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A Fatal Pole Impact on Napperton Drive - Was the 
Road Condition a Causal Factor? 

Posting Date: 16-Apr-2015 
 

The failure of police in acknowledging road contributions to motor vehicle collisions 
creates a bias in the data used by safety researchers and the justification for the 
direction of government policy. However, this also causes a problem in achieving justice 
to individuals in Ontario's justice system. 

In the increasing reliance on police investigations as the sole source of evidence 
identification and documentation there is the official belief that police investigations are 
free of any bias. Such blind faith, without proper oversight, is misguided and needs 
correction. Indeed, police receive no less pressure to achieve a wanted result than any 
other institution, organization or individual. A specific vulnerability is that police receive 
their operating funds from municipalities and governments that could be at fault for the 
cause of a motor vehicle accident as these municipalities and governments are 
responsible for the design, maintenance and signage of the roadways on which these 
collisions occur. There are numerous and continuous instances where police appear to 
either fail to report roadway deficiencies or inappropriately minimize their importance as 
causes of motor vehicle accidents. This appearance of bias needs to be corrected. 

To highlight this point, the present article will use the example of a recent fatal collision, 
in which there was substantial reporting of some causal factors yet the fact that poor 
road conditions existed at the site on the day of the collision remained unreported.  

Background to the Collision Incident 

On June 20, 2014, news media reported that a fatal, single-vehicle collision occurred at 
approximately 2140 hours of June 19th, on Napperton Drive, east of Kerwood Road, 
just west of the Town of Strathroy, Ontario. The reports indicated that an eastbound 
2000 Lincoln "left the roadway, rolled over, and struck a hydro pole in the south ditch". A 
29-year-old, male driver had to be extricated from the vehicle and was sent to hospital 
with life-threatening injuries. A 27-year-old female passenger of the vehicle died at the 
scene. 

Through the next several days the occupants were identified and various stories were  
run in news articles about their backgrounds. Jeffery Day was reported as the driver of 
the Lincoln while his sister, Michelle Day was reported as the deceased passenger. 

Newspapers such as the London Free Press had apparently taken the time to research 
these persons and the available information surrounding the tragedy. Therefore it was 
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notable that information about the condition of the road where the collision occurred was 
absent.  

About  two and a half weeks later, another news article from the London Free Press 
indicated that a fundraising event was being organized to help Jeffery Day's mother, 
Patti Welch, with the financial costs of supporting her crippled son. It was revealed that 
Jeffery was confined to a wheel chair and would never walk again as he was paralyzed 
from the chest down. 

The research was thorough enough to identify that "The Strathroy siblings were driving 
home at 9:40 p.m. from the Watford ball diamonds, where Jeff Day had been playing 
slo-pitch, when their car blew a tire, rolled and hit a utility pole". The source of this new 
information about a pre-crash tire failure was not revealed. 

 

Figure 1: View of Jeffery and Michelle Day, the occupants of the Lincoln that collided with the hydro pole of Napperton Drive. 

Still there was no mention of the road conditions or that the road conditions could have 
been a factor in the cause of the collision. The general tone of the article indicated that 
the two siblings were popular in their community and that the community was preparing 
to support Jeffery and his mother. 

Following this brief list of details about the collision, months passed where there was 
silence about any charges or the cause of the collision. Finally, on April 10th, 2015, or 
almost 10 months after the day of the collision, news articles appeared in local media 
indicating that charges had been laid against Jeffery Day. As an example the London 
Free Press noted: 

"On Friday, nearly 10 months after the deadly crash, police announced Jeff Day has 
been charged with criminal negligence causing death, impaired driving causing death, 
having a blood-alcohol level over 80 mgs and possession of marijuana." 
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“We do a full and thorough investigation,” said Middlesex OPP Const. Liz Melvin. “The 
evidence led to these charges.” 

Gorski Consulting has paid particular interest to loss-of-control collisions in recent years 
therefore when the reports of the collision first came out we attended the site shortly 
after police opened the road to regular traffic. 

