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13.1 Road Traffic Noise

Road traffi c noise is the term used to describe the noise that arises when motor vehicle use roads. The noise is a combination 

of noise from the engine and drive train of the vehicle, and noise from the interaction of tyres with the road surface (tyre road 

noise). For most vehicles, even at urban speeds, the dominant road traffi c noise component is the tyre road noise. The engine 

noise component is more noticeable as the vehicles starts off from coming to rest, for example at intersections. A few vehicles 

may have either damaged exhausts or be deliberately fi tted with noisy exhausts but, though possibly annoying individually, such 

exhausts usually make little contribution to overall road traffi c noise levels.

 A person near a roadway will observe that the noise levels increase as a car approaches, usually reaches a maximum when the 

vehicle is directly opposite the person, then the experienced noise level decreases as the vehicle moves further away. When 

traffi c volumes are low, the traffi c noise is therefore perceived as discrete events of noise associated with individual vehicles. 

At higher traffi c volumes these discrete noise events of each passing vehicle merge into what is perceived as a varying but 

continuous level of noise. Superimposed over this continuous noise will be discrete noise events associated with vehicles louder 

than most of the vehicle stream, such as discrete noise events of large trucks.

Figure 13.1 shows traffi c noise levels measured adjacent streets in the Basin Reserve area, showing how the noise varies around a 

continuous level of noise which also shows a daily fl uctuation as traffi c declines in the early morning.

Figure 13.1: Variability in traffi c noise around a steady level with time of day

Noise is measured as decibels (symbol dB) and the decibel is the one tenth of the logarithmic ratio of the sound pressure of the 

measured noise level compared to the quietest noise level that humans can detect. This quietest level is therefore 0 dB. Further, 

because the human ability to detect sound varies with the frequency of the sound, the frequency components are weighted so 

that the sound level measured matches what a person hears. Thus the “A” of dBA indicates that the ambient noise is measured 

in terms of an “A” weighting.

Because noise levels fl uctuate over time, different noise indices are used in order to quantify the noise impact. A noise index is 

a combined measure of both the noise level and the time for which that level is sustained.

At present the most common index measurement for noise is the equivalent sound level (Leq) which is the sound level that 

is equivalent to all of the instantaneous noises occurring within the defi ned period of time. The usefulness of this “time based 

equivalent” type index is that it relates strongly to how people respond to the noise levels expressed by this index. The Leq noise 

level over a 24 hour period (Leq (24 hour)) is often measured to assess the effects of noise on residential properties.

Another index used for the assessment of noise is the L10 noise level. This is the noise level that is equalled or exceeded for only 

ten percent of the measured / calculated time period (with that time period usually being 06:00 am to 12:00 pm).

Typically 24 hour average road traffi c noise levels range from about 50 dBA for quiet urban streets to about 70 dBA for busy 

urban arterials (measured about ten metres from the traffi c stream). The typical Lmax level of the noisiest vehicles will be about 

75 to 80 dBA. Traffi c noise is therefore not suffi ciently high to cause direct health effects such as hearing loss. For example the 

Occupational Health and Safety limit for industrial noise assumes that a worker can be safely exposed to an average noise level 

of 84 dBA for 8 hours per day for a 40 year working life. However road traffi c noise can cause indirect effects through the stress 

of annoyance caused by loss of amenity and by reducing the quality of sleep, even if actual awakening is not common. Research 

shows that annoyance is mediated by behavioural disturbance. That is, we are not directly annoyed by traffi c noise but by how it 

interferes with how we want to live. For example, if we want to read a book with the window open but have to shut the window 

to create an environment suitable for reading it is the “having to shut the window” that causes annoyance. Similarly if we want 

to talk outside but to be heard have to raise our voices when vehicles pass, we can become annoyed by the traffi c noise. Because 

people have many different expectations of lifestyle, reactions to traffi c noise are broad.

