavement space 
was allocated between pedestrian, recreational 
and cycle use. This was achieved by reducing the 
space	allocated	to	traffic	and	by	segregating	the	
cycle lanes. Two new rows of trees were planted 
to improve the aesthetic quality of the boulevard. 
Adequate drainage into subsoil was an issue; this 
was facilitated through the use of a permeable 
pavement system which added to the appeal and 
sustainability of the site.

Applying in London
Where wide footways allow, shared space 
can be created for pedestrians, cyclists 
and those wishing to stop and sit. 

Images courtesy of Adrià Goula
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Additional Information
British Standards:
BS 5837:2012 Trees in relation to 
design, demolition and construction – 
Recommendations (BSI)

BS 4428: Code of practice for general landscape 
operations

Forestry Commission
Right Trees for a Changing Climate: (www.
righttrees4cc.org.uk) 

Greater London Authority:
Greenspace Information for Greater London 
(GiGL) (www.gigl.gov.uk) 

Highways Agency (HA):
Design Manual for Roads and Bridges (DMRB): 
Volume 10, Environmental Design and 
Management, HA, Section 3: Landscape 
Management
DMRB: Volume 10, Environmental Design 
and Management, HA, Section 0, Part 2: 
Environmental Functions  
DMRB: Volume 10, Environmental Design and 
Management, HA, Section 0, Part 3: Landscape 
Elements

London Highways Alliance Contract 
(LoHAC):
LoHAC Contract, Volume 2, pages 23-24

Chelsea Fringe 
London, UK
Making the most of existing infrastructure

Key functions

Opportunity
The Chelsea Fringe is an open source and largely 
free festival that runs for about three weeks every 
year from mid May to early June.

Benefits
The open access principle of the fringe ensures 
that almost anything goes from temporary to 
permanent installations, community-led garden 
initiatives,	exhibitions,	events,	experiences,	
exhibits	and	talks	and	walks	across	London.

Implementation
The Chelsea Fringe, although independent from 
the RHS Chelsea Flower Show, runs with its 
support. The fringe is largely volunteer run and 
hosts a wide range of events. These are generally 
free and centred on plants and gardens. 

Applying in London
With such a broad scope of potential 
events, the Chelsea Fringe has the ability 
to reach more Londoners than many 
other events. TfL has provided a platform 
for some Chelsea Fringe events that 
are sponsored by a third party or the 
applicant. All future events are subject 
to approvals from asset owners and the 
SDRG.
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London Tree Officers Association  
(http://www.ltoa.org.uk/):
Surface materials around trees in hard landscapes 
Sustainable Water Management: Trees are part of 
the solution 

National Joint Utilities Group:
NJUG Guidelines for the Planning, Installation 
and Maintenance of Utility Apparatus in 
Proximity	to	Trees,	2007

Susdrain (http://www.susdrain.org/)

Transport for London:
Green Estate Management Plan

Trees and Design Action Group:
Trees in Hard Landscapes: A Guide for Delivery, 
2014

UK Roads Liaison Group:
Well-maintained Highways, 2013

New York City Department of 
Transportation: 
Street Design Manual  

13.3 Keeping London dry 

Intense rainfall puts London at risk of localised 
flooding	from	surface	water	running	off	ever	
increasing impermeable surfaces. Effective 
rainwater management is vital to the functioning 
and enjoyment of London’s road network.

With greater focus on the need to manage 
surface water runoff, we encourage designers 
to consider water-sensitive design principles 
and	to	explore	opportunities	for	incorporating	
sustainable urban drainage systems as an 
approach to managing rainfall. For highway 
runoff, we will consider SuDS measures designed 
in accordance with the SuDS Manual (CIRIA C697) 
on a site-by-site basis.

Overview
London’s	drainage	system	is	a	complex	
interconnected arrangement of private and 
public drains and sewers, with public ownership 
in the hands of multiple highway and drainage 
authorities. Much of London’s drainage assets 
are out of sight, hidden deep beneath our 
streets, but are nevertheless critical to keeping 
Londoners’ feet dry. If these assets are poorly 
designed or not maintained in optimum 
condition, the effects can be devastating to 
local	communities,	disruptive	to	traffic	flow	and	
damaging to other highway assets. 

Highway drainage systems must be designed to 
ensure minimal maintenance and a long life in 
terms of hydraulic and structural requirements. 
In addition, designers need to account for the 
potential	impacts	of	extreme	weather	events,	
take	steps	to	assess	the	risk	of	flooding,	and	take	
every opportunity to increase resilience. 

The remainder of this section will focus on 
surface water drainage at the local level.

Types of drainage systems
There are many types of drainage systems 
available to manage rainwater. The size, shape, 
gradient and geology of a catchment area are all 
factors	which	can	influence	the	type	of	system	
and materials used. London’s highway drainage 
systems include: 

• Attenuation tanks

• Balancing ponds 

• Drainage pipes

• Filter drains 

• Grassed surface water channels 

• Kerbs and gullies

• Oil and petrol interceptors

• Soakaways 

•	 Surface	flow	wetlands	

• Surface water channels 
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will	influence	the	drainage	design.	For	example,	
road gullies should be sited to intercept surface 
water immediately before a pedestrian crossing 
point and drainage pipe runs should avoid tree 
root systems. 

Drainage systems need to have a minimal 
physical impact on the carriageway or footway. 
A well-designed and maintained road drainage 
system ensures:

• Safe conditions in all weather 

• Minimal nuisance to pedestrians via splashing

• Minimal environmental impact 

• Durability and robustness of the carriageway 
surface

• Minimal disruptions caused during regular 
maintenance

Where possible, drainage and possibly utility 
apparatus should be laid in ‘corridors’ in the 
footpath. This will improve ride quality and 
facilitate the future maintenance of the services 
with minimum impact on road closures. Refer to 
the NJUG Guidelines on the Positioning and 
Colour Coding of Underground Utilities’ 
Apparatus (2007) for further information.

Cyclic maintenance activities are generally carried 
out without road space permits, hence thought 
needs to be given to positioning of gullies based 
on	access	and	traffic	flows.

Design criteria 
The following is an overview of the requirements 
for typical drainage systems on the highway: 

• New or upgraded drainage relating to highways 
shall be designed in accordance with the 
Design Manual for Roads and Bridges, the 
Specification	for	Highway	Works,	and	Sewers	
for Adoption  

• The principle adopted for all highway drainage 
should be the use of straight sections of pipe 
serving trapped gully pots. Pumping of surface 
water should be avoided 

• Where it is not possible to install a gully pot 
due to depth of construction, a catch pit 
connected to a gully is permissible 

• Designers should avoid the practice of 
connecting gully to gully as a means of 
transferring	flows.	Each	gully	pot	should	ideally	
have its own connection to the carrier pipe

•	 In	exceptional	circumstances	short	lengths	of	
highway rider sewer will be allowed 

•	 Preference	should	be	given	to	flexible	jointed	
pipes 

• All access chambers shall be designed and 
constructed in accordance with Sewers for 
Adoption 7 

• Gully pots shall be constructed in accordance 
with the appropriate standard detail and be of 
high performance concrete 

Figure 274: A typical highway drainage system. 
There are features visible on the surface, such 
as covers and gratings as well as those buried 
and out of sight such as pipes and chambers

Typically drainage systems on the road network 
will consist of kerbs, channels, road gullies, and 
drainage	pipes.	The	profile	of	the	road	surface	
forms an important function of this type of 
drainage system by guiding water towards 
gullies, minimising aquaplaning and splashing and 
maximising	the	longevity	of	the	pavement	and	its	
associated earthworks.

Layout
Within the highway there are multiple elements 
which	may	influence	layout	and	material	
choices. These include available outfalls for 
new	systems,	surface	profile	and	steepness	of	
gradients, pedestrian desire lines, constraints 
resulting from the location of utility services, 
the likelihood and impact of systems becoming 
blocked by detritus, trees and street furniture. 
All of these elements have knock-on effects to 
drainage systems above and below ground, so 
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• Gully covers shall be hinged, not lift out

• Cyclic maintenance activities are generally 
carried out without road space permits, hence 
thought needs to be given to positioning of 
gullies	based	on	access	and	traffic	flows

Trees and drainage systems
Trees, like drainage, are an essential element 
of any good street. Care must be taken when 
working with planting and drainage infrastructure 
to ensure that one does not affect the other 
causing increased maintenance requirements. 

Tree roots are attracted to moisture leaving 
drainage infrastructure through defects, cracks 
and	displaced	joints.	Slow	flowing	drainage	and	
standing water at the surface may indicate a 
blockage	due	to	root	infiltration.	If	the	defects	
are not detected and addressed by routine 
maintenance the roots will continue to grow, 
expand	and	exert	pressure	at	the	crack	or	joint	
where	they	entered	the	pipe.	The	force	exerted	
by the root growth will over time break the pipe 
and may result in its total collapse, attracting a 
higher cost to bring the asset back to an 
acceptable level of service. Therefore all new 
drainage	systems	near	existing	or	newly	planted	
trees must be designed to prevent root 
infiltration.	

Topography of carriageway profiles 
The size and shape of a drainage area, as well 
as the length and gradient of the surface have 
an effect on the surface water runoff. CCTV 
surveys	may	be	required	to	confirm	whether	

existing	drainage	facilities	are	underperforming	
and whether new drainage facilities are required. 
Topographic surveys will need to be provided 
along with a localised gully catchment plan 
for any required remedial works as well as to 
support the positioning of new drainage assets. 

The combination of topographic surveys and 
local gully catchment plans can be modelled to 
show how effective the spacing of features such 
as	gullies	and	carriageway	profiles	are	and	used	
to develop improved layouts to reduce ponding 
and aquaplaning.

This	analysis	can	be	refined	when	looking	at	
specific	locations	such	a	crossing	points,	turning	
circles and bus stops where there is a higher 
potential of ponding and nuisance. 

Cambers and falls
Gradients at building frontages should 
prevent surface water from entering buildings, 
basements or station entrances. Surface 
water should be intercepted before bus stops, 
pedestrian crossings and junctions. Falls 
should be encouraged to direct surface water 
into gullies as collection points. Please refer 
to HD39/01 Footway Design of the DMRB for 
further information on the design of crossfalls 
and longitudinal gradient.