We arrived at the accident site shortly after 1000 hours on June 20th, 2014 or slightly 
more than 10 hours after the time of the collision. Being unaware of any of the details of 
the collision we parked our vehicle across from  where the impact had occurred with the 
hydro pole. We commenced a "walk through" of the roadway from Kerwood Road which 
was several hundred metres west of the area of impact. While proceeding eastward 
from Kerwood Road areas of concern about the condition of the road were illuminated 
as indicated in Figure 2 below. 

 

Figure 2: View, looking east, of extensive alligator cracking of the pavement of Napperton Drive from just east of the 
Kerwood Road. The collision site is located several hundred metres away in the distant background. 

Where there is extensive alligator cracking there is generally an accompanying 
unevenness of the road surface such that larger areas of sagged pavement are likely to 
exist. Although a source of irritation to drivers, pot holes of small dimensions are of little 
concern from a safety viewpoint as the suspensions of most vehicles can adjust to 
them; leaving the main (sprung) mass relatively undisturbed. However, sags and 
upheavals of a larger area can cause the sprung mass of the vehicle to drop and rise 
leading to the potential that much of the tire force that is normally available from gravity 
pulling the mass into the earth could be lost. Additional forces could exist from braking 
or steering, or if the tires on one side of the vehicle encounter an obstruction or different 
surface condition. Thus non-central forces that occur when the tire force is low can lead 
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to progressive rotation about the vehicle's vertical axis (yaw) and the conditions leading 
to a complete loss of control are commenced.  

Figure 3 provides another example of the type of alligator cracking that existed, 
intermittently, along the right (south) edge of the eastbound lane on approach to the 
collision site. It  can be seen that the majority of the cracking in Figure 3 exists on the 
right third or half of the lane while the left portion is more uniform.  

 

Figure 3: View, looking east, along Napperton Drive from several hundred metres west of the collision site. 

The area of alligator cracking is where the surface is sagged or depressed. Note in the 
background of Figure 3 how the severity of the cracking is intermittent. In the 
background the right portion of the lane is less cracked and therefore less sagged. As a 
vehicle travels straight along this lane its right side tires experience areas of sag and no 
sag. This repetitious action causes unpredictable motions of the vehicle, at times less 
severe while at other times more severe. 

While approaching the accident site we came across a piece of tire tread that was lying 
on the north side of the road, as shown in Figures 4 and 5. Note that at the time of this 
site examination (June 20, 2014) we were unaware of the information in the London 
Free Press article that indicated (July 7, 2014: "their car blew a tire") that there was a 
pre-crash tire failure. Even after becoming aware of this additional information  on July 
7th, the source of that information was unknown. The article did not indicate that police 
made that determination. So the truth of that information could not be ascertained. Our 
interest in this site was simply from a research viewpoint and we were not acting 
officially for any of the interested parties. Thus, although we are thorough, we expected 
that those who had official responsibilities, should have collected any evidence that was 
pertinent to the matter. As such we considered that the tire tread could simply have 
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been one of the general pieces of debris that might be thrown from a vehicle travelling 
over a rough road surface and not necessarily related to the present collision. 

 

Figure 4: View of a piece of tire tread lying on the north roadside. The location of this evidence was not measured however 
the impacted pole is located next to our parked car in the distant background. 

 

Figure 5: View of substantial length of separated tire tread lying on the north roadside of Napperton Drive west of the area 
of impact. 
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As we approached the area where the tire marks of the collision-involved vehicle 
became visible, we observed the last portion of alligator cracking on the right side of the 
eastbound lane and this condition is shown in Figures 6 and 7. 

 

Figure 6: View, looking east, toward the area of the pole impact. An intense area of alligator cracking exists in the right 
portion of the eastbound lane. 

 

Figure 7: View, looking east, of the east end of the alligator cracking in the eastbound lane. 
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Rotating around to face westward, Figure 8 shows the end of this alligator cracking from 
just east of its termination. 

 

Figure 8: View, looking west, from just east of the east end of the alligator cracking in the south portion of the eastbound 
lane of Napperton Drive. 

