




























































































From: Betsy Archibald [mailto:barchiba@rochester.rr.com]  

Sent: Wednesday, November 16, 2016 7:44 AM 

To: PublicWorks CustService <pwcustservice@cityofnorthport.com> 

Subject: Price Blvd. Widening 

 

Please consider a bike lane when widening Price Blvd.  The sidewalks that are along the road are not 

good for road bicycles – the cracks between the cement squares are very uncomfortable.  A bike lane 

would encourage people to bicycle as well as be a safe alternative to bicycles in the road with the cars.   

Thank you for your consideration. 

Betsy Archibald (North Port part time resident) 

 

 

From: Robert Karapontso [mailto:rk1051@comcast.net]  

Sent: Wednesday, November 16, 2016 12:41 PM 

To: PublicWorks CustService <pwcustservice@cityofnorthport.com> 

Subject: Price Blvd. Widening 

 

Good afternoon: 

 

As an avid local bicyclist and long‐time member of the Coastal Cruisers Bicycle Club, I wonder if plans for 

the project include a dedicated bike lane on both sides of Price Blvd.  Area serious bicyclists often ride 

from 20‐50 miles in a typical day and bike lanes would be welcome from a safety standpoint. 

 

Our club's Thursday ride in North Port often attracts up to 100 riders, during season, that are looking for 

safe roadways to ride on.  It was disappointing to many of us when the re‐construction of Sumter Blvd. 

was completed, that it did not include bicycle lanes.  Although, bike and pedestrian paths are welcome, 

they are generally used by more casual riders.  Our members ride anywhere from 14‐20+ mph for long 

distances. 

 

As you make your plans for Price Boulevard's future, would you kindly consider adding bike lanes to its 

construction. 

 

Thank you. 

 

Sincerely, 

Robert Karapontso 

1051 Ohana Way ‐ Unit 207 

North Port, FL 34289 

 

 

From: Leslie Liuzzo [mailto:leslieliuzzo@gmail.com] 

Sent: Thursday, November 17, 2016 7:24 AM 



To: PublicWorks CustService <pwcustservice@cityofnorthport.com> 

Subject: W. Price widening 

 

Good morning. I reside off of N Cranberry and I am an avid cyclist. Unfortunately, West Price is the only 

main thoroughfare for me to reach the quieter areas of North Port.  I would like to state my concerns on 

the widening. I would not feel comfortable using a bike lane on this new road. I agree that speed on the 

road is already scary. I actively use only the sidewalk for cycling . The wide area allows for safely passing 

other walkers and cyclists. I support doing away with the bike lanes that are proposed. And I hope there 

are plans for high curbs to discourage any wandering texters from swaying onto the sidewalk. Thank you 

for your continued hard work and trying to improve our beautiful city! 

 

 

From: Dave & Irene Duhamel [mailto:dave.irene44@gmail.com]  

Sent: Tuesday, November 22, 2016 1:47 PM 

To: PublicWorks CustService <pwcustservice@cityofnorthport.com> 

Subject: Anger with W PRICE WIDENING 

 

We have attended Saturday meeting.   We would like to make a strong suggestion to address owner 

comments made at that meeting. 

The issue is lost of personal and visitor parking.  Some vacant lots are now on the market.  The city 

should buy up all vacant lots now.  Turn some of the lots into extra parking for use by nearby residents.  

Not parking lots but parking parks with landscaping particularly on entry way.  Allow small boat and 

trailer parking, maybe at a fee. 

We believe this would address the anger we heard. 

DUHAMELs @ 3805 W PRICE BLVD   703‐209‐6396 

 

From: Mike Lasche [mailto:mike@floridawalksandbikes.org]  

Sent: Monday, November 21, 2016 4:12 PM 

To: Michael Fear <MFear@cityofnorthport.com>; Benjamin E. Newman 

<bnewman@cityofnorthport.com> 

Subject: Price Boulevard 
 

Dear Mr. Fear and Mr. Newman, 
 

I was reading the online edition of the Sarasota Herald‐Tribune which mentioned the discussion around 

the future design of Price Boulevard. 
 

Let me begin by stating that Florida Walks and Bikes, a statewide bicycle/pedestrian advocacy 

organization, approves of the design that was mentioned in the newspaper article.   We understand the 

limitations of 100’ ROW, 4 lanes of motor vehicle traffic, a wide median for U‐turns, and the need for 

bike lanes, sidewalks, and landscaping. 

