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This invention relates to railway systems having 
tracks of different gauges and in particular to vehicles 
for such systems able to pass from a narrower gauged 
track to a wider gauged track and vice versa. 
Various proposals have been made for enabling a 

railway vehicle to pass from one track to another. One 
such proposal is to arrange for the wheels of the vehicle 
to be axially movable on their shafts between two or 
more positions and to provide locking means which will 
releasably lock the wheels in any one of these positions 
once they have been moved thereinto. This method has 
various drawbacks: ?rstly it decreases the rigidity of the 
axles, secondly, when adapting the wheels from one 
gauge of track to another, it is necessary to lift the vehi 
cle because of the ?anges on the wheels, and thirdly, 
various accessories, in particular the brakes, must be 
adjusted. As regards the rigidity aspect, experience has 
shown that it is essential for the carrier wheels of a rail 
way vehicle and their shafts to be absolutely rigid, par 
ticularly in curves, and any decrease in rigidity would 
be detrimental to safe travel. As regards the other two 
drawbacks, they involve much labor and time. 
An object of the invention is to provide a railway sys 

tem or at least a vehicle therefor which will avoid, at 
least to a large extent, the above drawbacks. 
Broadly, the invention provides in or for use in a rail 

way system comprising at least two tracks of different 
gauges meeting in a track to track change-over section, 
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a vehicle which is capable of travel on both tracks and _ 
which comprises carrier wheels able to roll without ad 
aptation on either of said two tracks and guide means 
having ?anged members engageable with the rails of 
either track in said change-over section. 
The invention will now be described in greater detail 

and by way of example with reference to the accompa 
nying, very diagrammatic, drawings, in which: 
FIGS. 1 and 2 are respectively a plan view and a side 

view of part of a railway vehicle, at one end thereof, 
and of a change-over section for two tracks having dif 
ferent gauges, these ?gures illustrating one form of em 
bodiment of the invention; 
FIGS. 3 and 4 are views similar to those of FIGS. 1 

and 2, showing part of another railway vehicle, at one 
end thereof, and of another change-over section for 
two differently gauged tracks, these ?gures illustrating 
a second form of embodiment of the invention; 
FIG. 5 shows the arrangement of the rails for the em 

bodiments illustrated in FIGS. l and 2 and in FIGS. 3 
and 4; 
FIGS. 6 and 7 show alternative constructions for the 

wheels visible in FIG. 5 to suit different track gauges 
and the rail arrangements therefor; 
FIG. 8 and FIGS. 9 and 10 illustrate variant ?anged 

members capable of being used in the embodiments il 
lustrated in FIGS. 1 to 4; 
F IG. 11 illustrates an alternative form of guide means 

capable of being used in the embodiment illustrated in 
FIGS. 3 and 4; 
FIG. 12 is a plan view of a railway bogie, and of parts 

of two tracks having different gauges, and illustrates a 
further form of embodiment of the invention; 
FIGS. 13 and 14 are end views of some wheels and 

sectional views of some tracks having different gauges, 
these figures illustrating still another form of embodi 
ment of the invention. 
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2 
In the following description, corresponding parts are 

given the same reference numerals. 
Referring now to FIGS. 1 and 2, the rails of the two 

tracks are referenced 1 and 2. Their terminal portions 
are co-extensive and de?ne a change-over section, gen 
erally referenced 3. In this change-over section 3, two 
lengths of auxiliary rail 4 (shown in chain-dotted lines 
for clarity) are provided between the track rails l and 
2 and the terminal portions of the latter are formed 
with ?at depressed parts 1A and 2A, respectively, of 
equal depth and length but longitudinally offset to each 
other by a predetemiined amount. The depressed parts 
1A and 2A are connected at their opposite ends to the 
remainder of the rails l and 2 by inclines 1B and 1C, 
and 2B and 2C, respectively, the inclines 1C and 2C 
being followed by level free end parts 1D and 2D more 
or less bridging the distance separating the tops of in 
clines 1C and 2B and the tops of inclines 2C and 18, 
respectively. 
The vehicle part shown in FIGS. 1 and 2 (which 

