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Headline points

�� The Mayor has made available a substantial increase in funding for cycling over the next decade

�� He has indicated in his Mayor’s Vision for Cycling in London how this is to be spent

�� The emphasis is on safe and attractive infrastructure that could be compared with international 
best practice

�� Brent should bid to be the location of a mini-Holland scheme

�� Brent needs to be prepared to reallocate space on main roads to segregated cycle tracks and 
continuous unobstructed cycle lanes with no parking, running inside bus stops

�� Brent needs to be prepared to strategically close rat-run minor roads to through motor traffic to 
create the Quietway network

�� In order to create the Jubilee Line Quietway the Neasden subway will need to be rebuilt to 
make it suitable for cycling (or some other alternative provided) and both roundabouts at 
Neasden will require re-engineering

�� New bridges across railway lines are needed to make the Wembley and Neasden area 
permeable to cyclists and pedestrians

�� Barclays Cycle Superhighways 10 and 11 should be on Harrow Road and the A5 respectively. 
Brent along with TfL and adjacent boroughs should work on these.

�� Brent should go over to 20mph limit on all its roads wherever segregated cycle tracks are not 
provided
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Introduction

The Mayor’s Vision for Cycling in London announced in March has changed the context of cycling 
policy for the boroughs, and the investment envisaged by the Mayor of £900 million over the next 
decade, aimed at achieving a doubling of the cycling modal share in that time, represents a major 
increase in the resources the boroughs will have available to put into cycling. Brent therefore needs 
a new cycling plan for this ten-year time frame and beyond. 

The Mayor’s Vision contains the following elements significant to a Cycling Plan for Brent:

1. Better Barclays Cycle Superhighways “Delivered to much higher standards, closer to 
international best practice” (Vision p. 12)

2. New Quietways Routes created from low-traffic back streets, using filtered permeability 
techniques, and using other spaces, such as parks. “Unlike the old London Cycle Network, 
Quietways will be direct. They will be better-surfaced… They will not give up at the difficult 
places… We will build new cycling and pedestrian bridges across barriers [such as railways] to 
link up Quietway side-street routes… They will stretch far into the suburbs, with both radial and 
orbital routes… Where directness demands the Quietway joins a main road, full segregation and 
direct crossing points will be provided…” (Vision p. 14)

3. “Mini-Hollands” in the suburbs “We will chose between one and three willing Outer London 
boroughs to make into mini-Hollands, with very high spending concentrated on these relatively 
small areas for the greatest possible impact” (Vision p.16)

Of special important to Brent is the £100m funding announced in the Vision document for three 
“mini-Hollands” in Outer London.

It is probably essential for Brent to be able to get a slice of this cash to start to make serious inroads 
into solving the some of the intractable infrastructural barriers, legacies of 19th century waterway 
and railway building and 20th century road building, that make the borough, particularly its central 
part, around Wembley and Neasden, highly impermeable to bicycle journeys. This funding will 
represent, for the chosen boroughs, roughly a one hundred-fold increase in the level of funding 
under the Biking Boroughs programme that Brent previously benefited from. Brent needs therefore 
to be able to put together a compelling case to be the location of one the “mini-Hollands”.

The Biking Borough investment was concentrated on Kensal Green, designated to be Brent’s 
“cycling hub”, and surrounding areas in the south of the borough, where cycling uptake was already 
much higher than in the central and northern areas of the borough. Now that far more serious 
funding for cycling infrastructure is on the horizon, Brent Cyclists proposes that the focus of the 
“mini-Holland” funding should be on the central area of the borough around Wembley and Neasden. 
The reasons for this choice, above other areas of the borough, are:

1. We wish to even-up the uptake in cycling across the borough, offering a more attractive 
environmental incentive to cycling for the communities of Brent away from the existing 
(relatively) high-cycling areas of Kilburn, Queens Park and Kensal Green. Central and north Brent 
have very large non-white populations, particularly Asian, who have a very low uptake of cycling. 
This investment will target these communities.
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2. South Brent is likely to benefit more from other elements of the Mayor’s new strategy, 
specifically, proximity to the central London Bike Grid (Vision p.11), proximity to new Barclays 
Cycle Superhighways 10 and 11, and the Quietways programme of routes on low traffic streets 
and through parks (Vision p.14)

