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EXECUTIVE SUMMARY

More people are riding bikes and walking around Miami
Beach than ever before. From the advent of CitiBike, to
having one of the most robust bicycle scenes in South
Florida, active transportation plays a key role in the life of
Beach residents and visitors. As the data in the following
pages shows, a third of people on Miami Beach at any
one time are riding, walking or taking transit; a statistic that
requires a robust policy change.

Every great plan has a strong vision behind it, along with
the consensus of staff, elected officials, and residents. Key to
implementing this plan will be the development of low stress,
safe and convenient bicycle and pedestrian streets that will
encourage bicycling and walking, enhance the environment
and improve public health and quality of life.

This document, and the process that created it, mark a shift
in the priorities of city leaders and staff toward a balanced
transportation network. One that elevates human based
modes - bicycling, walking and taking transit - as viable
forms of transportation for a majority of city residents.

Approximately 45% of City residents, commuters, and
tourists currently walk, bike or use transit as their primary
means of transportation. This is a substantial percentage of
the population whose transportation needs are addressed
by the policies and designs in this report and in the 2015
Transportation Master Plan (TMP).

The projects and implementation strategy shared within
reflect the desire of the Mayor, City Commission, and City
Manager and Staff to increase the proportion of city residents
who walk and bike as their main form of transportation from

19% today up to 26% in 2020, and 32% in 2035.

The Bicycle Network Plan in the pages that follow includes
over 20 Miles of new and improved bikeways. The plan is
has been divided into three distinct categories of projects
that will provide for significantly improved bicycle and
pedestrian safety and access, and addresses connectivity
neighborhood by neighborhood.

Each category of projects builds on previous efforts and tries
to improve bicycle access incrementally with the goal of
increasing bicycle and pedestrian modeshare, while having
a longer term view of improvements to the network as
funding and conditions permit. The three categories are:

CATEGORY 1 PROJECTS, AKA “FILLING
IN THE GAPS,” projects that provide short
term improvements to the existing network. These
projects fill in gaps within the existing bicycle
network over the next five years.

CATEGORY 2 PROJECTS, AKA
“IMPROVEMENTS TO EXISTING,” are
improvements that can be made to the existing
bikeway network (as identified in this report).

CATEGORY 3 PROJECTS are those that will
require extensive changes, and which may require
significant political will and further study to pursue.
These projects may be desirable in their impact on
bicycle modeshare, but their political / financial
feasibility requires further study.

The 20 year plan envisions a network of protected bike
lanes on major corridors, and a network of greenways
on residential streets. Existing bike lanes and sharrows
on major corridors should be converted into protected
bicycle facilities, and critical connections at 71 Street,
63 Street, 51 Street, and Alton at Chase Ave should be
made. Major interventions in the plan occur on state
or county roads, where the volume of traffic is above
25,000 ADT or the speed above 35 mph.

Critical regional connections at the MacArthur Causeway,
the Venetian Causeway, the Julia Tutle and the JFK
Causeway all require investments in separate bicycle
and pedestrian infrastructure to accommodate inter-city
regional travel between Miami Beach and mainland
Miami.

Notable in the long term plan is a synthesis with potential
rail linkages on 5 Street and Washington. These
investments in rail transit infrastructure along with the
improvements shown here will lead to the 14% bicycle
mode share by 2035 (A 9% increase over 20 years.)

While these plans cannot predict changes in political
climate, costs, or other factors that may impact the
order in which these projects are done, city leaders are
encouraged to go beyond the recommendations of this
report whenever possible. Decision makers should allow
for a flexible and aggressive implementation strategy
than what is shown on these maps if conditions allow.






SETTING A VISION

More people are riding bikes and walking around Miami Beach than ever before. From the advent of
CitiBike, to having one of the most robust bicycle scenes in South Florida, active transportation plays a
key role in the life of Beach residents and visitors. As the data in the following pages shows, a third of
people on Miami Beach at any one time are riding, walking or taking transit; a statistic that requires a
robust policy change.

Every great plan has a strong vision behind it, along with the consensus of staff, elected officials, and
residents. Key to implementing this plan will be the development of low stress, safe and convenient
bicycle and pedestrian streets that will encourage bicycling and walking, enhance the environment and
improve public health and quality of life.

This document, and the process that created it, mark a shift in the priorities of city leaders and staff
toward a balanced transportation network. One that elevates human based modes - bicycling, walking
and taking transit - as viable forms of transportation for a majority of city residents.

To that end this report starts with a statement of vision and guiding principals and policy action items
(Chapter 1), followed by a discussion of our data collection process (Chapter 2), culminating in the
description of three phases in the development of the bicycle network (Chapter 3) and a street level
analysis that shows how key intersections and roadways can be redesigned to prioritize bicyclists and
pedestrians (Chapter 4). All of which will ne reinforced by a robust appendix with more information
regarding crash data, implementation analysis, and calibrated street sections (Chapter 6).

VISION. GOALS & POLICIES



SETTING GOALS

The plan in these pages seeks as its main goal
to increase the number of people who safely
bike and walk around Miami Beach.

Through research shared on the adjacent
page we have estimated Miami Beach’s
travel mode split. These numbers show how
residents and tourists today travel around
Miami Beach right now. Approximately
45% of City residents, commuters, and
tourists currently walk, bike or use transit as
their primary means of transportation. This is
a substantial percentage of the population
whose transportation needs are addressed
by the policies and designs in this report and
in the 2015 Transportation Master Plan (TMP).

The projects and implementation strategy
shared within reflect the desire of the Mayor,
City Commission, and City Manager and Staff
to increase the proportion of city residents
who walk and bike as their main form of
transportation from 19% today up to 26%
in 2020, and 32% in 2035.

To achieve these goals, we have made basic
assumptions about the relationship of mode
share to the bicycle and pedestrian network
density, the potential development of a rail
connection between mainland Miami and
Miami Beach, and the continued increase
countywide of non-motorized transportation.

These goals place Miami Beach at the forefront
of 21 Century transportation planning in
Miami-Dade County, and will propel Miami
Beach into a national leadership position with
regard to transportation.

CURRENT 20% Bike/Ped
MODE 5% Bike
SPLIT 15% Ped

26% Bike/Ped
9% Bike
11% Ped

' 2035 32% Bike/Ped
— MODE 14% Bike
88T SPUT 18% Pel



We researched Miami-Dade Transit routes within the city, City
sponsored circulators, the 2014 Miami Beach Community
Satisfaction Survey, the 2008-2013 American Community Survey,
2010 Census data, and other related demographic studies to
establish a baseline view of how people move around Miami
Beach today.

Among other details, the data shown to the right, indicates:

e An estimated 122,000 people are on Miami Beach on any
given day.

* 29% of residents do not use cars as their daily form
of transportation.

e Over half of the population of South Beach is on
foot at any given time.

*  When we factored in tourists, 45% of the daily
population of Miami beach does not have a car. A
good reason to invest in better infrastructure.

e 36% of the population on any given day is taking
transit.

These facts should come as no surprise to Miami Beach residents
or visitors. Elected officials, staff, and regional stakeholders should
view this data as a clear mandate to prioritize pedestrians and
bicyclists in the design of city streets.
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SETTING GOALS
CALCULATING BASELINE

Total Population: 87,779
8.7 Sq Mi.
12.6 Million
Est Daily Tourists:® 34,500

Est. Daily Commuters:

Total Area:

Est. Annual Tourists: ¢

Total Daily Population:

Total Daily Transit
Ridership:

Percentage of Tourists
who rented cars:

Estimated Percentage
of non-car tourists:

Modes of Transportation to Work:T

Total working 48,761
population

Car/Truck/Van

(Drove alone)™”

Walk 14% (6,724)
Public Transit 10% (4,837)
Bicycle 5% (2,452)
Other 4% (1,941)

59% (28,969)

2010 U.S. Census

Estimated number of visitors spending
at least 1 night - Greater Miami
Convention & Visitors Bureau “2010
Greater Miami and Beaches Visitor
Industry Overview”

2009-2013 American Community
Survey, “Means of Transportation fo
Work by Age”

According to the 2009 - 2013
American Community Survey, 14%
(4,063) of those traveling by Car,
Truck or Van carpooled.




How CAN WE MEASURE THE SUCCESS OF THIS
PLAN?

Traditionally, the success of streets has been measured
through the efficiency in which goods and services
are moved through out the network.

This plan uses as its main metric of success an increase
in the number of people who bike and walk.

Tripling the bicycle modeshare over the next thirty
years will mean that we need to make significant
changes to our infrastructure design and policy in the
years to come. While we do not yet have the ability
to track bicycle or pedestrian mode share in real
time, we can collect important data points that will
help us estimate the potential impact of the projects
proposed in this plan in the hopes of better informing
implementation of the plan.

The plan will rely on two important metrics that will
begin to help staff and stakeholders understand how
investments made in infrastructure will translate to
modeshare gains.

The first is the percentage of the total street
network that has some designated bicycle
facility, either protected or unprotected. Research
shows that cities can achieve a basic level of bicycle
modeshare of X% if the ratio of bicycle facility lane
miles to total lane miles exceeds .2. That means that
if over 20% of the street network has bicycle facilities

then the bicycle modeshare will be in the range of up
to 5-6%

Improvements in policy, including items listed in
the following pages, can help further solidify and
marginally increase this number, but to reach double
digit gains in bicycle ridership envisioned in this
report will involve the expansion of protected lanes
around the city. A second metric, the percentage
of the bicycle network that is low stress, will
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determine how much more bicycle mode share the city
achieves.

By looking at other comparable cities, like Santa
Monica and Key West, we can derive ratios for each
of these metrics that will allow us to determine the
impact of a particular project.

Other important, and measurable data that can tell us
if the plan is working include:

® Decrease in street fatalities and injuries for all age
groups.

* Increase in transit ridership

e The number of trips by walking, cycling, and transit
increases.

e Vehicle travel is reduced.

® Prevailing speeds of vehicles on local streets
decrease.

e Street water runoff is reduced.

e Retail sales and tourism increase.

e Resident satisfaction increases.
e Tenant retention increases.

* Traffic congestion is greatly reduced.




Achieving these mode split goals will mean designing
and building bicycle facilities that people will use.
Understanding the types of facilities that people feel
comfortable and safe using will help implement a
practical plan. Research suggests that most people fit into
four broad categories when it comes to their relationship
to bicycling (and subsequent preferences for bicycle

facility type).