Low point should be at the gully and not located at 
the crossing otherwise localised ponding will occur 
at	the	crossing.	If	the	road	cannot	be	profiled	
to create a gully low point additional/alternative 
drainage arrangements will have to be made.

Materials and maintenance
Regular maintenance can have a positive 
impact	on	the	life	of	assets.	For	example,	well-
maintained road drainage will reduce the risk 
of water-logged foundation layers resulting 
in improved ability to withstand loading and 
minimise reactive repairs or premature failures. 

It may be false economy to choose materials  
on cost alone as there may be high maintenance 
costs if proprietary products or special 
maintenance activity is necessary to maintain  
an	asset.	Key	to	an	excellent	drainage	system	 
is	ensuring	that	the	need	for	disruptive	traffic	
management during maintenance is kept to a 
minimum. Therefore it can be cost effective to 
invest in high performance materials at the outset.

Installation of ironworks and covers needs 
appropriate consideration and material 
specification.	The	following	items	need	to	be	
considered when installing a cover: 

• Potential loading and strength of materials 

• Manual handling limitations

• Noise generation 

• Friction 

• Seating 

• Differential settlement 

• Milling when resurfacing is carried out 
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Pedestrian friendly grates: In any location 
where there is a high likelihood that a pedestrian 
will walk directly across the gully, this form of 
grate should be provided. These grates should be 
slip resistant and also prevent narrow heels from 
getting trapped. The grate should be at right 
angles to the direction of travel.

High volume grating: These may be used on 
the network where cycles are not permitted. 
High volume grates are at risk of capturing cycle 
wheels in the grating due to the large gaps 
required to capture higher rates of rainwater.

Slot channels: Consideration should be given 
to the maintenance implications of slot channels 
which can block with debris unless routinely 
cleared.

Channels: In some instances designers 
may need to install channels in the footway. 
Dished channels should be avoided as they 
do not provide a level walking surface. 
Due consideration should be given to their 
positioning and surrounding surfaces.

The use of traditional covers and their associated 
construction methods have resulted in a history 
of failure without any warning, often resulting 
in	lane	closures	at	peak	times	and	significant	
disruption to journey times. Taking appropriate 
consideration at design stage reduces the 
potential for high cost reactive defects and 
the risk of potential third party claims for 
compensation. 

Grates
A gully grate is a slotted cover to a gully pot. 
Grates prevent objects from washing into gullies, 
thereby reducing the risk of blockages and 
flooding.	Designers	need	to	select	the	correct	
grating type and positioning of gullies. It is not 
good practice to position gully gratings adjacent 
to crossing points where they are a potential trip 
hazard. 

Cycle friendly grates: In any location where 
there is a possibility that cycle wheels will cross 
gullies, the grate slots should be at right angles 
to the direction of travel. Alternatively, non-slot 
‘pedestrian style’ gratings should be provided. 

Figure 275: Cycle friendly grate on TLRN

Figure 276: Channel and pedestrian friendly gully
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Figure 277: Carriageway gully grate types
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Figure 278: Footway drainage options on footway
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Sustainable urban drainage systems and 
attenuation systems 
Sustainable urban drainage systems manage 
surface water caused by rainfall. Approaches 
to managing rainfall can address water quantity 
(flood	mitigation)	as	well	as	its	quality	(pollution	
reduction). SuDS may also provide amenity value 
when incorporated with green infrastructure.

Sustainable drainage is normally achieved by 
managing rainwater close to where it falls, by 
providing areas where rainwater can be stored 
– normally within natural contours – so that it 
is	allowed	to	soak	(infiltrate)	into	the	ground,	
evaporate into the atmosphere or be used by 
vegetation (evapotranspiration) or be released 
slowly back into the conventional (piped) 
drainage system.

Designers should not propose options that:

• Cause a negative net effect to the Green Estate

• Do not consider whole life costs

• Are not technically feasible

With the greater focus on the need to reduce 
surface water runoff, we encourage designers to 
apply water-sensitive urban design principles so 
that green infrastructure is not lost, especially 
to	impermeable	surfaces,	and	to	explore	
opportunities for incorporating SuDS measures 
to hold surface water and to manage its 
release into the piped drainage system. Where 
SuDS incorporate plantings, please consult an 
arboriculture and landscape manager.

Permeable and porous surfacing 
Porous and permeable surfaces allow rainwater 
through the surface layer to dissipate into 
underlying permeable soils. London is 
underlaid with a foundation of clay, which is 
ostensibly impermeable. However, there are 
locations throughout London where the soils 
are permeable and are able to remove rainfall 
from the surface. Whether or not the site 
in question has permeable soils, permeable 
and porous pavements may offer attenuation 
solutions which drain into a conventional (piped) 
system. Permeable and porous surfaces are 
becoming more readily available commercially. 
With appropriate consideration these could be 
incorporated into water collection features.  

Proposals should be brought to the SDRG at the 
initial design stages.

Rain gardens and SuDS
Rainfall can be collected and directed from the 
footway or carriageway into a planting bed or 
tree pit, provided the tree is a suitable species. 
This can be achieved through the use of swales, 
permeable	surfaces,	kerb	extension	planters,	
street planters, and tree pits. Where space 
is available and is technically feasible these 
options should be considered. Please speak 
to an aboricultural and landscape maintenance 
manager for species selection when working on 
the TLRN. 

(Image courtesy of Greysmith Associates)

Figure 279: Braham Street Park, Aldgate,  
uses a granular surfacing

Figure 280: Derbyshire Street, Bethnal Green, 
directs water into planted beds by using gaps 
in the edging
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Green walls
Vertical green walls using rainwater runoff from 
roof systems can play an important part in 
improving the streetscape. However, there is a 
high cost associated with the installation and 
maintenance of green walls. Therefore careful 
consideration is required at early design stages 
to whole life costs. All green wall proposals need 
SDRG approval. 

The Stockholm Solution 
Stockholm, Sweden
Creating healthier street trees through water 

attenuation

Key functions

Opportunity
Trees in Stockholm, Sweden, have been used 
as part of a cost-effective system to manage 
excessive	stormwater	runoff.

Benefits
Stormwater tree trench systems reduce the 
reliance	on	existing	drainage	systems,	improve	
safety by removing water ponding from footways 
and carriageways, and reduce splashing from 
passing vehicles.

Implementation
The trees are connected by an underground 
infiltration	structure.	Under	the	pavement,	a	
trench is created and lined with permeable fabric 
and	filled	with	stone	or	gravel.	Stormwater	runoff	
flows	through	a	special	inlet	(storm	drain)	leading	
to the stormwater tree trench. The runoff is 
stored in the empty spaces between the stones, 
watering	the	trees	and	slowly	infiltrating	through	
the bottom. If the capacity of this system is 
exceeded,	stormwater	runoff	can	bypass	it	entirely	
and	flow	into	an	existing	street	inlet.	

Applying in London
Stormwater tree trenches should be 
considered in areas that are prone to 
flooding.	This	type	of	infrastructure	
should be investigated in Opportunity 
Areas and areas of regeneration.  

Image courtesy of Wolf Paving  
Company, Inc.

Figure 281: Edgware Road green wall
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Porous pavement trial 
London, UK
Water attenuation for safer streets

Key functions

Opportunity
Porous pavements offer highway authorities and 
developers a new tool to manage stormwater by 
allowing it to drain through the pavement surface 
into	a	stone	recharge	bed	and	infiltrate	into	the	
soils below.

Benefits
Porous	materials	remove	excess	water	from	
carriageways and footways, improving driving 
conditions in wet weather and reducing splashing 
from moving vehicles.

Implementation
Porous pavements work by providing the water 
with a place to go, usually in the form of an 
underlying, open-graded stone bed. As the water 
drains through the porous asphalt and into the 
stone	bed,	it	slowly	infiltrates	into	the	soil	or	to	
an attenuation system. The stone bed size and 
depth must be designed so that the water level 
never rises into the asphalt. This stone bed, 
often 450mm to 900mm in depth, provides a 
tremendous subbase for the asphalt paving. 

Image courtesy of Wolf Paving  
Company, Inc.

Applying in London
Porous pavements are being trialled 
on the TLRN to determine if their 
use is appropriate and under what 
circumstances. We will publish results 
when the trial is complete.
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Additional information
British Standards:
BS EN 124: Gully tops and manhole tops for 
vehicular and pedestrian areas
BS 8301: Drainage
BS 7903: Guide to selection and use of gully tops 
and manhole covers for installation within the 
highway

Department for Transport:
Design Manual for Roads and Bridges: Volume 4 
– Geotechnics and Drainage 

Department for Environment Food & Rural 
Affairs:
National Standards for sustainable drainage 
systems, 2011

National Joint Utilities Group:
NJUG Guidelines on the Positioning and Colour 
Coding of Underground Utilities’ Apparatus, 
2007

Construction Industry Research and 
Information Association (CIRIA):
The SuDS Manual (C697)

WRc Group (Water Research Centre):
Sewers for Adoption (7th edition), 2013

Attenuation and infiltration 
systems London, UK
Replicating natural systems to provide easily 

maintained, aesthetically pleasing drainage 

capacity

Key functions

Opportunity
New	and	existing	developments	disrupt	natural	
drainage of rainfall. While conventional drainage 
systems	reduce	flood	risk,	there	are	other	smaller	
landscape	features	that	can	briefly	attenuate	
or	infiltrate	rainfall	and	add	visual	amenity	and	
ecosystem	benefits.

Benefits
Attenuation	and	infiltration	systems	can	reduce	
flood	risk	while	also	improving	the	ecology	and	
visual amenity of the site.

Implementation
Following consultation with urban designers and 
ecologists, the raised kerbs installed in Potters 
Fields Park, London Bridge, were designed with 
slots between them to direct water off the kerb 
and footway into the adjacent gardens. This 
infiltrates	a	small	amount	of	the	flow	and	provides	
the gardens with a plentiful water supply. 