While we use the term "termination" this is only for descriptive purposes as other, 
shorter and less intense patches of this cracking existed between this location and the 
pole impact. As an example, Figure 9 shows a short segment of cracked pavement in 
the westbound lane, just west of impacted utility pole. Figure 10 shows another area of 
cracked pavement near the area where the Lincoln slid off the south edge of the road 
just prior to striking the pole. 

Both of these areas show intense cracking that was typical of what existed sporadically 
over the length of Napperton Drive commencing from Kerwood Road. These examples 
indicate the general deteriorated condition of the road that should have raised the 
attention of persons responsible for its maintenance. As the surface of Napperton Drive 
was newly paved west of Kerwood, an eastbound driver could be less attentive and 
then be caught by surprise upon crossing onto the older, deteriorated section where the 
collision occurred. Thus stark road surface changes can be an additional complication. 
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Figure 9: View of an area of intense cracking of the pavement in the westbound lane of Napperton Drive just west of the 
impacted pole. 

 

Figure 10: View of an area of intense cracking of the pavement in the eastbound lane of Napperton Drive just a short 
distance west of the impacted pole. 
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As we approach closer to the area of the impacted hydro pole the view in Figure 11 
shows the curved, yaw, tire marks caused by the Lincoln as it slid off the south side of 
the pavement. 

 

Figure 11: View of tire marks in the eastbound lane of Napperton Drive that show how the Lincoln rotated clockwise toward 
the hydro pole in the background, 

Figure 12 shows how the vehicle's tire marks pass through the grass ditch and toward 
the pole.  In Figure 13 the view is reversed and we see the portion of the ditch just west 
of the pole and the tire marks from the Lincoln as they approach the camera. 

Even without seeing the damaged vehicle the termination of the visible tire marks before 
they reached the pole provides an indication of the tragedy of the event. The termination 
of such tire marks indicates that the vehicle has tipped over and has begun to roll over. 
In such a situation it is likely that the Lincoln could have made contact with its roof and  
this is known to be an unfavourable outcome. 

The roof of a vehicle is very soft and incapable of absorbing any meaningful energy until 
there is massive intrusion into the occupant space. Investigators have been fooled in 
the past into the belief that a tremendous amount of speed had to be involved in order 
to produce the obviously tremendous roof intrusion. This is particularly so when the roof 
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impact is to a tree or pole as the force concentrated into a narrow contact area 
intensifies the extent of crush and intrusion.  

 

Figure 12: View, looking south-east toward the tire marks in the south ditch where the Lincoln travelled toward the hydro 
pole impact in the background. 

 

Figure 13: View, looking north-west, showing the tire marks of the Lincoln as it rotated off of the eastbound lane and toward 
the camera. 
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Unfortunately a 2000 Lincoln will not contain the pre-crash data of an event data 
recorder ("Black Box") and therefore the police investigators would not have that simple 
method of determining the Lincoln's speed. Their only reasonable method of calculating 
the Lincoln's speed would be to conduct measurements of the yaw marks and follow a 
standard formulation (Critical Speed from Yaw) that is well-known in the accident 
reconstruction community.  

Experienced investigators who consider the typical rotation rate of loss-of-control 
vehicles can obtain a preliminary appreciation of the vehicle speed by simply observing 
the geometry of the yaw marks. Although not recommended for final determinations, the 
general observation can be made that fast-moving vehicles cannot change direction as 
quickly as slow-moving vehicles in a given distance. So when the yaw marks contain a 
greater amount of curvature in a given distance then the speed of the vehicle is likely to 
be lower, and vise-versa. Such instantaneous inferences can be in error but they can be 
made on a preliminary basis when time is short, a general estimate is needed and an 
on-site investigator must make some kind of important decision about what might have 
happened, where certain evidence should exist and so on. After-the-fact 
reconstructionists should not need such quick evaluations. 

