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January 29, 2015 

Single Vehicle Driver Fatality South of Wallaceburg Ontario Should Involve 

Further Explanation 

Once again a fatality has occurred that should require further explanation. It has been 

reported that at shortly before 0700 hours this morning, January 29th, a car struck a 

tree on Highway 40 near Electric Line south of Wallaceburg, Ontario. A photo at the 

collision site showed the moderate extent of frontal crush and that the final rest position 

of the vehicle’s front end was only a few feet away from the tree. In all respects the 

collision severity and orientation was not much greater than a typical 

government/Insurance (NHTSA, IIHS) frontal impact test. The hood was moderately 

crushed rearward and there was little evidence of compression of the wheel base. The A-

pillars appeared to be undisturbed and the front doors also appeared to be undamaged, 

although the right door could not be seen in the view. Despite that this was a left side 

view of the vehicle, the extent of frontal crush indicated that a lateral, right-side impact 

was not likely and that this vehicle likely travelled head-on, with its front end into the 

tree. This vehicle also appeared to be of modern, rather new, vintage, so it should have 

been equipped with all modern safety devices such as air bags, seat-belt pre-tensioners, 

etc. The combination of these facts should have resulted in the survival of the driver. 

Even if the driver was not wearing a seat belt the vehicle’s frontal air bags should have 

done much to prevent that fatality. 

While complications may exist, it should be the duty of news agencies to know, or have 

at their disposal, someone capable of knowing, when an event like this requires further 

explanation. Questions should have been prepared to police, and if answers were not 

provided, then why an explanation was not provided. Without such, the news agencies 

are essentially performing no useful investigation for the public’s benefit. This continues 

to be our message as these events continue to be misreported because important facts 

are not reported. 



January 26, 2015 

Railway Barricades Continue to Malfunction Along Clarke Road in East 

London, Ontario 

Gorski Consulting had previously reported on the extended malfunctioning of railway 

barricades on Clarke Road in London. On September 21, 2014 we reported on a set of 

barricades that remained in a lowered position for an extended time resulting in many 

vehicles and pedestrians simply by-passing them without much notice of whether a train 

might actually be approaching. In a similar incident on December 2, 2014 the same 

barricades malfunctioned causing two ambulances to fail to reach the site of a 

significant collision on the other side of the barricades. 

As if these incidents were not enough to raise concern, a third incident occurred on 

January 13, 2015 at the barricades located on Clarke Road just north of Oxford Street. 

This time the lights at the barricades continued to flash, indicating a train was coming, 

yet the barricades never came down and there was no train in the vicinity. As previously, 

this malfunction occurred for an extended time during which, some motorists stopped 

before crossing while others simply drove through without stopping. This caused 

considerable confusion. Finally a rear end collision occurred, as shown in the photos 

below. 

 

View of two northbound vehicles that collided at the malfunctioning barricades of the 
railway tracks. 

http://gorskiconsulting.com/wp-content/uploads/2014/07/67.jpg


 

View of front end damage to a Honda Civic that attempted to avoid an SUV as the SUV 
entered its lane at the malfunctioning railway barricades. 

 

View showing the positions of the colliding vehicles with respect to the malfunctioning 
railway barricades. 

http://gorskiconsulting.com/wp-content/uploads/2014/07/113.jpg
http://gorskiconsulting.com/wp-content/uploads/2014/07/231.jpg


A railway representative eventually attended the site and we asked what might have 

caused the problem with the barricades. The person indicated that there could be a 

problem with the “contacts” without specific reference to what that meant. However the 

individual also indicated that he had to travel from Stratford to attend to the problem. 

So, once the railway received a complaint a person needed to travel from Stratford to 

look into the problem. We know that, in winter conditions such travel cannot be 

completed in less than 40 minutes. Meanwhile, based on the developments from the 

previous two incidents that we documented, we know that the public will not phone to 

report such a problem. In fact no police ever attended in each of the two previous cases. 