Applying in London
Successful	attenuation	and	infiltration	
systems require early consultation with 
several professionals to ensure structural, 
operational and maintenance issues are 
considered. These systems work well 
in areas of high footfall and where an 
opportunity to beautify the landscape 
exists.
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13.4 Lighting the way 

 
Vision and purpose
To enhance night-time use, economy and 
enjoyment, and to provide safe passage across the 
Capital for all road users, we choose to provide 
street lighting across the TLRN. Street lighting 
provides	many	benefits	to	the	network,	including:

• Reducing night-time accidents and personal 
injuries

• Reducing crime and fear of crime

•	 Promoting	personal	physical	fitness	and	
sustainability by encouraging walking and 
cycling after dark

• Facilitating social inclusion by permitting the 
use of streets and amenities after dark

• Supporting the 24-hour leisure economy 
promoting economic development

• Providing safe access to educational facilities 
supporting lifelong learning

• Assisting emergency services to identify 
locations and so reduce response times

• Permitting the effective use of CCTV during 
the hours of darkness

• Maintaining and/or improving the quality of life 
and personal wellbeing

• Providing an aesthetically pleasing appearance 
during the day and night

However, such advantages need to be 
considered	with	other	benefits.	These	include	
their environmental impact, sustainability, the 
reduction in greenhouse gas emissions, the 
more	efficient	use	of	energy,	and	the	provision	
of Best Value. Such initiatives are supported 
by drivers including the Climate Change Act 
2008 (to reduce greenhouse gas emissions), the 
Carbon Reduction Commitment (CRC) Energy 
Efficiency	Scheme	(to	make	more	efficient	use	of	
energy), and the Mayor’s Transport Strategy and 
Climate Change Mitigation and Energy Strategy. 
We therefore embrace innovation and the 
latest technological advances to provide these 
outcomes and these include the implementation 
of a lighting Central Management System (CMS) 
and use of the latest light source technology.  

Figure 283: LED lighting recently installed

Figure 282: Highway lighting column 
illuminating footway and carriageway

(Image courtesy of CU Phosco Lighting)
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Street lighting central management system
The current British Standard for road lighting 
recognises that road use often changes 
throughout the hours of darkness and with 
modern technology lighting levels on the 
carriageway can be adapted to meet those 
various requirements without compromising 
safety. We have therefore introduced a street 
lighting central management system to control 
and	monitor	each	lighting	point.	This	flexible	
approach to lighting and energy use supports the 
aforementioned aspirations. 

This	flexibility	needs	to	be	applied	with	London	
borough lighting policies in mind to ensure a 
consistent approach to road lighting across all of 
London’s roads. Any proposed lighting installation 
on the TLRN will need to be CMS compatible.

Latest light source technology
For many years high intensity discharge (HID) 
lighting has been the mainstay of UK road 
lighting but advances in technology mean that 
the capability of solid state lighting now offers 
more	energy	efficiencies.	We	have	trialled	and	
are now installing LED technology across our 
road network. However, we are not committed 
to the use of only one technology since we 
aspire to the Institution of Lighting Professionals’ 
(ILPs’) mantra: ‘the right light, in the right place, 
at the right time, controlled by the right system’. 
Where appropriate other sources might be 
preferred such as induction lighting. With an 
eye on the future perhaps it will be plasma light 
sources next.

Design process
The role of the lighting designer is to understand 
specific	requirements	and	to	detail	lighting	levels	
accordingly to maintain a consistent character 
and style across London.

When	working	on	the	TLRN,	expert	advice	should	
always be sought from our lighting technical 
approvals manager to ensure the lighting design 
is appropriate for the street, conforms with the 
relevant British Standards, our own particular 
requirements, and industry recognised codes of 
safe	and	or	best	practice	(for	example,	ILP	and	
HSE guidance).

Lighting levels
Lighting schemes will be designed to BS 5489-
1:2013 and CIE115 or later revisions and 
include	a	site	specific	risk	assessment.	Junction	
side road entry areas should also be similarly 
designed. This is anticipated to result in the 
majority of our roads being lit to lighting classes 
of	ME3	and	profiled	to	ME4	during	the	hours	
of	darkness.	Profiled	lighting	levels	will	be	
uniformly applied within ‘logical groups’ which 
will be managed over time by our CMS. Each 
logical group will predominantly lie between 
significant	junctions,	have	consistent	physical	
characteristics,	and	carry	similar	traffic	volumes	
(including	pedestrian	traffic).	Colour	temperature	
(correlated) will be ‘neutral white’ (4,000K).

New street lighting on the TLRN
• Must be compatible with our CMS 

(incorporating digital addressable lighting 
interface, DALI, or wireless management and 
control, WiMAC, ballast)

•	 Must	meet	our	standards	and	expectations	
• Footbridges and subways should also be 

illuminated in accordance with BS 5489, BS EN 
13201 and CIE115. The use of ‘blacklights’ in 
subways to deter drug misuse is not advocated

Materials
It is an objective to rationalise the range of 
luminaires installed, acknowledging that a Best 
Value lighting solution for the network as a whole 
should take priority over the Best Value solution 
for any individual location as a too localised view 
can result in management of the lighting asset as 
a	whole	being	over	complex.	We	therefore	look	
to limit the number of products used and deploy 
just those with best overall performance.

Materials used on the TLRN must be compatible 
with the latest version of the lighting palette which 
can be obtained from our technical approvals 
manager. Functional but aesthetically pleasing 
equipment is preferred. Designers may request an 
exception	to	the	palette	in	special	circumstances	
such as in conservation areas. We do not 
recommend ‘mock heritage’ styles but wherever 
practicable will endeavour to maintain all genuine 
heritage lighting units. However, consideration to 
special lighting requirements based on the local 
context	will	be	given	on	a	case-by-case	basis.
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Lighting columns
Lighting columns may be conical or stepped 
tubular	(site	specific	basis),	must	conform	
to	BS	EN	40	and	as	a	standard	be	specified	
to accommodate a sign plate of 500 square 
millimetres. However, consideration for the 
column	specification	will	be	necessary	if	
additional attachments such as banners, hanging 
baskets, CCTV cameras, etc. are required. 
Stepped	tubular	columns	are	generally	confined	
to higher speed roads. Steel columns are to 
be	finished	in	accordance	with	G2a	or	similar	
approved	with	generally	a	final	coat	of	black	
(RAL9005) or in some locations signal grey 
(RAL7004). Aluminium columns are to be left 
bare or anodised where required. 

Columns in vulnerable locations or where 
foundation	difficulties	are	encountered	may	
be installed in retention sockets subsequent 
to approval. Retention sockets may also be 
approved for some illuminated signs and are  
generally used to secure hooped bollards. 

The recommended column set-back from the 
carriageway	kerb	face	is	defined	by	speed	limits:	

• Speed limits up to 30mph – column set-back 
450mm minimum

• Speed limits above 40mph – column set-back 
650mm minimum

•	 Alternative	set-backs	according	to	site	specific	
requirements

Figure 284: Heritage lighting should be 
preserved

Figure	285:	Example	
of a stepped tubular 
column

Figure 286: 
Example	of	a	
conical column

Lighting column layouts should be in accordance 
with	the	site	specific	design	risk	assessment,	be	
sympathetic to the local environment, and include 
considerations for illumination and maintenance 
requirements. Street clutter should be reduced by 
minimising the number of assets across a scheme.

The lighting design risk assessment may 
conclude that raise-and-lower columns provide 
the best option.

At	puffin	and	toucan	crossing	locations	lighting	
columns should be positioned to enable primary 
signal heads and associated pedestrian head 
pushbuttons to be mounted on the column 
to reduce street clutter and provide good 
illumination at the crossing point.

Lighting columns should be positioned away 
from mature and newly planted trees and roots 
in accordance with NJUG guidance and also to 
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maintain lighting performance. The location of 
luminaires and column mounting height should 
be adjusted where tree canopies are low or 
designed away from trees where possible. 

Where proposed lighting schemes are within 
residential areas lighting columns are to be 
located at property boundaries and gable centres 
of properties where possible.

When working on the TLRN: 

•	 Where	foundation	difficulties	necessitate	the	
use of other non-standard foundations these 
should be in accordance with HSE guidance 
and again, only after approval from ourselves

• Columns should not be located in central 
reserves unless agreed otherwise with ourselves

Bracket arms
Bracket	arms	should	only	be	fitted	when	
required to achieve photometric performance 
or aesthetic objectives. They should coordinate 
with the form and proportion of the column 
with no change of size or ‘step’. The outreach 
length is to be no more than 15 per cent of the 
column mounting height. 

Wall-mounted lighting
Where the highway layout and building facades 
are appropriate wall-mounted lighting should be 
considered to minimise street clutter. However, 
wall-mounted lighting and columns should not 
be	mixed	on	any	street	section.	Please	refer	to	
the	Code	of	Practice	for	Affixing	Traffic	Signs	and	

Street Lighting to Buildings in London (2015) for 
further information.

• Wall-mounted equipment and electrical cables 
are to be discreet and in keeping with the 
building character 

• For listed buildings consultation with the local 
planning authority is essential and adequate 
lead-in time must be programmed for Listed 
Building Consent

• Feeder pillars should be positioned in line with 
buildings or with the back of the footway to 
avoid visual and physical obstruction

• Please refer to the London Local Authorities 
and Transport for London Act (2003) for 
further information  

High-mast and catenary lighting
Specialised mounting arrangements such as 
high-mast lighting and catenary lighting must 
be discussed and approved by our technical 
approvals manager.

Luminaires
Luminaires must conform to the relevant British 
Standards	(for	example,	BS	EN	60598	and	BS	
EN 62722, etc) and demonstrate optimum 
performance for their intended use.

The luminaire form and shape should not be 
obtrusive nor out of character with the general 
street scene. 

Any electrical load installed on the TLRN such as 
a luminaire must have an appropriate ELEXON 
charge code to permit correct energy settlement.

Figure 287: CMS is used to control lighting levels throughout the hours of darkness
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The luminaire must be oriented in accordance 
with the manufacturer’s recommendation (for 
example	to	avoid	glare).	Our	preference	is	for	
luminous intensity classes of G4 to G6 unless 
otherwise agreed by our technical approvals 
manager. 

Control of light pollution
Light pollution or obtrusive light must be avoided. 
The following lighting conditions are to be avoided:
• High light intensity in an inappropriate location
• Poorly positioned or oriented luminaires 
• Undesirable highway lighting spilling out on to 

the surrounding environment
• Uplighters – uplighting may only be used with 
the	specific	consent	of	TfL

• Tree or invasive building illumination

Intrusive glare should be controlled by complying 
with BS 5489 and BS EN 13201 standards.

