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PORTFOLIO HOLDER DECISION RECORD 

 

Report subject  Experimental Traffic Regulation Order on Tatnam Road 
(ETRO/7) 

Decision maker Councillor Mike Greene 

Decision date  Not before 1 September 2021 

Decision taken To make permanent the current Experimental Traffic 
Regulation Order (ETRO) closing Tatnam Rd at its junction 
with Sterte Rd and Stanley Green Rd. 

Reasons for the 
decision 

Decisions regarding Traffic Regulation Orders (TROs) including 

ETROs are delegated to the Portfolio Holder.  An ETRO can run up 

to a maximum of 18 months and therefore a decision is required in 

regard to the future regulation of traffic in this area.  

The Portfolio Holder’s reason for this decision is as follows: 

‘I see the benefits of this closure to be limited.  However, the 

SATURN model simulations calculate that the additional journey 

times, which form the most significant disbenefit caused, are also 

very limited.   Accordingly, officer advice is to make the closure 

permanent. 

The public responses to the consultation are strongly 

negative.  However, in coming to decisions on ETROs, I have 

consistently respected the wishes of the ward councillors where 

they are clear.    

In this case there are five relevant ward councillors: from Poole 

Town and Oakdale wards.  Four of these are very strongly in favour 

of making the closure permanent. The last of the five also appears 

to favour making the closure permanent but said they would like 

some other data before committing. They did not put forward any 

concrete suggestions of what this desired data might be, so no 

assessment could be made about whether the data would be 

practical to collect or genuinely relevant in coming to a decision.  

Additionally, the closure has been in place for very close to a year 

and I believe that everyone will benefit from the clarity of a decision 

being made rather than the uncertainty of it dragging on. This is 

particularly true for the Transforming Travel work, which needs to 

know where closures will or will not remain in place when 

assessing their own proposals.’ 

In summary, for the reasons set out above and also in detail below 

in the background section of this report, it is considered the 

changes effected by the Traffic Regulation Order are beneficial 

overall. 



 

 

Call-in and urgency: This decision is subject to a 5-day call in period. 

Corporate Director  Kate Ryan - Chief Operations Officer 

Responsible officer Transport Network Manager - Richard Pearson 

Ward(s)  Oakdale and Poole Town 

Status  Open 

Background Emergency Active Travel Fund 

In May 2020, the Secretary of State for Transport announced the 
introduction of a central government grant titled the Emergency 
Active Travel Fund (EATF). Its purpose was to support local 
authorities in their response to the COVID-19 pandemic by helping 
deliver schemes which promoted cycling, walking and social 
distancing.  

Grants made available to BCP Council consisted of £312,835 for 
Tranche 1 and £1,062,100 in Tranche 2. Tranche 1 funding was 
used to implement a range of active travel schemes on a trial basis. 
Allocations in Tranche 2 includes funding for consolidating those 
schemes that are made permanent, introducing amendments or 
carrying out complementary work as required.  

Tatnam Road has been used by motor traffic taking a short-cut 
between Wimborne Road and Stanley Green Road, with vehicles 
purportedly exceeding the posted speed limit. It also forms part of 
wider rat-run used by motorised vehicles in combination with 
Garland Road and Birds Hill Road.  

Between 2017 and 2019, seven collisions resulting in casualties 
were reported at the Tatnam Road/Sterte Road/Stanley Green 
Road junction, one along Tatnam Road and one at the Tatnam 
Road/Wimborne Road junction.  

Due to the human and financial costs of road casualties, the 
Council has an objective to reduce road casualties and this 
measure is likely to substantially reduce road casualties at the 
junction and along Tatnam Rd from their historic levels. 

Alongside this, Tatnam Road forms a key route for:  

 Children travelling to and from Oakdale Junior School and 
Poole High School; and  

 The Council’s proposed secondary cycling network, as 
described in the emerging Local Cycling and Walking 
Infrastructure Plan (LCWIP).  

Prohibiting through traffic reduces the number of motorised vehicles 
travelling along Tatnam Road. This is turn provides safer conditions 
for cycling and enabling less confident cyclists to cycle in the 
carriageway, reducing conflict with pedestrians using the footway.  

Enhancing provisions for active travel also lessens the need to 
travel by car, serving to abate localised congestion.      