could also be part of a bogie) comprises a chassis 5 sup 
ported on a pair of ?angeless carrier wheels 6 which 
have conical rims and which are rigidly and perma 
nently secured on an axle shaft 7 rotating in bearings 
such as 8, the bearings being each secured to the center 
of a set of leaf springs 9 attached at one end to a 
bracket 10 rigidly mounted on the chassis 5 and at the 
other end to one arm 11A of a two-armed lever 11 piv 
oting at 12 on a bracket 13 rigidly mounted also on the 
chassis 5. 
The other arm, 11B, of each lever 11 is longer than 

arm 11A and has pivotally mounted thereon at 14 a 
generally triangular, upwardly extending, plate 15 
whose uppermost angle is shaped to form a nose 16 se 
lectively engageable in either of two notches 17A and 
178 formed in a position setter 17 that is secured to the 
underside of the chassis 5. 
Near the other two angles of the triangular plate 15 

are rotatably mounted, at locations symmetrically dis 
posed in relation to a line passing through the nose l6 ‘ I 
and the pivot l4, one end of two shafts 2t) and 21 on 
each of which is rigidly secured a pair of ?anged guide 
wheels, 22 and 23 respectively, the other end of the 
shafts 20 and 21 being rotatably mounted in another, 
identical, plate 15 pivoting on another, identical, lever 
1 l. The guide wheels 22 and 23 are differently spaced 
with the wheels 22 being intended only to roll on the 
rails l and the wheel 23 being intended only to roll on 
the rails 2, as opposed to the ?angeless carrier wheels 
6 which are wide enough to roll on the rails of both 
tracks. 

The arrangement formed by the members 1 l, 15 and 
10 is so dimensioned that when the vehicle is travelling 
along the narrower gauged track with the noses 16 en 
gaged in notches 17A and the guide wheels 22 in rolling 
engagement with the rails 2, the guide wheels 23 will 
occupy a raised inoperative position well clear of the 
track so that its ?ange should not come into contact 
with any points or other devices provided along the 
track. Similarly, when the vehicle is travelling along the 
wider gauged track with the noses 16 engaged in 
notches 17B and the guide wheels 23 in rolling engage 
ment with the rails 1, members i 1, l5 and 10 cooperate 
to keep the guide wheels 22 clear of the track. 
Although it would be possible manually to switch the 

positions of the guide wheels 22 and 23 in a change 
over section consisting of immodi?ed co-extensive ter 
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minal portions of rails 1 and 2, provided the position 
setters 17 were slightly redesigned to enable the noses 
16 to be moved from notches 17A to notches 17B and 
vice versa without ?rst being lowered, as by having a 
removable divide between the notches of each position 
setter 17, it is preferred to resort to the form of change 
over section 3 illustrated in FIGS. 1 and 2 when a vehi 
cle is ?tted with a guide-wheel-carrying arrangement as 
shown in these two ?gures, as this section 3 will per 
form the change-over operation automatically. 
Now, if it is assumed that the vehicle is travelling 

from left to right in FIGS. 2 and 3 along the rails 2, the 
guide wheels 22, upon entering the change-over section 
3, roll down the inclines 2B. In so doing, the noses 16 
are lowered out of the notches 17A and at the same 
time the plates 15 tilt over to the right, as viewed, about 
the pins 14 to bring the guide wheels 23 into engage 
ment with the ?at depressed parts 1A of rails l, at 
which time the guide wheels 22 will have reached the 
?at depressed rail parts 2A. At this point the noses l6 
lie beneath the rounded bosses 24 separating the 
notches 17A and 17B and half-way between the latter. 
Upon reaching the right-hand end of the rail parts 2A, 
the guide wheels 22 roll up the inclines 2C thus causing 
the plates 15 to be tilted further over to the right and 
at the same time causing the noses 16 to be lifted into 
partial engagement with the notches 178. This engage 
ment is completed upon the guide wheels 23 subse 
quently rolling up the inclines 18, at which point the 
guide wheels 22, rolling along rail parts 2D, are forced 
up, clear of the track, as a result of a camming action 
that is designed to take place between the surfaces of 
the noses l6 and the notches 173. 
Because of the symmetrical nature of the guide 

means, here consisting of the two plates 15 and of the 
two pairs of ?anged wheels 22 and 23, of the position 
setter 17 for releasably locking the guide means in ei 
ther of the two operative positions de?ned by the 
notches 17A and 17B, and of the track change-over 
section 3, the same operation will take place in reverse 
when the vehicle passes from the wider gauged track to 
the narrower gauged track. 
The presence of the auxiliary rails ensures that the 

