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April 30, 2015 

Ontario Auditor General’s Report on Winter Road Maintenance Only 

Scratches the Surface of the Problem 

 

Is winter road maintenance the only problem which requires the public’s attention? 
Ontario’s Auditor General’s Report is helpful but it only scratches the surface of a 

slippery slope. 

While a focus on winter road maintenance is better than nothing, the Ontario Auditor 

General’s report only addresses a small part of the problem with roadway deficiencies. It 

would appear that this focus was generated due to an unusually harsh winter of 2013-14 
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so that the maintenance problems became more obvious. In fact we have continued to 

express concerns about the general state of repair and maintenance of roadways in 

Ontario throughout the four seasons and much of the problems are not just related to 

the environment. We hope to have further comment once we complete a thorough 

examination of the Auditor’s report. 

April 25, 2015 

Incomplete Road Repairs Continue to Exist In London, Ontario 

London, Ontario is likely no different than many cities when it comes to road repair and 

maintenance. Therefore it becomes an issue when incomplete road repairs continue to 

exist. Those responsible for the incomplete repairs are fully aware of the problem, as 

claims come to the City’s risk management department and the claims have a common 

source. 

A new example for the spring of 2015 takes us to Clarke Road just north of Oxford 

Street, as shown in the southbound view along Clarke Road below. 



 

View, looking southward along the southbound curb lane of Clarke Road just north of 
Oxford Street, in London, Ontario. A small and fresh patch of new asphalt exists in the 

lane where a recent repair was made. 

The argument is that repairs must be allowed enough time to settle before a permanent 

patch is made. In the meantime the temporary patch is depressed and that depression 

becomes deeper and deeper with each passing day. Drivers who approach the patch 

cannot detect its actual depth as evidenced in the photo above. While this may be a 

minor point for small patches like these, not all vehicles are the same. When a two-

wheeled vehicle such as a motorcycle or scooter approaches the depression very often it 

is too late for the rider to take effective evasive action such as braking or steering. If that 

evasive action takes place it likely does so too late, when travelling over the depression, 

and this only makes matters worse. 
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A 4-foot carpenter’s level placed laterally in the southbound curb lane of Clarke Road is 
able to define the extent of the depression because of the bowing of its shadow. 

 

Without the presence of a linear object such as the carpenter’s level drivers cannot 
detect the severity of a depression and therefore cannot react properly to its presence. 
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The City of London delays much too long in re-attending to their road repairs to add 

more patching material to reduce the extent of a depression like this. Many claims that 

come to the risk management department will be of a minor nature involving some form 

of vehicle damage. However, infrequently, a driver may lose control of a vehicle a major 

claim may result. 

It has been customary for municipalities to complain that there are too many plaintiffs 

attempting to grab money from their deep pockets. While that may be a legitimate point, 

the opposite is also true – that these municipalities fail to take actions that might reduce 

their exposure to large claims through simple changes in their procedures. The obvious 

change in the present case is to re-attend a road repair sooner and re-patch the repair so 

that a major claim is less likely to occur. 

 

April 22, 2015 

Jerry Morley Identified As Deceased Driver In Impact of Concrete Bridge 

Abutment on Mount Carmel Drive 

While the deceased in yesterday’s collision with the Smith’s Bridge Abutment has been 

identified, the improper guardrail installation that led to the fatality remains 

unidentified. CTV News made available a short video clip showing the Ford Pick-up 

truck at its final rest position while police were still conducting their investigation. A 

frame from that video is shown below. 



 

A frame from the CTV News footage showing the deceased’s Ford Pick-up truck at its 
final rest position against the impacted concrete bridge abutment. 

A number of facts become illuminated from this single view. For one thing, the line of 

small red cones on the shoulder likely indicate a tire mark of the truck as it travelled 

toward the impact. Comparing the tire mark to the orientation of the truck at its final 

rest position gives us the important fact that the Ford Pick-up truck rotated slightly 

clockwise. This is revealing because the resistance caused by striking the guardrail 

should have been on the left of the front end and therefore, if there had been a 

substantial resistance, the truck should have rotated counterclockwise on approach to 

the impact with the bridge abutment. The failure of the counterclockwise rotation is 

another indicator of the flimsy resistance provided by the guardrail in preventing the 

truck from striking the abutment. 

In fact, the truck’s rest position at the abutment clearly indicates the extent to which its 

full motion was arrested by that abutment impact. This is a terrible demonstration of 

how the guardrail was of no benefit in preventing this tragedy. 

