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N O T E S  OF' C A S E S .  

N O T E S  O F  CASES.  

Automobiles-Damaged by  Dog--Right of Recovery.-We often 
hear of cases where  some unfortunate car owner is called upon t o  
pay damages for running over a dog which chanced to cross his path,  
so  why  not a suit against  the owner of a dog for any  damages caused 
to  automobile owner by i t?  In  the Supreme Judicial Court  of Maine, 
the case of Tasker  v. Arey, 9 6  Atlantic Reporter,  737, raises this 
point. Basing his claim on a statutory provision allowing recovery 
for damage done by dogs  to  a person or his property,  he asks re-
covery for injuries to  his automobile, which was thrown from the 
road by  contact with the defendant's dog. 

Upon a verdict in favor of the plaintiff, the defendant moves for 
a new trial. In  considering this question the per c u r i a n ~  opinion in 
par t  reads: 

"The plaintiff testified that,  a s  he was driving his automobile a long 
the highway on the evening of .4ugust 20, 1013,  in exercise of rea-
sonable care, the defendant's dog suddenly 'jumped directly in front 
of m y  machine, and so  quick I didn't have t ime to  apply the brakes 
before it struck him. T h e  left-hand wheel struck him and jacked 
the machine around across the ditch, blown out of the solid ledge, 
and tipped it over. '" 

T h e  motion fo r  a new trial was overruled, it being held that  there 
was  sufficient evidence to  support  plaintiff's contention. 

At torney and  Client-Misconduct of Attorney-Withholding Evi-
dence Conditional upon Employment  in Case.-In Chreste L,. Coni-
monwealth,  in the Court  of Appeals of Kentucky (June, 1916, 1 8 6  S. 
W .  9191,  it was held that an  a t torney who, knowing of testimony ma- 
terial t o  a litigant, offers to disclose the same to  the counsel for such 
litigant only  upon condition that  he be employed as associate coun-
sel, is guilty of misconduct, for which he should be disciplined. I t  
was further held that  an  a t torney who  employs a solicitor a t  a weekly 
salary with an  unlimited expense account to  procure such attorney's 
employment in personal injury litigation is guilty of misconduct pun- 
ishable by suspension or  disbarment. O n  the first point the court  
said : 

"Stated in simpler form, the question is this:  W a s  Chreste, under 
the circumstances we have related, guilty of such professional mis- 
conduct a s  would authorize his suspension o r  disbarment because 
he would not  inform Mrs. App or her  counsel of the name and 
whereabouts of Curley and the materiality of his evidence until he 
had been employed in the case a s  an  a t torney? W e  doubt if an  a t -
torney is under any  duty  to voluntarily advise parties o r  counsel in 
cases in which he is not  concerned of the existence of material evi- 
dence known t o  him, but of which they are  ignorant.  Indeed, w e  
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diction Act, 1879, which authorizes the annulling of the old and 
the substitution of the new forms. 

T h e  Court  held that the contention failed. Lord Al t~ers tone,L. 
C.  J., Hamilton, J., and Avory, J., all agreed that,  a s s u ~ n i n g  the  
s u n ~ n ~ o n sto  be defective o r  irregular for want  of a seal, the defect 
or  irregularity was  cured Ijy the proviso to  section 1 of the Act of  
1848 tha t  "no objection shall be taken o r  allowed to  any  information, 
complaint o r  summons from any  alleged defect thereon in substance 
or  in form." The' Lord  Chief Justice and Hamilton, J., considered 
that the presence of [L. S . ]  on  the new form was  an  implied direc- 
tion to seal the summons or that  sealing was  still obligatory; Avory, 
J .  considered the use of a seal on  a summons to be n o  longer ob- 
ligatory. T h e  deIiberate omission of the words  "under seal" seems 
to  us to  negative the implication clrawn by the majority of the judges 
from the presence of the  [L. S.1-London Law Journal.  -

Prisoner Whipped m Death.-Let us hope that  the case in 131 
Southwestern Reporter,  969, is not a fair example of the treatnlent 
administered to  convicts in every prison. but ra ther  only the  ex-
ception. 'I'he title is Tillar 11. Reynolds. O n e  Iieynolds was  con-
victed of a misdemeanor, and sent to the convict farm of I'illar, 
where  he was  placed under the custody of the warden. O n  a' cer-
tain morning, becanse of some misconduct, the warden compelled 
Reynolds to remove his clothing and lie down across a log, face 
downward, where he was  held by other men. Wi th  a leather s t rap  
about 30 inches long, 4 inches wide, and three-fourths of an  inch 
thick, fastened to  a staff, the warden then cruelly beat hini across 
the small par t  of his back, using both hands to wield the blows. 
After  this barbarous cruelty the prisoner was  sent out in to  the hot  
sun of a day in July, and compelled to work until he  reeled and  stag- 
gered like a drunken man, when he was  sent from the field groan- 
ing with pain. H e  was  given n o  medical attendance, and died early 
that  evening. Deceased was  31 years old, left a young widow with 
three  little children, aged 3, 6, and 7, who. br ing this action against  
the owner of  the convict farm. T h e  Supreme Court  of Arkansas 
holds that  defendant is liable for the conduct of the warden his agent, 
because the whipping was  within the  scope of his authority, t h o t ~ g h  
in excess of the prison r~l les .  -A verdict of $3,750 was affirmed. 

Injuries f rom Cranking a n  Automobile.-A case which has  caused 
considerable comment is that  of Fisher v. McGrath, 128 Northwest-
ern Reporter; 579. Plaintiff, a young lady, was  driving a buggy 
drawn by a g e ~ ~ t l e  a t  shor t  dis- horse a long a country road, when a 
tance ahead she  saw an automobile standing stationary, and de-
fendant on his knees looking a t  it. Having no reason to  anticipate 
any trouble she kept on her way, and when opposite the machine 
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defendant, without giving any warning, suddenly started his motor, 
which caused the usual and familiar nerve-wrecking noise made by 
an automobile when cranked. The  horse was frightened and whirled 
to the left, throwing plaintiff into the ditch and seriously injuring 
her. The  lower court, on motion, dismissed the action on the ground 
that the evidence showed no negligence on defendant's part. T h e  
Supreme Court of Minnesota agrees with the trial judge that de-
fendant had a right to stop his automobile for a reasonable time to 
adjust it, and that the mere fact of starting it was no evidence of 
negligence; but this was not the. negligence charged in the com-
plaint, which alleged that the automobile was suddenly set in mo-
tion without warning to the plaintiff. The  court holds that the fail- 
ure to warn plaintiff of his intention to start  the motor is the gist 
of the cause of action, and that this negligence was a question for 
the jury. The  lower court having erred in not submitting the case 
to the jury, a new trial was granted. 

MISCELLANY. 

A Eulogy over the Jury System.-In these times when the an-
cient and honored jury system seems to be the butt of so much ad- 
verse criticism, the following eulogy from the Lone Star State will 
be welcomed by its stanch but diminishing defenders: "The insti-
tution of jury trial has, perhaps, seldom or  never been fully appre- 
ciated. I t  has been often eulogized in sounding phrase, and often 
decried and derided. An occasional corrupt, or  biased, or silly ver-
dict is not enough for condemnation; and when it is said the insti- 
tu t io~ i  interposes chances of justice and checks against venality and 
oppression, the measure of just praise is not filled. I ts  immeasura- 
ble benefits, like the perennial springs of the earth, flow from the 
fact that considerable portions of the communities a t  stated periods 
are called into the courts to sit as judges of contested facts, and un-
der the ministry of the courts to apply the laws. There the con-
stitution and principles of the civil code are discussed, explained 
and enforced, and the jurors return into the bosom of society in- 
structed and enlightened, and disseminate the knowledge acquired; 
and do we not perceive, without farther illustration, that owing to 
these nurseries of jurisprudence and of the rights of man, mcre than 
to all other causes, the Anglo-Saxon race has been preeminent for 
free institutions and all the political, civil and social virtues that 
elevate mankind! Let us then preserve and transmit this mode of 
trial not only inviolate, but if possible, purified and perfected." 
Bailey v.  Haddy, Dallam (Tex.) 376, 380. 
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products appears to be the establish- 
ment of greater control in certain 
Standard marketing territories through 
the acquisition of independent interest. 
For example, during the past three 
years the Standard Oil Company 
(Indiana) acquired the Midwest Re- 
fining Company, which was already 
the dominant factor in ~roduction and 
refining in the 
Notwithstanding the fact that the 
Wyomiq and Montana producer of 
crude petroleum receives a lower 
price for his product than producers in 
the Mid-Continent and other oil fields 
east the the 
CoIlsllmer in Idahoand Montana is 
forced to pay a higher price for gasoline 

because the Standard charges higher 
prices for shipments into those states 
than for shipments into territory 
tributary to the independent refining 
center a t  Tulsa, Oklahoma.ll 

The situation with respect to price 
control in the sale of gasoline was 
summarized in a recent report of the 
Federal Trade Commission as follows :l2 

price initiative today seems to be left 
generally to the Standard companies, and 
competition is apparently more directed to 
developing facilities for getting business 
than in seeking to obtain it by underselling. 

l1 Federal Trade Commission, The Petroleum 
Trade in vgoming  and &fontana, p. 2. 

la The Advance in Price of Petroleum Products, 
p. 53. 

The Billboard and the Public Highways 
By J. HORACEMCFARLAND,L.H.D  

President American Civic Association  

N0 one who uses the improved high- 
ways that the automobile has 

made necessary in America can have 
failed to take cognizance of the many 
advertising signs that border these bet- 
ter roads. In  fact, the "billboard," as 
it has come to be universally called, 
whether the sign be painted on a build- 
ing, or raised above it, or elsewhere 
displayed in the public view, is qn al- 
most unfailing evidence that the high- 
way from which it is seen is a much 
traveled road. 

