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Death of a Western University Student - Lessons Can 
Be Learned From Tragedy  

Posting Date: 20-Oct-2015 
 

 
Andrea Christidis died when an alleged drunk driver failed to keep his vehicle within a sharp curve on Western 

University's campus. 

An obvious fact: impaired driving can be lethal and cruel to its victims. That was no less 
evident when an innocent young Western University student, Andrea Christidis, was 
struck and killed on the campus of Western University in London, Ontario, on October 7, 
2015. The alleged drunk driver, 24-year-old Jared DeJong, now faces numerous 
charges related to the tragedy. 

There has always been an obvious lesson in all of this: Do not drink and drive. 
However, despite decades of publicity, impaired driving continues on, perhaps to a 
reduced level, but not enough of a reduction to prevent the deaths of numerous 
innocent persons. Many believe that the solution is stiffer penalties in the belief that 
those who drink and drive also pay close attention to the results of trials and that heavy 
drinking will be curtailed by connecting a long line of dots to imprisonment. The likely 
reality is that impaired driving is associated with other societal ills that create abnormal 
beings. After repeated warnings drivers who drink and drive may be "tone death" to the 
message that most normal persons can clearly hear. 

Beyond the obvious, there are other lessons that can be learned from this tragedy. If we 
have difficulty preventing alcohol-impaired driving it is possible to take some passive 
measures to reduce its effects. 

http://gorskiconsulting.com/wp-content/uploads/2015/05/Picture1.jpg
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For example, it should be technologically possible to equip vehicles to detect impaired 
driving. Studies at the U.S. National Advanced Driving Simulator (NADS) suggest that 
driving behavior can be successfully tracked by an intelligent vehicle which can 
differentiate between normal and impaired driving.  

Another example is automated decision-making such as automatic braking which is fast 
increasing its presence in the new-vehicle fleet. While drivers may not be able to detect 
a hazard in time to avoid it, automatic application of braking by an intelligent vehicle 
may reduce the severity, or even prevent, many significant collisions. 

Passive actions may also include an understanding of how and where certain types of 
collisions occur and the creation of an infrastructure around such sites to reduce the 
effects of poor human judgment. On the roadside we can create safer locations to 
screen pedestrians from automotive traffic where it is likely that the two might meet by 
accident. 

As an example, the site where Andrea Christidis was killed is one of those where 
pedestrians and motor vehicles were likely to meet by accident. The campus of Western 
University is populated by tens of thousands of students, many of whom are 
pedestrians. The site where Christidis was killed was in a central portion of the campus 
where such students walk on a continuous basis. That site also contained a sharp curve 
as shown in the Google Maps overhead view below. 

 

Figure 1: Overhead view of accident site. 
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Below are views of the site taken on October 15, 2015, approximately a week after the 
collision. 

 

Figure 2: View from the top of the downgrade leading to the accident site. 

 

Figure 3: View looking along the straight section of Lambton Drive leading to the accident site. 
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Figure 4: View of straight section of Lambton Drive leading to the accident site. 

 

Figure 5: View of intersection with Huron Drive showing the curve of Lambton Drive in the background. 
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Figure 6: View while passing through the intersection with Huron Drive, showing the left curve of Lambton Drive in the 
background. 

 

Figure 7: View, approaching the left curve of Lambton Drive. 
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Figure 8: View upon entering the left curve of Lambton Drive. 

 

Figure 9: View while travelling through the left curve of Lambton Drive. The impacting vehicle exited the road surface  to the 
right and struck the pedestrian who was walking on the adjacent sidewalk. 
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Information that a driver can obtain from a particular location can change from minute to 
minute. Obviously environmental conditions have a large effect on such perceptions. As 
an example, the photos in the above figures were taken in the afternoon. In contrast, the 
photo shown below is of the same curve, on the same day, however the photo was 
taken in the morning. Thus, in this case, the position of the sun made a large difference 
in what could be seen on the approach to the curve. 

 

Figure 10: View of the left curve of Lambton Drive taken in the morning such that the sun would be in the driver's eyes. 

The reported time of the collision of October 7th was contradictory. Earlier reports 
indicated that the collision occurred at 2335 hours, yet a statement released by the 
deceased's family indicated that the collision occurred at  2210 hours. That discrepancy 
may eventually be clarified. Regardless, the collision would have occurred in darkness 
where the street lighting could have been a factor. There is no information available 
about the visibility of the curve in night-time conditions however the lamp standards are 
noted to be old and their effectiveness may be questionable.  