3. Large-scale redevelopment is already planned in Wembley and envisioned in Brent’s Wembley 
Masterplan, with likely reconfiguration of much of the road network anyway. Integrating 
this with development of the mini-Holland here therefore makes enormous sense. The new 
developments will result in a great increase in population density for some previously quite 
low density areas of central Brent, whose transport requirements will be difficult or impossible 
to meet through car use on already overloaded roads and the bus and rail networks. The area 
offers an ideal opportunity therefore to build an exemplar urban cycling environment almost 
from scratch, with the money from TfL supplemented by Community Infrastructure Levy 
funding, Section 106 Agreements, and possibly money from the public health budget that local 
Authorities have become newly responsible for.

4. The new Civic Centre has just been built here, and needs linking up with the rest of the borough 
by cycling and walking routes for the benefit of all employees and residents.

5. It seems unlikely to us that the major infrastructural barriers to cycling and walking in central 
Brent can be addressed without the mini-Holland funding, and these barriers conspire to hold 
down the cycling level in Brent overall to lower levels than many other boroughs.

This Plan will therefore cover the whole borough, but it will be especially concerned with the 
measures needed in the problematic central part of the borough, where we believe investment 
should be concentrated.

Fo suggesting schemes we will for convenience divide the borough into three parts: south, central, 
and north, and then deal with three schemes that should cover more than one of these areas, Cycle 
Superhighway 10, Cycle Superhighway 11, and the Jubilee Line Quietway, and lastly with measures 
needed across the whole borough.
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Part 1 South Brent

Covering Kilburn , Queens Park, Kensal Rise, Kensal Green, Brondesbury Park, 
Harlesden, Willesden, Park Royal

South Brent presents the area of the borough where it will be easiest to increase cycling to really 
high levels because of the proximity to central London and the lack of major infrastructural barriers 
(there are quite a lot of bridges across the railways). However, most of the roads are narrow and 
maze-like, and rat-running traffic on minor roads has not yet been tackled in the way it has in other 
boroughs. The creation of viable cycle routes in most places will depend on removing the rat-runs by 
filtered permeability or by creating new one-way systems for cars only (which will preserve vehicular 
access to all locations but remove some existing through-routes for motor traffic). In doing so, 
decisions will have to be taken on which routes to prioritise for though motor traffic, which routes to 
prioritise for buses, and which routes to prioritise for cycling. At the moment there is too much of a 
mixture of cycling with heavy traffic and buses on narrow roads for cycling to thrive in south Brent. 
South Brent, especially after progress is made with the network, would be a suitable area for the 
extension of the Barclays Cycle Hire system.

1. Bradley Wiggins Way

Our “headline scheme” for South Brent is the Bradley Wiggins Way route that we have already 
discussed with officers. The initial phase of this should be a high-quality segregated cycle track on 
Carlton Vale, as shown in dark blue on the map above. Subsequent phases should extend the route 
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to Kensal Rise in one branch, and to Brondesbury Park and Willesden Green in another branch 
(possible routes shown dotted light blue). These extensions will be on roads that are in most places 
quite busy at present, but are probably not wide enough, in many places, for segregated provision. 
Filtered permeability measures or new one-way working arrangements will be needed to reduce 
traffic to an acceptable level on these routes.