Figure 13.2 shows research where people were asked about annoyance of traffi c noise in two noise environments. One noise 

environment was less than 55 dBA and the other noise environment was less than 62 dBA. As is shown, signifi cant portions of 

the population are “highly annoyed” by noise levels which equivalent portions of the population fi nd “not at all annoying”. Also 

shown is that the “highly annoyed” portion of the population is greater in the higher noise environment. Figure 13.3 is taken from 

other research and shows the range of activities that residents were using to adjust to the road traffi c noise where they lived. 

Generally the number of activities and the severity of those activities increases as the road traffi c noise increases.

13 Noise

Time of Day
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Figure 13.2: Noise environment satisfaction ratings from residents living in one of two noise environments

Figure 13.3: Behaviours that people state that they are making to cope with the impacts of traffi c noise on them

Road traffi c noise interferes with hearing other people speaking, particularly when the noise is loudest as a vehicles passes 

nearby. In ordinary conversation this is usually not critical as voices can be raised. Other situations are more critical, as either 

raised voices may not be acceptable or it is critical that individual words are not misunderstood or missed altogether. The latter 

is particularly important in education where research shows that learning is impaired when words within instruction are missed.

The impacts of road traffi c noise are therefore broad. It affects people differently and the impact may arise from the noise of 

individual vehicles or from the average noise of all the vehicles or from a combination of individual vehicles superimposed 

over average noise levels. New Zealand practice mirrors that of many other countries. Road traffi c noise is a pervasive effect 

throughout the urban environment. There are standards or guidelines to manage road traffi c noise but these are targeted at only 

selected receivers and the impacts for the majority of the population. This means that there will still be a signifi cant portion of 

the population impacted by noise levels that are within standard or guideline limits. New Zealand practice also matches practice 

in most other countries in that noise limits are applied only to new roading projects with existing roads subject to different 

criteria if any. 

13.1.1 Requirement that Noise is "Reasonable"

The overarching requirement regulating noise is Section 16 of the Resource Management Act 1991 which requires that owners 

of land ensure that noise emissions from their land are "reasonable". The requirement for reasonableness is an ongoing 

requirement. "Reasonable" has no further defi nition with regard to physical noise levels. Additionally, what is meant by "noise 

level" is also not defi ned.

13.1.2  NZTA Noise Guidelines

The New Zealand Transport Agency (NZTA) Noise Guidelines have often been used as a measure of reasonable noise when 

roading projects are being considered. The guidelines were developed by a working party of professionals including those with 

noise expertise. The development of the noise guidelines relied heavily on very similar guidelines developed for use by the Roads 

and Traffi c Authority (RTA) in New South Wales, Australia. 

The guidelines do not have universal acceptance from all acoustic professionals yet many acoustic professionals have applied 

them in their work from time to time as no other New Zealand standard or guideline exists. For major roads, such as State 

Highways and urban arterials, it is our understanding that the Environment Court has accepted the NZTA Noise Guidelines as 

adequate for ensuring noise impacts are acceptable, and, by implication, embodying "reasonable noise" for the situation where 

an alteration to the road network will alter environmental noise levels. It is believed that when projects have been constructed to 

the NZTA Noise Guidelines there is, in general, an acceptance by the resident community of the resultant noise levels.

A review of the NZTA Noise Guidelines was in progress in 2006 and 2007 but this review is now on hold as work is proceeding 

on a New Zealand Standard for road traffi c noise, sponsored by the Ministry of Transport. Standards NZ began the development 

of this new standard for measuring, predicting, and assessing road traffi c noise in August 2007 and it is likely that this Standard 

will be complete by mid 2010.

This area has a wide number of land uses not typical of most roading projects, so while the NZTA guidelines should form the 

basis of assessing the projects impacts, the assessment should also consider if there are specifi c impacts not addressed by the 

guidelines but which may not constitute reasonable noise.

The guidelines are not usually applied to cultural centres such as social centres, rehabilitation clinics or churches, of which 

there are many in this area, although the same considerations applied to schools could be applied to these centres. Nor are 

the guidelines normally applied to outdoor areas of schools where often it is overlooked that important tuition occurs in sport, 

physical education, and swimming.