All street lighting on the TLRN should comply 
with	obtrusive	light	limitations	for	exterior	
lighting contained in the Guidance Notes for the 
Reduction of Obtrusive Light published by the 
Institution of Lighting Professionals.  

Electrical
Where lighting columns are serviced by a 
distribution network operator (DNO) supply, a 
secondary	isolator	is	to	be	fitted	in	the	column	
base compartment in order that electrical 
isolation can be safely achieved without the need 
to touch the DNO cut-out.

Figure	288:	Trixi	mirrors	are	used	by	motorists	
to see their blind spots at junctions

Independent connection providers can be used to 
help reduce delays in scheme works, approvals may 
be obtained via the technical approvals manager.

All electrical installations must be installed and 
maintained in accordance with BS 7671 and  
BS 7430.

Good practice and the reduction  
of street clutter
We are determined to reduce the amount of 
street furniture that might confront all road 
users, therefore street lighting columns might 
also	be	employed	in	supporting,	for	example:

•	 Traffic	signals

• Crossing controls

• Footway luminaires

•	 Trixi	safety	mirrors

• CCTV cameras

•	 Bus	flags	and	timetables	(subject	 
to approval of TfL Buses)

• WiFi communications

Litter bins
Any requirement to mount such equipment on 
a	TfL	lighting	asset	first	needs	to	be	approved	
by	ourselves	to	ensure	that	the	specification	
and structural integrity of the asset is suitable 
to support the additional load and windage. 
Requests to mount equipment such as banners, 
flower	baskets	and	festive	lighting	are	covered	by	
our highway licence arrangement.

Traffic	control	equipment	such	as	signals	and	
CCTV	are	placed	in	specific	positions	to	ensure	
that the aspects are readily visible and that 
pedestrians can access push button units or the 
necessary view is provided. For these reasons, 
where	it	is	proposed	to	install	traffic	control	
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Figure 289: Lamp columns can be used as a 
wayfinding	assistant	or	to	add	to	local	character

equipment on lamp columns the street lighting 
designer should contact the relevant system 
designer	to	first	determine	the	position	of	lamp	
columns and then locate the remaining street 
lighting around these positions. 

Banners and advertising
Banners	attached	to	existing	street	furniture	
and equipment such as lighting can provide an 
effective way of providing temporary signage or 
advertisement with minimal additional clutter 
and is controlled by licence. 

The banner may be provided where the promoter 
can demonstrate that:

•	 The	existing	column	can	take	the	weight	of	the	
banner

•	 The	fixings	match	the	colour	of	the	column

•	 The	banners	and	fixings	are	removed	within	an	
agreed timeframe and with no damage caused 
to the permanent street furniture

•	 The	banner	and	fixings	do	not	cause	road	
safety or visibility concerns

Advertising should be integrated within the 
urban realm so as to not impinge on pedestrian 
movement or impact on the overall quality of the 
streetscape. 

The content of the advertising should comply 
with our conditions for the acceptance of 
advertising. These conditions are also used 
to control the artwork displayed on London 
Underground and buses.

Figure 290: Combined lighting column and 
signal head

Illuminated signs and bollards
Illuminated	signs	and	bollards	are	to	be	specified	
and installed in accordance with current TSRGD 
requirements. 

Feature lighting
Although the primary purpose of TfL road 
lighting is to illuminate the carriageway and 
the footpaths, consideration is also given for 
ensuring a pleasing aesthetic appearance. 
Requests for additional feature lighting will be 
considered on a case-by-case basis.
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Silent Lights by Urban Matter 
New York City, USA
Playful lighting that responds to sound as 

vehicles pass overhead

Key functions

Opportunity
The challenge for Urban Matter was to transform 
the	area	under	the	Brooklyn-Queens	Expressway	
in New York. 

The underpass sits in a semi-industrial  
landscape	surrounded	by	heavy	motorway	traffic.	
The pedestrian path is empty, dark, intimidating 
and avoided by locals.

Benefits
The spectacle provides a playful way of lighting 
the space and also gives a sense of safety at night. 
The	‘gates’	act	as	a	wayfinding	device	to	define	
a pathway at human scale across what would 
otherwise be a non-place.

Implementation
To create Silent Lights, a series of sensory gates 
were installed. These use sensors to respond to 
the	noise	of	the	traffic	above.	Coloured	lights	
illuminate sequentially as vehicles pass overhead. 

Image courtesy of Flickr/triebensee

Image courtesy of Urban Matter Inc.

Applying in London
This has the potential to be delivered 
in similarly forgotten urban underpass 
locations, such as the A12 through 
Hackney. 
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Hyde Park Corner subway 
London, UK
Redevelopment of vandalised subway using 

innovative lighting systems

Key functions

Opportunity
The Hyde Park Corner subway is located near 
the Lanesborough Hotel. Repeated vandalism of 
existing	wall-mounted	lights	meant	that	a	new	
vandal resistant lighting solution was needed to 
re-establish a safe environment.

Benefits
Careful detailing and well-placed lighting led to 
an atmosphere that was simultaneously calm and 
safe. The new lighting is attractive, discreet and 
much less susceptible to vandalism. 
The handrails were painted bronze to match 
surrounding street furniture. Stonemasons were 
commissioned to replace the damaged stonework 
using	artificially	aged	stone	to	ensure	the	new	
stone did not look out of place.
Despite its relatively high cost, this redevelopment 
was very well received.

Implementation
LED	lighting	was	fitted	under	handrails;	the	
heat from LED lighting made the handrails 
pleasantly warm. The lighting levels were 
adjusted to be brighter leading into the 
subway, creating an aesthetically pleasing 
atmosphere. 

Applying in London
The usual preference in London is to 
remove subways; however, when they are 
retained,	this	example	shows	how	they	
can be made calm, attractive and safe. 

Image courtesy of DW Windsor ©
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Blackfriars Underpass 
London, UK
Using innovative lighting technology to reduce 

maintenance costs

Key functions

Opportunity
Closing the Blackfriars Underpass for lighting 
maintenance	every	18	months	was	an	expensive	
and disruptive affair that damaged TfL’s 
reputation.

Benefits
The ingress protection combined with the reduced 
maintenance of LED lighting makes the new 
system	significantly	more	robust,	and	has	reducing	
planned and unplanned maintenance.

Implementation
Using the limited space available, a new LED 
lighting system was installed; a system used 
previously in Australian train carriages and 
extremely	resistant	to	dirt	and	water	ingress.

A specialised diffuser was made to control 
the lighting within the underpass and ensured 
compliance with highway regulations. 

Applying in London
The technology would be advisable 
anywhere where maintenance is a costly 
and complicated issue.  
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Additional Information 
British Standards: 
All lighting schemes on the TLRN must meet the 
relevant British Standard requirements including 
but	not	exclusively:
BS 5489: Code of practice for the design of road 
lighting
BS EN 13201: Road lighting
BS EN 40: Lighting columns 
PD 6547: Guidance on the use of BS EN 40-3-1 
and BS EN 40-3-3 
BS 7671: Requirements for Electrical Installations
BS 7430: Code of practice for protective earthing 
of electrical installations

Department of Energy & Climate Change:
CRC	Energy	Efficiency	Scheme	(Amendment)	
Order, 2014

ELEXON:
Charge codes and switch regimes: https://www.
elexon.co.uk/reference/technical-operations/
unmetered-supplies/charge-codes-and-switch-
regimes/

Greater London Authority:
The Mayor’s Transport Strategy, 2010
The Mayor’s Climate Change Mitigation and 
Energy Strategy, 2011

Health and Safety Executive: 
Avoiding danger from overhead power lines
Avoiding danger from underground services
Risks associated with working on or near 
lamp columns with non-standard roots during 
excavation	works,	2010

International Commission on Illumination:
CIE 115: Lighting of Roads for Motor and 
Pedestrian	Traffic,	2010

Institution of Lighting Professionals:
All lighting on the TLRN should meet the 
requirements of industry-recognised codes 
of best and/or safe practice such as those 
recommended by the Institution of Lighting 
Professionals’ Technical Reports and Guidance 
Notes	including	but	not	exclusively:	Guidance	
Notes for the Reduction of Obtrusive Light
Bats and Lighting in the UK

Code of Practice for Electrical Safety in Highway 
Electrical Operations
Code of Practice for Variable Lighting Levels for 
Highways
Guidance Notes for the Reduction of Obtrusive 
Light GN01, 2011
Managing a Vital Asset: Lighting Supports

Legislation:
Climate Change Act 2008

London Councils
Code	of	Practice	for	Affixing	Traffic	Signs	and	
Street Lighting to Buildings in London (June 2015)

Transport for London
Highway Licensing and Other Consents, 2011: 
https://www.tfl.gov.uk/info-for/urban-planning-
and-construction/highway-licences
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13.5 Leftover spaces 

Unplanned	leftover	spaces	can	have	a	significant	
detrimental visual impact on London’s 
streetscape. These neglected spaces may 
emerge organically as marginal underdeveloped 
pockets of land at the interface of planning 
boundaries, or can be the by-product of major 
developments which failed to integrate well 
with the surrounding urban fabric. In London 
this is most common where major highways cut 
across the landscape and leave fragmented areas 
adjacent	to	the	roadside	or	beneath	flyovers.

Often visible from the road network these spaces 
may not be easily accessible or become fenced 
off as unattractive residual spaces that have been 
designed as an after thought or not designed at all. 

They are not so much forgotten urban spaces, as 
areas	of	land	that	were	never	used	in	the	first	place.		

Typically these spaces are not managed by the 
highway authority and can become overgrown, 
strewn	with	litter	or	may	exist	in	isolation	as	an	
unattractive and polluted urban void. 

Unplanned and poorly maintained spaces can 
create negative spatial implications, similar to 
the broken window effect. We recognise that 
while	these	spaces	may	currently	exist	as	areas	
of neglect, many of them offer considerable 
potential as places of opportunity. 

Strategy
Spaces	should	be	identified	adjacent	to	the	road	
network which may be able to provide additional 
amenity,	environmental	or	aesthetic	benefits	for	
the local area and the network as a whole. Uplift of 
leftover spaces should not be planned in isolation, 
but should encompass a wider strategy of 
improving leftover spaces along a designated route. 

