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E1  Executive summary 

E1. 1 By 2031, London’s population is projected to have grown to 10 million, and it is 

expected to reach 11.3 million by 2050. This is compared to a population of 8.6 

million today. The number of jobs in London is also projected to grow, by 700,000 to 

6.3 million over the next 20 years. The scale of this projected growth sets a 

considerable challenge for the provision of housing, public amenity, and social and 

physical infrastructure. Transport infrastructure, in particular, can enable growth by 

increasing accessibility between where people live and where they work, unlocking 

new housing, encouraging regeneration and facilitating increased employment 

opportunities. 

E1. 2 The Mayor is clear that London urgently needs more homes. The Strategic Housing 

Market Assessment indicates that London will require between 49,000 and 62,000 

more homes per annum from 2015 to 20361. The ‘Mayor’s Transport Strategy’, the 

‘London Plan’ and the ‘London Infrastructure Plan 2050’ all set out how a Bakerloo 

line extension has a role to play in supporting London’s future growth and prosperity. 

For south east London, the Bakerloo line extension provides an excellent opportunity 

to deliver public transport-oriented sustainable development that helps address 

housing needs and supports London’s productivity by providing more homes closer 

to central London. 

E1. 3 Proposals have been developed for an extension to support London’s long term 

growth, focused on providing the accessibility and capacity improvements required to 

unlock new housing close to central London. In 2014, we undertook a public 

consultation exercise on a number of extension options and sought views on 

development to support growth and help fund an extension. These are set out in the 

Background to Consultation and the Consultation Analysis Report, both available 

from the project website2. 

E1. 4 Over 15,000 responses to the consultation were received with 96% supporting the 

principle of the extension and only 2% opposed. 82% of respondents also supported 

a scheme on the basis of it enabling new development.  

E1. 5 Approximately 4,500 comments were also received regarding other options or routes 

for an extension.  

                                                   

 

 

 
1 See the London Plan (2015) for further details, available from www.gla.gov.uk . 
2 Previous reports are available at www.tfl.gov.uk/bakerloo-extension 

http://www.gla.gov.uk/
http://www.tfl.gov.uk/bakerloo-extension
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E1. 6 In September 2015, we published the Response to the Main Issues Raised3, which 

addresses the main issues raised during the consultation concerning each of the 

consultation options and outlined why aspects such as enabling new development, 

were important considerations for the project.  

E1. 7 We have now completed a three stage assessment process, in considering the large 

number of extension destinations provided by the 2014 consultation responses and 

to further assess the consulted options themselves. Stage 1 of the assessment 

focused on the high level benefits, engineering and operational considerations 

associated with each destination. Each of the over 200 destinations suggested were 

assessed and a shortlist of 67 destinations identified. 

Developing a shortlist of route options from the suggested destinations 

E1. 8 The 67 destinations taken forward to Stage 2 were consolidated into routes, by 

designing extension alignments that would efficiently connect destinations along their 

length without being overly circuitous. These broad corridors were from Elephant and 

Castle towards: 

 Streatham 

 Crystal Palace 

 Hayes, Beckenham Junction and Croydon 

 Orpington and Bromley  

 Slade Green via the Bexleyheath rail line 

 Woolwich Arsenal via Deptford 

E1. 9 At Stage 2, options covering these corridors were assessed based on their ability to 

meet the challenges identified in the Mayor’s Transport Strategy (MTS) (see Table 1) 

as well as their performance against the scheme objectives (see section 1.2.3.5). This 

ensured that the specific growth and connectivity objectives for south east London 

was captured along with the broader London-wide objectives of the MTS.  

 

 

                                                   

 

 

 
3 Response to main issues raised report, September 2015,  available at:  www.tfl.gov.uk/bakerloo-extension 

http://www.tfl.gov.uk/bakerloo-extension
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Stage 2 assessment results 

E1. 10 The Stage 2 assessment of options determined that routes to East Croydon, Crystal 

Palace, Orpington and Woolwich Arsenal and also single-branch extensions to 

Streatham should not currently be developed further as these have less potential to 

make a significant positive contribution towards achieving the goals set out in the 

MTS. They provide limited benefits in terms of supporting the growth and 

connectivity objectives for south east London.  

E1. 11 The extension options remaining for assessment in Stage 3 covered the routes that 

had been consulted in 2014. This assessment stage also considered two-branch 

options due to their wider geographic scope and potential benefits which included a 

Lewisham and Streatham option and an option to Lewisham via both the routes to 

Camberwell and Old Kent Road. The stage 2 assessment also identified an additional 

option beyond Lewisham - to Slade Green via Bexleyheath on the national rail 

network for further assessment in stage 3. 

Stage 3 assessment results 

E1. 12 The Stage 3 assessment considered, in total, 15 extension options within the three 

broad corridors that were identified in Stage 2. The 15 options considered included 

permutations of the shortlisted options (such as shorter extensions, for example an 

extension to Camberwell and Peckham Rye only), and also two-branch options (such 

as an extension to Streatham and Lewisham or a two branch, extension to Lewisham 

via Camberwell and Peckham Rye and a branch via Old Kent Road). This approach 

addressed questions raised by respondents to the 2014 consultation – that an 

extension could serve multiple areas by having more than one branch, and that an 

extension could be delivered in phases if it means the benefits could be realised 

sooner. 

E1. 13 The Stage 3 assessment did not consider two-branch extension options for routes 

beyond Lewisham (such as a branch to Hayes and a branch to Slade Green). This is 

because any single branch of a two-branch extension would not have the capacity to 

service the demand generated by a longer route. This would particularly be the case 

where a branch replaced an existing rail service which already has a high level of 

patronage and a dual branch extension could worsen, rather than improve, capacity 

and crowding. 

E1. 14 The Stage 3 assessment appraised each option against a five-case framework, based 

upon the principles of the Department for Transport’s (DfT) Early Appraisal Sifting 

Tool (EAST). The principle of the EAST tool is to expand the assessment of an option 

beyond the Strategic case (the scheme objectives and MTS objectives in Stage 2) to 

include the consideration of each options’ wider case. The five-case framework 

provides a balanced and broad assessment of the strengths and weaknesses of 
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options across the Strategic, Economic, Financial, Management and Commercial 

cases. 

An extension to Streatham was not recommended for further development 

E1. 15 The options assessment at stage 2 identified that an extension to Streatham 

presented some benefits but that these would be significantly less than would be 

provided by alternative routes towards Lewisham. In particular, the assessment 

demonstrated that there was low potential for enabling new homes and jobs along 

the Streatham route compared to the routes to Lewisham such as via Old Kent Road. 

The corridor also has existing rail services to a variety of destinations - a stronger 

existing provision relative to other route options considered.   

E1. 16 Furthermore, considering the corridor to Streatham alongside a second branch along a 

corridor to Lewisham at stage 3 showed that splitting the line's train service would 

reduce the capacity and frequency provided on each route and therefore would lower 

the benefits including the number of potential new homes that could be provided 

towards Lewisham. Given this, and the higher cost of the scheme involving two 

tunnelled routes, it is unlikely the Streatham options could obtain sufficient sources 

of funding relative to other alternative options towards Lewisham. 

An extension towards Lewisham is the most effective for addressing the challenges 

in south east London 

E1. 17 The assessment considered different destinations along the routes towards 

Lewisham as part of addressing whether shorter extensions could address the MTS 

challenges more effectively.  

E1. 18 The assessment concluded that although shorter options could unlock significant 

numbers of new homes, such as in the Old Kent Road Opportunity Area, their 

performance on other objectives concerning improving transport connectivity and 

access was relatively low as shorter extensions would connect to fewer locations on 

the existing transport network, reducing the scope for interchange with extension 

services. Extending to at least Lewisham town centre would also serve the northern 

part of the New Cross-Lewisham-Catford Opportunity Area where further homes and 

jobs growth could be unlocked by an extension. Shorter extension options to 

destinations before Lewisham therefore delivered a relatively lower level of benefit in 

the strategic and economic cases compared to their costs and challenges.  

E1. 19 The assessment also concluded that a two-branch extension to Lewisham has a 

number of disadvantages that mean it is not proposed for further development. The 

extension would have a high cost as it would require significantly more tunnelling and 

stations as well as the provision of an underground junction where the two branches 

converged. A two branch extension would also split the capacity and service 

frequency along each route which would then reduce benefits in each area served, 
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particularly concerning the potential number of new homes that could be unlocked. 

As with the two-branch extension to Streatham and Lewisham, the impact of 

unlocking lower numbers of new homes along with the significantly higher cost, 

means the likelihood of obtaining funding for future delivery would be lower. In 

addition, the complexities and challenges associated with each route would require 

addressing, which would increase the risks and potentially add to the delivery 

timescales. 

An assessment to Lewisham via the Old Kent Road currently has the best case 

E1. 20 The assessment process has demonstrated that extension options to Lewisham, via 

the Old Kent Road and via Camberwell and Peckham Rye, have significant strengths. 

However, overall, the route via Old Kent Road performs better both in terms of the 

core strategic rationale and also the wider practicalities and complexities of securing 

delivery of a major transport infrastructure scheme. 

E1. 21 The assessment demonstrates that an extension via Old Kent Road would provide 

significant new capacity in a corridor currently lacking reliable, high capacity and 

frequent public transport. Reliance on bus travel through the corridor is also currently 

disadvantaged by highway congestion. The Old Kent Road would go from having zero 

capacity on rail to capacity for approximately 65,000 passengers in each direction 

between Old Kent Road, New Cross Gate and Lewisham per three-hour AM peak 

period. 

E1. 22 The alternative route via Camberwell and Peckham Rye has some parts with poor 

access to rail transport. Camberwell in particular has no direct rail connection, being 

reliant on frequent bus services along Camberwell Road and Camberwell New Road 

towards the nearby rail and Underground stations and City and West End or a walk to 

Denmark Hill or Loughborough Junction stations. In contrast, Peckham Rye is already 

relatively well connected, particularly following the Overground and Thameslink 

network upgrades, with some of the services duplicating the route of the extension to 

Elephant and Castle. London Overground, Thameslink, Southeastern and Southern 

already provide services towards Docklands, the City and City Fringe, Croydon, 

Victoria and Farringdon and King’s Cross.  

E1. 23 The Old Kent Road route would deliver greater journey time improvements, with 

services on the extension providing travel with journeys of seven minutes compared 

to existing bus journeys from Lewisham and New Cross to Elephant & Castle that 

take up to 25 minutes (compared to 15 minutes from Camberwell) and will worsen if 

road congestion increases.  An extension via Camberwell and Peckham Rye is 

comparatively longer due to the more circuitous route - journeys would therefore 

take an estimated further two minutes on the extension for the equivalent journey 

between Lewisham and Elephant & Castle.  
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E1. 24 Outside of the Old Kent Road Opportunity Area, further growth potential has been 

identified in the New Cross to Lewisham area. Approximately 2,000 to 3,000 

additional homes are estimated to be unlocked by an extension. This would provide a 

gross capacity for 8,000 homes given what is already planned and likely to be built 

long term in this area. These homes would be common to both extension options. 

E1. 25 In total, an initial extension to Lewisham via Old Kent Road and New Cross Gate 

could unlock significant levels of new housing and provide sustainable transport for 

between 20,000 to 30,000 homes.  

E1. 26 In comparison, the assessment has not identified a significant potential increase in 

new homes that could be enabled along the Camberwell and Peckham Rye route 

option relative to the Old Kent Road Opportunity Area. In total, between 5,000 and 

10,000 homes may be deliverable along the corridor to Peckham Rye – less than half 

of the alternative route. The Camberwell and Peckham Rye route option would 

instead serve more established town centres that have existing travel markets with a 

new high frequency rail service into the heart of the West End. This would help the 

area to develop by providing quicker and more direct access to jobs for local 

residents.  

E1. 27 The station at Camberwell would provide the greatest step-change on the route as 

currently no rail services directly serve the town centre. However, if the extension 

does not serve Camberwell, improved rail access can still be delivered by other 

means such as an option to re-open Camberwell station on the Thameslink line. 

E1. 28 The route option via the Old Kent Road is estimated to cost £2.57 bn, approximately 

£480m less to construct than via Camberwell and Peckham Rye. This difference is 

owing to the shorter length which reduces tunnelling, ventilation and evacuation 

shafts along the route, land purchases, rolling stock requirements and associated 

train sidings for stabling. The lower cost of the option to Old Kent Road and the 

beneficial impacts means the option could have a better value for money case. This is 

notwithstanding the wider economic impacts from delivering new homes and jobs to 

support long term economic growth and productivity improvements in central 

London. 

E1. 29 Combining the total costs for construction of each option with the development 

potential which could provide a source of alternative funding to central government 

grant, it is clear that the Old Kent Road route option has a significantly higher 

potential to obtain funding through alternative sources. The Old Kent Road option 

has potential to recover up to a quarter of its cost from alternative funding sources. 

This could increase towards half if additional value capture mechanisms were 

introduced. This is in comparison to the option via Camberwell and Peckham Rye 

which is higher cost, delivers lower levels of new homes and jobs and therefore could 

recover less than a fifth of the scheme cost. The option to the Old Kent Road 

therefore has a higher prospect of being delivered as it is more affordable than the 
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alternative route with potential to reduce the amount of funding that would be 

required from public spending by central Government and TfL.  

E1. 30 The Old Kent Road Opportunity Area is a key strength for the extension in terms of 

the practicalities associated with planning and delivery. By working with the Greater 

London Authority and Southwark Council on the plans and policies for the area, an 

extension could be integrated as part of an integrated Old Kent Road masterplan. This 

approach would enable integrated design and planning work which could reduce 

construction impact by co-ordinating construction programmes, reduce the 

complexity of delivery, and the limit potential consents risk from objections. 

An extension to Lewisham as a first stage, with a potential future extension beyond 

Lewisham 

E1. 31 An extension to Lewisham as a first stage, could achieve significant transport 

improvements and unlock growth in south east London. It can achieve this sooner, at 

lower cost and with less delivery challenges than with an extension beyond Lewisham 

on to the National Rail network.  

E1. 32 In contrast to options beyond Lewisham which would utilise existing rail routes, a 

route to Lewisham requires new infrastructure which means it would need to be 

safeguarded to ensure it is deliverable. This means more planning and scheme 

development work is required and therefore it is important that further development 

work for this option is carried out as soon as possible. 

E1. 33 The strategic impact of this extension proposal should also be considered within the 

wider context of the opportunities to improve the rail network in south east London 

(see Figure 31). Improvements to the suburban rail network in London are a key 

priority. With the wider improvements that could occur to the rail network, an 

extension to Lewisham still provides the opportunity to generate a significant 

improvement in radial and orbital connectivity across the region, whilst not 

discounting the potential for a future extension beyond Lewisham. 

E1. 34 Our assessment has shown that an extension beyond Lewisham can provide specific 

benefits to wider rail capacity, by potentially converting an existing line and re-

allocating rail services to other routes. A future extension beyond Lewisham has, 

therefore, not been ruled out.  

E1. 35 Work with our partners such as Network Rail on their long-term planning process and 

with wider stakeholders including the London boroughs, will provide an up-to-date 

understanding of the challenges on the national rail network in south east London. 

We can then further consider if a Bakerloo line extension beyond Lewisham is the 

best option to address these challenges. Furthermore, given the requirement to 

enable development to support London’s growth and provide funding for the 
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extension, it will be necessary to work with stakeholders to understand the potential 

growth a further extension may enable.  

 

Alternative options identified during the assessment 

E1. 36 The assessment work has demonstrated that parts of the route option via Peckham 

Rye and Camberwell would benefit from transport improvements as they have similar 

challenges to the Old Kent Road regarding capacity and access. Whilst Peckham Rye 

is already relatively well connected, Camberwell currently lacks reliable and frequent 

transport to central London and the south east region.  

E1. 37 An alternative option put forward by respondents during the 2014 public consultation 

included re-opening the Thameslink station at Camberwell. A new station at 

Camberwell would be a significantly lower cost option to a Tube extension, whilst 

serving the same catchment area. Investigations show significant journey time 

improvements for Camberwell passengers and that operationally there may be scope 

to integrate re-opening of the station into the launch of the completed Thameslink 

programme. We will therefore undertake further planning work with Network Rail and 

the London Borough of Southwark to assess this proposal. 

Next steps 

E1. 38 We will develop the case for the extension proposal given the new development that 

it could enable along its route. Following this, we anticipate carrying out a further 

public consultation in 2016 to gain people’s view on the proposals. This will enable 

their consideration and incorporation into the extension scheme proposals as we 

develop those to support the planned Old Kent Road Opportunity Area policy 

development in 2016. 
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1. Introduction 

1.1 Background 

1.1.1.1 The Bakerloo line was opened in 1906 as the Baker Street and Waterloo Railway 

running a service between Baker Street and Lambeth North. Within a year of 

opening, the service was extended to serve Elephant & Castle. Over the years, the 

service has been extended to serve Paddington, Watford and Stanmore. The 

current service, running from Elephant & Castle through the West End to Harrow & 

Wealdstone began in 1989.  

1.1.1.2 A southern extension to the Bakerloo line had been planned since the pre-war 

period and a route to Camberwell was given powers for construction in 1931.  

Over the decades, plans for the extension have been put on hold due to a lack of 

funding. Some of the proposed destinations reviewed since 1931 for a southern 

extension included Dulwich, Crystal Palace, Peckham, Streatham, Camberwell and 

Old Kent Road. 

1.1.1.3 There is strong policy support for an extension to the Bakerloo line. It is identified 

as a proposal which merits further study in the Mayors Transport Strategy (2010), 

the London Plan (2015) and the London 2050 Infrastructure Plan (2014). It is also 

supported by the Core Strategies of both the London Borough of Southwark and 

the London Borough of Lewisham. 

1.1.1.4 The Bakerloo line is unusual in that it does not extend beyond Zone 1 at its 

southern end, and has some spare capacity on the central section. The layout of 

the Bakerloo line station at Elephant & Castle includes over-run tunnels which 

extend beyond the platforms. This means any new southbound tunnelling works 

could occur without significant closures to the current line.  

1.1.1.5 The line offers a unique opportunity for an extension to support growth in 

population and improve accessibility and connectivity to jobs, as it does not 

experience high levels of crowding along its route.  Also, it has sufficient capacity 

to incorporate the additional demand that an extension would generate. Other 

lines in the area either do not have any available capacity (such as the Victoria line), 

or there are already committed plans to extend them (such as the Charing Cross 

branch of the Northern line). 

1.1.1.6 In 2014, we undertook a consultation for an extension to the Bakerloo line from its 

current southern terminus at Elephant & Castle. As part of the consultation, views 

were sought on: 

 Support for the principle of an extension and support based on the likelihood 

that new development is required for the project to progress; 

 Support for the Old Kent Road and/or Camberwell and Peckham Rye routes to 

New Cross Gate; 

 Level of support for the extension terminating at Lewisham or continuing to 

Hayes and a spur to  Bromley town centre; and 
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 Views on other options and routes 

1.1.1.7 Figure 1 shows the proposed alignment options for the BLE in the 2014 

consultation. 

Figure 1: Bakerloo line extension options consulted in 2014 
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1.1.1.8 More than 15,000 responses to the consultation were received with 96% 

supporting the principle of the extension, and 2% opposed. 82% of respondents 

also supported a scheme in connection with new development.  

1.1.1.9 Approximately 4,500 comments were also received regarding other options or 

routes for an extension, including alternatives to a Bakerloo line extension and also 

other routes and destinations that a Bakerloo line extension could serve.  

1.1.1.10 In September 2015 we published the Response to the main issues raised. This 

report addressed the main issues raised during the consultation concerning each of 

the options put forward. This included setting out why alternatives to an extension 

put forward would not provide sufficient benefits.  

1.1.1.11 With alternatives to a Bakerloo line extension having been addressed in the 

Response to the main issues raised report, 3,816 consultation suggestions 

remained concerning alternative routes and destinations for the extension to serve. 

These alternative extension destinations and route options, numbering over 200, 

have now been assessed through a three stage process.  

1.2 Assessment process 

1.2.1.1 There are four main stages in the assessment process to developing a preferred 

option. This report details the outcomes of stages 1 to 3. Stage 4, concerning 

development of our preferred option, will form the next stage of work in 2016, 

following the publication of this report. 

1.2.1.2 This report sets out the reason why each destination or route option has been 

either taken forward for further assessment or discounted at each stage. The 

report sets out why the preferred option we have arrived at has the strongest case. 

The three stages of assessment covered in this report are: 

 Stage 1 – a consideration of each of the suggested destinations that a Bakerloo 

line extension could serve 

 Stage 2 – development of route options from the destinations that remained 

for consideration from Stage 1 and an assessment of the potential for these 

routes to fulfil the growth and connectivity objectives for south east London 

(also known as the BLE scheme objectives) and the Mayor’s Transport 

Strategy’s Goals and Challenges.  

 Stage 3 – assessment of each remaining route option from Stage 2 against a 

five-case framework, to consider the Strategic, Economic, Financial, 

Management and Commercial aspects of each option.  