The guidelines do not have regard to noise protection for sports grounds such as the Basin Reserve nor to heritage sites such as 

the grounds of Government House or the National War Memorial.
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Compared to when the guidelines were developed there is now far more emphasis on urban design that encourages walking and 

cycling. This area is intended as an important urban design feature for Wellington linking a renewal of the northern Newtown 

area with the central business district and the encouragement of pedestrian and cycling trips. This means that there also has to 

be regard for the noise levels for other road users. 

A key issue then is the diversity of land uses in the area, where the community may expect noise protection and the limited 

applicability of the available noise guidelines with which to manage noise A key challenge for the project therefore is to take a 

wider approach for many of these additional land uses but making a distinction between noise increase and increase in impact. 

It is quite possible that noise levels increase but the impact on a particular land use is almost negligible because there is very 

little change in disturbance caused by that noise on the adjacent land use. 

Taking this wide perspective of developing appropriate noise protection for various land uses beyond fairly narrowly applicable 

noise guidelines will enable the project to make a successful contribution to the Wellington urbanscape. 

13.2 Current Noise Environment

The current noise environment is to be established by a two step process which consists of noise modelling and measurements. 

The noise modelling uses a noise model1 which produces noise contours which fully take into account the effects of terrain and 

of buildings in the propagation of noise from the roadways into the surrounding environment. 

The use of such a noise model for this area is important for three reasons. First low rises in the natural terrain, roads cut unto 

the ground, or bunds as in the Basin Reserve, provide considerable screening of traffi c noise. Second, close spaced and multi-

storeyed buildings interrupt the direct transmission of noise so that quiet areas can exist behind these buildings even though 

close to busy roads. Third, higher hills within the natural terrain mean that some locations are above the screening of the natural 

terrain and above the screening of other buildings so that they overlook busy roadways. With the combination of such effects, 

noise levels will be highly variable over the area.

Figure 13.4: Sample of a noise contour plot from the model for the existing street layout at the Basin Reserve

1 This model is the Sound PLAN noise modelling software using the CRTN calculation option.

SoundPLAN calculates the noise level over the entire calculation area that may contribute noise to a particular calculation 

point. SoundPLAN makes two calculations. It calculates noise for all points over a defi ned grid so as to produce contours and it 

calculates noise, including the façade effect2, at specifi cally identifi ed points, usually the most exposed part of the properties of 

interest, where "receivers" are inserted into the model. 

Measurements undertaken help to defi ne the current noise environment but are also used in conjunction with the noise contour 

model. Each measurement defi nes the noise level for only its specifi c location but the contour model enables the noise level at 

any point within the modelled area to be identifi ed. Figure 13.4 shows the noise contour diagram for the Basin Reserve area and 

adjacent streets for the existing roading layout. The key shows that the noise levels in Figure 13.4 are the façade noise levels. 

In locations away from buildings or walls, the noise level (the free fi eld noise) is 3 dBA less than that shown. Figure 13.4 is 

particularly useful for showing the spread of noise away from the roads into the adjacent areas. The screening effect of buildings 

is also clearly evident. Buildings and terrain screen the road noise to create quiet areas, even relatively near to noisy areas.

13.2.1 Noise Measurements

Measurements have been undertaken at the locations shown in Figure 13.5. Measurements included 24 hour monitoring at most 

sites as well as short-term (about one to two hours) readings at street side locations where access to properties was either 

diffi cult or where equipment would be unsecure if left overnight.

The NZTA Noise Guidelines specify that “the point at which noise levels are measured / or assessed, and to which the design 

criteria apply, is 1 metre in front of the most exposed point on the facades of existing residential buildings or educational 

facilities” so called façade position. However it is not always possible to measure in this position for a 24 hour period without 

constraining residential use of the property. Therefore measurements often have to be carried out in open areas with further 

adjustments of measured noise levels, in addition to obtain a close estimate of the 24 hour average noise level from a 1 hour 

noise measurement.3 

Figure 13.5: Locations of noise measurements

2 The facade effect is on approximately 3dBA increase in the measured noise level if the noise is measured within about 1 metre in front.

