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0 Executive summary 

Introduction 

Population and employment growth in London is expected to generate about six 

million additional trips in London each day by 20411. To support and sustain this 

growth, while ensuring the Capital remains an attractive place to live, work and visit, 

the existing services on railways will need to become more efficient, accessible and 

frequent.  

Train frequencies depend on where you live, not necessarily where the demand lies. 

While the Tube upgrade programme and the creation and improvement of the 

Overground has dramatically changed this for many, those living and working in  

south London depend more on National Rail for their travel and do not receive the 

same level of service as elsewhere in London.  There are a number of challenges in 

south London: 

¶ The majority of people travelling to/from south London rely on rail for all or 

part of their journeys. In south London, rail mode share is at its highest 

outside of central London (6.9 per cent of trips originating in the south sub-

region2) 

¶ There are relatively few planned and proposed rail schemes for delivery in 

the next decade 

¶ National Rail contracted services are performing poorly compared to other 

heavy rail networks, such as London Overground. 

The role of this Strategic Case is to set out the need to make better use of the south 

and south east London suburban rail network to serve all those who live, work and 

visit there and to encourage greater public transport use in these areas to support 

continued and sustainable growth.  

The ómetroisationô concept 

We want to create a more reliable, efficient and integrated public transport network 

across south London, Surrey and Kent. This will help support new, affordable homes 

while making it easier and quicker to travel.  

                                            
1
 Mayorôs Transport Strategy 2018 

2
 LTDS 2014-17 
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Metroisation has six key elements:  

1. Predictable services, including identifiable ólines' with consistent stopping 

patterns and even intervals between trains 

2. Better connections, based on higher frequencies and upgraded 

interchanges 

3. More capacity, through longer trains and relieving bottlenecks 

4. Shorter journey times, supported by trains that accelerate and decelerate 

faster, and have wider doors so that boarding and alighting is more efficient 

5. A more reliable service, from simplified service patterns 

6. Better customer service and experience, similar to the benefits delivered 

by transferring services to London Overground 

The Mayorôs Transport Strategy (MTS) sets out the Mayorôs long-term vision for 

transport in London. A core aim of this strategy is that 80 per cent of all trips in 

London will be made by active, efficient and sustainable modes of travel by 2041.  

The Mayor of Londonôs ambitions for metroisation are set out in Proposal 65 of the 

MTS: 

óThe Mayor, through TfL, will work with Network Rail, train operating companies and 

stakeholders to seek the modification of the planning of local train services from 

Moorgate, Victoria and London Bridge to create a London suburban metro, offering 

improved frequencies, journey times and interchange opportunities by the late 

2020sô. 

This is also supported by the London Assembly Transport Committeeôs recent 

Broken Rails paper3, which states óit is critical that improvements to Londonôs 

suburban rail services are prioritised now and regardless of which operators are 

running the servicesô.  

The change required 

To deliver this proposal we need to change how we plan and run the rail network. By 

viewing the transport network as a whole, rather than individual lines run by different 

companies, we have an opportunity to radically reshape the network at the same 

time as running it more efficiently. Rather than building new lines from scratch we 

can use the existing network in better ways to deliver for London.  

Currently, the industry tends to be focussed on short-term incremental change, 

driven by existing railway demand rather than broader social and economic 

objectives, such as housing, mode shift, air quality and city-wide connectivity. This is 

a consequence of the rail network being planned independently from the rest of the 

public transport network, and the fragmented commercial aspect of the rail industry, 

                                            
3
 https://www.london.gov.uk/sites/default/files/broken_rails__a_rail_service_fit_for_passengers_final_report.pdf 
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which tends to result in revenue-driven business cases, and risk-averse decision-

making.  

The transfer of services to Transport for London (TfL) would make metroisation 

much more likely and much easier to achieve, however metroisation is not 

dependent on this (see Figure 1).  

Figure 1: The relationship between short-term interventions (transfer of services) and long-
term interventions (metroisation) 

 

While metroisation is focussed on local stopping services, the interventions outlined 

in this Strategic Case would also improve fast services from the wider South East, 

spreading the benefits beyond London. 

The case for change 

The south and south east London public transport network is not delivering to its full 

potential.  