16 
 

1.2.1.3 These stages are shown schematically in Figure 2. 

Figure 2: Stages of assessment for the BLE 

Key

Outcome i.e. report

Current Stage

Appraisal of option

High level suitability / 

feasibility assessment 

- Stage 1

Further detailed 

appraisal across five 

case framework

- Stage 3

Preferred Option 

Development

- Stage 4

Qualitative Assessment:  

MTS challenges & 

scheme objectives

- Stage 2

RESULTS PUBLICATION
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1.2.2 Stage 1- High level feasibility assessment 

1.2.2.1 The aim of assessment stage 1 was to carry out a high level appraisal of the 

feasibility of the alternative options. The locations suggested in the responses to 

the consultation were coded and tallied, and are listed in the appendices of the 

consultation results published in March 20154.  

1.2.2.2 The Stage 1 assessment considered the potential benefits as well as the 

engineering and operational impacts of serving each suggested location as well as 

the feasibility of doing so. This process determined whether locations could be 

served and if there was a clear case for doing so. Suggested alternative routes / 

destinations were prioritised according to their popularity and were recommended 

for consideration in Stage 2, unless there was a strong reason not to consider the 

option further. The feasibility and rationale for serving a location or not was 

recorded for all 230 destinations.  

1.2.3 Stage 2- Assessment against Mayor’s Transport Strategy and growth 

and connectivity objectives for south east London 

1.2.3.1 In Stage 2, options were devised to serve the alternative routes and destinations 

taken forward from Stage 1. In doing so, the options designed sought to serve 

feasible locations that received a significant number of responses and that could 

lie on the alignment of the route without making it overly circuitous. 

1.2.3.2 The route options we consulted on in 2014 were determined based upon an 

assessment against the Mayor’s Transport Strategy and the scheme specific 

objectives focussed upon enabling growth and connectivity in south east London. 

These objectives are listed in section 1.2.3.5.  

1.2.3.3 TfL has developed a Strategic Assessment Framework (SAF) tool for assessing 

schemes and programmes in London. This tool has been used successfully in 

assessment of projects such as the Northern line extension and Crossrail 2. It 

enables an understanding of the broad impacts of each option in relation to the 

goals and challenges identified in the Mayor’s Transport Strategy (MTS) and 

provides a means of establishing the differences between the scenarios being 

considered in meeting the required objectives (see paragraph 1.2.3.5). Each option 

is scored against each challenge based upon the estimated impact. Challenges that 

all options would have no discernible or clear impact on (e.g. creating a legacy of 

the 2012 Olympic and Paralympic Games) are all given a score of neutral and hence 

are not determining factors in the assessment. 

1.2.3.4 To ensure consistency, the stage 2 options were similarly assessed against the 

MTS challenges set out in Table 1, and the Bakerloo line scheme objectives 

concerning growth and connectivity in south east London – see paragraph 1.2.3.5. 

                                                   

 

 

 
4 Bakerloo line extension consultation report, March 2015, available at www.tfl.gov.uk/bakerloo-extension. 

http://www.tfl.gov.uk/bakerloo-extension
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Table 1: Mayor's Transport Strategy (2010) goals and challenges 

MTS Goals MTS Challenges 

Support economic 

development & population 

growth 

 Supporting sustainable population & employment growth 

 Improving Transport connectivity 

 Delivering an efficient & effective transport system for people 

and goods 

Enhance the quality of life 

for all Londoners 

 Improving journey experience 

 Enhancing the built and natural environment 

 Improving air quality 

 Improving noise impacts 

 Improving health impacts 

Improve the safety and 

security of all Londoners 

 Reducing crime, fear of crime and antisocial behaviour 

 Improving road safety 

 Improving public transport safety 

Improve transport 

opportunities for all 

Londoners 

 Improving accessibility 

 Supporting regeneration and tackling deprivation 

Reduce transport's 

contribution to climate 

change and improve its 

resilience 

 Reducing CO2 emissions 

 Adapting to climate change 

Support delivery of the 

London 2012 Olympic & 

Paralympic Games legacy 

 Developing and implementing a viable and sustainable legacy 

for the 2012 games 

1.2.3.5 The objectives for the BLE were set out in the consultation material issued in 

autumn 2014. The performance against these objectives was carried out in the 

same way as the assessment of options against the MTS challenges. The 

objectives applied in this assessment include:   

 Supporting growth in south London Opportunity Areas; 

 Improving connectivity between sub-regional centres in south and south east 

London; 

 Improving connectivity to central London from south and south east London; 

 Improving access to employment and increasing transport provision for areas of 

deprivation; and 

 Increasing capacity on the transport network in south and south east London. 
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1.2.4 Stage 3 – Five-case assessment 

1.2.4.1 Options which were taken forward to Stage 3 of the assessment process were 

further assessed based upon the principles of the Department for Transport's (DfT) 

Early Appraisal Sifting Tool (EAST). The principle of the EAST tool is to expand the 

assessment of an option beyond the Strategic case - which in this assessment 

have been the scheme objectives and MTS Challenges in Stage 2. 

1.2.4.2 The five-case framework enables assessment to further capture performance of 

options across a wider and balanced framework. This ensures that the 

practicalities, complexities and risks of options are captured as well as the pure 

impact against strategic objectives. The Five Case Model is a best-practice 

approach to assessing a scheme as it provides a balanced and broad assessment of 

the strengths and weaknesses of options across the following areas: 

1. Strategic case: these are the scheme objectives and demonstrate the ability of 

the option to deliver the required outcomes to meet the challenges identified. 

2. Economic case: demonstrates the social and environmental welfare impacts 

of an option – i.e. whether it would yield a relatively high or low level of 

benefit to society and how it could impact aspects such as the environment 

and well being.  

3. Financial case: covers areas concerning the cost of the option and the 

prospect that it could be funded given the sources available (e.g. public sector 

grant funding, developer contributions, fare revenues etc.). 

4. Management case: captures the strengths and weaknesses of options 

concerning the extent to which project managers could realistically meet 

requirements to obtain consent for a scheme through the relevant legal 

processes, the scale of the risks that exist in constructing the scheme and the 

potential stakeholder impacts and support for the option under consideration. 

5. Commercial case: provides a measure of the complexity of delivering a multi-

billion pound infrastructure project with a number of delivery partners and the 

likelihood of realising the scheme’s benefits.  

1.2.4.3 The benefit of using the Five Case model is that the issues and implications 

associated with the delivery of each scheme have been assessed in a consistent 

manner so that one option can be considered and compared to another.  

1.2.4.4 The results of each option are shown in colour coded fashion as per the categories 

in Figure 3.  
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Figure 3: Criteria performance categories for Stage 3 

Impact assessment categories 

Option has positive performance or highest performance for 

criteria considered relative to other options in the 

assessment 

 

 

Option has negligible impact or mid-range performance for 

criteria considered relative to other options in the 

assessment 

 

 

Option has negative impact or lowest performance for 

criteria considered relative to other options in the 

assessment 

 

1.2.4.5 To ensure the process is consistent for each option, the following rules were 

followed for each criterion: 

- The assessment is relative – so the performance of one option is considered 

relative to all other options.  

- If the impact of an option against a criterion is positive, then it falls within the 

green category.  

- If the impact of an option against a criterion is neutral or negative then it falls 

within the red category 

- If the impact of an option is negligible then it falls within the yellow category 

- If there is a continuum of impact where even the best option is still negative 

e.g. consents risk (as no option is without risk), a relative assessment between 

options is undertaken with the best option (lowest risk for the example of 

consents risk) scored darkest green and the worst option (highest risk for the 

example of consents risks) scored darkest red.  

1.2.4.6 Applying this approach has enabled us to identify which options have the broadest 

net positive (green) performance and within those, which options are towards the 

higher end of the positive (green) spectrum. The full definitions for the criteria are 

detailed in Appendix B. 
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1.2.5 Stage 4 – Option development 

1.2.5.1 As set out in Figure 2, following completion of assessment Stages 1 to 3 and 

publication of the results through this report, we intend to embark upon 

development of the preferred route option, including further public and 

stakeholder engagement.  This will focus on developing and improving how the 

proposed scheme serves the destinations along the route and to maximise 

performance against the five-case framework. The work would entail further 

detailed route and alignment engineering as well as the forecasting and modelling 

of likely impacts. A more detailed list of indicators and measures would be defined 

to help inform the development and design of the preferred option.  
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2 Stage 1 assessment results  

2.1.1.1 Stage 1 of the assessment focused on the engineering and operational feasibility at 

a high level for each destination suggested by respondents. In total, 3,816 

suggestions for over 230 destinations have been addressed. Options that were not 

considered feasible at this stage were not considered beyond Stage 1.  

2.1.1.2 For each destination ruled out at Stage 1, a reason is provided in Table 2. Of the 

3,816 suggestions made through the 2014 consultation, 1,293 were ruled out as 

part of the Stage 1 assessment, whilst destinations and routes covered by 2,523 

suggestions were taken forward for consideration. 

2.1.1.3 The different extension destinations within south east London on the wider 

national rail network are set out in Appendix A. 
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Table 2: Destinations suggested by consultation respondents that were ruled out at Stage 1 

 Destination 
Number of 

comments 
Reason for exclusion from Stage 2 

Lee / Lee Green 74 

Beyond Lewisham for the BLE, it is expected that tube services would replace services currently provided by National Rail. 

This is to avoid replicating services currently provided. At Lee station, other through National Rail services (e.g. services via 

Woolwich and Bexleyheath) and access to them at other stations such as Hither Green would be severed if this station was 

converted from a National Rail to an Underground station. This would negatively impact on the wider connectivity in the 

south east region and would not be in line with the objectives of the BLE. 

Nunhead 68 
Nunhead is a relatively short distance from Peckham Rye (with direct rail connections) which is considered in further stages of 

assessment. 

Sidcup 65 

Beyond Lewisham for the BLE, it is expected that tube services would replace services currently provided by National Rail. 

This is to avoid replicating services currently provided. At Sidcup station, other through National Rail services (e.g. services via 

Woolwich and access to them at other stations such as Hither Green would be severed if this station was converted from 

National Rail London Underground. This would negatively impact on the wider connectivity in the south east region and 

would not be in line with the objectives of the BLE. 

Bellingham  40 

Bellingham Station is served by Thameslink services. A Bakerloo line extension to this destination would negatively impact 

this service and sever connections between Bellingham, Swanley and Sevenoaks. It is also near Catford Station which is 

considered in our further stages of assessment.   

Bexley  39 

Beyond Lewisham for the BLE, it is expected that tube services would replace services currently provided by National Rail. 

This is to avoid replicating services currently provided. At Bexley station, other through National Rail services (e.g. services via 

Woolwich and access to them at other stations such as Hither Green would be severed if this station was converted from a 

National Rail to London Underground. This would negatively impact on the wider connectivity in the south east region and 

would not be in line with the objectives of the BLE. 

Brixton 38 

The purpose of a new Bakerloo line extension beyond Lewisham would be to create new journey opportunities and serve 

areas currently underserved by public transport.  Currently, Brixton is served by both National Rail and the existing Victoria 

line.  

Walworth Road 37 

A station at Camberwell, which is close to Walworth Road, is considered in the assessment’s next stages. Camberwell is 

considered a better location as it would serve a larger population and may provide better onward transport connections near 

the town centre.  
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 Destination 
Number of 

comments 
Reason for exclusion from Stage 2 

Dartford 37 

Beyond Lewisham for the BLE, it is expected that tube services would replace services provided currently by National Rail. 

This is to avoid replicating services currently provided by National rail. A route to Dartford station would reduce the 

connectivity from the Kent line to the three branches through to central London. Significant junction working occurs at 

Dartford in order to provide connectivity and a mixture of fast and semi-fast services for regional connectivity and commuting 

to Kent and Central London. In addition, the route reaches a length where Tube services may no longer provide as fast a 

service as National Rail. 

Burgess Park 36 

The 2014 consulted routes via the Old Kent Road and Camberwell and Peckham Rye are in close proximity of Burgess Park.  

The former destinations are considered better locations due to the larger populations they would potentially serve and their 

proximity to the area’s town centres.  

Biggin Hill 35 
Biggin Hill is a considerable distance out of London. An extension was not considered to this destination as the costs would 

be too high and journey times by Tube would also be too high. 

Keep the existing National Rail 

lines in addition to the 

Bakerloo Extension 
34 

As stated in the Responses to main issues raised report (see section 10.1), converting the existing rail tracks to London 

Underground was recommended for three main reasons: 1) it may free up National Rail trains to serve other destinations, 2) 

Tube frequency would be higher than the current train frequencies and 3) utilising the existing infrastructure would cost much 

less than building new infrastructure.  

West Norwood 30 
West Norwood is in close proximity to Streatham which is considered as an alternative option in further stages of 

assessment. 

Crofton Park 24 
This location is near Ladywell and Forest Hill and therefore falls in the catchment area of two different route options that are 

considered at further stages of assessment. 

Between Clock House and 

New Beckenham (interchange 

with National Rail and 

Tramlink) 

24 
Our proposed extension beyond Lewisham considers a takeover of National Rail services. We consider the existing stations in 

their location as suitable for assessing the relevant option's case at this time. 

Loughborough Junction 24 
The station is close to Denmark Hill and Camberwell therefore it is effectively covered by the catchment of options that will 

be considered to those destinations in further assessment stages.  
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 Destination 
Number of 

comments 
Reason for exclusion from Stage 2 

New Eltham 23 

Beyond Lewisham for the BLE, it is expected that tube services would replace services provided currently by National Rail. 

This is to avoid replicating services currently provided. Other National Rail services running through New Eltham station (e.g. 

services via Woolwich) would be severed if this station was converted from a National Rail to London Underground. 

New Cross  22 New Cross is a relatively short distance from New Cross Gate station, which is considered at further assessment stages. 

Penge  18 We have considered an extension to Sydenham, which has a short and direct connection to Penge West. 

Walworth  18 
The addition of a station at Walworth further to the consulted Camberwell option is thought to increase the density beyond 

the necessary level for residents in the area to have good access to rail transport, based on TfL’s PTAL measure thresholds.  

Thamesmead 18 Thamesmead is a relatively short distance from Woolwich Arsenal station, which is considered in further assessment stages. 

Queens Road (Peckham) 17 Queens Road is a relatively short distance from Peckham Rye which is considered in the assessment’s further stages. 

Norwood 17 
Norwood is in close proximity to Crystal Palace, the latter being an alternative extension option included in options for 

further consideration. 

Gipsy Hill  16 
Gipsy Hill was not considered as other nearby locations such as Herne Hill and Crystal Palace has been considered for 

alternative route options.  

North Greenwich 15 North Greenwich is a relatively short distance from Charlton, which is considered in the assessment’s further stages. 

West Dulwich 15 

West Dulwich station is served by Southeastern, providing a transport connection between Victoria and Orpington. A 

Bakerloo line extension to this station would not replicate the service on the entire route into Victoria. This would adversely 

affect the overall service. A route via East Dulwich, which is nearby is considered in the assessment’s further stages. 

West Croydon 14 
An extension to West Croydon is likely to replicate existing service patterns but with reduced connectivity benefits. A route 

to East Croydon, which is nearby, is considered in the assessment’s further stages.   

Norwood Junction 14 An extension to Norwood Junction is likely to replicate existing service patterns but with reduced connectivity benefits. 

St Johns 14 St Johns has easy access to Lewisham station, which is considered in the assessment’s further stages. 
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 Destination 
Number of 

comments 
Reason for exclusion from Stage 2 

Biggin Hill (Airport) 13 
Biggin Hill is a considerable distance out of London. An extension was not considered to this destination as the costs would 

be too high. 

Bricklayers Arms 13 
Bricklayers Arms is relatively short distance from Elephant & Castle and the Old Kent Road, which have been proposed as an 

option in the consultation. 

Mottingham 13 

Beyond Lewisham for the BLE, it is expected that tube services would replace services provided currently by National Rail. 

This is to avoid replicating services currently provided. Other National Rail services running through Mottingham station 

would be severed if this station was converted from a National Rail to an Underground station. 

Abbey Wood 13 Abbey Wood is a short distance from Woolwich Arsenal, which is considered in the assessment’s further stages. 

Streatham Hill 13 
Streatham Hill is a short distance from Streatham, which was considered because the Streatham line was the most popular 

alternative option proposed and a tunnelled extension could be delivered. 

Downham 12 
Downham has not been considered further as it would require significant further tunnelled infrastructure and could be better 

served by improving access to nearby rail at Beckenham Hill and potential Tube services at Lower Sydenham.  

Surrey Canal Road 10 
For the Bakerloo line, an interchange with New Cross Gate has been proposed as it offers opportunities for interchange with 

other lines with a higher patronage. A new Overground station is proposed on Surrey Canal Road on the East London line. 

Plumstead 10 Plumstead is a short distance from Woolwich Arsenal, which was considered in the assessment’s further stages. 

Camberwell Green  10 
Camberwell Green is a relatively short distance from Camberwell, which has been considered in the assessment’s further 

stages. 

Beckenham Hill 9 
This location is close to Lower Sydenham and therefore will be in the catchment area of options that include Hayes line 

branch stations.  

Bickley  9 
Bickley station is served by Southeastern and Thameslink and has excellent connections to Bromley town centre as a result. 

Therefore, the option is not considered to warrant an extension onwards from the consulted option to Bromley town centre. 

Mitcham 9 
An extension to Streatham has been considered, which has good connections to Mitcham. Therefore the option is not 

considered to warrant an extension onwards from the alternative option to Streatham that has been considered. 
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 Destination 
Number of 

comments 
Reason for exclusion from Stage 2 

Clapham Junction 9 

Clapham Junction is not based in south east London and one of the main objectives of the proposed extension is improving 

public transport connections in the south east.  It is also important to note that Clapham Junction is currently well served by 

rail (including future Crossrail services), London Overground and bus services. 

Thornton Heath 9 
Thornton Heath has existing rail services which connect the location to other areas in the south east. Alternative extension 

corridors to Croydon and also Crystal Palace, local in the region have been taken forward for assessment in stage 2.  

Shortlands 9 

Shortlands has excellent local connections to Bromley town centre, which is a consulted extension option under 

development. Therefore the option is not considered to warrant an extension onwards from the consulted option to Bromley 

town centre. 

To areas without good 

transport links 
9 

Part of the BLE objectives is to provide better connections for southeast London residents and to improve access to public 

transport 

Dulwich Village 8 Dulwich Village is local to East Dulwich which has been taken forward for assessment in Stage 2.  

Lordship Lane 8 Lordship Lane is local to East Dulwich which has been taken forward for assessment in Stage 2.  

South Bermondsey  7 
A new Overground station is already planned in the South Bermondsey area. A route via the Old Kent Road would help serve 

the catchment between the Old Kent Road and the existing south Bermondsey area.  

St Marys Cray 7 

An extension to St Mary Cray is too large a distance - the Tube would not be able to provide effective alternative rail services 

due to the slow journey times and duplication of the existing rail access. The station also has good connections to Bromley 

town centre and therefore the option is not considered to warrant an extension onwards from the consulted option to 

Bromley town centre. 

Surrey Quays 7 
Surrey Quays has existing rail services and could access an extension via an interchange to the consulted options via New 

Cross Gate.  

Norbury 7 Norbury is close by to Streatham which has been included as an alternative option in the further assessment.  

North Dulwich 6 An option including East Dulwich has been identified and hence is broadly equivalent to this destination.  
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 Destination 
Number of 

comments 
Reason for exclusion from Stage 2 

London City Airport 6 

London City Airport station has DLR services and will shortly benefit from nearby Crossrail services. A new Bakerloo line 

station here would not significantly benefit the majority of the South east region; who could benefit from a metro style 

service. 

Southwark 6 Numerous locations in Southwark have been considered in the assessment’s further stages.  

Shooters Hill 6 

To deliver the extension to a wider population given the budget constraints, extensions beyond Lewisham would utilise 

existing stations currently served on the national rail network. This includes an option considered on the Bexleyheath line, 

which includes Welling which is dissected by Shooters Hill. 

Albany Road 5 We are considering stations on the Old Kent Road, which are in close proximity of Albany Road. 

South Croydon 5 
We have considered a Bakerloo line extension to nearby East Croydon which has frequent existing rail connections to South 

Croydon. 

Addington Village 5 
Addington Village is nearby West Wickham or East Croydon. Therefore the option is not considered to warrant an extension 

onwards from those options under consideration. 

Penge East 5 Penge East is nearby Crystal Palace which is under consideration as an alternative option.  

Sevenoaks 5 
Sevenoaks station was not considered any further; as the scheme would be too expensive to deliver given TfL's current 

financial position. 

Swanley  5 

An extension to Swanley is too large a distance - the Tube would not be able to provide effective alternative rail services due 

to the slow journey times and duplication of the existing rail access. The station also has good connections to Bromley town 

centre and therefore the option is not considered to warrant an extension onwards from the consulted option to Bromley 

town centre. 

Bromley Common 5 
Bromley Common is a short distance from Bromley town centre. An extension towards Bromley town centre was proposed 

as an option as part of the 2014 consultation. 

Peckham Rye park 5 Peckham Rye and its catchment are included in numerous options to be considered.  

