
King William Street Pedestrian Priority EqIA responses 

16th October 2023 (updated on 28th February 2024) 

(Responses in italics) 

 

 
Level Access: In line with DfT’s Inclusive Mobility Guide 20211, it is recommended that level access 
is provided at each of the informal crossing locations within King William Street to enable easy 
access for elderly people, those with limited mobility and those using mobility aids and 
pushchairs.  
 
All informal crossings are level. Furthermore, there are level raised tables near to the LUL entrances 
to complement their step-free access. 
 
 
In line with Department for Transport’s Inclusive Mobility Guide 2021 guidance1, it is 
recommended that all of the proposed tactile paving throughout King William Street adheres to 
guidance to aid users with visual impairments. This is particularly important to consider given that 
the Royal National Institute of Blind People (RNIB) report that walking is the main mode of travel 
for blind and partially sighted people, many of whom will have fewer transport options available 
to them than others2. 
 
Compliant blister tactile paving has been included at all informal crossing points. Consideration was 
given to the use of corduroy guidance/ warning paving at the proposed raised tables but based on a 
risk-based assessment of the design and third party reviews such as the EqIA itself and Road Safety 
Audit, it was not considered necessary or appropriate. Furthermore, a response to a direct question 
put to the Road Safety Auditor supported this conclusion. 
 
 
Utilities: Where possible, tactile paving should be installed away from utility covers so as to avoid 
disrupting the layout of the tactile paving which can be confusing for visually impaired 
pedestrians. Furthermore, utility companies could be encouraged to provide covers which can 
take a tactile paving slab inlay3.  
 
There are utility covers within the proposed tactile areas in the design. These are the type which can 
take a tactile paving slab inlay. 
 
 
Footway Widths: Given the populous of the area, particularly around the station entrances and 
exits, it is advised that the renewed footways are the appropriate width to accommodate the 
footfall. This will prevent vulnerable road users, which includes people with disabilities, as well as 
elderly people and young people, from having to cross the road unnecessarily and/or utilise the 
carriageway, improving road safety for users. It is recommended that the footway widths are 
designed in conjunction with TfL’s Pedestrian Comfort Guidance Technical guide (See Appendix 
B4). 
 
All PCLs have been calculated and the scheme scores well across the board. A minimum of a 2m wide 
footway throughout is a key part of the design. 
 

 



Bollards: With regards to the bollards, it is presumed these are included to act as a Vehicle 
Security Barrier (VSB) particularly around the entrance and exit to Bank Station. If so, these should 
be placed at a maximum of 1.2 metres apart to enable passage of wheelchair and mobility scooter 
users, many of whom are more likely to be elderly whilst providing adequate protection for 
pedestrians. This recommendation also aligns with DfT guidance1.  
 
The design already aligns with this recommendation. 
 
 
Maintenance of Setts: The setts that are proposed to be extended within the Sherborne Lane and 
Nicholas Lane carriageway, and those within the loading bays will need to be regularly 
maintained. This is because uneven and/or gaps between setts, can cause issues for some users, 
including those who are vision impaired, wheelchair users, and those using crutches and sticks1. 
This is particularly important given that Sherborne Lane and Nicholas Lane could be used by large 
vehicles, including HGV’s and refuse vehicles, which are more likely to cause damage to the 
carriageway.  
 
City Engineers and their contractors are used to this problem and are able to build a running surface 
resistant to these problems. 
 

 
Loading bays: The design proposals include 2 new loading that are flush and inset within the 
footway. These bays could be an accessibility issue for visually impaired users as there isn’t a 
detectable kerb upstand which allows them to differentiate between footway and carriageway. 
This is of particular consideration given that the timings of the loading bay vary throughout the 
day which could be confusing for someone with visual impairments and could be further 
exaggerated at certain times of the day such as in darkness or at the busiest times. It is also 
important for visually impaired users to have a colour contrast between the footway and 
carriageway materials. Furthermore, the associated signposts create pinch points of 
approximately 1.6m for the footway.  
 
Signs are to be building mounted. CoL have used such loading bays elsewhere in the City, Aldgate 
High Street and Cheapside for example, without issue. Inset loading bays aren’t without their 
drawbacks but as loading is required, the proposed design accommodates these in what’s considered 
to be the most appropriate manner. 
 

 
Lighting: Sufficient levels of lighting should be included in the design along King William Street, 
particularly around the station entrances and exits to improve the safety of users and account for 
any blind spots. This is particularly important given that some groups are more at risk of hate 
crimes and feeling unsafe in public space than others, therefore such measures could help to deter 
anti-social behaviour such as hate crimes. CCTV can also be considered to improve safety. In 
addition, the proposal includes over 30 new trees. Consideration should be taken to ensure that 
the location of the trees is a suitable distance from lighting columns so as not to cause shadows 
and dark spots on the street.  
 
Lighting has already been discussed with CoL M&E engineers and no wholesale change is said to be 
required. Once the number of trees has been confirmed, it was agreed that we would review lux 
levels at these locations. 
 
 



Construction: A Construction Environmental Management Plan (CEMP) or Construction Logistics 
Plan (CLP) should be implemented to minimise construction impacts. It should include measures 
such as suitable diversion routes with appropriate signage for any required footway closures, 
noise and pollution mitigation, and an appropriate CLP to avoid sensitive receptors such as 
schools. Continued liaison with stakeholders, including emergency services, should also be 
undertaken to inform them of the diversion routes. Places of worship located near to the site 
should be included in the stakeholder list and be informed of any out of hours works, allowing 
consideration of service times and religious holidays during the construction phase. On completion 
of the works, the develop could also offer a guide to familiarise the changes to those who are 
visually impaired.  
 
These recommendations are standard practice for CoL highways projects so will be undertaken as 
normal. 
 
 
Cycle contraflows: The proposals to introduce contraflow cycling in Lombard Street, Abchurch 
Lane, Nicholas Lane and Clement’s Lane should align with LTN 120 guidelines5 to ensure cyclists, 
particularly those that are at higher risk of road danger which includes the elderly, young, and 
those with disabilities, can use the facility safely. Although the speed limit is 20mph and motor 
traffic is likely to be 1,000 PCU per day or less, it is likely that these streets may be used by large 
vehicles including HGVs and refuse vehicles for deliveries and waste collection, which could pose a 
threat to more vulnerable road users, including cyclists. In addition, it is anticipated that due to 
the limited width of the road that there is insufficient space for both vehicle access and contraflow 
cycling. This is likely to put cyclists in significant danger if they encounter vehicles. Subsequently, it 
is highly recommended that the suitability of contraflow cycling is reconsidered.  
 
Contraflow cycling already exists on these side roads. The proposed design only shows renewed road 
markings. The question of contraflow cycling on these streets has been raised and the project team 
have been advised by the City’s Network Performance Team that contraflow cycling is considered 
suitable on these streets given low traffic volumes, speeds and no recorded incidents. 
 

 
Cycle symbols and road markings: It is recommended that road markings / cycle symbols are 
located away from the likely path of pedestrians to avoid slips and falls during, particularly during 
wet/wintering conditions.  
 
