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1 Introduction 

1.1 Camberwell Town Centre is a busy local shopping area bordered by East Dulwich, Peckham and 

Herne Hill which provides shopping, community services and leisure facilities to residents and 

visitors. 

1.2 The town centre sits on a strategic crossroads providing both key north/south and east/west links, 

with Camberwell Church Street and Camberwell New Road (A202) bisecting the town centre.  

Camberwell forms the borough boundary between the London Borough’s of Southwark and 

Lambeth. The A202 forms part of Transport for London’s (TfL) Road Network (TLRN) and along 

with Camberwell Road and Denmark Hill (A215) these roads all provide direct routes into central 

London. 

1.3 The current infrastructure reflects the dominance of motor vehicles throughout the town centre 

which can result in significant conflicts with non-motorised transport in connection with servicing, 

pedestrian movements, bus movement and general parking pressure.   

1.4 The town centre acts as a key interchange point between bus services and due to the high 

concentration of bus stops and bus stands throughout the area the town centre can often feel 

dominated by buses. 

1.5 Camberwell is one of the most diverse and creative communities in Southwark, and a scheme to 

revitalise Camberwell and deliver a transformational change has been a long-held ambition for 

Southwark Council and local stakeholders.  It is considered that improving the public realm and 

transport network will help create a revitalised and cohesive town centre. 

1.6 Steer Davies Gleave (SDG) has been commissioned by the London Borough of Southwark to 

undertake a feasibility study which will develop a number of options for consultation that will 

balance conflicting pressures and contribute to improving the quality of the streetscape and 

places in the town centre to ‘make Camberwell a great place to live, work and socialise1’. 

Report Structure 

1.7 The aim of this report is to provide a summary of the existing conditions within Camberwell and 

identify problems and constraints which will help inform the development of a number of 

different options to enable area-wide improvements.  This report is based on the analysis of 

extensive surveys which were commissioned by Southwark Council and TfL.  The analysis has been 

supplemented by on-site observations and feedback provided by local stakeholders, including 

town centre users and local transport providers.  

1.8 This background report should also be read in conjunction with Steer Davies Gleave’s ‘Base Traffic 

Modelling v2, June 2012’ and ‘Conceptual Urban Design Development’ report, as well as 

Southwark’s ‘Urban Design Framework’. 

 

                                                 
1 Initial Consultation Report (January 2012), LB Southwark 
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2 The Study Area  

Overview 

2.1 The study area for Camberwell has been defined as the area around Camberwell Green, from 

Camberwell Road / Medlar Street junction in the north to Denmark Hill / De Crespigny Park 

junction and Coldharbour Lane /Crawford Road junction in the south. East / west the area is 

defined as spanning from the Camberwell Church Street / Wilson Road junction to the rail bridge 

crossing of Camberwell New Road.  This area is shown in Figure 2.1 below.  

FIGURE 2.1 STUDY AREA 
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Area Characteristics 

2.2 Camberwell is a busy local town centre with a mix of retail and leisure floor space, which 

primarily provides shopping, community services and leisure facilities for local users.  The town 

centre sits on a strategic crossroads providing both key north/south and east/west links; it is also 

located adjacent to the borough boundary with Lambeth to the west and the TLRN which runs 

along Camberwell Church Street and bisects the town centre. 

2.3 Camberwell is one of the most diverse communities in Southwark with a range of cultural and 

socioeconomic backgrounds, and relatively young population. There is a strong creative 

community built around the increasingly popular Camberwell College of Arts, which has over 1,700 

students, and the South London Gallery.  Making the town centre a more attractive area for 

students and artists will encourage use and enable them to make a greater contribution to the 

vitality of the town centre. Despite the loss of the traditional fair, Camberwell Green still 

provides a focus for community events and activities, such as the regular farmers market and art 

and crafts fairs.   

FIGURE 2.2 ON CAMBERWELL GREEN (LET ME EAT MY WINGS) 

 
By Ed Gray - Image sourced from GX Gallery & Telegraph websites  

2.4 The area is home to Kings College Hospital, Camberwell Magistrates Court and the South London 

and Maudsley Hospital (SLaM) which attract approximately 10,000 staff.  Unfortunately the 

combined effects of their distance from the town centre and the poor quality of the public realm 

in between act as a barrier and reduce the ‘pull’ of the town centre from this area. 
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Road Network  

2.5 The heart of Camberwell lies at the convergence of two key links: 

I Camberwell Church Street / Camberwell New Road (A202) which provides a route for 

east/west traffic to travel between Peckham and Kennington/Oval; and 

I Camberwell Road / Denmark Hill which provides a similar north/south link for vehicles passing 

from Herne Hill and Elephant & Castle. 

2.6 These links play a critical role in the London transport network and the importance of Camberwell 

Church Street as a traffic route is recognised by its inclusion as part of the TLRN.  Further south, 

within the study area is another key junction of Denmark Hill with Coldharbour Lane, which is a 

busy local junction. 

FIGURE 2.3 CAMBERWELL CHURCH STREET 

 

2.7 As a network, the current layout gives priority to traffic and promotes a feeling of vehicle 

dominance throughout the town centre with over 20,000 vehicles per day using the area which 

can make it difficult for other non-motorised users to travel across the town centre.  The problem 

of severance is exacerbated by the high volume of buses which can act as a ‘wall of red’ at many 

locations as the area forms a key interchange point between bus services and driver change over 

as well as the town centre supporting both the Walworth and Camberwell bus garages. 

2.8 There are several meandering alleyways and cul-de-sacs throughout the town centre.  Off the 

main roads, Camberwell has a very different atmosphere, with quiet residential streets and an 

extensive network of footpaths. These sections appear almost detached from the hustle and 

bustle of the main roads, and are partly kept so by traffic restrictions like one-way roads and 

turning restrictions.  
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Consented & Planned Developments 

Camberwell Library 

2.9 Southwark Council is currently exploring the feasibility of relocating the library from Camberwell 

Church Street to a more appropriate location within the town centre. The aspirations of the new 

library building are to enable the community to access a wider range of council and community 

services in a modern, accessible and welcoming space. The library will be able to deliver an 

improved range of services, particularly to children and young people whilst working in 

partnership to develop the customer services strategies and other initiatives to support key 

priorities including learning and achievement, health and active citizenship.   

2.10 The new library will make best use of information, communications and technology (ICT) to provide 

easy access to services online and self-service technology will enable the public to complete 

routine transactions quickly and efficiently.  

2.11 The proposed relocation would enable the council to bring the current premises on Camberwell 

Church Street back into the commercial market with the current intention for the shop fronts to 

return to retail units.  The proposed town centre improvements will need to consider the impacts 

of the relocation of the library to ensure that it is fully integrated within the urban realm and 

transport improvements. 

315-317 Camberwell New Road (PA - 10/AP/2600) 

2.12 Planning permission has been granted to redevelop the existing Camberwell Snooker Club along 

Camberwell New Road, to enable the erection of a four storey building, in connection with 

development to provide a snooker club (use class D2) and commercial floorspace (drinking 

establishment within use class A4) and 27 residential units (8 x one-bedroom, 15 x two-bed, and 4 

x three bed), together with works to provide hard and soft landscaping, disabled car parking.  This 

development may result in a slight increase in the number of pedestrians, particularly along 

Camberwell Passage. 

New A1 Retail Unit on Camberwell New Road 

2.13 A new A1 retail unit is expected to open shortly on the southern side of Camberwell New Road 

west of Warner Road.  This development may result in higher volumes of pedestrians walking from 

the town centre along the southern side of Camberwell New Road and crossing New Road to 

access Camberwell Passage. 

1-6 Camberwell Green & 307-311 Camberwell New Road 

2.14 Southwark Council is currently considering proposals to demolish the existing buildings on site and 

redevelop them to provide mixed use premises with a maximum height of 6 storeys providing 119 

residential units (6 x studio units, 41 x 1 bed, 57 x 2 bed, 12 x 3 bed, 3 x 4 bed) and 1,383sqm of 

commercial uses within use Classes A1, A2, A3 and B1 at ground floor. Associated areas for cycle 

storage (158 spaces), disabled parking bays (2 spaces) and amenity space. This development may 

result in a slight increase in the number of pedestrians, particularly along Camberwell Passage.  
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3 Safety and Security 

Summary 

Collision Analysis 

Collision data has been reviewed for the past three years which highlighted that total collisions 

have decreased from 2010 to 2011.  76% of all recorded collisions within the study area involved 

vulnerable users which has remained consistent between 2009 and 2011.  Data analysis identified 

four collision hotspots: 

Camberwell Green junction with Denmark Hill 

I Collisions at this junction are six times higher than the borough average. 

I Junction experiences high pedestrian collisions. 

Camberwell Grove junction with Camberwell Church Street 

I 42% of collisions involved right turners. 

I 10 out of the 19 collisions involved cyclists. 

I 8 out of 19 involved right turners. 

Coldharbour Lane junction with Denmark Hill 

I High collision rates for pedestrians, whilst it is wet and during hours of darkness. 

Camberwell Road / Medlar Street Junction 

I Although the number of collisions recorded at this junction was higher than typically 

expected there were no significant trends and were usually unrelated collisions at 

different locations. 

Crime and Perceptions of Personal Safety 

Camberwell is a hotspot for robbery and violence / person offences.  Robbery offences typically 

occur on the street and at bus stops.  The narrow footways and overcrowding at many of these 

bus stops contribute to the opportunity for theft such as pick pocketing. 

Collision Analysis 

3.1 This section considers safety in the local area to understand type, location and trends of collisions 

recorded.  Personal Injury Collision (PIC) data for the 36 month period to 31st December 2011 was 

provided by Transport for London’s London Road Safety Unit (TfL, LRSU) for the whole of the 

study area. 

3.2 TfL’s published document ‘Level of collisions risk in Greater London (Issue 12) February 2009’ has 

been used as a basis for comparison.  This document includes collision rates and percentages for 

each of the London Boroughs. 
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3.3 Table 3.1 below shows a breakdown of collisions by year and severity, and Figure 3.1 shows the 

location of recorded collisions by severity.  The data reveals a total of 148 collisions over the 

three year period between 2009 and 2011, comprising 128 slight collisions, 20 serious collisions 

and no fatalities.  The severities of each collision reflect the standard classification for collisions, 

whereby the most serious casualty in a collision is taken as the overall classification for the 

collision (eg. if a collision were to result in a slight and a serious injury to two different parties, 

the collision is classified as a serious collision).  The total number of casualties affected is 

therefore likely to be higher than 148. 

3.4 It should be noted that the data only includes recorded collisions which resulted in personal 

injury, therefore collisions which go unreported and / or only resulted in material damage are not 

included in the data analysed. 

3.5 The table shows that total collisions have decreased between 2010 and 2011, with an overall 

decrease of 20% from 2009 to 2011.  Slight collisions have also decreased whilst serious collisions 

have remained consistent. 

TABLE 3.1 COLLISIONS BY YEAR 

Year 
Collisions 

Slight Serious Total 

2009 50 6 56 

2010 39 8 47 

2011 39 6 45 

Totals 128 20 148 

 

3.6 Tables 3.2 and 3.3 provide a breakdown of collisions by year and also by category including 

casualty severity, road user groups and carriageway conditions.  Table 3.2 shows the absolute 

figures whilst Table 3.3 shows the data as a percentage of all collisions.  Those collision types 

which are higher than the London Borough of Southwark average shown in Table 3.3 (‘all sites’ 

average taken from TfL’s document) are shown shaded in grey. 

3.7 Collisions involving children, cyclists, powered two-wheelers (P2W), buses / coaches and heavy 

good vehicles (HGV) / light goods vehicles (LGVs) have remained consistent between 2009 and 

2011.  Collisions involving pedestrians and cars, and those occurring in non-dry or dark conditions 

have all shown notable decreases since 2009. 
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TABLE 3.2 NUMBER OF COLLISIONS BY CATEGORY BY YEAR 

Year 2009 2010 2011 Total Average 
N

u
m

b
e
r 

o
f 

C
o
ll
is

io
n
s 

/ 
C

a
te

g
o
ry

 

Total 56 47 45 148 49 

Fatal 0 0 0 0 0 

Serious 6 8 6 20 7 

Slight 50 39 39 128 43 

Child 3 2 3 8 3 

Pedestrian 16 13 9 38 13 

Cyclist 10 13 11 34 11 

P2W 14 13 13 40 13 

Car 56 47 35 138 46 

Bus / Coach 8 6 10 24 8 

HGV / LGV 7 2 5 14 5 

Non-dry 12 8 7 27 9 

Dark 19 14 14 47 16 

Notes: 
1. Some vehicles were listed as ‘other’; for analysis purposes it is assumed that these are cars. 
2. Taxis were included under the category ‘car’. 
3. Collision breakdown by user group includes all users / vehicles involved in a collision, subsequently more than one 

user may be recorded per collision. 

 

3.8 Whilst the tables show that the total number of collisions resulting in serious injuries has 

remained about the same, the total number of collisions has reduced, consequently serious injury 

collisions account for an increased proportion of all collisions in 2010 and 2011. 

3.9 Table 3.3 indicates that higher than expected proportions of collisions involved pedestrians, 

cyclists, P2Ws, cars and buses / coaches when compared to the average Southwark proportions, 

however in general there was not a large disparity between recorded and expected borough wide 

statistics.  Collisions involving pedestrians and cyclists in particular will be investigated in further 

detail at specific junctions.   

