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To (t// it'? On, if in?t i? concer'7. - 
Be it known that I, MOSES S. PITTMAN, of 

Independence, Jackson county, Missouri, have 
invented certain new and useful Improve 

5 ments in Stationary Railway - Switches, of 
which the following is a full, clear, and exact 
description, reference being had to the ac 
companying drawings, forming a parthereof. 

\ly invention relates to stationary railway 
Io switches, and is designed particularly as an 

improvement on a switch embodied in my ap 
plication for patent filed February 24, 1896, 
Serial No. 5S0,604, and which has been found 
objectionable in practice in that in passing 

I5 onto the single track the lateral swerve or 
movement of the car is too great and is con 
sidered slightly dangerous for a train run 
ning at a very high rate of speed. That this 
difficulty has been overcome in great measure 

2O will be apparent from a careful consideration 
of the following specification, in connection 
with the drawings. 
The novel features of the invention are set 

forth in appended claims. 
25 Referring now to said drawings, Figure 1 

represents a plan view of a stationary switch 
constructed in accordance with my invention. 
Fig. 2 is a vertical cross-section taken on th 
line II II of Fig. 1. 

3o Similar reference-numerals designate cor 
responding parts. 

11 designate the right-hand rails of a double 
section of track, and 22 designate the rails 
Cf the left-hand section of double track. 

35 33 designate the single-track rails, and 
they are arranged in longitudinal alinement 
with the track-rails 2. 
4 designates the rail which connects the 

left-hand rails 2 and 3, when viewed in the 
4o direction indicated by the arrow A. Said 

rail, in contradistinction to the corresponding 
rail in the aforesaid application for patent, is 
bent outwardly, so as to form a slight obtuse 
angle, the apex of which occupies a vertical 

45 plane outward of the longitudinal line of the 
track-rails 2 and 3, as shown at 5. This angle 
may be more clearly seen if the drawing is 
held near the plane of and with the rail in 
longitudinal alinement with the eye. 

5o 6 designates the rail which connects the 
right-hand track-rail 1 and the right-hand 

track-rail 3, and owing to the fact that said 
rails are not in longitudinal alinement the 
rail 6 must be bent to properly connect them. 
To accomplish this, the said rail, a short 55 
distance from the end of the rail 1, is bent, as 
shown at 7, and at a suitable point is bent in 
the opposite direction, as shown at 8. It is 
also bent, as at 9, at a point about two-thirds 
of the distance between the bends 7 and 8, 6o 
but this bend 9 is simply a more abrupt con 
tinuation of the bend 7. The railisarranged 
so that the apex of the bend 7 occupies a 
plane slightly outward of the right-hand 
track-rail 1, while that portion between the 65 
bend 8 and the track-rail 3, with which said 
portion connects, extends parallel to that por 
tion of the rail 4 between the reference-nu 
meral 5 and the left-hand track-rail 3, and 
consequently the rail 6 at the point S is in- 7o 
ward of the longitudinal line of the right 
hand track-rails 2 and 3, as may be clearly 
seen by viewing it in the manner hereinbefore 
described with reference to the rail 4 or by 
placing a straight-edge or ruler upon it. 75 

10 designates the short pointed rail. Said 
rail forms a continuation of the left-hand 
track-rail 1 and extends from said rail to a 
point opposite the apex. 5 of the rail 4. It is 
beveled at both sides, and its inner margin 80 
extends approximately parallel to the in 
wardly-slanting portion of the rail 6 lying be 
tween the points 7 and 9, while its outer mar 
gin extends parallel to the outwardly-slant 
ing portion of the rail 4 lying between the 85 
connecting-rail 2 and the apex of the bend 5. 
The general disposition of the rail 10 there 
fore is an outward angle from the connecting 
rail I. Said rail at its outer side is beveled 
to a point, as shown at 11, the inclination of 9o 
said bevel being toward the single track and 
the opposite or right-hand track-rails, or, in 
other words, said bevel extends divergently 
from that portion of the rail 4 lying between 
the reference-numerals 2 and 5. 95 

12 designates the long pointed rail, which 
forms a continuation of the right-hand track 
rail 2. The general disposition of this railis 
inward from said track-rail, so that its inner 
beveled margin extends approximately par 
allel with the inner margin of that portion of 
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numerals 2 and 5, while its outer beveled 
margin extends approximately parallel with 
the inclined portion of the rail 6 lying be 
tween the reference-numerals 7 and 9. This 
pointed rail projects some distance beyond 
the end of the pointed rail 10, and at its inner 
side is beveled abruptly to a point, as shown 
at 13, such bevel extending approximately 
parallel with the beveled surface 11 of the 
rail 10, so that the extreme point of said rail 
12 shall lie slightly outward of the plane of 
the apex of the bend 8 of the rail 6. The 
point of said rail may be also slightly rounded 
at its opposite side, and the same is true of 
the pointed end of the rail 10. 