3 L
eq

 (24 hour facade) = L
eq

 (24 hour free fi eld) + 2.5 dBA
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13.2.2 Noise Measurement Results

The area affected by the proposed development was subdivided in four smaller areas, which have similar noise environment. 

• Inside the Basin Reserve;

• North-west of the Basin Reserve (West of Cambridge Terrace along Buckle Street);

• The area between Kent Terrace and Mount Victoria Tunnel (The Intersection of Hania and Ellice Streets and Paterson 

Street); and

• East, South-east and South of the Basin Reserve (Sussex and Rugby Streets).

The dominant noise source at most sites is traffi c on adjacent roads. Traffi c noise from the existing local roads is audible 

practically at all sites in this area. Results of noise measurements for three impacted areas are shown in the following tables. 

Figure 13.5 shows the position of the noise measurements and the numbers correspond to the locations of Table 13.1 to Table 13.4.

Basin Reserve area

The Basin Reserve is surrounded on all four sides by the traffi c which circulates around it. Refer Table 13.1.

Table 13.1: Noise measurements made within Basin Reserve (location of site shown in Figure 13.5)

Monitoring site locations Measure duration 
(hours)

Noise level (dBA) Leq

Measured 2009 As Leq (24 hour) As façade Leq (24 hour)

01 Vance Stand seating area 24 62.6 62.6 65.1

02 Grass area, cricket play area 

free fi eld
1 58.0 55.0 Free fi eld

03 Basin Reserve grass area edge 

free fi eld
1 55.8 52.8 Free fi eld

04 Northeast Basin Reserve, bund 

top free fi eld
1 63.7 60.7 Free fi eld

05 Basin Reserve southern end 

free fi eld
½ 63.2 60.2 Free fi eld

06 Southeast corner of Basin 

Reserve free fi eld
1 61.9 58.9 Free fi eld

Northwest of the Basin Reserve (West of Cambridge Terrace along Buckle Street)

This area is intended to be formed into a memorial park associated with the National War Memorial. Land uses are highly mixed 

and include residential, educational, cultural, and commercial. Refer Table 13.2.

Table 13.2: Noise measurements made northwest of the Basin Reserve (location of site shown in Figure 13.5)

Monitoring site locations Measure duration 
(hours)

Noise level (dBA) Leq

Measured 2009 As Leq (24 hour) As façade Leq (24 hour)

07 176 Tory Street 24 60.2 60.2 60.2

08 Te Papa 24 58.1 58.1 58.1

09 Mitsubishi Armstrong Motors 

free fi eld
24 55.3 55.3 57.8

10 Tasman Street (apartments) 24 59.0 59.0 59.0

11 Mitsubishi Armstrong Motors 

free fi eld
½ 64.7 61.7 Free fi eld

12 War Memorial free fi eld 1 64.6 61.6 Free fi eld

13 Cambridge Terrace / Kent 

Terrace U turn free fi eld
½ 69.7 66.7 Free fi eld

14 Cambridge Terrace / Kent 

Terrace end free fi eld
½ 66.3 63.3 Free fi eld

15 Buckle Street against wall ½ 72.4 69.4 69.4

16 Buckle Street / Sussex Street 

apartment free fi eld
½ 66.7 63.7 66.2

The area between Kent Terrace and the Mount Victoria Tunnel (including Hania Street, Ellice Street, and Paterson Street)

Beyond the commercial buildings adjacent Kent Terrace and Hania Street, this area is predominantly residences, schools, and 

churches. Refer Table 13.3.