3.10 Pedestrian safety is an issue in the area, with conflicts occurring both at and away from 

designated crossing points.  There are also several recorded instances of vehicles hitting 

pedestrians on the footway as they are passing, which may be a function of narrow and 

overcrowded footways.  Widening of footways and provision of additional and improved crossing 

points following the desire lines of the pedestrians will be considered. 
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TABLE 3.3 PERCENTAGE OF COLLISIONS BY CATEGORY BY YEAR 

Year 2009 2010 2011 

Average % 

(Recorded) 

Average % 

(Southwark) 
P
e
rc

e
n
ta

g
e
 o

f 
C

o
ll
is

io
n
s 

/ 
C

a
te

g
o
ry

 

Total 56 47 45 49 - 

Fatal 0.0% 0.0% 0.0% 

13.7% 13.1% 
Serious 10.7% 17.0% 13.3% 

Slight 89.3% 83.0% 86.7% 86.3% 86.9% 

Child 5.4% 4.3% 6.7% 5.4% 8.7% 

Pedestrian 28.6% 27.7% 20.0% 25.4% 22.2% 

Cyclist 17.9% 27.7% 24.4% 23.3% 19.4% 

P2W 25.0% 27.7% 28.9% 27.2% 24.2% 

Car 100.0% 100.0% 77.8% 92.6% 74.7% 

Bus / Coach 14.3% 12.8% 22.2% 16.4% 14.0% 

HGV / LGV 12.5% 4.3% 11.1% 9.3% 11.5% 

Non-dry 21.4% 17.0% 15.6% 18.0% 31.6% 

Dark 33.9% 29.8% 31.1% 31.6% 30.6% 

Notes: 
1. Some vehicles were listed as ‘other’; for analysis purposes it is assumed that these are cars. 
2. Taxis were included under the category ‘car’. 
3. Those figures which are higher than the LB Southwark average are shown shaded in grey. 
4. Collision breakdown by user group includes all users / vehicles involved in a collision, subsequently more than one 

user may be recorded per collision. 
5. TfL’s document provides combined figures for fatal and serious collisions. 

3.11 Collisions in dark conditions are marginally higher than expected.  A separate review of the street 

lighting carried out by Southwark Council in March 2012 revealed that the current lighting levels 

along the highway are to a good standard, however the area (with the exception of Coldharbour 

Lane) is currently lit using high pressure sodium fittings that give off an orange tinted light.   

3.12 A key feature of the collision data indicates that a high proportion of the collisions (76%) involved 

vulnerable road users (pedestrians, cyclists or P2Ws).  The location of collisions involving all users 

can be seen by mode in Figure 3.2. 

3.13 The collisions shown in Figure 3.2 highlight the most vulnerable or non-car mode involved in the 

collision, so a collision between a motorcyclist and a pedestrian is represented as a pedestrian 

collision.  TfL’s figures are averages across the whole borough, therefore higher proportions of 

collisions involving vulnerable user groups including pedestrians may be expected in areas such as 

the study area, which comprises retail and leisure outlets and attracts high levels of pedestrian 

activity. 
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Collisions by Location 

3.14 The collisions are mostly centred on the junctions in the area, with 80 % of the collisions occurring 

within 50m of the eleven following junctions. 

3.15 Table 3.4 shows the number of collisions which involved vulnerable users (pedestrians, cyclists or 

P2Ws), at all hotspots where four or more collisions occurred.  The table also shows the total 

number of all collisions at each hotspot.  It should be noted that the vulnerable users and the 

totals do not always add up, as the total shown in the table also includes all other collisions where 

vulnerable users were not involved (ie. collisions involving cars, HGVs or buses) 

TABLE 3.4 COLLISION HOT SPOTS 

Location Pedestrian Cyclist P2W 
Total No. of 

All Collisions  

Camberwell Green / Camberwell Church Street 

/ Denmark Hill / Camberwell New Road 

junction * 

12 7 5 32 

Camberwell Church Street / Camberwell Grove 

junction 
2 10 6 19 

Denmark Hill /  

Coldharbour Lane / Daneville Road junction * 
5 3 2 19 

Camberwell Road / Medlar Street junction * 2 - 5 12 

Camberwell Church Street / Wilson Road / 

Benhill Road junction * 
- 3 4 10 

Camberwell Church Street / Wren Road 

junction 
2 - 2 6 

Camberwell New Road / Warner Road junction 2 2 2 6 

Camberwell Church Street / Kimpton Road 

junction 
- 3 1 6 

Camberwell Church Street / Grove Lane / 

Artichoke Place junction * 
1 - - 6 

Camberwell Church Street / Vicarage Court 

junction 
1 1 - 5 

Camberwell New Road / Camberwell Station 

Road junction 
- 2 1 4 

* Indicates signalised junction 

3.16 In addition to the collisions highlighted above involving vulnerable users, five collisions at the 

Camberwell Green / Camberwell Church Street / Denmark Hill / Camberwell New Road junction 

involved HGVs, whilst three collisions at the Camberwell Church Street / Camberwell Grove, 

Denmark Hill / Coldharbour Lane / Daneville Road and Camberwell Road / Medlar Street junctions 

also involved HGVs. 
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3.17 Table 3.5 provides further details of the four most significant collision spots identified in Table 

3.4 above and provides a comparison with average collisions rates at signal controlled junctions in 

Southwark (these figures are factored up from the rates in TfL’s document, to provide a 

comparison over three years.   

3.18 The table indicates that a considerably higher number of collisions occurred at all four junctions 

than expected relative to the Southwark average.  The Camberwell Green / Camberwell Church 

Street junction is the most notable, with over six times the number of collisions recorded relative 

to the borough average. 

3.19 A higher than expected number of fatal / serious collisions occurred at all but the Medlar Street 

junction, however no fatalities occurred and the proportion of fatal / serious collisions is actually 

lower than expected borough wide statistics for the first two junctions. 

3.20 Pedestrian collisions are notably high at the Coldharbour Lane junction and the Camberwell Green 

/ Camberwell Church Street junction.  A high number collisions involved right-turning vehicles or 

occurred in non-dry or dark conditions, however as with the fatal / serious collisions, the number 

of collisions is proportional to the higher than expected total number of collisions at all the 

junctions.  The eight right-turning collisions at the Camberwell Grove junction account for 42% of 

all collisions at the junction compared to 24% of collisions based on the borough average. 

TABLE 3.5 COLLISIONS AT FOUR PRIMARY HOT SPOTS 

Location Total 
Fatal / 

Serious 

Non-

pedestrian 
Pedestrian 

Right-

turners 

Non-dry Dark 

Camberwell Green / 

Camberwell Church Street / 

Denmark Hill / Camberwell 

New Road junction 

32 3 20 12 5 5 5 

Denmark Hill /  

Coldharbour Lane / 

Daneville Road junction 

19 1 14 5 5 3 7 

Camberwell Church Street / 

Camberwell Grove junction 
19 3 17 2 8 3 3 

Camberwell Road / Medlar 

Street junction 
12 0 10 2 1 4 5 

Southwark Average 5.07 0.62 4.11 1.01 1.2 0.75 1.71 

 

3.21 Further analysis of collisions at the four primary hot spots are provided below, which are based on 

the detailed collision plot provided in Appendix A. 

Camberwell Green / Camberwell Church Street / Denmark Hill / Camberwell New Road 

Junction 

I Twelve pedestrian collisions were recorded at this junction, including five on the crossings on 

Camberwell Green and five at the crossings on Camberwell New Road.  Only two of these ten 

collisions recorded at pedestrian crossings involved a turning vehicle, suggesting that visibility 

to the crossings from other approaches is not a particular issue. 

I All but one of the pedestrian collisions occurred at controlled crossing points, which suggests 

that crossing provision is adequate and generally aligns with pedestrian desire lines.  It is 
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noted that all crossings at the junction are staggered, subsequently there is a possibility that 

some pedestrians become frustrated by long wait times and having to cross in two stages, 

which can lead to pedestrians stepping out into the carriageway outside of the green man 

phase.  Further consideration may therefore be given to reviewing signal timings and providing 

straight ahead crossings at the junction. 

I Three rear-end shunt type collisions occurred on Camberwell New Road on the eastbound 

approach to the junction, all in dry carriageway conditions.  In addition a further two rear-end 

shunts occurred eastbound on Camberwell Church Street and one westbound on Camberwell 

New Road. 

I From initial site visits the carriageway surfacing appears generally to be in good condition 

visually, however there is a lack of additional high-friction surfacing at the junction with only 

a short length provided on Denmark Hill and none on any other approaches.  The overall 

carriageway condition and any localised issues such as rutting, pot holes and provision of high-

friction surfacing on approaches to stop lines will be reviewed in more depth in the next stage 

of this study.A number of collisions involving vehicles turning or changing lanes and colliding 

with other vehicles.  Arrow markings are generally provided at the junction to indicate which 

lane drivers should be in dependant on their destination, however all roads do comprise 

multiple lane approaches, and the alignment of the junction is off-straight, which may partly 

contribute to some turning / lane change type collisions to avoid queuing. 

Denmark Hill / Coldharbour Lane / Daneville Road Junction 

I Seven of the 19 collisions at the junction (37%) occurred in dark conditions.  As was mentioned 

previously, there appears to be good lighting provision at and in the vicinity of the junction 

however the introduction of white lighting would be of benefit on Denmark Hill and Daneville 

Road. 

I The right turn from Denmark Hill (southbound) into Coldharbour Lane is banned, and one 

collision was recorded involving a driver disobeying this banned movement colliding with an 

opposing vehicle.  Southbound drivers wishing to turn right into Coldharbour Lane use Orpheus 

Street and Daneville Road in order to access Coldharbour Lane.  This does not appear to result 

in additional safety concerns at the junction as no collisions were recorded involving drivers 

entering Daneville Road from Coldharbour Lane. 

I A number of collisions occurred between opposing turning movements within the junction, of which 

three (including the one detailed above) involved drivers disobeying the traffic signals.  It is likely 

that these are caused by driver error / impatience, however a review may be undertaken of the 

signal timings to ensure this is not in part responsible for these conflicts. 

I A number of pedestrian collisions were recorded away from the controlled crossings at the 

junction.  The crossings at this junction are straight ahead which are considered more amenable 

for pedestrians, however the timings and location of the crossings in relation to pedestrian desire 

lines may be reviewed during the next stage of this study. 

Camberwell Church Street / Camberwell Grove Junction 

I Over half of the collisions at this junction (ten of 19 collisions) involved cyclists, nearly a third 

involved powered two-wheelers, both of which are considered vulnerable road users.  Eight of 19 

collisions (42%) involved right turning vehicles compared to 24% of collisions based on the 

borough average. 

I Camberwell Church Street forms part of the LCN+ Route 23, and is set to form part of Cycle 

Superhighway 5.   Eight collisions occurred involving vehicles turning right into Camberwell 

Grove colliding with either cyclists or powered two-wheelers traveling west on Camberwell 

Church Street.  A number of other collisions occurred at the junction however these all appear 
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to be unrelated. 

I Right turning collisions occurred thorough out the day.  Cycle lane markings are provided through 

the junction to help make drivers more aware of cyclists, however it is likely that high flows and 

slow moving traffic partly contribute to these collisions, as queuing drivers may wave right turning 

drivers across, unaware that cyclists may be passing by on the nearside or weaving through queuing 

traffic.  It is also noted that a number of these collisions involve cyclists / powered two-wheelers 

undertaking other vehicles, as a result they may not be seen by turning vehicles until the last 

moment. 

Camberwell Road / Medlar Street Junction 

I Five of the collisions recorded at this junction involved turning vehicles, one of which involved a 

driver illegally turning right into Medlar Street. 

I A number of rear-end shunt type collisions at this junctions, however the carriageway generally 

appears to be in good condition and high friction surfacing is provided on the approaches to the 

junction. 

I Powered two-wheelers were involved in five of the 12 collisions however these all occurred at 

different locations within the junction and appear to be unrelated. 

I Injuries were sustained to bus passengers on three separate occasions at this junction, which 

accounts for a quarter of collisions.  Two were caused by the bus driver braking suddenly and one 

was a passenger tripping on the stairs inside the bus, all of which are considered one-off type 

incidents that are unrelated to the highway layout. 

Recommendations 

3.22 The collision data indicates that whilst the total number of recorded collisions has decreased 

between 2010 and 2011, collision levels are still higher than the borough average figures at a 

number of hot spots within the study area. 

3.23 Four primary hot spots have been identified, which highlight that in general high levels of 

collisions involving vulnerable users (pedestrians, cyclists and powered two-wheelers) have been 

recorded.  The following summarises key issues raised and potential improvements to be 

considered during the design: 

I A number of rear-end shunt type collisions were recorded.  These can often be attributed to poor 

forward visibility or inadequate carriageway surfacing.  Visibility does not appear to be an issue 

however high-friction surfacing is currently only provided on a few junction approaches, therefore 

consideration will be given to providing this on all signalised approaches within the study area. 

I A higher than average number of collisions occurred in dark conditions.  A separate street lighting 

review undertaken by Southwark Council indicated that adequate lighting levels are currently 

provided within the study area.  However, the highway would benefit from the introduction of a 

new street lighting system designed using white light sources, as it can increase visibility for 

motorists, pedestrians and cyclists.  

I The junction of Camberwell Green / Camberwell Church Street is a large junction with multiple 

lanes and staggered pedestrian crossings provided on all approaches.  Prominent collisions at this 

junction included collisions with pedestrians at controlled crossing points and collisions involving 

turning or weaving vehicles.  Consideration may therefore be given to improving pedestrian 

amenities by converting existing staggered crossings to straight ahead operation, simplifying the 

layout and reducing the size of the junction, where feasible. 

I A number of collisions occurred as a result of drivers disobeying banned turning movements at 

junctions, subsequently consideration may be given to the benefits of banning such movements or 

providing enforcement to further discourage drivers from undertaking these manoeuvres. 

I A major issue was identified at the Camberwell Church Street / Camberwell Grove junction with a 

total of eight collisions involving vehicles turning right into Camberwell Grove colliding with 
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cyclists or powered two-wheelers travelling westbound on Camberwell Church Street.  It is 

expected that these are largely the result of cyclists / motorcyclists undertaking or weaving past 

queuing or slow moving traffic. 

I Pedestrian safety is an issue in the area, with conflicts occurring both at and away from designated 

crossing points.  There are also several recorded instances of vehicles hitting pedestrians on the 

footway as they are passing, which may be a function of narrow and overcrowded footways.  

Widening of footways and provision of additional and improved crossing points following the desire 

lines of the pedestrians will be considered; and 

I Denmark Hill / Coldharbour Lane has a high occurrence of collisions due to drivers not obeying 

signals, the design stage should look at how this can be made more intuitive and enforceable. 

