: o .No M__oldlelil.)- N - o - L - 2 Sheets—Sheset 1. _. '
~ RAILROAD SWITCH. .

 Patented Apr. 28,1896,

~ No. 559,268.

<38

ZG __ il

h“t“ N

N

13 . .

| ' .. null?ﬁ%#/;j:. o I

RN =
.

R

 Edidltnady Sy




el it S

2 Sheets—Sheet 2.

A M. DREISBACH.

{No Model.)

~ RAILROAD SWITCH.

No. 659,268,

[ . o
.........

or

Ig&;-:ljf

_ nos SN L recsbhacte

/I

7

]?)y @p’& Jqllorgcys |

Wilggéshcs




10

s PATENT OFFICE.

| 'AMOS M. DREISBACH, OF CABEL, PENNSYLVANIA, ASSIGNOR TO LEWIS
 CORELLE, OF SAME PLACE, AND LAFAYETTE FROMETTER, GEORGE
FROMLTTI‘R AND JAMES hASEMAN OF SHAMOKIN, PENNSYLVANTA,

RAILROAD SWITCH

SPEGIFICATION formmg pmt of Lettels Patent No 559 268 dated A.pl 11 28, 1896

.. Apphc%tmn ﬁled Apul 17, 1895, Seua,l No. 546,071,

(Nn model )

To @ZZ whom it may concern: | |
Be it known that I, AMOS M. DREISBACH, a

_eltlzen of the United States residing at Cabel,

of Pennsylvama ]mve mvented a new and

_useful Railroad-Switch, of whi ch the follow-
ing is a specifieation. -

My mventmn relates. to. mlhoad smtell

a simple, efﬁelent and c,ompara,twely inex-

- pensive arran n'ement of parts whereby a frog

for the 111terseet10n of the inner siding and

- 1main track rails to support the inner wheels

_of a cax in passmw fmm the main to the 51d-
15

o for the 51(:11110' tr aela: to dlrect the wheels of the

carto and from the siding-track by the weight

~of the car, to provide mmple means for cush-

20

ioning the parts to prevent jarring and strain-
‘ingduring operation, and to provideimproved
| ___S‘WltCh-—-l‘Ebl]S and means for operating the same’
whereby the efficient operation of the pa,l ts |

18 insured.

- Further o'b,] ects and acleantawes of this | in-
vention will appear in the follomncr descrip-
tion,and thenovel features thereof Wﬂl bepar-

| tlculmly pomted out in the appended claims.

In the drawings, Figure 1is a plan view of
a switch meehamsm 00115131 ucted in accord-
ance withmyinvention,the parts being shown

in their normal ]_)0&»11310]:18 which they occupy

- when the switech mechanism is.set for the

main track,

IF1ig. 2 1s a detall view in per-
Spectwe of the f1 og-rail and operating mech-

~anism, the parts bemﬂ' shown in the positions

111(11@:«31,1;6(1 m Fig. 1. I‘10 3 18 a similar view
showing the fl()ﬂ'--l ail arran ﬂ'ed in alinement

- with the 81(:11]:1@-1:1 ack, as When the tread rails

__ _40

or bars are depressed by the wheels of a car.

Tig. 4 is a transverse section on the line 4 4
- of K ]f‘lﬁ 1.
- tive of Lhe main switch-rails and Opemmnb
parts set for the siding-track.

45 1

Kig. 5 is a detail view in perspec-

Kig. 6is a de-
tail section on the 11116 6 6 of Ifig. 1 R
811:1111&1 numerals of reference 111d1(,a,t0 cor-

T espondm 'parts in all the figures of ﬂle dr: aw- |

ings.
1 deswna‘res 1]16 mmn-{meh

colled spring 13.

ml% aml 2 the

| Sldmc- -track 1&11@ the inner siding and main
'tmck rails bemg arranged to intersect, as
in the ordinary constr uctmn

switch-rails 3 and 4 are arranged to aline at

their extremities with the main-track rails

when the switch is set for the siding-track,

50

The pivotal

tremity against one side of the main-track

rail, while the switch-rail4 is of greater height
than the track-rails and is cut away to fit over

‘the tread of the same, as clearly shown in
- Fig. 5.

of the main rails equal to or greater than the

flange of a wheel, whereby: the wheel which .
1S suppmted by smd switch-rail 4 is calmed
‘This avoids the ne-

over the main-track rail.
cessity of cutting or breaking the continuity
of therail and causing the wheelb of the car to

Jjump the inter val between the parts thereof.
‘The means for adjusting the switch-rails to

The tread of this smteh-l all 4 18 in-
'ehned at 1ts extremities to agree with the
plane of the treads of the main rails, and is
raised at its centerto a helﬂ*ht above the tread

