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Mordialloc signalbox and gates seen from Bear Street on 9 April 1985. The signalbox was brought into use on 5 January 1911 and was
one of the last of this style of signalbox erected. Features of this style are the hipped roof with plain barge boards. When originally erected,
wooden finials and decorative cross bracing was provided at each gable end, but by 1985 these had been removed. Older examples of this
style of signalbox were fitted with windows with six panes, but Mordialloc was provided with the newer style of window in which the
lower four panes were replaced with a large square of glass. Within two years, this design of box had been replaced  for new work by one
with a hipped roof. An advantage of the new type was that the eaves formed a sunshade, avoiding the necessity for providing the window
shades seen on Mordialloc box. The box was extremely tall to give the signnalman a view over the adjacent station buildings to the
McDonald St hand gates, points and signals at the Up end of the yard. In this context, it is worth noting that the McDonald St gatekeeper
had no control over the signals, and the signalman had to be careful to observe that the gates were closed across the road before clearing
the signal. The extension at the back of the signalbox housed the toilet - probably not original. To the right of the signal box can be seen
the signalbridge carrying Posts 6 and 7 (Post 5 has been relocated to a ground mast). The signalbridge was really an overhead stanchion,
with the signal fittings located on the top of the cross beam.
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MINUTES OF MEETING HELD FRIDAY MAY 21, 2010,
AT THE SURREY HILLS NEIGHBOURHOOD CENTRE, 1 BEDFORD AVENUE, SURREY HILLS

Present: � Wilfrid Brook, Glenn Cumming, John Dennis, Graeme Dunn, Vance Findlay, Michael Formaini, Ray
Gomerski, Chris Gordon, Judy Gordon, Andrew Gostling, Bill Johnston, Keith Lambert, David Langley,
Andrew McLean, Tom Murray, Colin Rutledge, Brian Sherry, Peter Silva, David Stosser, Andrew
Wheatland and Bob Whitehead.

Apologies: � Mark Bau, Brett Cleak, Jon Churchward, Chris King, Steve Malpass, Greg O�Flynn, Trevor Penn, Laurie
Savage, Stuart Turnbull and Andrew Waugh.
The President, Mr. David Langley, took the chair & opened the meeting @ 20:14 hours, following the
completion of the 2010 Annual General Meeting.

Minutes of the March 2010 Meeting: � Accepted as published.  Bill Johnston / Andrew McLean.  Carried.
Business Arising: �  Nil.
Correspondence: �  Letter from Mike Saunders advising a change of postal address.

Letter to Robert Paroissien with membership application form.
Vance Findlay / Graeme Dunn.  Carried.

Reports: � Glenn Cumming asked for suggestions for a signal box tour.
General Business: � Works and developments at Craigieburn were discussed.

Keith Lambert provided details about various works in the Metropolitan District.  A summary of the
discussion follows: �
* The holding road at Craigieburn is to be commissioned this weekend.
* The third platform road at Laverton is to be commissioned over the June 2010 long weekend.
* The �hump� in Melbourne Yard is to be demolished.
Copies of the 1952 ARHS �Bulletin� article on the Lilydale Line were tabled.
A picture of Chelsea in 1910 was tabled.
Vance Findlay tabled a recent article from the �Herald Sun� with a photo of Flinders Street West End in
1891.
Colin Rutledge suggested that works to commission the new arrangements at Seymour Loop might
commence next week.
Colin Rutledge suggested that the commissioning of the Wodonga Bypass might take place in August
2010.
Bob Whitehead reported on the installation of boom barriers at Racecourse Road, Nagambie and the
road bypass works at Nagambie.
David Stosser advised that the new book from Smart Passengers Inc on improvements to public trans-
port was now available.
Vance Findlay described a new style of latch for bypass gates at pedestrian crossings to prevent pedestri-
ans using the bypass.
The recent ARTC budget was discussed with emphasis on the proposed works program.
Brian Sherry reported that works at Burgundy Street Heidelberg would take place next weekend and a
crossover would be renewed at Greensborough this weekend.
Colin Rutledge advised that the boom barriers at the access roadway at Seymour Railway Station will
be removed ay the ARTC.
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Bob Whitehead tabled a series of pictures from Tocumwal from 1915 showing dual gauge track and
construction activities.
Colin Rutledge noted that there was still a proposal to open the West Line between Seymour �
Wodonga to traffic in August 2010 using Train Order Working however this is looking more and more
unlikely.
It was noted that there is still a large amount of work to be done before V/Line passenger trains will
resume running between Seymour � Albury.