Gatwick Airport 5 
Gatwick Airport was not considered as there are existing, frequent rail services in the area, and other options under 

consideration already increase access to these rail services for onward travel to the airport.  
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 Destination 
Number of 

comments 
Reason for exclusion from Stage 2 

New Addington 5 
Addington Village is nearby West Wickham or East Croydon. Therefore the option is not considered to warrant an extension 

onwards from those options under consideration. 

Clapham High Street 4 
Considering a station at Clapham High Street would not help to meet our key objective of improving transport connections in 

southeast London, and is already served by Overground and nearby Northern line tube services.  

Locksbottom 4 Locksbottom is in Orpington and the latter has been considered further due to the high number of suggestions.  

Streatham Common 4 
Streatham Common is a short distance from Streatham, which was considered because the Streatham line was the most 

popular alternative option proposed and a tunnelled extension could be delivered. 

Ravensbourne 4 
Ravensbourne has existing rail services and is nearby Beckenham Junction which is included in the consulted options under 

consideration.  

Anerley 4 Anerley has existing rail services and is nearby Clock House which is included in the consulted options under consideration.  

Sutton 4 
Considering a station at Sutton would not help to meet our key objective of improving transport connections in southeast 

London. 

London Bridge 4 
Considering a station at London Bridge would not help to meet our key objective of improving transport connections in 

southeast London and the area is already well served by rail and Tube. 

Westerham 4 

To deliver the extension to a wider population given the budget constraints, extensions beyond Lewisham would utilise 

existing stations currently served on the national rail network. Westerham has no rail service and is outside the M25. 

Therefore it is not considered viable to extend the Tube this far. 

Sydenham Hill 4 
Sydenham hill station is a relatively short distance from Sydenham, which has been considered in the assessment’s further 

stages. 

Peckham Rye Common 4 
Peckham Rye Common is a relatively short distance from Peckham Rye station, which has been considered in the 

assessment’s further stages. 

Upper Sydenham  3 The consulted options include proposed Tube services to nearby Lower Sydenham. 

Southampton Way 3 
We have considered a number of possible alignments for the Camberwell/Peckham Rye option, but have not specifically 

focussed on Southampton Way. 
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 Destination 
Number of 

comments 
Reason for exclusion from Stage 2 

South Norwood 3 
As described for Norwood Junction which is South Norwood’s local station - an extension to Norwood Junction is likely to 

replicate existing service patterns but with reduced connectivity benefits. 

Crayford 3 

Beyond Lewisham for the BLE, it is expected that tube services would replace services provided currently by National Rail. 

This is to avoid replicating services currently provided. Other National Rail services running through Crayford station would be 

severed if this station is converted from a National Rail to London Underground. 

Cutty Sark 3 
We have considered an extension to Greenwich, which is a short walk away from Cutty Sark, and is already served by the DLR 

which also serves Greenwich station. 

Walworth East Street 3 
Walworth East Street is sufficiently close to the existing Elephant & Castle station at its west end, and could have suitable 

access to a station on the Old Kent Road at its east end.  

Extension to Kent 3 
An extension to Kent would be a significant distance and is best served by National Rail. Extension options which could help 

improve rail services into Kent are under consideration. 

Upper Norwood 3 
Upper Norwood is in close proximity to Crystal Palace, the latter being an alternative extension option included in options for 

further consideration in the assessment’s further stages. 

Kent House 3 
Kent House is close by to Clock House and Beckenham Junction which are included in extension options under consideration 

in the assessment’s further stages. 

Aylesbury Estate 3 An extension to the Old Kent Road is under consideration, which is in close proximity to the Aylesbury Estate. 

Crays 3 

Beyond Lewisham for the BLE, it is expected that tube services would replace services provided currently by National Rail. 

This is to avoid replicating services currently provided. Other National Rail services running through Crayford station would be 

severed if this station is converted from a National Rail to London Underground. 

Extend to take over all 

Overground services to 

Watford Junction 
3 

Extending all Overground services to Watford would not help to meet the key objective of improving transport connections in 

southeast London. 

Erith 3 
Erith is on the Southeastern line serving Woolwich Arsenal. Woolwich Arsenal has been considered as an alternative option 

for the BLE. 



31 
 

 Destination 
Number of 

comments 
Reason for exclusion from Stage 2 

Belvedere 3 
Belvedere is on the Southeastern line serving Woolwich Arsenal. Woolwich Arsenal has been considered as an alternative 

option for the BLE. 

Birkbeck 3 
Birkbeck station is served by Southern and Tram services and in close proximity to Elmers End which is included in options 

being further considered.  

Additional station between 

Elephant & Castle and 

Camberwell / Peckham Rye 
3 

The addition of a station at in this area further to the consulted Camberwell option is thought to increase the density beyond 

the necessary level for residents in the area to have good access to rail transport, based on TfL’s PTAL measure thresholds.  

Feltham 2 
Considering a Bakerloo line station at Feltham would not help to meet our key objective of improving transport connections 

in southeast London. 

Bell Green 2 Bell Green is close by to Lower Sydenham station which is included in the options under further consideration. 

Bromley Hill 2 
Bromley Hill is close by to existing rail services running via Ravensbourne and has good bus connections to Bromley town 

centre which is included in options under further consideration.  

Selhurst 2 

Selhurst has existing rail connections which would provide access to a range of Bakerloo line options under further 

consideration. Alternative extension corridors to Croydon and also Crystal Palace, local in the region have been taken forward 

for assessment in Stage 2.  

Vauxhall (Kia Oval) 2 
Vauxhall is already well served by Tube services, with the Victoria line and nearby planned Northern line extension via Nine 

Elms. 

Wandsworth 2 

Considering a Bakerloo line station to the Borough of Wandsworth would not help to meet our key objective of improving 

transport connections in southeast London, and new lines are already planned such as the Northern Line Extension and 

Crossrail 2. 

Camberwell New Road 2 Camberwell New Road is relatively close to Oval station, which is already on the Underground network. 

North Peckham 2 This station is a short distance from Peckham Rye, which will be further considered for the extension options.  

Keston 2 

To deliver the extension to a wider population given the budget constraints, extensions beyond Lewisham would utilise 

existing stations currently served on the national rail network. Westerham has no rail service. Therefore it is not considered 

viable to extend the Tube this far. 

Canary Wharf 2  Canary Wharf is already well served by the Jubilee line and DLR services with direct connections to Lewisham, a proposed 
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 Destination 
Number of 

comments 
Reason for exclusion from Stage 2 

extension station.  

Burgess Hill 2 
Burgess Hill is a considerable distance out of London. An extension was not considered to this destination as the costs 

would be too high. 

Canada Water 2 
Extending to Canary Wharf would not help to meet the key objective of improving transport connections in southeast London 

and the location is already served by Tube and Overground services.  

Tooting 2 
Considering a Bakerloo line station at Tooting would not help to meet our key objective of improving transport connections in 

southeast London. 

Watford 2 
Considering a Bakerloo line station at Watford would not help to meet our key objective of improving transport connections 

in southeast London. 

Farnborough 2 
Considering a Bakerloo line station at Farnborough would not help to meet our key objective of improving transport 

connections in southeast London. 

Dulwich Library 2 Dulwich Library is in close proximity to West Dulwich which has been included as part of the further assessment of options.  

Stockwell 2 Stockwell is already served by the Victoria line which served similar destinations as the Bakerloo line, such as Oxford Circus.  

Penge West 2 We have considered an extension to Sydenham, which has a short and direct connection to Penge West. 

Hilly fields 1 
Hilly Fields is in close proximity to Ladywell which was included in consulted options and those that will be further 

considered.  

Rotherhithe Peninsula 1 Rotherhithe Peninsular is already served by the Jubilee line at Canada Water and the Overground at Rotherhithe.  

South Lambeth  1 

This is taken to mean the area nearby Nine Elms and Stockwell rather than the whole southern area of the borough. In this 

case, the area is already served by Northern line services and Victoria line services at Stockwell and will also be close by to 

future Northern line services at Nine Elms station. 

Dulwich Park 1 Dulwich Park is in close proximity to East Dulwich which is included for further consideration in the next stage of assessment.  

Putney 1 Putney is not being taken forward for development as it is not based in south east London. 
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 Destination 
Number of 

comments 
Reason for exclusion from Stage 2 

Staines 1 Staines is not being taken forward for development as it is not based in south east London 

Knights Hill 1 Knights Hill is nearby West Norwood rail station and therefore already has existing rail connections.  

Cannon Street 1 
Considering a Bakerloo line station at Cannon Street would not help to meet our key objective of improving transport 

connections in southeast London 

Greenwich Way 1 We have considered a new Bakerloo line station at Greenwich in the next stage of assessment.  

Lordship / Barry 1 Dulwich Park is in close proximity to East Dulwich which is included for further consideration in the next stage of assessment.  

Kirkdale 1 
Kirkdale is taken to be the road between Sydenham Hill and Dartmouth Road near Forest Hill. In this case, the location is in 

close proximity to Forest Hill which has been included in the next stage of the assessment.  

Portland Road 1 It was not made clear whether Portland Road in Croydon or Mitcham was implied.  

Shirley 1 Shirley is in close proximity to Addiscombe which has been included on a route for the next stage of assessment.  

Shirley Park 1 
Shirley Park is in Shirley which is in close proximity to Addiscombe which has been included on a route for the next stage of 

assessment.  

Addington North 1 
Addington is served the Tramlink network and Addington North would also be closer to West Wickham which is included in 

the next stage of assessment.  

Addington 1 
Addington is served the Tramlink network and Addington North would also be closer to West Wickham which is included in 

the next stage of assessment. 

Addington South 1 
Addington is served the Tramlink network and is relatively close to West Wickham which is included in the next stage of 

assessment. 

Extend Camberwell direct to 

Lower Sydenham 
1 

This option has not been considered as it would provide a lack of calling points to access the Tube results in a significant lack 

of benefits to southeast London relative to the costs of providing a Tube extension on this scale.  

Evolution Quarter 1 We have considered a new extension station at Camberwell/Peckham Rye, close to the Evolution Quarter. 

Wimbledon 1 
Considering a Bakerloo line station at Wimbledon would not help to meet our key objective of improving transport 

connections in southeast London. The Crossrail 2 project is also proposed to serve Wimbledon. 
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 Destination 
Number of 

comments 
Reason for exclusion from Stage 2 

Richmond 1 
Considering a Bakerloo line station at Richmond would not help to meet our key objective of improving transport connections 

in southeast London. 

Horn Park 1 Horn Park is in close proximity to Eltham Station which is included in the options for further consideration.  

Greenwich Village 1 We have considered a new extension station at Greenwich station which is in close proximity to Greenwich Village. 

Brixton East 1 
Brixton is already served by both National Rail and the existing Victoria line which similarly serves the West End as the 

Bakerloo line does - such as Oxford Circus. 

Catford Broadway 1 Catford is a destination included in the options consulted on and that will be further considered. 

Crown Point 1 
This location was taken to be Crown Point where the A214 and A215 intersect in West Norwood. This location is in close 

proximity to Streatham which has been included in the options further assessed.  

Canning Town 1 
Canning Town station has DLR and Jubilee line services. A new Bakerloo line station here would meet the objective of serving 

southeast London. 

Wells Way 1 We are considering stations on the Old Kent Road/Camberwell station, which are in close proximity of Wells Way. 

Chelsfield 1 
Chelsfield station provides Southeastern services to Victoria and London Bridge and has good connections to Orpington 

which will be considered further in the next stage of assessment. 

Royal Standard  1 
To deliver the extension to a wider population given the budget constraints, extensions beyond Lewisham would utilise 

existing stations currently served on the national rail network. We have considered an extension station at Blackheath. 

Green Street 1 
Taken to be Green Street in Newham, this location is already served by Tube services and would not meet the objective of 

improving transport in south east London. 

Bermondsey 1 
Bermondsey is already served by Tube services and further access improvements are planned such as a new Overground 

station at Surrey Canal Road.  

Balham 1 
Considering a Bakerloo line station at Balham would not help to meet our key objective of improving transport connections in 

southeast London. Furthermore, Balham is proposed destination on the Crossrail 2 project.  

Earls Court 1 
Considering a Bakerloo line station at Earls Court would not help to meet our key objective of improving transport 

connections in south east London. 
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 Destination 
Number of 

comments 
Reason for exclusion from Stage 2 

Hammersmith 1 

Considering a Bakerloo line station at Hammersmith would not help to meet our key objective of improving transport 

connections in southeast London. Hammersmith is in West London and not in close proximity to the Bakerloo line alignment 

in central London. 

Hextable 1 

Hextable is in close proximity to Swanley for which, as described for the latter as a destination, an extension to Swanley is 

too large a distance. The Tube would not be able to provide effective alternative rail services due to the slow journey times 

and duplication of the existing rail access. The station also has good connections to Bromley town centre and therefore the 

option is not considered to warrant an extension onwards from the consulted option to Bromley town centre. 

Wilmington 1 

Wilmington is in close proximity to Dartford and therefore the reason given for the latter is restated: Beyond Lewisham for 

the BLE, it is expected that tube services would replace services provided currently by National Rail. This is to avoid 

replicating services currently provided by National rail. A route to Dartford station would reduce the connectivity from the 

Kent line to the three branches through to central London as significant junction working occurs in order to provide 

connectivity and a mixture of fast and semi-fast services for regional connectivity and commuting to Kent and Central 

London. In addition, the route reaches a length where Tube services may no longer provide as fast a service as National Rail 

can. 

Terminate at Queens Park 

(Northwest Bakerloo line) 
1 

Queen's Park was not considered as an alternative destination to the proposed BLE route as this station is currently served by 

the Bakerloo line. 

Canal Bridge 1 A location named Canal Bridge cannot be identified in the south east area.  

Bank 1 
Considering a Bakerloo line extension to Bank would not help to meet our key objective of improving transport connections 

in southeast London and the location is already well served by the Tube network. 

City Hall 1 
Considering a Bakerloo line station at City Hall would not help to meet our key objective of improving transport connections 

in southeast London. City Hall is a short walk from London Bridge, Bermondsey and Tower Hill stations. 

Coney Hall  1 
Coney Hall is in close proximity to Hayes and West Wickham which are included for further consideration in the next stage of 

assessment. 

Sanderstead 1 Sanderstead is in close proximity to frequent rail services via Purley and Riddlesdown. 
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 Destination 
Number of 

comments 
Reason for exclusion from Stage 2 

Kennington 1 
Kennington is already well served by the Underground network and will further benefit from the new connections from the 

Northern line extension to Battersea. 

Central route through 1a / 1b 1 
A central alignment will predominantly serve Burgess Park and hence the extension would be further from existing and future 

development that would generate demand.  

Hatcham 1 We have considered a station at New Cross Gate area (largely corresponding to the Hatcham area). 

Burnt Ash Road 1 

This location is already served by Lee rail station. The reason for the latter location is restated - Beyond Lewisham for the 

BLE, it is expected that tube services would replace services provided currently by National Rail. This is to avoid replicating 

services currently provided. At Lee station, other through National Rail services (e.g. services via Woolwich and) and access to 

them at other stations such as Hither Green would be severed if this station is converted from a National Rail to an 

Underground station. This would negatively impact on the wider connectivity in the south east region and would not be in 

line with the objectives of the BLE. 

Beulah Hill 1 
This location is in Upper Norwood. The reason provided for the latter destination is restated: Upper Norwood is in close 

proximity to Crystal Palace, the latter being an alternative extension option included in options for further consideration. 

Instead of having 15 trains per 

hour all the way to 

Beckenham Junction via 

Lewisham, why not consider 

splitting those 15 trains to 8 

trains to Beckenham Junction 

via Lewisham and 8 trains 

continue on the existing 

Catford loop serving 

Nunhead, Crofton Park, 

Catford, Bellingham etc. 

1 

Splitting the level of service would reduce the available capacity on either branch. Also, as some of the stations are served by 

more than one train operator (e.g. Nunhead is served by Southeastern and Thameslink), a Bakerloo like extension at some of 

these stations would negatively impact on through-services and reduce wider connectivity in the region.  

Towards the Thames Gateway 1 We have considered alignments in parts of the Thames Gateway.  

Terminate at Willesden 

Junction 
1 The suggestion is not relevant to the options for the location of a south eastern extension route.  
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 Destination 
Number of 

comments 
Reason for exclusion from Stage 2 

Blackfriars, Farringdon, City 

Thameslink 
1 These stations are currently considered to have good transport links.  

Goose Green 1 
Goose Green is in close proximity to East Dulwich which has been included in the options for consideration in the next stage 

of assessment. 

Kent 1 We have considered extensions towards Dartford and Hayes, which are in Kent. 

Ebbsfleet 1 

An extension to Swanley is considered too large a distance - the Tube would not be able to provide effective alternative rail 

services due to the slow journey times and duplication of the existing rail access, particularly those high-speed routes to St 

Pancras. 

TOTAL 1,293   
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Table 3: Destinations suggested that were taken through to Stage 2 

 Destination 
Number of 

comments 
Reason for inclusion in Stage 2 

Streatham 152 
Streatham was considered because the Streatham line was the most popular alternative option proposed and a tunnelled 

extension could be delivered. 

Build both branches 141 
Two-branch extension options will be further considered in the next stage of assessment due to the number of suggestions 

and their potential to serve a wider number of areas that were considered in the 2014 consultation. 

Orpington 129 

Orpington was considered for a Bakerloo line extension along with a route to Bromley North given the high number of 

suggestions and the potential for conversion of the routes although this is likely to be adverse for wider rail services beyond 

Orpington. 

Blackheath 115 
Blackheath was considered because it was feasible to convert the line to Underground services without affecting rail 

connectivity in the region. An extension along this route would also serve a number of opportunity areas. 

Hither Green 114 Hither Green was considered on a route to Bromley North and Orpington. 

Crystal Palace 112 
Crystal Palace was considered because it was a popular suggestion and a route could be identified for a tunnelled extension 

that could serve other popular suggestions along its route, such as Forest Hill and East Dulwich. 

Greenwich 107 
Greenwich was considered because a route could serve Opportunity Areas and potentially be tunnelled and serve other 

popular suggestions along the route such as Deptford and Woolwich. 

Bromley 105 An extension towards Bromley town centre was proposed as an option as part of the 2014 consultation 

Eltham  105 

Eltham was considered because it was feasible to convert the line to Underground services without significantly adversely 

affecting wider rail services in the region. An extension along this route would also serve a number of Opportunity Areas such 

as Kidbrooke and Bexley Riverside side at Slade Green. 

East Dulwich  101 East Dulwich has been considered on a route to Crystal Palace - see above.  

Grove Park 98 Grove Park was considered for a Bakerloo line extension as it was feasible to convert the line to Underground services. 
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 Destination 
Number of 

comments 
Reason for inclusion in Stage 2 

Brockley 96 
Brockley was considered because it was a popular alternative option as a station and also as part of a route to serve Crystal 

Palace. 

Forest Hill 96 
Forest Hill was considered because it was a popular alternative option as a station and also as part of a route to serve Crystal 

Palace. 

Herne Hill 93 
Herne Hill was considered because the Streatham line was the most popular alternative option proposed and a tunnelled 

extension was considered feasible to deliver. 

Croydon 88 
Croydon was considered because it was a popular alternative option and was also put forward by the LB Croydon for 

consideration. 

Dulwich 79 An option including East Dulwich has been identified and hence is broadly equivalent to this destination.  

Bromley North 73 
Bromley North is a relatively short distance from Bromley town centre, which has been considered as part of the 2014 

consultation. 

Denmark Hill   70 Denmark Hill is a relatively short distance from Peckham Rye (with direct rail connections) which has been considered. 

Catford 56 Catford is equivalent to Catford Bridge, which has been considered on a Hayes line option included in the consultation. 

Honor Oak Park 54 
Honor Oak Park was considered because it was a popular alternative option as a station and also as part of a route to serve 

Crystal Palace. 

Kidbrooke 54 

Kidbrooke was considered because it was feasible to convert the line to Underground services without significantly adversely 

affecting wider rail services in the region. An extension along this route would also serve a number of Opportunity Areas such 

as Kidbrooke and Bexley Riverside side at Slade Green. 

Bexleyheath 50 

Bexleyheath was considered because it was feasible to convert the line to Underground services without significantly 

adversely affecting wider rail services in the region. An extension along this route would also serve a number of Opportunity 

Areas such as Kidbrooke and Bexley Riverside side at Slade Green. 

Woolwich  50 
Woolwich was considered because the line served a number of Opportunity Areas and a tunnelled route could also serve 

other popular suggested destinations such as Greenwich and Deptford. 
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 Destination 
Number of 

comments 
Reason for inclusion in Stage 2 

Tulse Hill 45 
Tulse Hill was considered because the Streatham line was the most popular alternative option proposed and it would lie 

comfortably on a tunnelled route from Camberwell to Streatham. 

Deptford  39 
Deptford was included as it could lie on the route of an option towards the popular suggested locations of Greenwich and 

Woolwich. 

Sydenham 39 
Sydenham was considered because it was a popular alternative option as a station and also as part of a route to serve Crystal 

Palace. 

East Croydon 34 
East Croydon was considered because it was a popular alternative option (Croydon) and was also put forward by the LB 

Croydon for consideration. 