A general description of each type along with typical
bicycle facilities appropriate for each are described
below and in the pages that follow. Our approach seeks to
appeal to the Type 3 riders on major roads with protected
facilities, in addition to the traditional approaches that
place on-street facilities for Type 1 and 2 riders.

Type 1: STRONG AND FEARLESS

Experienced riders who bike regularly;

More likely to use bicycles to complete longer trips;
Commuters, racers, messengers, recreational cyclist;
Prefer route that provides direct access to destination;
Comfortable sharing roadway with vehicular traffic;
More aware of traffic rules as they relate to bicycles;
More likely to prefer wide outside curb lanes ;
Preferred Facility Type: roadway shoulder, travel
lane

Type 2: ENTHUSED AND CONFIDENT

e Skilled bicyclist who bike with varying regularity;

* More likely to use bicycling to complete a part of a
trip (e.g. origin to bus stop and bus);

Prefer low-speed, low traffic routes;

Likely to use sidewalks;

Prefer separation from vehicular traffic;

Preferred Facility Type: designated on- or off-
road bicycle facilities depending on speed and
volume.

Type 3: INTERESTED BUT CONCERNED

® Beginner bicyclist; may not have bicycled for a long
time;

*  Would bicycle more with low stress routes that may
not provide direct access;

e Likely to use sidewalks, prefer separation from cars;

* Preferred Facility Type: off- road bicycle facilities
(shared path, protected bike lane)

To help communicate the need to accommodate the most
vulnerable users, Street Plans helps stakeholders visualize
Roger Geller's oftcited framework for bicycle planning
and design.

Bicycte Faciuty CRITERIA

Choosing the right type of bicycle facility for a
given route involves understanding the volume,
speed and street type as well as a consideration
of the desired rider demographic. Here are
general guidelines for the design and placement
of bicycle routes. *

For Streets Below 25 mph and 7 - 10,000 ADT:

® Bicycle Boulevard
® Bike Lane
® Offroad Greenway

For Streets Between 25 mph and 35 mph,
10- 18,000 ADT:
® Bike Lane

e Offroad Greenway
e Shared use path

For Streets Between 35 mph and above, over
20,000 ADT:

e Offstreet Greenway

e Shared use path

® Protected bike lane

On streets over 35 mph and 20,000 ADT,
protected facilities are recommended as these
are safety thresholds. The average bicyclists feel
the greatest safety and comfort while driving on
the road where traffic travels under 40 mph.

* http://nacto.org/cities-for-cycling/design-guide/




The goals and accompanying policy recommendations in this section
are divided into eight categories. Partially based on the League
of American Bicyclists’ “Five E's”, together with some practical
implementation needs. The categories are:

Engineering
Encouragement
Education
Enforcement
Equity

Funding
Implementation
Evaluation

The goals and policy changes proposed herein contain as their core
ethos the following principles:

Design for all ages, physical abilities, or income levels

Encourage people to travel by walking, bicycling, and transit,
and to drive less

Foster commerce and promote the economic well-being of both
businesses and residents

Reduce energy consumption, greenhouse gas emissions and
other air pollution

Acknowledges that streets are civic space with a social function
that connects people through everyday interaction.

Involve the community in shared responsibility for street design
Create inviting places with engaging architecture, street
furniture, landscaping, and public art that reflect the diversity
and cultures of the city of Miami Beach.

Encourage active and healthy lifestyles

Integrate environmental stewardship, water management,
energy conservation, and preservation of plant life

Enhance the safety and security of streets, from both a traffic and
personal perspective

Create livable neighborhoods

Reduce street water runoff and pollution, and maximize infiltration
and reuse of storm water
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The walking school bus program encour-
ages biking and walking to school with
one or more adults.

Parklets are a way to enhance the pedes-
trian realm

The walking school bus program encour-
ages biking and walking to school with
one or more adults.



GoAL 1: ENGINEERING - PROVIDE A CITYWIDE NETWORK OF SAFE,
CONVENIENT AND ACCESSIBLE BICYCLE AND PEDESTRIAN FACILITIES
FOR ALL USERS.

ActioN 1.1: Aport A GoaL oF DeveLorING 80% OF THE
STREET NETWORK WITH BicycLE FACILITIES

Increasing the number of lane miles of bicycle facilities
around the city is an important step in increasing the
number of people who bike around.

AcTiON 1.2: ENSURE THAT THE CITYWIDE BICYCLE NETWORK
ADDRESSES THE NEEDS OF DIFFERENT TYPES OF USERS FROM
EXPERIENCED CYCLISTS ON ARTERIAL ROADWAYS TO LOW STRESS
ROUTES ON LOCAL ROADS.

ActioN 1.3: ESTABLISH A MAINTENANCE PROGRAM AND
STANDARDS THAT ENSURE SAFE AND USABLE BICYCLE AND
PEDESTRIAN FACILITIES,

AcTioN 1.4: STRIVE TO PROVIDE AMENITIES FACILITIES

Such as bicycle parking and storage, lighting,
landscaping, signing, pavement marking, signalization
and seating to improve the utility and comfort of
bicyclists and pedestrians.

ActionN 1.5: ImprovE WAYFINDING AND  VISIBILITY

The strategic design and location of route signs will
do much to improve the visibility of the city’s bicycle
network. Such signs should be placed in highly
conspicuous places like downtown, highly transited
areas, and neighborhood centers. In addition, signs and
maps should be located at bicycle shops, transit stations
and bicycle parking shelters.

AcTtioN 1.6: Aport A “VisioN 0” poLicY

GoAL 2: ENCOURAGEMENT - PROMOTE AND ENCOURAGE
CYCLING AND WALKING AS VIABLE FORMS OF TRANSPORTATION,
HEALTHY FORMS OF EXERCISE, AND AS A POSITIVE BENEFIT TO THE
ENVIRONMENT.

ActioN 2.1: EstasLisH Bike- 10 “-Work WEEK ACTIVITIES

Partner with the MPO, local employers and other
organizations to host commuter contests, group rides and
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incentives for bicycle commuting during bike-to-work week. Use
BIKEMIAMIBEACH.ORG portal to promote and document these

activities.

AcrioN 2.2: Raise ProFiLE oF NATIONAL BikKE MONTH

Sponsor, support, promote and/ or collaborate with
municipalities, businesses and non-profit  organizations to
promote group rides and events during the month of May,
which is National Bike Month.

ActioN 2.3: PrRoMOTE BicYcLE COMMUTING
BikeMiamiBeach.org serves as a portal

Work with employers to develop programs, incentives and for information between The City and the
end-ofrip facilities that encourage employees to commute via pUbl'ZWhjre C‘Lmé“e”fs and updates are
bicycle. Use BIKEMIAMIBEACH.ORG and social media pages posted and fracked.

to encourage people to connect with each other so that they
may ride to work/transit together rather than drive.

ActioN 2.4: Uppate BikeMiamiBEacH.ORrG

Update the City’s Bicycle Pedestrian website, bikemiamibeach.
org, with ongoing bicycle, pedestrian and transit information.
This should include the latest regional bikeway information |
paths, multimodal travel, etc), street design information, and
other relevant information.

ActioN 2.5: SPoNsOR MONTHLY Famiy RecreaTioNAL Famiy
RipEs

Work with the Miami Beach Police Department and any/all
local advocacy organizations to organize a seasonal, monthly Policy and Street design are interdepen-

recreational ride. dent in regards to Safe Routes to school
programs.

ActioN 2.6: ProviDE AbeQuATE Puslic Bicycle PARKING AT
City-SPONSORED EVENTS

In addition to permanent bicycle parking through out the City,
provide temporary bicycle parking valet stations at large City-
Sponsored events if held in locations where parking facilities
cannot supply the demand.

AcTioN 2.7: Create AND UppATe Bike/WaLk Map

As the on-street bikeway is built out , and shared use paths
and new crossings are added, create a map displaying all
on and off street bikeways. This map should include traffic
safety information, the location of significant destinations and
be distributed in portable print and on-line form. Update and

re-distribute the map on an annual basis. Numerous locations in The City can
be enjoyed by bicycle or walking. A
ActioN 2.8 ENcourace EMpLOYERs To ProviDE FACILITIES FOR comprehensive map of facilities and

landmarks should be paired with City-

EMPLOYEES WHO BIKE To WORK
sponsored fours.

PAGE 14



(e.g., locker rooms, showers and bicycle parking)
through coordination with South Florida Commuter
Services.

ActioN 2.9 ENCOURAGE Bicycle AND PEDESTRIAN
TRAINING AND SAFETY PROGRAMS

In conjunction with local institutions, non-profit
organizations and bicycle and pedestrian interest

groups.

AcTioN 2.10: ENCOURAGE CREATIVE BIKE / PEDESTRIAN
ComMUNITY ENGAGEMENT

Foster creative engagement through bicycle/pedestrian
- themed art exhibitions at local museums and street
fairs; create bicycle film festival where residents and Increasing the number of officers on bike helps

visitors may create short films that promote multimodal make the shreets safe for bicyclists and pedestrians
I d hiahliaht Miami Beach and may influence modeshare split for the interest-
culiure an ghlig : ed but concerned group.

GoaL 3: IMPLEMENTATION - PROMOTE LONG TERM
IMPLEMENTATION AND EVALUATION OF BICYCLE AND PEDESTRIAN
PLANNING AND DEVELOPMENT.

AcTioN 3.1: EstaBLisH BicycLe / PeDeSTRIAN DEPARTMENT

Establish a permanent bicycle and pedestrian
coordinator within the city, to coordinate the work of
Public Works Department.

AcTioN 3.2: EstaBLISH STREET DEsicGN COMMITTEE Initiatives like a Bicycle Film Festival hosted in Mi-
ami Beach, heighten the profile of The City’s upcom-

Provide a forum for bicycle, pedestrian, and street ing multimodal network.

planning and discussion through an official commission
sanctioned committee, to include the stakeholders
responsible for this document, in addition to
representation from the City Department of Parks and
Recreation, the Planning Department, the Department of
Public Works and the Transportation Department.

AcrtioN 3.3:

Establish mechanisms to ensure full public participation
in developing citywide policies, plans and programs.