14 designates the guard-rail, which is ar 
ranged inward of the rails 4 and 10 and ex 
tends, preferably, from a point adjacent to 
the track-rail 1 to the track-rail 3 and at its 
opposite ends is bent or curved outwardly in 
the customary manner, as shown at 15. Said 
rail extends approximately parallel with the 
portion of the rail 6 lying between the nu 
merals 7 and 9, and just beyond the end of 
the short pointed rail 10 is bent, as at 16, to 
increase the abruptness of the slant, and said 
portion 16 is also made slightly more abrupt 
than the portion of the rail 6 lying between 
the reference-numerals 8 and 9, for a purpose 
which is hereinafter explained. Adjacent to 
the rail 4 said rail 14 is bent in the opposite 
direction, as shown at 17, and from the nu 
meral 17 extends parallel to that portion of 
the rail 4 lying between the reference-numer 
als 3 and 5. It will be observed in this con 
nection that the bend 17 is forward of the point 
of the long rail 12, but that when a truck is 
traveling in the direction indicated by the ar 
row A' the flange of the left-hand wheel over 
laps the beveled end 13 of said pointed rail be 
fore the flange of the companion wheel escapes 
from the controlling influence of the guard 
rail 14 forward of the bend 17. In other 
words, the right-hand wheels of the truck, 
when traveling in the direction indicated by 
the arrow A', are caused to move parallel 
with that portion of the guard-rail between 
the bend 17 and its front end, and this mo 
tion is continued positively and reliably in 
the same direction until the flange of the left 
hand wheel of the same axle overlaps the in 
ner side of the pointed rail 12, so that it is 
absolutely impossible as long as the rails 
maintain their relative positions for a train 
moving in the direction indicated to take the 
left-hand tra.k. It will he noted in this con 
nection that the distance between the bend 
17 and the point of the rail 12 may be varied 
considerably, provided it never be so great as 
to permit the light-hand wheel to pass en 
tirely beyond the controlling influence of the 
guard-rail before the corresponding left-hand 
wheel overlaps the beveled end 13 of said 
pointed rail. 

It is to be understood that by “controlling 
influence' I do not mean that the flanges of 
said wheels shall synchronously contact with ! 
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or overlap the points mentioned of said rails, 
but that such points must be sufficiently near 
together to insure that no swerve of the 
wheels can possibly take place before the 
left-hand wheel would actually overlap the 
pointed rail 12. In other words, I mean that 
at whatever speed the train or car be moving 
it will be too great for a swerve of the wheels 
to take place after leaving the guard-rail and 
before reaching the pointed rail. 
Immediately the left-hand flange has over 

lapped the beveled end of the long pointed 
rail said pointed rail becomes the controlling 
influence which determines the direction of 
the movement of the train and guides the 
train until the right-hand wheel has passed 
or overlapped the beveled end of the short 
pointed rail 10 and has come into frictional 
contact with the inner side of the rail 4 at a 
point between the track-rail 2 and the apex 
5. Immediately this contact takes place said 
portion of the rail becomes the controlling 
influence in turn and causes the train to in 
perceptibly swerve and follow the inclination 
of the rails 4 and 12 until it has cleared the 
switch and passed upon the right-hand track 
rails 2, as will be readily understood. By 
this arrangement it will be seen that a train 
passing in the direction indicated by the ar 
row A' Swerves imperceptibly outward upon 
the rails 4 and 6 until it has cleared the ends 
of the pointed rails and then reverses such 
movement until it passes upon the track-rails 
2, and it will also be noted that by having 
that portion of the guard-rail between the 
numeral 17 and its front curved end of greater 
length than the distance between the front 
and rear wheels of the truck the latter is 
positively and reliably alined or lined up, so 
that it will without fail pass the points of the 
rails 12 and 10 successively at their inner and 
outer sides, respectively, this movement be 
ing made still more positive and reliable by 
reason of the fact that the left-hand wheel 
overlaps the point of the rail 12 before the 
right-hand corresponding wheel can change 
its position, as hereinbefore pointed out. 
The movement or direction of the truck when 
passing said point is indicated clearly by dot 
ted lines Ct. 
When the train travels in the direction in 
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dicated by the arrow A, the flange of the left 
hand wheel after the truck leaves the rail 1 
comes first in contact with the guard-rail 14, 
as at b, and changes its movement slightly 
to correspond approximately to the inclina 
tion of said guard-rail. This slight shift or 
pivotal movement is accommodated at the 
opposite side by reason of the fact that the 
rail 6 is bent outwardly, as shown at 7, which 
increases slightly the distance between said 
rail and the pointed rail 12 at the point b', 
this increased space being desirable to per 
mit the right-hand wheel to swing slightly in 
the line of its new direction of travel. The 
truck then continues until the flange of the 
left-hand wheel clears the point of the short 
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rail and comes in contact with the bend 16 of 
the guard-rail, which of course again slightly 
changes the direction of movement of the 
truck. At the same time, however, that this 
change in movement takes place the weight 
of the car is shifted from the narrow or pointed 
end of the rail 10 to the undiminished rail 4, 
as indicated clearly in dotted lines. The 
truck of course follows this new direction 
until the flange of the left-hand wheel comes 
in contact with the rail 4, when its movement 
is again slightly changed and it follows the 
direction indicated by the broken lines ct, un 
til it passes upon the single-track rails 3. 
By bending or disposing the left-hand rails 