Peckham 27 Peckham Rye station has been considered for an extension as proposed in the 2014 consultation. 

Beckenham 26 New Beckenham and Beckham Junction stations have been considered for a BLE extension. 

Charlton 22 
Charlton was considered because the line served a number of opportunity areas and an extension would support growth in 

the area. 

Chislehurst 21 
Chislehurst station is on the Orpington line, which was considered for a Bakerloo line extension as it was feasible to convert 

the line to Underground services. 

Petts Wood  17 Petts Wood was considered for a Bakerloo line extension as it was feasible to convert the line to Underground services. 

Welling 17 
Welling was considered because it was feasible to convert the line to Underground services without affecting rail connectivity 

in the region. An extension along this route would also serve a number of opportunity areas. 

Beckenham Junction 14 A BLE extension to serve Beckenham Junction was proposed in the 2014 Consultation. 

Bromley South 14 
Bromley South is a short distance from Bromley town centre. An extension towards Bromley town centre was proposed as an 

option as part of the 2014 consultation. 

Sundridge Park  12 Sundridge Park is a relatively short distance from Bromley North, which has been considered. 

Woolwich Arsenal 5 
Woolwich Arsenal was considered because the line served a number of opportunity areas and an extension would support 

growth in the area. 

Sundridge  4 This location is included in the option considered to Bromley North.  
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 Destination 
Number of 

comments 
Reason for inclusion in Stage 2 

Terminate at Lewisham 4 We have considered an option to Lewisham via the consulted routes. 

Elmstead Woods 3 Elmstead Woods was considered for a Bakerloo line extension as it was feasible to convert the line to Underground services. 

Deptford Bridge 3 
We have considered an extension to Greenwich, which is a short walk away from Deptford Bridge, and is already served by 

the DLR. 

Barnehurst 2 
Barnehurst was considered because it was feasible to convert the line (via Bexleyheath) to Underground services without 

affecting rail connectivity in the region. An extension along this route would also serve a number of opportunity areas. 

Addiscombe 2 Addiscome is on the spur from Elmers End to East Croydon, which has been considered. 

Catford South 2 Catford South is a relatively short distance from Catford Bridge, which has been considered. 

Between New Cross and 

Sydenham for Overground 

Link 
2 

Options considering conversion of the Hayes line via New Cross Gate provide a direct connection between these two 

locations.  

Brockley Lane (High Level) 2 No road can be found named Brockley Lane, however Brockley is a destination included in the options further considered.  

Greenwich East 2 Greenwich East is a relatively short distance from Greenwich and Charlton, which have been considered (Woolwich line).  

Falconwood 2 
Falconwood was considered because it was feasible to convert the line (via Bexleyheath) to Underground services without 

affecting rail connectivity in the region. An extension along this route would also serve a number of opportunity areas. 

Take over one of the Dartford 

branches after Lewisham 
2 An option to do so, via the Bexleyheath from Kidbrooke has been included in the further assessment. 

East of Lewisham 2 Options east of Lewisham have been included in the further assessment.  

Greenwich Peninsula 2 Greenwich Peninsula is a relatively short distance from Charlton, which has been considered (Woolwich line).  

Station between Old Kent 

Road 2 and Lewisham 
2 

A station between Old Kent Road or Peckham Rye and Lewisham were consulted upon -specifically for the New Cross Gate 

area, and remains part of the options further considered.  
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 Destination 
Number of 

comments 
Reason for inclusion in Stage 2 

Westcombe Park 2 
Westcombe Park has been considered as it would be on the line towards Charlton and Woolwich and help serve the 

Opportunity Areas along that route. 

Elmers End 2 This location is included in options that consider the Hayes rail line.  

Deptford High Street 1 Deptford High street is a short distance from Deptford, which has been considered for an extension. 

New Beckenham 1 New Beckenham station is on the Hayes line, which was proposed in the 2014 Consultation. 

Forest Hill Road / Brenchly 

Gardens 
1 

Forest Hill Road would fall within the catchment area of an option including a station via Forest Hill which will be further 

considered.  

Woodside 1 Woodside is on the spur from Elmers End to East Croydon, which has been considered. 

Old Peckham Library 1 
This location is just off Peckham High Street, upon which Peckham Rye station sits which is included in the options being 

further considered.  

Deptford Church Street 1 Deptford Church street is a short distance from Deptford, which has been considered for an extension. 

Dockyard 1 
Woolwich Dockyard is in close proximity to Woolwich Arsenal which has been included in the options for consideration in the 

next stage of assessment. 

Deptford Bridge 1 
Deptford Bridge is a relatively short distance from Greenwich (and has a direct DLR connection). Greenwich has been 

considered for a BLE extension. 

Lewisham Way 1 Lewisham Way is a relatively short distance from New Cross Gate and Lewisham stations, which have been considered. 

Dunton Road 1 Stations have been proposed along the Old Kent Road corridor which could include Dunton Road.  

Split along route to serve 

more people 
1 Two-branch extension options will be further considered in the next stage of assessment. 

Woolwich Dockyard 1 
Woolwich Dockyard is in close proximity to Woolwich Arsenal which has been included in the options for consideration in the 

next stage of assessment. 

Crystal Palace Park 1 Crystal Palace Park is a relatively short distance from Crystal Palace, which has been considered. 

TOTAL 2,523   
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2.1.1.4 The remaining destinations were assembled into the following extension route 

options, for assessment in Stage 2. These options are shown in Figure 4 and listed 

below: 

 

 Streatham via Camberwell, Denmark Hill and Herne Hill 

 Streatham (as above) and Lewisham via Old Kent Road or Camberwell and 

Peckham Rye 

 Crystal Palace via Camberwell, Denmark Hill, East Dulwich and Forest Hill 

 Hayes via Camberwell & Peckham Rye, Brockley and Catford 

 Bexleyheath via Old Kent Road or Camberwell and Peckham Rye, Lewisham and 

Kidbrooke 

 Woolwich via Old Kent Road, Deptford, Greenwich, and Charlton 

 Bromley North and Orpington via Old Kent Road or Camberwell and Peckham 

Rye, Lewisham, Hither Green and Grove Park  

 Lewisham via both Camberwell & Peckham Rye, and Old Kent Road 

 A spur from Elmers End to East Croydon off the consulted route to Hayes and 

Beckenham Junction 
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Figure 4: Alternative and consulted extension route options taken forward into Stage 2 assessment. 
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3 Stage 2 – Assessment process and outcomes against MTS and 

the Bakerloo line extension scheme objectives 

3.1 Introduction 

3.1.1.1 Following the stage 1 assessment, the remaining alternative route options were 

further assessed in stage 2 against the MTS and the Bakerloo line extension scheme 

objectives. This follows a similar process as undertaken for the route options 

consulted upon in 2014, as described in the Background to Consultation published in 

20145.   

3.1.1.2 The assessment set out in the Background to Consultation, showed that an extension 

of the Bakerloo line, including the conversion of the existing Hayes Line from 

National Rail to London Underground operation, offered the best solution in terms of 

meeting growth and transport challenges in southeast London and the goals of the 

Mayor’s Transport Strategy. In particular, the Background to Consultation described 

that an extension to Hayes would support sustainable population and employment 

growth, and increase transport accessibility and connectivity. Importantly, it would 

also bring additional benefits to the wider southeast London rail network through 

enabling capacity on that network to be reallocated to other, busier, rail routes. 

Further details are provided in Table 4. 

3.1.1.3 The alternative options’ and their performance in the stage 2 assessment against the 

MTS goals and challenges and the BLE scheme objectives is relative to the 

performance of the consulted option to Hayes.  The assessment process is described 

in section 1.2. The results of the stage 2 assessment is provided in Table 5 for those 

options not taken forward to stage 3 and Table 6 for those options that were taken 

forward to the stage 3 assessment.  

 

                                                   

 

 

 
5 Available from the TfL website www.tfl.gov.uk/bakerloo-extension  

http://www.tfl.gov.uk/bakerloo-extension
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Table 4: Performance of consulted options against MTS Goals and Challenges and BLE scheme objectives 

Consulted Options Key Strengths Reasons 

MTS Outcomes 

- Supporting sustainable population and 

employment growth 

- Improving transport connectivity 

- Improving journey experience 

- Improving accessibility 

- Supporting regeneration and tackling 

deprivation 

 

Scheme Objectives 

- Support growth in south east London 

Opportunity Areas 

- Improve connectivity between sub-regional 

centres in south east London 

- Improve connectivity to Central London 

from south east London 

- Improve access to employment and 

increase transport provision to areas of 

deprivation 

- Increase capacity on the transport network 

in south east London, reducing crowding into 

central London termini 

The consulted options can serve Opportunity Areas, with options up to Lewisham serving two 

areas at Old Kent Road and New Cross to Lewisham, whilst an onward extension to Hayes, 

Beckenham Junction and potentially Bromley town centre capable of serving the Lewisham to 

Catford part of the Opportunity Area from New Cross to Catford, and also the Bromley town 

centre Opportunity Area. The option would increase accessibility to areas with no rail access, 

such as Camberwell or Old Kent Road, which would be important for enabling new 

development.  

Transport connectivity would be improved by an extension to New Cross Gate and Lewisham, 

whilst an onward extension to Hayes would connect to Tramlink services at Elmers End and 

Beckenham Junction and national rail services at Catford, Beckenham Junction and potentially 

Bromley for onward rail journeys in the wider south east area. This would help to connect town 

centres such as Peckham, Lewisham, Catford, Camberwell, Beckenham and Bromley. These 

town centres provide employment opportunities of their own, along with central London, and 

therefore the extension would increase the number of jobs that could be accessed.  

The extension would also provide a new route to central London avoiding the need for changes 

at busy rail termini such as Charing Cross and Cannon Street onto the tube network. 

Journey experience would be improved by providing a frequent and high capacity rail alternative 

to road-based transport in inner London where highways congestion can cause slower and 

delayed journeys.  

Capacity would increase, providing a new rail route between Lewisham and Central London, 

with up to 27 trains per hour, whilst an extension onto the Hayes line would offer potential to 

reallocate the existing national rail services onto busier lines, enabling reduced crowding and 

improved journey experience for both Hayes line passengers and those on the wider south east 

London rail network. 
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3.2 Results of assessment of options against the Mayor’s Transport 

Strategy outcomes and the BLE scheme objectives  

3.2.1.1 The alternative options assessed against the MTS outcomes and BLE scheme 

objectives were: 

- Streatham via Camberwell, Denmark Hill and Herne Hill 

- Streatham (as above) and Lewisham via Camberwell and Peckham Rye 

- Crystal Palace via Camberwell, Denmark Hill, East Dulwich and Forest Hill 

- Hayes via Camberwell and Peckham Rye, Brockley and Catford 

- Slade Green  via Old Kent Road, Lewisham and Kidbrooke 

- Woolwich via Old Kent Road, Deptford, Greenwich, and Charlton 

- Bromley North via Old Kent Road, Lewisham, Hither Green and Grove Park 

- Lewisham via both Camberwell and Peckham Rye, and Old Kent Road 

- A spur from Elmers End to East Croydon off of the consulted route to Hayes and 

Beckenham Junction 

3.2.1.2 The key MTS outcomes and scheme objectives that the alternative options 

performed lower on compared to the consulted options are described in Table 5. 

Reasons are provided in the table format and based on a comparison relative to the 

potential of the consulted option to Hayes and Beckenham Junction.  

.
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Table 5: Alternative options assessed at stage 2 and not selected for further consideration  

Option MTS Outcomes with relatively low performance Reasons 

Hayes via Camberwell, 

Peckham and Brockley 

MTS outcomes 

- Sustainable population and employment growth 

- Improving transport connectivity 

- Improving journey experience 

- Supporting regeneration and tackling deprivation 

Scheme objectives 

- Increase capacity on the transport network in 

south / south east London, reducing crowding 

into central London termini 

- Support growth in south / south east London 

Opportunity Areas 

- Improve connectivity to central London from 

south / south east London 

- Improve access to employment 

To extend to Hayes via Brockley, the only effective route that is not 

circuitous entails severing the Hayes line connection to Lewisham 

as part of the conversion, via a connection towards Ladywell The 

impact of this is a lack of through services between Lewisham and 

Hayes line stations. This negative impact on connectivity is 

reflected in the significant deterioration in the performance of the 

outcomes and objectives shown. The route also fails to serve a 

substantial part of a designated Opportunity Area, serving only the 

Catford part of the New Cross-Lewisham-Catford Opportunity 

Area. 

Bromley North  

Lewisham and Hither 

Green 

MTS outcomes: 

- Supporting sustainable population and 

employment growth 

- Improving journey experience 

Scheme objectives: 

- Increase capacity on the transport network in 

south / south east London, reducing crowding 

into central London termini 

- Improve access to employment 

This route has a relatively low impact on improving journey 

experience and supporting south east London’s growth as the route 

would need to be entirely tunnelled and hence no wider capacity 

increase can be provided on the National Rail network in contrast to 

other options beyond Lewisham. The option would parallel the 

existing rail corridor from Lewisham to Bromley North via Hither 

Green. Whilst this route would add capacity along the corridor, the 

Underground is not designed for high speed long distance rail travel. 

Given existing rail services of this nature are provided in this 

corridor, the option has a low potential to attract significant 

patronage from these heavily used National Rail services and hence 

is unlikely to reduce crowding to the same extent as many other 

options. Furthermore, the option cannot convert the existing rail 

corridor without reducing the range and number of National Rail 

services available. Compared to other options it therefore has a 
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lower impact on capacity and also on access improvements 

including to employment opportunities. 

Crystal Palace via 

Forest Hill and East 

Dulwich 

MTS outcomes 

- Supporting sustainable population and 

employment growth 

- Improving journey experience 

- Improving accessibility 

- Supporting regeneration and tackling deprivation 

Scheme objectives 

- Increase capacity on the transport network in 

south / south east London, reducing crowding 

into central London termini  

- Support growth in south / south east London 

Opportunity Areas 

- Improve connectivity between sub-regional 

centres in south / south east London 

- Improve access to employment 

The route has limited connectivity and accessibility benefits as the 

extension connects locations served by the existing rail network. 

The relative improvement to journeys is therefore lower compared 

to other options that provide entirely new connections to areas 

currently with no rail connection at all. The corridor has no 

Opportunity Areas where growth, to support London’s economic 

success, needs to be unlocked, and relatively lower levels of 

deprivation compared to other options.  

East Croydon and 

Hayes via Lewisham 

and Elmers End 

MTS outcomes 

- Improving journey experience 

- Enhancing the built and natural environment 

Scheme objectives 

- Increase capacity on the transport network in 

south / south east London, reducing crowding 

into central London termini 

- Improve connectivity to central London from 

south / south east London 

 

The option could add a third terminus on the extension route on 

the Hayes branch beyond Lewisham. This would reduce the 

frequency of services that could potentially serve Hayes and 

Beckenham Junction branches (or beyond to Bromley town centre) 

and could reduce capacity compared to the National Rail services 

they would otherwise receive without an extension. The 

construction of a new tunnelled extension from Elmers End to East 

Croydon would have a significant adverse impact on the built and 

natural environment due to the lack of suitable locations around 

each area for construction and tunnelling works.  

Whilst the option would serve a further Opportunity Area at 

Croydon, the homes and jobs growth occurring there is already 

underway and there are planned transport improvements to 

support that growth. Therefore the Bakerloo line extension has low 

potential to support further growth. 
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Streatham via Denmark 

Hill and Herne Hill 

MTS outcomes 

- Supporting sustainable population and 

employment growth 

- Improving transport connectivity 

- Enhancing the built and natural environment 

- Supporting regeneration and tackling deprivation 

- Improving journey experience 

Scheme objectives 

- Increase capacity on the transport network in 

south / south east London, reducing crowding 

into central London termini 

 

The corridor has no designated Opportunity Area where transport 

accessibility improvements could be required to unlock new 

development to support population growth. The connectivity 

benefits are relatively low as locations on the route would largely 

parallel an existing rail service. The route would need to be 

tunnelled, which would entail extensive works to create effective 

interchanges with the existing rail stations along the route, 

impacting the built environment. Locations on the route already 

have good access to the rail network serving a range of destinations 

in West End, north London via Thameslink, and the city and its 

fringe via services to London Bridge and orbital London Overground 

services.  

Woolwich via Deptford 

and Greenwich 

MTS outcomes 

- Improving transport connectivity 

- Improving journey experience 

Scheme objectives 

- Increase capacity on the transport network in 

south / south east London, reducing crowding 

into central London termini 

 

The The option provides comparatively low capacity and connectivity 

benefits compared to options to Hayes, as it does not release 

capacity on the National Rail network and could duplicate existing 

services to Charlton and Woolwich Arsenal on the North Kent line. 

In addition, serving Woolwich town centre is likely to have a very 

poor case in the future due to the significant connectivity 

improvements that will arise from Crossrail from 2019 .  
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3.2.1.3 Table 6 shows the alternative options remaining for Stage 3, and the reasons for their 

stronger performance against the MTS challenges and scheme objectives. Each of 

these alternative options was considered at Stage 2 to have potential good 

performance broadly across relevant MTS challenges and the scheme objectives. 

Therefore those MTS challenges and scheme objectives have not been listed in the 

table. 
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Table 6: Alternative options carried through to Stage 3 

Option Reasons 

Lewisham via two branches – one via Old 

Kent Road, and another via Camberwell 

and Peckham Rye 

Dual routes to Lewisham could deliver improved access to employment and address a larger 

range of areas that are amongst the most deprived. It would increase the number of areas that 

experience an improvement in rail capacity and provide an alternative to existing crowded and 

congested transport options. The option could serve the Old Kent Road Opportunity Area 

along one route whilst also providing entirely new rail access at Camberwell and interchange at 

Peckham Rye along the other route. There is a risk that splitting the extension in inner London 

may result in a lack of capacity on either branch to address challenges and opportunities as 

effectively as the equivalent single branch options. This should be further investigated in the 

stage 3 assessment.  

Streatham and Lewisham – one branch to 

Streatham via Camberwell and one 

branch to Lewisham via Camberwell or 

Old Kent Road 

Dual routes to Lewisham could deliver improved access to employment and address a larger 

range of areas that are amongst the most deprived compared to the single branch option to 

only Streatham. It would increase the number of areas that experience an improvement in rail 

capacity and provide an alternative to existing crowded and congested transport options. The 

option could support regeneration along both routes such as to the Opportunity Areas at Old 

Kent Road and New Cross-Lewisham, whilst also providing entirely new rail access at 

Camberwell and improved connectivity and interchanges along the route to Streatham. In 

comparison the single branch to Streatham did not have potential to serve designated 

Opportunity Areas. There is a risk that splitting the extension in inner London may result in a 

lack of capacity on the equivalent single branch option to Lewisham via Camberwell and 

Peckham Rye (a single branch option having been ruled out – see Table 5. This should be further 

investigated in the stage 3 assessment. 

Slade Green via Bexleyheath, Lewisham 

and via either the Old Kent Road or 

Camberwell and Peckham Rye 

As with the consulted Hayes option, this option offers the prospect of converting the national 

rail line to Slade Green via Bexleyheath and reallocating a number of train paths across the other 

rail lines in south east London, without significant adverse impacts on wider services between 

London and Kent. This option could therefore directly serve inner and outer London growth 

areas such as the Old Kent Road Opportunity Area, New Cross-Lewisham, and also Bexley 

Riverside Opportunity Areas. The option could also increase total rail capacity and enable areas 

of congestion on the wider rail network to be addressed. The option could significantly improve 

connectivity between town centres in the region.  
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3.3 Stage 2 conclusions 

3.3.1.1 Based on the Stage 2 assessment, the alternative options for consideration 

compared to the consulted options are: 

- Lewisham via both the Old Kent Road, and Camberwell and Peckham Rye 

- Slade Green via Bexleyheath and the Old Kent Road 

- Slade Green via Bexleyheath and Camberwell and Peckham Rye 

- Streatham and Lewisham via Camberwell and Peckham Rye 

- Streatham and Lewisham via Old Kent Road 

3.3.1.2 The Stage 2 assessment has ruled out routes to destinations such as East 

Croydon, Crystal Palace, Orpington and Woolwich Arsenal, and single-branch 

extensions to Streatham as these have less potential to make a significant positive 

contribution towards achieving the goals set out in the MTS. They also provide 

limited benefits in terms of supporting the growth and connectivity objectives for 

south east London.  

3.3.1.3 This assessment stage has also considered two-branch options due to their wider 

geographic scope and potential benefits which and has demonstrated that options 

including a Lewisham and Streatham option and an option to Lewisham via both 

the routes to Camberwell and Old Kent Road could achieve some objectives, such 

as supporting deprivation and tackling areas of deprivation and provide new 

capacity to a large number of corridors (towards Lewisham and Streatham) that 

could help address crowding and deliver connectivity improvements. Therefore, 

these two-branch options will be considered further in stage 3, which will provide 

further opportunity to consider their case and whether splitting the extension and 

reducing the capacity on each branch reduces the ability to meet the BLE scheme 

objectives. 