Rejected/ not an issue recognised by CoL. The use of thermoplastic markings is already prevalent in 
the City of London and the implications of its use well understood. It’s use is also without incident.   
 

 
Greening: The landscaping proposals include planting over 30 new trees. Consideration should be 
given to the location of the trees to ensure visibility and to avoid pinch points, as well as the tree 
species, selecting those with minimal leaf shedding to avoid a slippery footway. Street 
maintenance could also be procured to carry out appropriate clearing during the Autumn to 
mitigate against this. Tree species that boost the sensory experience for those with impairments 
of autism (e.g., scented) could also be explored.  
 
Following trial holes and review of their findings, the amount of trees has reduced to approximately 
17-18 which are still dependant on the outcome of negotiations with nearby utility company owners. 
Should these proceed, they have already been found not to negatively impact on PCLs and 



maintenance has already been considered. The comment on scented trees will be passed to open 
spaces colleagues as its not something I believe is considered currently. 
 

 
Road Safety Audit: A Stage 3 Road Safety Audit should also be completed on completion of the 
works to ensure that the improvements are accessible i.e., ensuring sufficient dropped kerbs and 
flush surfaces.  
 
The scheme will be reviewed once its complete to check that it matches the design. 
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2. What are the recommendations? 
Given that the proposals are at the preliminary design stage (See General Arrangement drawing for more details), it is highly recommended that the following are 
considered to mitigate any negative impact on protected characteristic groups when developing the detailed design:  
 

• Level Access: In line with DfT’s Inclusive Mobility Guide 20211, it is recommended that level access is provided at each of the informal crossing locations within 
King William Street to enable easy access for elderly people, those with limited mobility and those using mobility aids and pushchairs.  

 

• Tactile paving: In line with Department for Transport’s Inclusive Mobility Guide 2021 guidance1, it is recommended that all of the proposed tactile paving 
throughout King William Street adheres to guidance to aid users with visual impairments. This is particularly important to consider given that the Royal National 
Institute of Blind People (RNIB) report that walking is the main mode of travel for blind and partially sighted people, many of whom will have fewer transport 
options available to them than others2. 
 

• Utilities: Where possible, tactile paving should be installed away from utility covers so as to avoid disrupting the layout of the tactile paving which can be 
confusing for visually impaired pedestrians. Furthermore, utility companies could be encouraged to provide covers which can take a tactile paving slab inlay3. 

 

• Footway Widths: Given the populous of the area, particularly around the station entrances and exits, it is advised that the renewed footways are the appropriate 
width to accommodate the footfall. This will prevent vulnerable road users, which includes people with disabilities, as well as elderly people and young people, 
from having to cross the road unnecessarily and/or utilise the carriageway, improving road safety for users. It is recommended that the footway widths are 
designed in conjunction with TfL’s Pedestrian Comfort Guidance Technical guide (See Appendix B4).  

 

• Bollards: With regards to the bollards, it is presumed these are included to act as a Vehicle Security Barrier (VSB) particularly around the entrance and exit to Bank 
Station.  If so, these should be placed at a maximum of 1.2 metres apart to enable passage of wheelchair and mobility scooter users, many of whom are more 
likely to be elderly whilst providing adequate protection for pedestrians. This recommendation also aligns with DfT guidance1. 

 

• Maintenance of Setts: The setts that are proposed to be extended within the Sherborne Lane and Nicholas Lane carriageway, and those within the loading bays 
will need to be regularly maintained. This is because uneven and/or gaps between setts, can cause issues for some users, including those who are vision impaired, 
wheelchair users, and those using crutches and sticks1. This is particularly important given that Sherborne Lane and Nicholas Lane could be used by large vehicles, 
including HGV’s and refuse vehicles, which are more likely to cause damage to the carriageway. 
 

• Loading bays: The design proposals include 2 new loading that are flush and inset within the footway. These bays could be an accessibility issue for visually 
impaired users as there isn’t a detectable kerb upstand which allows them to differentiate between footway and carriageway. This is of particular consideration 
given that the timings of the loading bay vary throughout the day which could be confusing for someone with visual impairments and could be further 

 
1 Inclusive Mobility. A Guide to Best Practice on Access to Pedestrian and Transport Infrastructure (publishing.service.gov.uk)  
2 Travel, transport and mobility | RNIB  
3 https://assets.publishing.service.gov.uk/government/uploads/system/uploads/attachment data/file/1046126/guidance-on-the-use-of-tactile-paving-surfaces.pdf 
4 Pedestrian Comfort Guidance for London (tfl.gov.uk)  
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exaggerated at certain times of the day such as in darkness or at the busiest times. It is also important for visually impaired users to have a colour contrast 
between the footway and carriageway materials. Furthermore, the associated signposts create pinch points of approximately 1.6m for the footway. 

 

• Lighting: Sufficient levels of lighting should be included in the design along King William Street, particularly around the station entrances and exits to improve the 
safety of users and account for any blind spots. This is particularly important given that some groups are more at risk of hate crimes and feeling unsafe in public 
space than others, therefore such measures could help to deter anti-social behaviour such as hate crimes. CCTV can also be considered to improve safety. In 
addition, the proposal includes over 30 new trees. Consideration should be taken to ensure that the location of the trees is a suitable distance from lighting 
columns so as not to cause shadows and dark spots on the street. 

 

• Construction: A Construction Environmental Management Plan (CEMP) or Construction Logistics Plan (CLP) should be implemented to minimise construction 
impacts. It should include measures such as suitable diversion routes with appropriate signage for any required footway closures, noise and pollution mitigation, 
and an appropriate CLP to avoid sensitive receptors such as schools. Continued liaison with stakeholders, including emergency services, should also be undertaken 
to inform them of the diversion routes. Places of worship located near to the site should be included in the stakeholder list and be informed of any out of hours 
works, allowing consideration of service times and religious holidays during the construction phase. On completion of the works, the develop could also offer a 
guide to familiarise the changes to those who are visually impaired. 
 

• Cycle contraflows: The proposals to introduce contraflow cycling in Lombard Street, Abchurch Lane, Nicholas Lane and Clement’s Lane should align with LTN 120 
guidelines5 to ensure cyclists, particularly those that are at higher risk of road danger which includes the elderly, young, and those with disabilities, can use the 
facility safely. Although the speed limit is 20mph and motor traffic is likely to be 1,000 PCU per day or less, it is likely that these streets may be used by large 
vehicles including HGVs and refuse vehicles for deliveries and waste collection, which could pose a threat to more vulnerable road users, including cyclists. In 
addition, it is anticipated that due to the limited width of the road that there is insufficient space for both vehicle access and contraflow cycling. This is likely to 
put cyclists in significant danger if they encounter vehicles. Subsequently, it is highly recommended that the suitability of contraflow cycling is reconsidered. 

 

• Cycle symbols and road markings: It is recommended that road markings / cycle symbols are located away from the likely path of pedestrians to avoid slips and 
falls during, particularly during wet/wintering conditions.  