2. North-south links
The main north-south corridors through south Brent are:

A. Willesden Lane (A4003)

B. Brondesbury Park/Salusbury road

C. Chambers Lane/Chamberlayne road

D. Sidmouth Road/All Souls Avenue

E. Hawthone Road/Robson Avenue/ Harlesden Road 

F. Church Road/Greenhill Road/Acton Lane

G. Brentfield Road

H. Abbey Road

Route F is already in part a specific cycle route but needs improving. The others are all corridors 
which are generally open to all traffic. To create a basic network in south Brent several of these 
corridors will need strong bike-priority measures. Willesden Lane and Church Road are both wide 
enough for segregated tracks. The other roads are not, and therefore need choices made about 
which should remain general through-routes, and which should become through routes only for 
bikes (and possibly buses as well, using technology such as car traps or rising bollards). In particular, 
on the eastern side of this area, where there is greatest potential for new bike journeys, a choice 
needs to be made between B) and C). Both should not remain as general mixed-traffic arteries, one 
should be a radically traffic-reduced bike corridor, connecting with Bradley Wiggins Way (and thence 
to central London).

These changes on the smaller roads, particularly those with shops, like Salusbury Road and 
Chamberlayne Road, would be controversial, and require strong buy-in from local residents, groups 
and businesses, who will need to be convinced that lower-traffic streets will be beneficial for them. 
The politically-easier changes may be the installation of cycle tracks on the wider roads, Willesden 
Lane and Church Road. These however will be expensive, as requiring general rearrangement of 
streetscape and street furniture.
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3. Grand Union Canal
The canal has potential to be a more useful and serious E-W corridor in south Brent and adjacent 
boroughs. Work should be pursued with the Canal and River Trust to remove barriers, to improve 
the towpath surface, to widen the towpath, if necessary by acquiring land, to improve capacity and 
clearance under bridges, and to improve connections with the roads and other routes. Conflict with 
other uses of the canal (walking, fishing, mooring) arises because of lack of capacity of the corridor, 
therefore the capacity issue needs addressing. Creation of Cycle Superhighway 10 along Harrow 
Road (as Brent Cyclists propose) would take some of the cycling pressure off the canal towpath, but 
actually both corridors are needed as they are on different sides of the West Coast Main Line west of 
Kensal Green, with few crossing points.

Between Acton Lane and Abbey Road there would appear to be potential to create an on-road 
alternative to the canal via Waxlow Road and the Premier Park industrial estate. This would link up 
to Ealing road via the Abbey Road cycle bridge and Beresford Avenue / Mount Pleasant.
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Part 2 Central Brent

Covering Cricklewood, Dollis Hill, Neasden, Wembley, Alperton and Sudbury

This is the most challenging area of Brent to make cycle-friendly because of the physical severance 
of desire-lines by the North Circular Road and associated traffic systems, the reservoir, the River 
Brent and Canal Feeder, with inadequate crossing-points, the North London freight line, and the 
Chiltern, Metropolitan, and West Coast Main Lines, with very few crossing points which are all (with 
the exception of Taylor’s Lane under the freight line and the pedestrian bridge in Gladstone Park) 
main roads.

Dealing with mid-Brent will require a combination of the capital-intensive construction of 
completely new links, significant changes to the engineering of main road junctions, and significant 
changes to main roads, including in places compulsory purchase to create more road width for 
the installation of cycle facilities. This is why the mini-Holland funding is really required for mid-
Brent. Fortunately the major redevelopment envisaged in the Wembley Area Masterplan offers the 
opportunity for much of this to be done as part of that overall programme.

Infrastructure barriers in Central Brent
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The map above shows the infrastructure barriers as red lines. These are:

A. The North Circular Road, A406, with existing legal crossing points for cyclists numbered:

1. Neasden junction

2. Brentfield Road / Drury Way

3. Brentfield / Harrow Road

4. Stonebridge / Abbey Road cycle bridge

5. Grand Union Canal aqueduct

B. The North London freight line (FL), Taylors Lane crossing marked as T

C. The River Brent (Br), crossing points marked as

�� NLN: Neasden Lane North / Blackbird Hill (Kingsbury Bridge)