So, a considerable delay would take place even before someone actually reported a 

complaint. So how long might such a problem exist before it is corrected? Certainly in 

each of the three cases we have documented, the problem existed for over an hour, but 

that was only the time during which we were present. No one can say how long each 

problem existed before our arrival. 

Although our News is read by a small group of visitors to this website there is little more 

that we can do except to continue to monitor and report on these problems while hoping 

that nothing catastrophic develops in the interim. Neither the public, police or any other 

officials appear to recognize the potential danger involved. 

January 23, 2015 

Death of Hwy 401 Truck Driver at Furnival Road – Was it Avoidable? 

Again, a tragic death occurs under questionable circumstances yet questions are not 

raised. On the afternoon of Thursday, January 22, 2015, a tractor-trailer loaded with car 

parts was westbound on Highway 401 when it travelled into the median and struck the 

pillar of the Furnival Road overpass, south-west of London, Ontario. The impact was 

with the front end of the cab and resulted in fatal injuries to the driver. 

If there had been alcohol involved, or speeding, or cell phone distraction there would be 

no doubt that the news agencies would be filled with descriptions of that fact, and 

rightly so. However, it would seem illogical that the public should be warned of a select 

few dangers while being held in the dark about others. In the present case, the striking 



of an immovable bridge pillar can be as dangerous to the public as alcohol, speeding or 

distraction. Yet nothing is mentioned whether this pillar impact was avoidable. 

Expressways such as Highway 401 should be designed to the maximum level of safety as 

they support the transportation of the highest levels of traffic volume, including a large 

percentage of heavy vehicles. The issue of proper protection from immovable objects is 

not something new in the field. The U.S. Interstate highway system and Highway 401 

have existed since the late 1950s and early 1960s. Certainly over these 60 years there 

have been literally thousands of research studies published in that time dealing with the 

importance of roadside safety. The issue is well known that barriers must exist to deflect 

vehicles from impact with immovable roadside objects. 

So why the silence about the avoidability of the present fatality? Why did this driver die 

from striking an object that should have been protected from impact? Why is this 

question not being asked? 

UPDATE: January 24, 2015, 1000 Hours 

We examined this collision site on the afternoon of January 23, 2015, with the following 

observations. 

Below is a view looking east from atop of the Furnival Road overpass and we can see tire 

marks in the median suggesting that these could be related to the pre-crash motion of 

the tractor-trailer. 



 

View, looking east along Highway 401, taken from atop of the Furnival Road overpass. 
Although road repair vehicles had already demolished some of the collision evidence, 

tire tracks can be seen in the median that could relate the pre-crash travel of the tractor-
trailer as it approached the its impact with the bridge pillar just below this view. 

One has to be careful, when visiting a site like this, and there have already been a 

number of emergency vehicles and road repair vehicles travelling through the site. Such 

vehicles can create evidence that can be difficult to separate from the actual impact 

evidence. For example, the tire marks in the median could be from a towing vehicle or a 

large emergency vehicle as a large fire truck. The argument against that possibility is 

based on the condition of the yellow reflectors shown at the bottom of the above photo. 

The tire marks seem to approach these reflectors and several of the reflectors appear to 

be damaged. Although such damage could theoretically be caused during towing, after 

the impact, it does not seem probable. 

In the view shown in the photo below we have “zoomed in” to look more closely at the 

inception of the tire marks at the point where they exit the paved lanes. The curvature of 

the markings is obviously exaggerated whenever this zooming in occurs. Thus the truck 

http://gorskiconsulting.com/wp-content/uploads/2014/07/581.jpg


would have exited the lanes at a much shallower angle that what would appear in the 

photo below. 

 

View of tire marks in the median possibly relating to the tractor-trailer’s travel into 
impact. 

http://gorskiconsulting.com/wp-content/uploads/2014/07/60.jpg


If these tire marks were from the impacting tractor-trailer then they generally exhibit 

characteristics of rolling tires. One can see that the TT would have approached the edge 

of the opposing, eastbound lanes, before coming back into the centre of the median and 

eventually impacting the support pillar of the overpass. 