flangeless carrier wheels 6 will not drop in the dip exist 
ing in the middle of the change-over section 3 where 
the depressed rail parts 1A and 2A coincide. 
By attaching one end of the sets of leaf spring 9 to the 

short arms 11A of the levers 11 instead of to the brack 
ets 13, part of the vehicle load is transferred to which 
ever of the guide wheels 22 and 23 are in operation, 
thereby ensuring proper engagement between the 
guide wheels and the rails without having specially to 
weight the guide means, the extent of the load transfer 
being determined by the relative effective lengths of 
the arms 11A and 11B of lever 1 1. This attachment of 
the lever arms 11A to one end of the sets of leaf springs 
9 also introduces a degree of resiliency in the guide 
means since the noses l6 are preferably arranged so as 
never to lie plumb above the axis of the guide wheels 
that are in operation. As will be appreciated, the dis 
tance between the vehicle chassis 5 and the rails can 
vary, for instance because of changes in the load having 
to be carried by the chassis, and can differ from one 
side of the vehicle to the other, for instance because of 
uneven load distribution or because of the action of 
centrifugal force in bends. By providing some play in 
the pivotal mountings of the shafts 20 and 23 in the 
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4 
plates 15, the two halves of each guide means are made 
substantially independent of each other, and the above 
referred to resiliency will provide automatic adjust 
mentlifor any changes in chassis height. 
To ensure that the operative guide wheels do not lift 

in relation to the carrier wheels 6, as such lifting could 
cause the vehicle to come off the rails, anti-derailing 
means are provided comprising abutments 25 engage 
able by the underside of the lever arms 1 1A, each abut 
ment being carried by one end of a two-armed lever 26 
pivotally mounted at 27 on the chassis 5 with the oppo 
site end of the lever 26 being connected to the bearing 
8 of the associated carrier wheel 6. The lever arrange 
ment ensures that the position of the abutment 25 is re 
lated to that of the bearing 8 and hence in effect to the 
rails and not to the chassis. 

ln FIGS. 3 and 4, the track rails 1 and 2 again have 
co-extensive terminal portions de?ning a change-over 
section 3. This change-over section 3 is designed auto 
matically to modify the spacing of a single pair of 
?anged guide wheels 28 by sliding displacement along 
a shaft 29 to adapt the guide wheels 28 to any one of 
two or more different track gauges. To achieve this, the 
terminal portions of the rails 1 and 2 are joined by 
oblique and depressed rail segments 30, the terminal 
portions of the rails l and 2 being formed with parallel 
inclines 1E and 2E merging with the depressed seg 
ments 30. To prevent the carrier wheels 6 from drop 
ping in the dip formed by the depressed segments 30 
and to force the guide wheels to move outwardly along 
the shaft 29 when passing from the narrower gauged 
track to the wider gauged track, counter—rails 31 are 
provided inside of the rail segments 30 and the adjacent 
terminal portions of the rails 1 and 2, and parallel 
thereto, these counter-rails 31 remaining level through 
out with the associated rails l and 2, to provide support 
for the carrier wheels 6. Additionally, the terminal por 
tions of the rails 1 may include separate parts IP for the 
carrier wheels 6 to roll on. For purposes of clarity, the 
rail part 1F and the counter-rail 31 are shown jointly in 
F IG. 4 as a chain-dotted line. 
Each end of the shaft 29 and the guide wheel 28 car 

ried thereby are slidably mounted in a forked arm ll 1B 
of a two-armed lever 1 I mounted for pivotal and sliding 
displacement on a shaft 32 secured by means not 
shown to the chassis 5. The lever 11 has secured in the 
region of its pivotal axis a catch 16, here in the form of 
a disc-like member, adapted to be brought into selec: 
tive engagement with any one of three notches 17A, 
17B and 17C formed in a position setter 17 mounted 
for pivotal, but not for axial, movement on a shaft 33 
secured by means not shown to the chassis 5. The posi 
tion setter 17 in effect here consists of a two-armed 
lever with the notches 17A, 17B and 17C formed at the 
end of one arm, the other arm being connected by a 
link rod 34 to the shaft 29. The other, shorter, arm 1 1A 
of the lever ll is connected, as in the previous con 
struction, to one end of a set of leaf springs 9. Anti 
derailing means, similar to those previously described, 
are also provided. 
When the vehicle is travelling along the rails l, the 