Figures 14 and 15 show views looking west along the yaw marks on Napperton Drive. 
Although  the tire marks disappear in the background it is possible to extrapolate, for a 
short distance, as to where the vehicle might have been located before the beginning of 
the visible marks. Unfortunately, on a sunny day the visibility of tire marks tends to be 
degraded as compared to a cloudy day, so the sunny conditions at the time of this site 
examination were not helpful. 

 

Figure 14: View, looking west, at the yaw marks on the surface of Napperton Drive. 
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Figure 15: View, looking west, along the yaw marks on Napperton Drive. An unrelated set of dual-wheel tire marks from a 
turning vehicle exist to the right of the yaw marks. 

In Figure 16 we return to the area of extensive alligator cracking along the south portion 
of the eastbound lane. Here we show an apparatus made up of a 4-foot carpenter's 
level and a measurement tape used to document the extend of sag in the cracked 
portion of the lane. A typical rural highway would be expected to contain a designed 
side-slope of about 1 to 2 percent, although 3 percent could be the maximum for lesser 
quality highways. Higher cross-slopes can be acceptable provided that they are 
consistent and allow the driver the opportunity to adjust steering to the additional pull on 
the vehicle. However, when such cross-slopes are created due to intermittent sagging 
of the road surface the effects on the vehicle can be unpredictable to the driver. In the 
present case, Figure 14 shows a drop of about 3 inches over a run of 48 inches and this 
leads to a slope of about 6.25 %. 

The magnitude of the excessive slope is not the singular concern. Because the side-
slope of the lane changes irregularly it causes an unpredictable force on the vehicle. It 
is the additional unpredictability that makes it difficult for a driver to react appropriately. 
So a steering input to counter an expected clockwise rotation may actually accentuate 
the effect of an unexpected force that initiates a counter-clockwise rotation.   
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Figure 16: View looking west shown the apparatus created to document the extent of sag in the cracked south portion of the 
eastbound lane of Napperton Drive. 

 

Figure 17: View of a carpenter's level and measurement tape indicating that the sagged portion of the eastbound lane has an 
approximate slope of just over 6 percent. 
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It has been previously hypothesized that such inappropriate reactions by drivers lead to 
a progressively greater problem and eventual loss-of-control often prior to the initiation 
of visible tire marks. 

The beginning portion of the yaw marks visible at the time of the site examination 
indicated that the Lincoln was travelling toward the roadway centre-line and eventually 
crossed that centre-line before coming back toward the south roadside. Extrapolating a 
short distance westward would place some portion of the vehicle on the sagged south 
portion of the eastbound lane. This is not a revolutionary finding since a vehicle 
travelling straight along the eastbound lane would be expected to have its right side 
tires on that sagged portion of the lane. However, this determination has to be made 
because there could be circumstances were a loss-of-control occurs and the evidence 
does not support that a roadway anomaly was the cause; the anomaly just happened to 
exist in the vicinity. However the evidence in the present case does not exclude the 
sagged road surface as a possible causal factor as the vehicle was likely travelling on 
the portion of the lane containing the sagged surface. 

Since the road surface conditions could have been a causal factor for the Lincoln's loss 
of control the next step would be to evaluate how the road might have affected the 
motion of the Lincoln in the vicinity where the loss-of-control occurred. This evaluation 
was performed by conducting test runs with an instrumented vehicle for several 
kilometres east and west of the site as well as on approach to the impacted pole. The 
details of this testing are described in the next section of this article. 

Testing to Evaluate Whether the Road Conditions Were A Causal Factor 

At Gorski Consulting testing has been conducted in recent years to document the road 
forces experienced by a test vehicle travelling on a road segment as well as to 
document the reactions of the vehicle in terms of its motions.  The Apple iPhone with its 
sensors of acceleration and motion has proven to be a simple and cost-effective 
instrument for this purpose. Through the ever-expanding list of tests the accuracy of the 
data acquisition in the iPhone has yet to be found questionable. Combined with the set-
up of multiple video cameras data is capable of being retrieved about the precise 
location of the road that caused an acceleration or motion. In using the iPhone a 
surprisingly large and detailed amount of data is written to a memory file. The stored 
data is sent by e-mail to a host computer where it is translated into an Excel 
spreadsheet allowing for the numerous analyses that this popular program is known for. 