Bike Valet services draw a large numbers of people
to community events and help relief congestion.
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ActioN 3.4:

Encourage the development of bicycle and
pedestrian plans in adjacent municipalities and the
county that connect to and support city bicycle and
pedestrian projects.

ActioN 3.5: Establish policies that track and report
systems use and progress in implementing projects.

From an inferactive online map

AcrtioN 3.6:

Seek changes to zoning, land use, policy and
roadway design to promote bicycle and pedestrian
friendly infrastructure and development projects.

GoaAL 4: FUNDING - STRIVE TO PROVIDE ADEQUATE FUNDING
RESOURCES FOR PLANNING, DEVELOPING AND MAINTAINING
BICYCLE AND PEDESTRIAN INFRASTRUCTURE.

AcTioNn 4.1

Coordinate with ongoing Miami Beach Public
Works projects to leverage bicycle and pedestrian
investment using public resources.
The provision of appropriate bicycle parking has a direct

influence on ridership. Bike corrals are an efficient way to
convert underutilized space.

ActioN 4.2:

Seek eligible federal and state grants for bicycle
and pedestrian planning and development.

AcTtiON 4.3:

Coordinate with adjacent municipalities and the
county to leverage bicycle and pedestrian investment
using public and private resources.

ActioN 4.4;

Research financing options for bicycle and
pedestrian facilities.

Acrtion 4.5:
Strive to provide equity in funding for bicycle and

pedestrian projects. Bike to work day is a national event that raises the profile

of commuting to work.

GoAL 5: EpucaATioN - DESIGN MARKETING, EDUCATION,
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ENCOURAGEMENT AND ENFORCEMENT CAMPAIGNS TO APPEAL TO
CYCLISTS AND NON- CYCLISTS ALIKE.

Campaigns have the opportunity to highlight the fact that all
people may be categorized as a particular type of user of the
public realm at specific times.

Too often, campaigns unintentionally reinforce the widely
held belief that bicycling is , and always will be , a marginal
activity reserved for children and athletic, risk-adverse men.

By contrast, successful efforts market bicycling as a normal
mode of transportation, that does not require expensive
equipment, extreme travel patterns and or spandex ouffits.
These bicycle stereotypes will only appeal to a very limited
number of cyclists and will not aid in the development of a
healthy bicycle friendly community.

A way to think of breaking the stereotypical associations
of cycling mentioned above is to realize how walking does
not carry the same connotation. When most people think of
walking to the neighborhood store, they don’t necessarily
associate it with marathon running. Most people would say
they would walk instead of drive a close distance to: stretch,
get fresh air, do something different, because its convenient,
and they might get to interact with the neighbors. The same
can be said about riding a bicycle to run errands.

While the city should take lead on local bicycle safety issues,
most education, encouragement and enforcement campaigns
require regional cooperation. The City should partner with the
county and MPO whenever possible.

Actions for advancing education, encouragement,
enforcement, and evaluation effort are outlined below. In
all cases of printed material, the city should ensure that all
printed and web education materials are printed in various
languages.

ActioN 5.1: Epucate MoTtoristT AND BicycLists ABour
RiGHTS AND RESPONSIBILITIES

Utilize the BIKEMIAMIBEACH.ORG website portal to
provide pedestrians, bicyclists and motorists with safety
information.

Additional publications, brochures, public service
announcements (PSA’s) and social media should be used
to connect the general public to safety information.

LY

A street design committee can be an excellent incuba-
tor for ideas that can be tested through tactical urban-
ism methods.

PAGE 17



AcTtioN 5.2: Epucate Resipents ABout New Faciury Types
Use all of the methods listen in action #1 to educate
Miami Beach motorists and bicyclists about new bikeway
network facility and countermeasure types as they are
implemented. These include, but are not limited to share
use lane markings, protected bike lanes, new signal
coordination, bicycle signal detection systems, etc.

AcrioN 5.3: ExpanD safe  Routes 10 ScHooL PROGRAM
PARTNERSHIPS

Pursue funding to expand safe routes to school programs
through out the city. Provide municipal support to help
schools dovetail their efforts with any other existing school-
and - city related safety programs like : helmet giveaways,
bicycle rodeos and safety trainings.

ActioN 5.4: Encourace City EMPLOYEES/RESIDENTS TO
BECOME “/LEAGUE OF AMERICAN BicyclLists “ LEAGUE CERTIFIED
INsTRUCTOR (LCI)” ON AN ANNUAL BASIS

Encourage at least 6 employees and police officers to LCl
training. Work with the LCl’s to host bicycle skills courses.

GoAL 6: ENFORCEMENT - CREATE A BICYCLE-FRIENDLY CITY, BY
ADDRESSING THE SAFETY CONCERNS OF ALL PEOPLE; THOSE WHO
CHOOSE TO DRIVE, WALK AS WELL AS THOSE WHO CHOOSE TO
BICYCLE.

AcTioN 6.1: INcREASE ENFORCEMENT OF UNLAWFUL BicycLisT,
AND MoOTORIST BEHAVIOR.

The Miami Beach Police Department should focus on
enforcement of the following unsafe and illegal motorist
and bicyclist behavior.

Unsare MoToRisT BEHAVIORS:

- Turning without using turn signals

- Overtaking bicyclists without at least 3 feet clearance
- Parking/ Traveling in bicycle facility.

- Opening doors in the path of byclists a.k.a “dooring”
- Rolling through stop signs

- Harassing or assaulting bicyclists

- Driving under the influence of drugs or alcohol

- Speeding

Unsare Bicycust BEHAVIORS

- Ignoring traffic control devices

- Bicycling against the flow of traffic (where prohibited)
- Bicycling without lights at night

- Minors bicycling without helmets

- Failing to yield to pedestrians
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- Bicycling while under the influence of drugs
or alcohol

AcTION 6.2: TRAIN OFFICERS ANNUALLY ABOUT TRAFFIC
LAWS

Police officers who serve(d) in the bicycle patrol
unit, or who are well-versed in traffic law as it
pertains to bicycle safety, should lead an annual
workshop to cover best practices in bicycle and
motor vehicle law enforcement. Such workshops
should cover:

-The 3 foot law

- The"dynamics” of the door zone

- Right hook collision conflicts

- Methods for reducing conflict among users

ActioN 6.3: IMPROVE TRAFFIC SAFETY AND
EpucATioNAL OUTREACH MATERIALS

The  Miami Beach Police Department should
work with other City departments and local non-
profits like Green Mobility Network to develop an
informational card or traffic law safety pamphlet
to distribute with issued warning for all infractions
involving a bicyclist

ActioN 6.4: INcrease Numer OF OFFICERS ON
Bicycies AN Foor

To sensitize officers to the joys and challenges of
bicycling, and walking, work with the Miami Beach
Police Department to expand the number of police
officers serving in the bicycle patrol unit.

ActioN 6.5: Map ProBLEm AREAS

The Miami Beach Police Department should identify
problem areas where the incidence of conflict
between people bicycling, walking and driving are
high, in order to create strategies for enforcement
and design alternatives.

The BIKEMIAMIBEACH.ORG portal interactive
map should be used to continue to identify conflict
areas, and augmented with crash statistics so
that the public is aware of the most problematic
segments of the city.
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ActioN 6.6: Create BicycLe/PepesTRIAN/ MoOTORIST
CoLLisioN ReEPORT PROGRAM
The Police department should work with State and
County officials to create a protocol for bicyclists,
pedestrian, and motorists to report aggressive or
otherwise unsafe behavior.

AcTioN 6.7: FuUND ENFORCEMENT INITIATIVES

Work with local non-protit organizations, like
Green Mobility Network, Miami-Dade County,
FDOT and other local, regional and national
organizations to identify and obtain funding for
bicycle encouragement programs and initiatives.

GoAaL 7: EvALUATION - ESTABLISH MECHANISMS AND
PROCEDURES THAT INFORM AND EVALUATE THE BICYCLE
PEDESTRIAN INITIATIVES PROPOSED AND IMPLEMENTED

The collection, evaluation, and publishing of bicycle
related data should play an integral role in furthering
the community’s awareness of the City's effort to
improve bicycle conditions. These bicycle master plan
evaluation recommendations are intended to enable
the City of Miami Beach to measure its implementation
success.

ActioN 7.1 : PuBLISH A MAP SHOWING THE EXISTING
AND PROPOSED BIKE NETWORK

An inventory of the current an d planned
infrastructure so that the City and the public can
track the implementation process in realtime.
The map should be updated annually in print
but updated more regularly on the web and be
available for download via BIKEMIAMIBEACH.
ORG

ActioN 7.2 Mar ANNUAL BicycLe AND PEDESTRIAN
CRASH STATISTICS

The number of reported bicycle crashes should
be compared against the number of average
daily bicyclists counted-annually. The crash rate
percentage derived from this equation should
be then tracked over time to determine bicycle
ridership levels and its effect on safety trends. The
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results should be published on BIKEMIAMIBEACH.
ORG.

ActioN 7.3: Deverorep A WEeB-Basep, AND USERr-
GENERATED CRASH/PROBLEM REPORTING PROGRAM

Bicycle crashes are  generally underreported.
Because bicycle crash reports represent only those
cases in which the police are called,many accidents,
specially bicycle-on-bycicle crashes and hit-and-runs,
go underreported. The implementation of a simple
web interface that allows bicyclists to upload their
own information regarding crashes, would help
create a more robust data set that could be compared
to official police data.

AcrioN 7.4: Conpuct BicycLe-PepesTRIAN COUNTS
Bicyclist counts should be held at up to 10 locations
throughout the city every other year to measure any
increases or decreases in bicycling and general shifts
of transportation modes.

The counts should be taken at the same location,
approximate time of day and similar weather
conditions. These counts should also include
observations about behavior and travel patterns.

ActioN 7.5: Conbuct Bicycle COUNTS BEFORE AND
AFTER THE IMPLEMENTATION OF BIKE LANES In order
to have a record of how bikeway implementation
impacts ridership over time, bike counts should be
taken prior to implementation and compared against
the periodic post implementation counts.

ActioN 7.6: TRACK UPCOMING ROADWAY PROJECTS AT
THe City, COUNTY AND STATE LEVEL

Coordinate with City, County and State departments
to ensure the inclusion of bicycle and pedestrian
infrastructure  within  capital  improvement and
County/ State public works projects.