I t  is scarcely here in point to discuss 
the origin of the billboard, beginning 
in legal announcements, familiarly 
known a t  first to the older citizens of 
America through the circus poster. It 
is in point to mention its tremendously 
rapid growth and to call attention to 
the significant fact that the billboard is 
the one method of advertising in the 
civilized world against which many 
legal enactments have been framed, 

upon which numerous court decisions 
have been made, and in relation to 
which large bodies of citizens have at- 
tempted and are continuing vigorous 
adverse action. The billboard alone 
seems to require regulation, repression 
and possibly even abolition-at least in 
some locations-according to the 
thought of judges, editors, highway 
authorities and civic organizations. 

ADROIT PLEAS AND ARGUMENTSOF 
PROMOTERS 

That the billboard "industry," as it 
has come to be called, is extensive, has 
been made apparent recently in pleas 
for its continuance made by some of its 
promoters, who justify its existence 
seemingly more by the employment it 
gives and by the items of commerce it 
uses, than by any value i t  is presumed 
to render to those who pay for it. 

For example, a well-meaning woman 
who has been shrewdly won to its de- 
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fense by its astute promoters, has just 
written me of the pathetic situation 
she believes might confront a hundred 
young women who are clerically em- 
ployed in the office of one large concern 
in New York, should the growth of the 
industry be interfered with. The con- 
trolling authority of another New York 
and national billboard-erecting com- 
pany boasted to me not long ago that 
his organization "purchased more 
paint and more electric light bulbs than 
any other concern in America," letting 
slip at  the same time the information 
that one electric sign on Madison 
Square brought to his company a 
revenue of $5,000 monthly, with a lim- 
itation of not more than one year of 
occupancy to any single advertiser. 
He raised the same plea that the 
woman in question extended to me, in 
saying that he employed seven thou- 
sand men, and that some rolling-mills 
producing sheet steel would undoubt- 
edly be idle if his business was not ex- 
tended, while many printing presses 
might cease to run under the same 
condition. He claims to do a business 
in billboards of $27,000,000 annually. 

It may therefore properly be in-
quired as to why there should be this 
interference with the billboard as a 
means of advertising in a nation in 
which advertising has confessedly been 
beneficial in building up business and 
improving living conditions. Very 
plaintively the big billboard men and 
their astute attorneys will ask the 
same question. Did they not con-
tribute invaluably to the national de- 
fense when they provided space-at a 
price-for Liberty Loan announce-
ments? Have they not recently ad- 
roitly entrapped a President into the 
issuance of a quasi-commendatory let- 
ter on the occasion of a meeting of one 
of their national organizations? Was 

not their eruption of religious posters 
several years ago an evidence of their 
high virtue? Have they not banned- 
just about two jumps ahead of legal 
action-all questionably decent ad-
vertising? 

The basic reason for public objection 
to the billboard has been aptly phrased 
by one critic, who says that "It sells 
the eyes of the public" without the 
consent of the public, differing in that 
respect completely from any other 
method of advertising. Only the blind 
man can avoid seeing the billboards 
along the highways, day or night, for 
the recent enterprise of illumination 
makes the billboard more glaringly 
obvious a t  night than under the light 
of the sun. 

This major reason for objection has 
many divisions. One of these is that it 
is the obvious purpose of the billboard- 
erecting concerns not only to force the 
user of the public highway to see the 
announcements displayed, but to use 
the vast public expenditure for better- 
ing these highways for private advan- 
tage without any or with but little 
compensation of any sort to the paying 
public. 

An example may be cited in a cer- 
tain twenty-mile stretch of new con- 
crete road in northern Pennsylvania, 
leading along a lovely stream up 
through wood-covered hills to a sum- 
mit of more than a thousand feet 
higher, and giving access to scenery of 
real magnificence. The million-dollar 
cost of this road has been taken ad- 
vantage of by a hundred great bill- 
boards, besetting it always at  points of 
scenic attraction. as when the road 
turns, and in one particular case in- 
volving the erection of a tremendous 
red sign advocating the purchase of 
Hood tires, right -where one must 
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seemingly run into it crossing a bridge 
over the beautiful watercourse which 
gives name to the valley. 

I t  is urged that these billboards are 
enforcing upon the highway erected at  
the public expense what the lawyer 
calls a "servitude," not contemplated 
at  all in the relation of the highway to 
the abutting property, despite the fact 
that the billboard, a t  least in Penn- 
sylvania, must be-save for the tens of 
thousands of "sniping " signs illegally 
placed-always on private property. 
If a property owner erects a building 
upon his land facing the public high- 
way, whether or not that building 
brings him direct revenue, the tax as- 
sessor at  once takes cognizance of it as 
an "improvement," and he pays in 
taxes on increased valuation. Not so 
for the billboard, which, although it 
does bring revenue to all concerned ex- 
cept the "poor fish" who pays the bills 
as an advertiser, almost wholly es-
capes taxation. 

Another objection properly holding 
against the billboard along the high- 
way is its continual interference with 
the convenience and safety of the pass- 
ing motorists. Only when forced off 
does the billboard abandon a location 
that may have obscured a turn or a 
railroad crossing, or flanked a school 
so as to keep out of sight the children 
playing upon the highway. Con-
stantly also the smaller signs coming 
within the "billboard" designation 
confusingly obtrude themselves to di- 
vert attention from the needed and 
most desirable road signs directing the 
passer-by on his way. Indeed, right 
here it does seem as if in the interest of 
our enormously increasing traffic all 
billboards visible from the public high- 
way, in their diversion of attention as 
well as in their actual interference with 
safety, might properly be declared to 
be dangerous nuisances. 

No stress need be laid on the inter- 

ference by the billboard with the 
beauty of the scenery in which it is 
placed, because that has been the main 
count in the indictment against it, and 
I have yet to meet a passing motorist 
who is other than aggravated at  that 
interference. It is in point to recite 
the loss of dignity on the road and in 
communities which is in evidence 
when, as until recently was the case, 
great billboards hugged close to the 
National Capitol. The billboard men 
are ambitious, as was apparent when I 
read several years ago an announce- 
ment in the advertising part of a New 
York surface car that "The moon as a 
billboard would be at  a discount com- 
pared with the service we offer." 
When I saw the historic majesty of 
Lookout Mountain, near Chattanooga 
in Tennessee, punctured here and there 
with great signs advertising various 
patent medicines, I could not feel that 
those who erected these signs and those 
who paid for their erection were much 
less than traitors. 

In the development of the past few 
years it has been made apparent that 
the billboard as an advertising device is 
a parasite upon other forms of adver- 
tising, which neither take advantage 
without compensation of great public 
expenditures nor force unwilling atten- 
tion. The value of billboard advertis- 
ing can hardly be successfully traced, 
and it almost invariably depends on 
operating with other forms bf adver-
tising that may bring the profitable re- 
sults for which it claims credit. Being 
as it is the only form of advertising 
legally restrained and regulated and 
socially objurgated, as I have above 
noted, it seems now to be rapidly be- 
coming a method of showing the pass- 
ing motorist what not to buy, rather 
than otherwise. 

While its major victims are the pub- 
lic it offends, its cash-paying victims 
are the advertisers it deludes. None of 
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these would ever spend money to in- 
tentionally defeat sales of their par- 
ticular products, and yet the excesses 
of outdoor advertising committed by 
the billboard are rapidly tending to ac- 
complish just that result. For exam- 
ple, I know of one man in Florida, 
himself an active and vigorous adver- 
tising business man, who carries in his 
car a short crowbar, with which he 
regularly tears down signs erected dur- 
ing the day along the pleasant highway 
that takes him home in the evening. 
Further, he has equipped several of the 
trucks he uses with proper lengths of 
wire rope, and in some way these seem 
to get entangled with the larger signs so 
that they do not stay up! This man 
declares that he has a right to see the 
beauty of the landscape, and he pro- 
poses to maintain it by this sort of 
force, against which so far no billboard 
man has been willing to attempt legal 
action. What folly it is for other 
business men to pay money for the 
erection of signs thus being destroyed 
to disadvantage to all except the 
exploiting company that does the 
erecting! 

I have been told of another proposi- 
tion. which is that the outrapid Gsers u 

of the public highways, passing over 
the roads they are helping to pay for, 
be provided with a small spraying 
machine charged with a suitable liquid 
to be used to successfully deface the 
obtruding signs that interfere with the 
safety and the pleasantness of the high- 
ways. Of course this would be an ille- 
gal intrusion on private property, but I 
doubt whether any billboard-erecting 
concern would dare to prosecute those 
who might make this attempt to pro- 
tect themselves, for the reason that it 
would be necessary to show value in 
these advertising signs, and that value, 
I think, can be successfully shown to  
inure only to the exploiting erecting 
companies, and not to the deluded ad- 

vertiser whose money makes possible 
the continuance of the billboard. 

Letters I have recently read from the 
heads of the great tire-making con-
cerns indicate that these gentlemen are 
quite dubious as t o  the value of their 
announcements enforced upon motor- 
ists who may use their tires, by their 
presence along the otherwise beautiful 
highways of America. I take it that 
many thousands of motorists may soon 
come to my own feeling, that I never 
need to  buy anything whatever ad-
vertised in this objectionable way. 

This resistance to the billboard by 
extra-legal methods is particularly in 
evidence in the action of a national 
committee headed by a most energetic 
woman, Mrs. W. L. Lawton, of Glens 
Falls, New York, which committee is 
causing to be written thousands of let- 
ters to advertisers, courteously re-
questing them to refrain from further 
billboard advertising, save in selected 
and segregated commercial locations, 
so that there may be a little left of the 
beauty of the land we love. 