A database has been set up on the Road Data page of the Gorski Consulting website 
where comparisons can be made between roadways based on the data that was 
generated during test runs over those roadways. At present the database reports on the 
extent of motion of the test vehicle (rotation in radians per second) in the lateral and 
longitudinal axes. If additional information is needed then an inquiry can be made via 
the Gorski Consulting contact page and discussions can proceed about what additional 
data is available. 
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As part of this system, testing was performed on Napperton Drive on June 20, 2014. 
The testing involved the test vehicle's travel westward, commencing from the western 
outskirts of the Town of Strathroy, about 8 kilometres east of the accident site. The test 
vehicle travelled past the collision site to Arkona Road which is approximately 8 
kilometres west of the accident site. The vehicle was then turned around and driven 
back, eastbound, toward the accident site just east of Kerwood Road.  

While at the accident site three eastbound tests were performed commencing from 
Kerwood Road such that these were in the same direction as the accident-involved 
Lincoln.  

In Test #1 the vehicle was accelerated from a stopped position at Kerwood Road and 
data was loaded into the Excel spreadsheet from the time that it reached a speed of 50 
km/h until it settled to a constant speed of 80 km/h as it passed through the site. 

In Test #2 the vehicle's acceleration was commenced west of Kerwood Road so that, as 
it passed Kerwood, its speed was approximately 100km/h. This speed was maintained 
until the vehicle passed by the impacted hydro pole. 

In Test #3 the actions were identical to the that of Test #2 except that the vehicle was 
deliberately steered further south in the eastbound lane such that the right side tires 
were further toward the lane edge than normal. 

As the changing speed of the vehicle in Test #1 was less useful its data will not be 
discussed and only the results of Tests #2 and 3 will be reviewed. 

The purpose of testing the road's characteristics east and west of the site was because 
the data was to be used in the Gorski Consulting Road Data database. However this 
data was also useful  in that it allowed a comparison to the data obtained in the three 
eastbound tests conducted at the site. 

Thus, Figure 18 is a spreadsheet of results obtained from the road testing on June 20, 
2014. This table was extracted from the Road Data page of the Gorski Consulting 
website. The table indicates the lateral and longitudinal motion of the test vehicle as it 
travelled through the various road segments east and west of the accident site. 

Based on previous testing it was determined that an "good" quality road should create 
lateral and longitudinal motions below 0.0200 radians per second. In those instances 
the numerical values were written in green. It was also determined that  "average" 
quality roads that may contain some problems that were not a major safety concern 
should be in the range of 0.0200 to 0.0500 radians per second. These values would be 
printed in black. Finally, road segments that were "Poor" and raised a safety concern 
were those that created motions greater than 0.0500 radians per second and these 
would be printed in red. These categories were created based on the values that were 
observed in the testing. The motions of the test vehicle were found to be speed-
dependent, particularly for lateral motion. Research continues to improve the accuracy 
and usefulness of the data. 
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Figure 18: Table of results from testing on Napperton Drive on June 20, 2014. 

As can be seen in the table of Figure 18 there are no red values. In fact there are a 
number of green values indicating road segments that generated rather low motion 
values on the test vehicle. This table also contains the three tests (bottom of table) that 
were performed in an eastbound direction from Kerwood Road and through the collision 
site. It can be seen that, although the values are not coloured green, they are also not 
red and the values are generally in the range of 0.0200 to 0.0300 radians per second. 
So, looking at the table, one might conclude that there was likely nothing unsafe about 
the characteristics of Napperton Drive at the accident site. However, one needs to look 
that this data in more detail to understand what it actually indicates. 