 



However, in the Herald‐Tribune article I was shocked to read that someone who described himself as a 

cyclist and who had served on a bicycle advisory committee had argued for eliminating the bike lanes 

and combining them with the sidewalk. 
 

Relegating all bicycle traffic to the sidewalk is an idea that has been rejected by bicycle/pedestrian 

science since the 1970’s.    Instead, AASHTO, USDOT, FHWA, FDOT, and all other credible standard‐

making bodies have called for on‐road bicycle facilities, usually bike lanes, on all arterials and collectors.   

This is also the approach of The Congress for the New Urbanism and Institute of Transportation 

Engineers in their landmark 2010 work, “Designing Walkable Urban Thoroughfares: A Context‐Sensitive 

Approach. 
 

Obviously, not all cyclists belong on the roads.   Most would agree that a six year old child cyclist should 

use a sidewalk.    This is why all the groups mentioned above endorse the two part approach of bike 

lanes and sidewalks;   on‐road facilities for faster speed, competent cyclists and sidewalks for slow 

speed, novice cyclists.  Nevertheless, on‐road facilities are always recommended. 
 

Placing all cyclists on sidewalks, or off‐road paths of any type, has the following disadvantages, among 

many others: 
 

1)  It is dangerous, occasionally fatal, for pedestrians to be commingled with cyclists. 

2)  Cyclists face danger from all manner of non‐motor vehicle collisions on side paths such as collisions 

with pedestrians, pets on leashes, and fixed objects. 

3)  Every driveway becomes an intersection, often a low‐visibility one, especially in Florida with its lush 

vegetation. 

4)  At intersections with roads, cyclists emerge as a surprise to motorists from side paths to motorists 

who scan for traffic on the roadway. 

5)  Bike lanes encourage correct one‐way riding but side paths encourage two‐say cyclist traffic which 

exacerbates all the danger issues. 

6)  Research has consistently corroborated, since the 1970’s, that cyclists face greater crash frequency 

and more severe injury from riding on side paths than on the road. 
 

I could go on about why placing all bicycle traffic on side paths is a bad idea but I will direct you to the 

attached document which provides 15 reasons and supporting data. 
 

I will conclude by mentioning that Florida law defines the bicycle as a vehicle, FS 316.2065, and it should 

be planned and engineered as such.  
 

As a representative of Florida Walks and Bikes, and as a resident of Sarasota County, I urge you to keep 

the bike lanes in your design for Price Boulevard.  If you have any questions or comments, I would be 

happy to hear from you. 
 

Mike Lasche 

Executive Director, Florida Walks and Bikes   

 



Bicycle/Pedestrian Advocates 
POB 3746   Sarasota, FL  34230   941-544-7788 
 
By Mike Lasché 
May 5, 2015 
 
 
Specific Reasons why sidewalks, multi-use paths, sidewalk-style 
facilities, or other types of sidepaths are a poor policy solution for 
serving bicyclists.  
 
1)   Pedestrian Safety:   The pedestrian is the most instantaneously and directionally 
unpredictable actor in traffic.  They can turn instantly.  They can throw out their arms 
instantly.  Some pedestrians are children.   The danger is increased when pedestrians are 
in groups.  Nor is a walker expecting someone moving up behind him at bicycle speeds.  
This leads to collisions with sidewalk cyclists, sometimes with serious injuries or 
fatalities.    Please note that many municipalities around the country, including the City of 
Sarasota, have banned cyclists from using some sidewalks for this reason.   Indeed, 
Florida Statute (316.008 (h)) allows local ordinances to ban cyclists from sidewalks. 
 
2)  Bicyclist Safety, non-motor vehicle collisions:   Collisions with pedestrians can injure 
or kill cyclists too.   Sidewalks also feature signs, trash cans, benches, sidewalk vendors, 
children, dogs on leashes, doors opening, shoppers emerging from business entrances, 
glass windows, and other objects. 
 