The stated objectives of the scheme were to: 

 Discourage through traffic from using the residential area; 

 Create additional space where people can safely cycle and 
walk to access local amenities, particularly children; and 

https://www.bcpcouncil.gov.uk/News/News-Features/Supporting-Active-Travel-and-social-distancing/Active-Travel-Schemes.aspx


 

 

 Reduce the attractiveness of the wider rat run along 
Garland Road and the extended route through to Parkstone 
Rd. 

 

The measure involved a modal filter which closed Tatnam Road at 
its junction with Stanley Green Road / Sterte Road to motor 
vehicles. It comprised of wooden planters, traffic cylinders and 
appropriate signage.  

 
Timeline 

The ETRO came into legal effect on Monday 31st August 2020 and 
the measure was installed on Tuesday 8th September 2020.  A 6-
month consultation process ran until Sunday 14th March 2021. 
Since then, the measure has been remained in-situ place pending 
review and a decision.   

Traffic Surveys and Modelling 

Owing to the COVID-19 Pandemic, the Council has been unable to 
collate representative traffic survey data. Diverse traffic patterns 
have persisted throughout the past year due to various iterations of 
lockdown restrictions, coupled with public health advice 
discouraging use of public transport and lift-sharing. Consequently, 
empirical evidence has been atypical and would not have provided 
a meaningful comparison with previously recorded traffic flows.   

Nevertheless, the Council has sought to quantify the potential traffic 
impact of the ETRO via alternative means, so as to ensure a robust 
assessment. The approach taken has involved a strategic transport 
modelling exercise, using an area-wide transport model known as 
the South East Dorset Model. This uses SATURN traffic modelling 
software to forecast future traffic levels based on central 
government mandated assumptions about growth. It is managed by 
Dorset Council on behalf of all local authorities within South East 
Dorset. 

Forecasted journey time and traffic volume outputs were produced 
for the AM, PM and inter-peak (IP) periods for motorised vehicles 
travelling in the area between the junctions of the A350 Parkstone 
Road / Birds Hill Road, and Fleets Lane / Stanley Green Road. 
Differences were determined between the base year (2017) and the 
forecasted year to ascertain the impact on the surrounding network 
from displaced traffic redistributing from Tatnam Road.  

Of the routes assessed, four were most pertinent to the ETRO/7 
measure. These were: 

 Route 1 – Sterte Road, Stanley Green Road and Fleets 
Lane (between Holes Bay Road and Fleetsbridge 
Roundabout); 

 Route 2 – Holes Bay Road and Townsgate Road (between 
Holes Bay North Roundabout and The George 
Roundabout);  

 Route 3 – Wimborne Road (between The George 
Roundabout and Fleetsbridge Roundabout) 

 Route 5 – Stanley Green Road (between Fleets Lane and 
Wimborne Road); 

The table overleaf summarises the key differences between 
Scenario 1 and the base year. Appendix A1 includes a copy of the 



 

 

full report and Appendix A2 provides a summary of the route 
specific forecast. 

Route Direction 

Approximate differences  

Journey time 
(seconds)* 

Traffic volumes per 
hour (PCUs)** 

AM IP PM AM PM 

Route1 
Northbound 0 0 0 -63 -157 

Southbound 5 0 1 -45 -98 

Route 
2 

Northbound 1 1 5 32 54 

Southbound 12 2 2 52 113 

Route 
3 

Northbound 4 4 6 100 112 

Southbound 18 9 14 -226 -109 

Route 
5 

Eastbound -1 -1 -1 42 42 

Westbound 0 0 0 25 25 

*Rounded to the nearest whole number i.e. if the digit is 0.5 or more it is 
rounded up. If the digit is less than 0.5, it is rounded down.  

**Rounded up to the nearest whole to provide a robust assessment.  

Effects on forecasted journey times and traffic volumes are largely 
negligible, with little or no change. With regards to journey times, an 
increase of 18 seconds is predicted in the worst-case. However, for 
most routes, the change is between 1 and 10 seconds.  