ActioN 7.7: EVALUATE WHERE BICYCLE FACILITY
MAINTENANCE MAY BE NEEDED

Integrate restriping, pothole filling, sign replacing,
efc, into City, County and State capital improvement/
maintenance plans. Consider using a web - based
tool to let citizens report maintenance issues.

MIAMI BEACH
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AcrioN 7.8: INsTALL BICYCLE COUNTERS ALONG KEY
ROUTES

Bike counters provide real time proof of the
demand for bicycling. Bicycle counters incentivize
ridership and gather information that can be
provided online to the public for free, letting all
who are interested view the daily changes in
bicycle traffic around the city.

GoaL 8: Eauity AND INCLUSION - IN ORDER FOR THE
BicycLe PeDESTRIAN MASTER PLAN TO BE SUCCESSFUL
AND BECOME A MODEL FOR CITIES AROUND THE COUNTRY/
WORLD; RESIDENTS, TOURISTS AND THOSE WHO COMMUTE
TO THE ISLAND FOR WORK NEED TO BE EQUALLY CONSIDERED
WHEN GAGING THE MULTIMODAL LEVEL OF SERVICE OF
VARIOUS ALTERNATIVES.

AcTioN 8.1: NOTE ALL EXISTING MAJOR CONNECTION
ROUTES

Maintain an inventory of the current North- South,
East-West major connections within the island
and from the main land to the island. Revision
of annual data gathered by the Greater Miami
and Beaches Visitors Bureau and Census should
inform the design of streets that might be used by
commuters or serve major destinations.

AcTioN 8.2: PROVIDE FREQUENT ACCESS TO THE
BeacH WaLk/ ArtLantic Way

The Beach Walk, or board walk, or Atlantic Trail,
is considered a crucial north south connector for
Miami Beach. It serves as a recreational trail as
well as a scenic route for commuters.

There are multiple areas along the board walk
that do not currently allowed bicycles, thus
defeating the nature of a multi-use or shared use
path as part of a bicycle/pedestrian network.

In addition, parts of the network where the
boardwalk becomes the Atlantic Way have very
limited public access from adjacent streets, thus
limiting the use of this route as part of a larger
network.

The City of Miami Beach must identify main
routes and work with stakeholders along the
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Atlantic Way/ Board Walk to provide frequent public

access.

Action 8.3: ProvipE ADA ENHANCEMENTS AT ALL
BEACH ACCESS POINTS

Upgrade all beach access points to be ADA compliant
facilities. This included, but is not limited to: braille
signs and ADA accessible beach paths. Consider
the rental or use- through-deposit beach/sand wheel
chairs.

Complete  Streets policies are being adopted by cities
around the country and adapted to local community needs.
Among the different policies there are 10 comprehensive
themes that make up an ideal and comprehensive Complete
Streets policy:

e Set a clear vision (how and why implement
changes)

e Specifies ALL USERS of all ages and abilities as
well as transit

e Applies to both new and retrofit projects, including
design, maintenance and operations for the entire
right of way

* Encourages street connectivity and aims for an
integrated network for all transportation modes

* s adoptable by all agencies to cover all roads

* Directs the use of the best and latest design
criteria and guidelines while being flexible to
accommodate specific circumstances.

* |s confext sensitive & informs community vision

e Establishes performance standards with measurable
oufcomes.

* Includes specific next steps for the implementation
of the policies.

VIBRANT AND COMPLETE STREETS CAN BE ACHIEVED THROUGH A
VARIETY OF POLICIES?

Ordinances, resolutions and policies developed by
stakeholders from the community and agency staff that
are formally adopted by an elected board of officials.

The Miami Beach Street Design Guide

Inclusion in comprehensive plans



Internal policies developed by transportation
agencies

Executive orders from elected officials, such as
Mayors or Commissioner

CounciL DRrIVEN

ORDINANCES

Legally require the needs of all users be addressed
in transportation projects and change city code
accordingly. They might also apply to  private
developers by changing of a zoning code or other
developing requirements. Ordinances require strong
community support and support of elected officials.
They are enforceable by law.

RESOLUTIONS

The City Commission could start by passing a
Complete Streets resolution showing political support
for the approach.

PLaNs

Complete Streets policies can be integrated within
comprehensive plans. New plans, or amendments
provide an opportunity to engage communities.
A complete streets approach should serve as the
overarching theme in a plan, and should give equal
weight to all transportation modes and  design
decisions. Policies should be well regarded by the
community and inform the budget process.

Ciry Potcy

Complete Streets policy can be directly adopted as
official policy by the City Commission. This type of
approach allows cities to form robust partnerships with
the community, business sector, health officials, private
developers, planning and engineering firms. These
policies tend to be very detailed and are held to a vote.
However, like resolutions and ordinances, city
policy is non-binding. That said, the strong support
for change from the community, business sector and
elected officials usually results in  implementation
with high involvement.

Miami BEACH STReeT DESIGN GUIDELINES

Using documents like this guide serves as a first
step of implementation. Periodic revision of design
guides and implementation of new design guidelines
is encouraged.

DIRECTIVES

DEPARTMENTAL POLICY

City departments can issue their own Complete
Streets policy directive. These policies are usually
created internally by the department; the tend to
be more  detailed than resolutions and generally
have support from transportation  professionals.

According to the Complete Streets manual “If departmental
leadership is strong and committed to Complete Streets,
but elected officials’ support is wavering, this is a good
option for your community”

EXECUTIVE ORDER

Issued by the city’s chief executive, often the Mayor.
These types of orders help to define a problem and
direct internal departments to implement policies and
changes in order to address the issue.

Executive orders can be very effective , however, without
continuous support, their effect is limited to the time the
issuing Mayor serves in office.

Cimzen Vorte

Tax Levy

Some communities may decide to implement additional
tax in order to fund transportation improvements. Tax
levies are approved by a general vote of residents and
have detailed goals like : Pavement or sidewalk repair,
streettrees/ landscaping, bicycle network implementation.

BaLot

A citizen-led campaign for a Complete Streets law enacted
not by a body of elected officials but by direct ballot by
the general voting public. Ballot measures create strong
community support however, important stakeholders like
transportation departments and elected officials may be
left out of the planning process.
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Miami Beach has a mix of leisure and commuter bicy-
clists at all times. Providing infrastructure for bicyclists is
crucial to the success of Miami Beach as a multi-modal
city.

As the name implies, a bicycle priority corridor rear-
ranges transportation modes giving priority of design
and the right of way to bicyclists.

In Miami Beach, Neighborhood Greenways are a type
of bicycle priority corridor.

Greenways are part of a continuum of countermec-
sures that may be implemented when retrofitting streets.
Greenways are defined in detail in the Street Design
Guidelines.

The following are characteristics of Bicyclist Priority Cor-
ridors:

* Bicyclist Priority corridor signage along routes
promotes slower motor vehicle speeds to encourage
leisure riding as well as commuting for all users.

e Designated areas are in proximity fo transit.

® Require Street trees/ Shade trees/ Shade structures
on sidewalks.

e Crossing signals give enough time for crossing
safely.

* Travel lanes have a reduced width of 10 feet.

® Provide bike boxes and turn boxes at all intersec-
tions.

* Provide bike repair stations along route.

® Require Street trees/ Shade trees/ Shade structures
on sidewalks.

* Provide green signal turn and bike signals when
required.

® Reduce travel speed.

® Reduce design speed through implementation of traf-
fic calming countermeasures.

® Provide short and long-term bicycle parking along
route/zone.

PAGE 24




Pedestrians are said to be the most vulnerable
users of the public realm. Design is at the core of
this vulnerability. Rethinking streets as pedestrian
priority zones becomes an encompassing
framework for all modes of transportation in an
urban environment.

Pedestrian priority zones accommodate all users in
the public realm while highlighting the safety and
comfort of pedestrian travel. Pedestrian priority
zones are usually found in shopping districts,
however, elements of PPZ’s should be regularly
applied to zones of high vehicular traffic in order to
improve pedestrian safety though out The City.

The following are characteristics of Pedestrian / \

Priority Zones (PPZ): \ ]

e Clear pedestrian path of 6 feet minimum.

e Sidewalks on both sides of the street every-
where vehicle travel is present.

e Curbs are aligned with ramps and sidewalks.

e All intersections have visible crosswalks of 10

feet. =
e Crossing signals give enough time for crossing
safely. /
e Travel lanes have a reduced width of 10 feet. R —
e Provide curb extensions (bulb outs) at {aninnn) 2
intersections. ( ) L)

* Enhance mid block crossing and lighting. : |
® Require Street trees/ Shade trees/ Shade '

structures on sidewalks. a B [
e Prohibit right turns on red. Provide green signal @) 1
turn. v I €
® Reduce posted speed limit to 25 mph '
maximum.

* Reduce design speed by implementing traffic
calming methods and pedestrian oriented
countermeasures listed in the Street Design
Guidelines.
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PUBLIC INPUT

WHAT WE HeArD

Improvements most frequently
mentioned in residents’ comments:

Provide more bike parking
Finish the beachwalk

Lower speed limits

Add more protected bicycle
facilities

Widen sidewalks

Create connected routes

We also asked residents to show
us the most dangerous (and scary)
locations for folks to ride around
Miami Beach. Here are some of
the top contenders:

Collins @ 63 Street
Collins @ 41 Street
Alton Road @ Julia Tuttle
Causeway

Alton Road @ North
Michigan

Dade Boulevard @ North
Michigan

Washington @ 9 Street
5 Street @ West Avenue
MacArthur Causeway




THE PLANNING PROCESS

The project team looked at the existing transportation network, including bikeways and transit ridership,
and street volume to establish a baseline measurement of how people move around Miami Beach. We
also talked to residents and neighborhood associations throughout the project to get the everyday view,
while also riding around The City in a field test of streets in our handlebar survey (page 25).

The Planning Process revealed general themes that require attention at a city-wide level. Miami Beach has
some of the best tree lined streets in Miami-Dade County and is one of the most compact. Urban cities in
the Country. Streets in Miami Beach are well traveled by bicyclists and pedestrians alike, but challenges
abound, from missing street trees on many streets, to the lack of protected bicycle facilities.