3)  Every Driveway becomes an intersection, often a low-visibility one:  For cyclists on 
sidewalks or multi-use paths, driveways present special danger for several reasons.   First, 
the visibility at a driveway/sidewalk intersection is often much less than at a 
driveway/roadway intersection.   Indeed, transportation literature includes the term “blind 
driveways” for driveways with visibility obstructed by built or natural objects such that a 
motorist cannot see the sidewalk until he/she is actually blocking it.   Second, motorists 
taking a driveway across a sidewalk often expect sidewalk traffic to be moving at 
pedestrian speeds, not bicycle speeds.   Third, sidewalk bicyclists, like all sidewalk users, 
have the legal right of way and do not expect motorists to suddenly block their way.   
But, often, motorists can’t see the sidewalk facility until they actually are blocking it.   
For these reasons, neither motorist nor cyclist may have the reaction time to avoid a 
collision when a car crosses a sidewalk/multi-use path.   The classic crash in this case is 
when a motorist emerges from a driveway to enter the roadway.    Another type is the 
“right hook” which occurs when a vehicle comes from behind and turns right in front of 
the sidewalk cyclist.    And, there is the “left hook” where a motor vehicle may come 
from the other direction and turn left in front of the sidewalk cyclist.   Roadways don’t 
present as much of this problem for cyclists because engineers take care to establish 
visibility/clear sightlines on the road and it is clear that road users have right-of-way over 
driveway traffic or turning traffic.   But, sidewalks are not engineered for such visibility 



nor is right of way so well understood on it.  And, given all the things that motorists must 
see and consider, and especially given the “visual soup” that exists on roadways, it is not 
reasonable to expect motorists to see bicycle traffic on sidewalks.  
 
4)  At road intersections, cyclists emerging from sidewalks are a high speed surprise to 
motorists:   When motorists go through an intersection, their attention is usually fixed on 
roadway traffic, not on sidewalk traffic.   And, cyclists on sidewalks are less visible than 
cyclists on roadways.   Thus, it is not reasonable to expect motorists to perceive cyclists 
moving at bicycle speeds, who may  have the legal right of way, suddenly emerging from 
sidewalks into their path at intersections.   Perceiving the sidewalk cyclist is difficult 
enough to do when a motorist is proceeding straight through an intersection but it 
becomes even more difficult when a motorist is turning right.   This crash is the classic 
“right hook”, when a motorist makes a right turn and crashes into a cyclist going straight 
along the corridor.   Roadway intersections are also the source of the classic “left hook”, 
where motorists make a left, only to be surprised by a cyclist suddenly emerging from the 
sidewalk into the intersection. 
 
5)  Sidewalks/multi-use paths/sidepaths encourage two-way bicycle traffic, which 
worsens all the safety issues:  On the road, it is illegal for a bicycle to ride against the 
flow of traffic but, on the sidewalk, bicycles have the legal right to go either direction.   
This increases the danger for cyclist/pedestrian crashes, cyclist/cyclist crashes, and 
cyclist/motor vehicle crashes at driveways and intersections. 
 
6)  Research shows that sidewalks/multi-use paths/sidepaths are dangerous for bicyclists:   
Although many studies can be cited, a classic in the field is “Characteristics of the 
Regular Adult Bicycle User”, a Master’s Degree Thesis, University of Maryland, by 
Jerrold Kaplan, 1975.   Kaplan states, “Surprisingly, bicycle facilities where no motor 
vehicles are allowed showed the highest accident rate of any variable examined.   On-
street facilities, such as bicycle lanes or routes, showed a very low accident rate.  The 
rates for both major and minor streets fell in between.”  And these results have been 
corroborated many times throughout the years.  One recent example is a study from 
February 2015, based on researchers from 4 universities, available from 
http://bmjopen.bmj.com/content/5/1/e006654.full.pdf,  which found that one of the prime 
contributing factors in severity of bicycle crash injuries was the use of a sidewalk or 
shared-use path.  A summary, from  http://usa.streetsblog.org/2015/01/09/study-
what-puts-cyclists-at-greatest-risk-its-not-what-you-wear/,  said: 
 
 “Researchers found that people who were injured while riding on sidewalks or shared-
use paths tended to sustain worse injuries, even compared to cyclists riding on major 
roads with no bike infrastructure. These counterintuitive results suggest that riding in 
places with potential conflicts between cyclists and pedestrians can be more dangerous 
than people assume. An earlier study by the same research team found people riding on 
sidewalks and multi-use paths were also more likely overall to be involved in a collision 
or crash.” 
 