What if the environment involved winter conditions? Figures 11, 12 and 13 show the 
accident site in such winter conditions. The photos in these figures were taken on 
February 2, 2015. These photos show that the road surface is snow covered and likely 
slippery. Figure 13 shows the area where the impacting vehicle came to rest. The 
quantity of snow on the ground and sidewalk would make for slippery conditions. 
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Figure 11: View from the top of the downgrade of Lambton Drive looking toward the left curve in the background. This photo 
was taken on February 2, 2015. 

 

 

Figure 12: View looking toward the left curve from just prior to the intersection with Huron Drive. This photo was taken on 
February 2, 2015. 
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Figure 13: This photo was taken on February 2, 2015. The view is looking just beyond the left curve, in the vicinity where the 
impacting vehicle came to rest. The metal hand rail on the right of this photograph was struck down in the collision. 

What about other factors that could lead to a collision at this site? The photo shown in 
Figure 14 was taken on May 15, 2015. One can see that a large road tractor and trailer 
have been parked within the curve of Lambton Drive, likely due to the construction 
activity at that location. Drivers approaching the camera and attempting to pass by this 
truck would have to steer into the middle of the road and outside of the normal position 
of the lane. For the driver travelling the same direction as the pointing camera, the 
motion of the opposing vehicle would occur abruptly as the line of sight of the opposing 
vehicle would be blocked. In an attempt to avoid a perceived impact such a driver might 
steer to the right, toward the outside of the left curve, and toward the sidewalk. Persons 
walking on the sidewalk could be struck by such a vehicle. 

Figure 15 shows another example of construction activity that poses a safety hazard. 
This photo was also taken on May 15, 2015. A construction fence and sign are blocking 
the view of the stop sign for the intersection at Huron Drive. A driver unfamiliar with this 
site might not recognize the need to stop and pass through the intersection without 
stopping. As this is a four-way-stop intersection the consequences of a collision within 
the intersection might be lessened. However a driver who does not stop at the 
intersection may also be travelling faster upon approach to the left curve. Approaching 
the location of the parked truck shown in Figure 14, the higher speed would mean less 
time to react to the encroachment of a vehicle passing the parked truck. Thus upon 
steering to the right to avoid the potential impact the vehicle would be travelling at a 
higher speed if it travelled onto the sidewalk and thus create the circumstances of a 
higher severity impact with a pedestrian who might be walking on the sidewalk. 
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Figure 14: View of large truck parked in the curve and blocking drivers' view of opposing traffic on Lambton Drive. This photo 
was taken on May 15, 2015. 

 

Figure 15: View of a stop sign is blocked by a construction fence and sign. This photo was taken on May 15, 2015. Note that 
an orange Detour sign contributes largely toward blocking the view of the stop sign. 
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In another example of signage problems, roadways containing curves should have 
warning signs preceding the curve to inform drivers of that geometry. It becomes 
obvious in Figures such as 4 through 7 that such a warning sign is not visible. So where 
is the sign? If one looks closely into the background in Figure 12 (Photographed on 
February 2, 2015) there appears to be a warning sign visible above the roof line of the 
turning vehicle. We obtain a closer view of that location in Figures 6 and 7 however  
there appear to be some traffic cones in the area as well as some tall yellow posts that 
appear to block the view of the sign. It is also interesting to note that a pedestrian in a 
red jacket is seen walking next to that location and the height his body is such that it 
would likely block a driver's view of the warning sign. Now consider what would happen 
at a time in between classes when the sidewalk might be congested with students such 
as what is shown in Figure 16 below. The view of the sign would be blocked. 

 

Figure 16: A congestion of student bodies on the outside sidewalk of the curve would obscure the view of the curve warning 
sign. 

Figure 17 shows a view of the curve warning sign. This photograph was taken on the 
morning of October 18, 2015 during an unusual snow storm that occurred on the 
morning of that day. Now we can clearly see that the visibility of the warning sign is 
obstructed by the yellow posts around it. Figure 18 shows another view of the stop sign 
taken on the morning of October 18, 2015 and this provides further evidence of the 
extent to which the stop sign is obscured from a driver's view. 
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Figure 17: View of the curve warning sign from a photograph taken on the morning of October 18, 2015. 