The National Rail network has been developed incrementally by multiple competing 

operators. This limits connectivity between the south central and south eastern rail 

networks in particular. 

Operational performance is poor, with Southern and Southeastern metro services 

consistently underperforming compared to London Overground services. For 

example, in the period between 2010/11 and 2017/18 London Overground had an 

average of 80 per cent of all trains achieving the Right Time measure, whereas 

Southeastern only achieved this for 62 per cent of the mainline and metro services, 

and Southern for only 53 per cent. 

This is influenced by the train design, which is 

not suited to efficient boarding and alighting, or 

to the short dwell times associated with a metro 

service. The combination of competing 

operators, poor performance and inefficient 

operational design creates a vicious circle of 

delays and crowding (see Figure 2). 

This leads to many customers instead using 

local bus services to bypass their local rail 

station in favour of a more reliable Tube 

service.  

Figure 2: Reliability and crowding vicious circle 
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This adds pressure on the Tube and bus networks in areas where they are already 

at capacity. For example: 

Á Each day 33 double-deck bus loads of Londoners living within a 10 minute walk 

of West Norwood station use a bus to access Brixton Tube station instead of 

using their local rail service.  

Á 5,000 people travel by bus from, or past, stations on the Wimbledon Loop to 

access the Northern line at Morden.  

Á While the journey from Eltham to Southwark takes less time on a Southeastern 

service, taking a bus to the Jubilee line at North Greenwich is a quicker 

option when estimated wait time is factored in. 

Customers using the south and south east London rail network are not getting a 

good public transport experience.  

Rail customers are less satisfied with overall levels of service, frequencies and value 

for money than customers in other parts of London. Overall customer satisfaction on 

Southern and Southeastern metro services has consistently trailed that of London 

Overground services by 10-20 points since 2014. 

For example, as shown in Figure 3, customers are getting a less frequent service. 

Figure 3: Level of service provided to Londoners with a nearby rail service (current) 

  

Metro: Average passenger wait 
time, taking into account actual 
departure times, is less than or 
equal to 5 minutes. This level of 
service is provided on the Tube 
and the busiest parts of the 
London Overground network. 

Turn-up-and-go: Average 
passenger wait time, taking into 
account actual departure times, 
is less than or equal to 7.5 
minutes. This level of service is 
provided on most of the London 
Overground network. 

Infrequent: Average passenger 
wait time, taking into account 
actual departure times, is 
greater than 7.5 minutes 

As shown in Table 1, this means that the public transport network is not delivering 

access to jobs. 

Á There are four times as many jobs within 45 minutes of Harrow compared to 

Sutton 

Á There are nearly three times as many jobs within 45 minutes of Walthamstow 

compared to Streatham 

Á Tooting Broadway on the Northern line has nearly three times as many jobs 

within 45 minutes compared to Streatham on the National Rail network. 

This leads to people either driving more, or making fewer journeys.  

64%

45%

16%

21%

20%

34%

All Londoners

South and south east

Londoners

Metro frequency Turn-up-and-go frequency Infrequent
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Table 1: Connectivity to jobs 

Location  Centre  Zone Peak Off -peak 

Jobs within 
45 mins 

Jobs within 
60 mins 

Jobs within 
45 mins 

Jobs within 
60 mins 

Sutton station Metropolitan 5 253,270  1,409,365  306,210  1,846,093  
Harrow-on-the-
Hill station 

Metropolitan 5 1,020,209  2,830,150  1,232,601  2,951,761  

Streatham 
station 

Major 3 669,480  2,677,712  1,162,318  2,849,828  

Walthamstow 
Central station 

Major 3 1,943,460  3,009,060  2,059,465  3,123,810  

Tooting 
Broadway 
station 

Major 3 1,898,496  3,185,080  2,081,551  3,301,033  

Source: WebCAT, All PT modes, AM and PM peak, From location 

South and south east London is not realising its potential for housing delivery and 

economic growth  

Since 2001, housing delivery in south and south east London has lagged behind the 

London average, with most outer boroughs in the sub-region seeing growth of 

between six and eight per cent compared to the London average of 14 per cent. 

