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(N o model.)

To all whom it may concern:

Be it known that I, ARTHUR J. MOXHAM,
of Johnstown, in the county of Cambria and
State of Pennsylvania, have invented a new
and useful Improvement in Railroad-Switches,
which Invention or improvement 1s fully set

forth and illustrated in the following specifica-

tion and accompanying drawings.
The object of thisinvention 1s to provide a

form of switech, more particularly for street-.

car tracks, which shall be made of girder-rails
capable of being connected by splice-bars or
otherwise to the rails which are used for the
rest of the track.

The invention consists of the combinations
of parts, as hereinafter described, and set forth
in the claims.

In the accompanying drawings, Figure 1 15
a general plan of an entire turnout or passing
switch for a railroad-track, in which the let-
ters & §* indicate two side switches devoid of
movable tongues, and S 8 two main switches,
having either fixed or movable tongues, as
may be preferred. The arrows indicate the
directions in which the cars would move in
passing each other. Iach guard-rail on one
side of each switch which the car leaves is

prolonged to act as a guard to the flange of

the car-wheel, as shown at S on the 110'1113 and
S’ on the left. Tig. 2 is a plan of the ‘switeh.
Fig. 3 18 a hmmontal sectional plan of the

'-swmch showing the heads of the raillsremoved
Fig. 4 18 |

and their webs exposed in section.
a view in plan of the switch provided with
o, movable tongue. Fig. 5 1s an end view of

one end chair, to which a single guard-rail

(seen in cross-section) is secured. Iig. 6 isan
end view from the left of an intermediate
chair, showing the parts of the switeh-rails in
Sec:tlon thh touch over said chair, the web
of one rail being cut away. Ii1g.7 1s 2 Cross-
section, viewed from the left, twhen at the same
point as in Fig. 6, but ShOWII]‘T the webs ot
both raills mmut as heremﬁfter described.

Fig. 8 is an end view from the right of an end

'ehalr showing the switch- ml]&, in different

form of CIOSS- sectl on, and secured to said chair

near their dwewenb ends, which ends are
-llmted to the main rails of the track (not

t shown) by splice-bars, or in any suitable man-
ner. Fig.9 presents a similar view to Fig. 8,
but shows both rails of similar cross-section,
the guard part being cut off {rom one at the
line of section taken

In said figures the several p"ubs are indi-
cated by lettels as follows: The rail A has its
head and part of its web planed off or other-
wise cut away from the point b to the point a',
Fig. 2, on a straight line extending from point
to point; or, if desired, the web of the rail A
can be left solid, in which case the web of rail
B does not extend beyond the solid web of the
rail A, as seen in cross-section at Fig. 9, 1n
which case the webs of the two rails are pref-
erably riveted together at this point. The
chair may then be dispensed with, for the wel
of the rail A being left of full strength there
1S no need of ‘lddltlf}ﬂ(ﬂ support ab thls point.
The rail B has its flange 0% Fig. §, cut away,
so that when the two 1,;1113 A and B are placed
together their 1eSpeetwe inner cat surfaces
311513 mentioned are in line at the point 4, Fig.
2, and touching, as seen at a, Fig. 6. The cut
away portion .of the flange 3 thus approaches
the planed side of the ﬂumd of the rail A, so
as to leave a groove of sufficient width for the
passage of the wheels on the rail B, as seen at
said point ¢. The web of the rail A, as well
as its head, is thus entirely cut away at the
point &', I‘ln 3, and alittle beyond sald point,
as seen th a, Fig. 6. The webs of the respect-
ive rails are 1iveted together near the point
at which the web of rail A is cub away by riv-
ets r 7.

Near the extreme divergence of the railsthey
are connected and supported upon the same
chair, ¢®, asshown in Fig. §, by bolts or rivets,
and the rail A braced and further connected
to the chair by an angle-plece, ¢; or, if the
two rails A.and B are of the sanie form of ¢ross-
section, the chalr will have the form shown
in end view at @’ in Fig. 9, in which the angle-
piece ¢ is dispensed w 1Lh, as is also the o (et
shown at ¢ in Fig. §, for without said oitset
and angle-piece the chair shown in IFig. 9 may
| be anlljly secured to each rail by rivefs alone,

as shown in said I’w 9. The chairs «* are
provided with lugs ¢ «", as shown 1n Ifig. 6,
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318,645

connecting only with the lower flanges of the ! block for the pivot-bolt to enter. Said bolt

rail B, as heretofore explained. Thechairs «/,
as shown at Fig. 5, are of T shape with an
offset, ', and need no further description.
The part of the rail A from the chair & to
the point & should be of sufficient length to
exceed the length of wheel-base of the car,
preferably about seven feet long. This pro-
longation of ruil is only needed on oneside, as

‘heretofore explained in referring to the parts

S 8, Fig. 1. The dimensions otherwise for
good proportion of parts are about as follows:
width of head of each rail, from one and
three-quarters to two and one-quarter inches;

width of grooves, from one and one-half to
two inches; height of head above the bottom

of grooves, about one inch; height of guard
above the bottom of grooves, from one and
three-eighths to one and three-quarters ineh.
A plate or beveled bridge (not shown for the
sake of clearness of illustration) may be let

into the grooves to protect the point 2, SImi-

lar to the bridge-plate described in another
application herewith filed.

