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Perth County Road Fatal Head-on Collision - A 
Common and Dangerous Issue  

Posting Date: 25-Aug-2016 
 

 

Figure 1: View looking east long "Speeders Alley"  - a more appropriate name for the long, straight and level section of Perth 
County Road 26 that runs along the south edge of Stratford Ontario Canada. The problem: It is not always straight and level 
as shown in this portion just west of Road 109. 

Many times drivers chose their route because it is more convenient in terms of reaching 
a destination in a quicker time. So could be said for the stretch of Perth County Road 26 
that runs east-west along the south edge of Stratford, Ontario. Many local commuters 
and those travelling long distances chose those road because of it new pavement, its 
straight and level geometry and the fact that one can pass by the clutter of traffic in the 
City of Strafford. 

Figures 2, 3 and 4 show maps of the area showing the City of Stratford to the north and 
Perth Road 26 running across in a straight line.  
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Figure 2: Map of Perth Road 26 running east-west in a straight line below the City of Stratford, Ontario. 

 

Figure 3: View of the Perth County Road 26 between Road 109 and 110. 
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Figure 4: View of the specific portion of Perth Road 26 where a head-on collision occurred on Tuesday night, August 23, 2016. 

For many kilometres leading eastward from the Hamlet of Harmony, Perth Road 26 is 
as straight as a die, both horizontally and vertically. Combined with the new pavement 
and no stop signs or traffic signals, this is a favour road for those who want to get 
somewhere quickly - and they do. There are many long stretches of road where passing 
another vehicle is allowed for many kilometres at a time. So speeds of vehicles are 
understandably high, mixed with those others who may only be travelling the speed limit 
of 80 km/h. 

The problem is that the road is not always vertically flat. In the environment where 
drivers are used to travelling fast and are given the opportunity to pass, their psyche 
does not register that some sections of the highway become slightly hilly and passing is 
not a good idea, or passing is not as free flowing. Such is the case between Roads 109 
and 110. 

On the late evening of Tuesday, August 23, 2016, it was reported that a Chevrolet Van 
was travelling eastbound on Perth Road 26 and it was being followed by an unidentified 
black vehicle. As the vehicles passed Road 110 the eastward view is as shown in 
Figure 1 above. There is a slight rise in the road making less ideal to pass and this is 
the reason why a solid yellow centre-line exists for eastbound traffic.  Beyond this point 
we see the view further to the east in Figure 5 which shows some slight vertical 
changes in the road profile. A head-on collision occurred in the distant background at 
the approximate location of the fifth westbound vehicle shown in Figure 5.  
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Figure 5: View looking east along Perth Road 26. A head-on collision occurred in the distant background at the approximate 
location of the fifth westbound vehicle. 

In Figure 6 we come closer to the area of impact. Here we see the last rise in the road 
before reaching the area of impact. Here the centre-line is painted solid for a brief 
distance until eastbound vehicles crest the knoll and then passing is allowed to take 
place once again. As we continue to progress eastward Figure 7 then shows the view 
just after passing the slight knoll and now we see a relatively flat portion of roadway 
leading up the area of impact. 

Figure 8 shows us the area of impact which was located just west of the westbound 
truck shown in that view. So the impact occurred in this short flat area of the highway. If 
we moved further east, past the area of impact, Figure 9 shows the point, in the distant 
background, where the "Passing Allowed" zone for eastbound traffic is terminated. 

In official motor vehicle accident reconstructions there are many measurements and 
detailed photographs that are used as tools to understand how a collision occurred. 
However much can be achieved even in this informal study where no measurements 
were taken and we do not see the vehicles at their final rest positions. Since this case 
demonstrates common, dangerous situation we will explore it further. 
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Figure 6: View of a slight knoll in the profile of Perth Road 26 which momentarily causes a solid line to be painted thus 
preventing eastbound drivers from passing for the short distance until the knoll is crested. 

 

Figure 7: Having passed the knoll this view now shows a clear view for a substantial distance causing the centre-line to be 
painted in a hatched fashion indicating that passing is allowed. 



Page 6 of 10 
 

 

Figure 8: The head-on collision occurred just before the location of the truck shown in this figure. 

 

Figure 9: Eastward view just past the area of impact where the "Passing Allowed" zone terminates in the distant background. 
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Firstly, the hatched lines of most centre-lines of rural, two-lane highways in Ontario are 
geometrically very similar. They are generally composed of a hatched line that is about 
3 metres long and a gap between two hatched lines that is 6 metres long. Using Google 
Maps imagery we determined that there were 46 hatched lines between the start of the 
passing zone and its end. For simplicity we find the total distance of the "Passing 
Allowed" zone by muliplying the 46 hatched lines by 3, equaling about 138 metres, and 
then multiplying 46 gaps by 6, equaling 276 metres. Combining the two segments 
(138+276) we get a passing zone that is about 414 metres in length, give or take a few 
metres. 

Next we noted that the driveway shown on the north (left0 side of Figure 8 is 13 hatched 
lines from the start of the passing zone while the area of impact was an additional 8 
hatched lines. Thus apply the same analyses, we multiple 21 hatched lines by 3 (63 
meters) and 21 gaps by 6 (126 metres) and summing the two segments we say that  the 
area of impact occurred about 189 metres from the start of the passing zone. 