�� BC: Path off Bridge Close

�� GCW: Great Central Way

�� BRP: Pedestrian bridges in the Brent River Park

D. The Metropolitan Line (M), with only crossing points at:

�� Dudden Hill Lane

�� Neasden Lane

�� North Circular Road

�� Bridge road

�� Forty Avenue

E. The Chiltern Line (Ch), with only crossing points at:

�� Great Central Way

�� Brent River Park

�� Wembley Hill Road

�� Park Lane and others further west

F. The West coast Main Line (W) with only crossing points at:

�� Acton Lane

�� North Circular road

�� High road

�� East Lane
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The plan required to tackle these barriers to link the communities of mid-Brent with practical cycling 
and walking routes will be a major piece of work in itself. Brent Cyclists’ suggestions for priority 
changes needed in Wembley and Neasden are as follows:

A. Alterations to the Neasden north and south roundabouts, to the cycle / pedestrian underpass 
at Neasden (or complete replacement) and to Dudden Hill Lane, Neasden Lane North and 
Blackbird Hill to create a viable cycle route to Wembley Park and the north of the borough, from 
the south and from central London. This will be discussed later under the heading “Jubilee Line 
Quietway”. This will be a completion of a Quietway using main roads and needs to be entirely 
segregated. This is a very large scheme in itself.

B. A new link between Wembley park and Neasden spanning, or going under, the Metropolitan 
Line to fill in the long gap between the North Circular Road and Bridge Road crossings. This 
already features in the Wembley Area Masterplan, but needs to be a priority step, completed 
before extensive redevelopment.

C. A new link across the Chiltern Line between Wembley Park and the Harrow Road area, at 
Sherrans Farm Open Space

D. Extension and improvement of the cycle route on the Brent River Path in both directions. At the 
north end, quality links to both new crossing A) above and to Bridge Road via North End Road. 
At the south end, an improved, more efficient crossing of Harrow Road and an improved, safer 
linkage to the Stonebridge / Abbey Road cycle bridge.

E. Segregated cycle tracks along Forty Avenue and East Lane, or, where there is insufficient width, 
mandatory cycle lanes with removal of all parking.

F. Prioritisation of cycling, walking and buses on Ealing road by removing the north-south through-
route for cars, forcing them to use Bridgewater Road instead, which is a more suitable route.

G. Closing the through-route via St Johns Road and Llanover Road to cars to create a bike priority 
route parallel to the West Coast Main Line, and opening up a route through the North Wembley 
Industrial Estate from there to Windermere Avenue, with appropriate crossing facilities at East 
Lane, to extend this route northwards.

H. Linking Neasden Recreation Ground with Welsh Harp Open Space with a new path built in 
collaboration with the Canal and River Trust (who control the reservoir) which would either use 
the dam or a new bridge across the Brent. This should also, with the cooperation in addition of 
Barnet council, become part of a circular leisure cycling and walking route all round the reservoir. 
Brent Cyclists have already suggested several detailed options for this scheme.

I. Replacing one or both of the spiral pedestrian footbridges across the North Circular Road at 
Kenwyn Avenue and the St Raphaels Estate with wide cycling and walking bridges with long, 
straight ramps. There is enough space in both these locations for this. These bridges must be 
connected with good, wide paths to the minor roads at either end.
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Drive footbridge across North Circular needs replacing with a 
cycle and foot bridge. Bridge at St Raphael’s estate is similar.
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Neasden subway: this is not an acceptable cycle 
crossing either. It probably needs complete 
reconstruction, together with large changes to 
the roads leading up to it.

Neasden Junction: this is not an acceptable or 
possible crossing of the North Circular for cyclists
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The Tony Carter bridge for cyclists and pedestrians spanning the railway lines at Cambridge, 
built in 1989, at the time the longest covered cycle bridge in the world. We probably need two 
interventions of this character and scale in mid-Brent, one for the Metropolitan line between 
Neasden and Wembley Park, and one for the West coast Main Line at Wembley Brook.

The East Lane bridge is typical of the main road bridges across the railways in 
central Brent. It is laid out to encourage speed and is an intimidating cycling 
environment with the railings and high Titan kerbing. This and other such crossings 
need segregated cycle tracks. Space can be gained by removing central hatching.
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Cricklewood and Dollis Hill area

This area is somewhat different to the rest of mid-Brent, being south of the North Circular. It has 
no main road apart from the A5 (treated later), and Chichele Road / Walm Lane (A407). It includes 
Gladstone Park.