There are also fewer houses being built in areas around National Rail stations in 

south and south east London, compared to stations operated by TfL. 

Over the same period, the south and south east economy has performed poorly 

compared to other areas in London, and employment growth has been lower than 

other sub-regions of London.  

Why introduce a new metro service in south and south east London? 

We have three objectives for the rail network in south and south east London and 

neighbouring districts. These have been drafted by TfL and align with both the DfTôs 

national strategic vision for rail (óConnecting people: a strategic vision for railô4) and 

the MTS.  

Figure 4: Objectives for metroisation 

A more reliable, better 
connected and expanded 

public transport network in 
south London, Surrey and 

Kent 

A good public transport 
experience for all 

passengers on the network  

A public transport network 
that supports national and 
regional housing delivery 

and economic growth 
ambitions  

                                            
4
 Connecting people: a strategic vision for rail 

https://www.gov.uk/government/uploads/system/uploads/attachment_data/file/663124/rail-vision-
web.pdf 
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These objectives aim to address the existing challenges: 

Á The south and south east London rail network is not delivering to its full potential 

Á The south and south east London rail network is failing to provide customers with 

a good public transport experience  

Á The south and south east London rail network could do more to unlock housing 

and economic growth 

The ócoreô metroisation option 

Figure 5 shows an option for the network under metroisation (ócoreô metroisation 

scheme option), developed for the purposes of this Strategic Case. This shows how 

more could be delivered from the existing network. 

When compared against the base service pattern (see Table 2) this would deliver an 

additional 39 trains during the morning peak hour (a 22 per cent increase), and an 

additional 36 trains per hour during the off-peak (a 30 per cent increase). These 

benefits would be spread across the network, with better frequencies on both local 

stopping services and longer-distance fast services. 

Table 2: Frequency changes (trains per hour) ï Metro & regional services 

Terminus 

Peak Hour Off Peak 

2019 
Base 

óCoreô 
option 

Change 
2019 
Base 

óCoreô 
option 

Change 

Blackfriars 29 32 + 3 tph 20 24 + 4 tph 

Cannon Street (SE Metro) 16 20 + 4 tph 12 14 + 2 tph 

Charing Cross (SE Metro) 20 20 = 12 14 + 2 tph 

London Bridge (BML Slow) 4 6 + 2 tph 4 6 + 2 tph 

London Bridge (via Peckham Rye) 6 8 + 2 tph 4 8 + 4 tph 

Victoria (BML Slow) 14 18 + 4 tph 12 16 + 4 tph 

Victoria (SE Metro) 7 12 + 5 tph 6 12 + 6 tph 

East London Line 18 24 + 6 tph 18 24 + 6 tph 

West London Line 2 4 + 2 tph 1 4 + 3 tph 

Bromley North ï Grove Park 4 4 = 3 4 + 1 tph 

Cannon Street (Kent Services) 7 7 = 0 0 = 

Charing Cross (Kent Services) 8 10 + 2 tph 6 6 = 

London Bridge (BML Fast) 8 10 + 2 tph 5 3 - 2 tph 

Victoria (BML Fast) 16 20 + 4 tph 14 18 + 4 tph 

Victoria (Kent Services) 7 10 + 3 tph 5 5 = 

Total Change 166 205 + 39 tph 122 158 + 36 tph 
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Figure 5: óCoreô option service pattern (MET01: S5D+K5B) ï morning peak 
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Key changes include: 

Á A flagship route between Balham and Victoria with up to 18 trains per hour 

(tph), regular and frequent direct links to west London via the West London 

line, and more services from Wallington to Croydon, and Cheam to Sutton 

Á Predictable 10-minute interval services all day from Victoria to Herne Hill and 

Lewisham, between town centres in south east London such as Orpington 

and Bromley, and on the Greenwich, Bexleyheath, Sidcup and Grove Park 

lines 

Á Tube-level service on the East London and Sydenham lines with trains every 

seven to eight minutes from London Bridge to Tulse Hill, and every 15 

minutes to the Crystal Palace and Hackbridge lines 

Á Simpler all-day four tph service on the Wimbledon Loop 

Á New Streatham Common and Brockley interchanges, allowing customers to 

change easily between services to different central London termini and orbital 

lines 

In 2014 we estimated the total capital cost to be around £1.7bn in 2014 prices, 

including optimism bias. As these costs are indicative only, we would need to do 

further work to update these costs and include more details in advance of developing 

a full business case.  