7)  Sidewalk facilities are not a practical option for cyclists going from point A to point 
B:   On the road, cyclists can usually move at bicycle speeds and proceed smoothly 
through all intersections.   But, on sidewalks/sidepaths/multi-use paths, due to the 
visibility/safety issues, cyclists have to move slower and stop or slow at each intersection.   
Thus, actual practicing cyclists, who like everyone else want to get from point A to point 
B as quickly as they can, and have to provide their own physical power to do so, often 
avoid sidewalks and use the roads.     Assuming we wish to encourage bicycle use, we 
should not relegate cyclists to facilities which make them less visible, are unsafe, retard 
the cyclist’s speed, and cause him/her to stop/slow at every intersection.  
 
8)  Sidepaths restrict cyclist’s movements, causing them to make unusual or unsafe 
maneuvers.   On the road, a cyclist has no problem making a mid-block left turn.   He/she 
simply checks for traffic, signals, merges into the appropriate area for a left turn, and 
completes his turn…….the same as any other vehicle.   On a sidewalk, making the same 
mid-block left turn would mean dismounting, leaving the sidewalk, walking the bicycle 
over the curb, then starting from zero to merge or cut perpendicularly across traffic.    
Similarly, if a cyclist wishes to make a left turn at an intersection, he/she simply checks 
for traffic, signals, merges into the left turn lane, and turns if the signal permits.  On the 
sidewalk, a cyclist has to go the intersection, navigate two crosswalks after waiting for 
signalization at both, to make a left turn and end up moving with traffic. 
 
9)  Cost/Impracticality:  In urbanized areas, purchasing right of way for bike paths or 
multi-use paths is usually prohibitively expensive.   Narrow strips of land, 5-10”, outside 
the existing roadway, are often very expensive commercial frontage, easily costing 
millions of dollars for distances of a few blocks.  For example, buying extra right of way 
for the FDOT reconstruction on US 41, from 10th to 14th, was found to cost several 
million dollars.   Since public budgets are limited and highly contested, it is very unlikely 
that the public will pay for this over the usual distances of corridors, miles and miles.   
But, this is exactly what bicyclists need, infrastructure that that serves them for miles and 
miles.   So, off-road facilities for bicyclists, through developed areas, are usually too 
costly and therefore rare.   In some cases, policy makers have tried it on short stretches of 
corridor where they were able to find extra right of way.   But, then, over the length of the 
corridor, the public is left with an on-again, off-again sidewalk/multi-use path, 
interspersed with bike lanes/wide curb lanes/sidewalks, or even no facilities at all.   On-
again/off-again is not an acceptable transportation policy.   It creates problems with 
motorists who have to deal with cyclists behaving one way on one part of the road and 
behaving differently on another. 
 
10)  In Florida, the bicycle is legally defined as a vehicle, with all the rights to the road of 
other vehicles.   After all the bad experiences with sidewalk bike paths in the early 
1970’s, Florida recognized the bicycle as a vehicle in 1978 (F.S. 316.003(2) and 
316.2065(1)).   Indeed, every state in the nation now treats the bicycle as a vehicle.  
The Florida Legislaure has also removed the ability of local governments to require 
cyclists to give up the road and use sidewalks/sidepaths/bike paths/multi-use paths.  
Local efforts to relegate bicycles to sidewalks conflict with the state’s effort to treat them 
as vehicles. 



 
11)  In Florida, a cyclist loses right of way on the sidewalk.   Florida Statute 316.2065 (9) 
and (10) specify that cyclists have the rights of pedestrians on sidewalks and crosswalks 
but cyclists must yield to actual pedestrians.  
 
12)  National/State Standards:   For these reasons, among others, all of the credible 
standard-setting bodies do not recommend sidewalks or multi-use paths as the policy 
option for bicyclists.   Let us begin with the pre-eminent standard making body in 
America, the American Association of State Highway Traffic Officials, AASHTO, which 
calls for bike lanes (or wide curb lanes) and sidewalks on arterials and collectors.  The 
Federal Highway Administration which makes the same recommendation.   Then, there is 
FDOT, through its own Plans Preparation Manual and the Green Book,  FDOT’s guide 
for local agencies.   FDOT has been placing sidewalks and bicycle lanes/wide curb lanes 
on arterials and collectors for decades.   Then, there is the the Institute of Transportation 
Engineers, the 17,000 member association of American transportation engineers, and the 
Congress for New Urbanism (CNU).  In a landmark work of 2010, co-authored by the 
CNU and ITE, entitled “Designing Walkable Urban Thoroughfares: A Context Sensitive 
Approach” bike lanes and sidewalks are called for on all arterials and collectors, in all 
residential and commercial areas, in suburban, general urban, and urban center/core 
areas.   This landmark document, one of the first by the transportation engineers to call 
for designing streets according to local needs rather than regional needs, is possibly the 
finest synthesis of concern for local context sensitivity and engineering practicality.   It is 
downloadable at http://library.ite.org/pub/e1cff43c-2354-d714-51d9-d82b39d4dbad.   
 