3.3.1.4 The stage 2 assessment has also identified that an extension to Slade Green via 

Bexleyheath may offer similar benefits as the consulted option to Hayes, and 

therefore it has been taken forward for further considered in stage 3.  
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4 Stage 3 results 

4.1 Introduction 

4.1.1.1 The stage 3 assessment utilises the five-case framework described in section 

1.2.4. By utilising the five-case framework, the stage 3 assessment stage enables 

each option to be assessed in further detail and for more detailed conclusions to 

be made about which specific route options have the strongest case. 

4.1.1.2 The performance of each option is explained in this section across the Strategic, 

Economic, Financial, Commercial and Management Cases that comprise the five-

case framework. Following the stage 3 assessment, a recommendation on which 

option should continue be developed further is provided on the conclusions – see 

section 5 .  

4.1.1.3 The Stage 3 assessment considered permutations of the shortlisted options 

identified from stage 2, such as shorter extensions – for example an extension to 

Camberwell and Peckham Rye only and also split branch options such as a two 

branch extension to Streatham and Lewisham, or a two branch extension to 

Lewisham via Camberwell and Peckham Rye and a branch via Old Kent Road. This 

approach addressed questions raised by respondents to the 2014 consultation – 

whether an extension could serve multiple areas by having more than one branch 

and whether an extension could be delivered in phases if it means the benefits 

could be realised sooner. 

4.1.1.4 The Stage 3 assessment did not consider two-branch extension options for routes 

beyond Lewisham (such as a branch to Hayes and a branch to Slade Green). This is 

because any single branch of a two-branch extension would not have the capacity 

to service the demand generated by a longer route. This would particularly be the 

case where a branch would replace an existing rail service which already has a high 

level of patronage and a dual branch extension could worsen, rather than improve, 

capacity and crowding. 

4.1.1.5 The options assessed in Stage 3 are: 

- An extension to Old Kent Road 

- An extension to Peckham Rye via Camberwell  

- An extension to New Cross Gate via Old Kent Road 

- An extension to New Cross Gate via Peckham Rye and Camberwell  

- An extension to Lewisham via Old Kent Road 

- An extension to Lewisham via Camberwell and Peckham Rye 

- A two branch extension to Lewisham – one branch via the Old Kent Road and 

one branch via Camberwell and Peckham Rye  
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- A two branch extension consisting of one branch to Lewisham via Old Kent 

Road and with one branch to Streatham via Camberwell 

- A two branch extension consisting of one branch to Lewisham via Camberwell 

and Peckham Rye and with one branch to Streatham via Camberwell 

- An extension to Hayes and Beckenham Junction via Old Kent Road and 

Lewisham 

- An extension to Hayes and Beckenham Junction via Camberwell and Peckham 

Rye 

- An extension to Bromley town centre and Hayes via Old Kent Road and 

Lewisham 

- An extension to Bromley town centre and Hayes via Camberwell and Peckham 

Rye 

- An extension to Slade Green via Bexleyheath, via Old Kent Road and 

Lewisham 

- An extension to Slade Green via Bexleyheath, via Camberwell and Peckham 

Rye 

4.1.1.6 A diagram of each route option along with a description is provided for each option 

along with the outcome of the assessment against the criteria.  Please note that all 

estimated costs of the options quoted include optimism bias applied at a rate of 

66%, commensurate with DfT guidance.  
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4.2 An extension to Old Kent Road 

4.2.1 Route description  

4.2.1.1 This option comprises of a tunnelled extension from Elephant & Castle to two new 

stations on the Old Kent Road. The stations could be served by up to 27 trains per 

hour (tph) in the peak periods. The proposed alignment for this extension is shown 

in Figure 5. This option is estimated to cost £1.5bn (2015 prices).  

Figure 5: A Bakerloo line extension to Old Kent Road 

 

 

 

4.2.1.2 The result of the appraisal for the option of a two-station extension to serve the 

Old Kent Road Opportunity Area is shown in Figure 6. 
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4.2.2 Strengths 

4.2.2.1 The option is the lowest cost to construct and operate of all those considered. 

The low cost and potential growth in homes and jobs the extension could unlock 

in the Old Kent Road Opportunity Area, along with the alternative funding sources 

that this could provide means the option has a strong prospect of being funded to 

a significant extent by non-grant funding sources. This funding potential, along with 

the relatively low cost of construction means this option scores highly for the 

timescale for delivery criteria. 

4.2.2.2 Were this option to be taken forward, TfL would work with the local authorities 

and GLA to ensure that if an extension were delivered, the Opportunity Area 

development could be planned around the new stations and construction 

coordinated with the wider development of the area. A good example of this 

occurring is with the Northern line extension, where construction of the route is 

co-ordinated with adjacent development sites, achieving better integration and 

access to the stations. As a result, the potential exists to significantly reduce 

consents risk, maximise the feasibility of construction and reduce the complexity 

and timescale for delivery of the scheme. The relevant planning policies such as for 

the Opportunity Areas along the route can be developed to safeguard sites for an 

extension and integrate its delivery with the wider construction, redevelopment 

and regeneration work in the area, to maximise the benefits delivered.  

4.2.3 Weaknesses 

4.2.3.1 In the Strategic case criteria, the shorter extension means lower scale of benefit 

arises due to the lower level of connectivity into the wider rail network and to 

town centres, compared to other options.  

4.2.3.2 For the purposes of this report, the option has been assessed as having potentially 

lower public support.  This is due to the option receiving 49% versus 64% support 

during the 2014 public consultation. However, if the option unlocked new homes 

and jobs along its route in the Opportunity Areas it serves, public support for the 

extension option may increase, particularly given the significant growth pressures 

London currently faces.  

4.2.4 Conclusion 

4.2.4.1 The option has a broad positive performance across the five cases – in particular 

very strong performance in the Financial, Management and Commercial cases 

although the Strategic and Economic cases, whilst positive, are lower compared to 

other options assessed.  

4.2.4.2 Given the performance across the five cases, the option is considered to be one of 

the better performing routes. However, there are stronger options across the five-

case framework that could be developed further. Therefore this option is not 

specifically recommended at this stage, but its continued investigation will be 

implicit as it is an integrated part of the current preferred option that would extend 

along this route to Lewisham. 
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Figure 6: Assessment results for extension option to the Old Kent Road 
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4.3 An extension to Camberwell and Peckham Rye 

4.3.1 Route description 

4.3.1.1 This option is a tunnelled two-station extension from Elephant & Castle to 

Peckham Rye via Camberwell, as shown in Figure 7. The stations could be served 

by up to 27 trains per hour during the peak period. At Peckham Rye, the extension 

offers interchanges with the Overground and National Rail services. This option is 

estimated to cost £1.65bn (2015 prices). 

Figure 7: A Bakerloo line extension to Camberwell and Peckham Rye 

 

 

 

4.3.1.2 The result of the appraisal for the option of an extension to serve Camberwell and 

Peckham Rye is shown in Figure 8. 
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4.3.2 Strengths 

4.3.2.1 The option scores highly across a number of areas.  The option is relatively lower 

cost to construct and due to its short length. The operating costs for the option 

would also be low as it would require fewer additional trains to operate and fewer 

operational staff for trains and stations, compared to longer options.  

4.3.2.2 The route could provide significant new capacity in a corridor lacking reliable public 

transport. Reliance on bus travel from Camberwell is currently impacted by 

highway congestion which causes delays. Whilst Peckham already has a range of 

rail services to the West End and City, the extension would provide an alternative 

Tube connection, reducing pressure on rail services and the termini served by 

Peckham Rye services along this corridor.  

4.3.2.3 The faster journeys and increased connectivity means the option achieves a slight 

improvement in connectivity to Peckham town centre from other parts of south 

east London. Serving Camberwell and Peckham would provide greater access to 

the services provided in the town centre and others along the route e.g. King’s 

College Hospital. The scale of benefits is therefore also positive due to the new 

and faster journeys that could be made with an extension. However terminating 

the extension at Peckham Rye at means connectivity to areas east of Peckham are 

not improved, limiting the scale of benefits relative to other longer options. 

4.3.2.4 The relatively short route reduces consents risk relative to other options assessed 

as a smaller geographical area would be impacted by construction and operations.  

4.3.2.5 The option has relatively lower levels of delivery complexity and a shorter 

timescale for delivery compared to longer route options. However, the 

construction impacts for Camberwell Town centre and at Peckham Rye station 

could be significant and a number of stakeholders such as London Buses 

(construction impact on highways) and Network Rail (station works) would need to 

be involved in project delivery. These aspects could increase the delivery timescale 

for this option relative to some other options. 

4.3.3 Weaknesses 

4.3.3.1 The route option scored relatively poorly when assessed against supporting 

Opportunity Area growth, scoring at neutral / negligible impact. The shorter length 

of the option means it does not serve the New Cross & Lewisham Opportunity 

Area and the route (i.e. not via the Old Kent Road Opportunity Area) means that 

the option has less potential to enable and support new development. Our 

evidence shows that there is some growth potential along the option corridor 

however it is expected to be significantly lower than compared to areas such as the 

Old Kent Road Opportunity Area. Whereas growth in Opportunity Areas is 

constrained by poor transport access, much of the potential on this route is 

unlikely to be reliant upon public transport improvements given existing rail 

connections at locations such as Peckham Rye.  

4.3.3.2 Furthermore, given that any new development would not be in a designated 

Opportunity Area, the potential to co-ordinate its delivery with an extension and 

secure funding from it is reduced.   
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4.3.3.3 The lack of development potential further impacts the scope for positive wider 

economic impacts relative to other options. This has less potential to support 

London’s economy by unlocking new housing within short distances of the central 

activity zone in London, which would help support jobs and productivity for 

London’s long term economic growth. 

 

4.3.4 Conclusion 

4.3.4.1 The option has some positive aspects owing to its shorter route and the 

consequential reduction in construction impact. The shorter route also makes it 

relatively lower cost to construct and operate. However, the option has a 

shortcoming in the Strategic case concerning supporting growth in the Opportunity 

Areas. This consequently reduces its performance in a number of other areas such 

as non-grant funding potential and the potential for unlocking growth to generate 

wider economic impacts. Furthermore, because there is not the scope for 

capturing significant growth potential, it is not expected that its performance 

across the five cases could significantly improve relative to other short options.  

4.3.4.2 Given the assessment outcomes, it is recommended that the option is not further 

developed. It currently has little scope for a strong case compared to alternative 

short extension route options that could make a greater contribution to supporting 

growth in Opportunity Areas, and which also achieve a broadly positive impact 

across the rest of the five cases.  
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Figure 8: Assessment results for extension option to Camberwell and Peckham Rye 

 



 

63 
 

4.4 An extension to New Cross Gate via the Old Kent Road 

4.4.1 Route description 

4.4.1.1 This option extends the Bakerloo line to serve Old Kent Road and New Cross Gate 

from its current terminus at Elephant & Castle. The extension provides interchange 

with the Overground and National Rail services at New Cross Gate. The stations 

would be served by up to 27 trains per hour in the peak period. The proposed 

alignment is shown in Figure 9. The option is estimated to cost £1.98 bn (2015 

prices). 

Figure 9: A Bakerloo line extension to New Cross Gate via Camberwell and Peckham 

Rye 

 
 

4.4.1.2 The result of the appraisal for the option of an extension to serve New Cross Gate via 

the Old Kent Road is shown in Figure 10.  
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4.4.2 Strengths 

4.4.2.1 The option is relatively low cost. With the high potential growth in homes and jobs 

the extension could unlock by serving Opportunity Areas on the route, along with the 

alternative funding sources that it could provide, the option has a very strong 

prospect of being funded to a significant extent by non-grant funding sources. 

4.4.2.2 The option, although only one station longer than the option to Old Kent Road alone, 

achieves a larger scale of transport benefits and journey time savings for passengers. 

By extending to the interchange at New Cross Gate, the option provides a new route 

into central London and particularly the West End. Also, bus passengers along the 

New Cross Gate to Elephant & Castle corridor would be able to change for faster 

Tube journeys.  

4.4.2.3 Due to the significant growth potential of the Opportunity Area at the Old Kent Road, 

and its proximity to central London, the option has potential to generate significant 

wider economic impacts for London’s future economic growth. New homes enabled 

in the Opportunity Area could support the population growth required to undertake 

new jobs both locally and in the central London. These would be a short journey 

away with an extension, therefore helping to support London’s economic growth and 

productivity.  

4.4.2.4 Were this option to be taken forward, TfL would work with the local authorities and 

GLA to ensure that if an extension were delivered, the Opportunity Area 

development could be planned around the new stations and construction 

coordinated with the wider development of the area. A good example of this 

occurring is the Northern line extension, where construction of the route is co-

ordinated with adjacent development sites, achieving better integration and access to 

the stations. As a result, the potential exists to significantly reduce consents risk, 

maximise the feasibility of construction and reduce the complexity and timescale for 

delivery of the scheme. The relevant planning policies such as for the Opportunity 

Areas along the route can be developed to safeguard sites for an extension and 

integrate its delivery with the wider construction, redevelopment and regeneration 

work in the area, to maximise the benefits delivered.  

4.4.3 Weaknesses 

4.4.3.1 For the purposes of this report, the option has been assessed as having potentially 

lower public support than an option via Camberwell and Peckham Rye.  This is due to 

the option receiving 49% versus 64% support during the 2014 public consultation. 

However, if the option unlocked new homes and jobs along its route in the 

Opportunity Areas it serves, public support for the extension option may increase, 

particularly given the significant growth pressures London currently faces.  

4.4.3.2 For the Sstrategic case, the relative short length of the extension route means lower 

levels of connectivity benefit arise due to the limited integration with the wider rail 

network and connections to existing town centres. However, its connections to other 

town centres, such as Lewisham, are not significantly improved. Therefore, although 

the option could have a positive impact when compared to leaving the area with 

continued deficiencies in public transport access and capacity, the scale of the 

strategic impact is lower than could be achieved with alternative options.  
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4.4.4 Conclusion 

4.4.4.1 The option’s performance is broadly similar to the equivalent, shorter option to 

Old Kent Road only. This option has an overall positive level of performance 

across the five cases – in particular very strong performance in the Financial, 

Management and Commercial cases and a stronger contribution to supporting 

growth in the Strategic case. Although significant parts of the wider Strategic case 

and parts of the Economic case, whilst positive, are still lower compared to other 

options assessed.  

4.4.4.2 As with the equivalent shorter route option to Old Kent Road, given the 

performance across the five cases, the option is considered to be one of the better 

performing routes relative to the alternatives to Camberwell or Streatham. Overall, 

however, there are stronger options across the five cases that should be 

developed further.  
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Figure 10: Assessment results for extension option to New Cross Gate via the Old 

Kent Road 
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4.5 An extension to New Cross Gate via Peckham Rye and 

Camberwell options assessed 

4.5.1 Route description 

4.5.1.1 This option is a tunnelled three-station extension from Elephant & Castle to New 

Cross, as shown in Figure 11. The stations would be served by up to 27 trains per 

hour during the peak period. At Peckham Rye, the extension offers interchanges 

with the Overground and National Rail services and similarly at New Cross Gate. 

This option is estimated to cost £2.23bn (2015 prices).  

Figure 11: An extension to New Cross Gate via Camberwell and Peckham Rye 

 

 
 

4.5.1.2 The result of the appraisal for the option of an extension to serve New Cross Gate 

via Camberwell and Peckham Rye is shown in Figure 12. 
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4.5.2 Strengths 

4.5.2.1 The option has relatively low construction and operating costs given the short 

length of the route and the requirement for staffing of three new stations. This is 

in contrast to other longer options which require much larger increases in the scale 

of operations and works to implement them. 

4.5.2.2 The option, although only one station longer than the option to Peckham Rye, has 

a positive impact on passenger journeys. The interchange at New Cross Gate 

provides rail trips a new route into central London and the West End.  

4.5.2.3 The route could provide significant new capacity in a corridor lacking reliable public 

transport. Reliance on bus travel from Camberwell is currently impacted by 

highway congestion which causes delays. Whilst Peckham already has a range of 

rail services to the West End and City, the extension would provide an alternative 

Tube connection, reducing pressure on rail services and the termini served by 

Peckham Rye services along this corridor.  

4.5.2.4 The faster journeys and increased connectivity means the option achieves an 

improvement in connectivity to Peckham town centre from other parts of south 

east London, providing greater access to the services provided in the town centre 

and others along the route e.g. King’s College Hospital. The scale of benefits is 

therefore also positive due to the new and faster journeys that could be made with 

an extension.  

4.5.3 Weaknesses 

4.5.3.1 There are some specific areas of relatively low performance concerning the growth 

potential, non-grant funding potential and complexity of delivery.  

4.5.3.2 Part of the Strategic case for the option – supporting Opportunity Area growth, has 

relatively poor performance, with a negligible impact expected. The option 

terminates on the fringe of the large New Cross-Lewisham-Catford Opportunity 

Area and does not serve the Old Kent Road Opportunity Area. Our evidence 

shows that there is some growth potential along the option corridor however it is 

expected to be significantly lower than compared to areas such as the Old Kent 

Road Opportunity Area. Furthermore, whereas growth in Opportunity Areas is 

constrained by poor transport access, much of the potential on this route is 

unlikely to be reliant upon public transport improvements given existing rail 

connections at locations such as Peckham Rye.  

4.5.3.3 The option is more expensive that the shorter route to Camberwell and Peckham 

Rye only, but could not enable much new development as it currently has no 

designated Opportunity Areas. Therefore the potential for non-grant funding is 

relatively low due to the lower level of the cost that cold be funded from 

alternative sources associated with new development.  

4.5.3.4 The complexity of delivery is assessed as mid-range relative to the other options 

assessed. Whilst the extension option is relatively short it does require significant 

construction-related works involving other agencies such as Network Rail. In 

particular, requirements to manage the construction impacts on congested 
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highways along the route and at the two new tube-rail interchanges at New Cross 

Gate and Peckham Rye.  

 

4.5.4 Conclusion 

4.5.4.1 The option has some positive aspects owing to its connection to New Cross Gate, 

which increases the scale of the benefits and connectivity improvements to 

Peckham town centre. The short length of the option also makes it relatively low 

cost to construct and operate.  

4.5.4.2 The option has, however, a significant short-coming in the support of growth in the 

Opportunity Areas. This consequently reduces the potential to generate non-grant 

funding and to enable new development to generate wider economic impacts. 

4.5.4.3 Given the assessment outcomes the option is not recommended for further 

development. It has little potential to have a stronger case compared to alternative 

short options that could make a greater contribution to supporting growth in 

Opportunity Areas whilst also achieving a broadly positive impact across the rest 

of the five cases.  
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Figure 12: Assessment results for extension option to New Cross Gate via 

Camberwell and Peckham Rye 
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4.6 An extension to Lewisham via Old Kent Road 

4.6.1 Route description 

4.6.1.1 This option extends the Bakerloo line from Elephant & Castle to Lewisham, as 

shown in Error! Reference source not found.. The stopping stations for this option 

are at Lewisham, New Cross Gate and two new stations on the Old Kent Road. 

The alignment would provide interchange to Overground, National Rail and DLR 

services at stations on the route. These stations would be served by up to 27 

trains per hour each day (27 tph in the peak). The option is estimated to cost 

£2.57bn (in 2015 prices).  

 Figure 13: A Bakerloo line extension to Lewisham via Old Kent Road 

 

 
 

4.6.1.2 The results of the appraisal for the option of an extension to Lewisham via Old 

Kent Road are shown in Figure 14.  
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4.6.2 Strengths 

4.6.2.1 Overall, the option achieves a wide spread of positive scores across all cases, 

relative to other options. In particular, the option would support growth in 

Opportunity Areas, serving the Old Kent Road and the New Cross and Lewisham 

parts of the New Cross-Lewisham-Catford Opportunity Areas, providing homes to 

accommodate London’s growing population and supporting access to jobs as 

London grows.  

4.6.2.2 The route would provide significant new capacity in a corridor lacking reliable, high 

capacity and frequent public transport. Reliance on bus travel through the corridor 

is currently impacted by highway congestion and therefore an extension could 

improve the local environment, underpinning regeneration as part of future 

redevelopment. The new services could improve wider connectivity in south east 

London by serving rail interchanges and connecting town centres, improving access 

to opportunities and services for existing and future residents and help to improve 

their wellbeing. 

4.6.2.3 Due to the strong improvement to transport in the corridor, the scale of benefits 

could be relatively high. The potential of the Opportunity Areas, their proximity to 

central London and the improved connections to key town centres such as 

Lewisham, provide the prospect of strong positive wider economic impacts for 

London’s economy. 

4.6.2.4 Although one of the more expensive options of the shorter routes considered, it is 

relatively lower cost compared to longer options beyond Lewisham. The option is 

also considered to have lower risks and complexities around its delivery, in part 

due to the potential to integrate delivery with the wider Opportunity Area planning 

work, as described for equivalent options along this route. Furthermore, because 

the option serves two Opportunity Areas and could unlock new development in 

them, it has a relatively higher likelihood of funding due to the non-grant funding 

potential (i.e. a reduced reliance on central Government grant funding) new 

development could bring. These factors also mean that this option, which would 

represent a major improvement to south east rail access, also has a relatively 

higher prospect of delivery within the timescales planned for an extension – by 

early 2030s. 