 

• Greening: The landscaping proposals include planting over 30 new trees. Consideration should be given to the location of the trees to ensure visibility and to 
avoid pinch points, as well as the tree species, selecting those with minimal leaf shedding to avoid a slippery footway. Street maintenance could also be procured 
to carry out appropriate clearing during the Autumn to mitigate against this. Tree species that boost the sensory experience for those with impairments of autism 
(e.g., scented) could also be explored. 

 

• Road Safety Audit: A Stage 3 Road Safety Audit should also be completed on completion of the works to ensure that the improvements are accessible i.e., 
ensuring sufficient dropped kerbs and flush surfaces. 

 

 

 

 
5 Cycle infrastructure design (LTN 1/20) - GOV.UK (www.gov.uk) 
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3. Who is affected by the Proposal? Identify the main groups most likely to be directly or indirectly affected by the recommendations. 
 
The proposed scheme is located in the City of London, within the Walbrook and Candlewick ward. The City of London is a key commercial district, hosting the primary 
business district for the capital. The area around the proposed scheme also comprises of retail space, as well as restaurants, cafes, and bars. Bank Station is located at the 
northern end of King William Street and Monument Station is located at the southern end of the street. 
 
Given the proposed works are located within a key commercial district and the area boasts a high Public Transport Accessibility Level (PTAL) rating of 6b6, those that are 
likely to be affected by the proposals are pedestrians, cyclists, and other non-motorised users. These users are more likely to be of the working population commuting to 
their places of work. The City of London estimates approximately 513,000 daily commuters7 and given the proximity of Bank and Monument Stations it is expected that 
there are significant numbers of commuter trips to the area. Currently, works to improve Bank Station are underway to increase the capacity of the station by 40%8. This 
includes improving the entrances such as the one on King William Street. Improvements to the overall capacity and the entrance will likely mean that King William Street 
will see an increase in footfall. It is also important to note that although the population of the City of London is comparatively small compared to other London boroughs, 
residents living in the borough have the highest overall active, efficient, and sustainable mode share (93%)9, suggesting that residents are also likely to benefit from the 
improvements. 
 
Although a predominantly business district, several other trip generators are located within close proximity of King William Street, which will attract users to the area who 
may also be affected by the proposed works and construction. These include places of worship, schools, and health facilities which have been detailed in the full 
assessment below. The site is easily accessible by sustainable modes therefore users are most likely to travel to these trip generators on foot, by bike or public transport.  
 
Both Bank Station and Monument Station are located on King William Street. Bank Station provides access to the Northern Line, Central Line, Waterloo & City and DLR. 
Bank Station provides step free access to the Northern Line, DLR and Waterloo & City from street level. Monument Station serves the District Line and Circle Line but does 
not have step free access from street level. Cannon Street Station is also located within the vicinity at a 4-minute walk provides step free access Westbound. There are 
also 2 bus stops located on King William Street, serving bus routes 21, 43, 133 and 141. 
 
During the construction phase, some protected characteristic groups, particularly disabled and elderly/younger groups, may be adversely impacted if the appropriate 
pedestrian diversions, noise and pollution mitigation, and CLPs are not in place. Further to this, although the resurfacing will require a short term/temporary closure, with 
one-way working and temporary traffic lights, it is not considered that this will lead to access issues for those with protected characteristics. This is because King William 
Street will still be open and vehicle access will be maintained throughout construction where possible. A full assessment of the potential impacts on each of the protected 
characteristic groups with regards to construction is provided below. 

 

 
6 https://tfl.gov.uk/info-for/urban-planning-and-construction/planning-with-
webcat/webcat?Input=1%20Leadenhall%20Street%2C%20London%2C%20UK&locationId=ChIJ7VGP61IDdkgR9w0Pu16EIoI&scenario=Base%20Year&type=Ptal  
7 https://www.cityoflondon.gov.uk/about-us/about-the-city-of-london-corporation/our-role-in-london#:~:text=In%20just%201.12%20square%20miles,commuters%20and%2010m%20annual%20visitors 
8 https://tfl.gov.uk/travel-information/improvements-and-projects/bank-and-monument  
9 https://content.tfl.gov.uk/travel-in-london-report-13.pdf  





   
 

Version Control Version:1.1   Last updated: 6 October 2023 
Author: Phoebe Wood / Marie Gallagher   Date of next review:  

45 - 49 35,964 10% 507,549 11% 

50 - 54 24,541 7% 405,451 9% 

55 - 59 14,941 4% 295,937 7% 

60 - 64 8,293 2% 196,176 4% 

65 - 69 2,370 1% 73,115 2% 

70 - 74 863 0% 29,485 1% 

Total 356,706 100% 4,500,481 100 

 
Table 2 shows the age breakdown of the workforce of the City of London compared to Greater London. The figures show that the ages of 25-34 contribute a substantial 
proportion of the workforce at 39%. The same age range for Greater London comprises 31% of the workforce. This shows that the City of London has a greater proportion 
of young professionals compared to Greater London. Similarly, the 35-49 age group comprises 39% of the workforce in the City of London, compared to 36% of the 
Greater London workforce. The percentage of the workforce in the City of London aged 50 years and above (14%) is lower than the percentage for Greater London (21%), 
showing that the City of London has a smaller proportion of older professionals. Further to this, the most recent census data (2021) shows that the City of London has a 
workforce much younger than the rest of the country, with 61% of workers aged between 22 and 3911. 
 
Sensitive receptors 
With regards to sensitive receptors relevant to age, there are some schools and colleges located within 500 metres of the proposed works where higher proportions of 
children and young people are likely to be concentrated. These include:  
 

• Royal National Children’s Springboard Foundation – 470 metres east of the proposed scheme 

• Lgt Vestra School – 110 metres north of the proposed scheme 

• Ipswich High School – 325 metres northwest of the proposed scheme 

• Victoria College – 440 metres west of the proposed scheme 

• BUPA Dental Care – 225 metres north of the proposed scheme 

• Ultrasound Guided Injections Medical Centre – 410 metres east of the proposed scheme 

• HCA UK City of London Hospital – 370 metres northeast of the proposed scheme 

• Capital Orthopedics – 390 metres northwest of the proposed scheme 

• Keith Cohen Surgery – 370 metres north of the proposed scheme 

• Japan Green Medical Centre - 450 metres northeast of the proposed scheme 
 
There are also Boots stores in close proximity to the proposed scheme which provide pharmacy facilities. There are no nurseries within 500 metres of the proposed 
works.  
 

 
 

 
11 https://www.cityoflondon.gov.uk/assets/Business/city-stats-factsheet-2023.pdf  
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What is the proposal’s impact on the equalities aim? Look for direct 

impact but also evidence of disproportionate impact i.e., where a decision affects a 
protected group more than the general population, including indirect impact 
 
The proposed improvements surrounding the development are likely to positively 
benefit people of all ages, including elderly and younger people.  
 
Research by TfL has found that walking is the most frequently used mode of 
transport by older Londoners aged 65 and over12, with 87% walking at least once a 
week. Looking at the census data above, a large proportion of the City of London’s 
population (14.1%) would therefore benefit from the proposals to improve the 
pedestrian environment in King William Street. 
 