guide wheels 28 occupy the illustrated position and the 
catch 16 is engaged in the slot 17A. Upon entering the 
change-over section v3, the guide wheels 28 ?rst roll 
down the inclines 11E, thereby causing the position set 
ters 17 to be rotated clockwise, as viewed in FIG. 4, 
about the shaft 33 to move the notches 17A out of en 
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gagement with the catches 16. The wheels 28 (and 
‘hence the levers 11) are then forced towards each 
other as they roll along the oblique rail segments 30 
and are then lifted again as they roll up the inclines 2E 
to cause the position setters 17 to be brought into en 
gagement with the notches 178 corresponding to the 
gauge of the narrower track formed by the rails 2, and 
hence to lock the wheels 28 in this new position. In the 
reverse direction, the adapting operation is much the 
same except that it is the counter-rails 31 which cause 
the wheels 28 to move axially along the shaft 29. 
To prevent the end portions of the shaft 29 from pro 

jecting past the levers 11 when the catches are in en 
gagement with the notches 17B or 17C, the shaft 29 
could be telescopically constructed or could consist of 
two shaft parts respectively carried by the forked arms 
11B of levers 11. 
Since it is preferred to use ?angeless carrier wheels 

6 having conical rims, the rails 1 and 2 of the two differ 
ently gauged tracks are preferably disposed as shown in 
FIG. 5, i.e. inwardly inclined with the heads of the more 
widely spaced rails 1 at a higher level than those of the 
more narrowly spaced rails 2. Where the gauge differ~ 
ence between the two tracks is greater than, say, in 
FIG. 5, the flangeless carrier wheels could be con 
structed as in FIG. 6 or could be constructed in two 
parts 6A and 63 as in FIG. 7 with the heads of rails 1 
and 2 at the same level although the latter are still in 
wardly inclined. 
As the carrying and guiding functions of normal rail 

way vehicle wheels have been dissociated in the above 
described embodiments, the guide wheels 22 and 23 in 
FIGS. 1 and 2 and the guide wheels 28 in FIGS. 3and 
4 could be rimless as in FIG. 8, in which case, however, 
means would have to be provided to hold the guide 
wheels in a predetermined operative position in rela 
tion to the carrier wheels. 
FIGS. 9 and 10 illustrate an alternative for the guide 

wheels. Here vehicle guidance along the tracks is pro 
vided by ?anged shoes which slide along the rails. 
The FIG. 11 guide wheel arrangement involves a 

track change-over section similar to that shown in 
FIGS. 3 and 4 except that the oblique rail segments 30 
need not be depressed. The guide wheel arrangement 
illustrated in FIG. 11 is telescopic and comprises a hub 
35 ?xedly mounted on a shaft 36 and a ?anged rim 37 
mounted on the hub 35 for axial movement thereon. 
The rim 35 is moved inwardly by the oblique rail seg 
ment 30 and outwardly by the counter-rail 31 parallel 
thereto. When the guide wheel is travelling along a rail 
of one or other track, the rim 37 is locked to the hub 
35 by bolts 38 carried by the hub 35. The bolts 38 are 
mounted for radial sliding movement into or out of en 
gagement with any one of two or more circumferential 
grooves (not shown) on the inside of the rim 37. These 
grooves correspond to the different gauges of the 
tracks over which the guide wheel is required to travel. 
At their radially inner ends the sliding bolts 38 are 
formed with outwardly inclined surfaces 38A engage 
able by the ?ared open inner end of a cylindrical actu 
ating member 39 slidably mounted on the shaft 36 and 
extending out of the hub 35 through an opening on the 
outside of the latter. 

Upon entering a change-over section, the actuating 
member 39 abuts against a track cam plate 4% which 
pushes the member 39 into engagement with‘the in 
clined surfaces 38A to move the sliding bolts 38 radi 
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ally inwards against the action of springs not shown, 
thereby releasing the rim 37. The rim 37 is then moved 
axially in relation to the hub 35 either by the rail seg 
ment 30 or the counter-rail 31 depending on whether 
the rim 37 has to be moved to the right or to the left 
as viewed in FIG. 11. At the end of this axial displace 
ment, the actuating member 39 moves clear of the 
track cam plate 40 and is then returned to its initial, in 
operative, position under the action of the springs asso 
ciated with the sliding bolts 38, the latter being forced 
by these springs radially outwards to lock the rim 37 in 
its new axial position. 
FIG. 12 represents a bogie for a vehicle adapted to 