outward, that is, rails 4 and 10, and the right 
hand rails inward, viz., rails 12 and 6, from their 
points of connection with the rails 1 and 2, re 
spectively, it will be apparent that the train, 
in a length of five feet, more or less, gains or 
creeps about an inch to the left without any 
perceptible jar or jolt or swerve, which is 
just half the swerve or lateral movement 
that must take place when the train shifts 
from the right-hand double to the single 
track, and the remaining portion or other 
half of the necessary lateral movement or 
swerve of the train takes place between points 
represented by the letter c and the bend 17 
of the guard-rail, a distance of about two or 
three feet. 
As arranged in my aforesaid application, 

and in practice, nearly all of this swerve or 
lateral movement takes place in a length of 
about three feet, and it is practically impos 
sible to increase such distance without using 
the bent rail 4 in place of the corresponding 
straight rail 1 of said application and of 
course making the remaining rails correspond 
to the inclination of said bent rail. In a 
complete working device the swerve to the 
left has been diminished fully one-half and 
would hardly be noticed in actual practice. 

It will furthermore be noted that the ex 
treme point of the rail 10, by reason of bevel 
ing it, as shown at 11, is inward of the verti 
cal plane represented by the outer margin of 
the inclined portion of the rail 14, extending 
from the numeral 17 forward, so that irre 
spective of the beveled end of the rail 12 the 
tendency of said pointed rail 10 will be to de 
flect the car to the right when traveling in 
the direction indicated by the arrow A'. If 
said rail were not so beveled, it would be pos 
sible, though not probable, for the flange of 
the right-hand wheel traveling in the direc 
tion named to strike the point of said rail 
and possibly wreck both the switch and the 
train. 
From the above description it will be ap 

parent that by inclining or bending the rails 
4, 10, 12, and 6 to the left when looking to 
Ward rails 3 from a point adjacent to rails 1 
and 2 and by inclining or bending said rails 
4 and 6 to the right when viewing them from 
their opposite ends and of course in the op 
posite direction, the train is caused to pass 

the switch with but little lateral imovement 
or swerve. In other words, by bending the 
rails 4 and 6 as shown and by disposing the 
remaining rails at the angles shown the train 
is caused to swerve slightly in traveling in 
either direction upon the switch, but so 
slightly, particularly when traveling in the 
direction indicated by the arrow A', as to be 
almost imperceptible to the occupants there 
of. In my other switch the entire swerve is 
made when passing from the double track to 
the single track. In this, when passing from 
the double to the single tracks the Swerve is 
hardly noticeable, but when passing from the 
single to the double track there is also a slight 
deflection from the true course which does 
not take place in my other construction, but 
which, being so very gradual, is not percepti 
ble to the occupants of the train. 
Having thus described the invention, what 

I claim as new, and desire to secure by Letters 
Patent, is 

1. A stationary railway-switch, comprising 
a pair of double-track rails, single-track rails 
in a linement with the double-track rails, a 
bent rail connecting one of the double-track 
rails with one of the single-track rails, and 
having the bent portion or apex thereof dis 
posed outwardly of the longitudinal line of 
said connected rails, a pointed rail 12, form 
ing a continuation of the companion double 
track rail and inclining inwardly thereof, and 
a rail connecting with the other single-track 
rail and inclining inwardly toward the free 
end of the pointed rail, substantially as de 
scribed. 