Regardless of whether these tire marks are related to the impacting vehicle, the evidence 

shown in the various news media indicates that the tractor-trailer travelled essentially 

“front-end-first” in the support pillar in the median and then the tractor rotated 

counter-clockwise, resting partly under the overpass, to the north side of the median 

pillars. So this was not a condition where the TT was sliding sideways into impact and 

this matches the characteristics observed in the tire marks shown in the above photos. 

If the highway was properly designed there should have been something like a barrier in 

front of the concrete pillar that should have worked to deflect vehicles from impacting 

that pillar. At the time we arrived repair crews were seen removing damaged parts of 

what appeared to be the remnants of a barrier, as shown in the photo below. 

 

View of repair crews working to remove the damaged parts of a barrier that likely 
existed in front of the support pillar at the time of the crash. 

http://gorskiconsulting.com/wp-content/uploads/2014/07/821.jpg


The photo below shows a closer view of one of the damaged support beams of the 

barrier. 

 

Example of a damaged anchorage post, likely from the barrier that was struck by the TT 
just before the impact with the concrete bridge pillar. 

And in other areas of the ground one could see other bent beams, as in the photo below, 

indicating that the barrier had been struck and deformed. 

http://gorskiconsulting.com/wp-content/uploads/2014/07/631.jpg


 

View of a bent anchorage beam that would have supported the struck barrier. 

Nearby there was a truck and trailer parked with damaged parts of a barrier being 

loaded onto them, as shown in the photo below. 

 

A trailer loaded with damaged barrier parts confirmed the existence, and impact, to a 
barrier. 

http://gorskiconsulting.com/wp-content/uploads/2014/07/89.jpg
http://gorskiconsulting.com/wp-content/uploads/2014/07/109.jpg


It seems reasonable that a barrier existed. But why was the bridge pillar struck and how 

did this barrier help to reduce the severity of this impact? The photo below shows a view 

of the struck bridge pillar and the remnants of the barrier near it. Certainly the tractor 

trailer must have travelled through this barrier and collided with the pillar at substantial 

speed. If there ever was a scenario that would resemble that of a controlled test of a 

barrier then this should replicate such. However, how can it be said that the barrier 

performed its function to deflect this vehicle when we see that there was such a violent 

impact with the immovable object that the barrier was supposed to prevent? 

 

View, looking south, at the area of impact with the bridge pillar in the median. 

There was massive destruction to the tractor of the striking vehicle and the severity of 

the impact is also demonstrated by the markings on the pillar, as shown below. 

http://gorskiconsulting.com/wp-content/uploads/2014/07/97.jpg


 

Closer view of impact evidence to the struck bridge pillar. 

http://gorskiconsulting.com/wp-content/uploads/2014/07/1031.jpg


In our opinion, even after the barrier had been destroyed there was a copious amount of 

energy remaining in the vehicle to cause the spectacular damage in the pillar impact. So 

either the barrier was not designed to protect against impact by large trucks, or the 

barrier simply failed to perform as it should have. 

We can get some idea of the type of barrier that might have existed by going to the west 

side of the overpass and look at the undamaged barrier that exists there. The photos 

below show some views of that undamaged barrier on the west side of the overpass. 

 

View of undamaged barrier on the west side of the overpass. 

http://gorskiconsulting.com/wp-content/uploads/2014/07/120.jpg


 

View of the nose of the undamaged barrier at the west side of the overpass. 

http://gorskiconsulting.com/wp-content/uploads/2014/07/122.jpg


 

View of the barrier on the west side of the overpass. 

http://gorskiconsulting.com/wp-content/uploads/2014/07/126.jpg


 

View of the forward portion of the undamaged barrier on the west side of the overpass. 

http://gorskiconsulting.com/wp-content/uploads/2014/07/127.jpg


Whatever tests were used to test and certify this barrier for use at this location, clearly 

the barrier failed to prevent the fatal collision that occurred. 