In terms of traffic volumes, vehicles predominately divert onto 
classified major roads, namely Holes Bay Road and Wimborne 
Road. The largest increase is forecast to take place on Holes Bay 
Road in the southbound direction during the PM peak, equating to 
approximately two additional vehicles per minute. Localised 
impacts on Stanley Green Road are nominal, corresponding to less 
than one extra vehicle per minute. Such changes are relatively 
small in scale and are therefore not considered significant. 
Additionally, they are offset by reductions elsewhere on the 
network. Finally, it should be noted that the figures above depict a 
“tidal” pattern, reflecting commuting patterns at either end of the 
day.   

Overall, when taking into account the effects to predicted journey 
times and additional traffic volumes, impact on the surrounding 
highway network from displaced traffic redistributing away from 
Tatnam Road is anticipated to be marginal at worst. 

Options appraisal Three options are available for the measures being decided upon: 
retain and make permanent; modify; and / or remove. Given the 
time that has elapsed, the experiment cannot be continued and 
reviewed again within the original 18-month experimental period.  

Despite the measure operating in atypical conditions due to the 
COVID-19 pandemic, many of the original scheme objectives still 
apply and other road safety benefits arise that can be better 
realised by retaining the measure.   

Consultation 
undertaken 

Prior Consultation  

Unlike conventional TROs, time constraints meant there was not 
the normal opportunity for extensive advance consultation. 
Timescales were dictated by the DfT’s EATF criteria. Conditions for 
the grant required that the measures should be implemented within 
12 weeks of funding being awarded.  

A short pre-consultation was held with statutory consultees ahead 
of implementation. This included the emergency services, along 
with consideration for persons or groups with protected 
characteristics. In addition, a public notice was issue 7 days before 



 

 

the ETRO came into being.  The experimental period provided a 
less time pressured consultation to be undertaken. 

 

Public Consultation  

People were able to comment as follows: 

 Formally via the ‘ETRO Response’ mailbox which gathered 
formal representation (written comments, objections and 
support) via email and post; and 

 Informally via an Online Questionnaire which collected 
information about how individuals responded to the 
measure in relation to a scale ranging from positive to 
negative, and a series of questions designed to help people 
comment on the impact of the measure. Data was also 
collected to inform the EIA.  

‘Formal written responses 

Analysis of all formal correspondence received is provided in 
Appendix B. Key findings are summarised below.  

Altogether, 165 formal responses were received for ETRO/7.  

It would appear that the majority of those who chose to provide 
formal representation were against the scheme, with 
approximately 66% objections and 33% messages of support. 
Neutral feedback was negligible.  

Over the course of the trial, the statistics insinuate that people 
were more energised to speak about the scheme early on, 
especially when the schools were in session during the 2020 
autumn term. Additionally, formal responses did not become 
more negative or positive over time.   

Formal objections centred around four core themes. In order of 
relative magnitude, these were: displaced traffic; road safety; 
prior consultation; and purpose. 

Messages of support also concentrated on six themes. In order 
of relative magnitude, these were: road safety; noise; 
behavioural change; environmental benefits; lower traffic 
volumes; and sense of community. 

The consultation is not a referendum. Instead, as with all TROs, 
it is a method by which to collate views to inform decision 
making. Any objections are then assessed to determine how 
material they are, to help inform decision making and decide 
whether to pursue or amend the scheme. 

Council responses to objections have been provided within 
Appendix B. Actions to take forward for further consideration 
relate to vehicle parking during school arrival and departure 
periods, amendments to existing parking restrictions and 
enforcement of the modal filter. 

Vehicle parking issues during school arrival and departure 
periods were exceptional, emanating from the distorted effect 
COVID-19 had on trip patterns. Issues alluded to by objectors 
were temporary and not an indication of long-term behavioural 



 

 

change. As restrictions are gradually eased, it is expected that 
problems will dissipate and enforcement of parking restrictions 
will assist. 

Amendments to existing parking restrictions concern TROs that 
are not part of this measure. Therefore, any changes to these 
are not relevant to the decision in hand. Nonetheless, 
modifications could be considered separately at a future date, 
as part of the standard prioritisation and consultation process 
for TROs.   

By making the measure permanent, the Council will be able to 
formalise the closure through the application of more hard-
standing features. This will help create a self-enforcing design, 
which reinforces the changes and enables drivers to become 
better accustomed to the new layout. Further enforcement 
options in accordance with devolved powers in Part 6 of the 
Traffic Management Act, could be considered in future if 
deemed necessary. Principally, in terms of the decision in hand, 
non-compliance is an insufficient reason to prevent the scheme 
being made permanent.   