I t  is important to note that these 
efforts are met a t  once by information 
as to the existence of long-time con- 
tracts obtained by the astute sign-
erecting concerns, by which, despite 
any public objection, they can not only 
enforce the continuance of their bill- 
boards to their own benefit, but can 
hold up the deluded advertiser to the 
time limit. It is DroDer to make warn- 
ing that, wherever a new concrete road 
or other improved highway is com-
pleted, the representatives of the bill- 
board-erecting- concerns are a t  work 
obtaining-usually a t  very trifling com- 
pensation-from the abutting prop-
erty owoers the advertising rights 
which are later to be exploited to the 
disadvantage of everyone save these 
companies t,hernselves. In  one case 
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within my knowledge a movement is on 
foot to protect a lovely Pennsylvania 
valley by contracting in advance for a 
term of years for all the advertising 
rights along the new highway, in order 
to keep out the advertiser. 

I have above alluded to legal objec- 
tions to the billboard. For many years 
enactments have been attempted to  
restrain. tax. and even to abolish, bill- , . 
boards. lnvariably these are ably and 
vigorously combatted by the attorneys 
of the billboard-erecting concerns, 
who, with national organizations amply 
supplied with funds, a re  ready to pro- 
vide the best lawyers to go anywhere, 
should the spread of their business be 
interfered with by an attempt a t  legal 
control. Yet despite this expensively 
maintained defense, the public-spirited 
citizens who have foubpht in various 
parts of the country have managed to 
get into the law of the land and into 
court decisions some real advances 
toward restraining the excesses of the 
billboard. 

RESTRICTIVELEGISLATION 
For example, dealing wholly with the 

billboard as interfering with the public 
safety, the United States Supreme 
Court has sustained the decision of the 
Illinois Supreme Court in the case of 
Cusack versus Chicago, 242 U .  S. 526, 
1917, which makes i t  possible in that 
state, without constitutional changes, 
to prevent entirely the erection of bill- 
boards in residential neighborhoods. 
It is believed that similar authority ex- 
ists in most of the states. 

Massachusetts has led in authorizing 
the regulation of the billboard under 
the police power, just as the saloon was 
regulated, in a constitutional amend- 
ment adopted in 1918, which recites 
that  "Advertising on public ways, in 
public places, and on private property 
within public view, may be regulated by 
law." 

It took St. Louis many years to suc- 
cessfully sustain its own effort to very 
slightly restrain billboard excesses by 
exercising control under the police 
power, but the principle was estab-
lished again in the United States Su- 
preme Court, and also not for asthetic 
reasons. 

Although courts have shown a disin- 
clination to accomplish physical re-
straint for reasons of beauty, and this 
attitude has been taken advantage of 
by the billboard concerns to "uglify" 
the countryside, as Dr. Charles W. 
Eliot puts it, nevertheless the approach 
to regulation in the interest of retaining 
beauty is proceeding. For example, a 
decision was handed down by the Su- 
preme Court of Minnesota, in which 
the learned judge said, "It is time that 
courts recognized the zsthetic as a 
factor in life." Other courts, particu- 
larly in California, have definitely 
spoken in the same direction, and it is 
believed that if the issue was joined and 
the case intelligently fought, many de- 
cisions would come to recognize the 
right of the eye to protection at  least to 
the same extent as protection is now 
given to the ear and to the nose. 

But a t  present legal restraint of the 
billboard can, it is believed, be ac-
complished without reference at  all to  
the offense to the eye which it usually 
constitutes. There is no question as to 
the control of billboards by the police 
power. The power to tax is also estab- 
lished, and there are good lawyers who 
insist that this power may be exercised 
to the point of abolition, though there 
also are available court decisions to 
show that any tax other than that 
relating to inspection is held to be 
"unreasonable." 

Jt is a mournful fact that existing 
laws are not availed of. In  Pennsyl- 
vania, for example, as well as in the 
great state of New York, no sign can 
legally be maintained on public prop- 
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erty, whether it be in the possession of 
the state or any community within the 
state. Nor can any sign be erected on 
private property in Pennsylvania-
aside from required legal notices-save 
by previously obtained written consent 
of the owner or tenant. The penalty 
for violation of this act-a fine of not 
less than five dollars nor more than 
twenty dollars-would, if enforced in 
Pennsylvania alone on any one day, 
mulct obvious offenders in all the cities 
and on most of the highways by not 
less than five millions of dollars. Fur-
ther, any sign so maintained is de- 
clared in Pennsylvania to be a nuisance, 
and as such may be abated (by re-
moval) by any citizen. 

In view, however, of the increasing 
intrusions of the billboard along the 
main-traveled highways of which we in 
America are beginning to be proud, it is 
in point to suggest inquiry into the pos- 
sibility of further restrictive legislation. 
It has been proposed in one case, for 
example, to consider that any sign 
which may be visible from any highway 
maintained in whole or in part by the 
state. should be under state control for 
safety purposes, and that a permit be 
required from a centralized state au- 
thority for the erection of such sign, 
with .various restrictions as to size, 
location, and particularly as to desig- 
nation of the person responsible for it. 
There is no doubt that such an enact- 
ment could carry a liberal fee for in- 
spection and licensing. There is doubt 
in the minds of some who dislike bill- 
board intrusions as to the propriety of 
recognizing the billboard by licensing 
it a t  all. but i t  would seem as if this 
point of view was rather academic than 
practical, for no legislature or Congress 
could or would as yet pass, and no 
court could or would as yet construe as 
constitutional, an enactment abso-
lutely wiping out billboards in whole or 
in part. 

Another approach is considered feasi- 
ble by good lawyers. It is through an 
instruction to the taxing authorities of 
everv civil district to consider a bill- 
board of any sort as an "improvement " 
in the eye of the law, to be assessed for 
taxation as other improvements are 
assessed, this tax relating to the prop- 
erty as a whole, and not to the bill- 
board as such, and being not less per 
acre than a minimum sum stated in 
the act. Such an enactment would 
make the farmer who knew about it 
think twice before he endangered the 
assessment on his property by yielding 
to the blandishments of the billboard 
promoter. 

Many direct taxes on billboards have 
been attempted, and some are con-
stantly imposed. If they can be called 
"reasonable" in the eye of the average 
judge, they will hold, but if, as occurs 
when someone endeavors to attach a 
tax of five dollars per square foot, they 
can be termed "confiscatory," they do 
not hold against the acute and able de- 
fense immediately occurring through 
the national billboard organizations. 
The right to regulate established by the 
Massachusetts constitutional amend-
ment is believed to inherently reside in 
most state constitutions, and thus un- 
der the state police power and for the 
public safety would, it is believed, war- 
rant restriction as to height and extent, 
as to location, and as well a definite tax 
per square foot per year or portion 
thereof, to be made evident by a well- 
displayed tag or other announcement 
of minimum size visible to the passing 
motorist. 

Billboards are now required in many 
instances to be of noninflammable 
material and to be strongly erected 
sufficiently above the ground to pre- 
vent the commission of nuisance or the 
hiding of criminals in connection with 
them. Most of the billboard promot- 
ers have abandoned the silly plea that 
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the billboard hides something dirty or 
ugly, for it is obvious in increasingly 
sanitary America that we do not want 
to hide anything unsanitary or danger- 
ous, but to bring it to light and remove 
it. 

One proposition has been that 
coupled with the state regulation of 
billboards visible from any highway be 
a proviso that if the billboard is faced 
away from the highway, no tax or regu- 
lation is necessary. This somewhat 
humorous suggestion would at  once put 
upon the billboard men, if it could be 
enacted, the onus of proving that the 
value of the billboard was in its view 
from the public highway, to the build- 
ing and maintenance of which it had 
not contributed at  all. 

"UP TO THE PEOPLE" 
After all, James Bryce was com-

pletely right when he insisted that in 
the United States public opinion is the 
supreme power. Public opinion can 
restrict, and even abolish, billboards, 
through influence upon those whose 
money has kept them in existence and 
upon those who make laws to restrain 
them. The important thing, therefore, 
is for anyone who reads these words 
and is interested in interfering with the 
scenic and social fallacy of the bill- 

board, to himself act in ways that will 
be apparent. The advertiser will get 
off the billboard when he is convinced 
that it does not pay, and the law-maker 
will be prompt to tax and restrain when 
his public demands that action. 

It is, as is everything in America, 
"up to the people." If we do not want 
billboards we do not need to have bill- 
boards. If we are willing that they 
shall exist in restricted and condensed 
form in segregated commercial loca- 
tions, as in my opinion they might, 
then in such publicly determined loca- 
tions they can take the position they 
have in some parts of Europe, and do 
just as well or better for the advertisers 
who pay. It is one of the ironies of 
billboard locations that they are never 
permitted to exist near the usually 
palatial homes of the men who have 
grown wealthy through exploiting 
them. The "Coca Cola" man has 
kept them entirely away from a great 
residential section he has promoted 
near Atlanta! It is the defenseless 
poorer citizen who must endure them. 
In many cities the smaller signs are a 
clear evidence of civic decay, as the 
multifarious signs usually found on 
stables, outhouses and decrepit build- 
ings make plain. 

We can reduce the billboard nuisance 
if we want to. Do we want to? 

The Taxicab-Its Service and Regulation 
By WILLIAMA. SCHNADER 

Special Deputy Attorney General, Commonwealth of Pennsylvania 

INmany respects taxicab service is cab dictates where it shall go, and if he 
distinctly different from that fur- desires, by what route. This is a priv- 

nished by any other class of common ilege which is not enjoyedby the patron 
camier. of thesteam railway, the electric railway 

The most important difference is or the bus line. All that the patron 
that taxicabs do not travel over b e d  of these classes of utility can dictate is 
routes or between definite points. For where he- the  patron-will go. 
the time being, the person hiring a taxi- The taxicab patron can hail a cab on 
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AERONAUTICS 

Flying Auto Foreseen 
Car with wing, tail and other attachable parts to 

make it an air vehicle presents many problems not yet- .  
solved. It may be a true automobile. 