We already heard in the past year how testing procedures to certify the use of guardrail 

end terminals manufactured by Trinity Highway Products were likely insufficient. The 

U.S. Federal Highway Administration (FHWA) was supposed to be the gate-keeper in 

the U.S. that was supposed to certify that the ET-Plus end terminal manufactured by 

Trinity was safe to use. This fall a U.S. federal jury convicted Trinity of making 

alterations to the end terminal that made it less safe than its predecessor, without 

informing the FHWA of those alterations. Yet, the FHWA has not provided any evidence 

that it was taking any kind of inspections or analysis to confirm that this terminals were 

safe. So literally hundreds of thousands of these units were installed all over North 

America yet there is no evidence that any on-site inspections of real-life crashes were 

carried out to insure that everything was OK. Only now is the FHWA scrambling by 

sending requests out to various agencies to provide them with data about the 

performance of the terminals, only after most U.S. states have outlawed their 

installation. 

So what assurance do Canadian citizens have that someone has looked at the 

performance of barriers such as the one involved in the present crash. Generally, 

Canada has no formal testing being done and relies on the testing of the U.S. 

government. But when the FHWA fails to perform reasonable tests where does that put 

Canadians? The various news agencies simply inform the general public that this fatal 

crash was such a terrible tragedy and then we move on the next fatality. How is the 

public being served when it is being made unaware of these important issues that could 

mean the death of themselves, their family members, or others in their community? 

While the news items and articles uploaded on this Gorski Consulting website are read 

by a very small number of visitors, we continue to provide this objective information to 

those few when the mass media fail to perform their function. 

 

 

 



January 20, 2015 

Continued Diet of “Red Herrings” In Collision Reporting 

 

“Red Herrings” are propaganda purposely released to attract attention and prevent 
attention on matters that one attempts to hide. News regarding the cause of motor 

vehicle collisions is often filled with these fishy distractions reducing the public’s logic 
and reasoning to that of little children. 

http://gorskiconsulting.com/wp-content/uploads/2014/07/Boy-in-Lake-Trouts.jpg


While the post-Christmas season has been thankfully quiet in terms of collision 

tragedies, there is nothing to be thankful for by those fewer who, never-the-less, have 

been involved, or have lost loved ones in motor vehicle collisions. 

The reporting of the causes of these tragedies continues to be less than desirable. Not 

only locally, but across the continent. We note the following three examples. 

Locally, a Volkswagen car, occupied by three persons reportedly fell onto its side and its 

roof collided with a tree on the campus of Western University in London, Ontario on 

Sunday morning, January 18th, 2015. A passenger in the vehicle was killed while the 

driver was listed in critical condition. While there was much discussion of the tragedy of 

the event, when police were asked as to the causes, the standard reply occurred: “It is 

too early in the investigation…”. It was stated that multiple causes could have been 

present. 

However, while the “red herring” was once again flashed before the public’s eyes, the 

obvious question was not mentioned: How and why did this vehicle end up “fallen” onto 

its side before colliding with the tree? Safety standards exist with the assumption that 

vehicles will remain upright on approach to the vast majority of serious impacts, but the 

roof of a vehicle is essentially unprotected. When persons examine the extreme 

structural intrusion accompanying a roof impact they automatically assume that there 

has been a tremendously severe “change-in-velocity” (Delta-V) while failing to be aware 

of the tremendously soft structure of all vehicles in the roof area. It is a very dangerous 

situation whenever a vehicle exposes its roof to the primary impact. The retort often 

given is that there is nothing unusual about collisions involving rollover and that is 

partly true. However we have to understand and identify the tripping mechanism and 

this was never discussed. 

Moving beyond the local environs, another collision that recently caught the news waves 

involved the rollover of a Go bus on the outskirts of Toronto, Ontario. The transit bus 

rolled onto its side in the median of Highway 407 at Weston Road in Vaughan on 

Wednesday, January 14, 2015. A passenger in the bus was killed. Highway 407 is a 

privately-operated, high-volume, toll road that should contain superior design. It was 

reported that ”for unknown reasons” the bus struck the right-side, steel guardrail before 

rolling over. 