Furthermore, at the left side of the video frame a single post of the guardrail which can 

still be seen standing in a perfectly vertical position. That is not what is supposed to 

happen. A guardrail is supposed to be deformed by an impact. The deformation is part 
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of the function of a controlled dissipation of the kinetic energy possessed by the striking 

vehicle. However the undamaged post is an indicator that it did not participate in the 

energy dissipation so that it provided very little or no function in providing the needed 

deflection of the wayward truck. 

Below are several photos of that un-deformed guardrail post taken yesterday by Gorski 

Consulting. 

 

View of the most-westerly guardrail anchor post that remained un-deformed after the 
impact of the guardrail. 
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Vertical view of un-deformed guardrail anchorage post. 
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Side view of un-deformed guardrail anchorage post. 
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With this fourth post contributing very little in the energy dissipation during the impact 

it left only three remaining anchorage posts to do that job. Clearly these three remaining 

anchorage posts were insufficient and the system was, as would be expected, 

overwhelmed by the requirement to redirect the Pick-up truck. For those who design 

and install these structures this is not a mystery. It should have been known that such 

an occurrence would take place because the length of the guardrail was simply 

insufficient. 

Absolutely no news has been made public about this failure. We reiterate that this is 

more than a single tragedy involving the life of Jerry Morley. When we fail to make this 

failure public we contribute to the next unfortunate death of an innocent victim. 

April 21, 2015 

Fatal Impact of Bridge Abutment On Mount Carmel Line – Misplaced 

Guardrail 

It is reported that at approximately 0245 hours this morning a Ford F-150 pick-up truck 

was eastbound on Mount Carmel Line, east of Parr Line, south-west of Exeter, Ontario 

when it collided with the concrete abutment to the Smith’s Bridge that spans the 

Ausable River. The driver sustained fatal injuries. 

Examination of the bridge on Google Maps indicates that the north guardrail was 

improperly positioned as evidenced by the clips shown below. 



 

View from Google Maps showing the west guardrail located on the north side of the 
Smith bridge. The rail is positioned perpendicular to road length and not anchored to 

the bridge abutment. Such an installation is inappropriate as it would provide no 
protection from a vehicle striking the immovable concrete bridge abutment. 

 

View, looking north at the west end of the north bridge abutment of Smith Bridge. Note 
that the guardrail is perpendicular to the bridge and its end is not attached to the bridge 

abutment. Such an installation is inappropriate. 

http://gorskiconsulting.com/wp-content/uploads/2014/07/Picture110.jpg
http://gorskiconsulting.com/wp-content/uploads/2014/07/Picture21.jpg


 

View, looking east along Mount Carmel Line toward the Smith bridge spanning the 
Ausable River. This is the direction that the Ford Pick-up truck was travelling as it 

approached the area of impact. It is likely that the truck struck the north bridge 
abutment resulting in fatal injuries to its driver. 

 

View, looking east, on approach to the Smith bridge on Mount Carmel Line. It is 
believed that the north bridge abutment (left side of view) was struck because of the 

mis-positioned guardrail which should have run parallel to the road instead of 
perpendicular to it. Such a guardrail should also be anchored to the concrete abutment 
so that a wayward vehicle is deflected from impacting the immovable bridge abutment. 
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The above Google Maps imagery is taken from 2013 and therefore there is a likelihood 

that the guardrail position was corrected before this fatal collision. However that 

possibility does not appear to be probable as a properly installed guardrail should have 

prevented an impact to the immovable, concrete, bridge abutment. As this incident 

occurred about 9 hours ago the details still remain to be revealed. 

UPDATE: April 21, 2015; 1600 Hours 

Gorski Consulting visited the accident site this morning/afternoon and the situation 

appears to be different than originally believed. 

It appears that Smith Bridge was reconstructed following the Google Maps images 

shown above. The guardrail shown in the Google Maps imagery was also replaced prior 

to this fatal collision. However, while those responsible for the reconstruction had an 

opportunity to correct the obvious problem they did not. This is what will be shown in 

the photo imagery taken from today’s examinations. 

In the photo below we see a view looking eastbound at Smith Bridge. The impact was to 

the north abutment where the orange and black cones are placed. 

 

View, looking east toward Smith Bridge. The impact was to the north concrete bridge 
abutment in the background. 
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The photo below shows a closer view of the area at the bridge abutment. The small 

number of orange and black cones signify the small distance of guardrail that was 

present at the time of the impact. 

 

View, looking east at the north bridge abutment that as struck by the Ford Pick-up. 