4.6.3 Weaknesses  

4.6.3.1 The broad strong performance of the option means the number of areas of lower 

performance relative to other routes is low. The criteria where lower performance 

has been recorded are consents risk and complexity of delivery.  

4.6.3.2 The lower performance in the consents risk and complexity of delivery is primarily 

due to the significant challenge of constructing and integrating a new station at 

Lewisham. Significant constraints exist regarding delivery of a station that provides 

an effective interchange to enable changes between the tube services with 

National Rail, DLR and bus services from the wider south east area in London. 

4.6.3.3 Further work to understand these risks could be undertaken in future development 

work, but at the current time these aspects are not sufficiently negative to rule the 
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option out and remain lower risk than some other options – particularly those 

beyond Lewisham.  

4.6.4 Conclusion 

4.6.4.1 The level of performance across the five cases is positive, with strong performance 

in a number of areas. The option has potential to make a significant contribution to 

supporting growth in Opportunity Areas and also in addressing wider transport 

network capacity, access and connectivity objectives – strengthened particularly 

for this option by the route to the major town centre and strategic interchange of 

Lewisham. These impacts create a strong Economic case, and the slightly lower 

cost of the option relative to many other options, along with the development 

growth that could be unlocked in the Opportunity Areas, gives the option a good 

potential for funding from non-grant sources.  

4.6.4.2 There are no areas where performance is negative. The key challenges concerning 

consents and complexity of delivery have potential for reduction by integrating the 

extension plans with the master planning and policy development underway for 

the Opportunity Areas along the route. As a consequence, the option is 

recommended for further development as it provides a strong positive 

contribution to the strategic objectives whilst also performing well across the 

remainder of the five-case model. 
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Figure 14: Assessment results for extension option to Lewisham via the Old Kent 

Road 
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4.7 An extension to Lewisham via Camberwell and Peckham Rye 

4.7.1 Route description 

4.7.1.1 This option extends the Bakerloo line to Lewisham, as shown in Figure 15. The 

intermediate stopping stations for this option are at New Cross Gate, Peckham 

Rye and Camberwell.  The extension would provide a service with up to 27 trains 

per hour in the peak period. This would provide Tube access into Central London 

for the area’s existing communities. This alignment offers interchange with the DLR 

and National Rail services Lewisham, and the Overground and National Rail at New 

Cross Gate. The option is estimated to cost £3.05bn (in 2015 prices). 

Figure 15: A Bakerloo line extension to Lewisham via Camberwell and Peckham Rye 

 

 
 

4.7.1.2 The results of the appraisal for the option of an extension to Lewisham via 

Camberwell and Peckham Rye are shown in Figure 16.  
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4.7.2 Strengths 

4.7.2.1 The option could improve connectivity between town centres in the region it 

serves by providing more frequent Tube journeys via a direct link between 

Peckham and Lewisham and the onward connections provided there.    

4.7.2.2 The route could provide significant new capacity in a corridor lacking reliable public 

transport. Reliance on bus travel from Camberwell is currently impacted by 

highway congestion which causes delays. Whilst Peckham already has a range of 

rail services to the West End and City, the extension would provide an alternative 

Tube connection, reducing pressure on rail services and the termini served by 

Peckham Rye services along this corridor. The new services could improve wider 

connectivity in south east London by serving rail interchanges and connecting town 

centres, improving access to jobs and services for existing and future residents. 

This could also help to improve their wellbeing by providing better access to 

education and health services e.g. King’s College Hospital. 

4.7.2.3 The extension would serve an area running from Elephant and Castle to Lewisham 

via Camberwell and Peckham town centres, and also New Cross Gate,   that is 

currently entirely within an Air Quality Management Area. The sub-surface rail 

route could attract demand from road-based forms of transport to rail services 

that have less noise impact. Furthermore, the extension serves a larger area, 

becoming an increasingly effective substitution for road based trips between 

Lewisham and central London. 

4.7.2.4 Due to the strong improvement to transport in the corridor, the scale of benefits is 

forecast to be relatively high, particularly compared to shorter extension options.  

4.7.2.5 The route option via Camberwell and Peckham Rye received 64% support during 

the 2014 public consultation.   

4.7.3 Weaknesses 

4.7.3.1 The option has lower performance than other routes in regards to the potential 

growth that can be supported in London’s Opportunity Areas. Our evidence shows 

that there is some growth potential along the option corridor however it is 

expected to be significantly lower than compared to areas such as the Old Kent 

Road Opportunity Area. Furthermore, whereas growth in Opportunity Areas is 

constrained by poor transport access, much of the potential on this route is 

unlikely to be reliant upon public transport improvements given existing rail 

connections at locations such as Peckham Rye.  

4.7.3.2 There is also reduced potential of the wider economic impacts that the option 

could generate compared to other similar extension options. The local town centre 

economies and central London could benefit from the access and connectivity 

improvements this option would deliver. The option has, however, a lower 

potential to unlock growth close to central London and so there is lower scope to 

support London’s economy by enabling new development to support new jobs 

and provide new homes within short journeys of London’s central activities zone. 
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4.7.3.3 The option has very poor non-grant funding potential. This is partly due to the 

higher costs of a longer scheme relative to other options. The higher costs, along 

with lower growth potential (which could provide alternative sources of funding), 

lead to a relatively low score for non-grant funding potential. The option would 

therefore be more difficult to obtain all the necessary funding for and this in turn 

could be expected to impact delivery timescales.  

4.7.3.4 The option also has high consents risk and complexity of delivery due to the route 

serving a larger, dense urban area with high levels of highway congestion where 

construction works could have a high adverse impact. The addition of Lewisham 

further increases the number of sites where intensively used national rail 

infrastructure would be impacted by construction of transport interchanges. These 

constraints increase the consents risk and the complexity of delivery owing to a 

greater number of agencies and transport operators that would need to be 

involved to co-ordinate planning, construction and mitigation of impacts.  

 

4.7.4 Conclusion 

4.7.4.1 The extension option to Lewisham has stronger performance against a number of 

strategic and economic criteria compared to some other options, owing to the 

connections created between town centres and the improved journeys via new 

interchanges such as at Lewisham. These positive aspects are offset by relatively 

low performance against criteria in the Financial, Management and Commercial 

cases. In particular, the relatively low performance in key areas concerning 

supporting growth in Opportunity Areas and the higher cost to construct creates 

very low potential for obtaining non-grant funding. These challenges are also joined 

by those relating to consent and delivery complexities.  

4.7.4.2 In conclusion, the option is not currently recommended for development due to 

the areas of lower performance, particularly relative to the equivalent option to 

Lewisham via the Old Kent Road which achieves a wider, more positive and 

balanced outcome across the cases. 
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Figure 16: Assessment results for extension option to Lewisham via Camberwell and 

Peckham Rye 
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4.8 An extension to Lewisham via the Old Kent Road and 

Camberwell and Peckham Rye 

4.8.1 Route description 

4.8.1.1 This option is a branched extension to Lewisham. It consists of one branch via the 

Old Kent Road and a second branch via Camberwell and Peckham Rye. The 

branches would join prior to New Cross Gate station. Both branches serve New 

Cross Gate and Lewisham, having merged to the west of New Cross Gate station. 

The stations served are Camberwell, Peckham Rye, New Cross Gate, Lewisham 

and two stations in the Old Kent Road area. This option is estimated to cost 

£4.82bn (2015 prices). 

4.8.1.2 Each branch of the extension is assumed to have 13 to 14 trains per hour in the 

peak period, half of the level of service on a single route extension – merging to 

provide up to 27 tph to Lewisham and New Cross Gate. The proposed option is 

shown in Figure 17. 

Figure 17: A Bakerloo line extension to Lewisham via both Old Kent Road and 

Camberwell and Peckham Rye 

 
 

4.8.1.3 The results of the appraisal for the option of a two branch extension to Lewisham, 

consisting of one branch via the Old Kent Road and one branch via Camberwell and 

Peckham Rye are shown in Figure 18.  
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4.8.2 Strengths 

4.8.2.1 The option achieves positive scores relative to some other options in a number of 

areas. The split branches have a wider geographic scope, covering a higher number 

of areas compared to the single branch equivalent options between Elephant & 

Castle and Lewisham. This increases the impact on Well Being, as the number of 

locations of high deprivation in the area between Elephant & Castle and Lewisham 

that can access the rail extension is higher than either single branch option.  

4.8.2.2 Similarly, the impact on the Local Environment is scored as very high due to the 

geographic spread. However, it is important to recognise that the ability of a split 

branch option to create mode shift from vehicles may be lower compared to the 

equivalent single branch option.  This is due to the reduced service frequency that 

could operate on either branch to and from the existing line in central London.  

4.8.2.3 Due to the wide scope of the area that benefits due to two branches, the option 

has the potential to yield relatively high transport user benefits as, despite the 

journey time improvements for passengers on each branch being lower than the 

equivalent single branch options, this is offset by a larger number of people 

benefiting from the new services. 

4.8.2.4 During the 2014 public consultation, many suggestions (141) were made regarding 

delivering both routes. A split branch option could potentially obtain support from 

respondents who supported a route via the Old Kent Road or Camberwell and 

Peckham Rye.  

4.8.3 Weaknesses  

4.8.3.1 The split branch option has a lower performance in the areas of connectivity and 

capacity. This is due to a reduction in train frequency and capacity, compared to a 

single branch option. Whilst the split branch option links a greater number of 

locations, the journey times that could be delivered are lower relative to a high 

frequency and high capacity single branch option. Our current forecasts indicate 

that the reduction in frequency and capacity may lead to over-crowding on parts of 

the extension. This could be worsened were the line extended beyond Lewisham. 

Radial travel into Central London is likely to favour the more direct route via Old 

Kent Road, but significantly less capacity would be available due to the need to 

serve the Camberwell and Peckham Rye route with an effective Tube service. It 

would also mean that the option is unlikely to be a sustainable long term option 

capable of accommodating travel growth in the long term. 

4.8.3.2 Delivery of two deep-bored tunnel extensions through inner London as well an 

underground grade separated junction would be a significantly higher cost project 

than single branch options. Coupled with the relatively low non-grant funding 

potential due to the lower levels of development the option could enable. The 

timescale for delivery is also relatively low compared to several other options, due 

to the greater challenges and time that could be required to reach a point where 

funding could become available. 

4.8.3.3 The option has a higher consents risk due to the scale of the works required to 

construct two branches. The option has those risks associated with the route via 
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Peckham Rye and Camberwell – by serving a larger dense urban area with high 

levels of highway congestion where construction works could have significant 

impacts. Those risks associated with route via Old Kent Road are also borne by the 

option and there are further construction related risks with the additional works to 

construct the sub-surface junctions for splitting and merging the branches. In 

addition, this option has the risks associated with the need for works at intensively 

used National Rail infrastructure in order to construct effective transport 

interchanges.  

4.8.3.4 Related to the consents risks, the option moves into the higher range for 

complexity of delivery.  The route is relatively short compared to those beyond 

Lewisham but is of a scale such that it does require significant construction-related 

works with and also by other agencies such as Network Rail, and other transport 

operators in response to the construction impact on congested highways and 

intensively used rail infrastructure along the route. Although the route along the 

Old Kent Road is considered to have lower levels of complexity, those that do 

exist will add to the overall total, making an extension entailing both routes more 

complex than either one route or the other. 

4.8.4 Conclusion 

4.8.4.1 The option has a series of weak aspects across the cases. The combination of the 

very high cost for the option, the weaker commercial and management cases and 

the reduced capacity serving locations due to the split branches which reduces the 

potential to support growth in the Opportunity Areas on the routes. This leads to 

relatively lower performance of the option compared to alternative options 

considered.  

4.8.4.2 Therefore, the assessment demonstrates that splitting the extension is not 

amongst the strongest performing options and therefore should not be further 

developed. 
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Figure 18: Assessment results for extension option to Lewisham via the Old Kent 

Road and Camberwell and Peckham Rye 
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4.9 An extension to Streatham and Lewisham  

4.9.1 Route description 

4.9.1.1 This option is an extension from Elephant & Castle consisting of two tunnelled 

branches – one to Streatham via Camberwell and a second branch to Lewisham via 

Camberwell and Peckham Rye or via the Old Kent Road. The extensions to 

Lewisham via Peckham Rye and Camberwell or Old Kent Road are consistent with 

the options described previously in sections 4.6 and 4.7. Services to Streatham via 

Camberwell would serve Denmark Hill, Herne Hill, Streatham Hill and Streatham. 

4.9.1.2 An extended Bakerloo line would provide up to 27 trains per hour to Camberwell, 

with 13 to 14 trains per hour each serving Lewisham and Streatham per hour during 

the peak periods. The option would cost between £4.73bn and £5.22bn (2015 

prices) depending on the route options for the Lewisham branch. 

4.9.1.3 The proposed route is shown in Figure 19. 

Figure 19: A Bakerloo line extension to Streatham and to Lewisham 
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4.9.2 A route to Streatham via Camberwell and a branch to Lewisham via Old 

Kent Road 

4.9.2.1 The performance of a route to Streatham via Camberwell and with a second branch 

to Lewisham via Old Kent Road route is similar to the option in section 4.8 

concerning a two branch extension to Lewisham via Old Kent Road and the route 

via Camberwell and Peckham Rye. This option demonstrated that a dual branch 

extension has a key weakness due to the impact of a split branch on the Old Kent 

Road route and the reduced potential to support development in the Opportunity 

Areas along this route. This is because the extension would have less capacity and 

make a smaller improvement to journey times and accessibility. 

4.9.2.2 The equivalent option, involving a branch to Streatham rather than Lewisham via 

Camberwell, has been assessed as having the same key weaknesses resultant from 

splitting of the branch. Therefore, for the purpose of comparing the option of a 

two branch extension that entails Streatham and Lewisham to the wider set of 

options that have been considered, the option presented below is focused on the 

scenario where both the Streatham and Lewisham branches are via Camberwell.  

4.9.2.3 The focus on this option demonstrates whether, the performance of the two-

branch extension option across the five cases is strong compared to the wider 

options. 

4.9.3 A route to Streatham via Camberwell and a branch to Lewisham via 

Camberwell and Peckham Rye 

4.9.3.1 The result of the appraisal for the option of an extension to serve Streatham via a 

branch from Camberwell and serving Lewisham with a second branch via Peckham 

Rye is shown in Figure 20.  

4.9.4 Strengths 

4.9.4.1 The option has a high score for improving the local environment. The option could 

improve air quality in an Air Quality Management Area by providing a low emission-

based mode of travel, which should help reduce the use of more polluting 

motorised modes. The option could have a positive impact on noise, by reducing 

the use of motorised modes along routes in London that experience relatively high 

noise pollution. As with the equivalent two-branch option to Lewisham, there is a 

risk related to the scale of mode shift due to the reduced frequency on a dual 

branch extension. 

4.9.4.2 Due to the wide scope of the area that benefits due to two branches, the option 

has the potential to yield relatively high transport user benefits as, despite the 

journey time improvements for passengers on each branch being lower than the 

equivalent single branch options, this is offset by a larger number of people 

benefiting from the new services. This high performance in this criterion is partly 

due to the good performance of the option across most of the strategic case 

criteria concerning connectivity, accessibility and capacity.  
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4.9.4.3 During the 2014 consultation, the option via Camberwell and Peckham Rye 

received a relatively high level of support (64%) whilst the alternative suggestion of 

the extension serving Streatham received a large number of responses (152). 

4.9.5 Weaknesses    

4.9.5.1 Although serving two distinct areas, this route has only a limited ability to support 

growth in opportunity areas in the Strategic case, given that the option with the 

greatest potential for that is the alternative route to Lewisham via Old Kent Road.   

4.9.5.2 The construction costs of the option are high relative to other options. The 

construction of two deep-bored tunnel extensions through inner London as well as 

an underground junction would be a significantly higher cost project than the single 

branch options that have been considered. Due to the extent of the tunnelled 

branches and the number of sub-surface stations that would require construction, 

the two branch option to Streatham and Lewisham via Camberwell has the highest 

construction cost of all the options assessed. 

4.9.5.3 In part due to the very high construction cost, the option also has very low non-

grant funding potential. The combination of high costs and lower potential to 

enable new development that could provide funding to an extension means a very 

small proportion of the option’s total cost could be covered by non-grant sources.  

4.9.5.4 The practical feasibility is scored as very low. As with the route to Lewisham via 

Camberwell and Peckham Rye, there are some key constraints associated with the 

practical construction of an extension that terminates at Lewisham and goes via 

New Cross Gate, Camberwell and Peckham Rye. In particular, the dense urban area 

along much of the route significantly increases the risks of being able to undertake 

conventional construction of an extension due to restricted accesses and 

constraints on the scale of available worksites. In addition, the option includes 

similarly challenging works for the route to Streatham, making the option very low 

performance in terms of the practical feasibility of constructing an effective 

extension. 

4.9.5.5 Related to the practical feasibility, the option is considered to have very high 

consents risk given the scale of the works required to construct two Tube 

branches. The option has both those risks associated with the route via Peckham 

Rye to Lewisham as well as those to construct multiple rail interchanges through 

to Streatham. By serving a larger dense urban area with high levels of highway 

congestion where construction works could be highly impactful, there are 

significant consents risks. The numerous rail interchanges on the route could 

further increase the number of sites where intensively used National Rail 

infrastructure could be impacted during construction of connections to the Tube. 

4.9.5.6 The option is in the higher range of complexity of delivery. The route is relatively 

short compared to those beyond Lewisham but is of a scale that it could require 

significant work with other agencies such as Network Rail, and other transport 

operators.  This includes working together in response to potential construction 

impacts and mitigation on congested highways along the route. Furthermore, the 

option includes five separate locations where new station interchanges need to be 

constructed which present an increased number of challenges and complexities. 
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4.9.6 Conclusion 

4.9.6.1 The option has some positive aspects owing to its greater scale and the ability to 

serve and better connect a wide number of town centres across the south east 

region. The extension, by connecting with the National Rail at points along its 

route, provides the possibility for wider connections through interchanges 

between existing rail services and the extended Tube services. These strategic 

impacts help to generate a broadly positive economic impact.  

4.9.6.2 However, the option has very low performance in some areas, across the Financial, 

Management and Commercial cases. The option has relatively high cost due to a 

relatively low level of new development the option could enable.  The option only 

serves part of one Opportunity Area at New Cross to Lewisham; therefore making 

the non-grant funding potential relatively low. This factor may also set back 

timescales for likely delivery. The complexities of delivery in practical, commercial 

and consents terms further adds to the lower overall case for this option. 

4.9.6.3 The option is therefore not currently recommended for further development given 

the other alternative options that achieve a broader more positive impact across 

the five cases. 
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Figure 20: Assessment results of an extension to Streatham and to Lewisham via 

Camberwell and Peckham Rye 
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4.10 An extension to Hayes and Beckenham Junction via the Old 

Kent Road and Lewisham 

4.10.1 Route description 

4.10.1.1 This option consists of a tunnelled extension to Lewisham via Old Kent Road as 

described in section 4.6. Beyond Lewisham, the Bakerloo line extension would 

replace existing national rail services to Hayes, including the current link to 

Beckenham Junction. Services would call at Ladywell, Catford, Lower Sydenham, 

New Beckenham, Clock House, Elmers End, Eden Park, West Wickham, Hayes and 

a spur to Beckenham Junction. Connections to other rail services such as 

Thameslink, Southern, Southeastern and Tramlink are available at points along the 

Hayes line. The tunnelled extension would need to merge and connect to the 

Hayes line prior to Ladywell station in order to serve the station at surface.  

4.10.1.2 The national rail services that had operated on the Hayes line are assumed to be 

re-allocated to other busy rail routes on the remainder of the Southeastern rail 

network.  

4.10.1.3 An extended Bakerloo line would provide up to 27 trains per hour to Catford 

Bridge. Beyond Catford Bridge, it is currently assumed that 15 trains per hour 

would serve Hayes; and 6 trains per hour serve Beckenham Junction each hour, 

making 21 trains per hour operating south of Catford Bridge. The option is 

estimated to cost £3.25 bn (in 2015 prices). The proposed route is shown in Figure 

21. 
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Figure 21: A Bakerloo line extension to Hayes and Beckenham Junction via Old Kent 

Road and Lewisham 

 

 
 

4.10.1.4 The result of the appraisal for the option of an extension to serve Hayes via the 

Old Kent Road is shown in Figure 22. 
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4.10.2 Strengths 

4.10.2.1 The option achieves strong positive scores in a number of areas, building on the 

equivalent option as far as Lewisham. The option, by providing significant new 

public transport capacity and access to two Opportunity Areas – the Old Kent 

Road and New Cross-Lewisham-Catford, has potential to unlock a large number of 

new homes and jobs. Furthermore, potential reallocation of train paths from the 

Hayes line onto other more crowded parts of the rail network that serve 

Opportunity Areas could further increase the number of homes and jobs that 

could be supported.  The development the option could enable could help support 

London’s long term economic growth and productivity – reflected in the strong 

positive score for the Wider Economic Impacts criterion.  