Crime and Perceptions of Safety 

3.24 Fear of crime has been mentioned as one of the five key negative aspects of the local area in the 

Spaceshaper Workshop2 in December 2011.  

3.25 These views would seem to be supported by statistics as Camberwell is one of four traditional 

crime hotspots in Southwark.  In particular Camberwell is a hotspot for robbery and violence 

against the person offences.  Robbery offences within the Camberwell Green area typically occur 

on the street and at bus stops.  The narrow footways and overcrowding at many of these bus stops 

contribute to the opportunity for theft such as pick pocketing, therefore opportunities to provide 

wider footways, particularly in the vicinity of bus stops, should be explored to help improve active 

surveillance. 

3.26 Peak days for robbery in Camberwell Green are Mondays, Fridays and Saturdays, with peak times 

between 1400 - 1600, and 1900 - 2200.  Violence against the person (VAP) offences are most likely 

to occur in or just outside public houses. Other prominent venues are education establishments, 

parks and shops.  Transport also plays a part in violent crime, with a number offences occurring 

on buses and at bus stops.  VAP offences in Southwark increase as the day draws on, with a steep 

rise between 1400 - 1500, offences then peak again between 0000 - 0100. 

3.27 Alcohol related violence is concentrated in three main areas in Southwark, which includes 

Camberwell Green.  In Camberwell, Saturday is the peak day for alcohol-related crime against the 

person, with offending typically occurring between two peaks; 1700 - 2000 and 0100 - 0400.  

3.28 The hotspots for youth crime are mostly centred around Elephant & Castle and Peckham High 

Street, however Camberwell Green has been recorded as an additional hotspot for victims aged 

between 18 and 19. 

3.29 Camberwell, like many town centres can be vulnerable to increased criminal activity and 

antisocial behaviour in the evenings after the shops have closed.  The lack of active frontage and 

dead spaces, particularly along Daneville Road, Orpheus Street and along the alleyways and 

passages across the town centre reduce the amount of natural surveillance.  This can significantly 

reduce the amount of pedestrian footfall in these areas due to a perception of crime and reduced 

personal safety especially at night.  Options to improve the urban realm should explore measures 

such as; widen footways and expand public space, improve street lighting and introduce feature 

lighting to make areas more attractive, enliven dead spaces and reactivate Camberwell’s lost 

spaces and provide areas of shared surfaces and pocket places, communal gardens and public art 

etc. 

                                                 
2 Spaceshaper Workshop took place in St Giles Church Hall the 3rd and 8th December 2011 as part of Southwark Council’s Revitalise 

Camberwell Consultation. 
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3.30 It is important that a proactive approach is taken during the design stage, incorporating crime 

prevention through environmental design, rather than relying on reactive measures such as CCTV, 

which should only be used as part of a package of measures to reduce crime. 

3.31 The main principles of designing out crime are based on the notion that most crime is 

opportunistic. By using design measures to increase natural surveillance and define ownership of 

public and private space, a sense of community can be fostered where potential criminals are 

made to feel unwelcome. 
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4 Public Transport 

Summary 

There are a number of railway stations within walking distance from Camberwell, however the 

predominant mode of travel within the town centre is bus.  As a result, Camberwell is well served 

by frequent buses from across London with a total of 15 daily routes.  High levels of bus 

passengers were recorded interchanging at Bus Stop P, Y, T, V and X, refer to Figure 4.1 for the 

bus stop locations.   

The following ‘town centre stops’ are the busiest in terms of boarding and alighting passengers, 

waiting passengers and also bus dwell times: 

I Southbound - Camberwell Green, Denmark Hill (P/Q); 

I Westbound - Camberwell New Road, Denmark Hill (J); 

I Eastbound - Camberwell Green / Church Street (K); and 

I Westbound - Camberwell Green / Church Street (L). 

High passenger demand leads to overcrowding at many of the stops in Camberwell and this in turn 

can impact on pedestrians trying to walk through the area, this is particularly evident at stop L 

and K on Camberwell Church Street. 

Some of the split stops are located too close together, making it hard for buses to access the kerb 

and this causes delays which is most notable at stops S / R and E / F, both northbound direction 

(the southbound stops have been design to minimise similar delays). 

Bus passengers often experience delays and disruption due to driver changeover on stands 

adjacent to Camberwell Green. 

Buses can find it difficult to access stops P and Q due to general traffic frequently blocking entry 

to the bus lane. 

Right turning buses from Camberwell Church Street and Camberwell New Road can block general 

traffic. 

Buses sometimes have difficulty turning right from Camberwell Road into the Walworth Bus 

Garage (opposite the Green) due to a lack of priority over oncoming traffic. 

The high levels of buses standing and driver changeover can cause delay and disruption to the 

network.  The requirements to accommodate bus stands, convenient changeover stops near the 

two Bus Garages in Camberwell whilst minimising the distance for interchanging between bus 

services significantly impedes the scope to enhance the transport network. 

4.1 As the majority of the London Underground network is provided north of the River Thames, public 

transport in South London is generally provided by National Rail suburban networks and London 

Buses. 
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London Underground and National Rail 

4.2 No London Underground or National Rail services are provided within the study area, however 

there are a number of stations that are within walking distance from the town centre: 

I Denmark Hill – National Rail, 1.0 km I Kennington – Northern Line, 2.4 km 

I Loughborough Junction – National Rail, 1.1km I Elephant & Castle – National Rail & 
Bakerloo & Northern Lines, 2.3 km 

I Oval – Northern Line, 1.6 km 

4.3 Camberwell once had its own railway station on Camberwell Station Road, which lies on the 

present-day Thameslink route. However, the station was closed in 1916.  There are no current 

plans to re-open this station. 

London Buses 

4.4 Camberwell is a key interchange point between buses.  As a result extensive bus priority measures 

have been provided across the town centre which comprise long lengths of bus lanes along the 

majority of links within the study area, which are detailed below and shown on Figure 4.1: 

I An eastbound bus lane along Camberwell New Road between Councillor Street and Camberwell 

Road and operates Monday to Sunday, 7am to 7pm. 

I A southbound bus lane along Camberwell Road / Green between Bowyer Place and Camberwell 

Church Street which operates Monday to Sunday, At Any Time. 

I A northbound bus lane along Camberwell Road / Green between Camberwell New Road and 

Urlwin Street which operates Monday to Sunday, 7am to 7pm. 

I A westbound bus lane along Camberwell Church Street between Wilson Road and Grove Lane 

which operates Monday to Friday, 7am to 10am and 4pm to 7pm. 

I A southbound bus lane along Denmark Hill between Camberwell Church Street and Daneville 

Road which operates Monday to Sunday, 7am to 7pm. 

I A northbound bus lane along Denmark Hill between Champion Park and just north of Ashworth 

Close which operates Monday to Sunday, 7am to 7pm. 

I A northbound bus lane along Coldharbour Lane between Denmark Road and Valmar Road which 

operates Monday to Friday Sunday, 7am to 10am and 4pm to 7pm. 

4.5 As shown in Figure 4.1 and 4.2, Camberwell is well served by frequent buses from across London 

with a total of 15 daily routes, of which 13 are through routes and two terminate in the town 

centre.  Five of the daily services operate 24 hours a day and there are five additional night bus 

routes. 

4.6 The town centre supports the Walworth and Camberwell bus garages.  Walworth Bus Garage is 

located on the western side of Camberwell Road opposite the Green and supports over 200 buses.  

Eight bus routes operate out of the garage, five of which do not serve Camberwell town centre.  

Two additional routes are currently being added to operate from the garage. 

4.7 Camberwell Bus Garage is located on the southern side of Camberwell New Road west of Warner 

Road.  11 bus routes operate from the garage, three of which do not serve Camberwell town 

centre. 

4.8 Due to the location of the two bus garages a significant number of bus services stand and driver 

changeover in the vicinity of Camberwell Green, as shown on Figure 4.1.  The resultant high level 

of standing buses and drivers changing over causes delays to passengers and disruption to the 

surrounding network.   
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4.9 Due to safety concerns, particularly at night with bus drivers carrying cash during changeovers, 

the distances drivers should walk to bus stops should be kept to a minimum.  As a result the 

requirement to accommodate the number of bus stands and convenient changeover stops 

significantly impedes the scope to enhance the network. 

4.10 The southbound right turn movement from Denmark Hill into Coldharbour Lane is currently 

banned, therefore buses and general traffic use Orpheus Street to undertake this manoeuvre.  As 

there is hardly any active frontages along Orpheus Street and numerous buses stand and curtail 

along this road it does not create a very inviting environment to encourage pedestrians to walk 

along.  Consideration could be given to relocate bus stands to enable new bus stops to be 

provided along Orpheus Street to bring activity to this quiet area. 

Bus Operator Issues 

4.11 Information received from the Bus Operator Abellio identified the following issues.  No comments 

have been received from Go-Ahead: 

I The majority of delays to buses appear to affect westbound services travelling between 

Peckham and Oval. 

I Merging traffic can sometimes block access to the southbound bus lane on Denmark Hill where 

the road narrows from three lanes to two, preventing buses accessing the bus lane and bus 

stops outside McDonalds / Butterfly Walk shopping centre. 

I The high number of routes which serve each bus stop and the close spacing of stops can cause 

bus on bus delays and issues accessing the stop.  Consideration should be given to spacing stops 

further apart and longer bus cages provided to allow for driver changeovers and the frequency 

of services. 

I Pedestrian crossing facilities could be improved as pedestrians regularly walk out in front of 

buses and general traffic. 

I Consideration should be given to providing additional southbound bus stops on Camberwell 

Green to help alleviate congestion on the other stops, however this could impact on the 

capacity for driver changeovers and Route 484 which stands opposite The Green in the 

evenings. 

I Buses sometimes have difficulty turning right from Camberwell Road into the Walworth Bus 

Garage (opposite the Green) due to a lack of priority over oncoming traffic. 

Inaccessible Bus Stops 

4.12 The town centre has been reviewed to identify inaccessible bus stops.  The review showed that 

most stops are deemed accessible from a disability perspective, with the following exceptions: 

I Bus Stand I on Camberwell Green (southbound); 

I Bus Stop C and D on Camberwell Road (northbound); 

I Bus Stop B on Camberwell Road (southbound); and 

I Bus Stop H7 on Coldharbour Lane (northbound). 

4.13 Future designs should seek to provide adequate kerb heights at these stops to allow bus 

passengers to board and alight safely whilst ensuring that adequate footway cross-falls are 

maintained. 
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FIGURE 4.1 BUS SERVICE SUMMARY  
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FIGURE 4.2 BUS SERVICE MAP 
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Bus Service Frequencies 

4.14 Table 4.1 shows the peak bus frequency per hour (by single direction) for each of the routes 

serving Camberwell town centre.  Routes 12, 36 and 436 have the highest frequencies and the 

majority of services operating in Camberwell are considered to be high frequency services. 

TABLE 4.1 BUS SERVICE FREQUENCIES 

Service 

No. 

12 35 36 40 42 45 68 148

(T) 

171 176 185 345 436 468 484

(T) 
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Peak Freq. 

(BPH - by 

direction 

& per hr) 

13 6 10 7 6 7.5 7 7.5 6 7 7 7 10 8.5 5.5 

(T) terminating service.  Source: TfL (www.tfl.gov.uk) 

Bus Interchange, Stopping & Standing Arrangements 

4.15 Table 4.2 gives a summary of the bus routes stopping at each stop within the town centre.  

Services are allocated following TfL Buses’ general principle of grouping routes with common 

destinations together; this allows passengers to understand their movements more easily i.e. 

I Stop P - Dulwich = 40, 176, 185 & 484; and 

I Stop Q – Norwood or Brixton = 35, 42, 45, 68, 345 & 468. 

4.16 Table 4.2 shows that the high combined frequencies generally lead to low headways (approx. 60 

to 120 seconds), which is of benefit to passengers as they do not have to wait long for services. 

However, as a result of this high kerbside demand it can also lead to bus-on-bus delays especially 

during peak periods when the number of passengers boarding and alighting is high. 

Bus Stop Dwell Times 

4.17 The last remaining dataset available at present to help our understanding of bus services in 

Camberwell looks at the bus stop dwell times.  These dwell times are generally a result of the 

number of passengers boarding and alighting services but also in part due to delays caused by 

other buses which can impede entry and exit from stops.  Table 4.3 and Table 4.4 present a 

summary of the dwell time at each of the stops within the study area during a typical weekday.  