Designers are encouraged to establish baseline 
conditions to ascertain how the space is used, if at 
all, and identify opportunities which can contribute 
to wider environmental and socio-economic 
strategies in the All London Green Grid framework 
and London Plan. Assessments may include 
using the Pedestrian Environment Review System 
(PERS) auditing process to establish how the 
leftover space adversely impacts on the walking 
environment. Please contact our streetscape 
manager when these spaces are located on the 
TLRN at streetscapeguidance@tfl.gov.uk.

Context
Many of these leftover spaces are not readily 
accessible by foot and so designers should 
consider the role that these spaces can provide 
at a local and citywide level.

As new developments come forward in adjoining 
parcels of land, leftover spaces may emerge as 
viable opportunity spaces; as potential links or in 
some cases, new public spaces or development 
sites.

Where major street improvements are 
proposed, designers should be conscious of 
the surrounding boundary interface to ensure 
that any new surfacing or planting treatment is 
integrated with adjoining areas.

Design interventions
All	identified	spaces	should	be	mapped,	
regardless of whether an intervention is to be 
proposed.	Any	space	which	has	been	identified	
as leftover should be assessed to determine the 
potential for intervention. 

Together with the local authorities, we are 
encouraged to work in partnership to strategise 
and	deliver	site	specific	design	interventions	
which look to support wider economic, social 
and environmental strategies.

Design teams should respond to the constraints 
of	the	existing	space	and	provide	opportunities	
which	are	site	specific.	Interventions	may	
include, but not be limited to, the following 
options:

Figure 291: Spaces on the network which 
appear to be uncared for should be targeted 
for reinvigoration 
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1. Improve management and maintenance
Some of the most dramatic changes to the 
quality of our roads can be achieved by simple 
changes	to	existing	maintenance	regimes.	

2. Improve access
Public	space	is	just	that.	It	is	by	definition	open	
and accessible to all. There should therefore 
be a presumption in favour of public ownership 
and	adoption.	Unless	there	are	specific	reasons	
against this for safety or other concerns.

3. Improve amenity
Greening
All highway landscape improvement proposals 
should be practical, feasible and sustainable and 
promoters should work with our arboriculture 
and landscape team to identify opportunities and 
management strategies for the Green Estate.

Scrubland can provide a valuable ecological 
function	in	the	urban	landscape.	Existing	areas	
of green infrastructure planting should generally 
be	retained,	except	where	a	safety	inspection	
identifies	a	need	for	remedial	work.

Lighting
Improvements in lighting should be considered 
for	spaces	which	have	existing	problems	in	
visibility and perceived security. Good lighting 
can encourage more people to use leftover 
spaces and can complement other connectivity 
and aesthetic improvements across the area.

Temporary art installations
Public art may be considered for leftover spaces 
which are well overlooked and relatively well 
connected with a reduced risk of vandalism. 
Installations that are locally resonant or support 
local talent are preferred.

4. Reimagine the space
A suite of measures could be introduced 
together to help transform a space into a 
destination in itself. This may include creating 
new uses for the space, such as community and 
play facilities, places to live or commissioning 
artwork. Proposals of this nature will require 
community support, such that any design for a 
new public space provides for the local area.

Figure	292:	Wild	flowers	planted	next	to	the	
carriageway

Figure 293: A bridge undercroft beautifully 
clad in metal sheets and gabion cages

Figure	294:	Anthony	Gormley	public	exhibition	
‘Event Horizon’
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St Paul’s Churchyard 
London, UK
Repurposing space for public use

Key functions

Opportunity
A large part of St Paul’s Churchyard was once a 
coach park but has since been transformed into a 
vibrant public square.

Benefits
The churchyard has been transformed into an 
open,	inviting	green	space,	designed	to	reflect	
the curved transept of the cathedral and provide 
a high quality welcoming setting for the new City 
Information Centre.

Implementation
A section of Carter Lane, between Godliman 
Street and Cannon Street, was closed, and a larger 
public space was provided by relocating the coach 
parking and replacing it with green space. 

Applying in London
Schemes such as this could easily be 
implemented in other locations as part of 
a wider project.  
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Underpass Park 
Toronto, Canada
Transforming derelict space under and around 

three flyovers into a vibrant community space

Key functions

Opportunity
Toronto is dominated by elevated motorways. 
These create physical and psychological 
barriers between neighbourhoods. To reconnect 
communities and create more public space, land 
underneath	a	flyover	was	used	to	create	a	park.

Benefits
This project has embraced the concrete beams 
and	columns	of	the	surrounding	flyovers	to	
create a welcoming environment. It connects two 
adjacent neighbourhoods and has the potential to 
act as a catalyst for regeneration in the area.

Implementation
The park was designed to appeal to all elements 
of the community through the inclusion of a 
playground, skate park, basketball courts, trees 
and	public	art.	A	large,	flexible	community	space	is	
the focal point for the park and is used for public 
events, such as markets and festivals. 

Applying in London
This has potential for urban areas which are  
well-connected but bleak and underused. 

Images courtesy of Waterfront Toronto
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13.6 Pocket parks

 
The term ‘pocket park’ can be used to describe 
small spaces in the public realm that can be 
greened to offer an area for rest or recreation. 
Pocket parks can challenge the common 
perception of what a park can be. They can range 
from the traditional town centre green, to making 
better use of unusual spaces, such as underused 
parking spaces, roof tops, canal banks, or 
uninspiring green spaces associated with bus 
stops or road junctions. Pocket parks can also be 
created as ‘meanwhile spaces’ giving a temporary 
use to an otherwise underused piece of land, 
perhaps in the early stages of the development 
process. They can often be created at relatively 
low cost and with short delivery times.  

The key principles of pocket parks are that they 
are: 

• Publicly accessible

• Provide opportunity for local communities to 
enjoy outdoor space  

• Encourage healthy living

• Help build social cohesion through providing 
opportunity for community gardening

• Recreational

• Volunteering

In 2012 the Mayor of London launched a 
two-year Pocket Parks Programme with the 
aim to create or improve 100 pocket parks 
across London. The programme promoted the 
principles of pocket parks through provision of 
grants to local authorities, housing associations, 
and community groups, to enable them to 
identify, create, design, and deliver 100 parks.

The Mayor’s pocket parks are enhancing 
underused amenity green space that often 
provides little ecological or social value. 
Improvements on these sites include creating 
food growing spaces, reimagining play facilities, 
and creating new landscapes that promote 
sustainable urban drainage and improve the local 
ecology. 

The concept of pocket parks has been embraced 
by the public and community groups and their 
creation should be considered as integral to 
public realm improvement projects.

Additional information
Greater London Authority:
Pocket Parks Prospectus:  
http://www.london.gov.uk/sites/default/files/
Pocket%20Parks%20Prospectus_1.pdf

Pocket Parks Programme:  
http://www.london.gov.uk/priorities/
environment/greening-london/improving-
londons-parks-green-spaces/pocket-parks

Figure 295: Van Gogh Walk
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The Edible Bus Stop® 
London, UK
Making the most of spaces through urban greening

Key functions

Opportunity
There are many small underused public spaces across 
London, that if enhanced through urban greening, could 
help to make London a more pleasant city in which to live 
and work. The Edible Bus Stop®, an urban design group, 
saw an opportunity to transform a small poorly managed 
patch of amenity grass, into a new public garden maintained and 
managed by the community. In 2013, with help from London Borough of 
Lambeth and funding from the Mayor of London, the group designed and 
delivered	the	Mayor’s	first	pocket	park	on	Landor	Road,	Lambeth.

Benefits
Changing underused grey spaces into dynamic green spaces through 
clever design and planting can improve public perception of the public 
realm,	and	foster	community	cohesion	and	civic	pride.	Other	benefits	
can include food growing and enhancing biodiversity. There are also well-
documented links between making the public realm greener and more 
pleasant and boosting the local economy.

Implementation
The Edible Bus Stop®	undertook	extensive	community	outreach	at	every	
stage of the project, galvanising support from the outset. The group 
reimagined the entire area; creating large robust planting beds out of 
discarded granite kerbstones; adding new bespoke oak seating, and with 

the community planted edible plants, including herbs, strawberries, 
five	fruit	trees	and	rainbow	chard.	It	has	given	local	residents	a	space	to	
come together and enjoy, and has encouraged them to take ownership, 
volunteer to help maintain the space, and grow what they wish. It has 
given the street an asset, making the space a place and the streetscape 
more pleasant and friendly. 

Applying in London
One of The Edible Bus Stop’s® ambitions is to create a series of small 
green spaces along transport routes starting with the length of the 
322 bus route. Working with other local community groups, it has 
already applied the concept in spaces in West Norwood and Crystal 
Palace, on the 322 route. It hopes to set a precedent with its Edible Bus 
Route and roll out the concept across London’s transport network and 
beyond. The approach is transferable to thousands of other underused, 
amenity spaces scattered across London’s streetscapes. Small-scale 
improvements, as demonstrated at Landor Road Pocket Park, have 
created positive impacts on the local community’s wellbeing and 
contributed to a cleaner, greener and friendlier city. 

Images courtesy of © 2014 The Edible Bus Stop®
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Parklets 
San Francisco, USA
Introduction of small urban parks  

in underused car parking spaces

Key functions

Opportunity
The distribution of public open space is often 
unequal	in	urban	contexts.	Where	there	a	
shortage of public open space or the quality 
of the public realm is poor the creative 
use of space, such as parklets, should be 
encouraged.

Benefits
San Francisco’s Parklet Program works to 
convert underused parking spaces into 
publicly accessible open spaces called 
parklets.	These	are	generally	installed	next	
to	the	footway	thereby	extending	the	area	
of useable space for pedestrians as well as 
providing a range of facilities including seating, 
cycle racks and landscaping.

Implementation
The programme has sought to install parklets 
where there is a notable lack of public open 
space	or	where	existing	footway	width	is	
highly constrained. Parklets are designed 
to be permanent, temporary or seasonal 
structures	which	are	financed	and	maintained	
in collaboration with local councils, 
business	owners	and	non-profit	community	
organisations.