No news agencies reported anything further, except for the Hamilton, Ontario TV 

Station, CHCH-TV. CHCH reported a curious fact: “The steel guardrail went right 

through the windshield and out the roof”. Why did no other news agency report this 

important fact? Is this something that should be expected of a well-designed highway 

system? Is it common-place that guardrails designed to redirect and decelerate an 

impacting vehicle should, instead, pierce through a vehicle’s interior like a harpoon? Is 

that not something that the public should be made aware of? Instead, a red herring was 

waved in front of the public’s eyes until they were distracted by another news item, 

without revealing very important facts that the public must know. 

Finally, on an international stage, near Odessa Texas, a bus transporting 12 prisoners 

and three corrections officers reportedly skidded off an icy portion of Interstate 20, 

travelled through a guardrail, down an embankment, and into the side of a freight train 

that was on a railway track adjacent to the highway. Ten persons were killed. Again 

another red herring was waved in front of the public as all the focus was placed on the 

impact site of the bus and train while nothing was shown or mentioned about how and 

why the bus exited the safety of the highway. It took considerable scouring of the various 

news sources to finally find a photo showing what existed on the highway where the bus 

left the highway, as shown below. 

 

A section of twisted guardrail indicates that it failed to redirect and decelerate the bus, 
an issue that has not been revealed in the official news reports. 

http://gorskiconsulting.com/wp-content/uploads/2014/07/Picture14.jpg


It was obvious that the guardrail failed to redirect the bus from its eventual exit, down 

the steep slope and into impact with the train. This is a fact whenever a large vehicle 

such as a bus or truck strikes such a barrier system. Yet, when many interstate-type 

highways may be populated by as such as 50 % of heavy vehicle traffic, it means that 

these barriers are non-functional for these classes of vehicles. Even more important 

however, these barriers actually accentuate the problem because the guardrail’s low 

height “trips” the larger vehicle and contributes to its rollover. This is a point that is 

known by many familiar with the design of roadside barriers yet nothing is mentioned. 

While it is a difficult and costly problem to address it needs the public’s attention as it is 

the source of many fatalities. 

In summary, all three events mentioned in this news item identify a similar root cause 

that is hidden from the public. When a vehicle enters into a state of loss of control it is 

important to prevent its rollover. Staying upright means that many of the safety features 

designed into any vehicle will have an opportunity to protect the vehicle occupants. 

When a vehicle is tripped and enters into a rollover the results are chaotic and 

unpredictable. Whether the tripping mechanism is a simple curb on an urban street or a 

guardrail on an expressway these causes of rollover must be identified and brought to 

the public’s attention. It is only through awareness that we can approach a solution. The 

consequences of stumbling in the dark should be known to even the simplest of young 

children. 

 

 

 

 

 

 

 



January 11,2015 

More Road Data Uploaded for Oxford County Road 18 (Norwich Road) 

 

No one in Ontario provides the general public with objective data that can be used to 
compare the quality and safety of Ontario’s road. No one, except Gorski Consulting. We 
regularly conduct testing on Ontario roads and provide the results of that testing on the 

“Road Data” page of the Gorski Consulting website. 

Testing was conducted on January 4, 2015 on Oxford County Road 18 (Norwich Road) 

for both, eastbound and westbound lanes, between Highway 19 (Mount Elgin) and 

Middletown Line. The eastbound data has already been uploaded on the Road Data 

webpage while the westbound data will follow shortly. 

It can be recalled that Gorski Consulting performs testing to document the condition of 

road surfaces throughout Southwestern Ontario. A test vehicle instrumented with video 

cameras and accelerometers/gyros gathers data on the effects of the motion of the test 

vehicle. This data enables persons to compare the quality and safety of one road 

segment to another. This is the only publicly-available data of this type. We encourage 

readers to review the data and contact us if you have any questions. 

http://gorskiconsulting.com/wp-content/uploads/2014/07/104.jpg


January 7, 2015 

Blizzard Conditions From Local Snow Squalls in London Ontario 

 

Screenshot of Environment Canada Exeter Radar station showing a snow squall 
travelling southeast from Lake Huron into the London area on the morning of January 

7, 2015. 