Although the data is quite varied, it indicates that the central stops have the longest dwell times 

and this corresponds to the higher passenger demand and frequency of stop usage. 
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TABLE 4.2 BUS STOP SERVICE FREQUENCIES 

Direction 
Stop 

Ref. 
Location Services Combined Frequency (bph)* Average Headway (sec)* 

S
o
u
th

b
o
u
n
d
 

P Camberwell Green, Denmark Hill 40, 148, 176, 185, 484 38 95 

Q Camberwell Green, Denmark Hill 35, 42, 45, 68, 345, 468 46 78 

V Denmark Hill, Love Walk 40, 42, 68, 176, 185, 468, 484 62 58 

X Coldharbour Lane, Denmark Hill 35, 45, 345 22 161 

W Denmark Hill, Love Walk 40, 42, 68, 176, 185, 468, 484 62 58 

N
o
rt

h
b
o
u
n
d
 

Y Coldharbour Lane, Denmark Hill 35, 45, 345 22 161 

T Camberwell Green, Denmark Hill 345 8 432 

S Camberwell Green, Denmark Hill 68, 148, 176, 185, 468, 484 47 76 

R Camberwell Green, Denmark Hill 35, 40, 42, 45 29 126 

F Camberwell Green, West Side 12, 68, 148, 171, 176, 468 57 63 

E Camberwell Green, West Side 35, 40, 42, 45 29 126 

E
a
st

b
o
u
n
d
 H Camberwell Bus Garage 36, 185, 436 26 138 

K Camberwell Green / Church Street 12, 36, 171, 345, 436 51 71 

- St Giles Church 12, 36, 171, 345, 436 51 71 

W
e
st

b
o

u
n
d
 L Camberwell Green / Church Street 12, 36, 171, 345, 436 51 71 

J Camberwell Bus Garage 36, 185, 436 26 138 

*Source: Timetable Information (www.londonbusroutes.net) 

Note: Cells shaded in grey indicate bus stops where driver changeovers occur. 
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TABLE 4.3 BUS STOP DWELL TIME SUMMARY: WEEKDAY AM PEAK (07:30-09:30) 

Stop Location 
Bus Service: Average Dwell Time (Seconds) 

12 35 36 40 42 45 68 148 171 176 185 345 436 468 484 

E Camberwell Green, West Side N  33  61 25 44          

F Camberwell Green, West Side N 43      33 28 35 33    60  

H Camberwell Bus Garage E   21        39  24   

J Camberwell Bus Garage W   35        24  48   

K Camberwell Green / Church Street W 29  28      40   31 37   

L Camberwell Green / Church Street E 32  30      38   25 34   

P Camberwell Green, Denmark Hill S    26    22  33 98    29 

Q Camberwell Green, Denmark Hill S  30    27 26     28  29  

R Camberwell Green, Denmark Hill N  40  50  30          

S Camberwell Green, Denmark Hill N       44 26  30 31   28 29 

T Camberwell Green, Denmark Hill N            25    

V Denmark Hill, Love Walk S    14 18  15   15 28   16 28 

W Denmark Hill, Love Walk N    21 20  17   22 22   18 21 

X Coldharbour Lane, Denmark Hill S  26    17      22    

Y Coldharbour Lane, Denmark Hill N  22    19      26    

- St Giles Church E 15  15      18   15 21   

Note: Cells shaded in grey indicate bus stops where driver changeovers occur. 
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TABLE 4.4 BUS STOP DWELL TIME SUMMARY: WEEKDAY PM PEAK (17:00-19:00) 

Stop Location 
Bus Service: Average Dwell Time (Seconds) 

12 35 36 40 42 45 68 148 171 176 185 345 436 468 484 

E Camberwell Green, West Side N  19  39 26 40          

F Camberwell Green, West Side N 32      32 21 23 32    42  

H Camberwell Bus Garage E   19        23  25   

J Camberwell Bus Garage W   43        35  37   

K Camberwell Green / Church Street W 35  32      54   42 42   

L Camberwell Green / Church Street E 31  29      33   26 37   

P Camberwell Green, Denmark Hill S    48    38  52 45    43 

Q Camberwell Green, Denmark Hill S  47    39 38     44  56  

R Camberwell Green, Denmark Hill N  33  31  29          

S Camberwell Green, Denmark Hill N       26 27  23 76   32 22 

T Camberwell Green, Denmark Hill N            27    

V Denmark Hill, Love Walk S    21 17  18   16 18   16 20 

W Denmark Hill, Love Walk N    17 25  19   19 17   17 20 

X Coldharbour Lane, Denmark Hill S  28    17      27    

Y Coldharbour Lane, Denmark Hill N  22    20      23    

- St Giles Church E 19  16      20   18 21   

Note: Cells shaded in grey indicate bus stops where driver changeovers occur. 
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4.18 Table 4.5 shows that buses tend to take on average 2 minutes to change over drivers and mostly 

occur outside the peak periods.  Bus passengers were recorded boarding and alighting at the 

southbound stops located on the eastern side of Camberwell Green, which are not official stops 

but are intended to allow bus drivers to change over.  It is understood that Stops P and S are 

meant to be used by routes 45 and 76 to allow drivers to change over, however no drivers were 

recorded during the surveys changing over at these stops. 

4.19 The road space alongside the eastern side of Camberwell Green is the main changeover for 

southbound services with on average 7 buses an hour stopping at this location to change drivers. 

4.20 Two bus stands are provided within Orpheas Street, these are served by Route 148 which 

terminates at the previous stop, and then stands in Orpheas Street before turning around too start 

its northbound journey.  It is understood that other services can stand at these locations and use 

Orpheus Street to curtail routes if required, however only the route 148 was recorded standing 

during the survey.  On average four buses an hour were recorded standing for approximately 12 to 

13 minutes in Orpheas Street. 

4.21 Site observations indicated that buses regularly have to queue behind other buses to access stops 

and often allow passengers to board and alight outside of the bus cage.  However, the bus stop 

survey carried out between 0600 and 2300 on a typical weekday suggests that this may not be 

such a serious problem.  The following lists the worst affected stops where buses were unable to 

access the stop and consequently stopped outside the cage due to preceding services already 

stopping: 

I Bus Stop E (Camberwell Green, West Side)  1.2 buses/hr unable to access stop 

I Bus Stop F (Camberwell Green, West Side)  0.5 buses/hr unable to access stop 

I Bus Stop H (Camberwell Bus Garage)  0.8 buses/hr unable to access stop 

I Bus Stop L (Camberwell Green / Church Street) 1.6 buses/hr unable to access stop 

I Bus Stop Q (Camberwell Green, Denmark Hill) 0.8 buses/hr unable to access stop 

I Bus Stop S (Camberwell Green, Denmark Hill) 0.5 buses/hr unable to access stop 
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TABLE 4.5 BUS STOP DWELL TIME: DRIVERS CHANGING OVER 

Stop / 

Stand 
Location 

Services 

Observed 

AM Peak (0730-0930) PM Peak (1700-1900) All Day (0600-2300) 

No. of Buses 

Changing 

Driver (bph) 

Av. Dwell 

Time secs / 

mins 

No. of Buses 

Changing 

Driver (bph) 

Av. Dwell Time 

secs / mins 

No. of Buses 

Changing 

Driver 

Av. Dwell 

Time secs / 

mins 

E Camberwell Green, West Side N 40, 42 & 45 - - - - 4 206s / 3m26s 

F Camberwell Green, West Side N 12, 68 & 468 - - 1 134s / 2m14s 42 148s / 2m28s 

H Camberwell Bus Garage E 185 - - - - 1 74s / 1m14s 

P Camberwell Green, Denmark Hill S No drivers were recorded changing over at this stop during the survey 

S Camberwell Green, Denmark Hill N No drivers were recorded changing over at this stop during the survey 

V Denmark Hill, Love Walk S 40 - - - - 1 168s / 2m48s 

- 
Camberwell Green, East Side.  

Change over only stop. 
S 

12, 40, 42, 45, 

68, 392, 400, 

468 & 484 

3 150s / 2m30s 5 164s / 2m44s 125 153s / 2m33s 

- Orpheas Street, Bus Stand 1 S 148 10 716s / 11m56s 3 660s / 11m 49 815s / 13m35s 

- Orpheas Street, Bus Stand 2 S 148 2 312s / 5m12s 4 819s / 13m39s 24 725s / 12m5s 

 

 



Existing Conditions Report - FINAL 

 

30 

Passenger Movements 

4.22 To understand how busy each of the bus stops is from a passenger movement perspective the Bus 

Origin-Destination Survey (BODS) data provided by TfL has been analysed.  BODS is the 

methodology regularly used by TfL to record the number of passengers boarding / alighting a 

service along the entire length of a route; the loadings on a route can then be derived from these 

figures. 

Boarders & Alighters 

4.23 Table 4.6 below shows the average number of boarding and alighting passengers during the AM, 

inter and PM peak periods (as specified). It is likely that the highest proportion of actual 

movements will be in the peak hours themselves. Therefore, the values presented may be lower 

than the maximum numbers of passenger movements experienced in any one hour. A general rule 

of thumb used to estimate the maximum values is to add a further 50% to the average value (with 

the subsequent reduction applied to the remainder of the period). For example: 

I Bus passenger movements = 300; 

I Period = 3 hours; 

I Average = 100 movements per hour; 

I Maximum = 150 movements per hour. 

TABLE 4.6 TOWN CENTRE BUS STOPS – AVERAGE HOURLY MOVEMENTS 

Direction 
Number of Average Hourly Boarders & Alighters 

AM Peak (7-10am) Inter Peak (10am-4pm) PM Peak (4-7pm) 

Southbound (P, Q) 774 1,001 1,222 

Northbound (T, S, R) 944 730 776 

Eastbound (K) 474 474 573 

Westbound (L) 595 512 515 

Total 2,788 2,717 3,087 

Source: TfL BODS Data 

4.24 Figures 4.3 - 4.5 show the number of passengers boarding and alighting by stop during the AM, 

inter and PM peaks.  For clarity the stops have been grouped by direction: 

I Southbound (from the north) P – Q – V – X  

I Northbound (from the south) W – Y – T – S – R – F – E 

I Eastbound (from the west) H – K – ‘St Giles Church’ 

I Westbound (from the east) L - J 
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FIGURE 4.3 AM PEAK: BUS PASSENGER MOVEMENTS 
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FIGURE 4.4 INTER PEAK: BUS PASSENGER MOVEMENTS 
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FIGURE 4.5 PM PEAK: BUS PASSENGER MOVEMENTS 
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4.25 Figures 4.3 to 4.5 indicate that bus stops P, Q, K, L & J, which are nearest the main junction of 

Camberwell Green and Church Street, remain the busiest throughout the day with passenger 

numbers in the region of 1,000 recorded getting on or off a bus per hour at each of these stops. 

4.26 The data also reveals that similar number of passengers board as well as alight at stops within the 

study area, suggesting that bus travel is not tidal as would have been expected commuting into 

London.  This may be as a result of the number of people employed at the surrounding hospitals 

and shift workers in the area. 

Passengers Waiting at Stops 

4.27 In addition to the BODS data which looks at movements to and from buses, it is important to 

understand the impact the position of the bus stops have on the footway.  As well as the physical 

infrastructure which reduces footway width for pedestrians, the congregation of waiting 

passengers can further exacerbate this problem and in the busiest periods they can block footways 

entirely. 

4.28 On Thursday 2 February, Southwark Council commissioned a series of bus stop surveys between 

06:00-23:00.  These surveys recorded the number of waiting passengers at each stop. Table 4.7 

summarises the results. 

4.29 Although the maximum values show how busy the areas around the bus stops can get, the average 

values are perhaps the most appropriate measure as maximums are more easily affected by 

unrecorded factors, such as vehicle breakdowns, etc. that may have led to longer headways.  The 

results again substantiate that in each direction except westbound, the town centre stops (P/Q, 

R/S and K) have the highest average number of waiting passengers. Stop J is the busiest of the 

westbound stops and this is perhaps as expected given that passengers from the town centre may 

choose to get on the bus after the main junction rather than before it and have a greater number 

of Kennington-bound services to choose from. Maximum waiting numbers for the two central 

westbound stops (L and J) are the same, and are together with stop P and K the highest maximum 

waiting numbers in the area. 

4.30 The stops with high numbers of waiting passengers are likely to be the most problematic at Stop 

L, K and J which are situated on narrow sections of footway along Camberwell Church Street, the 

other stops on Denmark Hill to the south of the junction do benefit from wider footways. 

4.31 Table 4.2 previously highlighted that the high combined frequencies generally lead to low 

headways (60 to 120 seconds), which will be of benefit to passengers as they do not have to wait 

long for services.  However, as a result this high kerbside demand it can also lead to bus-on-bus 

delays especially during peak periods when the number of passengers boarding and alighting is 

high. 
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TABLE 4.7 NUMBER OF WAITING PASSENGERS 

Direction 
Stop 

Ref. 
Location Services Total 

No. of Waiting Passengers 

Average Maximum 

S
o
u
th

b
o
u
n
d
 

P Camberwell Green, Denmark Hill 40, 148, 176, 185, 484 5 9 33 

Q Camberwell Green, Denmark Hill 35, 42, 45, 68, 345, 468 6 9 27 

V Denmark Hill, Love Walk 40, 42, 68, 176, 185, 468, 484 7 2 9 

X Coldharbour Lane, Denmark Hill 35, 45, 345 3 0 15 

W Denmark Hill, Love Walk 40, 42, 68, 176, 185, 468, 484 7 2 9 

N
o
rt

h
b
o
u
n
d
 

Y Coldharbour Lane, Denmark Hill 35, 45, 345 3 1 5 

T Camberwell Green, Denmark Hill 345 1 1 4 

S Camberwell Green, Denmark Hill 68, 148, 176, 185, 468, 484 6 5 15 

R Camberwell Green, Denmark Hill 35, 40, 42, 45 4 7 17 

F Camberwell Green, North Side 12, 68, 148, 171, 176, 468 6 4 18 

E Camberwell Green, North Side 35, 40, 42, 45 4 5 18 

E
a
st

b
o
u
n
d
 H Camberwell Bus Garage 36, 185, 436 3 1 7 

K Camberwell Green / Church Street 12, 36, 171, 345, 436 5 8 38 

- St Giles Church 12, 36, 171, 345, 436 5 2 16 

W
e
st

b
o
u
n
d
 

L Camberwell Green / Church Street 12, 36, 171, 345, 436 5 3 30 

J Camberwell Bus Garage 36, 185, 436 3 6 30 

 



Existing Conditions Report - FINAL 

 

37 

Bus Loadings 

4.32 From the BODS analysis it is clear that the stops are well used by passengers throughout the day, 

however passengers travelling through the area are also important as changes to the highway 

network are likely to have an impact on their journey times and this may affect the results of the 

business case required to secure funding from TfL for this scheme. 

4.33 The build-up of the BODS data allows the loadings per bus through the study area to be 

determined.  Table 4.8 presents a summary of the average loads leaving a stop by grouped service 

and by direction. 

4.34 Although there is a very slight increase between the peak periods the data shows that bus loads 

leaving the stops within the study area remain fairly similar at each of the stops recorded, again 

suggesting that the passenger movement in this area is not tidal. 

TABLE 4.8 AVERAGE PASSENGER LOAD LEAVING STOP 

Direction  Services Total 

No. 