In Fig. 418 shown in plan a movahle tongue-
switch thrown over to permit of the passage
of the car to the rail B. This switch is iden-
tical with the stationary switch except in the
following details: All, instead of a portion,
of the head of the rail A is cut away from the
point b to the point @°, Fig. 4, thus leaving a
smooth bed between said points. The tongue
¢’ is substituted in place of this cut-away part
of rail A, and hinged by the bolt a’. Itis ob-
vious that the movement of the point of said
tongue to one side or the other will switch the
car 1n either direction desired. It is of im-
portance to observe that it is necessary that
the length of this tongue should exceed the
distance from the point « to the point o', Fig.
2, in order to insure the passage of the flange
of the wheel on the opposite side of the car
ciear of the point . It will also be seen that
the end of the switch, as shown at »?, Fig. 4,
1s a little wider than the true cross-section of
the rall. By this means, on connecting the
short piece of rail shown at D, a recess is left
on either side of the groove at the end of the

switch. This recess serves to take in the point

of the movable switch-tongue ¢°. In this way
the point of said tongue can be left of sub-

- stantial thickness without being exposed to
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65 the rails at this point, with a hole in said .

contact with the wheel of an approaching car

1nstead of being shaped to a feather-edge, as
would otherwise have to be done. The differ-
ence In width between the groove in the end
of the switch at A and in the rail D can be
such as tosecure a substantial and good wear-
ing-point to the movable tongue «'. .
Where the tongue-switch is subject to
heavy traffic, a considerable amount of strain
18 thrown on the pivot-bolt ¢®. In such cases
the strength of this hinge can be increased by
riveting a solid block of metal to the webs of

may be keyed or otherwise fastened in said

hole, so as not to easily work up, and said fast-
ening should preferably be beneath the lower
part of the block. |

For connecting the ends of these switches to

the main track any of the various known forms

of splice-bars can be used. Itispreferableto
rivet those parts of the splice-bars which are
1n contact with the switch-rail than to depend
upon bolts, as the switch-rail is devoid of the
lower flange, which forms one of the vertical
bearings for the splice-bar. Moreover, if bolts
be used they are apt to work loose. If de-
sired, that part of the splice-bar in contact
with the switch-rail can be drawn and flat-
tened out, so that a double line of rivets can

“be used.

Some of the advantages of this method of
construetion -will now be set forth.

Heretofore crossings, switches, and frogs
used in street-railway tracks have been made
of cast-iron and of a flat under surface adapt-
ed to be used on stringers; but the use of such

~castings in conjunction with rolled steel rails

has been found to be practically of great dis-
advantage. Owing tothe requirements of the
case, the work done, and consequent wear at
these points is very great, (and particularly
at the switches, ) for it is at such points that
the change in direction of the moving cars oc-
curs. (Cast-iron when exposed to the friction
of this work rapidly wears away. EIfforts to
utilize cast-steel for this purpose have failed
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of success, because of the unreliable character

of such material.
In constructing the switches as herein de-

scribed the whole line of track becomes of one

uniform material-——namely, rolled steel—when

| used in connection with the frogs herein shown

at ¥, Fig. 1, and the webs of the girder-rails
nsed, which imparts stiffness to the whole
structure, are utilized to connect the one part
with the other, makinga system of homogene-
ous structure. A strong and durable sef; of
switches of uniform design and material is thus
furnished for any given line of track, adding
greatly to theefficiency of therailway and sav-
ing much loss of time and consequent direet:
expense in outlay as well as loss of revenue in
effecting repairssuch as would berequired were
less durable materials and constructions used.

1 do not herein claim the frogs shown at F,
Fig. 1, as the same are claimed in another ap-
plication herewith filed, bearing the Serial No.
158,306, | -

Having thus fully described my said im-
provements, as of my invention I claim—

1. A railway-switch for street-car tracks,
composed of one rolled girder guard-rail and
one rolled girder-rail, cut and fitted together
at the necessary angle to deflect the car, se-
cured together at their junction, and at their
divergent ends to the main rails of the track,
substantially as and for the purposes set forth.
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2. In combination with the main rails, a | ends, whereby the car is deflected in either

railway-switeh for street-car tracks composed | of two directions, as may be desired, substan-
of one rolled girder guard-rail and one rolled | tially as and for the purposes set forth.
girder-rail, cut and fitted together at the nec- ARTHUR J. MOXHAM.

5 essary angle to deflect the car, secured to- Witnesses: |
gether at their junction, and provided with a A. MONTGOMERY,
nmovable hinged tongue near their divergent VW. J. MURPHY.
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