The data in Figure 18 is the standard deviation of the motion over a time of 30 seconds. 
When the test vehicle is travelling 80 km/h it travels 22.2 metres every second and in 30 
seconds it travels 666 metres. So the data is telling us what motion is created in the test 
vehicle over the total distance of 666 metres. If there are short distances of problems in 
the road characteristics they could be masked by this averaging over the long length of 
road. In the Gorski Consulting "Road Data" it would not be practical to include values for 
very short road segments as the additional workload would  be beyond our capabilities. 
So when an inquiry is with respect to the condition of the road at an accident site 
additional detail must be requested by contacting Gorski Consulting and indicating the 
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specific location where the collision occurred. Then it is possible to retrieve more 
specific data about that shorter length of road that would be of concern. 

So the purpose of the table in Figure 18 is to present some general numbers about the 
amount of vehicle motion that could be expected while travelling along a large part of 
Napperton Drive. And if needed, Napperton Drive could be compared to the many other 
roads in the Road Data database on the Gorski Consulting website.  

However, when we need to know the relevance of the road as a causal factor in the 
present event, we need to look at a much shorter length of data, certainly in the last 10 
seconds before impact and this is where our discussion is now headed. 

Figure 19 is a chart of the motion data from eastbound Test #2 from 8 to 3 seconds on  
approach to the impacted hydro pole. Note the values of the lateral and longitudinal 
motions as compared to those from the 30 seconds of testing. 

 

Figure 19: Motion Data From Test #2 on Napperton Drive 

In the 30 seconds of test data the deviations of the motion data were in the range of 
0.0200 to 0.0300. Now in Figure 19 we see a more detailed study of only 5 seconds of 
data. Some of the peaks of lateral motion rise above 0.1000 radians per second, or 
almost 3 times higher than the values in the 30 seconds of data. Now the problem 



Page 18 of 21 
 

becomes apparent: the conditions of the road surface caused much higher motions of 
the test vehicle just before the impact than along the rest of the road. 

The detailed results for Test #2 and 3 are summarized in Figure 20 below. 

 
Figure 20: Table of Detailed Results From Tests 2 and 3 

 

For example, the table above indicates that the standard deviation in the lateral motion 
of the test vehicle at 7 to 5 seconds before reaching the impacted pole was 0.0578 for 
Test #2 and 0.0554 for Test #3. It is simple to compare this to any data along Napperton 
Drive, or to any of the other road data in the Road Data database on the Gorski 
Consulting website. This comparison would indicate that the lateral motion caused in 
the test vehicle was very high in the few seconds of approach to the impacted pole. If 
these values were listed on the Road Data database they would have been printed in 
red to indicate that there was a concern about the safety of the road at this location. 

If we had been involved in an official investigation we would examine the data from the 
multiple cameras that were installed during our testing. This analysis would allow us to 
determine precisely (within a metre) what portion of the road caused the elevated lateral 
motions of the vehicle. As there is no pressing need for such a detailed analysis, other 
less precise methods will be discussed. One way to make this assessment is to 
consider the distance that the test vehicle travelled at its known speed. 

At a speed of 101 km/h the test vehicle travels 28 metres per second. In 7 seconds the 
vehicle travels 196 metres and in 5 seconds the vehicle travels 140 metres. Thus at a 
distance of about 140 to 195 metres west of the struck utility pole the Lincoln likely 
experienced its highest level of lateral motion. While we did not take any measurements 
at the accident site this appears to be consistent with the location of the sagged, south 
portion of the eastbound lane. 
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 A quick calculation using Google maps indicates that the last private driveway on the 
north side of Napperton Drive was approximately 160 to 180 metres west of the 
impacted hydro pole. This driveway is partially visible in Figure 8 but it is more clearly 
seen in Figure 21 below. 

 

Figure 21: View looking west toward the driveway on the north side of Napperton Road which is approximately 160 to 180 
metres west of the struck hydro pole. 

If we look to the left of the view in Figure 21 we can see the sagged, south portion of the 
eastbound lane so it confirms that the maximum lateral motion of the Lincoln occurred in 
the vicinity of this sagged pavement. This view also shows how much better the 
condition of the north road edge is in comparison to the south edge. There appears to 
be no cracking or sagging of the north edge of the pavement at this location yet the 
south portion of the eastbound lane is severely cracked and sagged, as revealed in the 
earlier photos. 