Ave Passenger Load 

Leaving Stop 

AM 

Peak 

Inter 

Peak 

PM 

Peak 

S
o
u
th

b
o
u
n
d
 

P/Q: Camberwell Green, 

Denmark Hill 

35, 40, 42, 45, 68, 176, 185, 

345, 468, 484 

10 19 20 30 

V: Denmark Hill, Love Walk 40, 42, 68, 176, 185, 468, 484 7 19 19 31 

X: Coldharbour Lane, 

Denmark Hill 

35, 45, 345 3 22 26 32 

N
o
rt

h
b
o
u
n
d
 

W: Denmark Hill, Love Walk 40, 42, 68, 176, 185, 468, 484 7 28 17 20 

Y: Coldharbour Lane, 

Denmark Hill 

35, 45, 345 3 24 21 23 

T/S/R: Camberwell Green, 

Denmark Hill 

35, 40, 42, 45, 68, 148, 176, 

185, 345, 468 

10 24 16 18 

F/E: Camberwell Green, 

North Side 

12, 35, 40, 42, 45, 68, 148, 

171, 176, 468 

10 31 21 21 

E
a
st

b
o
u
n
d
 H: Camberwell Bus Garage 36, 185, 436 3 27 25 41 

K: Cam. Green / Church St 12, 36, 171, 345, 436 5 24 27 36 

-: St Giles Church 12, 36, 171, 345, 436 5 25 27 36 

W
e
st

b
o

u
n
d
 

L: Cam. Green / Church St 12, 36, 171, 345, 436 5 33 23 23 

J: Camberwell Bus Garage 36, 185, 436 3 42 28 30 

Terminating services (148 & 484) excluded at final stop.   Source: TfL BODS Data 
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Interchanging Bus Passengers 

4.35 Bus Passenger interview surveys were also carried out at every stop within the study area to 

record the number of passengers waiting at each stop, to understand if passengers interchange 

between other buses and the reason for their journey. 

4.36 The analysis revealed that during all the peaks approximately 12% of bus passengers are travelling 

to visit the shops at Camberwell, whilst approximately 46% are travelling to and from home and 

17% are travelling to and from work. 

4.37 The interviews revealed that 59% of passengers alighting at Stop P (Southbound on Denmark Hill) 

were interchanging between other buses, 41% of which remained at Stop P whilst 18% walk to the 

adjacent Stop Q to wait for another southbound service.  This suggests that it would not be ideal 

to relocate Stops P and Q further away from one another to avoid passenger delays as these stops 

are currently located next to one another. 

4.38 29% of passengers alighting at Stop Y (Northbound on Coldharbour Lane) were interchanging with 

other bus services within the town centre. 

4.39 54% of passengers boarding the bus at Stop T (Northbound on Denmark Hill, north of Coldharbour 

Lane) are interchanging from surrounding stops.  Whilst 19% of passengers at Stop V (Southbound 

on Denmark Hill south of Daneville Road) were also revealed to be interchanging from surrounding 

stops.  The only other stop within the study area that involved a number of interchanging bus 

passengers was Stop X (Southbound on Coldharbour Lane) which comprised of approximately 16% 

of those interviewed were interchanging between other bus services. 
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5 Pedestrians 

Summary 

There is a high level of pedestrian activity within Camberwell, particularly along the northern end 

of Denmark Hill and on all approaches to the Camberwell Green junction.   

Between 1,200 and 1,600 pedestrians an hour use the footways on either side of Denmark Hill.  

Elsewhere pedestrian activity is around 300 to 700 pedestrians an hour. 

Pedestrian counts revealed that on Denmark Hill nearly 75% of people cross the road away from 

designated crossing points, which can be seen by the number of pedestrian collisions recorded 

close to crossing points. 

The effective footway widths along the main roads through the town centre are narrowed by the 

amount of excessive and poorly located street furniture, passengers waiting for buses at bus stops 

and shops spilling onto the footways which create obstacles to pedestrians. 

Analysis of pedestrian interview data highlighted key desire lines across Camberwell.  Pedestrian 

counts indicated that while some formal crossing points have relatively little usage, there are 

some clear desire lines lacking crossing provisions: 

I Across Camberwell Green and New Road, either end of Camberwell Passage; 

I Across Denmark Hill and Coldharbour Lane, either end of Love Walk;  

I Across Denmark Hill, opposite the Butterfly Walk Shopping Centre; and 

I Across Camberwell Church Road, from the south-eastern corner of Camberwell Green. 

The links along Love Walk, Coldharbour Place and Camberwell Passage would benefit from further 

improvements which help provide direct and convenient pedestrian routes, however the lack of 

active surveillance along these alleyways as well as Daneville Road can make them seem unsafe 

and uninviting, especially at night.  Additional crossing facilities along these desire lines would 

also assist pedestrians to cross the busy roads where they want to actually cross, which could help 

improve road safety. 

Improving the quality and consistency of lighting, particularly along the alleyways, will encourage 

more footfall as well as acting as an effective crime deterrent by providing opportunities for 

natural surveillance and increasing pedestrian activity after dark. 

5.1 The quality of the pedestrian environment and infrastructure within Camberwell varies 

significantly.  From classic and memorable streets such as Camberwell Grove and Grove Lane, to 

heavily trafficked and less pedestrian friendly streets, such as Denmark Hill and Camberwell New 

Street, there is no consistency within the public realm.  The current condition of the streets and 

spaces do little to unify Camberwell or form a strong platform for public life and movement 

within the town centre. As traffic levels have increased, the inherent quality of the town centre 

has been gradually eroded by the competing demands of cars, buses, taxis and delivery vehicles.  

As well as constricting the flow of pedestrian movement, this generates high levels of air pollution 

and at times unnecessary tension and stress for all road users, but particularly pedestrians.  
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5.2 Narrow, and often crowded, footways regularly force people into the highway with potentially 

dangerous consequences which has been highlighted within the collision analysis. Footway widths 

are restricted by the presence of street clutter and shops spilling onto the footways. The 

pavements along main streets like Camberwell New Road, Camberwell Church Street and Denmark 

Hill are characterised by poor quality paving and street clutter, which do little to engender a 

positive sense of place, as illustrated in Figure 5.1. Bus stop queues, reflecting the town centre’s 

importance as a bus interchange, create obstructions for pedestrian walking along the footways 

and can obstruct visibility across the town centre.  

FIGURE 5.1 CAMBERWELL NEW ROAD, CLUTTERED PEDESTRIAN SPACE 

 

Pedestrian Environment Review 

5.3 A pedestrian environmental review (PERS) audit was undertaken for the study area in March 2012. 

The results of this can be seen in Figure 5.2, which shows that the pedestrian environment varies 

significantly within the study area, from mostly good side roads to poor main roads. As can be 

seen, the roads leading up to the Camberwell Green junction all are of poorer pedestrian quality.  
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FIGURE 5.2 PERS AUDIT OVERVIEW 

 

 

Source: Southwark Council



Existing Conditions Report - FINAL 

 

42 

 

5.4 The PERS audit and on-site observations revealed that there are a number of issues regarding 

actual and effective footway widths on the main roads through the town centre. This is due to 

narrow footways, as well as excessive and poorly located street furniture, bus stop congestion and 

shops spilling onto the footways, creating obstacles and reducing the effective footway width.  

5.5 The lack of active surveillance particularly along Daneville Road, Love Walk and Camberwell 

Passage can make links seem unsafe and uninviting, especially at night. Although there are a 

number of controlled pedestrian crossing points provided across Camberwell a number of these 

points are not located on pedestrian desire lines. There is also, to a smaller extent, issues 

regarding quality of the environment, colour contrast and other measures for impaired users, 

legibility and maintenance of the footways. 

5.6 There is a high level of pedestrian activity in the area, particularly along the northern end of 

Denmark Hill, but also generally on all approaches to the Camberwell Green junction, as 

illustrated by Figure 5.3 below. Along Denmark Hill, just south of the Camberwell Green junction, 

there are over 1,200 and 1,500 pedestrians on the western and eastern footways, respectively, 

during the maximum hour. Average pedestrian flows in the surrounding area range between 300-

700 pedestrians per hour throughout the day. Further away from the Camberwell Green junction 

pedestrian levels drop. For the side roads the activity is markedly less, even just off the main 

roads.  

Pedestrian Environment Review System (PERS) Audit  

A PERS audit looks at the pedestrian environment in a systematic way, reviewing at a range of 

factors that might influence the experience of the urban realm from a pedestrian point of view, 

as listed below: 

I Effective width of pedestrian link (e.g. footway or pavement); 

I Dropped kerbs (height, locations, consistency, alignment etc.); 

I Gradient of pedestrian link (steepness, undulations, etc.); 

I Obstructions on footway; 

I Permeability (e.g. formal and informal crossing opportunities); 

I Legibility (signage and information); 

I Suitable lighting; 

I Tactile information; 

I Colour contrast; and 

I Personal security. 

The pedestrian environment is then scored on a 7 point scale from very poor to very good, 

which is then weighted according to importance of factor and road type. And presented as poor 

(red), average (amber) or good (green). 
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FIGURE 5.3 PEDESTRIAN FLOWS 
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5.1 There are a number vehicle free footpath routes within the study area; these are Love Walk, 

Coldhabour Place, Camberwell Passage and The Magistrates Courts which create an extensive 

network of pedestrian shortcuts, many of them leafy and pleasant.These footpaths are of varying 

standard, and some of them are quite narrow and secluded making the environment feel unsafe 

and unwelcoming.  

5.2 The lighting review carried out by Southwark Council identified that the area to the south west of 

the Magistrates Courts is an unlit open space at present with a footpath that runs from 

Camberwell Green to Elmington Road.  The lighting levels along this well used link to The Green 

are inadequate, are passed their design life and need to be replaced.  Overgrown vegetation along 

Love Walk also obstructs lighting which can cause shadowing and create dark areas.   

5.3 Although lighting along the remaining footpaths meet current standards there is a perception that 

illumination levels are lower than the main roads.  This can make the footpaths feel much darker 

than the neighbouring areas, as reported during several public consultations with local residents, 

which can inhibit the use of these key links across the town centre.   

5.4 Another concern regarding the safety and general ambience for pedestrians is the currently 

somewhat rundown feel of parts of the town centre, with several shop frontages boarded up and 

development hoardings reducing the active frontages and hence the level of natural surveillance. 

There is also an inherent issue with many premises having very little or no activity on the “back” 

side of the building, such as along Orpheus Street and Daneville Road. Due to this there are very 

quiet side roads more or less in the middle of the town centre, which could potentially alleviate 

some of the pressure on the main roads. However, if that is to happen the ambience has to be 

significantly improved. Areas with both permanent and temporarily lack of active frontages are 

shown in Figure 5.4. 

5.5 Effective maintenance will be key to ensuring sustainable, attractive and crime free areas in the 

long term. Crime is more likely to occur where places become untidy and show on-going evidence 

of neglect such as broken windows, overgrown shrubbery, abandoned vehicles or graffiti. High 

standards of maintenance will encourage active use and civic pride in an area.  Careful 

consideration should be given during the development of the design to ensure long-term 

management objectives, maintenance specifications, responsibilities and funding requirements to 

ensure that the improvements and amenity of the area can continue to be enjoyed. 

5.6 Good lighting also makes an important contribution to creating a safer and more attractive 

environment.  Improving the quality and consistency of lighting during the subsequent design 

stages will be an effective crime deterrent by providing opportunities for natural surveillance and 

increasing pedestrian activity after dark. Not only is criminal activity more likely to be noticed, it 

is also more likely to be challenged and/or reported by members of the public. It is well 

established that lighting uniformity is more important in reducing crime than absolute lighting 

levels. 

5.7 An overview of current pedestrian provision, illustrating the issues both regarding pedestrian 

routes, ambience and crossing provision, can be seen in Figure 5.4, overleaf. 
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FIGURE 5.4 PEDESTRIAN PROVISION 
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Pedestrian Crossing Provision 

5.8 As the PERS audit identified, there are some issues regarding permeability through the town 

centre, mostly due to poor provision of pedestrian crossing facilities and high traffic volumes and 

speeds making crossing outside formal crossing points difficult. 

5.9 Although a good number of pedestrian crossings exist in the area, they are not all located on key 

desire lines and many involve negotiating staggered, multiple island layouts and guard railing. Due 

to the multiple lane approaches to the main junction by The Green the crossing lengths are long, 

as can be seen in Figure 5.5.  It has been reported by local residents that they feel that the 

duration of the green man period is too short making them fear they do not have adequate time 

to cross.  

FIGURE 5.5 CAMBERWELL MAIN JUNCTION, LONG PEDESTRIAN CROSSINGS 

 

5.10 Survey counts of the usage of formal crossing points and pedestrians crossing away from 

designated facilities have been undertaken along the main roads in the study area. The findings 

show significant activity on the signalised crossing points on the southern, eastern and western 

arms of the Camberwell Green junction, as well as north-south at the Denmark Hill / Coldharbour 

Lane junction and east-west on Camberwell Church Street, with the higher activity the closer to 

Camberwell Green. The counts also showed that while some formal crossing points have relatively 

little usage, there are some clear desire lines lacking crossing provisions, these are (as shown in 

orange on Figure 5.6): 

I Across Camberwell Road, between the Camberwell Green and Camberwell Passage; 

I Across Denmark Hill, from the entry to Butterfly Walk; and 

I Across Camberwell Church Road, from the south-eastern corner of Camberwell Green. 

5.11 This corresponds well to feedback from local residents and observations of pedestrian behaviour in 

the area, with the addition of a crossing on Denmark Hill from Love Walk / Asworth Close. 

5.12 An outline assessment of the existing controlled crossings was carried out briefly using the PV2 

calculation method using up to date pedestrian and traffic flow data.  This suggested that all the 

existing controlled crossings are warranted and that these facilities help pedestrians across the 

busy main roads provided throughout the study area, particularly along the TLRN. 
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FIGURE 5.6 PEDESTRIAN CROSSING COUNTS 
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5.13 Extensive pedestrian interviews were carried out across the study area to help understand the 

reason for their journeys and where they are travelling from and to. 

5.14 Although a large majority of pedestrians interviewed were travelling all across the study area, the 

data analysis revealed seven strong desire lines across the town centre, which are shown on Figure 

5.7. 

5.15 These desire lines along with the pedestrian flows previously recorded demonstrate the need to 

provide / retain crossing points across Camberwell Church Street in the vicinity of The Green and 

Camberwell Grove. 