The length of guardrail is what gives it its strength to redirect an impacting vehicle. The 

guardrails at the three other ends of this bridge have sufficiently long lengths but the 

one shown in photo below was very short. One can appreciate this by counting the 

number of anchorage posts of the guardrail visible in the following two photos. 
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As we reach the struck bridge abutment we can count the number of anchorage posts 
that would have anchored the length of the guardrail. 

 

It can be seen that there are only four anchorage posts to this struck guardrail and this 
indicates the very short length of the barrier. 
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It should be clear that the above photos indicate that there are only four anchorage posts 

and therefore this was a very short length of guardrail that did not have sufficient 

strength to redirect the impacting vehicle from the immovable bridge abutment. 

As an example, the two following photos show the guardrail that existed on the south 

side of the bridge and it can be seen that this guardrail is much longer and has many 

anchorage posts. 

 

View of the backside of the guardrail on the south side of the bridge. This the length of 
guardrail that should have existed on the north side in order to redirect vehicles away 

from the bridge abutment. 
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As we approach the bridge abutment the spacing between the anchorage posts of the 
guardrail become smaller so that the barrier becomes stiffer. This is another design 

feature that helps to redirect the vehicle from the immovable guardrail. 

As demonstrated in the above photo, the spacings between the anchorage posts of the 

guardrail become shorter closer to the bridge abutment and this makes the guardrail 

stiffer and more difficult to deflect. This is what helps to redirect the vehicle from the 

immovable bridge abutment. 

However the north guardrail that was struck contained only four anchorage posts and 

this was completely insufficient and dangerous. Not only did it fail to redirect the 

impacting truck but its shortness and softness likely operated like a catcher’s mitt, 

deflecting enough so that the vehicle was actually directed toward the bridge abutment. 

In other words, if the vehicle was initially travelling toward the short guardrail, the rail 

might have redirected the truck just enough that, it would have travelled toward the 

abutment rather than missing it to the north. This is why this barrier was so 

tremendously inadequate. 
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It is clear that the bridge and guardrails were replaced very recently. Evidence of the 

bridge reconstruction was noted by the concrete slag that was still resting at the bottom 

of the bank next to the bridge as shown in the photo below. 

 

View of the concrete slag on the bank next to the bridge that indicates its recent 
reconstruction. 

The guardrail replacement was also evidenced by the junction between the older and 

newer lengths of rail, as seen in the photo below. 
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View of junction between the older and newer guardrails indicating that there was 
recent replacement activity at the bridge. 

The question remains, even after all these alterations, why was the original, totally-

inadequate guardrail replaced by an equally, totally-inadequate guardrail at the north 

bridge abutment. This is a question that no one has asked yet. However, clearly, those 

who installed the short guardrail should have known that it would not perform properly. 

A possible explanation could relate the blockage of a possible property inlet/outlet next 

to the guardrail. The photo below shows a drainage culvert next to the struck guardrail 

and this suggests that a driveway was located next to the guardrail for access to a 

neighbouring field. 
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View, looking east, at a drainage culvert located just to the north-west of the struck 
guardrail. The presence of this culvert would indicate that there was a need for vehicles 

to cross over it and into the neighbouring field. This could explain that the guardrail was 
shortened possibly to prevent the blockage of the entrance into the noted field. 

The presence of a private driveway is further evidenced by the photo below which shows 

some faint tire marks in the grassy bank to the north of the struck bridge. 
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View, looking south toward the struck bridge. Faint tire marks on the grassy slope in the 
foreground are further confirmation that a driveway existed next to the struck guardrail 

and the guardrail was so extremely short to prevent blockage of the access to the 
neighbouring field. 

Thus a very likely possibility was that the designers/builders of the bridge and guardrail 

wanted to prevent the blockage of a private driveway leading to a neighbouring field. 

Having a proper length of guardrail would have blocked the access to the field and this 

would be the reason for this very inadequate guardrail. 

There is a limit to what we can determine from this examination of the accident site. As 

expected there has been absolutely no information to the public that there was anything 

wrong with the installation of this guardrail. What is to prevent the next tragedy from 

occurring because this totally inadequate installation was kept secret? If the public is not 

informed, corrections are not pushed forward and another death trap awaits the next 

innocent victim. 
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In our opinion it is totally inappropriate for the investigating police to remain quiet 

about their findings when such a danger exists. Equally, the similar silence of the news 

media in failing to alert the public of this danger is just as unethical. 