A recent scheme for the A407 proposed discontinuous advisory cycle lanes. This is inadequate, 
the road is sufficiently busy to require segregated provision where there is space, going down to 
continuous mandatory lanes with no parking where the road narrows. This is an important corridor 
linking to Willesden Green tube station where many people might leave bikes rather than cycling to 
central London.

Gladstone Park requires regularised cycle routes (cycling is not currently legal throughout the day) 
between Kendal road, Olive Road, Parkside, Dollis Hill Lane and Mulgrave Road, with good links to 
the roads.

The minor E-W through-routes through this area are Kendal Road / Anson Road / Melrose Avenue, 
Dollis Hill lane, and Tanfield avenue / Crest Road / Oxgate Lane. These all act as rat-runs at present. 
At least one of them should be selected as a priority cycle route and closed as a motor-traffic 
through route.
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Part 3 North Brent

Covering Kingsbury, Queensbury, Kenton and Preston

This is the lowest-cycling area of Brent at present (down to 0.5% of work journeys in Kenton Ward). 
Car ownership and use is very high, and it is unrealistic to expect many journeys to central London 
by bike from these suburbs. Rather, policy should centre on creating good links between local town 
centres (both those in Brent and across to Harrow and Barnet) and to stations, and routes to schools 
and leisure facilities. The main roads, Kingsbury Road, Kenton Road, and Honeypot Lane are mostly 
wide enough for fully-segregated cycle tracks, which they need because of the high speeds and 
volumes of traffic. Fryent Way can be bypassed by creating cycle paths adjacent in Fryent Country 
Park, and the southern part of Salmon Street, continuing the same route further south, is also wide 
enough for segregation. Small roads where they are useful through-routes tend to be long rat-
runs, and, as in other parts of the borough, the closure of some of these as motor through routes is 
necessary.

The priority schemes we suggest in North Brent are as follows:

A. A N-S route from Blackbird Cross on the A4140 via Salmon Street, Fryent Way, and Honeypot 
Lane. Segregated cycle tracks or mandatory cycle lanes with no parking all the way are needed. 
On Fryent Way there is the obvious opportunity to create cycle paths between the existing 
road and footpaths, and this could be the first part of the scheme. This route requires the 
collaboration of Harrow in Honeypot Lane, and it should be taken by Harrow all the way to 
Stanmore. Kingsbury Circle is currently a dangerous interruption on this route and needs either 
signalising or replacing with a Dutch-style roundabout (which TfL is currently experimenting 
with at the Transport Research laboratory in Berkshire).

B. An E-W route on the A4006 (Kingsbury road and Kenton Road). These roads are wide enough for 
general segregation if the whole width of the road is redesigned. This requires the co-operation 
of Harrow on Kenton Road, and the route should link to Harrow town centre. Radical changes to 
the very dangerous Northwick Park roundabout (shared with Harrow) would be necessary, with 
cycle tracks on the roundabout, and signalisation.

C. A new cycle path through West Hendon Playing Fields, N-S, along the Brent-Barnet boundary 
(to link with B) above) and with the existing path through Welsh Harp Open Space and to Birchen 
Grove, linking with the Jubilee Line route (see later).

D. The LCN route on Draycott Avenue, Windermere Avenue and Grasmere Avenue needs cutting as 
a through-route for cars.

E. A N-S route from Burnt Oak to Wembley is needed. Slough Lane /Salmon Street is already 
low-traffic due to aggressive traffic-calming, it being easier for cars to use Church Lane for that 
stretch, but the northern continuation in Roe Green and Stag Lane is too busy. The Stag Lane / 
Roe Green route needs cutting for motor through-traffic (buses could be allowed). The general 
traffic on this route should be on the A5 and A4006.