Below are some scenes taken throughout the City on the morning of January 7th. 

http://gorskiconsulting.com/wp-content/uploads/2014/07/341.jpg


 

A long line of stopped westbound traffic on Windermere Road in north London as 
conditions began to deteriorate shortly after the morning rush hour. 

 

An indication why Canadians do not take to bicycling in winter is demonstrated by this 
photo on Adelaide Street North as bicycles have been left abandoned in the extreme 

conditions. 

http://gorskiconsulting.com/wp-content/uploads/2014/07/313.jpg
http://gorskiconsulting.com/wp-content/uploads/2014/07/96.jpg


 

Families who believed they could bicycle their way through the City were greatly 
mistaken. Although the father in this scene has decided to use the bicycle as a way of 

transporting a youngster through the storm. 

 

The youngster has time to explore his wintery surroundings from atop of a bicycle seat. 

http://gorskiconsulting.com/wp-content/uploads/2014/07/242.jpg
http://gorskiconsulting.com/wp-content/uploads/2014/07/251.jpg


 

The Canadian pass-time of snow blowing recommenced as the snow began to 
accumulate later in the morning. 

 

Even snow clearing began to be a task for the hardy as the winds began to pick-up their 
speed. 

http://gorskiconsulting.com/wp-content/uploads/2014/07/314.jpg
http://gorskiconsulting.com/wp-content/uploads/2014/07/321.jpg


We expect that conditions will deteriorate into the day as the snow squalls persist 

making driving conditions treacherous outside of the City. 

January 5, 2015 

Official Reporting of Facts in Fatal Collision Leaves Much Confusion 

Not unexpectedly official reports with respect to a fatal collision that occurred on 

Saturday, January 3, 2015 on Oxford County Road 18, south of Woodstock, Ontario, 

have left much confusion due to the unexplained facts. 

It was officially reported that at approximately 1640 hours an SUV was travelling 

eastbound on Oxford Road 18 and had just passed the intersection with Oxford Road 13. 

Conversely, a passenger car was travelling westbound on Oxford Road 18. As the 

vehicles approached the westbound car went out of control and entered the eastbound 

lane where it struck the SUV. An 11-year-old passenger in the SUV sustained fatal 

injuries. The two drivers and four other passengers reportedly sustained non-life 

threatening injuries. 

We examined the collision site on the afternoon of January 4th, 2015 and found several 

peculiarities. 

We have considerable experience in assessing injuries in serious collisions and 

comparing those to the collision scenarios. It is clear to us that the facts indicated that 

there had been a collision of two vehicles travelling at highway speed and that the 

severity of the impact in terms of the change-in-velocity must have been substantial, as 

the case often is. In the vast majority of collisions between two vehicles approaching 

from opposing directions it is the occupants of the loss-of-control vehicle that are most 

vulnerable. This is because the loss-of-control vehicle is often not pointing in the 

direction that it is travelling and therefore the direct contact in often not squarely at the 

front end where the various features such as air bags and seat-belts, etc. are of greatest 

benefit. Of course mass and height have an influence such that, if your vehicle is heavier 

and higher then this is a benefit. More often than not we would expect an SUV to be 

both heavier and higher than a passenger car so already we should expect an additional 

advantage for the SUV occupants. 



Furthermore, we can study the fact that all but one of the involved occupants sustained 

“non-life threatening” injuries. For an injury analyst that has an important meaning. 

When a collision involves a high change-in-velocity (high Delta-V) the occupants 

generally sustain higher levels of injury. When we observe that all but one occupants 

sustained relatively minor injuries that says something about the severity of the collision 

and the existence of complicating factors such as structural intrusion. Thus the child’s 

injury outcome is an outlier, or anomaly, such that we would question why it occurred. 