The character and speeds on many residential streets are appropriate enough to prioritize bicycle traffic,
while more intense interventions are saved for the main thoroughfares around the city. Throughout Miami
Beach there are locations where the volume of bicyclists and pedestrians is so great that the street design
in these areas should prioritize pedestrian and bicycle safety. In other locations the needs of moving
commuters at rush hour times north and south must be carefully balanced against the needs of bicyclists,
pedestrians, and neighborhood residents.

PLANNING PROCESS



PUBLIC INVOLVEMENT

Since the start of the Bike Miami Beach process there have been nu-
merous meetings, workshops and opportunities for public input into
the creation of the plan.

One maijor result of the project has been the creation of the Bike Mi-
ami Beach Website, a portal for all things bicycle on Miami Beach.
We've used the website as a planning and input tool, but we also
intend to leave it to city staff to continue the dialogue about bicycles
on Miami Beach.

Three public meeting have been held so far (in 2012 and 2014) that
have discussed the Miami Beach context and the latest street design
techniques and methods. Residents crowded around maps of the city
and were asked to identify challenging intersections, and notable
destinations.

The project team has also met with numerous neighborhood associa-
tions, and conducted interviews with individuals who are civically
engaged and active in the design of city streets. The overwhelm-

ing response has been positive in the direction of advancing street
designs that provide low-stress, protected bicycle facilities, and more
ample pedestrian accommodations.
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Street Plans held a bicycle street design
workshop in May 2014.

Street Plans conducted part of the Handle-
bar Survey along side residents during a
Saturday morning ride.

WEBSITE

The project website was launched

in 2012 and is another way that

the public can learn more about the
project, view updates to the plan, and
provide feedback into the creation of
the plan. The website has functioned
as the main source of information for
the public on everything bicycling in
Miami Beach. It has also functioned
as an extension of the public process
for those residents and visitors who
have been unable to join us in person,
with an online survey option, and an
interactive map.



HANDLEBAR SURVEY

Central to the process of producing the master plan was a thorough
analysis of the existing conditions as seen through the eyes of a cyclist
and pedestrian. The aptly named ‘handlebar survey’ is a quantitative
and qualitative analysis of streets around the city

The project team canvassed the city with measuring wheels and
speed guns to document conditions facing cyclists every day. The
completed survey includes information such as lane widths, traffic
volumes, and posted speeds, to best inform the choice of bicycle
facility for each route.

e Current bicycle demand

The level of comfort and perceived safety felt while bicycling a
wide variety of streets

Existing street widths, types, and characteristics
Bicycle network gaps

Presence of signalized intersections

Posted and actual vehicular speeds

Land use characteristics

Local and regional open space connections
Public transportation options/bicycle integration
Bicycle parking supply/demand

Bicycle parking type, location, and quality
Bicycle trip generators

Existing bikeway infrastructure

Interactions between all street users
Safe/unsafe routes

Wayfinding amenities

While a majority of the streets were covered in each neighborhood,
only select “arterial” and “collector” streets went through the formal
survey analysis process. Such thoroughfares typically contain land
uses that generate the most bicycle trips, but are also known to be the
most uncomfortable for bicycling. Based on the information collected,
each of these streets are given an average “cycling experience”
score. While not comprehensive, the Handlebar Survey certainly
provides a representational snapshot of cycling in Miami Beach, and
is Attachment A to this document.
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PUBLIC INPUT

We canvassed the city and asked folks on foot and by bike about their first hand accounts of walking and biking
on Miami Beach. Here are some of their responses.

Name: Chad Blaize

Age: 33

Resident of Miami Beach

Commutes primarily by: Bicycle

Perception of bicycle safety in Miami Beach(daytime): 3

“| feel drivers have no respect for pedestrians, they feel they own the road. | use the bike

lanes when | travel and | think we should have more. Euclid and 16 are the two bike
lanes | use the most. The most desirable place | would ride my bike would be Meridian
because of the shade but that just isn't possible with the amount traffic.

“I think West Avenue should have a bike lane. Also, the share-road on Washington Av-
enue gives a false impression of rider security. | don't feel safe at all when riding along
Washington.”

Name: Erick Hernandez

Age: 19

Works in Miami Beach

Commutes primarily by: Bus and DecoBike

Perception of bicycle safety in Miami Beach(daytime): 5
Perception of bicycle safety in Miami Beach(night time): 1

“I think they(bike/pedestrian conditions)fine the way they are now, but if | had to do
something | would make the streets wider and include more bike lanes. They also
should improve the condition of the CitiBikes.”

“| most often use the bus, when | have time | like to ride bike to and around the beach
because it's no nice out here.

Name: Monica Ribera

Age:39

Miami Beach resident

Commutes primarily by: Car and bus

Perception of pedestrian safety in Miami Beach (daytime): 5

“| like the bike lanes and cross walks along Collins Avenue, and they should have
more of that on the western part of the city.”

“| think there should be more bike lanes and dog parks. | also don't like seeing all the
trash, | see trash everywhere and | don't see any trash bins around.” (She points to
trash along the bus stop bench)”




PUBLIC INPUT

William Zalquett

Age: 49

Miami Beach resident for 20 years

Commutes primarily by: Bike

Perception of bicycle safety in Miami Beach(daytime): O

“I don't feel safe at all. | don't ride on the streets, | prefer the sidewalks. | do my best
to be courteous of pedestrians and | realize that | should be on the street, but | just
don't feel safe when on the street.”

“I think driver’s education is the main problem. | also feel Miami Beach visitors are
more respectful than the residents are. Education to residents needs to be improved
including littering.”

Name: Steve Pierre

Age: 28

Miami Beach resident for 3 years

Commutes primarily by: Bike and bus

Perception of bicycle/pedestrian safety in Miami Beach(daytime): 2

“| feel generally safe, but | don't feel like drivers respect us on bikes, | think bike lanes
and sidewalks should be widened”.

Name: Marie Kolbert

Age:41

Miami Beach resident for 19 years

Commutes primarily by: Bicycle

Perception of bicycle safety in Miami Beach : 4

“ | have been commuting to work in Wynwood for the past 10 years. | have seen
many accidents and recently, positive changes. A Pedestrian Bicycle Master Plan is
a big step forward but as someone who has not driven a car in the past decade, |
feel that driver/community education must be a mandatory ongoing campaign in the
local media, print and school system, | am proud of my transportation choice but it is
very dangerous sometimes, | would like for people like me to feel protected”
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AALURBE I |
MIAMI BEACH ATLANTIC GREENWAY
MASTER PLAN (2008)

Summary: Adopted in December of 2008, the
Atlantic Greenway Master Plan (AGN) is the guiding
planning documenting for the development of bicycle
facilities in Miami Beach.

The AGN Plan includes an inventory of all existing
conditions in the City; provided an analysis of the
conditions found; created a master plan of bikeway
improvements; and outlines an implementation plan.

Analysis: The strengths of the AGN Plan include

the level of existing conditions collection and analysis
work. Indeed, the Plan paints a clear picture of the
opportunities and need to create a complete and con-
nected citywide bikeway system. However, the AGN
Plan fell noticeably short on a lot of best practice
measures. In addition, it does not promote the creation
of additional green areas within the City of Miami
Beach. Among the major points from this document
are:

e Overall the inventory seems acceptable for this
type of study and general connectivity objectives
are good. The report lacks conclusions based on
the inventory for transit, impacts on roadway cross
sections, connectivity, vehicular and bike parking,
safety, utility impacts, specific cost and traffic
counts.

e The AGN does not provide substantial definition
or description of the proposed ‘greenway’
physical requirements or minimum standards.

e The AGN does not significantly address separate
treatments for bikes and pedestrians.

® The report does not explain the objectives for each
trail in the AGN nor does it ask basic questions
including:

o Why is it being proposed?

o Why this location?

o Why is it a bike lane as opposed to path or

a route?
It is difficult to validate a plan with the Community
without reasonable conclusions on why certain
decisions were made.

® [ssues such as bike parking, trailheads, bike
lockers, minimum standards for adjacent
development which will respond to future
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enhanced bike facilities are not addressed.

AGN does not provide typical cross sections
reflective of the majority of segments to determine
feasibility and cost impacts.

The Master Plan does not appear to propose any
innovative approaches or facilities.

The report highlights drainage Canals and
Waterways, but does not include a map
highlighting the current waterways and drainage
canals or discuss whether they could be revamped
to be part of the “greenway” network that the City
envisions as part of the plan.

While the report is meant to present the
recommended projects to create and enhance
greenways, only one project (West Avenue and
17th Street), recommends (in the long-term) the
purchase of the corner lot and create a gateway/
green space park. No other actual greenways are
envisioned by the plan.

There are no recommendations on using
multimodal transportation in order to encourage
pedestrian flow in addition to bike flow.



TOP METROBUS STATIONS

LocaTtioN DAiLy RIDERS
Lincoln Rd. + Washington Ave. 3,113

Harding Ave. + 72nd St. 1,696

Indian Creek Dr. + 41st St. 1,533
Abbott Ave. + 69th St. 1,058
Collins Ave. and 6%th St. 996
Washington Ave. and 5th St. 972

Understanding general transportation demograph-
ics in the city is important as it provides a baseline
measurement to help city leaders improve transporta-
tion options. As it relates to bicycle and pedestrian
planning, mapping transit usage patterns allows

the project team to identify locations where we

can reasonably expect a higher level of bicycle or
pedestrian activity.

Paying special attention to areas of high transit

use is a priority of this plan. Miami-Dade Transit

bus ridership information (based on boardings) for
locations within the City of Miami Beach was synthe-
sized into this transit intensity graph.

Average Weekday Transit 44,212 total rides
Ridership

Metrobus? 24,212

Trolley 20,000

1 September 2014 Miami-Dade County Transit

“Ridership Technical Report”
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Biscayne Point
Normandy Isles
North Shore

La Gorce
Oceanfront
Nautilus

Bayshore

Venitian Islands

City Center
Flamingo/Lummus

West Avenue

Star, Palm & Hibiscus Islands

South Pointe

BICYCLE AND PEDESTRIAN CRASHES IN MIAMI BEACH

The crash data included in the diagram on page 30 was collected from an online crash data database managed
by the University of South Florida and includes reported bicyclist and pedestrian crashes with cars. As with

other similar data, crashes between bikes or between bikes and pedestrians are represented less.  Mapping

the crashed revealed several important patterns that impact the recommendations in this report. For the period
between 2012 and 2014 there were 51 reported crashes in Miami Beach, a number far lower than the
proportion of bicyclists would lead to believe.