Table 13.3: Noise measurements made northeast of the Basin Reserve (location of site shown in Figure 13.5)

Monitoring site locations Measure duration 
(hours)

Noise level (dBA) Leq

Measured 2009 As Leq (24 hour) As façade Leq (24 hour)

17 28 Ellice Street 24 56.4 56.4 56.4

18 5 Moir Street free fi eld 24 48.4 48.4 50.9

19 17 Paterson Street 24 56.4 56.4 56.4

20 9A Dufferin Street 24

21 33 Ellice Street 1 58.0 55.0 55.0

22 Hania Street / Ellice Street 

corner free fi eld
1 66.2 63.2 Free fi eld

23 37 Hania Street 1 57.9 54.9 54.9

24 2A Moir Street (background) 

free fi eld
1 52.2 49.2 Free fi eld

25 St Josephs Catholic Church 1 67.9 64.9 64.9

26 21 Ellice Street 1 63.1 60.1 60.1

27 Wellington College grounds 

free fi eld
½ 73.8 70.8 Free fi eld

28 Wellington East Girls College 

area
1

29 St Marks parking area ½
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Noise measurements made on the southern and western sides of the Basin Reserve

This area is primarily commercial at the southern end but includes Government House grounds and high density residential on 

the western side. Refer Table 13.4.

Table 13.4: Noise measurements made southwest of the Basin Reserve (location of site shown in Figure 13.5)

Monitoring site locations Measure duration 
(hours)

Noise level (dBA) Leq

Measured 2009 As Leq (24 hour) As façade Leq (24 hour)

24 Marksman Motor Inn 24 72.2 72.2 72.2

25 Coventry Cars (Rugby Street) 

free fi eld
1 68.1 65.1 Free fi eld

26 Coventry Cars (Rugby Street) 

free fi eld
1 68.3 65.3 Free fi eld

27 22 Sussex Street, Te Awhina ½ 74.1 71.1 71.1

28 Sussex Street / Rugby Street 

corner free fi eld
½ 69.2 66.2 Free fi eld

29 55 / 53 Rugby Street 1

30 Government House gatehouse 

area free fi eld
½ 62.3 59.3 Free fi eld

13.3 Adjacent land uses and impacts and opportunities

The project area has both a high concentration and wide range of potentially impacted land uses adjacent to the project 

area. These include two primary schools, two secondary schools, a university, several churches, a number of residences and 

businesses, plus nationally important facilities such as Government House, the National War Memorial, and outdoor spaces 

notable including the Basin Reserve. The area also has high traffi c volumes, 25,000 to 36,000 cars per day. Even though speeds 

are low, 50 km/h or less, noise levels range from 60-72dBA for properties facing the main routes. 

The general effects of the project will be to increase existing noise levels in some parts and decrease them in others. Given the 

high noise levels in many places, little increase in noise would be acceptable. There are areas currently highly sheltered from 

noise, such as Moir Street, and the project may remove the current screening.

Not only is the road traffi c noise infl uenced by the amount of traffi c, proximity to the road, and by screening provided, it is also 

infl uenced by specifi c features of the road itself such as whether it is in a cutting and the shape of that cutting, elevated, or in a 

tunnel. Other road features such as the road surface are also relevant.

Figure 13.6 shows the spread of noise around a cutting and Figure 13.7 shows the spread of noise around an elevated road. The 

fi gures, taken from literature, show the road in cross section and the lines of equal noise. The line labelled “0” is the base noise 

level calculated by modelling and the other lines, such as +3 or 2 show how this noise level increases moving both closer to the 

road and further from the ground. 

Figure 13.6 is analogous to the current road in Paterson Street approaching the Mount Victoria tunnel where the Paterson Street 

houses are more protected from the road traffi c noise than the southern side of the road where the cut is less deep.

Figure 13.6: Noise profi le from a deep road cutting

Figure 13.7: Noise profi le from an elevated road

Figure 13.7 will be analogous to elevated structures that are being considered. Elevated roads enable the noise to spread out 

much further. Elevated roads also create an area of noise shadow that spreads outwards below the level of the elevated road. 

Small barriers on the edge of the elevated structure can increase the extent of this noise shadow.