travel on railway tracks having different gauges and on 
roads. The bogie is ?tted with ?angeless carrier wheels 
6 mounted for free rotation on shafts 7 and consisting 
here of twin-tyred wheels, the outer tires being ar 
ranged to roll on the rails l of the wider gauged track 
and the inner tires being arranged to roll on the rails 2 
of the narrower gauged track. The bogie is further ?t 
ted with two pairs of ?anged guide wheels 28 mounted 
for free rotation on, and for axial movement along, 
shafts 29, in a manner similar to that shown in FIGS. 3 
and 4. The means associated with the guide wheels 29 
to adapt them to the gauge of one or other track and 
to lock them once adapted are similar to those in FIGS. 
3 and 4 and have accordingly not been illustrated. The 
same applies to the change-over section where the two 
tracks meet. 

When a vehicle having bogies as illustrated in FIG. 12 
is required to pass from track to road, it is made to 
enter a road/rail change-over section ?tted with means 
(not shown) for automatically lifting the shafts 29 to a 
height such that the ?anged guide wheels 28 carried 
thereby will be well clear of the road surface,'releasable 
locking means (not shown either) being also provided 
to hold the wheels 28 and shafts 29 in their raised, inop 
erative, position. The lifting means could for instance 
consist of a ramp, provided between the track rails, 
with which the shafts 29 come into engagement when 
the latter have entered the road/rail change-over sec 
tion and which lift the shafts 29 to the level of the shafts 
7. The lifting operation could be effected against the 
action of spring means normally tending to urge the 
wheels 28 into engagement with the track rails, in 
which case the right-hand end of the set of leaf-spring 
9 in FIG. 4 would be attached to a, bracket similar to 
the bracket 10 instead of to the lever arm 11A. The 
locking means for releasably holding the wheels 28 and 
shafts 29 in their raised, inoperative, position could 
consist of mechanisms similar in principle to the mech 
anism described with reference to FIG. I 1 and actuated 
by cam plates provided in the road/rail change-over 
section. 
To enable the vehicle to be towed and guided on a 

road, its rear bogies could be locked against pivotal 
movement about its vertical axis and its front bogie 
would be ?tted with a tow bar for coupling the vehicle 
to a tractor. By way of alternative, the guiding action 
on the road would be provided by additional road guide 
wheels, not shown, which are lowered into operative 
position at the front end of the vehicle when the rail 
guide means are retracted. 

Because the carrier wheels 6 are preferably ?tted 
with pneumatic tires and because of the narrow sup 
porting surfaces provided by the rails, it is preferred 
that part of the weight of the vehicle be supported by 
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the guide wheels 28 also. In such a case, each bogie is 
preferably provided with two pairs of rail guide wheels 
28 as shown, with the tyred carrier wheels 6 between 
the guide wheels 28. Alternatively or in addition, the 
carrier wheels may have rims inside the pneumatic tires 
which can come into engagement with the rails through 
the intermediary of the tire treads. 

It will be appreciated that instead of guide means and 
locking means similar to those shown in FIGS. 3 and 4, 
it would be possible to resort to guide means and lock 
ing means analogous to those shown in FIGS. 1 and 2. 

In the arrangement illustrated‘in FIGS. 13 and 14, 
FIG. 13 shows a flanged guide wheel 28 mounted for 
axial displacement on a shaft 29 whereby it may selec 
tively be brought into rolling engagement with a rail 2 
of a narrower gauge track (the position shown in full 
lines) or with a rail 1 of a wider gauge track (the posi 
tion shown in broken lines), the switch from one rail to 
the other being effected with the aid of means and of 
a change-over section similar to those illustrated in 
FIGS. 3 and 4. 
The shaft 29 here extends beyond a bearing 41 and 

carries at its end a second ?anged guide wheel 42. The 
rim of the wheel 42 is much more sharply inclined than 
that of the wheel 28 and the ?ange of the wheel 42, ref 
erenced 43, is provided along the outer edge of the rim. 
The wheel 42 is meant to roll on rails 44 of an extra 
wide track, which rails are markedly more inwardly in 
clined than the rails l and 2. 
FIG. 14 shows a ?angeless carrier wheel portion 6A 