 

Figure 18: Another view of the obscured stop sign that is blocked from a driver's view by a construction fence at the Lambton 
Drive site. 
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As another safety concern, signage at the collision site would appear to create an 
atmosphere of extreme caution as witnessed by the yellow Speed Advisory sign posted 
on the right side of the photo in Figure 19. The caution sign advises that drivers should 
travel around the left curve at only 20 km/h. While those who installed the sign might 
believe that this would create a safer environment by reducing the speed of vehicles, 
that belief may be misguided. 

 

Figure 19: View of Speed Advisory sign indicating that drivers should travel through the left curve of Lambton Drive at 20 
km/h. 

To be effective signage must be consistent with standards that are applied uniformly 
throughout the roadway system in North America. The advised speed for a particular 
curve is set based upon factors such as the radius of the curve, or how sharply the 
vehicle must change direction in order to stay within the travel lane. When a Speed 
Advisory is too high then it violates drivers' expectations and their higher approach 
speed might cause a collision. However, the same may apply for a Speed Advisory that 
is set unreasonably low as it will cause drivers to ignore the advisory altogether. The 
question is whether an advised speed of 20 km/h is warranted for this curve. One might 
argue, yes, because of the potential of large numbers of pedestrians using the sidewalk 
at the curve. However it must also be considered whether drivers are likely to 
appreciate this additional concern or whether they will ignore the sign knowing that the 
geometry of the curve does not require such a speed reduction. 

As a comparison to the present site, Figures 20 and 21 show overhead views of another 
site in London, Ontario, containing a curve at the intersection of Beaverbrook Avenue 
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and Proudfoot Lane. Figure 22 shows that a Speed Advisory Tab advised that the safe 
speed around this curve was 30 km/h.  

One only needs to compare the overhead view of Lambton Drive in Figure 1 to the 
overhead view of Beaverbrook Ave in Figure 21 to recognize that the Beaverbrook 
curve is more extreme. Yet the advised speed for Beaverbrook was 30 km/h while the 
advised speed for Lambton Drive was 20 km/h. Thus consistency is placing the 
appropriate signage for the site is important to the safety at that site. 

 

Figure 20: Overhead view of a site containing a sharp, 90 degree turn at the intersection of Beaverbrook Ave. and Proudfoot 
Lane in London. 

After the death of Andrea Christidis there was discussion about the need of a guardrail 
at the Lambton Drive curve. Such discussions often do not address the issue of where 
such a guardrail might be located. At times a guardrail is placed within a curve without 
the understanding that vehicles that go out of control will frequently exit a roadway past 
the curve in an area where the guardrail has already ended.  

Figure 23 demonstrates this point when we study the location where the collision-
involved vehicle left its travel lane. This photo was taken on October 15th, at a time 
when some of the collision evidence was still visible at the site. In this figure the 
collision-involved vehicle was travelling toward the camera and the curve of Lambton 
Drive is in the background. We placed a short piece of red tape on the curb at the 
location of the first tire mark that was created as the collision-involved vehicle exited its 
lane. That red tape is not visible in Figure 23, however it becomes visible in the closer 
views of Figures 24 and 25 below. 
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Figure 21: Overhead view showing the 90 degree "curve" at Beaverbrook Ave and Proudfoot Lane in London, Ontario. 

 

Figure 22: View of sharp curve sign on Beaverbrook Avenue, with a speed advisory tab indicating a safe speed of 30 km/h. 
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Figure 23: View of the curve at the accident site, looking back in the direction from where the collision-involved vehicle 
approached the site. 

 

Figure 24: An investigator's finger is pointing to the location on the curb where the collision-involved vehicle made first 
contact with the curb as it exited its lane. 
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Figure 25: An investigator's finger points to the location where the collision-involved vehicle made first contact with the curb 
as it exited its lane. 

The view in Figure 25 clearly demonstrates that, at the location of initial exit from its 
travel lane, the collision-involved vehicle had almost completed its travel around the 
curve as the curb was almost straight in this location. 

Subsequent to exiting the lane, the collision-involved vehicle struck a lamp standard, as 
shown in Figure 26. It then struck the hand rail that was visible in Figure 13, and is 
shown removed in Figure 27, and finally the vehicle came to rest against a second lamp 
standard as shown in Figure 28. 