Now how was the collision described in the news media? Well the Stratford Herald 
Beacon Newspaper indicated the following: 

"Police are still looking for the driver of a small black car involved in a fatal crash just west of 
Tavistock Tuesday night. 

Perth County OPP said the collision occurred around 10:50 p.m. on Perth Line 26 between 
Road 109 and 110 when a compact black car travelling eastbound on 26 passed a full-sized 
eastbound Chevy Express van. 

A westbound Pontiac Grand Prix veered onto the north gravel shoulder in an attempt to avoid 
colliding with the small black car, but lost control on the shoulder, veered across the westbound 

lane and was T-boned on the passenger side by the Chevy van." 

Thus the collision events were as shown in the sketch in Figure 10 below.  

In an official analysis we might use a laser scanner to measure and create a precise 
diagram and then run a computer simulation to explore this motions. Absent this we can 
simply say that, in a typical passing situation on a rural highway, it might take 
approximately 8 seconds for a passing vehicle to complete a passing motion.  Thus we 
might assume that before the passing motion both eastbound vehicles were travelling at 
90 km/h and this works out to be a movement of 25 metres per second. If the Chevrolet 
was precisely at the start of the passing zone when the passing began then in 8 
seconds the van would travel 200 metres. If the front end of the Mystery vehicle was 3 
car lengths (about 15 metres) behind the van when it started to accelerate into the 
passing motion and was about 30 metres in front of the Van when it completed that 
motion then the Mystery vehicle would be at about 230 metres from the start of the 
passing zone when it completed its motion. 

But we need to recall that the area of impact was at about 189 metres from the start of 
the passing zone. Thus if the assumptions of above were truly at play, the collision 
would have occurred before the Mystery vehicle completed its passing motion. 
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Figure 10: Sketch showing the general collision situation. 

As seen in the sketch above, a vehicle that enters a gravel shoulder at highway speed 
has a good chance of entering into a counter-clockwise rotation and returning back 
toward the road surface. In a high number of cases the driver of such a loss-of-control 
vehicle does not regain control but rather the vehicle travels onto the opposing lanes of 
the road.  In many cases the vehicle being passed is the one that ends up being struck 
resulting in fatal consequences. Meanwhile the driver of the passing vehicle often 
departs without being found. This is not an isolated event, it occurs regularly. 

In Figure 11 we see the results of the Grand Prix crossing its own lane and into the path 
of the Van in the eastbound lane. A dark tire mark near the south edge of the eastbound 
lane would likely be from the left front tire of the van as this would be pinched and 
jammed due to the crush from direct contact. If one looks closely toward the centre-line 
the curved yaw marks, caused by the Grand Prix just before impact, can be seen 
coming from the centre of the road. Scrapes and gouges near the south edge of the 
eastbound lane indicate that this is where the impact occurred and both vehicles were 
then pushed further to the south and off the road. 

 



Page 9 of 10 
 

 

Figure 11: View looking east at the area of impact in the eastbound lane of Perth Road 26. 

The extent of curvature in the yaw marks can often give an investigator a ball park 
indication of the speed of the rotating vehicle. Thus more curvature indicates a slower 
speed as the vehicle is able to change its travel direction in a shorter distance. 

 A more precise analysis would take produce a straight line between two points on the 
yaw mark and a "middle ordinate" would be measured at 90 degrees from that straight 
line out to the curved yaw mark. A radius of the curve travelled by the vehicle is 
determined and a "critical speed" is calculated. That speed calculation needs an 
estimate of the aggressiveness of the road surface or the "co-efficient of friction" 
between the tire and surface. This co-efficient is obtained by driving a test vehicle over 
the road at a specified speed and conducting a maximum braking test. Several such 
tests are performed to obtain an average for use in the calculation. Police in Ontario 
generally use an accelerometer marketed by the Vericom company to obtained their 
braking data. Other ways to do so includes measuring the length of a skid mark for a 
given speed, and using video methods to document the time required to come to a stop 
after the driver's foot strikes the brake pedal. 
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The analysis of this type of collision may also involve study of event data recorder 
(EDR) data that is now available in almost all new light vehicles. Such data becomes 
stored once an "event" like a collision is sensed. The data may involve 5 to 7 seconds of 
pre-crash data, or sometimes more. As new rules have come into vogue in 2013 there 
is more detail in the data than what used to be present when pre-crash data first began 
to be stored in about 1999. 

Armed with EDR data computer simulations can be generated that reflect much more 
accurately how a collision occurred. Simulations can then be used to study "what if" 
scenarios to consider what would have happened if a driver reacted differently or if 
some other factor was of a different status. 

The point of the present article however is to warn drivers of the reality that a passing 
maneuver can be a dangerous situation for the driver being passed. In many cases the 
motion of the opposing vehicle is disrupted and that opposing vehicle eventually comes 
into the lane of the passed vehicle at an unfavourable time when the driver of the 
passed vehicle has very little time to react. It is highly crucial therefore to understand 
ahead of time what is likely to happen and to begin to react before it is too late. That 
early reaction is not possible if drivers do not understand this danger that has not yet 
unfolded. It is most unfortunate therefore that such collisions occur over and over again 
yet neither the investigating police, news media nor other official entities make it a 
priority to inform the general public of this common danger. 
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