F. An E-W route from Colindale to Queensbury via Holmstall Avenue and Beverley Drive is needed. 
Beverley Drive is wide enough for segregated cycle tracks.
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G. Cycling in Roe Green Park needs regularising, with widened paths and a proper link to the road 
at the Roe Green / Kingsbury Road junction.

H. Church Lane (B454) is an important link road between Kingsbury and Neasden, but is hostile 
to cycling because of high vehicle speeds combined with chicaines created by traffic islands 
and intermittent parking. The islands and hatching should be removed and replaced by zebra 
crossings, and on-street parking should be removed and replaced with cycle lanes or tracks.

I. Old Church Lane (which has one of the better cycle facilities in Brent, a two-way track at its 
western end already) serves no function in the traffic system and should be closed to motor 
traffic. It is a cut-through for traffic turning left on to Blackbird Hill, but traffic can make that turn 
from Tudor Gardens.

Northwick Park roundabout is a major barrier which needs 
reconfiguring at surface level. As it acts also as a bridge 
over the Metropolitan line the subways do not allow for 
most desired journeys so cannot solve the problem.
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Old Church Lane with cycle track. There is no 
reason for the road to be a through-route for cars 
at all as it serves no function.

Fryent Way has space for cycle paths between the 
lighting columns and the footpath on both sides. 
This is a very “easy win” for modest investment.
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Part 4 Schemes covering  
 more than one area

1. Barclays Cycle Superhighway 10
Brent Cyclists has proposed this should follow Harrow Road, the A404, as far as Sudbury. With other 
LCC groups we have already studied the scope for this. The Mayor’s Vision intimates that the Cycle 
Superhighways will henceforth be constructed to a very high standard. On Harrow Road this will 
mean segregated tracks where there is space, or mandatory cycle lanes with no parking. Bus stops 
need to be on islands so the cycle flow can pass behind stopped buses without interruption (TfL are 
already implementing this design on the CS 2 extension in Bow).

2. Barclays Cycle Superhighway 11
Brent Cyclists and Camden Cyclists now believe that the best route for Cycle Superhighway 11 would 
be on the A5 corridor. The A5 is the most obvious and direct route for cycling between the West 
End and large areas of north-west London, and beyond to Hertfordshire.The best solution for the 
A5 in the Camden and South Brent section would be to close it as a general motor through-route 
through Kilburn (but allow buses through). There are otherwise severe capacity problems stemming 
from the narrow section of Kilburn High Road between Kilburn Bridge and Willesden Lane, which 
has big issues of obstruction from both parking and the servicing of the large number of small 
businesses. We note the road actually was closed to all traffic for about 6 months, a few years ago 
for rebuilding of Kilburn Bridge, and people and traffic adapted to that situation, the shopping 
environment in Kilburn High Road was greatly improved, and the shops did very well. The traffic that 
was using Kilburn High Road as a through-route either was displaced to the A41, or evaporated. This 
experience should give local politicians the courage to make such an arrangement permanent. If 
the A41 is prioritised as the main artery to the NW from central London for private motor traffic and 
coaches, then the A5 could be prioritised for buses and cyclists.

Short of this admittedly radical step, other measures could improve the A5 corridor. In Kilburn 
High Road loading and parking could be much better regulated. North of Shoot Up Hill the A5 is 
frequently wide enough for segregated cycle tracks, particularly north of Staples corner. These 
would require the co-operation of Barnet. The principal change that is needed is a safe method of 
cycling through Stapes Corner West. We consider that this should be done at the lower level (not the 
A5 flyover level) using cycle tracks leading to signalised cycle-specific crossings of the two branches 
of the North Circular Road on either side. This would be a similar solution to the one TfL is currently 
trialling at Bow roundabout (but not identical).