Clear, high-quality footways are particularly important for elderly people, who are 
more likely to be living with a long-term health condition and may have more 
limited mobility and stamina. Research undertaken by Age UK underlines this 
intersectionality between age and disability further, with figures showing that 52% 
of those aged 65 and over are disabled compared with only 9% under 6413.  
 
With this in mind, the proposals to renew the footways along King William Street, 
would benefit both elderly and younger users and help to address some of the key 
barriers to active travel for the elderly population. It should be acknowledged 
however that there are some potential pinch points along King William Street in 
relation to the positioning of the proposed trees which could negatively affect some 
elderly users who are reliant on mobility aids as well as adults travelling with young 
children in pushchairs. There are also some potential pinch points around the 
bollards near Bank Station which could negatively affect those using mobility aids or 
travelling with pushchairs. 
 
The use of setts in the carriageway in Sherborne Lane and Nicholas Lane and those 
within the loading bays could negatively affect elderly people, those who rely on 
mobility aids or canes and those with young children and pushchairs. Setts that are 
not properly maintained can become loose, uneven and/or have gaps between 
paving. This is of particular importance in consideration of the type of vehicle that 

What actions can be taken to avoid or mitigate any negative 
impact or to better advance equality and foster good relations? 
 
Given that the proposals are at the preliminary design stage (See General 
Arrangement drawing for more details), it is highly recommended that the following 
is considered to mitigate any negative impact on elderly and younger people when 
developing the detailed design:  
 

• Level Access: In line with the DfT’s Inclusive Mobility Guide 20211, it is 
recommended that level access, including dropped kerbs, is provided at 
each of the informal crossing points indicated by the tactile paving, and at 
the proposed raised junctions to enable easy access for elderly people, 
particularly those using mobility aids, as well as those travelling with young 
children in pushchairs. 
 

• Footway Widths: Given the populous of the area, particularly around the 
station entrances and exits, it is advised that the renewed footways are the 
appropriate width to accommodate the footfall. This will help to prevent 
vulnerable road users, particularly elderly and younger people12, as well as 
those using mobility aids, from having to cross the road to avoid congestion 
and/or step in the carriageway to pass other pedestrians. It is 
recommended that the footway widths are designed in conjunction with 
TfL’s Pedestrian Comfort Guidance Technical guide (See Appendix B4). This 
is particularly important in consideration of the apparent pinch points that 
are created with the addition of new trees, and the signposts for the 
loading bays. 
 

• Maintenance of Setts:  The proposed setts in Sherborne Lane and Nicholas 
Lane and those within the loading bays will need to be will need to be 
regularly maintained. This is because uneven, loose and/or gaps between 
setts, can cause issues for some users, including those who are elderly, 
wheelchair users, those using crutches and canes1 and those traveling with 
young children and pushchairs. This is particularly important given that 
Sherborne Lane and Nicholas Lane will be used by large vehicles, including 

 
12 Travel in London: Understanding our diverse communities 2019 (tfl.gov.uk)  
13 https://www.ageuk.org.uk/london/about-us/media-centre/facts-and-figures/  
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will be using Sherborne Lane and Nicholas Lane such as HGVs and LGVs that will be 
more likely to damage the paving. 
 
The current design shows several cycle contraflows are proposed to be 
implemented along King William Street at the junctions with Lombard Street, 
Abchurch Lane, Nicholas Lane and Clement’s Lane. It is anticipated that due to the 
limited width of the road that there is insufficient space for both vehicles and 
cyclists to pass each other without one having to give way. LTN 1/20 recommends 
an absolute minimum road width of 2.6m or implementation of an unmarked 
contraflow, i.e use of cycle markings but no lane5. It is likely that cyclists would be in 
significant danger if they encounter vehicles, particularly large vehicles such as 
HGVs and refuse vehicles. Subsequently, it is highly recommended that the 
suitability of contraflow cycling is reconsidered.  
 
Cycle symbols and road markings are proposed for cycle facilities and some of these 
are proposed at pedestrian crossings/dropped kerbs where pedestrians are likely to 
walk, posing a potential slip hazard in wet/wintery conditions.  
 
Although the City of London has a smaller population under the age of 15 
compared to London as a whole, 6.8% compared to 18.1% respectively, children 
and young people attending the educational establishments located within 500 
metres of the proposed works, are likely to benefit from the improved pedestrian 
environment on their journeys to school / college. This could deliver a particular 
benefit to pupils attending the establishments located in the area. 
  
It should be acknowledged however that the majority of users are likely to be those 
commuting to or visiting the area. As illustrated in Table 2, those commuting to the 
City of London are most likely to be between the ages of 25-49 (78% of the 
workforce) and are therefore not considered vulnerable to the factors listed above 
due to their age.   
 
Construction: 
It is assumed that the footway works on King William Street and adjoining junctions 
will require a closure of the footway and pedestrian diversions will need to be put 
in place to divert users away from the closed footways. This could have a negative 
impact on pedestrians, particularly more vulnerable road users including those who 
are elderly or young. Further to this, the resurfacing is likely to require short term 
road/lane closures with one-way working and temporary traffic lights. It is likely 

HGV’s and refuse vehicles, which are more likely to cause damage to the 
carriageway. 

 

• Bollards: With regards to the bollards located around Bank Station, as well 
as those on the footway, it is understood that these are included to act as a 
Vehicle Security Barrier (VSB). All bollards should be placed at a maximum 
of 1.2 metres apart to enable passage of wheelchair and mobility scooter 
users, many of whom are more likely to be elderly whilst providing 
adequate protection for pedestrians. 
 

• Greening: The landscaping proposals include planting over 30 new trees. 
Consideration should be given to the location of the trees to ensure 
visibility and to avoid pinch points, as well as the tree species, selecting 
those with minimal leaf shedding to avoid a slippery footway. Street 
maintenance could also be procured to carry out appropriate clearing 
during the Autumn to mitigate against this. 
 

• Contraflow cycling: The proposals include introducing contraflow cycling in 
Lombard Street, Abchurch Lane, Nicholas Lane and Clement’s Lane. Conflict 
between one-way traffic and the contraflow cycling facilities needs to be 
considered to minimise risk of road danger to all users including the elderly 
and young. This is particularly important given that it is likely that these 
streets may be used by large vehicles including HGVs and refuse vehicles for 
deliveries and waste collection, which could pose a threat to more 
vulnerable road users, including cyclists. In addition, it is anticipated that 
due to the limited width of the road that there is insufficient space for both 
vehicles and cyclists to pass each other without one having to give way. This 
is likely to put cyclists in significant danger if they encounter vehicles. 
 

• Cycle symbols and road markings: It is recommended that road markings / 
cycle symbols are located away from the likely path of pedestrians to avoid 
slips and falls during, particularly during wet/wintering conditions.  