SOME DAY you may drive your auto-
mobile to the airport, hitch on wings, 
tail, propellers and a few other gadgets, 
and take to the air. 

This will be possible with a proposed 
flying automobile. It is to be a true auto-
mobile, with attachments to permit it 
to fly. It is not what flying men call 
the roadable airplane. This is a plane with 
wines which can be folded or detached. 

L7 

In appearance, however, it is still a plane, 
and an odd sight on the road. 

There are many difficulties to overcome 
before the flying automobile becomes a 
reality. Possibilities and difficulties were 
presented to the Institute of the Aero-
nautical Sciences meeting in Detroit by 
Joseph M. Gwinn of Gar Wood Indus-
tries, Inc., Detroit. The flying automo-
bile is much to be preferred to the road-
able plane, he said, because the comhina-
tion vehicle will ordinarily be used far 
more on the road than in the air. 

The flying automobile might be the 
conventional car with added structure 
and power to fly, or it might be a flying 
automobile designed entirely to aircraft 
weight standards. The second seems to 
be i i s  preference. But it would be of 
normal car size and shape, with ride, 
speed and acceleration equal to those 
of a regular automobile. If a conventional 
car is to be used, wheel suspension, 
wheels, tires, brakes, chassis strength, at-
tachment points, will all require major 
changes. 

The special car suggested by Mr. 
Gwinn would have one engine only, but 
it would have to be of 250-horsepower. 
This presents one problem: how to use 
an engine of this power on the highway 
at low speeds. As an airplane, the center 
of gravity must be farther to the rear 
than it is in ordinarv automobiles. This 
can be accomplished by structural 
changes and positioning of the load. 

The wings would be attached slightiy 
ahead of the rear wheels. Assuming the 
airplane is of conventional type, it will 
carry tail surfaces back of the wing, 
and-a fuselage connecting wings and tail. 

The propeller would be located to the 
rear, behind the rudder. It would be 

problem. Special tires, shock absorbers 
and a swing rear axle, hinged on each 
side of the differential, were suggested. 
Other problems, and possible solutions, 
were presented. 

Science News  Letter.  June 7 ,  1947 

AERONAUTICS 

Airplane Refueling Delay 
Cut by Underwing Valve 

AIRPLANE DELAY for refueling at 
way stations will be greatly lessened by 
the use of a new valve equipment which 
permits fueling at speeds four times 
greater than present methods. 

The new device, designed by Parker 
Appliance Co., is for underwing fueling, 
a method used on some large transports. 
In this, the openings through which the 
gasoline is forced up and into the air-
plane's tanks are located on the under 
surface of the wings. One advantage is 
that ground attendants do not have to 
climb with ladders onto the wings carry-
ing a hose to upper openings. 

Air line companies are much concerned 
with ground delays whether caused by 
necessary reconditioning of the plane it-
self Or with red-tape methods of ticket-
ing and loading passengers or baggage, 
and are looking for shortcuts. In trans-
continental trips, refueling en route con-
siderably increases the elapsed time from 
terminal to terminal. 

The new device permits the passage 
of 200 gallons of gasoline per minute, 
and it shuts off automatically when the 
tank is properly filled. The valve has 
two parts, one on the fuel tank and the 
other on the hose nozzle which is in-
serted in the plane's opening. Interlock-
ing safety features make it necessary to 
lock the nozzle onto the tank unit before 
the nozzle and tank valves, working to-
gether as a unit, can be opened to permit 
flow. 

Science News  Letter.  June 7 ,  1947 

NUTRITION 

Soybeans in Cereal 
T H E  UBIQUITOUS soy bean finds 

its way into shredded breakfast cereal in 
the formula on which W. P. Penty of 
Battle Creek, Mich., has obtained patent 
2,421,216. The oil is first extracted, then 
the protein-rich residue, finely ground, 
is cooked and pressed into shreds along 
with ground grain. Patent rights are as-
signed to the Kellogg Company. 

Science News  Letter,  June 7 ,  1947 

removable, with the flying structure in 
a single piece. Landing gear is another REFUELING VALVE-Underwing valve cuts down refueling delays. 
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nomic life through public interest aroused in 
schools. 

2. It tends to broaden the social com- 
munity life and community spirit. This 
can be exemplified by the developnient of 
the community church, the grange, the 
lyceum, public evening meetings and 
entertainments of all types. 

3. It increases land values, as prospective 
buyers are willing to pay for better educa- 
tional advantages. In Champaign County, 
Ohio, for example, 55 per cent of the chil- 
dren in the community who go to the con- 
solidated schools come from homes owned 
by their parents. In one of the townships 
the percentage of parents owning their own 
homes has increased in three years from 30 
to 64 per cent. H ghways have been im- 
proved in all parts of the county and the 
superintendent reports that 1,625 miles of 
good roads in the county have resulted 
largely from consolidation. Rural com-
munities, that at  one time seemed remote, 
can now be reached by automobile in an 
hour's time and by telephone in a few 
minutes. 

From the standpoint of organization, 
administration and supervision: 

(1) Consolidation recognizes the princi- 
ple of equality of educational opportunity. 
This means a longer school term, more skil- 
ful teaching, specialized instruction, helpful 
supervision, graded school conditions, well- 
organized and enriched curricula, adequate 
provision in grounds, building and equip- 
ment, high school advantages--equal op-
portunities for every boy and girl, whether 
rural-bred or city-bred. 

(2) Consolidation tends to equalize the 
educational burden in that local school 
support is obtained from a larger area, 
thereby causing the wealthier distiicts 
through equalized taxation to help support 
those less fortunately situated. 

(3) I t  affords the possibility of arranging 
better units for the apportionment of school- 
funds. State school support should be 
distributed on the basis of ability and 
needs with the thought a t  the same time of 
stimulating effort and the proper use of 
funds. 

Influence of the Automobile on the City Church 
By JAMESJ. COALE  

Secretary, Presbytery of Baltimore, Committee on National Missions  

THE metropolitan centers in the 
United States have grown u p  

around the development of industry. 
Their growth and the shaping of their 
area have been determined by  the es- 
tablishment of facilities for transpor- 
tation. The  electric trolley car, in the 
closing years of the nineteenth and the 
first two decades of the twentieth cen- 
turies, not only made possible the sheer 
physical feat of housing vast popula- 
tions in the  cities, but determined 
exactly what areas in the metropolitan 
districts might be built up, and was one 
factor in deciding the economic and 
cultural levels of the  various sections of 
t h e  city. 

No  other group in the  city's popula- 
tion has been more affected by  this fa- 
miliar development than  the churches. 
Following the rush of population up- 
town in New York City, made pos- 
sible by the building of the elevated 
railroad system, and the electrification 
of the horse-car lines, it is stated that  
over two hundred churches south of 
Fourteenth Street moved north to  
various points on Mhnhattan Island. 
Some of these churches have moved 
not once, but twice and even three 
times, in the  effort t o  follow the  drift of 
population. 
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An exceptional church would elect 
not t o  move, but t o  remain and en- 
trench itself down-town. Trinity and 
St. Paul's in New York, the old Stone 
Church in Cleveland, Ohio, St. Paul's 
in Buffalo, N. Y., the First Metho- 
dist Church in Chicago are familiar 
instances of the down-town church. 
These churches have found their con- 
stituency in individuals and families 
living in all parts of the city, held 
by sentimental attachment to the old 
church; in the population of those 
down-town environs (usually living on 
an  economic standard lower than that 
of the congregational average) and the 
floating down-town element. The out- 
of-town stranger at the hotel and a 
class of people in every city, designated 
in Chicago as "Loop Hounds," who 
simply love to come down-town, even 
on Sunday, make up the transient ele- 
ment to whom the down-town church 
especially appeals. 

The extension program of the church 
bodies has for a long period shaped it- 
self in accordance &h these factors. 
Ignoring the specialized ministry to 
immigrant and industrial communities, 
which do not enter into consideration 
here, the groups responsible for city 
church extension have been under the 
necessity of finding some way of bal- 
ancing the claims of the neighborhood 
church with a local appeal, and the 
down-town church which must, in the 
nature of the case, be both a family 
church and a mission station. 

The extension of a subwav or sur- 
face line stimulates the develovment of 
a new city neighborhood away out in 
the suburbs. A new church is estab- 
lished. Shall a member of a church 
down in the city retain his membership 
there, where his services and his finan- 
cial contributions may be sorely needed, 
or transfer his membership to the new 
church right near his home? The 
children have usually been the deciding 

factor. The trolley-ride down into 
the city proves too irksome for parents 
with small children. It has nearly al- 
ways been found more convenient to 
send the children to  the neighboring 
Sunday School. When the time would 
come for the children to unite with the 
church, they would go with their com- 
panions into the church in their own 
neighborhood. The ties of sentiment 
would have to be of extraordinary 
strength that would prevent parents 
from asking for their letters of transfer 
from their own old church to the con- 
gregation which had won their children. 

The automobile has upset all these 
calculations. I t  is no hardship a t  all, 
but a pleasant diversion, to bring the 
whole family in the old bus down into 
the city. 