Discussion 

 The 2000 Lincoln was approximately 14 years old at the time of this collision. It may 
have been sufficiently roadworthy to pass an official "Safety" test that is required in 
Ontario. Such tests performed by Class A licensed technicians in Ontario would confirm 
that major components such as the braking, steering and suspension systems met the 
minimum requirements. Even though a 14-year-old  suspension might pass such a 
safety test its performance is likely to be less than ideal and quite different from that of a 
modern, new vehicle. Its exact functioning cannot be known but common sense would 
lead to a reasonable suspicion that it might experience some control problems on the 
type of uneven surface where the collision occurred. A driver whose actions and level of 
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attention are influenced by the consumption of alcohol raises the probability that this old 
vehicle's susceptibility to loss-of-control could be misjudged. Next we add another factor 
to this noxious mix: the stark change in road quality at the Kerwood intersection from a 
relatively newly-paved surface to an old and uneven one. Finally, we might add the 
possibility that the driver was driving faster than normal, in the range of 100 km/h. 

Each of these facts on their own might be of limited consequence. 

 Alcohol consumption close to the 80 milligram threshold does not make a driver 
incapable of keeping a vehicle within a straight and level road that contains a smooth 
surface. So the level of intoxication in this case would need to be considered. 

A stark change in surface condition from  a newly-paved to a deteriorated one can be 
tolerated without a problem when experienced in isolation. 

An elevated travel speed of 100 km/h on a new and smooth surface is also not a 
dangerous condition. Our previous studies indicate that as much as 20 percent of 
vehicles travelling in a similar rural setting would be travelling at a speed of 100 km/h or 
higher. 

However, as in most accident situations, such potential causal factors do not occur in 
isolation. It is our experience that collision causation can be similar to the gambler's 
pulling on the arm of a "one arm bandit" in a gambling casino. In most cases the 
tumblers give you a mixture of apples, oranges, aces and jacks. But on one of those 
rare occasions the display lights up with a row of "dangerous causal factors", all 
together and all at once. We wonder why so many persons passed through this road 
segment while travelling at heightened speed or with some alcohol in their system but 
there was no resultant collision. But that should not be a mystery. It is a matter of time 
and repetition that, when you continue to pull the arm of the One Arm Bandit, you will 
eventually score what you expected. However, it needs to be determined if Jeffery Day 
was pulling on the handle on a regular basis or whether he was just singularly unlucky; 
that on this rare occasion, everything went wrong. Was this catastrophic result due to a 
large negligence on his part? That determination must be made based on all the 
relevant evidence.  

As the court proceedings move forward it is possible that more information may be 
released regarding this incident. There was ten months of delay before an 
announcement was made that charges were laid against Jeffery Day. There should be 
some reason for this delay but there is no assurance that an explanation will be 
provided. Whether the evidence will support the charges remains to be seen. 

 Independent of other factors the road conditions must be evaluated as a contributor to 
the Lincoln's loss-of-control. It is clear from our review in this article that the road 
conditions were visibly poor and that our testing indicated that those conditions would 
have affected the Lincoln's motion in the area where it rotated out of control. It is 
insufficient for police to publicly announce that they have performed a "full and thorough 
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investigation" without providing an indication of how they determined that the road 
conditions were not a causal factor in the incident.  

The discussion of this single case is not meant to convey the notion that police did 
anything wrong in their investigation. The quality of the police investigation cannot be 
determined without further information. The vacuuming of any relevant information 
about such incidents creates a practical barrier to the public's right to be informed and 
this is the root problem. Privacy legislation is a necessary attempt at controlling new age 
threats to the invasion of a person's right to privacy. On the flip side of that coin it is also 
a tool that allows those with special interests to conduct unethical and sometimes illegal 
dealings without the public's knowledge.   Although imperfect, it is the vast majority of 
independent and impartial citizens who, when properly informed, are the rudder that, 
very slowly, keeps  society on its proper course.  
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