The surface used for the road can also have a signifi cant effect of the road traffi c noise. Research (LTNZ Research Report 

326) shows that road surface can have an effect on traffi c noise applied even where the traffi c speed is 50 km/h. The effect is 

different for cars than it is for trucks. Table 13.5 shows the noise effects for common road surfaces.
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Table 13.5: Road surface difference in noise effect relative to asphaltic concrete

Road surface Noise effect (dBA), relative to AC

Light vehicles Heavy vehicles

Coarse two coat chip seal

(Grade 3/5)
+6 +1

Fine chip seal 

(Grade 5)
+3 -2

Asphaltic concrete (AC)

(Mix 10)
0 0

Open graded porous asphalt (OGPA)

(NZTA P/11)
0 -2

High voids open graded porous asphalt -2 -4

For a vehicle stream the road surface effect is dependent on the relative proportion of light vehicles and heavy vehicles. For the 

Basin Reserve area, heavy vehicles are only about 1 percent of the vehicle stream so the road surface effects are primarily those 

as shown for light vehicles in Table 13.5.

While putting a road through a tunnel removes the road traffi c noise for adjacent properties, there are noise effects associated 

with the tunnel mouths. Noise reverberates in the tunnel so around the tunnel mouth there is an area of amplifi ed noise marking 

the transition from the normal road to the tunnel as illustrated in Figure 13.8.

Figure 13.8: Sample of a noise contour plot from the model around the Mount Victoria portal

13.3.1 Basin Reserve

Central to the area is the Basin Reserve. This is an iconic sports ground, the "home" of New Zealand cricket. The ground is 

also used for winter sports, and some entertainment events. Much of the project is directed at preserving the character of this 

ground. 

The noise environment inside the Basin Reserve is surprisingly benign given its setting surrounded by roads (refer Figure 13.9). 

Noise levels appear to range from about 53 to 60dBA within the Basin in comparison to street side levels outside the basin of 

65-70 dBA. This is because the design of the ground and roads have evolved to accommodate each other, especially in the form 

of mounds which provide both spectator viewing and noise screening, plus security fences and grandstands that also screen 

noise. The eastern bund is particularly signifi cant because it is tight against the road and is typically about 7 metres above road 

level. Options with elevated structures are likely to negate much of the effect of this embankment as the road level will be close 

to level with the top of the embankment. The eastern bund is also currently ideal as it is close to the road. 

For elevated noise mitigation extra barriers will probably need to be put adjacent the road and these barriers will need to be on 

both sides of the road in many places so as to protect both the Basin Reserve and residential uses to the north east. Barriers close 

to each other can set up noise refl ection effects that negate the effectiveness of the barriers. 

Figure 13.9: Noise measurement locations around the Basin Reserve

The northeast corner including Mount Victoria residential area

A major area to be impacted by many options is the area between Kent Terrace and Paterson Street (the Mount Victoria tunnel). 

Adjacent Kent Terrace the buildings are commercial. Hania Street is a mix of cultural and commercial uses with the cultural uses 

in the northern half. There is one residential building midway in Hania Street (number 37) and one high rise apartment fronting 

Kent Terrace that will be adjacent possible new road links through this area. 
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The commercial buildings of Hania Street back onto a residential part of the Mount Victoria suburb, Moir Street, Ellice Street, 

and Brougham Street. These residential buildings could be critical for some options that envisage new road links in this area and 

which might remove the screening effect of the commercial buildings exposing them to considerable noise. Noise levels in Moir 

Street are currently about 50 dBA both in Moir Street and in the rear of the properties.

Houses in Ellis Street have quite low noise levels (55-60dBA) compared to expectations. This appears to arise from a mounded 

area adjacent the Dufferin / Paterson Street intersection which currently screens traffi c noise.

The area between Ellice Street and Paterson Street includes St. Joseph's Church and its associated buildings. Most options move 

the road much closer to the church. The rebuild of the Church anticipated possible changes to the road network in the area and a 

design with solid walls and narrow windows (see Figure 13.10) was favoured so as to reduce noise impacts that might arise. Noise 

is therefore not expected to be an issue.