All this collision evidence was located at the end of the left curve, or past it. If a guardrail 
was located only within the curve it would likely have been of minimal help in preventing 
this vehicle's collision with any pedestrian. Thus care must be taken in understanding 
where it is likely that a vehicle might travel during a loss-of-control sequence and this 
understanding must not be obtained from theoretical principles alone. 

Warrants for the installation of infrastructure such as guardrails on Lambton Drive are 
based on several factors such as the traffic volume, number of pedestrians and the 
collision history of the site. However, collision history in particular can be misleading. 
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Figure 26: View of fresh scrapes visible on the side of the post of a lamp standard that was sideswiped as the vehicle 
travelled along the roadside to its final rest position. 
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Figure 27: View of the steps leading to a tennis facility at the collision site. A hand railing at the steps was struck down by the 
impacting vehicle which came to rest at the lamp standard in the background. 
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Figure 28: View of vehicle debris located at the base of the lamp standard where the collision-involved vehicle came to rest. 

 

The Relevance of a Previous Fatal Collision 

The need for a guardrail or other protections at the Lambton Drive site could have been 
misunderstood as the number of collisions would likely not reveal a reason for concern. 
Yet, actual numbers of collisions are often not as important as the study of specific 
events that could reveal a potential problem. 

A previous fatal collision occurred on the Western University campus on January 18, 
2015. At approximately 0320 hours a Volkswagen Golf operated by Elton Sabino was 
northbound on Perth Drive when it entered a state of loss-of-control, exited onto the 
west roadside, and struck a tree with its roof. A 22-year-old, male, right front passenger 
of the vehicle, Jan Broz, sustained fatal injuries in that crash. Perth Drive is the 
extension of Lambton Drive and the collision was located only few hundred metres north 
of the fatal collision involving  Andrea Christidis. Figure 29 shows a Google Maps view 
of the Western University Campus and the relationship between the two fatal accident 
sites. 
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Figure 29: View of the Western University campus and the relationship between the Christidis and Broz accident sites. 

In Figures 30, 31 and 32 we see the portion of Perth Drive leading to the location of that 
fatal collision. The actual tree that was stuck no longer exists however the general area 
of its location is shown in Figure 32. 

Once again, the figures show that the collision-involved vehicle entered a left curve, 
although not as pronounced as the one on Lambton Drive. 

Examining the media reports of the Broz fatal collision there was little in terms of factual 
information provided for several months after the collision. Investigating police were 
quoted as saying it was "...too early to determine what caused the crash", although it 
was mentioned that the roads were wet and "there was evidence that alcohol was a 
factor". By the following day, police were quoted as saying "The investigation is still 
early, We're looking at the possibility of alcohol being a factor, speed, road conditions, 
so there's a lot of things that have to be considered". By Thursday, January 22, 2105 
police reportedly charged the driver of the Volkswagen, Elton Sabino, with dangerous 
operation of a motor vehicle, impaired driving causing death, impaired driving causing 
bodily harm and novice driver with blood alcohol level above zero. Still, there was no 
release of any specific facts about the case. 
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Figure 30: View looking north along Perth Drive which is the extension of Lambton Drive north of the fatal collision involving 
Andrea Christidis. A Volkswagen Golf travelled around the left curve and struck a tree on the left (west) roadside. 

 

Figure 31: View of Perth Drive just past the left curve. The Volkswagen travelled off the right roadside and struck at tree in 
the background. 
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Figure 32: View of the area in front of the Chemistry Building where the Volkswagen, in which Broz was a passenger, fell onto 
its right side and struck a tree with its roof. The tree no longer exists but was located in front of the low-level, gray, 
Chemistry Building on the right side of the this photograph. 

No additional facts were mentioned about the crash until  May 11, 2015, when the 
London Free Press (LFP) wrote an article regarding the father of Jan Broz, also bearing 
the same name, who travelled  14,000 kilometres from the Czech Republic, as he was 
"looking for answers" regarding his son's death. In that article the LFP mentioned that 
the three occupants of the Volkswagen had "...spent the night bar-hopping downtown 
and were cutting through campus..". The article indicated that the Volkswagen was 
going well above the posted 40 km/h speed limit when it flipped onto its side and struck 
a tree". 

The LFP indicated about Broz (the father): "He called the Free Press. He talked to court 
officials. But police wouldn't tell him much, he said, citing the case before the courts". 