rigidly mounted on a shaft 7 and having a wide enough 
rim to roll on the rails I and 2 of the narrow and wider 
gauged tracks (also referred to hereinafter as the “nor. 
mal” tracks to distinguish from the extra-wide track). 
The wheel portion 6A is here identical to the carrier 
wheels 6 shown in FIGS. 1 to 5. The shaft 7 extends be 
yond a bearing 45 and carries at its end a second 
?angeless carrier wheel portion 68. As with the wheel 
42, the rim of the wheel portion 6B is very much more 
inclined than that of its adjacent wheel portion 6A. 
The rails 44, which provide a track having a gauge 

approaching twice that of the tracks formed by the rails 
I and 2 the wheel 42 and the wheel portion 63 are de 
signed to enable very high speeds of travel outside sta 
tion areas (where no shuntings are to be found), e.g. 
360 km/hour in curves having a radius of 2000 m, this 
being facilitated by the greater inclination of the rails 
and of the rims. 
Within station areas, the extra-wide track is inter 

rupted and at the break-off points track change-over 
sections are provided. In these change-over sections 
the end portions of the rails 44 of the extra-wide track 
slope gently downwards to beneath the level of the rails 
1 or 2 of the “normal” track in use in the station area 
concerned so that the wheels 28 and the wheel portions 
6A of a railway vehicle travelling along the extra-wide 
track into the station area will come into gentle engage 
ment with the rails I or 2, as the case may be, upon its 
wheels 42 and wheel portions 6B reaching the end of ~ 
the rails 44 in that change-over section. Conversely, 
when the vehicle leaves the station area, its wheels 42 
and wheel portions 68 will come into gentle engage 
ment with the sloping end portions of the rails 44 and 
the wheels 28 and wheel portions 6A will be lifted off 
the rails 1 or 2.,To ensure a smooth changeover, the 
wheels 6 and 28 as also the wheel portions 6A and 6B 
are mounted on their respective shafts in such manner 
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that they are all rotating when the vehicle is in motion. 
Where the rails 44 are coextensive with the rails 1 or 

2, the heads of the former are normally at a higher level 
than those of the latter. This state of coextensiveness 
may exist only over a short. distance, within the change 
over sections, or over the entire length of the extra 
wide track thus providing a dual purpose network 
which can cater both for trains able only to travel on 
“normal” tracks and for trains able to travel on extra 
wide tracks. 
The maximum diameter of the rims of wheels 42 and 

of wheel portions 68 should not exceed the maximum 
diameter of the rims of wheels 28 and of wheel portions 
6A, respectively, nor should the ?anges 43 have a di 
ameter exceeding the maximum of the wheels 42 so 
that at shunting points within a station area the wheels 
42 and wheel portions 68 may not interfere with the 
movements of the vehicles on which they are ?tted. 
Trains consisting of vehicles designed to travel at 

very high speed on the rails 44 necessarily must slow 
down quite considerably in a station area even through 
they may not be required to stop in this area. Where the 
trains are required to pass from one “normal” track to 
another lying parallel thereto, over particularly short or 
sharply curved shuntings tending to throw the vehicles 
off balance and order that these trains should not have 
to slow down unduly because of this, lengths of rail 44 
may be provided along the shuntings between the two 
parallel “normal” tracks for engagement by the wheels 
42 and wheel portions 68, as the vehicles travel over 
the shuntings, to steady these vehicles. 

In a modi?ed form of construction for the vehicles 
described with reference to FIGS. 13 and 14, either the 
wheels 42 or the wheel portions 6B could be dispensed 
with, and when it is the wheels 42 that are being omit 
tecl then the wheel portions 68 are preferably provided 
with ?anges such as 43. 
The ?tting of ?anges 43 on the outside of wheels or 

wheel portions such as 42 or 68 has the added advan 
tage of making very high speed travel of vehicles on the 
extra-wide track safer in bends since the forceful 
?ange-rail contact that usually occurs in a bend in es 
tablished on the inside of the bend instead of the out 
side, the resulting friction tending to help the vehicles 
negotiate the bends. 

If desired, the guide wheels in the several construc 
tions described above could be mounted on Bissel 
tracks as this can help to increase further the more ?ex 
ible guiding action that is achieved by the separation of 
the guiding and the carrying functions of the wheels. 
Mounting the carrier wheels between two pairs of guide 
wheels in a vehicle or a bogie helps to achieve an anti 
swaying action on the vehicle or bogie. 
As an additional safeguard, means are preferably 

provided on each vehicle and/or in each change-over 
section for checking that the guide wheels once 
adapted to another track gauge are properly locked in 
place. Such means can assume a variety of forms and 
can be optical, mechanical, pneumatic, electric or elec 
tronic in nature. 