 

• Construction: A CEMP or CLP should be implemented to minimise 
construction impacts15. It should include measures such as suitable 
diversion routes with appropriate signage for any required footway closures 
as well as noise mitigation. The CLP should consider any educational 
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Figure 3: Percentage of People in the City of London with ‘Very bad health’ (Source: ONS Census data 2021) 

 
Figure 4: Percentage of People in the City of London with ‘Bad health’ (Source: ONS Census Data 2021) 
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Sensitive receptors 
There are several medical facilities in proximity to the proposed scheme which offer services more likely to be used by members of this protected characteristic group. 
These include:  
 

• Ultrasound Guided Injections Medical Centre – 410 metres east of the proposed scheme 

• HCA UK City of London Hospital – 370 metres northeast of the proposed scheme 

• Capital Orthopaedics – 390 metres northwest of the proposed scheme 

• Keith Cohen Surgery – 370 metres north of the proposed scheme 

• Japan Green Medical Centre - 450 metres northeast of the proposed scheme 
 
There are also Boots stores in close proximity to the proposed scheme which provide pharmacy facilities. 

 

What is the proposal’s impact on the equalities aim? Look for direct 

impact but also evidence of disproportionate impact i.e. where a decision affects a 
protected group more than the general population, including indirect impact 
 
The proposed improvements surrounding the development are likely to positively 
benefit all users, including those with disabilities.  
 
The baseline data shows that there is a low comparative percentage of people with 
disabilities in the City of London. As illustrated in the section above however, the 
majority of people likely to be affected by the proposed works are less likely to be 
residents, therefore it is acknowledged that there may be a larger number of 
disabled people using the area than the data suggests. This is likely to be facilitated 
by the accessibility of the area by public transport, specifically Bank and Monument 
Stations, enabling those with limited mobility to access the area given bus and step-
free tube/train station provision. 
 
Statistics show that 14% of Londoners currently consider themselves to have a 
disability that impacts their day-to-day activities ‘a little’ or ‘a lot’, and this is 
expected to rise to 17% by 203021. Further to this, walking is the main mode of 
travel for disabled Londoners, with 78% reporting they walk at least once a week. 
However, 65% of disabled Londoners consider the condition of the pavements to be 
a barrier to walking more frequently22. It is therefore important that the design 
considers these requirements, which aligns with the City of London’s Transport 

What actions can be taken to avoid or mitigate any negative 
impact or to better advance equality and foster good relations? 
 
Given that the proposals are at the preliminary design stage (See General 
Arrangement drawing for more details), it is highly recommended that the following 
is considered to mitigate any negative impact on people with disabilities, when 
developing the detailed design:  
 

• Tactile paving: In line with Department for Transport’s Inclusive Mobility 
Guide 2021 guidance1, it is recommended that the proposed tactile paving 
throughout King William Street and the adjoining junctions adheres to 
guidance to aid users with visual impairments. This is particularly important 
to consider given that the Royal National Institute of Blind People (RNIB) 
report that walking is the main mode of travel for blind and partially 
sighted people, many of whom will have fewer transport options available 
to them than others24. Furthermore, the design shows several instances 
where tactile paving is to be installed over utility covers. Where possible, 
tactile paving should be installed away from utility covers so as to avoid 
disrupting the layout of the tactile paving which can be confusing for 
visually impaired pedestrians. Furthermore, utility companies could be 
encouraged to provide covers which can take a tactile paving slab inlay3. 

 

 
21 https://www.ons.gov.uk/peoplepopulationandcommunity/healthandsocialcare/disability/articles/outcomesfordisabledpeopleintheuk/2021  
22 https://www.cityoflondon.gov.uk/assets/Services-Environment/city-of-london-transport-strategy.pdf  
24 Travel, transport and mobility | RNIB  
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Strategy proposal to develop and apply the City of London Street Accessibility 
Standard (see page 52 of the strategy for more informationError! Bookmark not defined.).   
 
Research by Transport for All23 has identified some of the key barriers to active 
travel for those with disabilities, including:  
 

• Pavements cluttered by obstacles are difficult for those with mobility 
impairments to navigate and can pose a hazard to those with visual 
impairments. They are also confusing and overwhelming for those who 
are neurodivergent.  

• Pavements that are steep, uneven, or bumpy are difficult to traverse in 
a wheelchair and can be trip-hazards. Tree roots, cobblestones, and 
poorly laid or maintained paving stones all contribute to this.  

 
Similarly, these findings are echoed by DfT’s Inclusive Mobility1 guide, whereby a 
number of barriers to navigating the pedestrian environment were identified, 
including obstacles, uneven surfaces, crossing the road, navigating slopes and 
ramps, and lack of confidence to travel. The guidance also underlines that good, 
inclusive design benefits all users, including those who have non-visible disabilities. 
  
The proposed footway and public realm improvements should help to tackle some 
of these key barriers; however, it should be acknowledged that there may be some 
accessibility issues resulting from the proposals. These include:  
 

• Potential pinch points on King William Street can cause accessibility issues 
for those who use mobility aids. In line with the DfT’s Inclusive Mobility 
Guide 20211, it is recommended that a minimum footway width of 2m is 
provided to allow two wheelchair or mobility scooter users to pass each 
other. If this is not feasible then 1.5m could be regarded as the minimum 
acceptable. The proposed tree locations on King William Street restrict the 
footway width in several places, creating apparent pinch points. In addition, 
the signposts for the loading bays create pinch points of approximately 
1.6m. 

• The use of setts in within the Sherborne Lane and Nicholas Lane 
carriageway, and those within the loading bays could be an accessibility 
issue as loose/uneven setts or gaps between setts can cause issues for 

• Level Access: In line with the DfT’s Inclusive Mobility Guide 20211, it is 
recommended that level access, including dropped kerbs, is provided at 
each of the informal crossing points indicated by the tactile paving, and at 
the proposed raised junctions to enable easy access for those with limited 
mobility and mobility aids.  
 

• Footway Widths: Given the populous of the area, particularly around the 
station entrances and exits, it is advised that the renewed footways are the 
appropriate width to accommodate the footfall. This will prevent 
vulnerable road users, which includes people with disabilities12, from 
having to cross the road unnecessarily and/or utilise the carriageway, 
improving road safety for the users. Appropriate widths will improve the 
overall user experience and help to support independent travel. It is 
recommended that the footway widths are designed in conjunction with 
TfL’s Pedestrian Comfort Guidance Technical guide (See Appendix B4). This 
is particularly important in consideration of the apparent pinch points that 
are created with the addition of new trees, and the signposts for the 
loading bays. 

 

• Bollards: With regards to the bollards located around Bank Station, as well 
as those on the footway, it is understood that these are included to act as a 
Vehicle Security Barrier (VSB). All bollards should be placed at a maximum 
of 1.2 metres apart to enable passage of wheelchair and mobility scooter 
users, whilst providing adequate protection for pedestrians. Bollards should 
also be a minimum of 1m in height to ensure they are not a trip hazard for 
visually impaired pedestrians. This recommendation also aligns with DfT 
guidance1. 
 