4.10.2.2 The transport network improvements generated by a new rail line through inner 

London and then the onward connection to Hayes, significantly improves capacity 

and access in south east London. The conversion of the Hayes line generates 

wider benefits as train paths could be reallocated onto other lines into the capital. 

4.10.2.3 Due to the scale of connectivity and access improvements, the scale of benefits 

are very high with a very high score for improving Well Being due to the large 

number of residents in deprived areas of London that could benefit from the 

increase in opportunities and services that access to the Tube and the wider rail 

network could provide.  

4.10.2.4 The option also has a very good score for the criterion non-grant funding potential. 

This is due to the scheme option’s potential to unlock significant new 

development in the Opportunity Areas which could therefore contribute towards 

to the cost of the option.  

4.10.2.5 The extension serves a significantly larger area than those options as far as 

Lewisham, becoming an increasingly effective substitution for road based trips 

between Lewisham and central London and in the south east region between 

locations such as Sydenham, Catford, and Elmers End. This could make a strong 

contribution towards reducing polluting road-based traffic, helping to improve air 

quality in London. The conversion of the rail line to Hayes would also entail a 

significant increase in frequency of rail services and providing substantial journey 

benefits for some users.  

4.10.3 Weaknesses 

4.10.3.1 The construction and operating costs are relatively high compared to the other 

options considered. The construction of an extension onwards to Hayes adds 

significant further cost due to factors such as the larger size of the fleet of trains 

that would be required and the associated stabling and maintenance facilities, as 

well as the tunnel connection onto the existing surface rail network. The existing 

infrastructure on the national rail network in the form of existing station buildings, 

platforms and track bed means some costs could be lower relative to undertaking 

a large entirely sub-surface extension (some options of which have been 

considered). However, potential rail infrastructure improvements mean higher risks 

exist associated with modernising infrastructure where necessary. 
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4.10.3.2 The Management Case demonstrates that delivery of the option could face 

significant challenges. The construction feasibility is considered as moderately 

negative due to the risks associated with complex interchange and station works in 

Lewisham. This is further increased by the complexity of converting the Hayes 

national rail line. The construction impacts of the works on this scale could 

potentially worsen journeys for many of the users of Hayes line temporarily. 

 

4.10.3.3 The complexity of delivery, requiring cross-working with several other transport 

operators and the impacts on commercial arrangements such as train franchises, 

means delivery of the benefits of the proposal are more complicated to achieve 

and their realisation could take longer. The option is relatively better than some 

other options beyond Lewisham, due to the integration that could be achieved 

with the planning policies being prepared for the Opportunity Areas, such as Old 

Kent Road. These policies could help ensure that the benefits intended from the 

extension option are delivered through controls in the planning process for new 

development.  

4.10.3.4 The complexities, consents risks and higher funding required due to the capital 

costs means that the timescale for delivery is scored as relatively low and 

therefore the option may not be able to deliver benefits as soon as other options. 

4.10.4 Conclusion 

4.10.4.1 The option has a very strong Strategic case, owing to its greater scale and the 

ability to serve two Opportunity Areas in south east London. The extension, by 

connecting with the national rail network goes both further into south east London 

and generates wider network improvements through the potential reallocation of 

Hayes branch train paths.  

4.10.4.2 However, the option has a low performance in some areas, across the Financial, 

Management and Commercial cases, though these are relatively common across 

longer options due to their greater scale and wider impacts during construction and 

the complexity of delivery. Furthermore, of the longer options (those beyond 

Lewisham and those consisting of two tunnelled lines), this option performs 

relatively well across the Financial, Management and Commercial cases with fewer 

areas of negative performance.  

4.10.4.3 Overall the option is recommended for further development as a possible future 

phase of an extension beyond Lewisham given it scores both highly in the Strategic 

case and performs best compared to other long options in the Financial, 

Management and Commercial cases. Further work with key stakeholders such as 

Network Rail could assist in establishing the scale of some of the risks associated 

with this option and the extent to which these could be reduced.   
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Figure 22: Assessment results of extension option to Hayes via the Old Kent Road 
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4.11 An extension to Hayes via Camberwell and Peckham Rye 

4.11.1 Route description 

4.11.1.1 This option consists of a tunnelled extension to Lewisham via Camberwell and 

Peckham Rye as described in section 4.6. Beyond Lewisham, the Bakerloo line 

extension would replace existing national rail services to Hayes, including the 

current link to Beckenham Junction. Services would call at Ladywell, Catford, 

Lower Sydenham, New Beckenham, Clock House, Elmers End, Eden Park, West 

Wickham, Hayes and a spur to Beckenham Junction. Connections to other rail 

services such as Thameslink, Southern, Southeastern and Tramlink are available at 

points along the Hayes line. The tunnelled extension would need to merge and 

connect to the Hayes line prior to Ladywell station in order to serve the station at 

surface.  

4.11.1.2 The national rail services that had operated on the Hayes line are assumed to be 

re-allocated to other rail routes on the remainder of the south eastern rail network.  

4.11.1.3 An extended Bakerloo line would provide up to 27 trains per hour to Catford 

Bridge. Beyond Catford Bridge, it is currently assumed that 15 trains per hour 

would serve Hayes; and 6 trains per hour serve Beckenham Junction each hour, 

making 21 trains per hour operating south of Catford Bridge. The option is 

estimated to cost £3.37bn (in 2015 prices). The proposed route is shown in Figure 

23. 
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Figure 23: A Bakerloo line extension to Hayes and Beckenham Junction via 

Camberwell, Peckham Rye and Lewisham 

 

 

 

4.11.1.4 The result of the appraisal for the option of an extension to serve Hayes and 

Beckenham Junction via Lewisham, Peckham Rye and Camberwell is shown in 

Figure 24. 

4.11.2 Strengths 

4.11.2.1 The option has particularly strong performance against some criteria. The transport 

network improvements generated by a new rail line through inner London and then 

the onward connection to Hayes, could significantly improve connectivity, capacity 

and access in south east London. The conversion of the Hayes line generates 

wider benefits as train paths could be reallocated onto other busy lines into the 

capital. Camberwell, particularly, has lower levels of access to employment 

opportunities due to the reliance on road-based transport in an area of highway 

congestion.  

4.11.2.2 Due to the scale of connectivity, capacity and access improvements, the scale of 

transport benefits are likely to be high and a high level of wider economic benefits 

could be expected due to the significant improvement in access to the Central 

London Activities Zone and between the local economies of the town centres that 

access is improved to, such as direct links from Peckham Rye to Lewisham and on 

to Catford and Beckenham.  
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4.11.2.3 During the 2014 public consultation the option via Camberwell and Peckham Rye 

received high support (64%). 

4.11.2.4 The option, by converting the Hayes line, could serve the New-Cross-Lewisham-

Catford Opportunity Area. As a result, the route option to Hayes does significantly 

better on supporting growth in Opportunity Areas compared to the shorter options 

focused on the Camberwell and Peckham Rye corridor.  

4.11.2.5 The extension serves a significantly larger area than those options as far as 

Lewisham, becoming an increasingly effective substitution for road based trips 

between Lewisham and central London and in the south east region between 

locations such as Sydenham, Catford, and Elmers End. This could make a potential 

strong contribution towards reducing polluting road-based traffic, helping to 

improve air quality in London. The conversion of the rail line to Hayes would also 

entail a significant increase in frequency of rail services and providing substantial 

journey benefits for some users. 

4.11.3 Weaknesses 

4.11.3.1 The construction and operating costs are relatively high compared to other options 

considered. The construction of an extension onwards to Hayes adds significant 

further cost due to factors such as the larger size of the fleet of trains that would 

be required and the associated stabling and maintenance facilities, as well as the 

tunnel connection onto the existing surface rail network. The existing infrastructure 

on the national rail network in the form of existing station buildings, platforms and 

track bed means some costs could be lower relative to undertaking a long and 

entirely sub-surface extension (some options of which have been considered). 

However, required rail infrastructure improvements mean higher risks exist 

associated with potential works and their cost to modernise infrastructure where 

necessary.  

4.11.3.2 The Management Case demonstrates that delivery of the option could face 

significant challenges. The option has a very high consents risk due to the scale of 

the works required – constructing a new underground line in inner London, 

numerous new rail interchanges, and significant risks associated with the 

conversion of a large extent of current National Rail infrastructure. The range of 

impacts, scale of construction and numbers of different stakeholders across a 

large geographic area of London could increase the risks associated with obtaining 

consent for the scheme. 

4.11.3.3 The construction feasibility is considered as moderate negative due to the risks 

associated with complex interchange and station works in Lewisham and then 

further increased by the complexity of converting the Hayes national rail line. The 

construction impacts of the works on this scale could potentially worsen journeys 

for many of the users of Hayes line temporarily. This is in addition to the issues 

and risks covered for the route up to Lewisham – see section 4.7.  

4.11.3.4 The complexity of delivery, requiring cross-working with several other transport 

operators and the impacts on commercial arrangements such as train franchises, 

means delivery of the benefits of the proposal are more complicated to achieve 

and their realisation may take longer. This option via Camberwell and Peckham Rye 
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also lacks the prospect for integration with the planning policies being prepared for 

the equivalent route via Old Kent Road. Hence the inner part of the route option is 

likely to have higher complexity as there is lower scope to embed benefits 

realisation and reduce risks associated with safeguarding and construction through 

new planning policies.    

4.11.3.5 The complexity, feasibility, consents risks and high funding required due to the 

capital costs means that the timescale for delivery is relatively low, and therefore 

the option may not be able to deliver benefits from its implementation as soon as 

other options. 

4.11.4 Conclusion 

4.11.4.1 The option has some strong positive aspects owing to its greater scale. The 

extension, by connecting with the National Rail network, goes further into south 

east London and generates wider network improvements through the potential 

reallocation of Hayes branch train paths.  

4.11.4.2 However, the option has a lower performance in some areas across the Financial, 

Management and Commercial cases, though these are relatively common across 

longer options, due to their greater scale and wider negative impacts during 

construction and the complexity of delivering the intended benefits. Furthermore, 

the option achieves some lower scores relative to the equivalent options via 

alternative routes, such as via Old Kent Road.  

4.11.4.3 Given this, the option is not currently recommended for further development. 
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Figure 24: Assessment results for extension option to Hayes via Camberwell and 

Peckham Rye 
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4.12 An extension to Bromley town centre and Hayes  

4.12.1 Route description 

4.12.1.1 This option is similar to the Hayes and Beckenham Junction option scenarios 

considered, described in 4.10 and 4.10. This option consists of a tunnelled 

extension to Lewisham. Beyond Lewisham, the Bakerloo line extension would 

replace existing National Rail services to Hayes, including the current link to 

Beckenham Junction. Services would call at Ladywell, Catford Bridge, Lower 

Sydenham, New Beckenham, Clock House, Elmers End, Eden Park, West Wickham, 

Hayes and a spur to Bromley town centre via Beckenham Junction. Connections to 

other rail services such as Thameslink, Southern, Southeastern and Tramlink are 

available at points along the Hayes line. The tunnelled extension would need to 

merge and connect to the Hayes line prior to Ladywell station in order to serve the 

station at surface.  

4.12.1.2 The national rail services that had operated on the Hayes line are assumed to be re-

allocated to other busy rail routes on the remainder of the south eastern rail 

network.  

4.12.1.3 An extended Bakerloo line would provide up to 27 trains per hour with 15 trains per 

hour serving Hayes and 12 trains per hour terminating at Bromley Town centre each 

hour. This would mean up to 27 trains per hour as far as New Beckenham where the 

service would split for the different destinations. The option is estimated to cost 

£4.39 bn to £4.87bn (in 2015 prices) depending on the route to Lewisham. The 

proposed route is shown in Figure 25. 
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Figure 25: A Bakerloo line extension to Hayes and Bromley Town Centre via either 

Old Kent Road or Camberwell and Peckham Rye 

 

 

4.12.2 A route to Bromley town centre via Camberwell, Peckham Rye and 

Lewisham 

4.12.2.1 The performance of a route to Hayes and Beckenham Junction via the Camberwell 

and Peckham Rye route and its performance relative to the alternative route via Old 

Kent Road are covered in sections 4.10 and 4.10. These options showed that the 

Old Kent Road route to Hayes and Beckenham Junction is the better performing 

option across the five cases. The option to Bromley town centre via Camberwell 

and Peckham Rye was tested as well as the alternative via Old Kent Road. The 

impact of an additional extension to Bromley town centre did not yield a difference 

between the performances of alternative route options to Lewisham.  

4.12.2.2 Therefore, for the purpose of comparing the option to Hayes and Bromley town 

centre, the more favourable option is presented below. This is the option to Hayes 

and Bromley town centre via Old Kent Road and Lewisham.  
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4.12.3 A route to Bromley town centre and Hayes via Old Kent Road and 

Lewisham 

4.12.3.1 This route option is presented here as it has the better case of those to Bromley 

town centre, and therefore is the strongest option to compare to those other 

options considered across the five cases.  The result of the appraisal for the option 

of an extension to serve Hayes via the Old Kent Road is shown in Figure 26.  

4.12.4 Strengths 

4.12.4.1 The option, by providing significant new public transport capacity and access to 

the Opportunity Areas – the Old Kent Road, New Cross-Lewisham-Catford and 

Bromley Town Centre, has potential to unlock a large number of new homes and 

jobs. Furthermore, potential reallocation of train paths from the Hayes line onto 

other more crowded parts of the rail network that serve Opportunity Areas could 

further increase the number of homes and jobs that could be supported by 

improving the transport network.   

4.12.4.2 The development the option could enable would help support London’s long term 

economic growth and productivity – reflected in the strong positive score for the 

Wider Economic Impacts criterion. Further to other routes, the option would also 

serve the Bromley town centre Opportunity Area; however this location has 

relatively lower growth aspirations owing to its size and outer London location. 

Hence, the location would not significantly increase growth compared to the 

option to Hayes via the Old Kent Road.  

4.12.4.3 The transport network improvements generated by a new rail line through inner 

London and then the onward connection to Hayes and Bromley town centre, could 

significantly improve capacity, access and connectivity in south east London. The 

option would provide direct rail connections between major town centres such as 

Lewisham, Catford and Bromley. The conversion of the Hayes line generates wider 

benefits as train paths could be reallocated onto other busy lines into the capital, 

further increasing connectivity and capacity benefits.  

4.12.4.4 Due to the scale of connectivity and access improvements, the transport user 

benefits are high with a very high score also for improving Well Being due to the 

large number residents, in relatively deprived areas of London, who would benefit 

from the increased opportunities and services better Tube access provides. 
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4.12.5 Weaknesses 

4.12.5.1 In some key areas, the option has relatively low performance.  The capital and 

operating costs of the option are relatively high. The construction of an extension 

onward to Hayes and an additional tunnelled branch to Bromley town centre adds 

significant further cost. However, the existing infrastructure in the form of existing 

station buildings, platforms and tracks on the Hayes line means some costs could 

be lower relative to undertaking a large entirely sub-surface extension (some 

options of which have been considered).  

4.12.5.2 The Management Case demonstrates that delivery of the option could face 

significant challenges. The construction feasibility is considered moderately 

negative due to the risks associated with complex interchange and station works in 

Lewisham, the complexity of converting the Hayes National Rail line, and the 

feasibility of constructing a further sub-surface line from Beckenham Junction to 

Bromley town centre given constraints along the route. The impacts of works on 

this scale could potentially worsen journeys for many of the users of the Hayes 

line and nearby residents temporarily during construction.  

4.12.5.3 The complexity of delivery, requiring cross-working with several other transport 

operators and the impacts on commercial arrangements such as train franchises, 

means delivery of the benefits of the proposal are more complicated to achieve 

and their realisation may take longer. Combined with the slight positive score for 

non-grant funding potential, this contributes to the low performance for the 

criterion Timescale for Delivery. The addition of a second tunnelled extension from 

Beckenham Junction to Bromley town centre could further add to the construction 

risks.  

4.12.6 Conclusion 

4.12.6.1 The option has a strong positive Strategic case owing to its greater scale and the 

ability to serve three Opportunity Areas in south east London. The extension, by 

connecting with the National Rail network, goes both further into south east 

London and generates wider network improvements through the potential 

reallocation of Hayes branch train paths. The option provides strong connectivity 

improvements, linking Bromley directly with inner London town centres such as 

Lewisham.  

4.12.6.2 However, the option has very low performance in the areas of the Financial, 

Management and Commercial cases relative to other options. The option could 

have significantly higher costs and significant challenges concerning delivery due to 

the requirement for a second tunnelled section, with strong negative scores in the 

areas of consents and construction feasibility, the complexity of delivery and the 

consequent delivery timescales.  

4.12.6.3 Given the significant challenges and the high costs relative to route options to 

Hayes and Beckenham Junction, it is recommended that the option is not 

developed further at this time. Options with a higher likelihood of delivery and 

funding, but with similar scale Strategic and Economic case impacts to this option 

are available, such as the equivalent route to Hayes and Beckenham Junction. Such 
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an extension could be reconsidered in the even that an extension to Beckenham 

Junction is taken forward. 

 

Figure 26: Assessment results for extension option to Bromley town centre and 

Hayes via the Old Kent Road 
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4.13 An extension to Slade Green via Bexleyheath and the Old Kent 

Road 

4.13.1 Route description 

4.13.1.1 The proposal is for an extension to Slade Green via Bexleyheath, Lewisham and the 

Old Kent Road. The option consists of a tunnelled extension to Lewisham via Old 

Kent Road as described in section 4.6. Beyond Lewisham, the Bakerloo line 

extension would replace existing National Rail services to Slade Green via a 

connection east of Blackheath. This would enable loop services from the 

Woolwich Arsenal line to continue to Blackheath. Services would call at 

Blackheath, Kidbrooke, Eltham, Falconwood, Welling, Bexleyheath, Barnehurst and 

Slade Green. An extended Bakerloo line would provide up to 27 trains per hour to 

Slade Green.  

4.13.1.2 The national rail services that had operated on the Hayes line are assumed to be 

re-allocated to other rail routes on the remainder of the south eastern rail network. 

The option is estimated to cost £3.65bn (in 2015 prices). 

4.13.1.3 The proposed route is shown in Figure 27. 

Figure 27: A Bakerloo line extension to Slade Green via Bexleyheath, Lewisham and 

the Old Kent Road 
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4.13.2 Strengths 

4.13.2.1 The result of the appraisal for the option of an extension to serve Slade Green via 

the Bexleyheath rail line, with a route from Lewisham via the Old Kent Road is 

shown in Figure 28.  

4.13.2.2 The option achieves strong positive scores in some areas, building on the 

performance of the equivalent option as far as Lewisham. The option, by providing 

significant new public transport capacity and access to three Opportunity Areas – 

the Old Kent Road, New Cross-Lewisham-Catford, and the fringe of the Bexley 

Riverside area, has potential to unlock a large number of new homes and jobs, 

which could help support London’s long term economic growth and productivity – 

reflected in the strong positive score for the Wider Economic Impacts criterion. As 

with the Hayes line option proposals, reallocated train paths could run along 

national rail lines that serve other Opportunity Areas which could further increase 

the amount of new homes and jobs unlocked by enabling new development.  

4.13.2.3 The transport network improvements generated by a new rail line through inner 

London and then the onward connection to locations such as Kidbrooke, Eltham 

and Bexleyheath, could significantly improve capacity, access and connectivity in 

south east London. The option could provide direct rail connections between 

major town centres such as Lewisham and Bexleyheath. These improvements 

mean that across the majority of the strategic criteria, the option has a very high 

positive impact. The conversion of the line also generates wider benefits as train 

paths could be reallocated onto other lines into the capital.  

4.13.2.4 Due to the scale of connectivity and access improvements, and the re-allocation 

of train capacity on to more crowded national rail routes, the transport user 

benefits are high and the option has also been assessed as having a high score for 

improving Well Being due to the large number of residents in deprived areas of 

London that could benefit from the increased opportunities and services Tube 

access provides. 

 

4.13.3 Weaknesses 

4.13.3.1 The extension option is relatively high cost, entailing construction of both a 

tunnelled extension to beyond Lewisham and conversion of a national rail line. The 

conversion cost, whilst lower than a new tunnelled extension, carries risk including 

upgrading infrastructure, such as stations and bridges along the route, that may 

need to be modernised. The option, whilst similar to the Hayes extension, has a 

longer tunnelled section and is a greater overall length making the option more 

expensive to construct. The option also has one of the highest operational costs 

of all options considered due to its greater length and therefore the number of 

trains and stations required. 

4.13.3.2 The Management Case demonstrates that delivery of the option could face 

significant challenges. The practical feasibility, relating to construction works, is 

considered moderately negative due to the risks associated with complex 

interchange and station works in Lewisham and the complexity of converting the 
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Bexleyheath national rail line as well as the challenges relating to construction of a 

new underground line in inner London. The construction impacts of the works on 

this scale could potentially worsen journeys for many of the users of the 

Bexleyheath line temporarily during a conversion process from National Rail to 

Tube operations.  

4.13.3.3 Associated with the practical feasibility challenges, the option is considered to 

have a very high consents risk due to the scale of the works required – constructing 

a new underground line in inner London numerous new rail interchanges, and the 

risks associated with the conversion of a large area of national rail infrastructure. 