Applying in London
London’s Pocket Parks Programme has already 
transformed underused or derelict spaces and 
repurposed them for increased green space. 
The introduction of parklets could seek to 
improve constrained footways.
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Derbyshire Street Pocket Park 
London
Creation of small urban parks in underused streets and 

public realm

Key functions

Images courtesy of Greysmith Associates
Opportunity
Providing access to quality open space is always a 
challenge in the most densely developed parts of the urban 
environment. There are many competing pressures on the 
public realm and creating green space requires thoughtful 
design and creative use of space. The eastern end of Derbyshire Street, 
Bethnal Green, was a dead-end road with only one function – space for 
12 car parking bays. These were used infrequently; consequently the 
space	created	conditions	that	encouraged	antisocial	behaviour	and	fly-
tipping. 

Benefits
London Borough of Tower Hamlets sought to provide environmental and 
social	benefits	by	transforming	the	underused	space	into	a	pocket	park.	
The design incorporated a cycle path, new seating, green-roof covered 
cycle	racks	and	bin	stores,	a	rain	garden	and	a	defined	area	for	café	
tables and chairs. Bespoke planters to capture rainwater from the roof of 
Oxford	House,	a	popular	community	and	arts	centre,	were	designed	and	
provided by Thames Water.

Implementation
The aim was to recreate an important node for pedestrians and 
cyclists within a thriving network of streets creating an active place 
from an unused space. A small section of the adjacent park was also 
incorporated into the design of the scheme, increasing connectivity as 
well as improving the opportunity to provide sustainable urban drainage. 
Funding for the project was provided by the Mayor of London’s pocket 
park initiative and London Borough of Tower Hamlets. 

Applying in London
Derbyshire	Street	Pocket	Park	is	an	excellent	example	of	how	the	
conversion of an underused grey space into a quality green one can 
provide a suite of improvements that address issues affecting many 
parts	of	London,	for	example,	tackling	antisocial	behaviour	or	coping	
with	areas	prone	to	flooding.	Each	of	the	interventions	delivered	here	
can be applied in similar spaces across London, creating a mosaic of 
small urban spaces which are valued by local people and deliver more 
strategic	environmental	benefits	through	cumulative	impact.	
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14.1 Vision 

The interface between a transport hub and the 
street is an essential part of the streetscape 
experience.	It	needs	to	provide	a	seamless	
journey and a clear transition for passengers 
using transport facilities, accommodate the 
needs of the station and demonstrate good 
practice streetscape design principles. 

14.2 Street interchanges 

The street almost always acts as an interchange 
zone, an area encompassing one or more 
interchange facilities creating a multi modal 
hub,	and	public	space.	It	needs	to	fulfil	several	
functions to provide a clear transition for 
passengers. Interchange zones need to facilitate 
convenient and safe pedestrian movement 
between different transport modes and allow 
for	the	efficient	operation	of	public	transport	
services. 

Stations	within	the	context	of	Streetscape	
Guidance	are	defined	as	any	transport	hub	used	
to access public transport, which may or may 
not include infrastructure located directly on the 
road network. This includes: 

• Rail stations – London Underground, London 
Overground, Docklands Light Railway and 
National Rail

• Bus stations – infrastructure which is provided 
on-carriageway

• Tram stops – operated by London Trams

• Piers – operated by London River Services or 
others

• Taxi	ranks

• Cycle parking hubs

Our Interchange Best Practice Guidelines (2009) 
should be referred to as a general guide to 
improving	quality	and	efficiency,	and	Station	
Public Realm Design Guidance (2015) referred 
to	when	defining	the	design	approach	for	the	
station’s public realm. Streetscape Guidance 
should be referred to when detailing the 
materials and their application from any station 
entrance that directly faces the street. 

Station public realm
Stations and the spaces around them are 
important focal points for an area with the 
potential to become a destination in its own right, 
so any design should look to embrace the local 
character and sense of place, while providing 
a legible and consistent streetscape, linking 
effectively with the surrounding street network.  Figure 296: Wapping station interchange 

between buses and the station entrance
Figure 297: Wimbledon station forecourt 
provides	seating,	cycle	parking,	public	art,	taxi	
rank, and bus interchange
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Not every station will include these spaces, 
generally	referred	to	as	a	forecourt,	a	defined	
area which connects the station entrance to the 
streetscape, however, where they do occur the 
following should be accounted for:
• The	space	should	be	flexible	such	that	it	can	
respond	to	daily	trends	in	pedestrian	flows	and	
accommodate different uses at different times. 
This may include temporary uses of space during 
quieter periods. The station forecourt should 
work as a cohesive and legible whole, with clear 
sightlines	and	well-defined	transport	entrances

• Designers	should	consider	the	context,	
proportions of the space and the degree 
of enclosure, when selecting materials and 
placing furniture within the forecourt. Please 
refer to the section ‘High quality footways’ in 
this guidance for further information

• Where retail units front on to the forecourt, 
frontages should be visually cohesive, with 
outdoor seating managed in designated 
licensed areas  

Wayfinding
Information requirements vary depending on the 
stage in the passengers journey. The provision 
of	comprehensive	and	consistent	wayfinding	
information across the interchange should be 
provided to assist navigation. Please refer to 
Station Public Realm Design Guidance (2015) for 
further information. Consideration should be 
given to:
• Appropriate placement of transport 

infrastructure, such as bus stops, tram stops, 
kiosks and cycle hubs should aid natural 
wayfinding	and	minimise	the	need	for	signage	
when onward travel infrastructure is located 
within a direct line of sight from an alighting area  

• Where direct line of sight to an onward journey 
mode is not achieved, routes should be simple 
with signage provided at key decision points. 
Signage should be rationalised to reduce clutter. 

Refer	to	‘Pedestrian	wayfinding’	and	‘Traffic	signs’	
in this guidance, and London Underground Signs 
manual (Issue 4, 2002) for further information

Footways
Surface materials can be used as a navigational tool 
and to communicate a change in use. A change in 
surface materials helps to demarcate the limits of 
the interchange zone or highlight where there will 
likely be a greater or different type of pedestrian 
presence. Each design response should be site 
specific	and	consider	its	function,	performance	
and	context.	The	following	examples	are	potential	
approaches to the treatment of the footway:

• A consistent approach to paving the footway 
in front of the station should be used to 
maintain visual continuity with the surrounding 
streetscape. Where designers are looking to 
extend	forecourt	paving	across	the	footway	
SDRG approval is required

Figure 300: Green Park Tube station entrance 
paving has a distinct design used as a 
‘welcome mat’ into the stationFigure 298: Temporary table tennis installation 

at King’s Cross/St. Pancras station

Figure 299: Legible London signage should be 
placed near an interchange point
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• Non-standard surface materials require SDRG 
approval but may be considered for use on the 
footway outside a station if the design intent 
is to visually unify the street and interchange 
zone. This may be useful in larger forecourt 
settings where a consistency of material can 
reinforce the station setting and better relate 
to the surrounding architecture   

• Footways should be designed to 
accommodate	peak	pedestrian	flows,	but	be	
flexible	so	that	they	also	work	at	quiet	times.	
Refer to Pedestrian Comfort Guidance for 
London (2010) for further details 

Carriageways 
• Special consideration to surface materials is 

required at interchange points due to frequent 
and heavy use. All materials and treatments 
must be robust and able to withstand 
anticipated use

• Clear delineation in surface materials and 
kerb heights are recommended in interchange 
zones between footways and carriageway. An 
upstand of 140mm is recommended in most 
cases

• Containment kerbs may be required where 
a	safety	audit	has	identified	a	risk	of	vehicle	
overrun on to the footway. Please refer to 
‘Kerbs’ for further information

• Signalised crossings should be provided on 
primary pedestrian desire lines at the entrance 
to	the	station	to	allow	people	less	confident	
to cross. Please refer to ‘Crossings’ for further 
information

Street furniture
Street furniture can be used to reinforce different 
public realm functions, particularly with regard to 
pedestrian movement: stationary activity can be 
encouraged by providing seating away from major 
desire lines; or trees can be used to reinforce 
primary walking routes towards the station.

The placement of street furniture on the footway 
adjacent to an entrance or forecourt area should 
allow	for	complex	pedestrian	movements,	as	
pedestrian desire lines will likely not just be 
along the street. It should also be recognised 
that people will need more space to stop, 
orientate themselves and wait for others.

• The standard Streetscape Guidance furniture 
placement design principles still apply (refer 
to ‘Footway amenities’ and ‘Safety and 

functionality’), however, back of footway 
furniture should be carefully considered to 
ensure adequate permeability between kerb 
edge	services,	such	as	buses	and	taxis,	and	
the station entrance. The placement of street 
furniture should not hinder maintenance 
activities

• Large cycle hubs may be required to support 
station facilities and these should be sited 
in a convenient location which does not 
impinge on footway space. For normal cycle 
provision please see ‘Cycle parking’. Designers 
should consider how cyclists will access cycle 
parking facilities if not at the kerb edge, to 
ensure that they do not inadvertently create 
a shared space to the detriment of pedestrian 
movements. Cycle parking must not create a 
barrier therefore short strips of no more than 
six	racks	should	be	provided

• Passenger information, street furniture and 
signage should all be coordinated in furniture 
zones, with structures or at the back of 
footway to minimise clutter

Figure 301: Bus interchange with a 140mm 
kerb upstand
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Overt use of CCTV can help in some situations 
to deter crime, but should not be relied upon 
in itself due to its relation to fear of crime. 
Cameras should be placed and merged with 
adjacent street furniture to minimise visual 
clutter. Refer to ‘Roadside cameras and CCTV’ 
for further information.

Where security bollards are required other 
furniture such as reinforced seating should be 
considered to provide greater multifunctional 
value and help to reduce street clutter. Please 
note that where street furniture is intended to 
be	used	as	a	security	measure,	it	must	first	be	
approved by the Centre for the Protection of 
National Infrastructure. Security bollards should 
be considered as a last resort where vehicle 
incursion may occur and carefully detailed 
to minimise their use. Refer to ‘Barrier free 
footways’ for further information.

• Footways and waiting areas should be visually 
permeable to enable adequate passive 
surveillance

Additional information
Transport for London:
Accessible Bus Stop Design Guidance, 2015
London Underground Signs manual, 2002
Pedestrian Comfort Guidance for London, 2010
Station Public Realm Design Guidance, 2015
London Underground Station Design Idiom, 2015

14.3  Transport mode specific design 
considerations

 
The	following	section	outlines	mode	specific	
design considerations that should be read 
alongside Station Public Realm Design Guidance.