5.16 Figure 5.7 also provides added justification to improve certain links such as the alleyways and 

passageways along Love Walk, Coldharbour Place and Camberwell Passage which can be seen to 

provide convenient and direct routes for pedestrians.  These desire lines may also benefit from 

additional crossing facilitates as previously mentioned to provide continuity for pedestrians. 

5.17 The analysis showed that there are strong north-south pedestrian desire lines towards the town 

centre as well as northeast-southwest across The Green towards the Magistrates Courts.  

Camberwell Passage already provides a convenient link for bus drivers changing over outside The 

Green and may become even more popular once the new retail unit, which is mostly likely to be a 

small supermarket, is opened on Camberwell New Road and if the library is located in the near 

vicinity of The Green.  It is understood that proposals are currently being developed to improve 

Camberwell Green, it will be important that the design of this open space is coordinated with the 

transport and urban realm improvements suggested by this town centre study.   

Wayfinding and Information 

5.18 The busy junction at the heart of the town centre is not a welcoming gateway or arrival point for 

the public, with very limited wayfinding information.  The absence of a clear and coherent 

pedestrian information and navigation system reduces the inclination for visitors to circulate 

beyond the immediate vicinity of Camberwell Green and hinders pedestrians in making use of 

alternative routes and shortcuts through the area.  It is also a challenge for those less familiar 

with the area to easily understand and access the bus network as well as those travelling to and 

from the surrounding hospitals. As highlighted by the PERS audit there is a lack of measures to 

help guide impaired road users, as well as general legibility in the town centres.  

5.19 The wayfinding and information strategy needs to be developed in correlation with the urban 

design proposal for the town centre to ensure key features and landmarks can be used to help 

orientation and navigation upon arrival.   
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FIGURE 5.7 KEY PEDESTRIAN DESIRE LINES 
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6 Cyclists 

Summary 

Cycle flows are concentrated along the east-west TLRN route as well as the north-south link 

running through the town centre.  Camberwell experiences high levels of cyclists across the town 

centre on these main routes during the peak periods.   

Cycle lanes, cycle symbols and advanced cycle stop lines are currently provided across the town 

centre.  An extensive network of bus lanes in the vicinity of Camberwell provide additional 

protection to cyclists particularly during the peak periods.  66 cycle stands are currently provided 

across the town centre in 38 locations, with lower levels of usage towards the eastern end of 

Camberwell Church Street. 

TfL’s Cycle Superhighway Route 5 is proposed to provide a key east-west link along the TLRN, 

which is expected to be constructed in 2013. 

TfL’s Cycle Superhighway Route 6 is proposed to provide a key north-south link along Denmark 

Hill, which is expected to be constructed by 2015. 

The junction of Camberwell Church Street and Camberwell Grove has been identified as a 

significant collision hotspot.  Eight out of the 19 collisions recorded over a three year period 

involved vehicles turning right into Camberwell Grove and colliding with either cyclists or 

powered two-wheelers travelling westbound on Camberwell Church Street.  It is expected that 

these are largely the result of cyclists / motorcyclists undertaking or weaving past queuing or slow 

moving traffic. 

No other significant trends involving cyclists were identified at other junctions or links within the 

study area. 

 

6.1 As over half of the households in Camberwell are without cars, significantly higher than the 

London average, and Camberwell is located within relatively easy cycle distance from central 

London, there is great potential for encouraging cycling within and through the town centre. The 

Southwark Transport Plan sets out to increase the proportion of cycling trips from 2.9% (2007-09 

average) to 5% by 2025/26, with an interim target of 4% of trips by 2013/14.  Nevertheless, to 

encourage a modal shift to cycling, particular issues such as reducing the number and severity of 

collisions involving cyclists, as mentioned in Chapter 3 need to be improved. 

Cycle Routes 

6.2 Southwark forms part of a wider network of cycle routes across London of varying standards, two 

of which go through Camberwell and are shown on Figure 6.1.  The London Cycle Network Plus 

(LCN+)3 Route 23 provides a north-south route through the study area along Camberwell Grove 

and Benhill Road.  This route is clearly marked with road markings and signage but in the vicinity 

of Camberwell Church Street it would benefit from better directional signage to assist southbound 

cyclists. 

                                                 
3 LCN+ forms part of the larger London Cycle Network, but constitutes a selection of key routes which have been the focus for a 

quality improvement project. There are five of these in Borough of Southwark. 
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6.3 An east-west London Cycle Network cycle route is provided along Camberwell New Road and 

Camberwell Church Road, which forms part of the TLRN.  This route is to be upgraded during 2013 

to form ‘Route 5’ part of TfL’s Cycle Superhighway, which aims to improve cycle access to central 

London particularly focusing on commuters and will connect Victoria to Lewisham. 

6.4 Cycle Superhighway Route 6 is proposed to pass through Camberwell providing a north-south route 

along Camberwell Road and Denmark Hill, connecting Elephant and Castle to Penge.  Route 6 is 

currently due to be constructed by 2015. 

6.5 Advance Cycle Stop Lines are only provided at a few signalised junctions.  Cycle lanes and bus 

lanes which provide some protection to cyclists are provided across the study area.  However, 

these measures often stop prior to the junction with cyclists having to negotiate through queuing 

traffic to reach the advanced stop lines increasing the likelihood of collisions with turning 

vehicles, as is evident along Camberwell Church Street junction with Camberwell Grove. 

6.6 In addition to these busy roads, there are quieter roads suitable for cycling in the area. The TfL 

Local Cycling Guides designate an east-west route via Grove Lane, Love Walk and Crawford Road.  

Cycle Flows  

6.7 Cycle flows are concentrated along the east-west TLRN route as well as the north-south link 

running through the town centre.  Camberwell experiences high levels of cyclists across the town 

centre.  Along the TLRN the maximum cycle flows per hour occur during the peak periods ranging 

between 200-300 westbound and 160-260 in the eastbound direction.  Whilst peak flows along the 

A215 are approximately 250 in the northbound and 195 in the southbound direction.   

6.8 The traffic data revealed that very few cyclists were recorded travelling along adjacent side roads 

such as Daneville Road which only experienced approximately 10-20 cyclists an hour in either 

direction.  Even Camberwell Grove which forms part of the London Cycle Network route is only 

well used in the morning peak with approximately 50 cyclists an hour using this road in the 

northbound direction, the majority of which turn left onto Camberwell Church Street.  During the 

remainder of the day Camberwell Grove is not well used. 

Cycle Parking  

6.9 Although a number of new cycle parking facilities have been installed in Camberwell over recent 

years, there is still localised pressure on cycle parking in the area. In total 38 cycle parking 

locations are provided across the study area.  The largest cycle parking facility provided is located 

in Artichoke Place, outside the leisure centre, consisting of 34 places. There is also one with 12 

spaces located on Grove Lane, just off Camberwell Church Street. Most of the other consists of 

one or two stands, e.g. two or four cycle parking spaces. Overall the number of places to park are 

mainly well spread across the town centre, as shown in Figure 6.1. 

6.10 As Camberwell forms the boundary between the London Borough of Southwark and Lambeth and 

also supports the TLRN along Camberwell Church Street a number of different styles of cycle 

stands are provided. A cycle parking survey, undertaken in June 2010 by Transport Initiatives, 

shows that the usage of these cycle parks varies significantly, with some being highly utilised with 

additional bikes parked on nearby street furniture, while others had no usage observed over the 

three days the surveys where undertaken. Very highly utilised (around 100% occupation on 

average) and cycle stands with hardly any usage (5% utilisation on average or less) are indicated 

on Figure 6.1.  
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6.11 Fly-parking, e.g. parking outside designated areas to street furniture and guardrail etc. is common 

in the area. This takes place in areas without cycle parking provision and next to cycle stands. For 

the latter this is likely to be a sign that the provisions are not sufficient in capacity and/or 

quality.  

6.12 The parking audit and site visits have highlighted that there is a need for additional/upgraded 

cycle parking facilities at the following locations: 

I Job Centre car park (N04): Low usage of stands, with considerable fly-parking in areas of 

hidden and uninviting location. Replace with new row of 6 quality stands, potential to provide 

lighting and roof/shelter.  This site is subject to redevelopment and the need for cycle 

parking should be reviewed as part of the planning submission; 

I Magistrates Court (N07): Few stands with significant fly-parking on nearby railings, poor 

lighting as well as being in a somewhat secluded area. Potential for four more stands, 

increasing the number to 6 stands/12 places, with better lighting and potentially sheltered. 

Urban realm improvements in the area would further increase the attractiveness of the cycle 

parking. 

I Camberwell Leisure Centre (E02): If possible, provide wider and level access to cycle parking 

area from road / main entrance. Potential to provide better lighting and shelter. 

I Grove Lane / Kerfield Crescent junction (E10): Two TfL stands consistently used, potential to 

provide 1 more stand. 

I Denmark Hill (S01): In consistent use and very high usage in peak period. Potential to provide 2 

more stands, grouping them more together to increase the perceived security. 

I Orpheus Street (S07): High peak usage, some fly-parking nearby, however, limited pavement 

width and somewhat secluded location. Potential to remove stands and provide 2 additional 

stands on Denmark Hill (S08) where there is more space and natural surveillance. 

I Wren Road by Morrison’s entrance (S10): Poor quality provision with significant fly-parking. 

Potential for upgrading to Sheffield stands which will double the number of places available 

(to 12 places). Potential to provide sheltered facilities. 

6.13 Together this could provide a total of 90 cycle parking places at these seven locations, an increase 

from 66 compared to current, including the replacement of seven stands /14 places. At several of 

these locations affected frontages will need to be consulted. 

6.14 As well as ensuring that the cycle stands form part of an agreed palette of materials across the 

town centre improved signage to key parking locations should be developed as part of the overall 

signage and wayfinding strategy. 

6.15 The Mayor’s cycle hire scheme, which was launched in 2010, offers the public bicycle hire for 

short journeys in and around central London.  At present the scheme is contained mostly within 

Zone 1 and an extension into Borough of Tower Hamlets. Although Southwark has a number of 

cycle hire docking stations4 the scheme does not currently extend into Camberwell which lies in 

Zone 2.  Aspirations to extend the cycle hire scheme will hopefully see the introduction of this 

convenient facility in Camberwell town centre too, particularly given the low levels of car 

ownership.  Potential locations to accommodate new parking stands helping to use underutilised 

areas will be considered in the next design phase. 

  

                                                 
4 In the northern part of the borough, the docking stations nearest to Camberwell are found in Vauxhall and Walworth. 
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FIGURE 6.1 EXISTING CYCLE ROUTES AND PARKING IN CAMBERWELL 
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Cycle Skills Network Audit 

6.16 A cycle skills network audit was carried out in 2010 the results of which are presented in Figure 

6.2. As can be seen, there are many tracks and footways in the area, as well as roads categorised 

as level two during off-peak and quiet private roads. Nevertheless, these very cycle friendly roads 

are sectioned off by cycle skill level three roads marked by high levels of traffic, and often high 

speeds, several lanes and large, difficult junctions.  

 

6.17 The CSNA recommended that the local road network can be made more cycle friendly and 

connections improved by a few relatively simple improvements: 

I Provide cycle lanes through the section of Daneville Road closed to traffic; 

I Implement a contraflow cycle lane going into Grove Lane from Camberwell Church Road as 

there is no entry, but a two way road further down; and 

I Provide better connection for cyclists between the two sections of Wren Road by providing a 

cycle by-pass facility adjacent to the vehicle barrier and provide a level riding surface across 

the two sections of road thereby removing the need to mount the footway. 

I Pedestrianise Artichoke Place and close the entrance to the leisure centre car park from this 

road.  A new access could then be provided along Kimpton Road. 

I A cycle route could be provided directly across from Grove Lane and through the leisure centre 

car park to Kimpton Road to prevent cyclists turning right at the junction with Camberwell 

Church Street. 

  

Cycle Skills Network Audit  

A cycle skills network audit (CSNA) assesses the level of cycling skill needed to cycle safely 

in various road conditions. This method is used to classify roads, paths and crossings in 

terms of the UK National Cycle Training Standard (Bikeability) Level needed to be able to 

ride in comparative safety.  Bikeability is based on three levels: 

I Beginner: Off-road cycle control skills; 

I Intermediate: Introduction to riding on roads with light traffic; and 

I Advanced: On-road riding in heavy traffic and using complex junctions. 
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FIGURE 6.2 CYCLE SKILLS NETWORK AUDIT 

 
Source: Transport Initiative
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7 Vehicular Traffic 

Summary of Base Traffic Model Results 

The results from the ‘Camberwell Town Centre Base Traffic Modelling Report’ are presented in a 

separate SDG report. The following summarises the key findings from this report. 

AM Peak – Queues and Journey Times 

I Denmark Hill northbound at Coldharbour Lane (8/012). Average Queue 42m, max 229m. 

I Camberwell Church Street on the approach to Denmark Hill (8/016). Average Queue 47m, 

max 177m. 

I Camberwell New Road on the approach to Denmark Hill (8/016). Average Queue 42m, max 

160m. 

PM Peak - Queues and Journey Times 

I Camberwell Church Street EB on the approach to Grove Lane (8/019). Average Queue 75m, 

max 178m. 

I Camberwell Church Street on the approach to Denmark Hill (8/016). Average Queue 58m, 

max 178m. 

I Camberwell New Road on the approach to Denmark Hill (8/016). Average Queue 36m, max 

159m. 

 

7.1 This section considers vehicle movements in Camberwell town centre.  Data on traffic flows and 

capacity issues is drawn from SDG’s Base Traffic Modelling Report which has been issued 

separately and should be read in conjunction with this report for a more detailed understanding of 

the traffic assessment. 

Traffic Flows 

7.2 Having both a major TLRN route east-west as well as an important north-south link running 

through the town centre results in considerable volumes of traffic passing through Camberwell. 

The TLRN status means that the Camberwell Church Street and Camberwell New Road link are 

designated as strategic routes for traffic.  As expected traffic counts undertaken show that there 

are significant traffic flows in the Camberwell area throughout the day, with the inter peak traffic 

at the junction by The Green constituting around 90% of the peak traffic. The traffic is focused 

around the main roads with entries to and exits from local side roads limited. Figure 7.1 and 

Figure 7.2 provide an overview of hourly flows for the AM peak, Inter peak and PM peak periods 

for all the 20 junctions within the study area, provided as “Passenger Car Units” or private car 

equivalents5. 