Finally, on August 21, 2015, or over 8 months after the collision date, the LFP wrote an 
article that provided some specific details of the crash. It reported that the Volkswagen 
was travelling between 112 and 121 km/h before the crash, however the source of that 
information or how the speed was calculated was not revealed. In such incidents a 
speed calculation that contains such a range would likely be generated from a "critical 
speed formula" that uses the measurements of the geometry of curved "yaw" tire marks 
on the road. However, if the roadway was wet the likelihood that visible yaw marks were 
created at the location would be unlikely. Furthermore measurements of such yaw 
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marks should be at the precise point when a vehicle "breaks out" from tracking and 
begins to yaw or rotate about its centre of gravity. Even if faint yaw marks were found it 
is highly unlikely that they were at this precise point of "break out" because at such a 
location the vehicle's angle with respect to its travel direction is typically not large 
enough to cause the rubber of a tire to scrub off enough material onto the pavement to 
produce a visible mark. Yaw marks become more visible as the vehicle rotation 
increases and the tire moves more sideways with respect to its travel direction. Yet it 
has been known that investigators will ignore that fundamental principle of speed 
calculation from yaw and they will make their speed calculations based on a portion of 
the yaw mark that is some distance away from the point of "break out". It is not known 
what actually occurred in this case as these details have not been made available. 

A pre-crash speed might be obtained from a vehicle's event data recorder (EDR) or 
"black box". However a Volkswagen Golf has not been compatible with the standard 
hardware (Crash Data Retrieval tool) used to download such data until the 2015 model 
year. Although the model year of the vehicle has not been provided in any news items, if 
the collision occurred in January of 2015 and EDR data was available then the collision-
involved Golf would have to be a very new vehicle as it would not normally be available 
for sale until the fall of 2014. Thus how the speed estimate of 112 to 121 km/h was 
obtained remains a mystery. 

The LFP article also indicated that a rear passenger of the Volkswagen claimed that the 
driver, Elton Sabino,  was handling the steering and pedals while Broz was shifting 
gears. This would be a bazaar fact. If such a actions were occurring immediately before 
the crash then they would not be logical. It would have to be concluded that the Golf 
was equipped with a standard transmission since there would appear to be no reason to 
manually shift gears with an automatic transmission. Even with a manual transmission it 
would be difficult to believe that Broz could coordinate his shifting with the depression of 
the clutch that had to be performed by Sabino. Even so, one must wonder what the 
purpose would be of such an action. It is likely that many details were left out of the LFP 
article that would provide explanations to these strange facts. Without these details the 
reporting leaves a confusing impression on the part of readers would must consider 
what actually occurred. 

There were conflicting facts including the revelation that the amounts of alcohol and 
other drugs in the driver's system "...did not reach the legal levels for impaired driving". 
The driver of another vehicle claimed that, on approach to Western University the 
Volkswagen sped up to 90 km/h yet the second vehicle was able to catch up to the 
Volkswagen within a few blocks while travelling at a speed of only 60 km/h. Tires on the 
Volkswagen were in poor condition including one tire that was a spare and was rated for 
speeds of only up to 80 km/h. 

The reporting of all these unusual facts should have raised questions but none were 
raised. The Broz fatal collision occurred less than 10 months before Andrea Christidis 
was killed. Both collisions reportedly involved young males passing through the 
University. The driver of the Volkswagen in the Broz collision, Elton Sabino, was 
charged with impaired driving yet the results of testing demonstrated that the charge 
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was not warranted. Yet there was no explanation why the charge was laid if it was not 
warranted. In light of this fact, what is to be believed regarding the charge of impaired 
driving on the part of Jared DeJong, the driver of the vehicle that struck Christidis? 

News travels quickly amongst young people via various social networks. The problems 
that police had with laying impaired driving charges against Elton Sabino surfaced in 
late August, 2015 or only about a month and a half before the DeJong-Christidis 
collision. Discussions could take place about impaired driving that could send the wrong 
message about the police ability to determine driving impairment. 

Although the issue of DeJong's impaired driving was readily advertised in many of the 
news reports, nothing was mentioned about the other road safety concerns. It would 
appear that a stop sign was blocked from DeJong's view on approach to the curve yet 
that was not mentioned. A curve warning sign was also blocked from DeJong's view and 
that fact was also not mentioned in the news reports. Finally, the likely inappropriate use 
of a 20 km/h speed advisory sign was also not revealed to the public. Without lessening 
the significance of impaired driving, there must also be an accounting of all factors that 
lead to such collisions. 