Figure 13.10: St Joseph's Church

Houses fl ank Paterson Street on the north, but there is an increasing separation of levels of Paterson Street as the local street and 

Paterson Street as State highway 1 leading to the Mount Victoria tunnel. Many of these houses are owned by the New Zealand 

Transport Agency but as they are tenanted noise protection as for residential properties may still be needed. Measurements 

indicate that the differences in the street level compared to the road leading into the tunnel help reduce noise for these houses 

and should continue to do so unless the works remove the screening.

Figure 13.11: Noise measurement locations to the northeast corner of the Basin Reserve

13.3.2 East and South of the Basin Reserve

South of the Mount Victoria tunnel section of Paterson Street and east of Dufferin Street are two secondary schools, Wellington 

Girls East and Wellington College, and St Mark's School, St Mark's Church, and several residences. The secondary school 

buildings are at a distance from the works but school grounds are adjacent the street.

The entranceway to Government House is at the southeast corner then commercial users are adjacent to the southern side of 

Rugby Street. This section together with the southern part of Dufferin Street is an area of signifi cant acoustic benefi t. Traffi c 

volumes are expected to fall by 50 to 65 percent providing noise reductions of 3 to 5 dBA for both the street side and for the 

adjacent properties.

13.3.3 West of Basin Reserve and Buckle Street

North of Buckle Street between Taranaki Street and Cambridge Terrace land use has essentially anticipated roading changes. 

There is an approximately 40 metre band of empty land or temporary buildings. New buildings have anticipated the road 

changes between Tory Street and Cambridge Terrace. A new park supporting the National War Memorial is intended in this area 

and the development of options will be compatible with this intended new use. Between Taranaki Street and Tory Street there 

are industrial buildings but residential and educational facilities are on Tory Street with Mount Cook School only 80 metres north 

of the current alignment. Noise levels for the Buildings on the north are only about 58 to 60 dBA and Mount Cook School has 

similar levels (refer Figure 13.12).Because this area has anticipated the changes, the project is likely to have little impact for this 

area. 
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Figure 13.12: Noise measurement locations to the west of the Basin Reserve

A very signifi cant land use is the National War Memorial Carillion and Tomb of the Unknown Warrior on Buckle Street. Parts of 

this area are exposed to substantial noise from Buckle Street. Noise levels around this area are about 60 dBA, and while they 

should not change much, a challenge may be whether the opportunity of the works could be used to effect an improvement. 

We will have to have regard to criteria appropriate to both a place of sombre refl ection and of public ceremony and speeches.

West of the Basin Reserve in Sussex Street several apartment blocks and a motel are very close to the road. Noise levels are very 

high at about 72dBA, but with the project traffi c will fall by almost 65% providing noise reductions about 5 dBA for both the 

street side and for the adjacent properties. This is signifi cant reduction and means that the improved Adelaide Road environment 

intended as part of its redevelopment could be extended down to Buckle Street. Quiet road surfacing would help provide further 

noise benefi ts.

13.4 Conclusion

The Basin Reserve area is an area of highly mixed land uses; which include residential, educational, social, religious, commercial, 

recreational, and cultural uses. In some instances the cultural and recreational uses are nationally signifi cant, such as the 

National War Memorial and Government House with its grounds. High volumes of traffi c circulate the Basin Reserve. The 

terrain, buildings, and the evolution of some of the land uses combine to give a highly variable noise environment which although 

dominated by traffi c noise has quiet areas in close proximity to noisy areas adjacent the roads. The options to shift the east 

west fl ow to a direct fl ow rather than one that circulates the Basin Reserve, while likely to have some noise impacts, these noise 

impacts are likely to be readily mitigated so that they are minor. However the traffi c reductions that occur on the southeast, 

south, and western sides provide opportunities to provide improved urban areas. 