I t  is right here that the motor car 
has most profoundly affected the devel- 
opment of the church in the big city. 
It is obvious that the down-town 
church has found it easier to remain 
with the coming of the automobile. 
The flight of the churches to the sub- 
urbs has by no means been stopped, 
but i t  has been noticeably checked. 
The pastor of a widely-known church 
in Baltimore said that he was glad that 
he had resisted the suggestion to move 
from the down-town section a few years 
ago. He added that it didn't make 
much difference now in what part of 
the city the church was located, be- 
cause his entire congregation was free 
to attend the church services independ- 
ently of the trolley service. His opin- 
ion was that, by remaining a t  their 
present down-town site, this church 
was able to command the attention of 
the city in a way that would have been 
lost, had the church moved to  an out- 
lying section. 

On the other hand, it is not easy to 
locate a new church in the outlying 
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districts with the same degree of con- 
fidence as formerly. Indeed, in the 
more well-to-do suburbs there is an  
element of danger in establishing a new 
church enterprise. The church edifice 
must be in harmony with the buildings 
surrounding it, which means consid-
erable expense, while, a t  the same time, 
there is no assurance that the people of 
the neighborhood will sever their 
church ties in other parts of the city t o  
come into the new church organization. 
The automobile is responsible for this 
element of caution. A new church in a 
fashionable suburb is seldom projected 
nowadays without first making a care- 
ful canvass of the neighborhood and 
ascertaining the wishes of the residents 
regarding a new church in their midst. 

There is a popular impression that 
the automobile has affected adversely 
attendance a t  church service, but i t  is 
hard to find evidence to sustain such 
opinion. People who were interested 
in the church before purchasing an 
automobile are apt to continue that 
interest afterwards, and, as has been 
pointed out, a motor car facilitates 
attendance a t  church by the whole 
family. It is true that many people 
drive away from the big city for the 
week-end, but then it is equally true 
that people drive into the big city for 
the same period. It is more often the 
case than not that the good church 
member, who drives out of the city on 

a bright Sunday morning and returns 
long after sunset, has attended church 
somewhere during the day. It may 
have been in another city a hundred 
miles from his home. The automobile 
has created a give and take in this mat- 
ter of church attendance that just 
about cancel each other. 

The automobile has had its greatest 
development within the past decade. 
The churches during that same period, 
making proper allowance for the de-
moralization created by the war, have 
maintained the same rate of growth as 
in previous decades, showing that the 
automobile has affected the life of the 
church very slightly one way or the 
other. It has compelled the restudy 
of the problem of locating churches in 
a given metropolitan area. It has in- 
troduced a new element of hazard in the 
establishment of new churches a t  the 
city's circumference. As to the future, 
it is generally believed that the motor 
car will prove an instrument of bless- 
ing to the church. It makes possible 
attendance on the part of the invalid 
and the aged, who without it could not 
attend public worship. It facilitates 
the work of the church in caring for the 
sick and the indigent. While it is to 
some a temptation, it is to others 
an opportunity. Increasing study will 
doubtless be given to the problem of 
making the motor car a real servant of 
the church in the coming years. 
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gal. Early in October these severe 
restrictions were lightened, and admis- 
sion of vehicles weighing up to 3,300 
pounds was authorized. 

Manufacturing is in a high stage of 
development in many other countries 
besides the United States. Why is i t  
that they are not able to supply their 
own automotive needs? Why is it that 
America can ship a car to a foreign 
country, with all the attendant ex-
penses of land and ocean freight and 
tariff charges, and still undersell the 
foreign manufacturer in his own terri- 
tory? The explanation lies in the 
enormous size of the domestic market 
which supports the American automo- 
tive industry. For that market, which 

is now assimilating 94 per cent of our 
total output, has permitted the evolu- 
tion of "mass-production " methods 
and thus has made possible low prices 
for our cars and trucks which foreign 
makers have never been able to equal. 

Beyond question, foreign markets for 
American motor cars and trucks will 
loom larger and larger as the years go 
on. Today America is exporting 6 
per cent of its automotive production. 
In  the tomorrow of the coming years, 
no man can predict how high this figure 
will go. Certain it is that it will move 
steadily upward as the domestic mar- 
ket stabilizes and foreign fields con- 
tinue the development which already 
has placed America in an unapproach- 
able position of world leadership in 
motor transport. 

The Relation of the Automobile Industry to Inter- 
national Problems of Oil and Rubber 

By HARRYT. COLLINGS 
Professor of Economics, University of Pennsylvania 

automobile industry was first THEshown as a separate business in 
our census of 1904. Twenty-five years 
ago there were in this country only 
3,700 vehicles propelled by gasoline. 
The table below shows the growth of 
the industry up to the beginning of the 
war. 

Our Government statistics show that 
in 1923 exports of passenger cars from 
the United States numbered 187,035, 

valued at  $90,692,273; and of trucks, 
24,861 valued at  $15,318,058. The 
total value was $106,010,330. To this 
should be added the exports from 
Canada-57,481 passenger cars valued 
a t  $29,325,031; and 18,439 trucks 
valued a t  $4,503,659, making a grand 
total, therefore, of 821,816 passenger 
cars and trucks, valued at  $139,-
839,080. The automobile industry, 
then, constitutes one of the most im- 
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portant branches of our present-day 
industrial life. But in the consideration 
of its importance we must by no means 
confine our thinking to the manufacture 
of automobiles. The petroleum and 
rubber industries as well have grown 
to a magnitude which ranks them high 
among our industrial enterprises. This 
position they occupy chiefly because of 
their relation to the automobile. Tires, 
tubes and motive power for the auto- 
mobile are responsible for the com-
mercial importance of the oil and rub- 
ber industries. 

It is the purpose of this paper to 
point out the influence which the auto- 
mobile has exerted on these enterprises, 
and more particularly to indicate the 
international problems which have 
consequently arisen in connection with 
their development in recent years. 
Without pneumatic tires and gasoline 
the automobile is merely a steel skele- 
ton, as dead as the chariot of Pharaoh. 
The cushion tire means speed and 
luxury; the gasoline engine revolution- 
izes locomotion and converts a "horse- 
less carriage" into a limousine. 

In  the sixty-five years since Edwin 
L. Dralie struck oil near Titusville, 
Pennsylvania, the petroleum industry 
has mown to be one of the most im- -
portant in national and international 
trade. That this is not solely due to 
the automobile is obvious; crude or 

The United States Geological Survey 
estimated in 1921 that we had used up 
five billion barrels of our original sup- 
ply of fourteen billions, so that less 
than two-thirds of our original re-
sources were left. The world outside 
the United States was then thought to 
have some fifty-six billion barrels or 
over 90per cent of its original resources. 
As the United States was producing 
three-fifths or more of the total annual 
output of oil, each year placed the 
country in a relatively worse position. 
Not only was the increasing number of 
automobiles and trucks continually de- 
manding more gasoline, but a larger 
proportion of each year's supply was 
being refined for the production of 
gasoline. In  the early years of the re- 
fining industry 10 to 13 per cent of the 
petroleum refined was converted into 
gasoline; by 1914 this percentage had 
increased to 18, and in 1921 over 28 
per cent of the crude oil distilled was 
used in this way. Doubtless more than 
one-third of the petroleum products 
this year (1924) will be in the form of 
gasoline. With a production of 2,287,- 
412 passenger cars alone during the 
past eight months, there can be little 
doubt that the automobile is a control- 
ling factor in our petroleum industry. 

No raw material since 1914 has been 
the cause for more international com- 
~lications than has oil. This has not 
been due solely to its use by automo- 
biles, but this has had an intimate 

semi-refined oil is used extensivelv as a 
fuel by locomotives and steamships, 
and in a more limited way as a lubri- 
cant. Its principal use, however, is 
in the form of refined products, of 
which gasoline is the most important, 
and this is consumed chiefly by the 
automobile and motor truck. The 
importance of the automobile in the 
development of the petroleum indus- 
try, therefore, is apparent; a considera- 
tion of their relation deserves attention. 

., connection with the problem. In times 
of war, nations need crude oil for their 
navies and gasoline for their airplanes; 
and the movement of troops, of am-
munition, and other supplies is carried 
largely by the use of motors. In times 
of peace, the consumption of such vast 
quantities of gasoline by automobiles 
renders difficult the storing of an ade- 
quate supply for war needs. Hence the 
struggle for oil. So the automobile in 
peace or war bears no small part in 
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international oil problems, and these 
have bulked large in diplomacy since 
1914. 

Did not the British Government in 
1919 make clear that it had "floated to 
victory on a wave of oil," and that this 
kind of wave must in future be ruled 
by Britannia? And did not the British 
Cabinet a t  that same time decide that 
vast stocks of oil must be provided both 
a t  home and abroad a t  naval coaling 
stations? Since crude oil and gasoline 
have become the "soul of modern'war- 
fare," the world's oil resources have 
been carefully studied with a view to 
the control of adequate supplies against 
a time of strife. A committee of the 
British Government had been ap-
pointed late in 1918, with the ominous 
title "Petroleum Imperial Policy Com- 
mittee," whose admitted task was to 
find and control in various quarters of 
the globe the precious oil supply. Ar-
rangements were made with the Royal 
Dutch-Shell, Anglo Persian, and other 
oil companies, as a result of which Mr. 
Pretyman, at  the laying of the corner 
stone of the Ang10,Persian Oil Company 
Refinery on May 7 ,  1919, could say: 
"When adjustments are completed the 
British Empire will not be very far 
from controlling one-half of the availa- 
ble supply of petroleum in the world." 
On April 24, 1920, came the San Remo 
Oil Agreement, which because of mis- 
understandings in both France and the 
United States led to international 
complications. 

Nor were our efforts to obtain ade- 
quate oil supplies for the United States 
less strenuous. The press called our 
attention to the fact that the millions 
of vehicles propelled by gasoline were 
rapidly exhausting our available sup- 
plies of oil; that we were using gasoline 
faster than we produced it, thus making 
inroads into our reserve stock. We 

were bidden to stop the export of such 
vast quantities of oil each year in order 
to conserve the home supply. The 
press was insistent that we secure con- 
trol of adequate foreign sources. Then 
came our efforts to develop with Ameri- 
can capital oil fields in Venezuela, 
Colombia and Peru. 