3. Jubilee Line Quietway
At the Launch of the Cycling Vision in March, the Cycling commissioner Andrew Gilligan specifically 
mentioned that one of the Quietways would be a “Jubilee Line Route” roughly parallel to that 
Underground line from central London to Wembley. We therefore need a plan for how to 
implement this.
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Brent and Camden Cyclists’ proposal is that, in Westminster and Camden, this should run north from 
Marylebone via Lisson Grove, Abbey Road, Priory Road, West End Lane, Iverson Road and Maygrove 
Road. Some of these roads will need major traffic-reduction measures to make them “quiet” 
enough, but all other alternatives are either main roads, or too indirect.

The route would enter Brent at Christchurch Avenue (by Kilburn Station) and follow the existing 
LCN route on Chatsworth road, St Paul’s Avenue, and Chapter road. Chatsworth Road is good as 
it stands because of the mode filter between Walm Lane and Lydford Road, but Chapter Road is 
unsatisfactory, and needs through traffic-removing. (An alternative possible routing via Gladstone 
Park, Dollis Hill, the Kenwyn Avenue bridge, and the reservoir bypass (proposed above) we have 
rejected as being too hilly.)

From the west end of Chapter Road (by Dollis Hill Station) there is no possible route to Wembley 
on minor roads approximately parallel to the Jubilee Line, and the route will need to go on to the 
A4088 Dudden Hill Lane. This needs cycle tracks. At the Neasden south roundabout new signals will 
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be needed to take the cycle route across to the central island (The Grange island) and then across 
the other side of the roundabout to Neasden Lane (the shopping centre). (An alternative scheme 
that we also consider is complete removal of the Neasden south traffic gyratory system.) To cross 
the North Circular, as mentioned in Part 2 of this document, the Neasden pedestrian/cycle subway, 
never designed as a cycle facility, probably needs completely reconstructing.

From the north end of the subway a two-way cycle track should be constructed on the east side of 
Neasden Lane North (there is the space available). This may switch to two 1-way cycle tracks north 
of Aylesbury Street, taking the northbound flow across the road on a signalised crossing. To make 
the required space on Neasden Lane North and Blackbird Hill, land-take may be required, reducing 
curtilages (a lot of valuable space in Blackbird Hill is occupied by the display of a car retailer and the 
car park of Lidl at present), and Kingsbury Bridge may need widening to fit in cycle tracks plus the 
existing two lanes of traffic in both directions. If a lane of traffic could be removed, then widening 
and land-take could be avoided.

Another possible alignment of the Quietway (shown on our map) avoids both Chapter Road and 
Dudden Hill Lane by going through Gladstone Park. It then needs to use Dollis Hill Lane, which is 
a bad rat run, which would have to be closed off to through motor traffic. This meets the Neasden 
south roundabout, as the option via Dudden Hill Lane does. But the Dudden Hill Lane route 
is required anyway as the most direct route from Neasden to Willesden, so we don’t think the 
Gladstone Park route can really substitute for this.

In the final section to Wembley Park the route can regain the character of a “Quietway” by going 
via Barnhill Road, Bowater Road and Chalkhill Road. Alternatively, if the new link across the 
Metropolitan Line, mentioned in Part 2, is built by this time, the route will link to this. Cycle tracks 
would however be required all the way up Blackbird Hill to meet with the route to Kingsbury via 
Salmon Street (mentioned in Part 3).

We also considered a routing for the Quietway via Aylesbury Street and the tiny bridge across the 
Brent adjacent to Bridge Close. This route avoids the problems around Kingsbury Bridge, but the 
paths are too fiddly, narrow and obscure, with poor sense of social safety. And, as mentioned above, 
work at Kingsbury Bridge is necessary anyway to carry a route to the north of the borough.
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Option for 
treatment of the 
Neasden south 
roundabout. One-
way cycle tracks 
(pink) carry the 
route between 
Dudden Hill Lane 
and Neasden Lane 
with new signalised 
crossings required 
at A and B. Space 
can be taken out of 
the Grange island 
for the northbound 
track.