 

Examples of On-Campus Safety Issues 

The campuses of universities across North America share many similar traits in terms of 
the large numbers of young pedestrians that exist there. The dangers of mixing these 
pedestrians with motor vehicle traffic are readily visible to those who would wish to take 
a closer look. As to the Western University campus, the following photos provide a 
glimpse into some of those problems. 

Pedestrians are sometimes well protected from traffic as it the case on the narrow 
bridge over the river Thames shown in Figure 33. Yet when those same pedestrians 
travel a short distance further, as shown in Figure 34, their backs are exposed to any 
vehicle that might slip on the snow-covered road and collide with a large group of 
students. 

Figure 35 shows a typical winter situation on University Drive where students enter and 
exit buses on the Western campus. When road and sidewalk surfaces are covered in 
snow and visibility is poor there is a greater chance that a student may fall and be run 
over by such a bus. 

In Figure 36 we observe a student walking on a snow-covered surface next to University 
Drive. The uneven walking surface and the close proximity to the passing bus exposes 
the student to the possibility of falling onto the road and being struck by such a bus.  

In Figure 37 we that winter wind and heavy head covering can provide difficulty for 
students to look around as they walk across roads. Focus on the road surface rather 
than on approaching traffic could result in the student being struck. 
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In some instances, such as shown in Figures 38 and 39, drivers do not fully remove the 
snow from their windshields and windows. As such they may not see pedestrians such 
as those in Figure 39 who are walking with their backs to traffic and a collision could 
occur. 

 

Figure 33: View of students crossing the Thames River Bridge on the Western University campus on February 8, 2013. The 
students are well protected from the slippery road conditions by a solid railing. 

 

Figure 34: View of students walking near a slippery road surface on February 8, 2013 just a short distance west of the Thames 
River bridge. With their backs exposed to traffic the students would be unable to react to a loss-of-control vehicle if it slid 
onto the sidewalk. 
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Figure 35: Students entering and exiting buses located on University Drive the Western University campus on February 8, 
2013. With slippery road conditions and poor visibility there is the potential for students to slip and possibly be run over by 
such a bus. 

 

Figure 36: View of a student walking on the uneven, snow-covered surface adjacent to University Drive at a location where is 
back is to a passing bus. A slip and fall onto the road surface could result in a serious incident. 
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Figure 37: With the head focused down on the road surface the pedestrian in this photo is unaware of traffic that might be 
approaching. 

 

Figure 38: In some situations drivers do not remove snow that has accumulated on their windshields and windows. This 
might occur where the vehicle is moved a short distance on university property. However, with the large numbers of student 
pedestrians some can enter such a vehicle's path such as shown in Figure 39. 
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Figure 39: On short excursions on campus property drivers who fail to clean their windows of snow could strike unsuspecting 
students such as in this example. 

It needs to be recognized that many university students come from foreign lands and 
different cultures where traffic behaviour norms may be different. Many drivers and 
pedestrians make assumptions about each others' likely actions based on what they 
have observed in the past. As shown in Figure 40, a pedestrian who is preoccupied with 
something in his hands while he waits at an intersection may not be accustomed to the 
possibility that nearby traffic could make a turn toward him. For example, a large tractor-
trailer might be delivering supplies to the University and might attempt to make a turn at 
this intersection. The truck's rear wheels might cross onto the sidewalk near to where 
the pedestrian is standing. The truck driver may assume that the pedestrian is aware of 
this possible happening yet the presence of such large and long vehicles may not be a 
common happening in a different country or culture. These misunderstandings may be 
more pronounced amongst a diverse university population. 

A times special machinery may occupy a campus sidewalk in order to complete a 
maintenance task. Examples of this are shown in Figures 41 and 42 on Western Road, 
where a snow-clearing tractor travels on the sidewalk in the midst of students. In most 
instances pedestrians and the drivers of such machinery are cognizant of each other, 
however, not always. 
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Figure 40: A student from another country may not recognize the special dangers that may be posed on the campus of the 
university his new country. Different traffic experience and misunderstandings from cultural differences could result in 
violations of the pedestrian's and a driver's expectations resulting in collisions that would not normally occur. 