Mexico had long been in the public 
mind in relation to world oil problems. 
There were not wanting those who 
maintained that the difficulty in the 
recognition of the Mexican Govern-
ment under President Obreg6n was in 
deference to the oil interests of the 
United States. This was far from true, 
but it cannot be denied that oil inter- 
ests were involved in the problem. 
There was a real and defensible basis for 
the refusal of Secretary Hughes to rec- 
ognize the Obreg6n government previ- 
ous to August, 1923. It must, however, 
be admitted that without vast oil 
fields in Mexico there would have been 
no investment of $200,000,000 of 
American capital, and without this 
investment the arrangements for the 
ownership of subsoil properties, made 
in Article XXVII of the Mexican Con- 
stitution of 1917, would not have con- 
cerned us. But our need for oil and 
our investment in Mexico made us a t  
once an interested party, when that 
Constitution declared that the owner- 
ship of all minerals or substances found 
in the subsoil is vested in the Nation, 
--especially when the Mexican Govern- 
ment proceeded to assume this owner- 
ship without compensating those who 
had previously held full title to these 
properties. Oil was then the vital 
question between the United States 
and Mexico from 1917 to 1923. 

If the automobile is of importance 
to the petroleum industry, it is in- 
finitely more so in connection with the 
rubber industry. The United States 
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consumes two-thirds of the world's 
rubber annually but, except for a small 
supply coming from the Philippines, we 
produce none. We are therefore de- 
pendent on foreign sources for our 
crude rubber. Automobile tires and 
tubes consume a t  times over four-fifths 
of all crude rubber used in the United 
States; thus the automobile introduces 
us to international rubber problems. 
Reference to the following table shows 
that an abundant supply of crude rub- 
ber is an increasing necessity, if we con- 
tinue to supply our automobile needs. 

Previous to the year 1906 more than 
99 per cent of the raw rubber of the 
world came from Brazil. Since 1921 
less than 10 per cent has come from 
that country. This change from the 
wild rubber of Brazil to the plantation 
rubber, cultivated chiefly in the Fede- 
rated Malay States, Sumatra, Borneo 
and Java, has brought with it inter- 
national problems of great import. 
Rubber and coffee are the two commod- 
ities on which the economic welfare of 
Brazil depends. To have plantation 
rubber increase from a production of 
only four tons in 1900 to over 300,000 
in 1920, while Brazilian production 
decreased from a maximurn of 42,000 
tons in 1912 to less than 20,000 in 1921, 
means to Brazil a loss of purchasing 
power which seriously affects its whole 
economic life. 

More important still, a t  least as far 
as the United States is concerned, is 
the fact that the change of source for 

rubber from Brazil to the East Indies 
placed the control of this commodity 
largely in the hands of the British, or 
the British and the Dutch, which a t  
once raised an international question. 
One of the results of the World War 
was an aversion to dependence on a 
foreign nation for raw materials used in 
a key industry. With 95 per cent of 
this product coming from British and 
Dutch possessions, close togetlier geo- 
graphically, it would be, as an Assistant 
Secretary of Commerce of the United 
States epitomized the situation, "a 
comparatively easy feat for any first- 
class power completely to cut off our 
supply in the event of war." 

The Department of Commerce asked 
Congress for an emergency appropria- 
tion of $500,000--$400,000 for the De- 
partment itself and $100,000 for the 
Department of Agriculture. The gov- 
ernment did not intend to enter the 
rubber business; it wanted to find a 
source of rubber which would be near 
a t  hand or at  least not subject to re- 
striction and interference by a great 
foreign power. The appropriation was 
granted and an American Rubber 
Commission headed by Dr. W. L. 
Schurz, American Commercial Attach6 
in Brazil, spent some eight months of 
1924 in the Amazon district investigat- 
ing the possibilities of establishing the 
production of Brazilian rubber on a 
sounder economic basis. The final re- 
port of this commission has not yet 
appeared, but preliminary reports in- 
dicate the possibility of financing with 
American capital a $10,000,000 rubber 
plantation, either in the State of Par& 
Brazil, or in Liberia, Africa. Argu-
ments seemed to favor the Brazilian 
state until the outbreak of the Siio 
Paulo revolution, July 6, 1924. Such 
a disturbance in what was supposed to 
be the most stable state in the republic 
naturally made investors wary of plac- 
ing $10,000,000 in Park. 
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But the demand of the automobile 
tire and tube for rubber had more to 
do with the remarkable fluctuations of 
rubber prices from 1905-1921 than did 
the change of source. The peak prices 
for rubber reached in 1910 were due to 
its greatly increased use for motor 
cars, a use which up to that time had 
increased much more rapidly than the 
output. The high prices received for 
rubber in 1910 ($3 per pound) led to 
a great speculative boom in rubber 
planting, company after company be- 
ing formed in London. The war, with 
its abnormal demand for tires and tubes 
and with its phenomenal increase in the 
manufactureof passenger cars through- 
out the world, absorbed a supply of 
rubber which under ordinary circum- 
stances would have been far bkyond the 
world's needs. The low prices of 1922 
(134 cents per pound) were partially 
due to the world-wide business depres- 
sion and to the lack of buying power in 
Germany, Russia and other European 
countries, but the slump in prices was 
in no small degree caused by over-
production. 

When in that year the governments 
in control of the plantations stepped in 
to raise the price by reducing the area 
cultivated, the automobile led again to 
a knotty international problem. Brit-
ish investors claimed that the ruinously 
low prices of 1982 did not permit a 
return of even 3 per cent on the more 
than $600,000,000 of British capital 
invested in the East Indian rubber 
plantations. So serious was the state 
of the rubber industry during the years 
of post-war deflation that the Rubber 
Growers' Association suggested the 

production be reduced 95 per cent for 
one year from November 1, 1990, and 
in 1921 proposed a further reduction 
of 25 per cent. Owing to lack of co-
operation these suggestions did not 
materialize and the situation grew 
worse. In  October, 1922, the British 
Colonial Office recommended the Brit- 
ish Rubber Restriction Act, which 
materially decreased production. 

At once American users of rubber 
were concerned. On the day the restric- 
tion plan was put into effect the price 
of rubber rose 10 per cent. On Novem- 
ber 1, 1922, less than a month after re- 
striction became effective, ~r ices  had 
risen 50 per cent, and during the first 
four months of restrictive legislation 
the price of raw rubber soared 150 per 
cent. An Assistant Secretary of Com- 
merce of the United States character- 
ized the curtailment of the production 
of rubber as "economically unsound 
and wrong" without, of course, imply- 
ing that this temporary expedient was 
unjustified in its attempt to save large 
British investments. But an interna- 
tional query appears forthwith. If 
government intervention may raise the 
price of rubber to save British fortunes, 
why may not the Japanese Govern-
ment do likewise for raw silk, or the 
Chilean Government for nitrate, or the 
American for wheat or cotton? 

The automobile industry occupies a 
prominent place in our industrial or-
ganization. Without adequate sup-
plies of rubber andgasoline it is doomed. 
Rubber is and will always remain for us 
an exotic product; gasoline consump- 
tion may within a decade necessitate 
imports of crude oil. Obviously the 
automobile is linked with international 
problems of oil and rubber, and these 
are still unsolved. 
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The Motor's Part in Public Health 
By JOHNC. LONG 

Manager, Educational Department. National Automobile Chamber of Commerce 

PONCE DE LEON tried to find most hopeful aspect of the case is that 
the fountain of youth; and thus these disasters very largely can be 

established himself as perhaps the prevented. 
most quixotic man in history. It is also possible that the prevalence 

The Greeks consulted oracles, Mac- of automobiles has been responsible 
beth placed himself in the hands of for some decline in walking as well as 
witches, and the modern business man in bicycle riding. Where this decline 
gazes hopefully upon charts and statis- has not been replaced by other forms 
tics. of exercise, it is probable that one 

All this is a preface to saying that no should check up a loss in public health. 
panacea is complete and that most 

MOVEMENTsilver linings have their dark clouds. GROWTHOF OUTDOOR 
~ c c o r d i n g l ~ ,  But the tendency outdoorthe statement that the toward 

automobile is a great contribution to recreation has been very marked. 
public health, while true, is subject to The present extent of golf playing 
limitations. would be impossible without the auto- 

While setting forth here some of the mobile. It is true that this sport is 
ways in which the motor vehicle has chiefly available to those in the higher 
contributed to physical well-being, it income ranges, but it nevertheless 
is pertinent to note that the advent of effects a large number of persons. 
the car is simply one of the many phe- More democratic is the development 
nomena that have been working in that of motor camping, which has become 
direction. a national pastime. 

It may be assumed that the reader is Our National Parks were visited by 
somewhat familiar with the progress of 29,000 motorists in 1916 and by 
modern sanitation and with health 271,000 in 1923. In the National 
education. He will not, then, make the Forests during 1923 there were 8,975,- 
mistake of thinking that this paper is 000 motor tourists, which was two and 
presenting the automobile as a cure-all. one-half times the number in the pre- 
It is not a panacea, but a tonic, nor ceding year. 
is it the kind of tonic which leaves a Virtually every town west of the 
bad taste the morning after, unless Alleghenies has its camp site, which is 
taken in excessive doses. visited by hundreds, sometimes by 

Perhaps, however, it is well to list thousands, of tourists every year. 
the harmful effects first. One must This new national pastime of camp- 
note the tragic record of automobile ing has given literally millions of 
fatalities and injuries, amounting to families the beneficial experience of 
16,000 of the former and several hun- sleeping in the open air. The physical 
dred thousand of the latter during the effort of pitching a tent, packing the 
past year. This is a serious hazard gear, preparing the camp meals and 
which must be dealt with. What can doing the camp laundry is considerable, 
be done to meet this situation is dis- as anyone who has tried it knows. In 
cussed elsewhere in this volume. The these chores also may be found, for 
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many, a psychological benefit. Mod-
ern civilization with its steam heat, 
steam laundries and other automatic 
devices has so organized the details of 
existence that the physical labor of the 
bulk of mankind has been minimized. 
The very difficulties of camping may 
account for some of its popularity. 