We know historically that children in the 11-year-old age group have special difficulties 

with respect to restraint system effectiveness. It had long been known that seat-belts are 

tested primarily for adults and children should be in booster cushions until they are 

about 12 years old. So the age of 11 presents a special problem. Furthermore, we know 

that winter conditions in Canada present an additional concern because occupants will 

typically wear thick winter clothing that is sometimes of a nylon exterior that can be 

slippery. The fact that a child may where bulky and/or slippery clothing should be of 

considerable concern, even with the advent of pretensioners because of the possibility 

that the lap belt may be positioned with too much slack or too high on the abdomen. 

When we combine these facts we recognize that 11-year-olds are particularly vulnerable 

to abdominal or head injuries in higher severity collisions when wearing winter clothing. 

So we begin to have concern when these facts might have existed in this particular case. 

While we understand the logic of official entities being hesitant to reveal details such as 

the source of occupant injuries, there is an important reason why this has to be done. 

When the public is not made aware of these facts the incident just becomes another 

accident statistic that is quickly put on the shelf and forgotten until the next round of 

propaganda ensues. Problems that need the public’s awareness are not brought to the 

public’s attention and are left only to the eyes of the official few who have very little 

clout to make societal changes. It is only though large public participation and 

knowledge that a momentum for change is developed. Hiding the existence of problems 

is not a way to a solution. 

When examining the site collision site we came across another set of unusual facts that 

have remained unexplained. The photo below is a view looking west along Oxford Road 

18 and the area of impact is in the distant background. One can see that the road is 

generally straight and level however it is also aged. 



 

View looking west along Oxford County Road 18 toward the area of impact which is in 
the distant background. The loss-of-control car was travelling westbound therefore we 

would want to pay particular attention to the road conditions in this area. 

As we approach further westward we come across a set of tire marks in the south ditch, 

as seen in the two photos below, indicating that a westbound vehicle had entered the 

ditch. The presence of four visible tire marks indicates that the vehicle has rotated and is 

not pointing in the direction that it is travelling. 

http://gorskiconsulting.com/wp-content/uploads/2014/07/112.jpg


 

View of fresh tire marks in the south ditch indicating that a westbound vehicle has 
recently entered the ditch at highway speed and is rotating out-of-control. 

http://gorskiconsulting.com/wp-content/uploads/2014/07/210.jpg


 

View, looking west along the tire marks in the south ditch. There was evidence in the 
eastbound lane of an impact between two vehicles at a location just prior to the position 

of our black car parked on the south roadside. 

At the area of impact we observed the typical gouges in the eastbound lane confirming 

that two vehicles were present in that eastbound lane when the impact occurred. 

http://gorskiconsulting.com/wp-content/uploads/2014/07/310.jpg


 

Using a measurement tape we note that the gouges from the impact are located 
approximately 1.2 metres north of the south asphalt edge of the eastbound lane. 

As shown above, our quick measurement indicated that these gouges we about 1.2 

metres north of the south edge of the eastbound lane. 

As shown below, we then took another measurement from the south asphalt edge to the 

nearest tire mark of the westbound vehicle that was travelling through the south ditch. 

http://gorskiconsulting.com/wp-content/uploads/2014/07/121.jpg


 

View of measurement tape extended southward from the south asphalt edge of the east 
lane to the location of the closest tire mark in the south ditch. This distance was about 

1.3 metres. 

The distance of the nearest tire mark to the south asphalt edge was about 1.3 metres. 

Now, we can state that a typical passenger car is about 1.8 metres wide and about 4.7 

metres long. Do we not recognize a problem beginning to emerge from these 

preliminary measurements? 

The measured distance of the gouges in the eastbound lane to the closest tire mark in 

the south ditch is 2.5 metres. If the tire marks in the south ditch were caused by the 

westbound car that travelled out of control then it could not possibly be involved in any 

meaningful impact at the gouges because it would be located too far south of those 

gouges. So what is this all about? Let us look further. 

http://gorskiconsulting.com/wp-content/uploads/2014/07/20.jpg


We can see in the photo below that the tire marks in the south ditch travel past the area 

of impact and head toward the culvert of the driveway where our car is parked. 