Benefits of metroisation 

Metroisation could deliver benefits across to the London and south east transport 

network and beyond. 

On the network, a new service design could deliver predictable services and better 

connections. Targeted capital interventions to increase capacity, reduce journey time 

and improve reliability include: 

Á New turnback facilities 

Á Grade separation and smaller-scale junction remodelling 

Á Digital signalling delivering Automatic Train Operation 

Á New tracks, platforms and stations 

Effective platform management and rolling stock design would support this, as would 

contracts that include strong performance incentives linked to customer experience. 

More predictable services could build trust and encourage the use of the rail 

network. Customers could benefit from more frequent services and well-designed 

interchanges, reducing stress and saving time. Levels of service across south and 

south east London would be comparable with the rest of the London, as shown in 

Figure 6. Predictable and frequent services, and a more open layout on metro-style 

trains, could make travel easier and more accessible. Improved connectivity could 

deliver social benefits by encouraging more active travel and reducing social 

isolation, as well as improving air quality. 
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Figure 6: Level of service provided to Londoners with a nearby rail service (ócoreô option) 

 

Metro: Average passenger wait 
time, taking into account actual 
departure times, is less than or 
equal to 5 minutes. This level of 
service is provided on the Tube 
and the busiest parts of the 
London Overground network. 

Turn-up-and-go: Average 
passenger wait time, taking into 
account actual departure times, 
is less than or equal to 7.5 
minutes. This level of service is 
provided on most of the London 
Overground network. 

Infrequent: Average passenger 
wait time, taking into account 
actual departure times, is 
greater than 7.5 minutes 

Higher capacity and improved connectivity could support the delivery of new homes. 

Up to 130,000 new homes could be within 1km of stations that would benefit from 

improved services, with up to 65,000 directly supported by the scheme. A more 

dependable service would also support the viability of town centres across outer 

London and the wider South East area.  

Delivering metroisation 

There are three potential routes to deliver metroisation: 

Á DfT Rail National Enhancements Pipeline 

Á Franchising process 

Á Transfer of services to TfL 

The funding and financing challenges of delivering the scheme could be addressed 

partly by delivering component packages incrementally, as on the London 

Overground network. Transfer of services would enable some key components of 

metroisation, including increased contractual incentives to improve reliability, off-

peak frequency enhancements, more station staffing and metro-style rolling stock. 

While the transfer of services to TfL would make metroisation much more likely and 

much easier to achieve, the case for change stands irrespective of the contracting 

authority. We are committed to working with the DfT and other stakeholders as 

needed to ensure that these changes are made. 

Constraints and dependencies 

Our proposals ensure these changes wouldnôt make longer distance services slower 

- recognising that current frequencies will need to grow in line with demand. We have 

also considered freight requirements while researching this strategic case, following 

the principles laid out in the MTS, and the differing planning policies of local 

authorities, including in the wider South East. 
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Next steps 

This Strategic Case provides an argument for change in the planning and operation 

of rail services in south and south east London. It will form the basis for our 

conversations with stakeholders in south and south east London to build consensus 

on the long-term vision for the rail network and inform engagement with the DfT and 

HM Treasury regarding long-term infrastructure funding in London. 

In line with DfT processes, this Strategic Case would form part of a complete 

business case for metroisation, supported by an economic case, including testing the 

benefits of the core metroisation option and relevant variants, as well as the 

financial, commercial and management cases. 
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1 Strategic Case 

1.1 The role of the Strategic Case 

1.1.1 Metroisation encompasses a change in approach for rail service provision and 

network design, through integrating stopping services within (and just beyond) 

the London boundary into a single network delivering seamless transfers, 

increased passenger capacity and improved customer outcomes. 

1.1.2 The role of this Strategic Case for metroisation is to set out the need for 

investment in a transport intervention on the south and south east London rail 

network to enable the public transport network to realise its full potential to 

support mode shift and new homes and jobs. 