Online Questionnaire 

Analysis of all responses to the Online Questionnaire is 
provided in Appendix C. Key findings are encapsulated below. 

As of Monday 8th March 2021, 605 respondents took part in the 
consultation as summarised in the following table:  

Summary of question % 

Agree 

% Disagree 

Creation of a LTN. 20 66 

Closure in Tatnam Road at the junction with 

Stanley Green Road / Sterte Road. 
17 80 

The changes have reduced through traffic in the area. 17 74 

The changes have encouraged me / my family to 

travel to school on foot / by bicycle.  
14 81 

The changes make it safer for me to cycle in this 

area.  
19 70 

The changes make it safer for me to walk in this 

area. 
18 73 

The changes improve air quality in the local area. 20 70 

With regards to impact of the trial, 16% of respondents felt it 
was positive, 77% declared it was negative, 4% reported a 
mixed impact and 2% stated that there was no change.  

In terms of mode of travel, the results infer a slight shift to more 
sustainable choices, primarily walking, as demonstrated in the 
table below.   

Mode of travel More likely No change Less likely 

Car or motorcycle 31% 55% 14% 

Public transport 2% 57% 41% 

Cycle 15% 49% 35% 

Walk 31% 55% 14% 

*Due to the product of rounding, when summed together, some of the figures 

above do not equal 100%. 



 

 

As shown in the table below, views over time generally did not 
become more positive, with the exception of the first four weeks 
post implementation. However, contextual factors need to be 
taking into account. Over half of all responses (56%) were 
submitted prior to the measure being implemented. Ostensibly, 
early responses were more reactionary to the concept, whereas 
later responses incorporated an element of reflection as to how 
the measures had performed in practice. Responses after the 
initial four weeks tended to be made in the 2020 autumn school 
term when parking issues where allegedly most acute.  

Time period 
Reported impact 

Positive Negative 

Before launch of scheme 10% 86% 

First four weeks post implementation 39% 52% 

After four weeks post implementation 19% 71% 

Comments and suggestions made chiefly mirrored those in the 

formal correspondence. Council responses to objections and 

suggestions are provided in Appendix B.     

Financial/Resource 
implications 

The initial costs of implementing the measures as part of the EATF 
Tranche 1 programme were approximately £5,000. These were 
recoverable from the external EATF Tranche 1 capital grant from 
the DfT. 

Revising and making permanent the measures in the way 
described would result in costs of around £25,000. This expenditure 
can be funded from the EATF Tranche 2 programme that included 
budget for the modification of Tranche 1 schemes.   

Summary of legal 
implications 

The Experimental Order was made pursuant to the provisions of 
Section 9 of the Road Traffic Regulation Act 1984 (“the Act”) and 
can remain in place for a period of up to 18 months.  

The Council can revoke, amend and / or make permanent ETROs. 
In addition, the Council can make new Traffic Regulation Orders 
under the Road Traffic Act 1984.  

The Council is required to advertise proposed Orders and must 
consider any objections that are made in accordance with the 
Traffic Regulation Order process as set out in:  

 The Local Authorities' Traffic Orders (Procedure) (England 
and Wales) Regulations 1996; and  

 The Traffic Orders Procedure (Coronavirus) (amendment) 
(England) regulations 2020 (Statutory Instrument No. 536) 
(“the SI”) that came into force on Saturday 23rd May 2020.  

In this case the decision is to make the original ETRO permanent. 

In terms of the decision itself, consideration has been given to 
the consultation responses received and to the assessment 
undertaken in respect of impact upon those with protected 
characteristics. This report and its appendices sets out a 
rationale for the decision, which is supported by the evidence 
obtained to date, and is made in accordance with the relevant 
delegated authority contained in the Council’s constitution and 
accords with the criteria set out within s1 of the Road Traffic 
Regulation Act 1984 and Section 122 of the Act. 



 

 

Summary of 
sustainability impact 

The DIA is included in Appendix D (Assessment number 258).  