In a further modi?ed form of construction for the ve 
hicle described with reference to FIGS. 13 and 14, the 
guide wheels 42 and 28 and their associated shaft 29 
are dispensed with, the ?angeless carrier wheel portion 
6A is replaced by a conventional ?anged carrier wheel 
and the ?angeless carrier wheel portion 63 is replaced 
by a ?anged wheel similar to the wheel 42. A vehicle 
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so constructed would be suitable for travel on one 
“normal” track only and on an extra-wide track. 

I claim: 
1. Apparatus for transferring a track riding vehicle 

from a ?rst pair of parallel tracks of a ?rst gauge to a 
second track pair of parallel tracks of a second gauge 
comprising, in combination: 
a track transition including a depressed section of 
track between said ?rst and second tracks and con 
necting track sections for connecting said ?rst and 
second tracks with said depressed section; 

a continuous level section of track substantially par 
allel with said depressed section; and 
wheel carriage for said vehicle including carrier 
wheel means capable of riding both said ?rst and 
said second tracks simultaneously, flanged guide 
wheel means for engaging said ?rst and second 
tracks and said transition including at least a por 
tion of said depressed section, and means for main 
taining said ?anged guide wheel means in coopera 
tion with said ?rst or second of tracks or said tran 
sition. 

2. The apparatus of claim 1 wherein said guide wheel 
means includes at least ?rst and second pairs of ?anged 
guide wheels, one of said pairs having a gauge equal to 
said gauge of said ?rst track and the other of said pairs 
having a gauge equal to said gauge of said second track, 
said pairs of ?anged wheels being mounted one behind 
the other on the carriage. 

3. The apparatus of claim 1 wherein said ?rst and 
second tracks have separately depressed sections which 
overlap. 

4. The apparatus of claim 1 wherein said ?rst and 
second tracks have separate depressed sections which 
overlap for a portion thereof each of said tracks con 
tinuing beyond the depressed portion of the other track 
before terminating. 

5. The apparatus of claim 1 wherein said ?anged 
guide wheel means comprise at least one pair of spaced 
wheels mounted on axle means and including means for 
adjustment of the spacing thereof whenever said 
?anged wheels are positioned in the depressed section 
of said track. 

6. The improved mechanism of claim 1 including an 
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ti-derailing means, said antiderailing means including 
means connecting the carrier wheel means with the 
flanged guide wheels to ‘bias the guide wheel means 
with the tracks. 

7. The improved apparatus of claim 1 wherein said 
carrier wheel means comprise two pairs of separate 
wheels for engaging the separate tracks. 

8. The improved apparatus of claim 1 wherein said 
carrier wheel means are ?anged. 

9. The improved apparatus of claim 1 wherein said 
carrier wheel means are separate flanged wheels each 
adapted to engage one of said tracks. 

10. The improved apparatus of claim 1 wherein said 
?anged guide wheels comprise guide shoes slidable on 
said ?rst or second tracks. 

11. Apparatus for transferring a track riding vehicle 
from a ?rst pair of parallel tracks of a ?rst gauge to a 
second pair of parallel tracks of a second gauge com 
prising, in combination: 
a track transition including a depressed section of 
track between said ?rst and second tracks and con 
necting sections for connecting said ?rst and sec 
ond tracks with said depressed section; 

a continuous level section of track substantially par 
allel with the depressed section; 

a wheel carriage for said vehicle; 
carrier wheel means on said carriage capable of rid 

ing both tracks and said level section simulta 
neously, a guide wheel track having ?rst and sec 
ond ?anged guide wheels for riding ?rst and second 
tracks respectively, bracket means pivotally con 
necting said track to said carriage, guide wheel 
locking means for engaging a portion of said track 
to position said ?rst or second ?anged guide wheels 
only in engagement with said ?rst or second tracks 
respectively except when said ?anged guide wheels 
are positioned in said depressed section. 

12. The apparatus of claim 11 wherein said locking 
means comprise a pair of slots in said carriage and said 
track includes a projection for engaging one of said 
slots and thereby pivot said bracket means and hold 
said track in a ?rst or second position to engage said 
?anged guide wheels with said ?rst or second tracks. 

* * * * * 