                                                 
5 The 20 junctions were surveyed on two different days by two different companies, so do not correlate perfectly, 

however the data shows surprisingly little variation in the traffic counts from junction to junction despite them this. 
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FIGURE 7.1 TRAFFIC FLOWS (WESTERN SIDE OF STUDY AREA), PCU PER HOUR 
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FIGURE 7.2 TRAFFIC FLOWS, (EASTERN SIDE OF STUDY AREA), PCU PER HOUR 
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7.3 During the AM peak there is a clear trend for eastbound movements along Camberwell Church 

Street and northbound movements along Camberwell Road and, to some extent, also on Denmark 

Hill. During the PM peak the opposite trends are visible partially a factor of the growing spread 

over a longer time frame of the PM peak. Coldharbour Lane also displays a tendency to tidal 

flows, going south in the AM and north in the PM. 

Illegal Movements 

7.4 The traffic data has supported finding from the collision data review that there is regular 

disregard for current banned movements at several locations within the network. Particularly four 

locations experience regularly illegal manoeuvres: 

I Denmark Hill / Coldharbour Lane / Daneville Road junction: illegal right turns into Coldharbour Lane 

thorough out the day and also some incidents of illegal left turn into exit-only Daneville Road, both 

from Denmark Hill north. 

I Camberwell Church Street / Grove Lane / Artichoke Lane: fairly high numbers of illegal movements 

(right and ahead), particularly when compared to the overall flows from Grove Lane. Traffic are 

only permitted to turn right from the side road at this junction. 

I Camberwell Church Street / Camberwell New Road / Camberwell Green / Denmark Hill: Some 

illegal right turning from Camberwell Green and Camberwell New Road. 

I Denmark Hill / Orpheus Street: traffic flows reveal that illegal right turns into Orpheus Street 

regularly occur throughout the day, which is probably caused by northbound drivers trying to 

access the car parks located along Daneville Road as the right turn into Daneville Road is also 

prohibited. 

7.5 On-site observations also highlighted that eastbound drivers travelling from Camberwell New Road 

regularly u-turn within Wren Road so they can turn left and continue their journey southbound 

along Denmark Hill as the right turn into Denmark Hill is banned for eastbound general traffic. 

Key Junctions 

7.6 The main road network consists of five signalised junctions, two located along Camberwell Church 

Street, one on Denmark Hill with Coldharbour Lane and one on Camberwell Road with Medlar 

Street, in addition to the main junction by The Green. There are also several larger give-way 

junctions as well as two pelican crossings on Denmark Hill and Camberwell Church Street. All the 

signals operate as part of the same SCOOT network, i.e. they are linked to optimise the overall 

operation and capacity of the network. 

7.7 The main issues and potential solutions for each of these junctions are presented below. 

Camberwell Green / Church Street / New Road / Denmark Hill 

7.8 This is the main junction in Camberwell, linking the two main north-south and east-west roads, 

which is often very busy. The approaches have between two to four lanes at the stop line to 

provide higher capacity. The right turn manoeuvre is prohibited on the southbound (Camberwell 

Road) and eastbound (Camberwell New Road) arms, with the exception of buses which can turn 

right from Camberwell New Road. 
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7.9 The current method of control is geared to provide capacity for traffic and only allows pedestrians 

to ‘walk-with-traffic’ when vehicles are held at various points during the signal cycle. The 

junction is probably working as efficiently as it can but issues of delays and queuing remain. 

Modelling has indicated that there are a number of movements which are at capacity, including 

Camberwell Green ahead and Camberwell New Road in both the AM and PM peaks. 

FIGURE 7.3 COMPETING MODES ON CAMBERWELL CHURCH STREET 

 

7.10 To manage this ‘walk-with-traffic’ staggered crossings and guard railing are provided.  This can 

lead to pedestrian capacity issues within the islands.  In the future provision, an all-red phase 

would be desirable from a pedestrian perspective, although this is likely to lead to increased 

delays to general traffic due to the very long crossings and indeed may increase pedestrian wait 

times as the cycle time may be longer.  There may, nevertheless, be some opportunities to better 

utilise space around the junction, particularly on the north-south approaches. Future proposals 

should consider realigning approaches and reducing the number of approach lanes, subject to 

capacity. 

Denmark Hill / Coldharbour Lane / Daneville Road 

7.11 The Denmark Hill / Coldharbour Lane junction is the second largest signalised junction in the 

study area.  It currently operates in three stages (main road – side roads – pedestrians), with 

Milkwell Yard (a very constrained cul-de-sac) operating occasionally on demand. Daneville Road is 

a westbound exit-only road. As the junction includes a banned right turn for southbound traffic, 

this movement is provided by a signed route via Orpheus Street.  This is a somewhat circuitous 

route, and as Orpheus Street also provides several bus stands and access to off-street loading, 

delays can be experienced here. The routing is also not very intuitive, and as mentioned in the 

collision review and seen in the flow analysis, not always adhered to.  

7.12 Capacity issues have been identified on Denmark Hill northbound AM and southbound PM. As the 

junction operates a full pedestrian phase any option which reduces the overall crossing width may 

assist in improving capacity. Overall, there may be opportunities within the junction to utilised 

spare capacity better. 
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FIGURE 7.4 DENMARK HILL / COLDHARBOUR LANE / DANEVILLE ROAD 

 

Camberwell Church Street / Grove Lane / Artichoke Place 

7.13 This junction is a relatively small signalised junction that currently operates in three stages; east-

west traffic on Camberwell Church Street, left turning traffic from the side road and pedestrians. 

Right-turns are banned from both side roads and Grove Lane is exit only, as can be seen in Figure 

7.5. 

7.14 Initial modelling analysis indicates that the signals might not be needed, as there is limited traffic 

flows from the side roads, as well as good provision for pedestrians to cross both Grove Lane and 

Artichoke Place.  However, should the signals at this junction be removed pedestrians will find it 

difficult to cross Camberwell Church Street due to the volume of traffic.  Consideration could be 

given to exploring a signalised pedestrian crossing to the east of the junction to allow traffic from 

the side roads to exit simultaneously.  

7.15 Another matter which should be considered is the provision of a contra-flow cycle entry into 

Grove Lane, as this road in two-way, except at the northern exit.  

7.16 As stated in the traffic flow analysis, this junction experiences a high number of illegal right 

turning manoeuvres from Grove Lane. 
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FIGURE 7.5 CAMBERWELL CHURCH STREET / GROVE LANE / ARTICHOKE PLACE 

 

Camberwell Road / Medlar Street 

7.17 The junction with Medlar Street marks the northern boundary of the study area and acts as a 

gateway into the town centre.  As Medlar Street is one-way eastbound, it operates with the 

majority of green time given to north-south traffic, and a full pedestrian phase operates on 

demand. Modelling analysis indicates that the junction operates well within capacity. The layout 

and traffic movements suggest that this junction could be used as a ‘gating point’ to the town 

centre. This would relocate queues to the north of the Camberwell Green, reducing the traffic 

impact on the town centre and along the Green, while not affecting the overall journey time 

though the town centre. 

Camberwell Church Street / Wilson Road / Benhill Road 

7.18 This junction lies at the eastern end of the study area. The layout is a standard 4-arm signalised 

crossroads and all moves are currently permitted in a 3-staged operation including an all-red 

pedestrian stage.  The signalisation of this junction is required in part to allow the side roads to 

compete against the very heavy flows in Camberwell Church Road and to provide much needed 

pedestrian facilities. Overall delays are only experienced on Camberwell Church Street. 
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8 Parking and Loading 

Summary 

The survey data and site observations indicate that Camberwell lacks active and consistent levels 

of parking enforcement. 

Camberwell Green is closed to through traffic and it is located next to one of Southwark’s most 

popular green spaces but suffers from high levels of off-street residential parking.  This parking 

should be rationalised or relocated into the adjacent Peabody Estate to enable more urban realm 

improvements to be developed which could improve the strong pedestrian demand between the 

Magistrates Court and the town centre as well as helping to connect The Green with the 

surrounding space. 

After 7pm Denmark Hill experiences a lot of short term on-street parking, with average stays on 

17 minutes. 

Loading is much busier on the southern side of Camberwell Church Street with twice as much 

activity recorded; 102 people loading versus 54.  During the weekend loading remained fairly 

similar on either side with loading typically taking less than 20 minutes.  Consideration could be 

given to inset these bays if practical to help alleviate delays and improve journey times thorough 

out the day. 

Grove Lane mainly comprises of residential properties and as there does not appear to be much 

demand for short term P&D bays along this street further consideration could be given to 

reallocating some of the P&D and motorcycle bays to residential use if there is a strong public 

demand. 

No other significant parking or loading problems were evident from the parking surveys or site 

observations. 

Off- Street Parking Provision 

8.1 There are two public off-street car parks in the area: 

I Morrison Car Park located off Wren Road with 29 spaces including 4 disabled spaces; and 

I Butterfly Walk Car Park off Daneville Road with approximately 100 spaces, including both 

reserved and disabled spaces. 

8.2 Site observations indicate that the Morrisons’ car park appears to be very popular in part 

reflecting its convenient location.  It is understood that Morrsions’ shoppers are refunded the cost 

of their parking ticket when they park in either the Morrisons or the Butterfly Walk car park and 

spend over £10 in store.  The parking fees without this discount appear to be high for a local 

shopping area of this nature and again site observations indicate that the car park is not well used 

compared with surrounding on street parking. The Butterfly Walk car park operates a 24/7 

charging scheme with increasing charges per hour. A private car park is provided outside the 

Leisure Centre located off Artichoke Place which is for employees and users of the premises only, 

for which 11 spaces are provided. 
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On-Street Parking 

8.3 The whole of Camberwell town centre is covered by four controlled parking zones, as can be seen 

in Figure 8.1, which all operate Monday to Friday between 8.30 am and 6.30 pm.  Within the 

parking zones there are a wide range of parking bay types; , where turquois symbols represent 

permit holder parking, purple - pay & display parking, blue – loading bay, red - disabled parking 

and yellow – motorcycle parking. 

8.4 Kerbside loading only bays are intermittently provided along the TLRN route which operate No 

Stopping At Any Time Monday to Saturday, 7am to 7pm, except between 10am and 4pm when 

loading is permitted for a maximum of 20 minutes and disabled badge holders can park for a 

maximum of 3 hours.  The majority of these loading bays are provided along Camberwell Church 

Street.  There are several dedicated disabled parking spaces provided within the study area.  

8.5 Some shared use parking bays are provided along Camberwell Church Street these comprise of 

bays that can be used by both permit holders and pay & display customers. The various on-street 

parking and loading provisions are summarised in Figure 8.2 and Table 8.1. 

8.6 Parking surveys were undertaken at the beginning of February 2012 to understand the weekday 

and Saturday parking demands. Parking surveys were carried out between 06:00 and 23:00 using a 

combination of parking beat surveys and video surveillance.  The parking beat surveys were 

carried out at locations which experienced high levels of loading and parking, the following 

analysis has been analysed separately by ‘parking beat’ and ‘continuous surveys’. 

FIGURE 8.1 CONTROLLED PARKING ZONES IN CAMBERWELL 
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FIGURE 8.2 CONTROLLED PARKING & LOADING PROVISION  
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TABLE 8.1 ON-STREET PARKING AND LOADING PROVISION 

Street 
Permit 

Parking 

MC 

Parking 

Disabled 

Parking 

Pay and 

Display 

Short 

Term 

Shared 

Use* 
Taxi Loading 

Artichoke Place 
       

3 

Camberwell Green 11 3 3 (1) 
  

7 
  

Daneville Road 8 
 

2 (2) 10 
    

Grove Lane 
 

3 
 

12 
    

Orpheus Street 
       

3 

Wren Road 7 
  

18 
    

Camberwell Station Rd* 5 
      

3 

Warren Street* 
        

Camberwell New Road 
       

6 

Camberwell Road  
  

3 
     

Camberwell Church St 
  

29 (0) 
 

7 
 

1 29 

Dachelor Place 
    

4 
   

Denmark Hill 
  

3 (0) 
    

4 

TOTAL 31 6 40 (3) 40 11 7 1 48 

* North end closest to Camberwell New Road only 

* Shared use parking (green) is bays that can be used both by permit holders and as pay & display 

Analysis of Parking Beat Surveys 

8.7 The average duration of stay throughout the day for the various roads are presented below in 

Figure 8.3 which shows duration of stay for the various parking ‘regulations’ provided on the 

eastern side of the town centre. 

8.8 While there would appear to be instances of overstaying or illegally parking on single and double 

yellow lines as there is no information on whether parking involved use of a blue badge it not 

possible to come to a definitive view. (Blue badge holders being able to park on yellow lines for 

up to 3 hours). However overall site observations would seem to confirm a number of issues with 

noncompliance and levels of enforcement. 

8.9 As can be seen, there is a high variability in the level of usage of the provided parking spaces, 

with Pay & Display at Wren Road and Grove Lane being particularly popular, as well as weekday 

parking in Station Road and Warren Road. 
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FIGURE 8.3 DURATION OF STAY, PARKING BEAT SURVEYS 

 

8.10 Average parking occupancy for the roads surveyed is presented below for the various sites across 

the town centre. 

Camberwell Green 

FIGURE 8.4 PARKING OCCUPANCY, CAMBERWELL GREEN (WEEKDAY) 
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FIGURE 8.5 PARKING OCCUPANCY, CAMBERWELL GREEN (SATURDAY) 

 

8.11 Camberwell Green is a wide underutilised road which is closed off to through traffic providing 

access to Parkside Medical centre, the Peabody Estate and a number of recycling bins located at 

the northern end of The Green.  A number of residential and shared-use bays are provided along 

Camberwell Green which are highly utilised throughout the day, while the four doctor parking 

bays have a peak during office hours as one would expect. Interestingly, parking on the single 

yellow lines immediately picks up following the end of the CPZ restriction at 6.30 pm during the 

weekday and as the restrictions do not comply over the weekend parking on lines continue 

throughout Saturday. 