Security
The	approach	to	security	should	be	to	firstly	
design out the likelihood of crime through 
passive measures and good quality design. The 
layout should ensure good natural surveillance, 
be well-lit and promote a high sense of personal 
security by avoiding the creation of blind spots 
or dark corners. Careful design, selection and 
placement of street furniture can create passive 
measures that prevent and discourage crime 
from occurring without affecting the overall 
character of a place. All aspects of the design 
must comply with Section 17 of the Crime and 
Disorder Act.

Figure 302: Emirates Air Line Greenwich 
Peninsula station where stone plinths are used 
as a security measure and a seating feature
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If considering this approach please seek the 
approval of the SDRG.

Part of the street – using the same material as 
the footway up to and perhaps into the station 
entrance. This is a common approach when the 
station entrance is directly on the street and 
there is little or no forecourt space.

Streetscape Guidance seeks a consistent 
approach to footway paving as seen in ‘High 
quality footways’ and ‘Footway amenities’. When 
considering an alternative approach, please seek 
the approval of the SDRG.

Street furniture
• Station Public Realm Design Guidance 

provides detail on when and where it may 
be appropriate to locate street furniture. If 
street furniture will be included at the station 

entrance or forecourt, please follow the 
guidance set out in:

• ‘Ambience’

• ‘Footway amenities’  

• ‘Safety and functionality’

Large cycle hubs, refer to ‘Cycle parking hubs’, 
may be required to support rail station facilities 
and these should be located in a convenient 
location which does not on impede on footway 
space. Designers should consider how cyclists 
will access the cycle parking facility if it is not 
at the kerb edge, to ensure that they do not 
inadvertently create a shared space to the 
detriment of pedestrian movements. 

Additional information 
Transport for London:
Station Public Realm Design Guidance, 2015
Interchange Best Practice Guidelines, 2009
London Underground Station Design Idiom, 2015

Department for Transport:
Security in Design of Stations (SIDOS) Guide, 
2012 

14.4 Rail interchanges

 
A large number of major rail stations front 
directly on to the TLRN including London 
Euston, London King’s Cross and Waterloo, as 
well as numerous London Underground, London 
Overground, Docklands Light Railway and 
National Rail stations.    

Designing the interface of the street with these 
stations is crucially important to maintaining the 
quality and continuity of the streetscape at some 
of London’s busiest transport nodes.

Detailed guidance
Footways
There are several general approaches to surface 
treatments typically used at station entrances 
that treat the entrance as:

An ‘entrance mat’ – using a visually different 
paving material directly surrounding the station 
entrance to highlight the entrance. This approach 
tends not to be used in new stations, but is 
commonly seen at stations that are listed or in 
a conservation area. If considering this approach 
please seek the approval of the SDRG.

A distinct space – using a distinct urban realm 
treatment in the forecourt of the station to 
distinguish it as a separate space from that of 
the	street.	This	approach	can	be	extended	across	
the footway or stop at the edge of the footway. 

Figure 303: King’s Cross station forecourt uses 
stone plinths as a security measure
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14.5  On-highway bus station 
interchanges

Most of London’s major bus stations are 
integrated with other public transport modes, in 
particular London Underground. The interchange 
experience	is	therefore	a	key	consideration	
in	delivering	an	efficient	and	beautiful	public	
realm which acts as a pleasing transitional space 
between transport modes. 

Streetscape	Guidance	does	not	provide	specific	
details	on	bus	station	design;	rather	it	identifies	
the key design considerations for ensuring 
successful urban integration of the bus station 
with	the	adjoining	road	network,	and	clarifies	
the aspirations for maintaining the quality and 
character of the streetscape across the bus 
station frontage. 

General considerations
Bus interchanges accommodate a high frequency 
of buses and a large volume of people. 
Therefore, bus interchanges should aim to 
provide clear delineation between waiting areas 
and movement corridors to avoid congestion and 
ensure the safety of all users. 

Provision for cycling is a priority that should be 
designed in for both on-carriageway facilities and 
cycle parking. Different regulations apply to bus 
station that are off-highway.

The design of the station buildings and the 
configuration/provision	of	bus	stops	will	
depend	on	site-specific	operational	and	spatial	
characteristics, and will always require specialist 
architectural and highways advice. Our Bus 
Infrastructure team should always be consulted 
regarding any street improvement project adjoining 
a bus station or any aspect of a TfL bus station. 

Detailed guidance
Many major bus interchanges will occur on the 
highway road network where passengers can 
transfer to another mode of transport like rail 
or	Tube.	Brixton,	Waterloo,	King’s	Cross	and	
Paddington	stations	are	just	a	few	examples	of	
where buses stop on the carriageway at frequent 
intervals to allow passengers to interchange. 

These interchanges are often constrained by 
narrow footways and active frontages. However, 
the following considerations can help relieve 
congestion and create a smooth interchange:

Footways
• Consider the provision of a centre median 

along the length of an on-carriageway 
interchange zone to assist passengers with 
informal crossings. The median should be 
paved in the same material as the footways 
and no street furniture should be placed on it

• Provide frequent and wide formal crossings 
on desire lines; refer to Crossings for further 
information

• Design teams should use a consistent 
approach to paving the footway and it should 
match the material of surrounding footways to 
maintain visual continuity with the surrounding 
streetscape

• When designing a forecourt as part of an 
interchange that is public space, designers 
should	first	consider	the	opportunity	to	
create a place when reviewing the approved 

Figure 304: Bus interchanges happen both on 
and off the highway

Figure 305: On-street bus interchanges need 
to provide for the safe passage of cyclists and 
vehicles
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palette of materials in this guidance. Bespoke 
materials should only be considered where a 
strong case can be made as to their value in 
responding to the character of the space and 
the surrounding architecture. This will require 
approval by the SDRG 

• Where a non-standard material has been 
specified,	designers	should	be	especially	
careful in detailing the intersection of the 
bespoke treatment with the standard footway 
materials used on the TLRN

Street furniture
• Street furniture should be kept to a minimum 

and equipment and signs should be combined 
where possible; refer to ‘Footway amenities’ 
and ‘Safety and functionality’ for more 
information

• Passenger information and bus stop signage 
should all be coordinated in furniture zones 
to minimise clutter. Consideration of adjacent 
frontages when siting bus infrastructure is 
important	and	will	influence	the	layout	and	
format of bus stop shelters. Please contact 
our Bus Infrastructure team and refer to 
‘Kerbside activity’ for further information

Carriageway
• Carriageway surfacing should be carefully 

considered so as to ensure durability 

• Containment kerbs may be required where 
a	safety	audit	has	identified	a	risk	of	vehicle	
overrun on to the footway 

• Please be aware of DfT guidance on highway 
marking

Additional information
Transport for London: 
Interchange Best Practice Guidelines, 2009
Accessible Bus Stop Design Guidance, 2015
Station Public Realm Design Guidance, 2015 

14.6 Tram interchanges

Tramlink provides 28km of rapid, street level and 
off-carriageway services across central Croydon, 
from Wimbledon to New Addington, Elmers 
End and Beckenham Junction. Tramlink is a fully 
integrated public transport service and connects 
with numerous bus routes, seven mainline rail 
stations and the London Underground.

Powered by electricity, trams do not emit fumes 
and so provide a greener public transport solution 
than motor vehicles. They do however require 
extensive	infrastructure	for	operation	including	
rail tracks within the carriageway, overhead 
power lines and raised platforms. Any proposed 
extension	or	changes	to	the	route	should	
consider the visual impact on the streetscape, in 
particular,	where	possible	building	fixings	should	

Figure 306: Elmers End tram stop
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be used to support the overhead. Where this 
is not possible special consideration should be 
given to the visual impact that the overhead line 
supports may have on the urban environment. 

London Trams, a division of London Rail, is 
responsible for maintaining the infrastructure and 
the vehicles, overseeing the operations of the 
Tramlink network and for future enhancements 
to the system. We are committed to maintaining 
and improving the tram network by providing 
higher frequency services, without compromising 
the road network capacity.  

Location
• Tram stops may be located within the street 

environment or off-carriageway and consist 
of a raised platform, ticket vending machine, 
Oyster reader, emergency help point, 
information boards and shelter and seating 
where space allows

• Tram routes that run within the carriageway 
either	run	in	mixed	traffic	or	within	their	own	
dedicated lanes 

• Highway arrangements at on-street stops shall 
be	designed	to	minimise	the	speed	of	traffic	
through or around the stop. The layout of 
on-street stops must be designed to minimise 
the risk of vehicles mounting the platform or 
hitting the platform edge

Detailed information
Platform widths should be designed to cater for 
the anticipated volume of pedestrian use. 

• The minimum width between tramway edge 
and any structure should be 1,500mm

• The nominal minimum platform width will be 
3,000mm for side platforms and 5,000mm for 
island platforms 

• Side platforms with absolute minimum width of 
2,000mm may be considered where pedestrian 
demand	profiles	are	sufficiently	low	and	
designs agreed with London Trams on the basis 
of risk and value management assessments

• Along the full length of the platform, a single 
row of lozenge tactile paving should be used 
to delineate the edge with a contrasting colour 

• The kerb height needs to be raised in most 
instances to 350mm to provide step-free 
access for boarding the tram

• Poles to support overhead lines should 
be setback at least 450mm from the kerb 
edge. These poles should be considered for 
mounting other signage or street lighting to 
reduce clutter, while taking into account the 
maintenance requirements as strict access 
arrangements are in place due to overhead 
lines carrying high voltage

• Signalised pedestrian crossings across the 
carriageway are not generally required at 
each end of each platform, however, an 
uncontrolled crossing point should be 
provided where the desire lines dictate it

• The provision of a signalised crossing will 
be dependent on pedestrian desire lines, 
sightlines	and	vehicle	flows	and	will	be	
determined using risk assessment and industry 
guidelines/standards

• Tree plantings should be considered where 
possible

Additional information
Department for Transport:
Inclusive mobility – A guide to best practice on 
access to pedestrian and transport infrastructure

Office of Rail Regulation:
Guidance on Tramways: Railway Safety 
Publication 2

Transport for London:
Trams Customer Environments 

Figure 307: Tram and bus interchange at 
Centrale shopping centre, Croydon
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14.7  London River Services 
interchanges

 
The road network and London Underground 
stations are often adjacent to a number of our 
piers, including Victoria Embankment adjacent to 
Blackfriars, Embankment and Westminster piers, 
and New Ferry Approach and Pier Road serving 
the Woolwich Ferry terminals.  