The first, and most obvious pattern is that most of the crashes happen on state roads, or at intersections with state
roads. This is not surprising, since these are also the roads which carry the highest volume of automotive traffic,
and thus require a higher standard of bicycle facility than what is currently built. Alton, Washington, Collins, and
71 Street account for most of the crashes.

A second observation is that crashes happen on busy local or county streets where there are a high number of
bicyclists and pedestrians with no protected bicycle facility (West, Meridian, 17 Street, 11 Street).

Finally there are a number of crashes existing bicycle facilities. Upgrading these routes to protected facilities will
help address this issue. (16 Street, Euclid, 5 Street)

The citywide stats (shown above) indicate that South Beach is the area with the largest concentration of crashes,
with 58.5% of the fotal.
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Miami Beach ranks # 6 city in the country
for bicycle commuting among cities with

a population between 65 -100,000, with
5.29% of its residents commuting to work.

Palo Alto,CA

Somervile,MA

Mountain View, CA

Davis,CA

Miami Beach
43.6%

Coral Gables
4.2%
Key Biscayne
1.3%
Coconut Grove
0.5%

Airport Area
16.5%

Distribution of Total Overnight

** Greater Miami Beaches Visitors Bureau
According to the Greater Miami and Beaches Visitors
Bureau, over 40% of visitors who come to Miami stay in
Miami Beach. Accommodating this population, which
amounts to over 30,000 people per day, with well
designed streets for walking and biking is a smart move
from an economic perspective. GMBVB data shows
that favorable impressions of Greater Miami have
recently declined among domestic and international

visitors alike, with roughly one fourth of visitors finding

transportation fo be a negative aspect of their trip.*
Florida ranks #17 in a 2013 analysis of
bicycle commuting in American cities, but it
also ranks worst in the county with regard to
bicycle and pedestrian safety. A quick look at
the crash data maps show that the majority of
reported crashes happen on high speed and
high capacity roads.

Infrastructure improvements to bicycle
networks and pedestrian amenities like the
ones proposed in this plan have the potential
to reverse traffic congestion while improving
quality of life for residents. ..

The general prognosis for bicycling and walking in Miami Beach looks good. There are currently 29.5 miles of
bikeways in the city, and more to come. The large bicycle modeshare here in comparison to other parts of Miami-
Dade County is encouraging, despite the ongoing challenges of outdated road design standards and general

driver behavior. That being said, it is also telling that despite having higher rates of non-motorized transportation,
the City did not have a proportionally higher incidence of bicycle/pedestrian crashes as compared to the rest of
the county. This is evidence of the theory of ‘safety in numbers’ at work.



CITIBIKE

The CitiBike bicycle share program has been embraced by City of
Miami Beach residents in an unprecedented manner since it launched
in 2011. According to the CitiBike Blog, CitiBike ridership between
March 2011 and June 2012 accomplished the following:

- Made 1,003,520 trips

- Covered 2,950,808 miles

- logged 17,704,848 minutes of ride time

- Offset 2,550,000+ pounds of harmful CO,

- Burned 100,000,000+ calories

In August 2012, the Environmental Coalition of Miami and the
Beaches (ECOMB) recognized CitiBike with the 2012 Emerald

City award for their efforts to promote sustainable practices in the
community.

In addition, in October 2013 the program generated over 3,000,000
rides making it the busiest bike share fleet in the country per bike.

Bike Share programs like CitiBike, attract tourism without adding
parking and congestion to the streets, making getting around the city
enjoyable and safe for tourists and residents alike. CitiBike Miami
Beach was featured on Discovery Network’s TLC Latin America as
one of the “Miami Hip & Trendy” amenities that is a must-do for locals
and visitors.

In addition to offering a healthy and sustainable alternative to getting
around town, CitiBike partnered with Discovery Miami Beach in

2012 to offer self guided audio tours of the Art Deco district. Visitors
can now discover the rich architectural history of Miami Beach while
exercising at their own pace. Most recently, CitiBike has extended
their partnership to local businesses through DecoRewards, through
which BEACHPASS members get perks and rewards around the city.
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METHODOLOGY,
CRITERIA & APPROACH



How CAN WE MEASURE THE SUCCESS OF THIS
PLAN?

Traditionally, the success of streets has been measured
through the efficiency in which goods and services
are moved through out the network.

This plan uses as its main metric of success an increase
in the number of people who bike and walk.

Tripling the bicycle modeshare over the next thirty
years will mean that we need to make significant
changes to our infrastructure design and policy in the
years to come. While we do not yet have the ability
to track bicycle or pedestrian mode share in real
time, we can collect important data points that will
help us estimate the potential impact of the projects
proposed in this plan in the hopes of better informing
implementation of the plan.

The plan will rely on two important metrics that will
begin to help staff and stakeholders understand how
investments made in infrastructure will translate to
modeshare gains.

The first is the percentage of the total street
network that has some designated bicycle
facility, either protected or unprotected. Research
shows that cities can achieve a basic level of bicycle
modeshare of X% if the ratio of bicycle facility lane
miles to total lane miles exceeds .2. That means that
if over 20% of the street network has bicycle facilities

then the bicycle modeshare will be in the range of up
to 5-6%

Improvements in policy, including items listed in
the following pages, can help further solidify and
marginally increase this number, but to reach double
digit gains in bicycle ridership envisioned in this
report will involve the expansion of protected lanes
around the city. A second metric, the percentage
of the bicycle network that is low stress, will
determine how much more bicycle mode share the
city achieves.

By looking at other comparable cities, like Santa
Monica and Key West, we can derive ratios for each
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of these mefrics that will allow us to determine the
impact of a particular project.

Other important, and measurable data that can tell us
if the plan is working include:

® Decrease in street fatalities and injuries for all age
groups.

* Increase in transit ridership

® The number of trips by walking, cycling, and transit
increases.

e Vehicle travel is reduced.

® Prevailing speeds of vehicles on local streets
decrease.

e Street water runoff is reduced.

e Retail sales and tourism increase.

e Resident satisfaction increases.
e Tenant retention increases.
* Traffic congestion is greatly reduced.

e Decrease in Carbon Dioxide emissions.




Achieving the mode split goals on page 6 will mean
designing and building bicycle facilities that people will
use. Understanding the types of facilities that people
feel comfortable and safe using will help implement a
practical plan. Research suggests that most people fit into
four broad categories when it comes to their relationship
to bicycling (and subsequent preferences for bicycle

facility type).

A general description of each type along with typical
bicycle facilities appropriate for each are described
below and correspond to the facilities listed previously.
Our approach seeks to appeal to the Type 3 riders on
major roads with protected facilities, in addition to the
traditional approaches that place on-street facilities for
Type 1 and 2 riders.

Tyre 1: STRONG AND FEARLESS

Experienced riders who bike regularly;

More likely to use bicycles to complete longer trips;
Commuters, racers, messengers, recreational cyclist;
Prefer route that provides direct access to destination;
Comfortable sharing roadway with vehicular traffic;
More aware of traffic rules as they relate to bicycles;
More likely to prefer wide outside curb lanes ;
Preferred Facility Type: roadway shoulder, travel
lane

Type 2: ENTHUSED AND CONFIDENT

e Skilled bicyclist who bike with varying regularity;

* More likely to use bicycling to complete a part of a
trip (e.g. origin to bus stop and bus);

Prefer low-speed, low traffic routes;

Likely to use sidewalks;

Prefer separation from vehicular traffic;

Preferred Facility Type: designated on- or off-
road bicycle facilities depending on speed and
volume.

Type 3: INTERESTED BUT CONCERNED

e Beginner bicyclist; may not have bicycled for a long
time;

*  Would bicycle more with low stress routes that may
not provide direct access;

o Llikely to use sidewalks, prefer separation from cars;

e Preferred Facility Type: off- road bicycle facilities

(shared path, protected bike lane)

To help communicate the need to accommodate the most
vulnerable users, Street Plans helps stakeholders visualize
Roger Geller's,Portland’s bicycle coordinator oft-cited
framework for bicycle planning and design.

Bicycte FAciuTy CRITERIA

Choosing the right type of bicycle facility for a
given route involves understanding the volume,
speed and street type as well as a consideration
of the desired rider demographic. Here are
general guidelines for the design and placement
of bicycle routes.*

For Streets Below 25 mph and 7 - 10,000 ADT:
* Bicycle Boulevard
e Bike Lane
e Offroad Greenway

For Streets Between 25 mph and 35 mph,
10- 18,000 ADT:

e Bike Lane

e Offroad Greenway
e Shared use path

For Streets Between 35 mph and above, over
20,000 ADT:

e Offstreet Greenway

e Shared use path

* Protected bike lane

On streets over 35 mph and 20,000 ADT,
protected facilities are recommended as these
are safety thresholds. The average bicyclists feel
the greatest safety and comfort while driving on
the road where traffic travels under 40 mph.

* http://nacto.org/cities-for-cycling/design-guide/




While the project prioritization process will integrate
a certain degree of professional judgment, we intend
to base our evaluations on defensible qualitative and
quantitative metrics. These metrics will allow us to
score each project in two areas:

. Ease of implementation
. Impact on modeshare

We will assign each project a score in these two ar-
eas based on points awarded using a prioritization
matrix. The matrix will include the categories below,
and each project will be scored across all categories
to arrive at a point total. Projects with the highest
point totals would reflect the highest level of favor-
able characteristics in a given area. Because some of
the categories are dynamic, we will build the matrix
in Excel, so that it may be edited and recalibrated in
the future as needed.
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PROPOSED CATEGORIES FOR EASE OF IMPLEMENTATION
SCORE:

Ease of Implementation: Projects will be award-
ed 0-3 points, based on how easy they would be to
implement (O points for projects that would require
extensive right-of-way negotiations with private prop-
erty owners or expensive engineering, and up to 3
points for projects within the public right-of-way with
minimal changes to traffic patterns).

Public Input: Projects will be awarded 0-3 points,
based on how frequently they were identified by the
public as a desirable facility throughout the public
outreach process for this report (O points for a proj-
ect that was not identified by the public, and up to
3 points for projects that were mentioned multiple
times).

PROPOSED CATEGORIES FOR IMPACT ON MODE SHARE
SCORE?