1.1.3 This Strategic Case is based on three main tenets: 

1) The south and south east London (and wider South East) public transport 

network is not delivering to its full potential 

2) South and south east Londoners and customers from the wider South East 

are not getting a good public transport experience 

3) South and south east London and the wider South East is not realising its 

potential to deliver new homes and jobs 

1.1.4 These form the basis of the objectives for metroisation, and have informed the 

development of the ócoreô option. 
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2 Context 

2.1 London is growing 

2.1.1 Londonôs future international competitiveness is threatened by significant 

transport challenges and a severe housing shortage. The opportunities 

available in London mean that people want to live and work here in ever 

greater numbers. Population is forecast to grow from 8.7 million today to 10.8 

million by 20415. This growth is expected to generate about 6 million 

additional trips in London each day by 2041.  

2.1.2 The combination of population and employment growth means more public 

transport capacity is needed and more affordable, well-connected homes 

must be built. This needs to take place in the context of environmental 

challenges, notably Londonôs air quality and national commitments on carbon 

reduction. In order to sustain its success in the face of these challenges, 

London must become a city where walking, cycling and public transport 

becomes the most appealing and practical choice for many more journeys. 

2.1.3 Good public transport is also needed for travel between London and the wider 

South East. Improvements to the rail network are particularly important, as 

they can support efficient and sustainable travel at a regional scale. 

2.1.4 These challenges drive the aims of the Mayorôs Transport Strategy (MTS)6. 

The MTS, adopted in March 2018, sets out the Mayorôs vision for transport in 

London to 2041. Integral to this vision is the aim to reduce car dependency in 

favour of walking, cycling and public transport use. This is stated in Policy 1, 

which sets the aim for 80 per cent of all trips in London to be made by these 

active, efficient and sustainable modes of travel by 2041. The Strategy is 

underpinned by the Healthy Streets Approach, which provides the framework 

for putting human health and experience at the heart of planning the city. 

2.2 The capacity challenge: Central London needs more rail capacity 

2.2.1 Central London radial rail corridors are where the transport network is under 

most strain. Rail-based modes of travel cater for 80 per cent of the 1.3 million 

trips to central London in the average weekday morning peak period7. This 

includes a significant number of commuters from the wider South East, with 

about one quarter of all commuters to City of London and City of Westminster 

living outside of Greater London8. 

                                            
5
 Mayorôs Transport Strategy (2018) 

6
 Ibid 

7
 Travel in London 10 

8
 Census 2011 
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Figure 7: Central London weekday morning peak arrivals 

 
Source: Travel in London 10 

2.2.2 Employment growth means that travel on all rail modes is forecast to increase 

by more than 50 per cent by 2041, exacerbating crowding on radial routes into 

central London. Most people travelling on crowded parts of the network have 

limited scope to change their travel patterns. Therefore providing additional 

capacity is essential to tackle crowding and cater for the forecast growth in 

Londonôs population and employment. 

2.3 The mode shift challenge: Action is needed to improve public transport 

connectivity in outer London to achieve the MTS aims 

2.3.1 The mode shift challenge is greatest outside of central London. As shown in 

Figure 8, a high majority of London trips take place in inner and outer London, 

and this is where car mode share is highest.  

2.3.2 Public transport has a vital role in reducing car use for these trips, as it can be 

competitive with the car over longer distances, but in many cases it is not yet 

realising this potential. Improving public transport connectivity in inner and 

outer London, particularly to town centres and other regional trip attractors, is 

critical for the delivery of the public transport, environment and growth 

outcomes of the MTS.  
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Figure 8: Current and forecast mode share for travel within and between central, inner, outer 
and outside London 

 
Source: Mayorôs Transport Strategy 2018 

2.3.3 As shown in Table 3, the South sub-region is the most car dependent in 

London. Car ownership is also the highest out of Londonôs five sub-regions by 

a substantial margin, nine per cent higher than the second ranked sub-region 

(West sub-region). Car dependency means the sub-region has the lowest 

active, efficient and sustainable mode share in London, at only 54 per cent. 