Fatal Drunk-Driving Trial Turns A Kitchener Court Into A Multi-Ring 

Circus 

The Huber family of the New Hamburg area have had their share of bad luck. Having 

lost an older son to a motor vehicle accident it must have been devastating when, on 

Christmas Eve in 2011 their van was struck in the left side by a drunk driver, killing their 

11-year-old son, Jeremy. It was reported that the drunk driver, Jeremy Glenfield, was 

travelling westbound on Gerber Road in Wellesley, Ontario when his Jeep Cherokee 

travelled through a stop sign and struck the Huber van that was southbound on Nafziger 

Road. 

Partway through Mr. Glenfield’s trial a plea bargain was reached to a 27-month prison 

term. However Justice Peter Hambly, presiding over the case, had a strong 

disagreement to it calling it “wholly inadequate”. In a confusing twist of procedure, the 

Crown attorney, David Russell, visited another Judge, Justice Patrick Flynn, who would 

agree to the plea bargain. Apparently, this was accomplished by Russell laying new and 

identical charges while possibly retrieving the original charges that came before Justice 

Hambly. 

In an article published by the Kitchener Record Newspaper it was reported that Justice 

Hambly had heard weeks of testimony in September of 2014 and he concluded that 

there was “overwhelming” evidence of Glenfield’s guilt on all charges. 

When the original charges came before Justice Hambly so that they could be “disposed” 

of, Justice Hambly had an alternate view. In a reported 30-minute speech, Justice 

Hambly said the following (Kitchener Record Newspaper): 

“In my view, the proposal in this case would bring the administration of justice into 

disrepute and is contrary to the public interest. It does not address the seriousness of 

what happened resulting in the death of an 11-year-old boy and it does not protect the 

public by sufficiently deterring others and condemning impaired driving.” 



When Crown attorney Russell attempted to stay the charges, so that the new and 

identical ones could be heard by Justice Flynn, Justice Hambly “…stymied that plan, 

however, by refusing to let Russell speak and launching into a detailed statement of his 

own.” (Kitchener Record). Justice Hambly said that it would appear Russell had found 

another judge to accept the 27-month plea deal only because the deal is not based on 

“the true facts”. Justice Hambly then called a mis-trial and a third judge, Justice James 

Turnbull, will decide whether the original trial will proceed with Justice Hambly or 

whether it will be turned over to Justice Flynn. 

Russell was reportedly taken aback by the events claiming that Hambly “has apparently 

made final conclusions even though the defence has yet to call evidence or make 

arguments when the trial left off. (Kitchener Record Newspaper) 

The events, as described, indicate there is a great war waging back and forth about 

issues that have not reached the public’s eyes and ears. Often, there is additional 

information passing through the system that no one hears about because the reporting 

is incomplete. 

Gorski Consulting has specific knowledge of the intersection where this collision 

occurred and we are aware that certain, relevant evidence has not yet been revealed by 

the defence. Thus it would be understandable that Justice Hambly may not have heard 

that evidence yet, and is reacting only to what has been heard thus far. Regardless, the 

actions of the crown in travelling to an alternate judge gives the impression that the 

Crown is “shopping around the judicial mall” until it can find an outcome to its liking. 

This is a precise example where the public needs to be properly informed about the 

details of what has taken place, not just the “sound bites” that are taken out of context. 

When it would appear that the Crown is attempting to take a lenient stance against a 

drunk driver we should also be aware that the Crown knows what evidence is 

approaching that has not yet reached the court or the public. We should be asking, what 

is it that the Crown does not want disclosed in further trial proceedings that it is willing 

to reach the apparent lenient plea bargain? 

 

 



April 16, 2015 

A Fatal Pole Impact on Napperton Drive – Was the Road Condition a Causal 

Factor? 

 

Was the excessive cracking and sag of the eastbound lane of Napperton Drive a causal 
factor in the fatal pole impact which claimed the life of Michelle Day on June 19, 2014? 

Gorski Consulting has conducted testing to find out. 

A fatal pole impact on Napperton Drive west of Strathroy, Ontario on June 19, 2014, led 

to the announcement on April 10, 2015 that the driver of the collision-involved 2000 

Lincoln, Jeffery Day, was charged with alcohol impairment and criminal negligence 

causing death. Although Napperton Drive was visibly in poor condition there was no 

indication how police determined that it was not a causal factor in the crash. Gorski 

Consulting had examined the site about 10 hours after the time of the collision and 

testing had been performed to assess the road’s contribution to the vehicle’s loss-of-

control. As a result of the lack of reporting on this important issue we have uploaded a 
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new article that summarizes our findings. We invite readers to visit the Articles webpage 

of this Gorski Consulting website and review this new article. 