Go

10

the main or siding track posmons consistof a

switch arm or 16V61 9, connected by means of

a link 6.to the switch-bar 7, and this switeh-
bar comprises a rod 8, secur ed at points near

its extremities to the swweh rails 3 and 4, and

aslide 9, mounted uponthe rod and havinga
limited shdmﬂ movementthereon. Said slide
comprises the. terminal eyes 10, connected by
a bar 11, and interposed between the outer
eye 10 and the shoulder 12 on the rod 8isa
The movement of the slide

9 1s limited by a stop 14 on the rod 8 when

the lever or handle i isswung in a direction to

withdraw the extremities of the switch-rails

75

So

from engagement with the main-track rails,;
and when the lever or handle is moved in the -
opposite direction, to cause the switch-rails

toconnect with the main-track rails, the move-
ment of the slide is communmated to the rod
8 through the colled spring, and hence the
switch- rmls are held with a firm spring-pres-
‘sure against the track-rails to plevent acCl- |

-_ dentd,l dlsplzneement

90

05

A frog-rail 15 is employed to connect the, ~

~portion 93 of the inner siding-track rail orthe
| portion thereof which is between the main-

55
the rail 3 being adapted to bear a,t its ex-
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track rails with the portion 2° thereof which
is beyond the inner main-track rail, said frog-
rail being of greater height than the trwk-—
ralls in 01"der to carry the anges of the wheels
over the main-track rail in entermﬂ* the sid-
ing. This frog-railiscutaway to e,xtend over
and rest upon the treads of the main and sid-
ing track rails when the parts are inthe posi-
tions shown in Iig. 3, and the extremities of
the tread of the frog-rail are beveled to allow
the wheels of a car to pass upon and from the
same with facility. The stationary stops 106
are arranged upon the ties contiguous to the
extremity of the portion 2* of the siding-track
rail, said stops being elevated slightly above
the tread of this portion of the rail, whereby
the movement of the frog-rail 15 beyond 1its
proper position in alinement with the siding-
track rail is prevented. The free end of the
frog-rail is supported, when out of alinement

with the siding-track rail, by means of guide-

blocks 17, which are flush at their upper sides
with the tread of the main-track rail, and said
cguide-blocks and stops are secured to the ties
by means of iron plates 18.

The meansforimparting motion to the frog-
rail to arrange it in its various positions com-
prise a rock-shaft 19, having a crank-arm 20,
which is connected by a bar 21 with the frog-
rail. The bar 2118 provided with a depressed
central portion 22 to pass under the contigu-
ous siding-track rail, a raised outer extremity
having a bearing 23, which is fitted upon a
trunnion 24 at the extremity of theé crank-arm
20, and a raised inner extremity 25, having a
slotted extension 26 connected by means of a
loop 27 with the rail 156. The slotted connec-
tion between the extension and the loop pro-
videsforindependent longitudinal movement
of said parts, and an expansion-spring 28,
which 18 interposed between the elevated in-
ner end of the connecting-bar and the end of
the loop, has the effect of forcing the frog-rail
against the stops 16 with a firm pressure when
the connecting-bar isin the positionindicated
in Fig. 3. . A retraction-spring 29 is employed
to return the parts to the positions shown in
in which the frog-rail is out of
alinement with the siding-track rails and the
main track is open.

The means for imparting motion to the
rock-shaft to throw the frog-rail to alinement
with the siding-track rails comprise tread-rails

30 and 31, the former being preferably longer

than the latter and extending beyond the free
end of the frog-rail 15, whereby a car in en-
tering the siding runs upon the tread-rail 50
and depresses the latter before the opposite
wheel comes 1nto a position to contact with
the extremity of the frog-rail. Thetread-rails
30and 31 are pivoted at theirremote ends, and
at their free inner or contiguous extremities
are connected by means of links 32 to the free
end of acrank-arm33. Ilencethe depression
of one of the tread-rails turns the rock-shaft
sufficiently to throw the frog-rail into aline-
ment with the inner siding-track rail. The

bl

“the other tread-rail.

tread-rails are arranged parallel with and con-
tiguous to the outer side of the outersiding-
track rail and between the same and an aux-
iliary rail 34, said auxiliary rail having offset
terminal portmns 35, which bear aﬂ‘amst the
outer side of the 01113@1‘ siding-tr aek rail and
thus form a cavity of a width approximately
equal to that of the tread-rails. The tread-
rails are equalin height to the track-rails, and
hence when depres*sed are flush at their up-
per edges with the treads of the track-rails,
as indicated in Fig. 5. The rock-shaft is
mounted at 1ts extremities in bearings 36 at
the outer ends of brackets 87, secured to the
under surfaces of the outer siding-track rail
and the auxiliary rail.