13)  For over 3 decades, the American approach has been to integrate bicycles, not 
segregate them.  For all of these reasons previously cited, the direction of bicycle 
transportation science since the 1970’s has been to integrate the bicycle into the 
transportation network, not to segregate it.   Segregation is unsafe, costly, and 
impractical.   Integrating cyclists into the existing transportation network is safer, much 
less costly, and works for all users.   Thus, the direction of agencies and standards has 
been to provide for all types of cyclists by providing “complete streets”, streets which 
serve all populations of users including motorists, pedestrians, and both types of cyclists.   
Faster, more competent, and more confident cyclists are served by on-road 
accommodation, usually bike lanes.   Slower cyclists, such as novice adults or children, 
willing to sacrifice utility for perceived safety, are served by sidewalks.   This one-two 
punch has been found to increase safety and encourage bicycle use throughout the 
country. 
 
14)  Florida Experience with Bike Lanes:  Sidepaths are sometimes suggested because 
some allege that bike lanes don’t attract bicycle ridership or promote safety.  But what 
does the data show?  Using a recent prominent Florida example, Miami-Dade County 
reports (Henderson, Miami-Dade MPO,) that from 1990, around the time that it began to 
seriously integrate bicycles into the transportation system through on-road 
accommodation such as bike lanes, annual bicycle fatalities have decreased from 25 to 5 
in 2012, an 80% reduction.   In the same period, annual bicycle injuries have decreased 



by approximately 25%.  These impacts are particularly stunning when one considers that, 
from 1990 to 2012, the population of Miami-Dade grew by 649,000, a 33% gain.   
 
More detailed statistics for Miami-Dade were reported for 2007 to 2012.   During that 
time, bike lane mileage increased by 175%.   This was accompanied by a close-to-perfect 
correlation of a 164% increase in biking, as measured by the US Census.  During the 
same period, Miami-Dade’s population grew by 5.67%.   With the per capita increase in 
ridership and the population increase, this means a 173% increase in bicycle ridership.  
Though bicycle injuries grew by 67% during the same period, this growth doesn’t 
remotely match the increase in cycling.  Obviously, conditions are safer.   And perhaps 
most importantly, despite a 173% increase in cycling, the raw numbers of annual bicycle 
fatalities actually dropped 58% from 2007 to 2012, from 12 to 5.   (See 
http://www.slideshare.net/PWPB_Slides/pwpb-2014-bikes-on-limited-access-facilities-
hendersonrobertson-0910 ) 
 
15)  Local Experience:   Sarasota should know better than to expect sidewalks or multi-
use paths to be satisfactory.   We have the recent experience with Ringling Bridge, which 
initially allowed cyclists onto the 10’ wide sidewalk.   And, this sidewalk had no 
driveways, no intersections, no businesses with doors, or any of the regular sidewalk 
obstructions.   Yet, despite all of those mitigating factors, allowing cyclists on its 
sidewalk led to a civic uproar which led to City action and signage directing cyclists to 
walk their bikes.   But, this experience is nothing new.   Back in the 1970’s, bike paths, in 
the form of wide sidewalks, were built on Siesta Key and Longboat Key.    Immediately, 
complaints began to arise over safety.    Motorists emerging from cross streets, which 
were often blind intersections due to shrubbery or other obstructions, conflicted with 
cyclists riding the path.  Conflicts occurred between pedestrians and cyclists on the path, 
leading the City of Longboat Key to pass an ordinance requiring bells on bicycles.   
Motorists turning left, or right,  were conflicting with cyclists suddenly emerging into the 
street from bike paths.   Bicyclists avoided using the bike paths, leading to arrests and 
conflicts with motorists who were angry that cyclists weren’t using the bike path.  
Sidewalks are called sidewalks for a reason……..they are a walkway by the side of the 
road, intended for pedestrian speed traffic.   Sarasota has learned this lesson before and 
should avoid having to learn it again.     Nor does simply widening them, and/or declaring 
them some other name, such as “bike path”, or “multi-use path”, change their essential 
character.   If it walks like a duck, quacks like a duck, and acts like a duck, it’s a duck.    
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