 

April 12, 2015 

Bumper & Grille Deployable Air Bags May Be A Life-Saving Innovation 

 

A figure taken from a research paper by Barat, Li & Prasad (2013) shows the concept of 
using deployable air bags in the bumper and grille of a striking vehicle to reduce the 

potential injuries of near-side occupants in side impacts. 

While still in its concept stage, the idea of being able to deploy external air bags located 

at the front bumper and grille of a striking vehicle to reduce the potential injury to 

occupants in side impacts could be a revolutionary, injury-reducing innovation. At the 

time of this discussion (2013) the authors limited their research to finite element and 

sled-testing. They also acknowledged : 
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“There are major limitations which may hinder making this concept production feasible 

such as packaging of the airbags, inflators, and reaction surface. Most importantly, 

airbags deployment is irreversible and requires very reliable and robust pre-crash 

sensors in all weather conditions and day or night. Currently, these types of pre-crash 

sensing systems are not available for the automotive environment.” 

Still the potential safety benefit could be large should these limitations ever be resolved. 

April 10, 2015 

Jeffery Day Charged With Several Offenses Related to Fatal Loss-Of -

Control Collision on Napperton Road 

It was announced by local news media that the driver of a 2000 Lincoln was charged 

with various offenses related to a loss-of-control collision that occurred on June 20, 

2014 on Napperton Road, west of Strathroy, Ontario. 

 

View, looking east, along Napperton Road, on June 20, 2014, several hours after the 
fatal collision of a Lincoln driven by Jeffery Day. The quality of the road surface leading 
up to the collision was poor yet none of this information was noted in any news media 

reports. 
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Jeffery Day was the driver of the eastbound Lincoln when it rotated, clockwise, out of 

control and struck a utility pole on the south side of Napperton Road just east of 

Kerwood Road. He sustained life-threatening injuries while his sister, Michelle Day, 

sustained fatal injuries. Jeffery is now paralyzed from the chest down. Unusually, it took 

almost 10 months for police to announce the charges. It raises the question: Why did it 

take so long for police to lay the charges? That issue was never discussed in any of the 

new media accounts. 

The facts that police have revealed are that Jeffery’s actions were impaired by alcohol 

consumption and that his blood alcohol concentration was above 80 milligrams. It was 

also revealed that he was in possession of cannabis marijuana, but only 30 grams. The 

crucial charge was “cause of death by criminal negligence”. 

The question that remains, is whether the alcohol consumption was the factor that led to 

the collision. There are differences in a driver’s abilities that depend on the level of 

intoxication. An alcohol concentration that is slightly higher that 80 milligrams is 

substantially different than one of 300 milligrams. 

Measurements taken on the day of the collision showed that the eastbound lane of 

Napperton Road was sagged in the vicinity of some excessive alligator cracking in the 

south third of the lane width, as shown in the two photos below. 



 

View of a carpenter’s level being used to measure the slope of the sagged portion of the 
eastbound lane of Napperton Road in the vicinity of where the Lincoln would have 

entered a state of loss-of-control. 

 

Apparatus set up in the eastbound lane of Napperton Road indicates that the cross-slope 
of the lane was about 5.7 percent. This substantially higher than the normal 2 percent 

side-slope of a typical highway surface. 
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When a roadway is in poor condition its effect must also be taken into consideration, yet 

this factor has not been mentioned. We may have further comment on this case as more 

information becomes available. 

April 9, 2015 

Rough Roads, Increasing Speed and Change in Test Vehicle Motion – Data 

Separation Into 3 Road Segments 

In previous instrumented testing on Sunningdale Road in London, Ontario it was 

determined that, as the speed of the test vehicle was increased, its lateral motion also 

increased at a consistent level. However, such an increase did not occur for longitudinal 

motion. The strength of these results could have been diluted however because our 

findings were reported for the full two-kilometre length of the road between Clarke 

Road and Highbury Avenue and there was a portion of road containing a smooth surface 

between the two rougher segments at each end. Thus, in a new article, the data from the 

February 27, 2015 testing was separated into those three road segments of smooth and 

rough surface to determine if the previous conclusions still held. Indeed, not only did 

the conclusions hold but they were strengthened by this more-detailed study. We invite 

readers to visit the Articles webpage and examine the results of this testing in the newly 

uploaded article. 
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