8.12 There is a significant amount of off-street residential parking provided within the Peabody Estate 

located immediately adjacent to The Green, but it is not currently understood whether parking 

within the Estate is well utilised or managed.  As Camberwell Green is closed to through traffic 

and it is located next to one of Southwark’s most popular green spaces further investigation 

should be carried out to understand whether parking can be rationalised or removed into the 

Estate.  This would enable more urban realm improvements to be developed which could improve 

the strong pedestrian demand between the Magistrates Court and the town centre as well as 

helping to connect The Green with the surrounding space. 
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Grove Lane 

FIGURE 8.6 PARKING OCCUPANCY, GROVE LANE (WEEKDAY) 

 

FIGURE 8.7 PARKING OCCUPANCY, GROVE LANE (SATURDAY) 

 

8.13 During the weekday Grove Lane has a higher utilisation towards the end of the day, displaying a 

double-peaked trend, with higher usage during lunch and dinner times.  Whist during Saturday 

demand remains fairly consistent throughout the day.  Drivers obey the four hour maximum stay 

typically staying between two to three and half hours.  However, the demand for parking never 

exceeded the supply of parking bays provided with at least 30-40% of bays unoccupied.  

8.14 Three motorbike bays are provided along Grove Lane but they were only used by one motorcyclist 

during the weekday, whilst a car was recorded parking in one bay from 12pm onwards 

demonstrating that there is limited enforcement in the area. 

8.15 As the road mainly comprises of residential properties and there does not appear to be much 

demand for short term P&D bays along this street further consideration could be given to 
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reallocating some of the P&D and motorcycle bays to residential if there is a strong public 

demand. 

Wren Road 

FIGURE 8.8 PARKING OCCUPANCY, WREN ROAD (WEEKDAY) 

 

FIGURE 8.9 PARKING OCCUPANCY, WREN ROAD (SATURDAY) 

 

8.16 A vehicular barrier is provided halfway along Wren Road preventing thorough traffic, except for 

emergency vehicles, and divides the road into two very different spaces.  The northern half is a 

residential cul-de-sac with character properties and a small local police station provided at the 

end.  The southern end of the road provides access via Daneville Road to the car parks serving 

Morrisons and Butterfly Walk shopping centre as well as the servicing yard for a number of shops 

along Denmark Hill. 
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8.17 Due to the high parking fees associated with the local car parks people often drive into Wren Road 

(north) to find short term parking which can cause local disruption particularly when vehicles 

reverse straight back out onto Camberwell Church Street.  This problem is exacerbated by drivers 

travelling from Camberwell New Road who have been observed regularly u-turning within Wren 

Road so they can turn left and continue their journey along Denmark Hill as the right turn into 

Denmark Hill is banned for eastbound general traffic.   

8.18 The parking data indicates that P&D in Wren Road is extremely popular with the highest utilisation 

occurring during the middle of the day in the week and in the morning on Saturdays.   

8.19 Contrary to site observations the survey data indicates that the demand for parking bays never 

exceeds supply.  However, it does highlight people regularly park on the double yellow lines and 

Red Route restrictions, which supports observations that parking restrictions are often ignored in 

Camberwell town centre, particularly on Wren Road.  Figure 8.3 shows that this illegal parking is 

very short term with drivers often staying less than 15 minutes to probably pick up food or 

withdraw money etc. 

8.20 Options should be explored that seek to retain the unique character of this residential road and 

encourage measures that allow more filter permeability between The Green and the town centre, 

i.e. access should be encouraged for those on foot and on bicycle. 

8.21 The borough could consider exploring opportunities with Morrison’s Supermarket to remove or 

lower the parking fees to encourage parking within the local car parks rather than along resident 

roads. 
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Daneville Road 

FIGURE 8.10 PARKING OCCUPANCY, DANEVILLE ROAD (WEEKDAY) 

 

FIGURE 8.11 PARKING OCCUPANCY, DANEVILLE ROAD (SATURDAY) 

 

8.22 The main function of Daneville Road is to provide access to the local car parks and a link to 

Coldharbour Lane for southbound vehicles on Denmark Hill.  The eastern end of Daneville Road is 

closed off to traffic to prevent drivers’ rat running between Camberwell Church Street and 

Denmark Hill.  Consequently, there are low levels of pedestrian activity along this link which is 

exacerbated by very little active frontage. 

8.23 Daneville Road has highly utilised residential parking with vehicles parking on average between 

four and six hours, while the pay & display parking seems less popular probably due to its close 

proximity to the adjacent car parks.  

8.24 Two disabled bays are provided along Daneville Road at the western end of the road near the 

junction with Denmark Hill.  The survey indicated that these bays were very well used, but it is 

unknown whether all users had permits.   
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Artichoke Place & Orpheus Street 

FIGURE 8.12 PARKING OCCUPANCY, ARTICHOKE PL & ORPHEUS ST (WEEKDAY) 

 

FIGURE 8.13 PARKING OCCUPANCY, ARTICHOKE PL. & ORPHEUS ST (SATURDAY) 

 

8.25 Artichoke Place is a small cul-de-sac located off Camberwell Church Street which provides access 

to Camberwell Leisure Centre and its private car park which accommodates 11 spaces.  Whilst 

Orpheus Street is a one-way road which provides a link to Coldharbour Lane for southbound 

vehicles on Denmark Hill.  Two bus stands and the servicing access to Morrisons Supermarket are 

provided along Orpheus Street. 

8.26 No significant parking problems are evident along either of these roads, except for a minor 

infringement of illegal parking on the single red lines provided on Artichoke Place, which does not 

cause any disruption to the main traffic network. 
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Analysis of Continuous Parking Surveys 

8.27 The average duration of stay throughout the day for the various roads is presented below in Figure 

8.14 which shows duration of stay for the various parking ‘regulations’ provided on the western 

side of the town centre. 

FIGURE 8.14 DURATION OF STAY, CONTINUOUS SURVEYS WESTERN SIDE 

 

FIGURE 8.15 DURATION OF STAY, CONTINUOUS SURVEYS EASTERN SIDE 
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Camberwell Church Street 

8.28 The majority of Camberwell Church Street comprises of small retail outlets and restaurants with 

residential or business premises above, with limited rear servicing available.  As Church Street 

forms part of the TLRN loading is only permitted between 10am and 4pm.  Two loading bays and 

one parking bay are provided along the northern side of Church Street with four loading bays and 

a parking bay provided on the southern side.   

8.29 The parking surveys do not differentiate between the level of parking and loading along Church 

Street.  However, from the dataset is it evident that during the weekday loading is much busier on 

the southern side with twice as much activity recorded; 102 people loading versus 54.  During the 

weekend loading remained fairly similar on either side with 132 people loading on the southern 

side and 153 on the northern side.  The average duration taken to load ranged between 15 and 18 

minutes, which is within the permitted time constraints of 20 minutes.  Loading vehicles and the 

associated disruptive parking manoeuvres can cause delays to traffic therefore consideration 

should be given to inset these bays if practical to help alleviate delays and improve journey times 

thorough out the day. 

8.30 A total of 136 incidents of loading were recorded on double red lines, when ‘no stopping’ is 

permitted.  On average people stopped for 24 minutes demonstrating that enforcement could be 

strengthen along this section. 

8.31 The public have expressed concerns as to the spacing of the bus stops along Church Street; 

however these stops are spaced approximately 300m apart in accordance with London Buses 

guidance.  An eastbound stop is provided opposite Camberwell Green Park, another immediately 

west of Vicarage Grove with the next downstream stop provided approximately 250m away on 

Peckham Road.  Only two stops are provided westbound along this section; the first is provided on 

Peckham Road on the approach to the junction with Church Street and the other is provided 

opposite Camberwell Green Park, which equates to 335m apart. 

Denmark Hill, Datchelor Place & Kimpton Street 

8.32 Substantial areas of rear servicing are provided for the majority of frontages along Denmark Hill, 

therefore loading does not appear to be a problem along Denmark Hill.  After 7pm Denmark Hill 

experiences a lot of short term on-street parking, with average stays on 17 minutes. 

8.33 Datchelor Place is a small underutilised cul-de-sac located off Camberwell Church Street, whilst 

Kimpton Street is a narrow one-way road northbound along a residential road.  No significant 

parking problems are evident along either of these roads, except for very minor infringements of 

illegal parking on the double yellow/red lines, which does not cause any disruption to the main 

traffic network. 
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Camberwell New Road 

8.34 Frontages along Camberwell New Road between Denmark Hill and Warner Road mainly comprise of 

small retail outlets.  Camberwell Bus Garage and larger commercial buildings are provided west of 

Warner Road.  New Road forms part of the TLRN, a loading /disabled bay is provided on the 

southern side of the road immediately west of Denmark Hill and on the northern side of the road 

opposite Warner Road. 

8.35 Both loading bays were used around 15 times a day during the week and 5 times at the weekend.  

Turnover is relatively quick with average loading activities being carried out within 15 minutes.  

However, it should be noted that two vehicles were parked between two to four hours at a time 

during both the weekday and weekend, which suggests that parking enforcement should be 

strengthened in the area. 

Coldharbour Lane 

8.36 Coldharbour Lane forms the borough boundary between Southwark and Lambeth and provides a 

southbound link towards Brixton.  A short parade of small retail outlets provided on the northern 

side of the road west of Denmark Hill.  The only issue identified along this link involved vehicles 

parking for long periods of time within the P&D bays and on double yellow lines.  11 and 15 

vehicles were recorded parking during the weekday and weekend for periods greater than three 

hours.  However, due to the wide width of the carriageway through this section this parking 

problem does not appear to cause any significant issues. 

Warner Road & Camberwell Station Road 

8.37 Warner Road and Camberwell Station Road are located south off Camberwell New Road on the 

edge of the town centre, consequently they do not experience high volumes of parking or loading.  

Of those recorded along Station Road turnover was low, with vehicles parking on average 2.5 

hours even though parking is prohibited to a maximum of one hour.  Some vehicles were recorded 

staying for 8 hours or more, with a couple of cars parking throughout the duration of the survey. 

8.38 Loading only bays are provided on the western side of Station Road outside the car mechanics and 

accident repair workshop.  As a result five cars were recorded parking within the loading bay and 

on the adjacent double yellow lines throughout the duration of the survey. 

8.39 Apart from these infringements, which do not affect the surrounding highway network, both roads 

operate adequately. 

 



Existing Conditions Report - FINAL 

 

78 

9 Summary of Findings 

9.1 An extensive range of data has been analysed to understand the key issues that will need to be 

addressed in the development of suitable options to improve Camberwell town centre.  Much of 

the data analysis has confirmed local perceived issues, which have been raised during local 

meetings and consultations.   

9.2 This background report should be read in conjunction with Steer Davies Gleave’s ‘Base Traffic 

Modelling’ and ‘Conceptual Urban Design Development’ report, as well as Southwark’s ‘Urban 

Design Framework’. 

9.3 Key issues which have been identified in this report are:  

I Safety: The collision rate in the area is much higher than expected particularly those involving 

vulnerable road users such as pedestrians and cyclists. Collision rates at Camberwell Green 

junction with Denmark Hill and Camberwell Grove junction with Church Street were 

considerably higher than the borough average. 

I Security: Perceived local security issues are supported by local crime statistics, with robbery 

offences typically occur on the street and at bus stops. The narrow footways and overcrowding 

at many of the central bus stops contribute to the opportunity for theft such as pick pocketing. 

I Buses: The predominant mode of travel within the town centre is currently by bus which 

carries significant numbers of people into and out of the town centre. The high frequency and 

volume of buses along with the close proximity of some stops cause accessibility issues and 

delays.  Delays can be exacerbated by the volume of driver changeovers which occur within the 

town centre. 

High passenger demand can lead to overcrowding at certain stops which in turn can lead to 

pedestrians walking in the road resulting in collisions, as well as increasing the opportunities 

for petty crime at stops. 

The requirements to accommodate bus stands, convenient driver changeover stops near the 

two Bus Garages in Camberwell whilst minimising the distance for passengers interchanging 

between bus services significantly impedes the scope to enhance the transport network. 

I Pedestrians: There are significant volumes of pedestrians locally who are not well catered for.  

Overcrowding is a significant issue on both footways and at crossing points.  Consideration will 

need to be given to rebalancing pedestrian activities (desire lines across and thorough the 

town, bus stops and longer term land use) to enable pedestrians to circulate more freely. In 

the short term, consideration should be given to improving the provision of safer crossing 

points and improving the quality and consistency of lighting, particularly along the alleyways to 

encourage more footfall by providing opportunities for more natural surveillance. 

I Cyclists: Cycling is very popular locally and the network forms a major commuter route (hence 

TfL’s desire to introduce two CSH through the area) but as with walking it is not well supported 

by the current environment.  Problems and opportunities to provide new and improved 

infrastructure have been identified but the competing demands of cyclists and pedestrians 

mean there are some difficult choices to be made.  

I Network capacity: The results from the ‘Camberwell Town Centre Base Traffic Modelling 

Report’ are presented in a more detailed separate SDG report.  As expected the base model 

confirms that the main road network experiences high levels of demand and congestion.  
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Several junctions have been identified as having potential to be improved or indeed removed 

as in the case of Grove Lane. 

I Parking: Site observations supported by survey data indicate that Camberwell lacks active and 

consistent levels of parking enforcement. 

High levels of parking are experienced along Wren Road, Camberwell Green and Camberwell 

Church Street.  Inset loading bays along Church Street would help alleviate delays and regulate 

journey times along the link.  Rationalising on-street parking provision along Camberwell Green 

and Wren Road would enable more urban realm improvements to be developed to improve the 

strong pedestrian demand between the Magistrates Court and the town centre as well as 

helping to connect The Green with the surrounding space. 

9.4 The issues identified above will be considered as part of the on-going design development process. 

The information gathered here will provide evidence to support proposals and be used to inform 

some of the difficult design decisions which will need to made while working with key 

stakeholders. 
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