Improves Safety: Projects will be awarded 1-4
points, based on their impact to safety.

Points in this category will be tied to the four facility
types recommended in the plan, with 1 point repre-
senting the least protected facility (shared markings)
and 4 points representing the most protected, “low
stress” facility type (shared path). In this way, the
Safety score can be a grounding metric for validat-
ing low-stress facilities.

Projects at sites with a pedestrian-car collision in
the past three years will be awarded 2 additional
points

This approach prioritizes taking action at conflict
points based on the most up to date crash data at
the time of analysis.

Provides Safe Routes to School: Projects will be
awarded 0-3 points, based on their proximity to one
or more schools:

* O points — not within .25 miles of a school

*.5 points for location within .25 miles of a
single, small or mid-sized school



CRITERIA AND APPROACH

* 1 point for location within .25 miles of a large
school or more than one school facility

* 1.5 points for location within .10 miles of a
school

® 2 points for location within .10 miles of a
large school or more than one school facility

2.5 points for location that directly borders a
school

® 3 points for location that directly borders a
large school or more than one school facility

* 1 point for location within .25 miles of a
highly trafficked park or more than one park

® 1.5 points for location within .10 miles of

a park

® 2 points for location within .10 miles of a

highly trafficked park or more than one park
® 2.5 points for location that directly borders
a park

® 3 points for location that directly borders a
highly trafficked park or more than one park

Community Destinations: Projects will be awarded ~ Beach Access: Projects will be awarded 0-3 points,
0-3 points, based on their proximity to one or more com-  based on the degree to which they provide access to
munity destinations. Community destinations are defined  the beach:

as municipal buildings, post offices, recreation centers,

* 0 points — not located within .25 miles of
and libraries.

a beach access point

* 0 points for a location not within .25 miles of e 1 point for location within .25 miles of

a community destination

* 0.5 points for location within .25 miles of a
single, moderately trafficked community destina-
tion.

® 1 point for location within .25 miles of a high-
ly trafficked community destination or more than

beach access point

® 2 points for location within .10 miles of a
beach access point

® 3 points for a facility that directly borders
the beach

Increased Connectivity: Projects will be award-
ed 1-3 points, based on the extent to which they in-
creased connectivity between facilities.

one community destination
® 1.5 points for location within .10 miles of

a community destination

® 2 points for location within .10 miles of a
highly trafficked community destination or
more than one community destination

® 2.5 points for location that directly borders
a community destination

® 3 points for location that directly borders a
highly trafficked community destination or
more than one community destination

Park Access: Projects will be awarded 0-3 points,
based on their proximity to public parks.

* O points for a location not within .25 miles
of a park

® 0.5 points for location within .25 miles of
a single, moderately trafficked park

® 1 point for a location within 1 block of an
existing facility or a proposed facility in the
planning or design phase

® 2 points for a location intersecting an exist
ing facility or a proposed facility in the plan-
ning or design phase.

* 3 points for a project that intersects mul
tiple existing facilities or proposed facilities
in the planning or design phases.
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Impact on Traffic: Projects will be awarded 1-3 points,
based on their potential impact to traffic, defined as a
noticeable increase in congestion:

* 1 point for projects with a significant impact
on traffic

® 2 points for projects with small or moderate im
pact on traffic

* 3 points for projects with no impact on traffic

Access to Transit: Projects will be awarded 0-3 points,
based on their distance from a transit stop:

0 points for a location not within .25 miles of a transit
stop

* 0.5 points for location within .25 miles of a
transit stop

® 1 point for location within .25 miles of a tran-
sit stop with high ridership volumes or more than
one fransit stop

* 1.5 points for location within .10 miles of a
transit stop

® 2 points for location within .10 miles of a tran
sit stop with high ridership volumes or more than
one fransit stop

® 2.5 points for location that directly borders a
transit stop

® 3 points for location that directly borders a
transit stop with high ridership volumes or more
than one transit stop

Order-of-Magnitude Cost: Projects will be awarded
0 - 3 points, based on an order-of-magnitude cost esti-
mate:

® O points for the costliest projects and up
to 3 points for projects estimated to cost less

than $150,000

Curb Appeal: Projects were awarded 0-2 points,
based on their aesthetic value

* O points for a project that is inconsistent with
the standards set in the street design guide, and up to 2
points for projects that greatly enhance the attractiveness
of the streetscape.
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The Miami Beach Bicycle Master Plan is paired with The
Miami Beach Street Design Guide. The Street Design
Guide serves as the technical guide for the implementation
of bicycle and pedestrian facilities along with general
streetscape recommendations based on complete street
guidelines.

The Miami Beach Street Design Manual has been
drafted to address the needs of the growing population
and a desire to improve pedestrian and bicycle facilities
to create more walkable communities. The guide has
been developed to address the following need:s:

e To accommodate existing driver behavior which is
unique to Miami Beach due to its diverse population.

* To design streets that create a safe environment for
all users , recognizing cultural differences.

* To act as a tool for the transition of Miami Beach
from a vehicle trip based society to a multi-modal
society and supporting the long term vision of the
Miami Beach Transportation plan.

e To revitalize street networks in order to allow
greater route choice for pedestrians and bicyclists
thus relieving traffic congestion and promoting
physical activity.

e To promote the creation of third-places where rich
social interactions can take place by redesigning
existing streetscapes.

This document will refer to specific pages of The Miami
Beach Street Design Guide where further information is

provided.
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: PLANNING TUULK

Bicycie PLaNiNG Tooukit

On the following pages is a brief synopsis of some of the types of bicycle facilities that are included in this
section. Each type will be fully illustrated in the Street Design Guide. Together with the criteria listed on page 38,
these types form the basis of the plan.

BicycLe Box: a section of pavement aimed at preventing bicycle/car collisions at intersections, particularly
between drivers turning right and cyclists traveling through an intersection within an existing Bicycle Lane. To
improve its visibility, a Bicycle Box is often colored and includes a standard white bicycle pavement marking.

BicycLe LANE: a lane reserved for bicycle travel within a thoroughfare, marked by a painted line.

BicycLe Route: A route marked with signage to be amenable to bicycling. A Bicycle Route may just be a set of
coordinated signage, but it may also include other types of Bicycle facilities over its trajectory.

Bikewar: A continuously designated segment of right-of-way that provides exclusive, preferential, or equal priority
for bicycle travel. It includes the Bikeway facility (lane, path, etc. and any curbs, markings and/or protective
barriers.

Contra-Frow Bicycie LANE: A designated Bicycle Lane marked to allow bicyclists to travel against the flow of
traffic.

i

“h

an

-

Bicycle Lane Shared Use Path Bicycle Box
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CEANNING JUULE

GreeN Bike LANE: A conventional bike lane that has been painted green, either at high alert areas, or along the
entire route.

NEeicHBORHOOD GREENWAY: A low-speed and low-volume thoroughfare with shared vehicular lanes that give
movement priority to bicyclists, designed for commuting and recreational bicyclist as well as pedestrian use.
Neighborhood Greenway Lite : Low fo medium intervention, possible light construction. |E: Signage, pavement
markings, actuated bike signals.

Neighborhood Greenway Heavy : Medium to heavy intervention: |E: Neighborhood circles, traffic rerouting, tree
planting, chicanes, dedicated bicycle signals.

PHysicALLY-SEPARATED BicycLe LANE: A Bicycle Lane separated from the motor vehicle travel lanes by Curbs, rail-
ings, plantings, parked cars, and/or grade separation, etc. (Syn: cycle track, side path)

Roap Dier: A road treatment that removes either on-street parking, or travel lanes, reduces travel lane width,
adds bike lanes, or widen sidewalk. Also known as traffic calming.

SHAReD Use LANE MARKING: A pavement marking applied to a thoroughfare too narrow to accommodate Bicycle
Lanes and/or with vehicular target speeds slow enough to allow cyclists to move safely with motor vehicles.
(Syn: Sharrow)

SHAReD-Use PATH: A two-way physically separated facility from motor vehicular traffic with an open space or
barrier (AASHTO, 2012). Shared-use paths should always be designed to include pedestrians even if the pri-
mary anticipated users are bicyclists.

Neighborhood Greenway Neighborhood Greenway Parking Protected Bicycle Lane
(light) (heavy) PAGE 17
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ABOUT THE RECOMMENDATIONS

The Bicycle Network Plan in the pages that follow includes over 20 Miles of new and improved
bikeways. The plan is has been divided into three distinct categories of projects that will provide
for significantly improved bicycle and pedestrian safety and access, and addresses connectivity
neighborhood by neighborhood.

Each category of projects builds on previous efforts and tries to improve bicycle access incrementally
with the goal of increasing bicycle and pedestrian modeshare, while having a longer term view of
improvements fo the network as funding and conditions permit.

CATEGORY 1 PROJECTS, AKA “FILLING IN THE GAPS,"” are those projects that provide
short ferm improvements to the existing network. These projects seek to fill in gaps within the existing
bicycle network as it is today, and has a horizon of five year time horizon.

CATEGORY 2 PROJECTS, AKA “IMPROVEMENTS TO EXISTING FACILITIES,” are
improvements that can be made to the existing bikeway network (as identified in this report). These
are envisioned as upgrades to facilities that exist today to safer facility types, as well as upgrades to
Category 1 projects.

CATEGORY 3 PROJECTS are those that will require extensive roadway changes, including lane
removal and traffic diversion, and which will require significant political will and further study to
pursue. Though these projects may be desirable in their impact on bicycle modeshare, their political
and financial feasibility requires further study.

PRIORITIZATION BY MODESHARE AND EASE OF IMPLEMENTATION

As described in the pages that follow, criteria are defined for each project, with a complete project list
included in the appendix along with typical section and intersection diagrams for major routes.

Projects were categorized then ranked using two broad set of criteria: the project’s impact on bicycle
modeshare and the ease of implementation.

While these plans cannot predict changes in political climate, costs, or other factors that may impact the
order in which these projects are done, city leaders are encouraged to go beyond the recommendations
of this report whenever possible. Decision makers should allow for a flexible and aggressive
implementation strategy than what is shown on these maps if conditions allow.

BRICYCLE NETWORK PLAN



As an initial first step in implementing this plan, the City
of Miami Beach will be embarking on a Green Bike
Lane Project, which as mentioned above, will make
multimodal transportation more appealing and safe for
all users. A chart on this project can be found in the
implementation section.