BENEFITSFROM DRIVING 
While a very large percentage of the 

motorists are modern Daniel Boones, 
i t  should likewise be said that the 
family which uses its car only for 
neighborhood tours also finds it an 
instrument for health. The very act 
of driving is considered by physicians 
to be beneficial. U. S. Senator Royal 
S. Copeland, former Health Commis- 
sioner of New York City, has this t o  
say on the subject: 

Of course motoring bestows its greatest 
benefits on the person who drives the car. 
Not only does the driver get the full benefit 
of open road and fresh air, but he gets 
actual physical exercise in a form best 
calculated to repair the damages wrought 
by our modern existence. The slight 
physical effort needed in moving the steer- 
ing wheel reacts on the muscles of the arms 
and abdomen. Most of us get enough 
exercise in the walking necessary, even to 
the most confined life, to keep the leg 
muscles fairly fit. I t  is from the waist 
upward that flabbiness usually sets in. 
The slight, but purposeful effort demanded 
in swinging the steering wheel, reacts 
exactly where we need it most. Frankly 
I believe that steering a motor car is actu- 
ally better exercise than walking, because 
it does react on the parts of the body least 
used in the ordinary man's routine exist- 
ence.' 

It is true that one occasionally meets 
a modern Thoreau who laments the 
motorization of our highways and the 
conquest of the wilderness by the 
populace. For him one must have 
sympathy and recognize considerable 

1From Motor, July, 1022. 

justice in his plaint, but in terms of 
mass recreation, bringing the millions 
into contact with the outdoors. credit 
must be given largely to the auto-
mobile. 

This health-building preventive as-
pect of the situation is the particularly 
encouraging side of the picture. 

But the automobile is likewise prov- 
ing an effective aid in the field of 
medical relief. Pennsylvania, for in- 
stance, has an inspector who drives 
about the state inspecting the water 
of roadside streams. 

North Carolina has ninety public 
health officials, most of whom cover 
their territory by means of motor 
transportation. 

The number of physicians in the 
country has declined in the past ten 
years despite the growth of population, 
as noted by the following figures from 
the U. S. Bureau of the Census:- 

1910. . . . 151,133 physicians 
1920. . . . 150,007 " 

Considered in ratio to population the 
figures are these: ' 

1910.. . . . . .. 1 physician to 
608.5 persons 

1920. . . . . . .. 1 physician to  
704.7 persons 

To say that this reduction in the 
number of doctors may be accounted 
for by the time-saving factor of the 
automobile will meet with a challenge; 
and yet it can be in considerable meas- 
ure sustained. It is true that more 
effective sanitation may have reduced 
the need for the doctor's aid. It is also 

The ownership of automobiles by physicians 
is virtually universal, though there are a few 
exceptions among those doing chiefly office 
practice. Based on questionnaires and checking 
of registration lists, the National Automobile 
Chamber of Commerce estimates that 144,000 
cars are owned by doctors. 
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possible, as some assert, that the 
financial rewards of the doctor today, 
considering the difference in the pur- 
chasing power of the dollar, are not as 
attractive as they used to be. Also, 
higher educational requirements are 
sometimes given as a leading reason 
for the limitation in the number of 
physicians. 

On this last point, the automobile 
has probably had a noteworthy effect. 
The individual is not dependent upon 
the service of his neighborhood physi- 
cian. If the country doctor does not 
keep abreast of the times, the farmer 
clientele can drive into town. The 
opportunity of the public to choose, 
made possible by the wider range of 
transportation, tends to  keep the 
standards high. 

But whatever may be the dominant 
cause in the reduction of the number 
of physicians, certain it is that the 
doctor's life has been made more 
efficient and more agreeable by the 
introduction of the automobile. 

The National Automobile Chamber 
of Commerce some months ago sent a 
questionnaire t o  10,000 doctors, asking 
them whether they owned automobiles 
and to  what degree motor travel had 
contributed to their efficiency. There 
were '2,286 replies. Virtually all of 
these were possessors of motor cars. 
A few, less than fifty in all, stated that 
they used their vehicles for recreation 
only, as their work was confined to  
office practice. Some of these noted 
that their large office practice was 
possible because of the large radius of 
motor travel. 

More than a fifth stated that their 
efficiency was doubled, a similar num- 
ber noted a 50 per cent gain and 5 
per cent stated that their effectiveness 
was trebled through the use of motor 
transportation. 

Nearly all noted that motor travel 
was a great help to them in their work. 
The burden of the replies can best be 
illustrated by four or five quotations:- 

Draw your own conclusions as to the in- 
crease in efficiency of a country doctor, as 
to percentage it is as the German mark to 
the U. S. dollar a t  present.-Forest Grove, 
Oregon. 

Without car would be confined to a 
small territory. Now can see patients in 
any part of the city or in surrounding 
country.-Portland, Oregon. 

Do twice the work in half the time.- 
Mine La Motte, Missouri. 

Affords: (1) Prompter service; (2) Op-
portunity to get out to attend medical 
clinics and societies; (3) Get in touch with 
modern advance in medicine; (4) Enlarges 
one's ability to help neighboring physician 
during his absence.-Fernville Michigan. 

Spend more time a t  house and office, 
volume of practice has not increased.-
Troy, Texas. 

It would seem impossible to practice 
medicine in this day without an automo- 
bile.-Lincoln, Nebraska. 

Questionnaires, t o  be sure, have their 
quagmires. One doks not know how 
much care has entered into the re~lies. 
A personal instance is often more con- . .vincing. 

The writer has a friend who is a 
doctor in a Connecticut farming com- 
munity. Without preliminary discus- 
sion of the subject, he asked the 
physician to describe the difference be- 
tween the profession of doctoring by 
motor travel as compared with the 
horse and buggy days. Here is the 
doctor's comment : 

There were two doctorswhen Icame here. 
At times there have been three. But now 
that I have an automobile I can readily 
cover the region. 

But the strange part of it is that I have 
fewer calls to make on the same people. 
The fact is that the automobile and the 
telephone have set people's minds at rest. 
They don't send for me in the middle of 
the night the way they used to. If i t  is 
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only a slight matter they wait until morn- 
ing. If a little more serious, they tele- 
phone. Only in emergencies do they ask 
me to come to the house at night. In the 
past they wanted me to come anyway, in 
case there might be critical developments; 
but now they know I can get there in no 
time if needed, and they do not worry. 

As one glances around in this present 
age, one finds that Ponce de Leon was 
perhaps not so foolish after all. Grand-
mothers refuse to sit by the fireside. 

Men take pride in being vigorous and 
active until the final roll call. 

This is a subject which deals with 
habits, customs, family life and the 
temperament of a people. It cannot be 
carefully measured with calipers. The 
automobile, in short, is a participant 
in, to some degree a creator of, this 
travel-eager country, this modern 
spirit desirous of movement and ad- 
venture, which is typical of health and 
youth. 

The Automobile and the Pioneer 
By WILLIAM JOSEPH Sc.D.SHOWALTER, 

Assistant Editor, Nalwnal Geog~aphic Magazine 

THE automobile has extended, to a 
striking degree, the territories over 

which civilized man holds dominion. 
One needs only recall the work of the 

French in establishing motor routes 
over hitherto uncrossed areas of the 
Sahara Desert, or the success of Dr. 
Roy Chapman Andrews in using auto- 
mobiles in exploring the heart of Inner 
Mongolia, to realize the truth of that 
statement. 

The pictures Dr. Andrews brought 
back with him afford convincing evi- 
dence that the modern American motor 
car is built with a factor of safety, large 
enough to make it a dependable vehicle 
of transportation where even the idea 
of good roads has never penetrated. I 
recall seeing his trucks pushing bravely 
on through mud and mire, over stony 
stretches of roadless desert, and across 
gullies and washes, until I had to mar- 
vel that any motor vehicle could come 
through in running order. 

I little wondered, as I watched the 
pictures on the screen, that the insur- 
ance companies in Peking had refused 
to write policies on any car venturing 
into such hazardous regions and upon 

such trying tasks. But no terrain 
that stretched before them and no ob- 
stacle in their pathway was able to 
turn them aside or keep them from 
returning safely, and in good running 
order, to Peking. Indeed, they came 
through their season's grueling grind 
in such fine shape that they were sold 
for 75 per cent of their cost price, as 
second-hand machines, much to the 
surprise and somewhat to the discomfi- 
ture of those who had refused to write 
insurance on them. 

When we remember that there are 
probably a dozen makes of automobiles 
of low- and middle-price range, which 
would have given the same sort of 
account of themselves, we begin to 
appreciate the sturdiness and endur- 
ance of American-built cars, and their 
ability to open up well-nigh inaccessible 
regions to modern travel. 