Table 3: Car ownership and active, efficient and sustainable mode share by sub-region 

Sub-region Car ownership 
Active, efficient and sustainable mode 
share 

South 70% 54% 

West 61% 57% 

North 59% 58% 

East 56% 63% 

Central 37% 83% 

Source: LTDS (2014/15 ï 2016/17) 
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2.4 The housing and economic challenge 

2.4.1 Housing affordability has reached a critical point in London and the wider 

South East. The average house now costs half a million pounds, which is 

more than 12 times the median income of Londoners, and is the highest the 

ratio has been seen since records began.  

2.4.2 This has resulted in a range of social problems, such as overcrowding, poor 

health, increasing inequality, and is also affecting the Capitalôs economic 

competitiveness. London is already the most expensive place to 

accommodate a new worker, according to combined analysis of residential 

and office rental costs9. Londonôs economy relies on its ability to recruit and 

retain talented staff. But increasingly the high cost of housing is affecting 

recruitment with half of Londonôs businesses finding that housing costs and 

availability are already having a negative effect on the retention of entry-level 

staff10. In short, if we donôt address Londonôs housing crisis, the health of the 

national economy will suffer. 

2.4.3 To accommodate the expected rate of population growth, the London 

Strategic Housing Market Assessment identifies that the Capital needs to 

deliver 66,000 new homes every year between now and 2041. In 2017/18 

40,000 new homes were built. This is the highest rate of delivery for over 40 

years, but is still well short of the number required to meet demand.  

2.4.4 Because rail is so critical to accessing employment in London and the wider 

South East, people want to live close to stations with excellent rail services. 

This means that excellent quality rail is fundamental to delivering the step 

change in housing delivery required.  

2.4.5 But over the past 15 years, south London boroughs have delivered much 

lower numbers of housing units compared to other parts of the Capital (see 

Section 5), held back by a rail network which has lower frequencies and 

poorer reliability, which has in turn depressed prices and made developers 

less likely to build. 

2.4.6 The draft new London Plan recognises that all boroughs will need to 

significantly increase housing delivery to meet the Capitalôs need, particularly 

boroughs in outer south London. As a result, housing targets have now more 

than doubled in most outer south London boroughs (see Figure 9). These are 

areas where new homes can be delivered for market sale at mid-market 

prices, and where small scale intensification and redevelopment will form an 

important part of the total supply of homes, but where the constraints of poor 

rail services are holding back delivery. 

                                            
9
 Savills, where is the worldôs most expensive city to live and work? March 2016 

10
 Moving Out (London First 2015) 
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2.4.7 Addressing the poor levels of frequency, reliability and quality on the national 

rail network is therefore critical to increasing housing supply. 

Figure 9: London Plan ten-year housing targets 

Source: Draft New London Plan 

2.5 Planned schemes 

2.5.1 Any intervention to the transport network will take place in the context of the 

delivery of the wider package of measures outlined in the MTS. As shown in 

Figure 10, key changes to the London public transport network are planned 

between 2020 and 2030, but mainly focused north of the River Thames. 

2.5.2 With the exception of the Bakerloo Line Extension, and Docklands Light Rail 

(DLR) extensions at the northern part of the sub-region, and capacity 

increases at East Croydon arising from upgrades to the Brighton Main Line, 

there are limited major interventions planned for south and south east London 

in the medium to long-term (2020s) when compared to north London. This 

underlines the need for a transport intervention on the south and south east 

London rail network to address the challenges outlined above. 

2.5.3 In the longer-term (2030s onwards), Crossrail 2 will be the primary new 

infrastructure scheme in south London, providing a step-change in capacity 

along the south west corridor, delivering connectivity from the south west 

through central London and beyond, and unlocking housing along the route. 

This scheme will enable the rail network in south west London to function 

more effectively. 
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Figure 10: Major planned and proposed schemes 2020 ï 2030 
11

 

 

© Crown copyright and database rights 2019 Ordnance Survey 100035971 

Schemes as listed in MTS Implementation Plan 

2.5.4 Crossrail 2 is proposed to run on the south west rail network, south of 

Wimbledon, and will in turn unlock capacity on the rest of the network. For this 

reason, large-scale changes to the south west rail network are not considered 

in this Strategic Case, but the interface between this network and the south 

central and south east networks remains in scope, particularly from the 

customer perspective. 