2. A stationary railway-switch, comprising 
a pair of double-track rails, single-track rails 
in alinement with the double-track rails, a 
bent rail connecting one of the double-track 
rails with one of the single-track rails, and 
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having the bent portion or apex thereof dis 
posed outwardly of the longitudinal line of 
said connected rails, a rail connecting with 
the other single-track rail and inclining in 
wardly to a point inward of the longitudinal 
line of said single and the alined double track 
rail, and a pointed rail 12, forming a continua 
tion of said a lined double-track rail, and in 
clining inwardly thereof, and having its inner 
side and end beveled outwardly so as to dis 
pose the extreme point of said rail outward 
of the vertical plane represented by the inner 
margin of the rail which inclines inwardly 
from the last-named single-track rail, Sub 
stantially as described. - 

3. A stationary railway-switch, comprising 
a pair of double-track rails, single-track rails 
in alinement with the double-track rails, a 
bent rail connecting one of the double-track 
rails with one of the single-track rails, and 
having the bent portion or apex thereof dis 
posed outwardly of the longitudinal line of 
said connected rails, a rail connecting With 
the other single-track rail and inclining in 
wardly to a point inward of the longitudinal 
line of the other single and double track rails, 
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a pointed rail 12, forming a continuation of 
said other double-track rail, and inclining in 
Wardly thereof, and having its inner side and 
end beveled outwardly so as to dispose the 
extreme point of said rail outward of the ver 
tical plane represented by the inner margin 
of the rail which inclines inwardly from the 
last-named single-track rail, and a guard-rail 
arranged at the inner side of and parallel 
With that portion of the bent rail connected 
to the first-named single-track rail, and of 
such length that the flange of one wheel will 
overlap the beveled end of the pointed rail 12 
before the flange of the connpanion wheel 
passes from the controlling influence of said 
guard-rail, substantially as shown and de 
Scribed. . 

4. A stationary railway-switch, comprising 
a pair of double-track rails, single-track rails 
in a linement with the double-track rails, a 
bent rail connecting one of the double-track 
rails with one of the single-track rails, and 
having the bent portion or apex thereof dis 
posed outwardly of the longitudinal line of 
Said connected rails, a rail connecting with 
the other single-track rail and inclining in 
Wardly to a point in ward of the longitudinal 
line of the other single and double track 
rails, a pointed rail 12, forming a continuation 
of said other double-track rail, and inclining 
in Wardly thereof, and having its inner side 
and end beveled outwardly so as to dispose 
the extreme point of said rail outward of the 
Vertical plane represented by the inner mar 
gin of the inclined rail connected to said other 
single-track rail, a guard-rail arranged at the 
inner side and parallel with that portion of 
the bent rail connected to the first-named 
single-track rail and of such length that the 
flange of one wheel will overlap the beveled 
end of the pointed rail 12 before the flange of 
the companion wheel passes from the con 
trolling influence of said guard-rail, and a 
short pointed rail arranged at the inner side 
of and parallel with the oppositely bent por 
tion of said bent rail, and beveled at its outer 
side as at 11, so as to dispose its extreme point 
inward of the vertical plane of the outer mar 
gin of Said guard-rail, substantially as de 
scribed. 

5. A stationary railway-switch, comprising 

double-track rails, single-track railis in longi 
tudinalalinement with one set of double-track 
rails, a bent rail connecting one of the sin 
gle-track rails with the longitudinally-alined 55 
double-track rail, and having the bent por 
tion or apex thereof disposed outwardly of 
the longitudinal line of said connected rails, 
a short pointed rail forming a continuation of 
one of the other set of double-track rails and 
arranged parallel with and at the inner side 
of said bent rail, but extending only about to 
the apex of said bent rail, and beveled di 
vergently away from said bent rail at its outer 
side, as at 11, a second pointed rail 12, of 
greater length than the first, and forming a 
continuation of the double-track rail which 
is companion to the first-named double-track 
rail, and extending inwardly of the longitu 
dinal line represented by said double-track 
rail and the other single-track rail, and bev 
eled forwardly and outwardly at its inner 
margin, as shown at 13, a rail connecting said 
last-named single-track with the remaining 
double-track rail, and bent as at 7 to provide 
an outwardly-extending portion which con 
nects directly with said last-named double 
track rail, and an in Wardly-extending portion 
which extends approximately parallel with 
the short pointed rails, and bent also as at 8 to 
provide a portion which connects directly 
with the last-named single-track rail, and ex 
tends inwardly therefrom to a point inward 
of the pointed end of the pointed rail 12, and 
to provide the oppositely-extending portion 
9, which connects the two inwardly-extend 
ing portions and a guard-rail, which is bent 
inwardly at its opposite ends and to extend 
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approximately parallel with the short pointed 
rail 10 and that portion of the first-named 
bent rail leading directly to the first-named 
single-track rail, and to produce a more ab 
ruptly-inclined connecting portion 16, sub 
stantially as shown, and for the purpose de 
scribed. - 

In testimony whereof I affix my signature 
in presence of two witnesses. 

MOSES S. PITTMAN. 
Witnesses: - 

G. Y. THORPE, 
MI. R. REMLEY. 
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