The LTN will discourage through traffic and help to promote 
sustainable travel and therefore the environmental impact of this 
measure is mainly positive locally.  However, some of the benefits 
may be offset by the displacement of traffic.  Although, this in turn 
may be offset if the measures enhance the immediate area for 
residents, improve road safety as well as provisions for active 
travel, especially for children given the proximity of Oakdale Junior 
School and Poole High School. In combination with other 
measures, it is also likely that as more people switch to sustainable 
travel modes then some of the possible disbenefits of displacing 
traffic may be fully or partly mitigated against. 

Summary of public 
health implications 

Making permanent the experimental measures currently in place, 
would ensure that the benefits from a reduction in through traffic 
(which enhances the experiences of pedestrians, cyclists, children, 
the disabled and less mobile groups within the area), are continued. 
A balance has been struck between access for motorised vehicles 
and provisions for non-motorised users as evaluated elsewhere in 
this report. This may help support a positive public health outcome. 

Summary of equality 
implications 

A full EIA is included in Appendix E. This is summarised below. 

The EIA was based on the consultation responses to the Online 
Questionnaire (as set out in Appendix C), along with an 
assessment of the actual area.    

Prior to implementation and guided by previous local research and 
consultation, equality benefits were anticipated by improving 
facilities for people that walk, cycle and travel by bus, as some 
residents, especially in areas of high social deprivation, do not have 
access to a car. Stated outcomes from central government, cited 
benefits to higher risk people in society, namely the elderly, ethnic 
minorities, and people with heath limiting disabilities. 

Responses were evaluated based on differences from and within 
protected groups. Significant differences were only shown for age, 
gender and disability. The 45-54 years age group showed higher 
agreement with the trial than others, with the 18-24 years and the 
over 65s exhibiting lower levels of support. All age groups showed 
far fewer people agreeing with the trial than disagreeing.   

Disabled people compared to non-disabled people were 
proportionately more opposed. Men were slightly less pronounced 
in their opposition compared to women. There were also 
pronounced variations in disagreement and impact based upon: 
where people live; how they travel; whether they worked in the 
area; and the time a response was submitted.  People in Tatnam 
Rd were more supportive of the measure than people in Sterte Rd 
or Stanley Green Rd.  This is likely to be because Tatnam Rd is 
essentially the cut through route that people use and by closing that 
cut through the traffic levels are much lower. 

In the context of responses showing low levels of agreement, 
making the measure permanent will not evidence additional further 
impact for any protected groups compared to the initial period. By 
allowing greater time to experience the impacts of lower traffic, 
more of the intended original benefits should be realised. This is 
specifically relevant to this trial, because journeys to school during 
the 2020 autumn term were atypical. Providing a safer overall 
environment to encourage take up of active travel is more inclusive. 



 

 

Although impacts for this scheme are noted on certain groups, 
these do not specifically impact on ability to travel by existing 
means. 

Positives emanating from the encouragement of cycling, walking 
and public transport, together with improved residential amenity are 
considered to outweigh the inconvenience of slightly longer car 
journeys. For trips impacted by the scheme other routes are still 
available.  

Given the disproportionate impacts of poor air quality on disabled 
people and children, coupled with the detrimental effect of high 
traffic levels on a child’s development, keeping the modal filter will 
continue to provide benefits to these groups. Supportive comments 
received about the benefits to activity, climate change, 
communities, environment, health and road safety will also be 
realised by retaining the scheme.  

A higher proportion of responses against the scheme were received 
before the measure was implemented. Greater levels of support 
were evidenced post implementation. With considered evaluation of 
the outcomes before they occurred, its anticipated that more people 
would now consider the measures positive than evidenced in the 
survey.  

Keeping the scheme will enable continued evaluation and 
investigation of similar initiatives in the wider area. Furthermore, it 
will allow the community to realise the intended benefits which have 
not been yet wholly manifested due to the unusual circumstances 
at the start of the trial. 

Summary of risk 
assessment 

There are no major risks identified. A summary of the risks is 
included in Appendix F.  

Conflicts of interest 
declared by Cabinet 
member consulted on 
this decision 

Not applicable 

Background papers Chief Executive Urgency decision dated Thursday 11th June 2020. 

Emergency Active Travel Fund Programme Cabinet Report dated 
Wednesday 9th September 2020. 

 

 
 