The range of impacts, scale of construction and the numbers of different 

stakeholders across a large geographic area of London could significantly increase 

the consent risks associated with the scheme. 

4.13.3.4 The complexity of delivery, requiring cross-working with several other transport 

operators and the impacts on commercial arrangements such as train franchises, 

means delivery of the benefits of the proposal are more complicated to achieve 

and their realisation may take longer. A specific unique risk of options to 

Bexleyheath and Barnehurst is that the line is also used for freight services. As a 

consequence, the impacts on conversion and the complexity of finding workable 

solutions for freight operators as well as the other stakeholders are further 

increased. This contributes to the low performance for the criterion Timescale for 

Delivery. The latter also related to the non-grant funding potential criterion owing 

to the option’s high cost.   

4.13.3.5 Due to the significant constraints around construction and the impacts of 

conversion of the National Rail line, along with the high consents risk, the option 

scores a neutral score for the public acceptability criterion. Conversion of the 

National Rail line and impacts during construction may be met with opposition, 

particularly given the option reduces some connectivity towards Dartford in Kent 

(passengers would need to change at Slade Green) and potentially between the 

town centres on the Woolwich line and Sidcup line (no loop services providing 

direct connections would operate from the Bexleyheath line to these lines).  

4.13.4 Conclusion 

4.13.4.1 The option has some strong positive aspects owing to its greater scale and the 

ability to serve Opportunity Areas directly and indirectly in south east London. The 

extension, by connecting with the National Rail network, goes further into south 

east London and could also generate wider network improvements through the 

potential reallocation of the Bexleyheath line National Rail train paths. The option 

provides strong connectivity improvements, linking Lewisham directly with 

Bexleyheath, although connectivity towards Kent and the Woolwich and Sidcup 

lines would reduce.  

4.13.4.2 The option has low performance in some areas, across the Financial, Management 

and Commercial cases, with the option being higher cost and having more 

challenges compared to its equivalent (an option to Hayes and Beckenham 

Junction via Old Kent Road) in the area of non-grant funding potential. Lower 

performance also exists in achieving delivery of the option, with a strong negative 
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score in the area of complexity due to the conversion and reallocation of rail 

services being more complex. This is further related to the public support criterion, 

where this complexity and wider range of impacts may lead to lower levels of 

support for this option. The combination of the cost, funding and delivery 

challenges, means the timescales are also scored as lower compared to the 

equivalent aforementioned option. 

4.13.4.3 Although there are significant challenges to delivery and the option has high costs 

relative to route options to Hayes and Beckenham Junction, this option potentially 

also provides some large benefits. As such, this option may be worth considering 

further as a second phase on any extension. It is important to note however, that 

wider rail network planning work for the area concerned in this option may change 

the future case for this option, therefore it should be reviewed following the 

completion of that work. 
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Figure 28: Assessment results for an extension to Slade Green via Bexleyheath and 

the Old Kent Road 
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4.14 An extension to Slade Green via Bexleyheath, Camberwell and 

Peckham Rye 

4.14.1 Route description 

4.14.1.1 The proposal is for an extension to Slade Green via Bexleyheath, Lewisham and 

Camberwell and Peckham. The option consists of a tunnelled extension to 

Lewisham via Camberwell and Peckham as described in section 4.7. Beyond 

Lewisham, the Bakerloo line extension would replace existing national rail services 

to Slade Green via a connection east of Blackheath. This would enable loop 

services from the Woolwich Arsenal line to continue to Blackheath. Services would 

call at Blackheath, Kidbrooke, Eltham, Falconwood, Welling, Bexleyheath, 

Barnehurst and Slade Green. An extended Bakerloo line would provide up to 27 

trains per hour to Slade Green.  

4.14.1.2 The national rail services that had operated on the Hayes line are assumed to be 

re-allocated to other busy rail routes on the remainder of the south eastern rail 

network. The option is estimated to cost £3.78 bn (in 2015 prices).  

4.14.1.3 The proposed route is shown in Figure 29. 

Figure 29: A Bakerloo line extension to Slade Green via Bexleyheath, Lewisham, 

Camberwell and the Peckham Rye 
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4.14.2 Strengths 

4.14.2.1 The result of the appraisal for the option of an extension to serve Slade Green via 

the Bexleyheath rail line, with a route from Lewisham via Camberwell and Peckham 

Rye is shown in Figure 30.  

4.14.2.2 The option has been assessed based upon a similar proposal to the extensions 

onto the Hayes line – specifically that the Bexleyheath rail line between Kidbrooke 

and Slade Green would be converted to Tube operations. The loop from the north 

Kent line to Blackheath could remain operational for National Rail services. Train 

paths from the Bexleyheath line would be reallocated onto the remaining 

Southeastern rail network.  

4.14.2.3 The option achieves positive scores in some areas, building on the performance of 

the equivalent option as far as Lewisham.  The transport network improvements 

generated by a new rail line through inner London and then the onward connection 

to locations such as Kidbrooke, Eltham and Bexleyheath, could significantly 

improve capacity, access and connectivity in south east London. The option would 

provide direct rail connections between major town centres such as Lewisham and 

Bexleyheath. These improvements mean that across the majority of the strategic 

criteria, the option has very high impact. The conversion of the line generates 

wider benefits as train paths could be reallocated onto other lines into the capital. 

4.14.2.4 Due to the scale of connectivity and access improvements, the transport user 

benefits are high and the large number of forecast users feeds through to the 

financial case where an operating surplus is forecast.  

4.14.3 Weaknesses 

4.14.3.1 The extension option is relatively high cost to construct, entailing both a tunnelled 

extension to beyond Lewisham and conversion of a national rail line that the 

extension would connect to. The conversion cost, whilst lower than a new 

tunnelled extension, carries risks due to potential upgrades and modernisation of 

stations and civils structures along the route and the cost of mitigating service 

disruptions and losses to the line’s passengers during conversion works. The 

option, whilst similar to the equivalent extension route to Lewisham and onto 

Hayes, has a longer tunnelled section and is a greater overall length making the 

option significantly more expensive to construct. In addition, the option has one of 

the highest operational costs of all options considered. 
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4.14.3.2 The Management Case demonstrates that delivery of the option could have 

significant challenges. The practical feasibility relating to construction works is 

considered moderately negative due to the risks associated with complex 

interchange and station works in Lewisham and the complexity of converting the 

Bexleyheath National Rail line along with the challenges relating to construction of 

a deep-bored tube line in inner London. The construction impacts of the works on 

this scale could potentially worsen journeys temporarily for many of the users of 

the Bexleyheath line, particularly during a conversion process from National Rail to 

Tube operations.  

4.14.3.3 Associated with the practical feasibility challenges, the option also has a high 

consents risk due to the scale of the works required – specifically the construction 

of a new underground line in inner London, numerous new rail interchanges, and 

potential risks associated with the conversion of a large extent of current National 

Rail infrastructure. The range of impacts, scale of construction and numbers of 

different stakeholders across a large geographic area of London could significantly 

increase the risks associated with the scheme. 

4.14.3.4 The complexity of delivery, requiring cross-working with several other transport 

operators and the impacts on commercial arrangements such as train franchises, 

means delivery of the benefits of the proposal could be complicated to achieve 

and their realisation may take longer. In particular, a specific unique risk of options 

to Bexleyheath and Barnehurst is that the line is also used for freight services. As a 

consequence the impacts on conversion and the complexity of finding workable 

solutions for freight operators and other stakeholders are further increased. 

Combined with the negative score for non-grant funding potential, this contributes 

to the low performance for the timescale for delivery criterion.  

4.14.3.5 Although a route serving Camberwell and Peckham would serve an area with strong 

support based on the 2014 consultation results, the potential scale of the impact 

on the national rail network and passenger services means it is considered to have 

a neutral score. 

4.14.4 Conclusion 

4.14.4.1 The option has some strong positive aspects owing to its greater scale and the 

ability to serve Opportunity Areas directly and indirectly in south east London.  

Although the route would miss the Old Kent Road Opportunity Area. This would 

lead to a lower level of performance relative to the equivalent option to Slade 

Green via the Old Kent Road route to Lewisham. The extension, by connecting 

with the national rail network, goes further into south east London and also 

generates wider network improvements through the potential reallocation of the 

Bexleyheath line national rail train paths. The option provides strong connectivity 

improvements, linking the Peckham Rye and Lewisham major town centres directly 

with Bexleyheath. However, connectivity towards Kent and Woolwich and Sidcup 

lines would reduce, as interchange to connecting services would be required.   

4.14.4.2 The option has low performance against criteria in the Financial, Management and 

Commercial cases, with the option being higher cost and having more significant 
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challenges concerning funding. Lower performance also exists in achieving delivery 

of the option, with a strong negative score in the area of complexity due to the 

conversion and reallocation of rail services is more complex due to loop. This is 

further related to the public support criterion, where this complexity and wider 

range of impacts may lead to lower levels of support for this option. The 

combination of the cost, funding and delivery challenges means the timescales are 

also scored as lower compared to the equivalent aforementioned option.  

4.14.4.3 Overall, low performance is recorded across three of the five cases and the option 

is therefore not currently proposed for further development.  

 

Figure 30: Assessment results for an extension to Slade Green via Bexleyheath, 

Lewisham and Camberwell and Peckham Rye 
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5 Conclusions and recommendations  

5.1.1.1 The assessment has demonstrated that when compared against the Mayor’s 

Transport Strategy, the BLE objectives as set out as part of the 2014 public 

consultation and across the five-case framework there are significant differences in 

performance between the different extension options considered. In particular, 

those up to Lewisham and then those options beyond Lewisham that would 

connect onto current national rail routes.  

5.1.1.2 Options up to Lewisham are expected to have stronger Financial, Management and 

Commercial cases due to the reduced risks associated with their delivery. The 

assessment has also demonstrated that some of these options are capable of 

achieving relatively strong performance against objectives set out in the Strategic 

case, making performance across the five cases balanced and positive.   

5.1.1.3 Therefore, the conclusion of this assessment is that undertaking an extension to 

Lewisham would be a worthwhile scheme to address the project’s strategic 

objectives whilst also having a good prospect of delivery. The option via the Old 

Kent Road to Lewisham currently has the best balance across the five cases on this 

basis, and thus this is the preferred route option for further development.  

5.1.1.4 In addition, some options for an extension beyond Lewisham could also deliver 

significant benefits and performance against the scheme objectives. There are 

challenges across the south east London region, and the assessment has shown 

that a longer extension could make a more significant contribution towards 

addressing those.  

5.1.1.5 The assessment has demonstrated that the prospect of an extension beyond 

Lewisham could be improved if risks driving the low levels of performance in the 

Financial, Commercial and Management cases were reduced and if the Strategic 

case is validated by the wider planning work currently being undertaken by TfL and 

industry partners such as Network Rail.   

5.1.1.6 A two-branch extension to Lewisham and Streatham has been shown to lack the 

performance against the strategic objectives to justify the high scheme cost and 

poorer performance across the Financial, Management and Commercial cases. As a 

result this option is not currently recommended for further development. Similarly, 

a two-branch extension to Lewisham via Old Kent Road and Camberwell and 

Peckham has similar challenges. This is due to the relatively lower transport 

improvements of splitting the service and the lower potential for new homes and 

jobs growth that could be supported in Opportunity Areas. Given these factors, 

this option is not currently recommended for development. 

5.1.1.7 The extension option to Hayes and Bromley town centre via Beckenham Junction 

has also been assessed as having significant challenges impacting the Management 

and Commercial cases. The option has significantly higher costs relative to route 

options to Hayes and Beckenham Junction only, which are not offset by the 

difference in performance. Therefore this option is not currently recommended for 

further development as options with a higher likelihood of delivery, funding and 

benefits are available, although it could be reconsidered in the event that an 

extension to Beckenham junction is taken forward. 
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5.2 Next steps 

5.2.1.1 With a preferred route option identified, a series of next steps will be undertaken 

focusing on developing planning for the option to Lewisham via the Old Kent Road.  

5.2.2 Developing an initial extension to Lewisham via Old Kent Road 

5.2.2.1 The key interface and dependency for the project concerns the Old Kent Road 

Opportunity Area and the development of a Planning Framework that is currently 

being prepared by the GLA and the London Borough of Southwark. We will support 

that development work by assisting with the assessment of the impact an 

extension could have on supporting new homes and jobs in the Opportunity Area.  

5.2.2.2 As highlighted during the assessment, selecting and developing the option to 

Lewisham via Old Kent Road will enable the development of the Planning 

Framework to ensure an extension is integrated into the masterplan for the 

Opportunity Area. This will enable better co-ordination and planning of the 

extension relative to the wider redevelopment in the area. This may also help to 

reduce the adverse impacts that could arise from construction and operation of an 

extension and therefore minimise the potential delivery and consents risks. 

5.2.2.3 Developing an integrated plan for the Opportunity Area will also help to ensure 

that the benefits of an extension can be secured and safeguarded from an early 

stage. It will also help to ensure that access and connectivity between the wider 

development and the extension stations is optimised to reduce journey times and 

cater for the gradual development and travel demand generated as the Opportunity 

Area is built out and regenerated. 

5.2.2.4 Along the wider route between Elephant & Castle to Lewisham, the planning work 

will include ensuring that the proposal remains deliverable once funding is 

available. London is a dynamic, changing city and along the route of the extension 

there will be challenges to ensure that stations can be built with as low an impact 

on existing and future businesses and residents as possible. By developing the 

extension proposal as soon as possible, we can safeguard delivery by the 2030s 

and ensure that an extension can achieve the objectives of unlocking growth and 

improving journey times. 

5.2.2.5 To assist with developing planning work, we will consider a further public 

consultation in 2016 to assess support for the proposals and to collect further 

views. This will enable their consideration and incorporation into the extension 

scheme proposals, helping to improve the planned scheme. 

5.2.2.6 Funding will remain a key obstacle to delivering an extension; therefore we will 

continue to work with key stakeholders including the Greater London Authority, 

the London Boroughs of Southwark and Lewisham, the Department for Transport 

and HM Treasury to develop a funding package for the scheme. This will include 

further development and investigation of possible ‘non-grant’ funding sources. 

5.2.2.7 To obtain future approval for planning powers and funding, a comprehensive 

Business Case demonstrating that the proposal is good value for money will be 
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required. The option selection assessment provides an excellent basis upon which 

to further develop a Strategic Outline Business Case.  

5.2.2.8 The wider work on the option will support development of the business case, as 

developed designs and plans assist with understanding the costs and funding 

required, whilst the emerging impacts of the scheme on housing and employment 

growth along the route will assist with development of the Strategic and Economic 

case for the scheme. Furthermore, developing planning and integrating the scheme 

with the Opportunity Area plans will assist with developing the financial case, 

including the potential alternative sources of funding towards the scheme. 

5.2.2.9 We will consider how the benefits of an initial extension that would serve 

interchanges on the National Rail network at New Cross Gate and the strategic 

interchange at Lewisham and how this can be capitalised upon. We will also 

consider how a wider package of rail improvements across the south and south 

eastern regions of London can utilise the new Tube connection to Lewisham, and 

deliver wider travel benefits. 

5.2.2.10 A wider package of rail improvements could potentially address some of the 

challenges on routes and at destinations that were assessed, such as Camberwell – 

see Figure 31. For the extension proposals, we will work with stakeholders 

including the London Borough of Lewisham and Network Rail concerning how the 

strategic interchange at Lewisham could be improved to create better interchange 

between services. This will help to ensure the wider network benefits of an 

extension are delivered. The significant development in the surrounding areas of 

Lewisham station will also be considered, to ensure an extension improves station 

access. 

5.2.2.11 An extension beyond Lewisham will also be considered further as we work to 

review the challenges on the transport network in the region and considers the 

emerging challenges and opportunities from Network Rail’s long term planning 

process concerning the London to Kent rail routes. This work will enable us to 

review the case for an onward extension and what the best options are for it. 

Based upon the assessment, strong benefits remain for a potential onward 

extension towards Hayes and Beckenham Junction or possibly Slade Green. 

Therefore, as we develop our work on an initial phase of an extension, designs will 

ensure that a potential onward extension to Hayes or another rail route is not 

precluded.   

5.2.2.12 The assessment has also demonstrated that parts of the alternative route option 

via Peckham Rye and Camberwell, particularly in the Camberwell area would 

benefit from transport improvements as there are similar challenges to the Old 

Kent Road regarding capacity and access. Camberwell currently lacks reliable and 

frequent public transport to central London and the south east region.  

5.2.2.13 A new station at Camberwell would be a significantly lower cost option to deliver 

compared to a Tube extension. Southwark Council’s case making to date shows 

significant journey time improvements for Camberwell passengers and that, 

operationally, there appears scope to integrate re-opening into the launch of the 

completed Thameslink programme. We will therefore continue to work with the 

London Borough of Southwark to develop the case for the extension, including 
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assisting with the submission of a full business case to Network Rail as part of 

their long term planning process.  
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Figure 31: A BLE to Lewisham and potential long term wider region rail improvements 
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5.2.3 Developing the case for a future extension option beyond Lewisham 

5.2.3.1 The assessment of the options has demonstrated that options for an extension 

beyond Lewisham could deliver further benefits and performance against the 

scheme objectives. There are challenges across the south east London region, and 

the assessment has shown that a longer extension can make a further significant 

contribution towards addressing these.  

5.2.3.2 The longer options beyond Lewisham have significant challenges around cost and 

construction, and would require significant co-ordination and integration with 

wider rail network plans to ensure the benefits of converted lines and reallocated 

rail services could be realised. Developing an understanding of whether a Bakerloo 

line extension beyond Lewisham onto the National Rail network is viable warrants 

further work given the substantial benefits that may also be delivered.  

5.2.3.3 Network Rail has commenced the Kent Route study which will identify gaps 

between long term supply and demand for rail in the south east.  

5.2.3.4 We will work with Network Rail and other stakeholders and partners through this 

process to further understand these challenges. The Route Study work is currently 

expected to be completed in 2017.  
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Appendix A – Alternative locations on south east rail network considered at Stage 1 
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Appendix B – Five case criteria description 

Case 

element 

Criteria Description 

 

Strategic 

 

Support growth in 

Opportunity Areas 

This criterion considers the number of Opportunity Areas an option would serve, the 

extent to which they are served (i.e. throughout the whole area, or just part or the 

fringes of an area) and the potential development levels that the Opportunity Area 

could support.  

Improve access to 

employment  
This criterion considers the extent to which an option reduces the travel time to jobs  

Improve connectivity 

between sub-regional centres 

in south and south east 

London 

This criterion considers the number of new connections between town centres in the 

south east region and how widespread these improvements are for residents in 

London.   

Improve connectivity to 

Central London from south 

and south east London 

 

This criterion considers the extent to which an option reduces travel times to key 

central London destinations for south east London residents.   

Increase capacity on the 

transport network in south 

and south east London 

 

This criterion considers the extent to which each option provides new capacity and 

how that is utilised including the impact on improving journeys by reducing congestion 

and crowding. 
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Economic 

Local Environment 

This criterion considers the extent to which an option may improve or worsen air 

quality and noise along the corridor it serves, based upon the potential for reducing 

road-based traffic, the change in rail services on the lines the extension operates on, 

and any Air Quality Management Areas served.  

Well Being 

This criterion considers the extent to which an option could potentially improve Well 

Being by improving access to areas where high numbers of people living in areas that 

fall within in the worst 10% of areas based on the Index of Multiple Deprivation. 

Wider Economic Impacts 

This criterion considers the extent to which an option could generate wider economic 

impacts by enabling new housing and jobs growth and reducing travel times to 

concentrated areas of economic activity such as town centres and central London, to 

support London’s long term economic growth. 

Scale of Benefits 

This criterion considers the scale of the journey time benefits (weighted) arising from 

the improved transport network an option delivers. 

Financial 

Capital Cost 

This criterion considers the cost of the construction and required capital such as 

trains to deliver each option.  

 

Operating Cost 

This criterion considers the cost of operations, including the maintenance and 

renewals and operating staff to run day to day services. 

 

Non-grant funding potential 

This criterion considers the potential that each option has to secure a portion of its 

capital cost from non-grant (TfL grant received from Central Government) sources. 

This potential is related to the new development an option could support as this 

could provide contributions through a series of mechanisms. 

 

Management Consents Risk 

This criterion considers the impact of each option on land, transport operations, and 

residents and businesses and the potential of objections being generated against the 

scheme due to the potential impacts.  
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Construction Feasibility 

This criterion considers the required works to deliver each option and the associated 

challenges and risks. 

Public Support 

This criterion considers the potential level of support for an option relative to other 

options.  It considers previous consultation information and the potential impacts 

(negative or positive) for businesses, residents and commuters. 

Commercial 

Complexity of Delivery 

This criterion considers the complexity of delivering each option given the scope and 

scale of the works required, and the extent to which those could impact on and 

require cross-working with other delivery bodies and agencies both for construction 

and to realise intended benefits of the option. 

Timescale for Delivery 

This criterion considers the likelihood that the option under consideration could be 

delivered to the planned timescales of by early 2030s. It is related to a number of 

other criteria such as complexity, funding, and consents risk as these can each add 

delay and increase the time required for planning.  