• Maintenance of Setts: The proposed setts in Sherborne Lane and Nicholas 
Lane and those within the loading bays will need to be will need to be 
regularly maintained. This is because uneven, loose and/or gaps between 
setts, can cause issues for some users, including those who are vision 
impaired, wheelchair users and those using crutches and sticks1. This is 
particularly important given that Sherborne Lane and Nicholas Lane will be 
used by large vehicles, including HGV’s and refuse vehicles, which are more 
likely to cause damage to the carriageway. The colour mix of setts should 

 
23 https://www.transportforall.org.uk/campaigns-and-research/pave-the-way/  
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some users, including those who are vision impaired, wheelchair users, and 
those using crutches and sticks1. This is particularly likely given the type of 
vehicle that is expected to use these roads and bays. It is also important for 
visually impaired users to have a colour contrast between the footway and 
carriageway materials. 

• The current design shows several trees positioned within a close proximity 
to informal crossing points which could pose an obstacle to those with 
visual impairments. Most notably is the tree at the junction of King William 
Street and Lombard Street, which is particularly close to the crossing point. 

• There are a few areas containing high numbers of street clutter which can 
be a trip hazard especially for those with visual impairments and can be 
confusing or overwhelming for those who are neurodivergent and should 
be reduced where possible. 

• The overall increase in the inclusion of tactile paving, such as those 
surrounding the junction with Lombard Street and those surrounding the 
junction with Nicholas Lane, will provide a considerable benefit to visually 
impaired pedestrians. However, the design shows several instances where 
tactile paving is to be installed over utility covers, which disrupts the layout 
of the tactile paving and can be confusing for visually impaired pedestrians. 

• Cycle contraflows have been proposed in several of the adjoining junctions. 
Whilst this improves access and priority for cyclists, there is concern that 
the road widths may not be sufficient to accommodate cyclists, as well as 
one-way traffic passing each other. Furthermore, cycle contraflows located 
near to a road bend can be a particular danger to those with visual 
impairments or those who may take longer to cross as there is no forward 
visibility for the cyclist and reduced visibility for those waiting to cross. This 
is of particular concern at the junction of King William Street with Lombard 
Street as there is also a proposed tree close to the crossing which could 
further obstruct visibility to those crossing or to cyclists approaching the 
crossing from within the cycle lane. 

• Cycle symbols and road markings are proposed for cycle facilities and some 
of these are proposed at pedestrian crossings/dropped kerbs where 
pedestrians are likely to walk, posing a potential slip hazard in wet/wintery 
conditions.  

• The flush loading bays inset within the footways could be an accessibility 
issue for visually impaired users as there isn’t a detectable kerb upstand 
which allows them to differentiate between footway and carriageway. This 
is of particular consideration given that the timings of the loading bay vary 

also be considered as it is of particular importance to visibly impaired 
pedestrians that there is a colour contrast between the footway and 
carriageway. 
 

• Greening: The landscaping proposals include planting over 30 new trees. 
Consideration should be given to the location of the trees to ensure 
visibility and to avoid pinch points, as well as the tree species, selecting 
those with minimal leaf shedding to avoid a slippery footway. Street 
maintenance could also be procured to carry out appropriate clearing 
during the Autumn to mitigate against this. Tree species that boost the 
sensory experience for those with impairments of autism (e.g scented) 
could also be explored. 
 

• Contraflow cycling: The proposals include introducing contraflow cycling in 
Lombard Street, Abchurch Lane, Nicholas Lane and Clement’s Lane. Conflict 
between one-way traffic and the contraflow cycling facilities needs to be 
considered to minimise risk of road danger to all users including those who 
are disabled or have limited mobility. This is particularly important given 
that it is likely that these streets may be used by large vehicles including 
HGVs and refuse vehicles for deliveries and waste collection, which could 
pose a threat to more vulnerable road users, including cyclists. In addition, 
it is anticipated that due to the limited width of the road that there is 
insufficient space for both vehicles and cyclists to pass each other without 
one having to give way. This is likely to put cyclists in significant danger if 
they encounter vehicles. 
 

• Cycle symbols and road markings: It is recommended that road markings / 
cycle symbols are located away from the likely path of pedestrians to avoid 
slips and falls during, particularly during wet/wintering conditions.  
 

• Loading bays: The design proposals include two new loading that are flush 
and inset within the footway. Parking that is set within the footway can be 
an issue for visually impaired pedestrians as there is no clear indication 
where the footway turns to parking areas. This is of particular consideration 
given that the timings of the loading bay vary throughout the day which 
could be confusing for someone with visual impairments and could be 
further exaggerated at certain times of the day such as in darkness or at the 
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throughout the day which could be confusing for someone with visual 
impairments and could be further exaggerated at certain times of the day 
such as in darkness or at the busiest times. 

 
(Recommendations have been provided to address each of these elements in the 
adjacent section).  
 
In terms of sensitive receptors, there are medical facilities within 500 metres of the 
proposed works which may be used by disabled people. Following construction, 
users of the local medical centres are likely to benefit from the improved pedestrian 
environment on their journey’s to and from these facilities.   
 
Construction:  
During the construction stage, people with disabilities travelling to health centres 
or pharmacies in the area may also be affected on their journeys if the appropriate 
footway diversions are not in place during construction. 
 
It is assumed that the footway works on King William Street and adjoining junctions 
will require a closure of the footway and pedestrian diversions will need to be put 
in place to divert users away from the closed footways. This could have a negative 
impact on pedestrians, particularly more vulnerable road users including those who 
are visually impaired, wheelchair users or those travelling with a cane or stick. 
Further to this, the resurfacing is likely to require short term road/lane closures 
with one-way working and temporary traffic lights. It is likely that some aspects of 
the works will affect the bus stops located in King William Street and these may 
need to be closed/relocated and bus routes diverted. This could affect the journey 
times and accessibility of those using public transport. It is important to consider 
that sufficient bus diversions are put in place and if necessary, relocated bus stops 
are accessible to all users. 
 
Building on this, several potential negative impacts on people with disabilities have 
been identified if the appropriate measures are not in place during the construction 
phase14. These include:  
 

• Wheelchair and mobility aid users may find it difficult to utilise the 
temporary ramps 

• Those who are considered sensitive to changes in visual stimuli may find 
the diversions difficult to navigate  

busiest times. In order to increase safety and accessibility for those with 
visual impairments, it is recommended that a detectable feature of some 
sort is provided to clearly differentiate the bay from the footway. 

 

• Construction: A CEMP or CLP should be implemented to minimise 
construction impacts15. It should include measures such as suitable 
diversion routes with appropriate signage for any required footway 
closures, as well as noise mitigation. Continued liaison with stakeholders 
should also be undertaken to inform the plans. On completion of the 
works, the developer could also offer a guide to familiarise the changes to 
those who are visually impaired.   

 

• Road Safety Audit: A Stage 3 Road Safety Audit should also be completed 
on completion of the works to ensure that the improvements are accessible 
i.e., ensuring sufficient dropped kerbs and flush surfaces. 
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Pregnancy and Maternity Check this box if NOT applicable☐ 
Pregnancy and Maternity – Additional Equalities Data (Service Level or Corporate) Include data analysis of the impact of the proposals 

 
The ONS Conception Statistics, England and Wales, 2020 show the conception numbers for the City of London. Note these numbers have been combined with the 
Hackney borough to preserve confidentiality. There were 5,659 conceptions in Hackney and the City of London in 2020. This equates to a conception rate per 1,000 
women aged 15 to 44 years of 74.6%. This is slightly higher than the average for Inner London (66.1%) and lower than the average for London as a whole (76.2%). 25 
 
There were 60 live births in the City of London in 2021. The Total Fertility Rate (TFR) in the City was 1.74. This is the average number of live children that women in the 
group could bare if they experienced age specific fertility rate of the calendar year throughout their childbearing lifespan. This is higher than the average for Inner London 
(1.28) and also for London as a whole (1.52)26.  
 