IFrom the above deseription it will be seen
that as a car approaches the intersection of
the main and siding track rails one of the
tread-rails which normally stands at an incli-

nation to the plane of the freads of the track-
rails is depressed, and motion is thereby com-
municated to the frog-rail to throw the free
end of the latter over the inner siding-track
rail, whereby the wheels upon that side of the
car are carried over the main-track rail with-
out contact therewith, and the combined
lengths of the tread-rails is such that the
wheels of one truck of a car do not leave one
of the tread-rails until the wheels on the other
truck of said car pass upon the outer end of
In this way the frog-
rail is held permanently in its operative po-
sition during the passage to or from the sid-
ing-track of an entire train. Iurthermore,
the cushion-springs which are used between
the connecting-bar and the frog-rail and be-
tween the slide and the shoulder of the rod
forming one member of the switch-bar pre-
vent the jarring of the parts in moving them
to their adjusted positions and at the same
time serve to hold the parts of the switch
mechanism in thelradjusted positions against
displacement by vibration or otherwise.

The advantage in pivotally mounting the
remote ends of the tread-rails at fixed points
upon the rail and arranging their free inner
ends at an interval such that they will be ap-
proximately in contact when the tread-rails
are depressed resides in the fact that the op-
eration of the tread-rails consists solely of a
downward swinging movement thereof In-
stead of a combined swinging and sliding
movement, as in tread-rails heretofore de-
signed for a similar purpose. In a device of
t.his class it is the object to attain the desired
result with the minimum amount of move-
ment and friction, and by the arrangement
above described the only friction is that
caused at the pivotal points by the swinging
movement of the rails, the weight of said
rails serving to assist the depression thereof,
and at the same time when depressed their{ree
ends are approximately in contact, whereby
a wheel traverses the interval without jar.

Various changes in the form, proportion,
and the minor details of construction may be

75
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resorted to without departing from the spirit |
or sacrificing any of the advantages of this

invention.

Having described my mvenmon what I

, claim is—

1. The combination with main and Sldmn
track rails, the former bemw continuous, of a
pivotal fmﬂ'-l ail adapted to alme with the in-

ner 51(:11110'-‘51“3,01;: rail, a rock-shaft, connec-

tions between the roclk-shaft and said frog-
rail, tread-rails arranged contiguous to, zmd
'pa,ra,llel with, the 0111361:' siding-track rail and
having their remote ends pwoted at fixed
'_pomts to said rail and their free inner ends

arranged at an interval whereby they are ap-

pr 031mately in contact when the upper edges
‘of the tread-rails are in the plane of the tr ead
of the track-rail,and independent connections

between the inner free ends of the tread-rails |

and said rock-shaft, substantially as specified.
2. The eombmatlon with main and siding

track rails, the former being continuous, of a;

1ts tread above the |
plane of the treads of the track-rails and |

- pivotal f100—1a11 having

~adapted to swing thereover to OCCupy a posi-
tlon in almement with the siding-track rail,
- stops to limit the movement of the frog-r aﬂ

a rock-shaft, a connecting-rod- between the |

| 1001{ shaft and the fmmlml and having a

559,268 o 3

sliding connection W1th the latter, a cushion-

sSpring rinter posed between the conneetmg-rod _

and the fr og-rail, and a retracting spring to

‘remove the froo*-ra,ﬂ from &11116]]16]113 with the

siding-track 1&11 substantially as specified.
3. The combma’ulon with main and siding

track rails, the former belnﬂ‘ continuous, a,nd
-a frog-rail adapted to swing over the same to

&11]116 with the inner mdmc‘r-—tmck rail, of a

rock-shaft,a conneetmn*—bar between the rock-

shaft and the frocr-mll a cushion-spring be-

| tween the connectmﬂ‘-bar and the frog-rail,

30
35

40

stops to limit the movement of the fr 0@—1’&11 ﬁ'
a return-spring for the connecting-bar, tread-

rails arranged contiguous to the 0111361 Sldl]:lﬂ -

track rail and ha‘vmg free inner and pwotal

outer ends, an auxiliary rail secured to the

outer siding-track rail and spaced between its
extlemltles therefrom to receive the tread-
rails, and connections between the free ends

-of the tread-rails and the rock- shaft, sub-

stantially as specified.

the presence of two witnesses.

_ AMOS M. DREISBACH.
Witnesses: -
GEORGE C. WEISER,
- WILLIAM V. WEAVER.
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In testimony that I claim the f01 egoing as:
my own I have hereto affixed my signature in
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