 

Figure 41: View of a snow-clearing tractor using the pedestrian crossing of Western Road amongst regular student 
pedestrians. 
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Figure 42: View of a snow-clearing tractor approaching pedestrians on the east sidewalk of Western Road. 

A special concern exists on the Western University campus that, although unique, may 
exist on many university campuses in slightly different forms. Figure 43 shows the 
entrance toward the roundabout in front of the University's Alumni Hall. The roundabout 
in front of Alumni Hall causes vehicles to pass in front the Hall in a counter-clockwise, 
circular fashion, exiting the roundabout where needed. Figure 44 shows that many 
students walk to this location, or walk away from it because there are a number of 
transit buses and pick up and release passengers in front of the Hall. 

Figure 45 shows the pedestrian crossing that is located in front of Alumni Hall. This 
crossing is used by many pedestrians throughout the day and into the evening as 
pedestrians may arriving at the University on a transit bus in the morning or leaving on a 
similar bus in the afternoon or evening. 

In the above photos there would appear to be no safety problem at this location. Figure 
46 has been inserted to demonstrate that, even in winter conditions, there appears to be 
no obvious safety problem. 

However a safety problem becomes evident once we look at the views shown in Figures 
47 and 48. These photographs were taken at approximately 0800 hours on May 14, 
2015. On sunny days the sun is blocked by the tall wall of Alumni Hall such that a 
shadow begins at the location of the pedestrian crossing. As drivers approach the 
pedestrian crossing their sight is blinded by the sun while they approach the very dark 
area precisely at the location of the pedestrian crossing. For safety's sake drivers must 



Page 32 of 36 
 

approach the blind area very slowly while having limited visibility of a pedestrian that 
might be walking within the pedestrian crossing . 

 

Figure 43: View of the approach to the roundabout at Alumni Hall on the Western University campus. 

 

Figure 44: View of the large numbers of students that typically walk to and from the front of the Alumni Hall of the Western 
University campus to board or exit transit buses that arrive or depart from this central location. 
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Figure 45: View of the pedestrian crossing located in front of Alumni Hall that is a busy crossing point for many pedestrians. 

 

Figure 46: This photo has been included to demonstrate that even on wintery days there does not appear to be any safety 
problem with respect to the pedestrian crossing in front of Alumni Hall. Pedestrians exiting the various buses here appear to 
be visible. 
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Figure 47: View of the approach toward Alumni Hall on the sunny morning of May 14, 2015. A strong shadow develops 
precisely at a pedestrian crossing in front of the Hall. 

 

Figure 48: View of the deep shadow that develops on a sunny day blocking visibility of a pedestrian crossing located just 
within the shadow area. 



Page 35 of 36 
 

As a final safety issue, it is obvious with drivers of automobiles that various 
technological gadgets cause distractions while driving. What is not as well publicized is 
the extent to which students throughout all known campuses use those gadgets while 
walking close to road traffic. Perhaps the greatest danger facing the upcoming years is 
this form of distraction of young pedestrians. 

 

Figure 49: Being engrossed in a cell phone conversation while walking close to traffic during poor visibility represents one of 
the greatest dangers facing young persons on the campuses of universities across North America. 

 

Summary 

While many dangers on our roads and roadsides are unpredictable, many are not. Past 
experience from previous collisions can do much to locate those potential dangers and 
reduce or even eliminate them. One of the major difficulties is that agencies that 
investigate events that result in injury and death withhold information about how those 
incidents occurred and thus there is a lack of knowledge of correctable dangers that 
exist. 

The fatal collision on the Western University campus that took the life of Jan Broz in 
January of 2015 was an opportunity to review the status of the university campus in 
terms of its transportation safety. However, the facts surrounding that incident were not 
revealed, even apparently to Broz's father, until many months dragged on by justice 
system procedures. To this day little is publicly known about the facts surrounding this 
fatal collision. While this delay took place many safety problems existed on the Western 
University campus that could have been corrected had there been more exposure of the 
objective facts in the Broz collision. Improper and obscured signage, an unknown level 
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of functioning, nighttime, overhead lighting and a lack of a protective barrier on the 
outside of the curve of Lambton Drive were some of the concerns that did not appear to 
be addressed even after the death of Andrea Christidis. These developments are not 
unique to the Western University campus, but they are typical of all campuses and 
jurisdictions where not enough useful and objective information is made available to the 
public about how dangers to the public evolved and were not corrected. 
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