The design of the public realm in these locations 
generally requires minimal alterations to 
standard arrangements. For most pier locations, 
the majority of the supporting infrastructure is 
provided off the highway and on the river.  

Off highway infrastructure includes walkways, 
waiting rooms and boarding ramps on 
floating	pontoons.	Design	guidance	for	these	
components is detailed in our London River 
Services: River Infrastructure Guidelines (2014).

Highway provision is generally limited to a single 
free-standing ticket kiosk, overhead pier signage, 
free-standing poster frame units and a Legible 
London	wayfinding	totem.

Ticket kiosk
• Ticket kiosks should be located in close 
proximity	to	the	pier	entrance	on	a	highly	visible	
stretch of footway, line of sight should ideally be 
maintained to any nearby London Underground 
stations, bus stops or other major interchanges

• The placement should be a minimum 450mm 
from the kerb edge, facing in towards the 
footway so as to encourage queuing away 
from the carriageway  

• The building should meet current building 
regulation requirements

• A minimum unobstructed footway width of 
4,000mm should be provided at the ticket 
kiosk front desk   

• Waiting rooms with seating are provided on 
some piers; however, additional seating may 
be provided within the footway furniture zone 
a minimum of 2,000mm from the kiosk, so as 
to ensure adequate access to the kiosk door

• Temporary queue management barriers may 
be erected during opening hours if required. 
The footway should maintain a 2,000mm 
unobstructed width. After hours, barriers 
should be stored on the pontoon

Signage
• Ticket kiosk signage should be clear and 

concise, to minimise the visual impact on 
the	streetscape,	while	providing	sufficient	
information for passengers

• Tamper	proof	vinyls	and	anti-graffiti	overlays	
should	be	used	in	all	exterior	applications	
where signage is required

• Designers should refer to the bespoke 
treatments and approved standards in our 
London River Services: River Infrastructure 
Guidelines (2014)

Additional information
Transport for London:
London River Services: River Infrastructure 
Guidelines, 2014

Figure 308: London River Services’ totem and 
ticket kiosk Figure 309: River pier ticket kiosk
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14.8 Taxi ranks

We	are	responsible	for	the	regulation	of	taxis	and	
private	hire	vehicles	(PHVs).	TfL	Taxi	and	Private	
Hire is responsible for appointing and revoking 
all	taxi	ranks	within	the	London	boroughs,	other	
than	those	located	in	the	City.	Taxi	ranks	within	
the City of London are not under our jurisdiction, 
but are appointed and managed by the 
Commissioner of Police for the City of London. 

Designers should consider the contribution that 
taxis	can	provide	at	interchanges	for	onward	
travel and ensure that the placement and design 
of	taxi	ranks	and	set	down/pick-up	facilities	do	
not	impede	general	traffic	flows	while	remaining	
convenient and accessible for passengers, 
particularly for those with mobility impairments. 
Taxi	ranks	are	particularly	important	to	disabled	
people	or	those	who	have	difficulty	accessing	
other	transport	modes.	Taxi	ranks	may	only	be	
used	by	taxis	(Hackney	Carriages)	and	not	PHVs	
which must be pre-booked via a licensed TfL 
operator.	Please	refer	to	the	Taxi	Ranks	at	Major	
Interchanges: Best Practice Guidelines (2003) for 
information	on	general	design	principles	of	taxi	
ranks.

Location
Taxi	ranks	should	be	located	close	to	transport	
interchanges and major attractions such as retail 
areas, bars/restaurants, events, sports stadia and 
hotels. We can also appoint rest and refreshment 
ranks	to	provide	a	designated	space	for	taxi	
drivers to take a short break.

Ranks should be positioned with due regard to 
safety, so that passengers can board from or 
alight on to the footway from the nearside doors 
of	a	taxi.	Care	needs	to	be	taken	with	respect	to	
cyclists and cycle routes.

Materials and layout
When	designing	a	taxi	rank,	a	length	of	5,000mm	
per	taxi	is	standard.	The	size,	layout	and	design	
of	the	taxi	rank	will	depend	upon	several	factors	
but must be located within sightline of the venue 
they serve and at a suitable distance for the 
passenger.	Please	refer	to	Taxi	Ranks	at	Major	
Interchanges: Best Practice Guidelines (2003) for 
further information. 

• Taxi	ranks	should	be	clearly	signed	and	marked	
according to the TSRGD manual. Set down 
and pick up areas should have a minimum kerb 
height of 140mm to allow easier access for 
those with mobility impairments and luggage

• Footways	adjacent	to	the	taxi	rank	should	
have an unobstructed minimum width of 
2,000mm	for	alighting	and	boarding;	sufficient	
for wheelchairs to manoeuvre and to 
accommodate access ramps and an additional 
1,500mm for pedestrians to bypass the rank

• A formal pedestrian crossing with a dropped 
kerb or raised table should be located near 
to	the	taxi	rank	to	allow	for	convenient,	safe	
access and to discourage informal crossing 
in-between	taxis.	However,	taxi	ranks	should	
not be on the opposite side of the road to the 
venue they serve forcing passengers to cross 
the	road	before	being	able	to	access	a	taxi

• Seating and shelter should be positioned 
nearby where space allows 

Figure	310:	Taxi	rank	
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Road markings and regulations
• Taxi	ranks	are	bays	marked	with	50mm-wide	

yellow broken lines on the edge or centre 
of the carriageway surface and signed in 
accordance with the TSRGD 

• Only	licensed	taxis	are	permitted	to	stop	in	
the areas bounded by the road markings  

• For	all	TfL-appointed	taxi	ranks	on	the	public	
highway,	a	taxi	rank	order	must	be	completed	
and	this	is	undertaken	by	TfL	Taxi	and	Private	
Hire.	If	the	taxi	rank	is	on	the	public	highway	
then	a	Traffic	Management	Order	should	also	
be completed to ensure it can be enforced 
and this will be carried out by the highway 
authority

Consultation
TfL	Taxi	and	Private	Hire	must	be	consulted	
in	all	projects	involving	taxi	ranks	to	advise	on	
location, design and layout.

Additional information
Statutory instruments:
Traffic	Signs	Regulations	and	General	Directions,	
2002 and 2015

Department for Transport:
Inclusive mobility – A guide to best practice on 
access to pedestrian and transport infrastructure, 
2002

Transport for London:
Taxi	Ranks	at	Major	Interchanges:	Best	Practice	
Guidelines, 2003
Transport	for	London	appointed	taxi	ranks,	2014

Figure	311:	Taxi	set	down	and	pick	up	areas	
should have a minimum kerb height of 140mm
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14.9 Cycle parking hubs

This guidance should be read in conjunction with 
the London Cycling Design Standards, 2014: 
Chapter 8.5 – Cycle parking to support different 
uses.	It	provides	guidance	specifically	for	cycle	
hubs adjoining the TLRN. 

Cycle parking hubs are designed to provide a 
large number of secure cycle parking spaces in 
areas of highest demand, while also offering 
a range of related facilities which may include 
cycle maintenance, secure long-stay parking and 
cycle hire.

Hubs are most often located near rail stations 
but may also be considered for major trip 
attractors such as shopping centres or landmark 
buildings. Reliable cycle parking facilities and 
hubs at stations will become an increasingly 
important way of supporting cycling as a viable 
interchange mode for onward travel.

The installation of large cycle parking facilities at 
stations may be complicated by land ownership 
and commercial relations. Local authorities 
are encouraged to work in partnership with 
landowners and ourselves to provide facilities 
that can accommodate and support the 
anticipated future growth in cycling.

Location
• Where the TLRN adjoins a station forecourt, 

a cycle parking hub may be considered 
within the road network boundary, as long as 
complementary measures are put in place to 
maintain appropriate unobstructed footway 
widths. This may include footway widening or 
decluttering of other street furniture

• As a minimum, footway widths of 3,000mm 
should be provided adjacent to hubs, to allow 
for a waiting cyclist to gain access to a facility 
without blocking the full width of the footway

• Cycle hubs should be located within 
convenient access of the station entrance, no 
more than 200 metres away, so that cyclists 
are	less	inclined	to	fly	park	closer	to	the	
entrance

• The location should ensure high levels of 
natural surveillance, supported by CCTV 
coverage

(Image courtesy of H-B Designs Ltd)

Figure 312: Ealing Broadway cycle hub
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Design considerations
• Any new structure should aim to 

accommodate current summer demand for 
cycle parking and provide an additional 20 per 
cent of space where practicable 

• The	placement	should	not	obstruct	existing	
pedestrian desire lines or create unnecessary 
conflict	between	pedestrians	and	cyclists	
crossing the footway to access the hub. It may 
be appropriate to provide a shared use area 
around the hub, with dropped kerbs to allow 
for safer, more comfortable cycle access

• For any secured facility, designers should 
carefully consider the management regime, 
staffing	requirements,	tariff	rates,	and	access	
arrangements, so as to maintain a viable and 
efficient	facility

Detailed Information
• Parking stands should provide two lockable 

points, so the frame and both wheels of the 
cycle	can	be	securely	fixed,	as	detailed	in	
‘Cycle parking’

• Gated compounds should allow for 24-hour 
access

• Any covered structure should ensure a 
minimum head clearance of 2,400mm. This 
might be an opportunity to create a structure 
that	responds	to	its	context,	and	act	as	a	
beacon or icon

• Roofs should be sloped so as to reduce 
the accumulation of debris and discourage 
antisocial behaviour

• Cycle hub surface materials should respond 
to	the	local	context.	The	use	of	setts	should	
be	avoided	in	favour	of	900x600mm	slabs	or	
asphalt

• Street furniture must be kept to a minimum 
to allow for regular and numerous pedestrian 
and cycle movements (refer to London Cycling 
Design Standards, 2014)

• Where the cycle hub is located on the footway 
dropped kerbs should be provided and shared 
use areas should be considered

Additional information
Transport for London:
London Cycling Design Standards, 2014: Chapter 
8 – Cycle parking
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