 

View showing that the tire marks in the ditch travel past the area of impact and head 
toward the culvert of the driveway in the background where our black car is parked. 

And as we look closer at the culvert, in the photo below, we can see that the westbound 

vehicle has made an impact with the upslope of the culvert and then continued further 

west, past the driveway. 

http://gorskiconsulting.com/wp-content/uploads/2014/07/47.jpg


 

Westward view showing an impact to the upslope of the culvert on the south roadside, 
west of the area of impact. 

We then observe, in the photo below, how that westbound vehicle had produced further 

tire marks in the south shoulder, west of the driveway. 

http://gorskiconsulting.com/wp-content/uploads/2014/07/510.jpg


 

View of tire marks on the south shoulder, west of the driveway. 

Having looked closely in the vicinity of the area of impact, it was obvious that the two 

vehicles came to rest nearby where they collided. The SUV slid a short distance forward 

and came to rest on the south shoulder. The “westbound car” slid in a more southerly 

direction and came to rest in the south ditch, over top of the tire marks that passed 

through that ditch. 

So the obvious conclusion is that the tire marks in the south shoulder were from a third 

vehicle and not one of those involved in the collision in the eastbound lane. However, 

because there was no evidence showing the pre-crash travel of the “westbound car” it 

would appear to the typical observer that those tire marks in the direct were caused by 

that “westbound car”. 

One could then raise the point “so what?”. What does it matter that there was a third 

vehicle producing evidence at the site? Well, it may not matter but then it might. For 
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example, why did that unrelated vehicle enter the south ditch? Was it simply something 

that happened a day or two before the collision? Perhaps. Or minutes after the collision. 

Perhaps. 

However, we do not believe that its evidence should have been totally ignored in the 

reporting. That vehicle struck the upslope of the curvet at sufficient speed that there 

would be damage to that vehicle with the possibility of air bag deployment and possible 

injury to its occupants. It was not a non-event. If its motion was unrelated to the 

collision then we need to consider why it travelled off the road specifically at this 

location, along a similar path to the actual “westbound car”. If the driver was attempting 

to avoid the collision that happened a few seconds before hand, why would this 

mysterious driver steer so far to the left and into the south ditch and why was the vehicle 

rotating out of control when it left the road surface. An intentional ditching of the 

vehicle would be more likely to the right or north roadside, not the left. 

A third vehicle that was out of control might say something about the conditions of the 

road surface. Someone at the site reported to us that a snow plowed reportedly travelled 

through the site about 10 minutes before the impact. One should never take such 

information as the gospel truth. A slippery road surface could be an explanation for the 

third vehicle’s departure from a slippery road. 

The structure of the road surface itself was not ideal. When examining any possible 

contributions we can take “zoomed in” photos of the westbound lane so that its features 

become collapsed into order to demonstrate that a vehicle travelling at highway speed 

experiences the road features in a collapsed time frame. So the “zoomed in” view below 

is looking east along the north edge of the westbound lane and we can appreciate that 

there is a north portion of that westbound lane that has a deteriorated appearance. This 

could be the approximate location where the westbound vehicle would be located during 

part of its pre-impact. 



 

A “zoomed in”, eastward view of the westbound lane on approach to the area of impact 
showing a possible deterioration of the north edge of the lane. 
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Alternatively, the “westbound car” could have been passing another westbound vehicle 

and that could have brought it into that eastbound lane, thus the character of the 

westbound lane could have little to do with the collision. 

Regardless, the reporting of the facts about this collision was poor. This is not abnormal 

but something that occurs on regular basis. There are important reasons why such poor 

reporting is an overall detriment to the public. 

 

 

 

Gorski Consulting 
London, Ontario, Canada 

Copyright © Gorski Consulting, 
All rights reserved  

 

 