During the past summer I traveled 
in the West. My journeyings by rail 
gave me a somewhat extensive ac-
quaintance with the Apache Trail, the 
Santa Fe Trail, the Overland Trail and 
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something to  give to the East. Fathers Gerbillon 
and Pereyra brought two pounds of cinchona bark 
from South America and in 1692 cured the Chinese 
emperor of malarial fever. From that time on the 
Chinese were dasirous of obtaining western physi-
cians. Quinine and smallpox-vaccine were imported. 
English and Russian physicians arrived and finally 
Americans. I n  1834 Peter Parker "opened the doors" 
of China by the introduction of medical service. I n  
1854 Dr. Hobson successfully employed chaulmoopa 
oil in  leprosy. I n  1898 Dr. Ker r  gave western medi- 
cal service to the first patient in a n  insane asylum in 
China. I n  1904 the University of Pennsylvania estab- 
lished a medical department in Canton Christian 
College. I n  1906 the Peking Union Medical College 
opened. I n  1908 the Yale Mission hospital a t  Chang- 
sha was opened. I n  1912 the Harvard Medical School 
a t  Shanghai was amalgamated with St.  John's. I n  
1915 the China Medical Board assumed support of 
Peking Union Medical College. 

The '(History of Chinese Medicine" is  written by 
Wong and W u  in a classical manner. The Chinese 
ideograms are reproduced in clear type and the book 
is indispensable to the student of the history of medi- 
cine. One is impressed with the principle, which is 
as  true to-day as  it  was in  the past centuries, that 
too prolonged adherence to a n  idea is not very fruit- 
ful  and that Chinese medicine was greatly retarded 
by adherence to  alchemy. 

A list of 26 Chinese medical and pharmaceutical 
journals is given. No reference to &fa Huang or 
ephedrine was found. 

J. F. MCCLE?~'DON 

ECOLOGY O F  T H E  PRAIRIE 
MESSRS.3. E. WEAVERand T. J. Fitzpatrick, the 

University of Nebraska, i n  their recently published 
study, "The Prairie"' supply a most valuable account 
of this plant community in  the United States. Pro-
fessor Weaver, with the help of his advanced students, 
has fo r  many years been making studies of grass-
lands, his work on root systems especially attracting 
the interest of plant ecologists. I n  previous papers 
the climatic and edaphic conditions of the prairie 
region were described, and the autecology of domi-
nant grasses was fully considered, hence the present 
monograph, omitting these topics, can and does give 
in  185 pages a systematic survey of the vegetation 
itself, its "types," minor communities, the components 
other than grasses, seasonal aspects, physiological 
activity, invasion and succession. I n  all, 135 repre- 
sentative areas of prairie were examined; these are 
scattered from South Dakota and Minnesota through 
Nebraska, Iowa and Missouri into Kansas. 

The authors conclude that climax prairie is a 
1 Ecological Monographs, 4 :  109-295, 1934. 

closed community. There being no open ground for  
establishment of seedlings, the reproduction is largely 
vegetative; all the dominant and nearly all the sub- 
dominant species are perennials; root systems of dif- 
ferent species extend to various depths in  the soil, so 
that the soil water is fully used; layering of sub-
aerial par ts  secures utilization of available light; 
rapidity of growth and early maturity characterize 
the vegetation as a whole, evidently associated with 
the abundant sunshine throughout the growing season, 
together with sufficient moisture and high tempera- 
tures in June and July. 

Two consociations are especially important and 
wide-spread, dominated respeotively by the bluestem 
grasses, Andropogon scoparius of upland areas and 
Andropogon furcatus in  moister lowlands. Other 
grass communities are characteristic of certain edaphio 
situations : Spart ina  rnichauzialza Conscoies in poorly 
drained soils; Panicurn virgatum-Elymus canademis 
Associes i n  soils somexGhat less soggy; Xtipa spartea 
Consociation, a bunch-grass community chiefly of the 
northern and western prairie districts; Sporobolz~s 
heterolepis Consociation, locally developed on drier 
hilltops. Typical quadrats show that about 96 per 
cent. of ground cover is  made of grasses and usually 
less than 4 per cent. is composed of "forbs," i.e., non-
grasses. Of the latter the following genera are of 
most consequence : Achillea, Amorpha, Antennaria, 
Artemisia, Astragalus, Aster, Erigeron, Helianthus, 
Petalostemon, and Solidago. Excellent half-tone 
illustrations are  given of these and others. 

The authors are to  be congratulated upon produc- 
ing a readable as  well as authentic account of one of 
the great vegetation areas of the world, one which in 
a few years will no longer be available f o r  study 
because of man's invasion. Perhaps Messrs. Weaver 
and Fitzpatrick have not said the last word about the 
prairie, but they have described i t  with fullness and 
accuracy. 

FRANCISRAMALET 
UNIVE~SITPOF COLORADO 

THE AUTOMOBILE AS A DESTROYER OF 
W I L D  L I F E  

THE toll of wild life taken by the automobile on 
our public highways is f a r  greater than one mould 
naturally estimate. Last summer, while returning to 
Massachusetts from a motor t r ip  to Iowa, records 
were made of the wild life lying dead in  the highway. 

The summer was exceptionally humid, and many 
animals, more especially turtles, were searching for  
water. More dead animals were observed in  the high- 
way on the t r ip  out than on the return, since rain 
had fallen in the interim. On a highway extending 
100 miles in  Ohio, there was an average of one dead 
rabbit recorded f o r  every mile traveled by auto. 
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Near one river, I counted 18  dead turtles on 60 run- 
ning feet of paved automobile road. 

A list of animals seen by the driver and listed by 
a n  occupant of a n  automobile which traveled about 
500 miles in  two days follows : 

Squirrels (fox) ................. 5  
Foxes (red) ......................... 1 Squirrels (gray) ............... 1  
Mice ......................................... Toads ....................................... 2 13 
Moles 4 
Muskrats ............................10 
Pheasants ............................. 2 Woodchucks ...................... 2 
Rabbits ................................11 Woodpeckers ........................1 2  

Unidentified animals ...... 30 

Considering the vast mileage of highways through- 
oot each state and the numger of states, the total 
animal destruction of wild life on our automobile 
highways must be gigantic. One sometimes wonders 
if a good portion of these colossal tragedies could 
not be prevented by modern, scientific means if the 
effort were pu t  forth. However, a s  f a r  as  the writer 
knows, little effort is being pu t  forth to  prevent 
automobiles from destroying countless numbers of 
our wild life when crossing the highways. Pet ,  be- 
fore any effort is put  into practise, research must 
discover a method. Perhaps culverts between swamps, 
rivers, lakes and brooks where many of the wild 
aquatics and semi-aquatics migrate might lessen this 
toll considerably. Through these culverts turtles, 
muskrats and other aquatics might find a safe means 
of migration. Furthermore, some of the predators 
feed on animals which i n  turn are searching f o r  their 
food on the highways. The toad loves to hop over 
the pavement and under bright lights, in  the early 
evening, obtain a s  his pabulum tiny morsels of insect 
life. Perhaps the removal of bright lights to margins 
of the highway through cities and towns would pre- 
vent this slaughter. 

Paved roads bordered by forests, planted fields 
and natural waterways seem to take the greatest toll 
of our wild life. I n  one stretch of wooded road 
extending two miles, 200 dead animals were counted. 
Further  data will bring to light the practicability of 
'.animal crossroads1' over automobile highways. 

TERMINOLOGY O F  ISOTOPES 
THE great interest in  heavy hydrogen has brought 

many and sundry suggestions regarding the nomen-
clature of hydrogen isotopes. It is not the writer's 
intention to  discuss these, sometimes very fanciful, 

proposals but merely to point to a safe, sane and 
simple method of naming all isotopes. The published 
lists of isotopes can readily be amended by giving to 
each isotopic weight a n  alphabe$ic letter in  the order 
of the abundance of the isotope, so that a always sig- 
nifies the most abundant, b the next abundant isotope. 

Tin is very rich in  isotopes, and these mould be 
listed a s  S n  a120, b118, c l l6 ,  d124, e119, £117, g122, 
h121, i112, j114, 11115; and should occasion arise to 
dif£ere,nkiate these isotopes i n  a compound, the terms 
i-sta9z9zic-a-chloride or g-stannous-b-chloride are suffi- 
ciently precise, as  well as  i-stannic-aaab-chloride for  
mixed isotopes. The various possible forms of am-
monia become thus: aaa-, aab-, abb-, bbb-hydrogen- 
~zitride,or f o r  short: mono-b-, di-b-, or tri-b-hydrogen 
nitride. This terminology will fit well into the ac-
cepted usage a n d  even high-school students may un- 
derstand the following series of compounds : 

potassium chloride, KC1 = 74.463 
a-potassium- a-chloride, K30C13z74.0 
b-potassium- a-chloride, K4lCY576.0 
a-potassiunt-b-chloride, K30C13176.0 
b-potassium-b-chloride, K"'C31 78.8 

as belong6ng all to the type of "chlorides of potas- 
sium." The only exception to this rule might be made 
i n  the case of b-hydrogen (deuterium, diplogen) which 
shows the greatest physical difference f o r  a n  isotope 
and may thus be entitled to a distinct name. 

IT HAPPENED I N  ARGENTINA 
IN reply t o  the inquiry, "Where did this really 

happen?"made by Edward R.  Warren and published 
in  SCIENCE,NO. 2039, I am glad to be able to com- 
municate that such a n  event undoubtedly occurred in  
Argentina. I recently visited the Church of S a n  
Francisco, in Santa FQ,Argentina, a s  one of a numer-
ous group, and the event in question was mentioned 
by a resident of Santa FB, who accompanied us, as  
one of the items of interest about the church, which 
was built in  1680. Requesting exact information, I 
received a few days later a note from one of the 
Franciscan brothers, giving the date as  the 18th of 
April, 1825. At  that time the P a r a n i  River was in  
flood and the "tigre" entered the convent from a 
floating island of water hyacinths. One of the Fran-  
ciscans was killed outright, the other was mortally 
mounded and  died a week later. 

While the event as  recorded by Darwin is thus fully 
substantiated, this does not exclude the possibility of 
a similar occurrence on the Rio Grande. 
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