As mentioned above, it should be noted that this data is not considered representative of the majority of the people likely to be affected by the proposed scheme given 
the large percentage of commuters regularly travelling to the area, rather than residents.  
 
Sensitive receptors 
Facilities providing services for sensitive receptors in proximity to the proposed scheme which are most relevant to pregnancy and maternity are the same as those for 
disability.  
 

 

What is the proposal’s impact on the equalities aim? Look for direct 

impact but also evidence of disproportionate impact i.e. where a decision affects a 
protected group more than the general population, including indirect impact 

 
Pregnant women are known to have restricted mobility due to their pregnancy. The 
proposed works will provide safety and accessibility benefits to this group in a 
similar way to those mentioned for the above protected characteristics. Parents 
with younger children and push chairs could also benefit from the improvements to 
the public realm during maternity, as the proposed works would improve the 
overall pedestrian environment and accessibility.  
 
In terms of sensitive receptors, there are medical facilities within 500 metres of the 
proposed works which may be used by pregnant women. Users of these facilities 

What actions can be taken to avoid or mitigate any negative 
impact or to better advance equality and foster good relations? 
 
Given that the proposals are at the preliminary design stage (See General 
Arrangement drawing for more details), it is highly recommended that the following 
is considered to mitigate any negative impact on pregnant women and women with 
young children when developing the detailed design:  
 

• Level Access: In line with the DfT’s Inclusive Mobility Guide 20211, it is 
recommended that sufficient dropped kerbs are provided to enable easy 
access for those travelling with young children in pushchairs. 

 

• Footway Widths:  Given the populous of the area, particularly around the 
station entrances and exits, it is advised that the renewed footways are the 

 
25 https://www.ons.gov.uk/peoplepopulationandcommunity/birthsdeathsandmarriages/conceptionandfertilityrates/datasets/conceptionstatisticsenglandandwalesreferencetables). 
26 Births in England and Wales: summary tables – Office for National Statistics (ons.gov.uk)  
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will benefit from the improved pedestrian environment on their journey’s to and 
from these facilities.  
 
Construction: 
During the construction stage, pregnant women travelling to health centres or 
pharmacies in the area may also be affected on their journeys if the appropriate 
footway diversions and temporary crossings are not in place during construction. 
During construction, they may need to use a different route. This should be clearly 
outlined. 
 
It is assumed that the footway works on King William Street and adjoining junctions 
will require a closure of the footway and pedestrian diversions will need to be put 
in place to divert users away from the closed footways. This could have a negative 
impact on pedestrians, particularly more vulnerable road users including those who 
are pregnant or travelling with pushchairs. Further to this, the resurfacing is likely 
to require short term road/lane closures with one-way working and temporary 
traffic lights. It is likely that some aspects of the works will affect the bus stops 
located in King William Street and these may need to be closed/relocated and bus 
routes diverted. This could affect the journey times and accessibility of those using 
public transport. It is important to consider that sufficient bus diversions are put in 
place and if necessary, relocated bus stops are accessible to all users. 
 
Building on this, several potential negative impacts on pregnant women and those 
using pushchairs have been identified if the appropriate measures are not in place 
during the construction phase. These include:  

• Pushchair users may find it difficult to utilise the temporary ramps. 

• Construction can also generate additional dust and pollutants which 
negatively impact pregnant women.  

 
Summary: 
Pregnant women may be negatively affected during the construction phase and 
without sufficient lighting incorporated into the design, however, the potential 
adverse impacts would be sufficiently managed through implementation of suitable 
design measures discussed in the adjacent actions section. 
 

appropriate width to accommodate the footfall. This will prevent 
vulnerable road users, which includes pregnant women and those travelling 
with children and pushchairs12, from having to cross the road unnecessarily 
and/or utilise the carriageway, improving road safety for the users. 
Appropriate widths will improve the overall user experience and help to 
support independent travel. It is recommended that the footway widths are 
designed in conjunction with TfL’s Pedestrian Comfort Guidance Technical 
guide (See Appendix B4). This is particularly important in consideration of 
the apparent pinch points that are created with the addition of new trees, 
and the signposts for the loading bays. 
 

• Bollards: With regards to the bollards located around Bank Station, as well 
as those on the footway, it is understood that these are included to act as a 
Vehicle Security Barrier (VSB). All bollards should be placed at a maximum 
of 1.2 metres apart to enable passage of wheelchair and mobility scooter 
users but also those traveling with pushchairs and young children, whilst 
providing adequate protection for pedestrians. 

 

• Maintenance of Setts: The proposed setts in Sherborne Lane and Nicholas 
Lane and those within the loading bays will need to be will need to be 
regularly maintained. This is because uneven, loose and/or gaps between 
setts, can cause issues for some users, including those who are pregnant or 
travelling with young children or pushchairs. This is particularly important 
given that Sherborne Lane and Nicholas Lane will be used by large vehicles, 
including HGV’s and refuse vehicles, which are more likely to cause damage 
to the carriageway. 
 

• Greening: The landscaping proposals include planting over 30 new trees. 
Consideration should be given to the location of the trees to ensure 
visibility and to avoid pinch points, as well as the tree species, selecting 
those with minimal leaf shedding to avoid a slippery footway. Street 
maintenance could also be procured to carry out appropriate clearing 
during the Autumn to mitigate against this. 

 

• Lighting: Pregnant women and those with pushchairs can feel especially 
vulnerable in places with limited surveillance and low lighting. It is 
therefore recommended that sufficient levels of lighting should be included 
in the design along King William Street and the adjoining junctions, to 
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• Imprint Church St Mary – 100 metres of the proposed scheme 

• Imprint Church St Edmund – 110 metres east of the proposed scheme 

• St Margaret’s – 285 metres north of the proposed scheme 

• Church of Saint Magnus-the-Martyr – 340 metres southeast of the proposed scheme 

• St Mary-At-Hill Church – 400 metres southeast of the proposed scheme 

• St Margaret Pattens Church of England – 370 metres east of the proposed scheme 

• St Michael’s Church Cornhill – 200 metres northeast of the proposed scheme 

• Dutch Church – 360 metres east of the proposed scheme 

• St Mary Aldermary Church – 370 metres west of the proposed scheme 

• St Stephen Wallbrook – 150 metres west of the proposed scheme 

• St Lawrence Jewry – 480 metres northwest of the proposed scheme 

• St Olave’s Jewry – 360 metres northwest of the proposed scheme 

• St James Garlickhythe – 410 metres southwest of the proposed scheme 

• St Mary-Le-Bow Church – 425 metres northwest of the proposed scheme 

• St Michael’s Church Paternoster – 320 metres southwest of the proposed scheme 

• St John the Baptist upon Walbrook – 240 metres west of the proposed scheme 

 
 

What is the proposal’s impact on the equalities aim? Look for direct 

impact but also evidence of disproportionate impact i.e. where a decision affects a 
protected group more than the general population, including indirect impact 

There is no clear evidence, data, or rationale that the proposed works would have a 
disproportionate effect on groups based on religion or belief as a protected 
characteristic. It is acknowledged however that some groups are more at risk of 
hate crimes than others if the security measures associated with the proposed 
works are insufficient. 
 