2.6 The opportunity: There is substantial underutilised capacity on the 

National Rail network in south and south east London 

2.6.1 We need to make the most of existing assets to address these challenges. 

Building new rail lines is capital-intensive and requires long lead-in times 

covering planning, design, consents, construction and testing. The investment 

required to leverage the existing network to provide better outcomes would 

typically be lower than that needed to build a new line. 

                                            
11

 As described in MTS Implementation Plan. Not all schemes are funded. 
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2.6.2 However, there is substantial underutilised capacity on the National Rail 

network that could be released at relatively low capital cost. Londonôs 

transport network coverage is excellent in terms of both its length and number 

of stations.  

2.6.3 Of 23 cities surveyed by the European Metropolitan Transport Authority, only 

Turin has a denser metro and rail network, and only Budapest has denser 

station coverage12. Despite these advantages, in south and south east 

London its potential is held back by the poor service provided on the rail 

network.  

2.6.4 It is therefore essential that we make the most of existing assets by optimising 

service patterns and integrating operating models. Londonôs rail network is 

comprehensive geographically, but falls short in terms of connectivity 

outcomes in many places, in the south and south east in particular. 

Redesigning services and unlocking capacity at bottleneck junctions would 

cost significantly less than building new lines from scratch, avoid the 

unintended consequences of extending lines already at operating at capacity, 

and deliver benefits for users across the wider South East rail network. This 

forms the basis of the case for metroisation (as described in the following 

section). 

2.7 Metroisation is a change in approach for rail service provision and 

network design 

2.7.1 Metroisation refers to service provision and service structure within a 

franchise, including associated infrastructure improvements (e.g. increased 

frequency, grade separated junctions). It encompasses a change in approach 

for rail service provision and network design, through integration of stopping 

services that operate within (and just beyond) the London boundary, into a 

single network delivering seamless transfers, increased passenger capacity 

and improved customer outcomes. The Mayor of Londonôs ambitions for 

metroisation are set out in Proposal 65 of the MTS: 

óThe Mayor, through TfL, will work with Network Rail, train operating 

companies and stakeholders to seek the modification of the planning of local 

train services from Moorgate, Victoria and London Bridge to create a London 

suburban metro, offering improved frequencies, journey times and 

interchange opportunities by the late 2020sô. 

                                            
12

 http://content.tfl.gov.uk/csopp-20170713-part-1-item12-tfl -international-benchmarking-report.pdf 
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2.7.2 Metroisation has six key elements:  

1. Predictable services, including identifiable ólinesô with consistent stopping 

patterns and even intervals between trains 

2. Better connections, based on higher frequencies and upgraded 

interchanges 

3. More capacity, delivered through longer trains and relieving bottlenecks 

4. Shorter journey times, supported by trains that accelerate and decelerate 

faster, and have wider doors so that boarding and alighting is more efficient 

5. A more reliable service, arising from simplified service patterns that reduce 

conflicts at junctions 

6. Better customer service and experience, similar to the benefits delivered 

by transferring services to London Overground 

2.7.3 Delivering these elements will require a fundamental change to the way the 

network is planned and run. This means moving from the prevailing industry-

focussed approach to a broader, ówhole transport networkô view that considers 

the impact of rail services across the communities they serve alongside the 

efficient operation of the railway. 

2.7.4 The benefits of metroisation would be realised in the longer-term. In the short-

term, transferring local stopping service in London could bring about better 

reliability, improved off-peak frequencies, more welcoming stations, all day 

staffing, better integration with buses and other transport modes and turn-up-

and-go services. The Mayor of Londonôs plans for the transfer of services are 

set out in Proposal 66 of the MTS. 

2.7.5 The transfer of local rail services to TfL is not strictly necessary to deliver 

metroisation (see Figure 11). Most of the tools described in this Strategic 

Case could theoretically be delivered by operators contracted to the DfT, and 

enshrined through DfTôs franchising process. However, the transfer of 

services would make metroisation much more likely and much easier to 

achieve.  