Green-painted bike lanes make cycling safer, by remind-
ing car drivers to watch out for cyclists when driving
across bike lanes. Green bike lanes send the clearest-
possible message that roads are not only for cars.

Green-painted bike lanes accomplish what a white
stripe next to the parking lane cannot. They organize
the streets visually and physically so that all users may
feel safe on the roadway.

Green bike lanes alone, aid in the reduction of motor
vehicle - bicyclist collisions. In addition, the higher vis-
ibility helps a wider range of users to feel safe when
biking.

A higher use of bicycles correlates with the decrease of
trips otherwise made via automobile. This often results
in financial benefits for local businesses including repeat
visits and less parking infrastructure requirements.
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MIAMI BEACH QUICK FACTS
One of the City of Miami Beach’s best assets is the d
existing network of bicycle lanes, pedestrian streets,
and compact walkable urbanism. These assets make
the city a great candidate for improvements to bicycle
and pedestrian infrastructure and will form the basis of
the bicycle master plan.

L SHORE DR

NORMANDY SHORES
‘GOIF COURSE.

TCALAS DR

omaNDY 15
A POOL & PARK.

ToraL ExisTING BikKe NETWORK: 29.5 MiLes
Numser ofF Bikeway Types: 3

ExisTiNG BicycLe LANES: 17 miLEs

ExisTiNG BicycLe Route: 7.7 MiLES

ExisTING SHARED-USE PATH: 4.8 MILES

Ci
g
&l

N BAYRD.

BOTANICAL
CARDEN BT

/ o ATO
SAND

MAURICE GItb
MEMORIAL PARK

MERIDIAN AVE.

FARWAY OF.

BT ST
B5HST
aamst

205t

oSt o

NOFTH
SHORE
ey

o NORTH SHORE
PARKING LOT

AUSON
PaRK

BRITANY.
BAY PARK.

couns AVE

s30T

W sist st

W.49TH ST,
LAKEVEW DR

PNETREE
PARK

s
PR

36 st
AR

[

)

/]

COUNS v

171 st

.
£
satco g i
ISUAND. / INCON NN 2
e o3
g e 5
/ - sl e
/ BELE SE
/ PARK g
H 1o s
/:
g st
/s
/&
/5

HBsCUS
SAND

LEGEND:
BIKEWAY NETWORK
PROPOSED

m Shared Path
s Bike Lane
Neighborhood Greenway

PAGE 52

5

PERNSYANIA AVE
<
QNS g

Ve,

| WASiGron




s sl
asmst

Colins | A,

-
P
T — E
o
B

/&
Lo mis
&

CATEGORY 1: FILLING IN THE GAPS

At a minimum, the projects included in the first
phase are critical. This phase (shown to the leff)
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CATEGORY 2: IMPROVEMENTS TO
EXISTING FACILITIES

The 20 year plan envisions a network of protected
bike lanes on major corridors, and a network of
secondary greenways on residential streets. Existing
bike lanes and sharrows on major corridors should
be converted into protected bicycle facilities, and
critical connections at 71 Street, 63 Street, 51 Street,
and Alton at Chase Ave should be made. Major
interventions in the plan occur on state or county
roads, where the volume of traffic is above 25,000
ADT or the speed above 35 mph.

Critical regional connections at the MacArthur
Causeway, the Venetian Causeway, the Julia Tuttle
and the JFK Causeway all require investments in
separate bicycle and pedestrian infrastructure to
accommodate intercity regional travel between
Miami Beach and mainland Miami. Notable in
the long term plan is a synthesis with potential
rail linkages on 5 Street and Washington. These
investments in rail transit infrastructure along with
the improvements shown here will lead to the 14%
bicycle mode share by 2035 (A 9% increase over

20 years.)

23
4% :

PROTECTED
BICYCLE
LANE MILES

3-YEAR
BICYCLE

MODESHIFT

BICYCLE
FACILITY
TYPES

LEGEND: BIKEWAY NETWORK

PROPOSED
=== Protected Bike Lane

EXISTING
=== All Facilities
=== Conventional Bike Lane

=== Neighborhood
Greenway (Heavy)

Neighborhood
Greenway (lite)

= Shared Path

=== Shared Space
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CATEGORY 3: ASPIRATIONAL LONG
TERM MASTER PLAN

The 20 year plan envisions a network of protect-
ed bike lanes on major corridors, and a network
of secondary greenways on residential streets. Ex-
isting bike lanes and sharrows on major corridors
should be converted into protected bicycle facilities,
and critical connections at 71 Street, 63 Street, 51 !
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Critical regional connections at the MacArthur / .
Causeway, the Venetian Causeway, the Julia Tuttle [
and the JFK Causeway all require investments in
separate bicycle and pedestrian infrastructure to ac-
commodate inter-city regional travel between Miami
Beach and mainland Miami. Notable in the long
term plan is a synthesis with potential rail linkages
on 5 Street and Washington. These investments in
rail transit infrastructure along with the improvements
shown here will lead to the 14% bicycle mode share
by 2035 (A 9% increase over 20 years.)
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The communities of North Beach include Normandy Isle,
Normandy Shores, North Shore and Biscayne Pointe stretch from
the northern boundary of the city down to around 63 Street.

Both Normandy Isle and North Shore are home to some of the
most vibrant pedestrian friendly commercial districts in the City.
Indeed, these attractions place many of life’s daily needs within a
short walk or bike ride for most residents, something which is not
obvious when looking at the modeshare analysis for the area.

Crash data for the area shows that the main points of conflict

are Collins, Indian Creek Drive, 71 Street and 63 Street Bridge.
These are locations where protected bicycle facilities should be
prioritized. Overall, North Beach accounted for 15.3% of the total
crashes citywide over the past three years.

The modeshare analysis for the neighborhood, as documented
in the Miami Beach Community Satisfaction Survey, shows that
one third of residents do not use cars as their main form of
transportation. When viewed against the backdrop of compact
walkable urbanism, these numbers are encouraging.

Previous BIKEwWAY ANALYSIS

Both the 2007 Bikeways Master Plan and the 2009 Atlantic
Greenways Network Master Plan showed several proposed routes
in this area. They included bike routes on 72 Street, 73 Street, 77
Street, 81 Street, a bike boulevard on Carlyle, a bicycle path on
Park View Island, and a bike lane on Dickens Avenue.

The Basis of Design Report for the North Shore neighborhood

was also reviewed for consistency with development of the master
plan. We reference this document in the pages ahead.
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The re-paving of 7 1st Street included the addition
of bicycle lanes. Image: Miami Bike Scene

Miami Beach Community Ride participants enjoy
a police escort south along Indian Creek Drive.

Connecting Stillwater Park and Crespi Park,
Hawthorne is a good candidate for a bicycle

facility.
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LEGEND: BIKEWAY NETWORK
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CateGoRY 1: FiLLING IN THE GAPS

With a network of slow, residential streets, and a budding
bicycle network, the prospects for North Beach are strong.
The adjacent plan shows how the network in North Beach
may develop by focusing on connecting to or improving
existing bicycle facilities and proposing solutions that
can be implemented without curb reconstruction. These
projects represent the first five percent jump in bicycle
modeshare envisioned by the modeshare goals. The

main elements of the short term plan are:
Implement protected bike lanes on 72nd and 73rd
street , between Collins Ave. and Dickens Ave.
between Atlantic Trail. and Dickens Avenue.

Protected bike lane along Indian creek, between

Abbott and 63rd St.

12 Medium to light greenway along 81st from Atlantic
Trail to Crespi Blvd.

K] Greenway along 77th Street between the Atlantic
Greenway and Dickens Ave.

B Create a greenway along Tatum Waterway Drive.

Implement a shared path along the parkview island
park, around Biscayne Elementary to Dickens Dr.

CATEGORY 2: IMPROVEMENT TO EXISTING FACILITIES
Upgrade from sharrows to protected bike lanes.

From bike lane to Protected Bike lane Atlantic Trail
to Abbott Ave.

[F] Upgrade from sharrows to protected bike lanes.
From bike lane to Protected Bike lane on Normandy
Dr from Biarritz to Bay Drive

Upgrade from sharrows to protected bike lanes.
From bike lane to Protected Bike lane on 71st Dr
from Biarritz to Bay Drive

i} Upgrade Dickens Dr. from bike lanes to protected
bike lanes between 71st and Tatum Waterway Dr.

[P} Protected bike lanes on 71st St from Biarritz to City
limits.

Protected bike lanes on Normandy Drive from
Biarritz to city limits.

IE Upgrade from bike lane to protected bike lane on
Indian Creek, between Abbott Ave. and Dickens
Ave.

Existing bike lanes on 7 1st street.

A western looking view of 85th Street, which terminates
at Stillwater Park.

Bicycle parking at Crespi Park.
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CATEGORY 3: ASPIRATIONAL

The long term plan Over the long-term existing bicycle

facilities should be upgraded. Bike lanes on major

roads should be converted into projected facilities, and

recommends the following improvements as funding n
arises and demand for improved facilities grow.

Implement a protected bike lane on Harding Ave.
from 73rd St to The City limits, and from 73rd to
Indian Creek

Implement a protected bike lane on Collins Ave.from

73rd St to The City limits.

The Beach Walk provides a great recreational and trans-
portation amenity, especially those looking for an alterna-

Shared path on Fairway Drive along golf course, from toe 16 Collins Avenoe.

Bay Drive East to Calais Drive.
11 Greenway on Bay Drive South
IE Greenway on Byron Avenue from 81stto 73rd Street.

[B) Greenway along 85th street, from the Atlantic Trail to
Stillwater Drive .

Y] Greenway along 6%th St., from Indian Creek to the
Atlantic Trail.

%) Greenway on Hawthorne from 77th to Still Water Dr.

PX] Greenway on along Crespi blvd., between

Hawthorne Ave. and 85th St.
A father and daughter enjoy the Miami Beach Community

X Greenway along 85th St, from Atlantic trail to Still Ride. As a police escorted ride, dangerous thoroughfares
Water Drive. like Collins Avenue temporarily feel safe for cyclists of all
abilities.

North Bay Road provides an important alternative to the
congestion and fast-moving cars found moving along Alton

Road.

PAGE 61



PAGE 62