Construction:  
Noise associated with the construction of the works could have a negative impact 
on places of worship during services and religious holidays.  
 
Summary: 
The potential adverse operational impact would be sufficiently managed through 
implementation of suitable design measures discussed in the adjacent actions 
section. 

What actions can be taken to avoid or mitigate any negative 
impact or to better advance equality and foster good relations? 

Given that the proposals are at the preliminary design stage (see General 
Arrangement drawing for more details), it is highly recommended that the following 
is considered to mitigate any negative impact on religion or belief as a protected 
characteristic, when developing the detailed design:  
 

• Lighting and CCTV: Sufficient levels of lighting should be included in the 
design along King William Street and at the adjoining junctions to improve 
the safety of users and account for any blind spots. This is particularly 
important given that some groups are more at risk of hate crimes than 
others, therefore such measures could help to deter anti-social behaviour 
such as hate crimes. CCTV can also be considered to improve safety. In 
addition, the proposal includes over 30 new trees. Consideration should be 
taken to ensure that the location of the trees is a suitable distance from 
lighting columns so as not to cause shadows and dark spots on the street. 
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Sex Check this box if NOT applicable☐ 
Sex – Additional Equalities Data (Service Level or Corporate) Include data analysis of the impact of the proposals 

 
The Census 2021 reported that males comprised 55.5% of the population in the City of London, whereas females comprised 44.5%. This contrasts with the national 
average which shows males comprising 49% of the population and females 51%, as well as the London average which shows males comprising 49.3% of the population 
and females 50% For the same year, the gender split for the London region was estimated at 50.1% for males and 49.9% for females. 
 
It should be noted that this data is not considered entirely representative of all the people likely to be affected by the proposed scheme given that users are likely to be a 
combination of residents, commuters, and visitors.  
 

 

What is the proposal’s impact on the equalities aim? Look for direct 

impact but also evidence of disproportionate impact i.e. where a decision affects a 
protected group more than the general population, including indirect impact 

 
There is the potential that insufficient lighting could disproportionately affect 
women in terms of their personal safety. Improving lighting is particularly important 
given that one in two women feel unsafe walking alone after dark in a busy public 
space, compared to one in five men29.  
 
Summary: 
The potential adverse impact would be sufficiently managed through 
implementation of suitable design measures discussed in the adjacent actions 
section. 
 
 

What actions can be taken to avoid or mitigate any negative 
impact or to better advance equality and foster good relations? 
 
Given that the proposals are at the preliminary design stage (See General 
Arrangement drawing for more details), it is highly recommended that the following 
is considered to mitigate any negative impact on women when developing the 
detailed design:  
 

• Lighting and CCTV: Sufficient levels of lighting should be included in the 
design along King William Street and at the adjoining junctions to 
improve the safety of users and account for any blind spots. This is 
particularly important given that some groups are more at risk of hate 
crimes than others, therefore such measures could help to deter anti-
social behaviour such as hate crimes. CCTV can also be considered to 
improve safety. In addition, the proposal includes over 30 new trees. 
Consideration should be taken to ensure that the location of the trees 
is a suitable distance from lighting columns so as not to cause shadows 
and dark spots on the street. 

 
 

 
29 https://www.endviolenceagainstwomen.org.uk/new-data-women-feel-unsafe-at-night/  
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Sexual Orientation and Gender Reassignment Check this box if NOT applicable☐ 
Sexual Orientation and Gender Reassignment - Additional Equalities Data (Service Level or Corporate) Include data analysis of the impact of 

the proposals 

ONS 2021 survey data displays a self-perceived sexual identity overview for London’s population and more specifically the City of London’s population, as follows:  

London: 

• Heterosexual: 86.2%  

• Gay or Lesbian: 2.2% 

• Bisexual: 1.5% 

• Pansexual: 0.4% 

• Asexual: 0% 

• Queer: 0.1% 

• All other sexual orientations: 0% 

• Not answered: 9.5% 

 

City of London:  

• Heterosexual: 79.3%  

• Gay or Lesbian: 7.6% 

• Bisexual: 2.3% 

• Pansexual: 0.3% 

• Asexual: 0.1% 

• Queer: 0.1% 

• All other sexual orientations: 0% 

• Not answered: 10.4% 

The data shows that the City of London has a slightly lower percentage of people who identify as heterosexual than London as a whole, 79.3% compared to 85.2% 
respectively. Conversely, the City of London has a higher percentage of people who identify as Gay or Lesbian, at 7.6% compared to 2.2% for London. This is a similar trend 
for those identifying as Bisexual; 1.5% for London, compared to 2.3% for the City of London. 

Sensitive receptors 

There are no facilities providing services to sensitive receptors in proximity to the proposed scheme which are of specific relevance to sexual orientation. 
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Marriage and Civil Partnership Check this box if NOT applicable☐ 
Marriage and Civil Partnership - Additional Equalities Data (Service Level or Corporate) Include data analysis of the impact of the proposals 

The marriage and civil partnership profile for the City of London borough as reported in the 2021 Census is as follows:  

• Single: 48.33%; 

• Married: 35.1%; 

• Divorced or formerly in a same-sex civil partnership which is now legally dissolved: 7.8%; 

• Widowed or surviving partner from a same-sex civil partnership: 4.69%; 

• Separated: 2.38%; and 

• In a registered same-sex civil partnership: 1.7%. 

 

The percentage of the population who fall within the Single and Married categories differ from the averages for England, where 37.9% are single and 46.9% are married. 
This shows the City of London to have a significantly higher number of single people, which aligns with the lower number of people who are married. The other four 
categories follow the national averages closer, with the differences between the City of London and England being much smaller as follows: 

• Divorced or formerly in a same-sex civil partnership which is now legally dissolved: 0.4% lower;  

• Widowed or surviving partner from a same-sex civil partnership: 1.4% lower; 

• Separated: 0.1% lower; and 

• In a registered same-sex civil partnership: 1.5% higher. 

 

It should be noted that this data is not considered entirely representative of all the people likely to be affected by the proposed scheme given that users are likely to be a 
combination of residents, commuters, and visitors.  

 
 

What is the proposal’s impact on the equalities aim? Look for direct 

impact but also evidence of disproportionate impact i.e. where a decision affects a 
protected group more than the general population, including indirect impact 

 

There is no clear evidence, data, or rationale that the proposed works would have a 
disproportionate effect on marriage and civil partnership. 

What actions can be taken to avoid or mitigate any negative 
impact or to better advance equality and foster good relations? 

 

 

No actions or measures proposed. 