Another option for 
the treatment of 
the Neasden south 
roundabout. Road 
closures installed at 
the black lines and 
two way working 
on the south, west 
and north sides of 
the roundabout. 
The space on 
the east side of 
the roundabout 
is reclaimed 
for cyclists and 
pedestrians. A 
new signal is still 
required at A to get 
the northbound 
track across the 
motor flow (but not 
at Neasden Lane as 
traffic flow would 
be low there).
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Chapter Road already provides an LCN link parallel to part of the 
Jubilee Line, but it’s got far too many cars on it and cyclists get 
squeezed, intimidated and obstructed in the tight parked-up space. It 
needs closing as a motor through-route to work as a cycle route. 

Treatment of the 
traffic system on 
the NW side of 
the North Circular 
Road. The cycle 
route emerges from 
a reconstructed 
subway on to a 
two-way track 
on the NE side 
of Neasden Lane 
North. Space for 
this exists as the 
photo below shows. 
This track converts 
to two one-way 
tracks at Aboyne 
Road, where the 
northbound flow 
is taken across a 
signalised crossing 
(there is already a 
pedestrian crossing 
at this point).
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Wasted space exists on Neasden Lane North which could be allocated 
to a two-way cycle track to take the route from the subway north past 
the Neasden northern roundabout 
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Part 5 General pro-cycling measures 
 needed across the whole borough

1. A 20mph speed limit on all roads apart from the North Circular Road and main roads where 
segregated cycle track can be supplied. Islington has already introduced such a measure and 
Camden has just consulted on borough-wide 20mph, with the council minded to implement it. 
Brent should follow suit now.

2. Exceptions to all minor one-way roads (two-way cycling on all minor one-way roads). DfT 
regulations now mean this is possible with only minimal signage and no physical changes to 
the roads. Such contraflows have already been introduced extensively by other boroughs, 
particularly Camden in West Hampstead, Kings Cross and Fitzrovia. This is only appropriate to 
small roads. Busier one way sections, as in arms of gyratory systems, e.g. at Neasden junction 
and Harlesden town centre, will need segregated cycle tracks. 

3. Adoption of the best safety standards for council owned or leased HGVs, and those of 
contractors working for the council. This is a requirement set out in the Mayor’s Vision for 
boroughs to receive cycle funding (Vision p 21). 

4. Adequate and convenient cycle parking at shopping areas, stations, and other trip attractors. 
Access to cycle parking needs to be considered so it is always safe to cycle from the road or 
the cycle path to the cycle parking without cutting across the path of other vehicles, such as 
stopping buses.

5. The Barclays Cycle Hire system could usefully be extended to south Brent, and we should aim 
for this to happen by 2018. If it is successful in south Brent, and if the significant infrastructure 
improvements outlined above for the rest of the borough make good progress, extending it other 
parts of the borough in the 10-year time-frame could be considered. But we regard hire bikes as 
a low priority as we consider that in the suburban parts of Brent people are much more likely to 
want to use their own bikes, and improvements to the roads are far more important therefore.

6. Cycle training should be made the norm for all children to experience in school at some stage. 
The availability of training for adults should be better-promoted.

7. Consideration of cycling infrastructure possibilities needs to be an automatic part of the 
planning process for all developments. Spatial planning should identify the corridors needed for 
cycle routes and proactively use the planning process to develop them.

8. There needs to be an end to the practice of narrowing carriageways on main roads without 
providing dedicated space for cycling. We have seen such narrowing on Station Road, Harlesden, 
and further such narrowing is proposed on Kenton Road, Dudden Hill Lane, and Ealing Road. 
Such schemes are disastrous for cycling, where carriageways are narrowed to 3.0 to 3.5m wide, 
allowing no-where for cyclists to go. If roads are to be narrowed to reduce speed, opposing 
traffic streams should be brought close together, not separated by islands and hatchings, and 
cyclists should have protected space (see diagram below).

9. Traffic calming in general must not be built in such a way that it squeezes cyclists into close 
proximity with motor vehicles (e.g. pinch points, gates, constrictions). Cyclists need bypasses. 
Old infrastructure that does not allow this needs a programme for replacement.
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Traffic-calming pinch point in minor road 
in Wembley that is very hostile for cycling