Figure 11: The relationship between short-term interventions (transfer of services) and long-
term interventions (metroisation) 

  

Transfer of services  
(short term) 

London Overground levels of 
contractual reliability 

London Overground levels of customer 
services and staffing 

Better integration with the London 
transport network and ticketing 

Metroisation  
(long term) 

Simplified and predictable service 
patterns  

Improved rail connections and multi 
modal interchanges 

More passenger capacity through 
better utilisation of existing rail capacity 
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3 The case for change 1: The south and south east London public 

transport network is not delivering to its full potential 

3.1 South London is more dependent on National Rail services than other 

sub-regions 

3.1.1 As shown in Table 4, south London has the highest mode share for rail trips 

outside of central London (6.9 per cent). East London (which includes LB 

Bexley, LB Greenwich and LB Lewisham) has a rail mode share of 5.2 per 

cent. In contrast, the north and west sub-regions, which lie entirely north of 

the river, have rail mode shares of less than three per cent. Limited Tube 

coverage south of the river is reflected by a Tube/DLR mode share of only 2.5 

per cent for south London, substantially lower than all other sub-regions. 

Table 4: Mode share by London sub-region 

London sub-
region 

Rail 
Tube 
/DLR 

Bus  
/tram 

Taxi 
/other 

Car/moto
rcycle 

Cycle Walk 

Central Sub-region 7.7% 17.8% 15.7% 2.6% 14.8% 3.6% 37.8% 

South Sub-region 6.9% 2.5% 12.2% 0.9% 45.5% 2.8% 29.3% 

Greater London 5.3% 9.4% 14.3% 1.5% 34.3% 2.7% 32.5% 

East Sub-region 5.2% 8.5% 14.8% 1.2% 36.0% 2.5% 31.8% 

North Sub-region 2.5% 6.8% 14.5% 0.8% 40.8% 1.6% 32.8% 

West Sub-region 2.3% 8.7% 14.1% 1.4% 41.4% 2.3% 29.8% 

Source: LTDS 2014-2017 (trip origin borough) 

3.1.2 The southern parts of LB Lambeth and LB Southwark are also highly 

dependent on rail, as there is limited Tube coverage within these boroughs, 

beyond the Central Activities Zone (CAZ) boundary. Similarly, RB Greenwich 

and LB Bexley have higher rail mode share than neighbouring boroughs on 

the opposite side of the river, as Tube and DLR coverage is limited to the 

north western part of RB Greenwich (see Figure 12). 

Figure 12: Rail  and Tube/DLR mode share by borough origin  

   

© Crown copyright and database rights 2019 Ordnance Survey 100035971 

Source: LTDS 2014-2017 
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3.2 National Rail in south London has been developed in a piecemeal way 

3.2.1 The south and south east London rail network consists of the Brighton 

Mainline, South East Mainline, Chatham Mainline associated branch lines. 

Operations are split between two franchises: Thameslink Southern Great 

Northern, which serves the south central network, and Southeastern, which 

serves the south east network. As shown in Figure 13, the south central 

network (in green) intersects the south west network (in red) at Clapham 

Junction and Wimbledon, as well as just outside London at Epsom. 

Figure 13: South and south east London rail network

 

© Crown copyright and database rights 2019 Ordnance Survey 100035971 

3.2.2 In 2017/18, there were 51 million journeys on Southern Metro and 81 million 

journeys on Southeastern Metro services, accounting for 275 million and 578 

million passenger miles respectively.  

3.2.3 Historically south and south east Londonôs heavy rail network was developed 

in a piecemeal way by competing entities. This led to the establishment of 

operational networks which were essentially separate. The piecemeal 

development of the south London rail network means there are limited 

opportunities for interchange between the south central and south east 

networks outside of the central London termini, despite the networks 

intersecting each other at several points (e.g. Brockley). Even within the south 

central network there are points where lines intersect without any interchange 

being provided (e.g. Brighton Mainline and Sutton & Mole Valley line between 

Streatham and Streatham Common). 

3.2.4 This results in large disparities in journey times for trips requiring the use of 

different networks. As shown in Figure 14, it takes longer to travel from 

Catford to Clapham South than to Crayford, despite the latter being nearly 

twice the distance.  
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