Syllabus Item: -  The President introduced member Tom Murray to present the Syllabus Item.
Tom presented a selection of approximately 100 slides from his collection and featured scenes from
Tasmania in the 1960�s.
Features of the presentation included the Emu Bay Railway in 1961, Tullah & Wee Georgie Wood in 1962
and the TGR in 1964 accompanied by Tom�s illuminating commentary.  All the scenes are now a
memory.
The presentation was thoroughly enjoyed by those present.
At the completion of the Syllabus Item, The President thanked Tom for the entertainment & this was
followed by acclamation from those present, along with the promise of a future invitation for another
presentation.

Meeting closed at 21:47 hours.
The next meeting will be on Friday 16 July, 2010 at the Surrey Hills Neighbourhood Centre, Bedford
Avenue, Surrey Hill, commencing at 20:00 hours (8.00pm).

SIGNALLING ALTERATIONS

The following alterations were published in WN 13/10 to WN 20/10 and ETRB A circulars. The alterations have been
edited to conserve space. Dates in parenthesis are the dates of publication, which may not be the date of the alteration.

06.04.2010 Laverton (SW 57/10, WN 12)
Between Thursday, 1.4., and Tuesday, 6.4., the East Line was slued to run through Platform No 2. Plat-
form No 3 was taken out of use.
Up Home LAV7222 and the co-acting signal were replaced by a new LED post located on a gantry at the
Up end of the platform and co-acting signal LAV7222P. Points 620 were provided in the East Line at the
Down end of Laverton but not commissioned.
Diagrams 29/10 (Altona Junction - Laverton) and 11/10 (Aircraft - Werribee) replaced 25/10 and 139/06
respectively.

09.04.2010 Tottenham (SW 70/10, WN 14)
On Friday, 9.4., the temporary pedestrian and vehicle crossings at10.590 km were removed. SW 109/09 is
cancelled.

11.04.2010 Colac (SW 40/10, WN 13)
On Sunday, 11.4., the existing flashing lights at Colac - Cressy Road (148.170 km) on the Up side of Colac
were equipped with boom barriers and road traffic active advance warning signs. Operation of the level
crossing will be by predictors. Trains travelling at more than 50 km/h at the predictor boards may
accelerate prior to passing over the level crossing and predictor boards as shown in Section 36 Rule 9
were provided. Remote monitoring equipment is provided.

13.04.2010 Wendouree - Beaufort (SW 41/10, WN 13)
On Tuesday, 13.4., the passive level crossing at Cockpit Lagoon Road (141.312 km) was equipped with
boom barriers. The equipment is operated by a predictor and remote monitoring equipment is pro-
vided.

22.04.2010 Riversdale (SW 79/10, WN 15)
On Thursday, 22.4., automatic pedestrian gates were provided on both sides of Prospect Hill Rd (11.515
km). Diagram 5/10 (Riversdale - Alamein) replaced 59/07.

27.04.2010 Craigieburn (SW 83/10, WN 16)
Between 0045 hours Saturday, 24.4., and 0400 hours Tuesday, 27.4., the existing Westrace CBI in the
temporary signal equipment room was replaced by a new Westrace CBI in the permanent signal equip-
ment room. Down Home CGB523 was replaced by a 6 metre mast with the heads located 1 metre higher
than previously. This Home remains fixed at red.

01.05.2010 Flinders Street (SW 84/10, WN 17)
On Saturday, 1.5., Home 346 on Platform 4 was converted to a United TC2 Tricolour LED type.

(04.05.2010) Ballarat (SW 46/10, WN 17)
Motorised security gates 41 have been provided at the entrance to the Ballarat East Locomotive Depot.
Down Dwarf BAT42 was provided to control moves from the Loco Depot, and Up Dwarf BAT34 was
provided to control movements to the Loco Depot. Both Dwarfs are fixed at Stop.. Derail and crowder 43
were provided in advance of Dwarf 42 and are operated by a dual control point machine. The gates are
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operatted by local V5PSW keyswitches at the Dwarf signals.
Dwarf C and the approach section boards for the Loco Track were abolished. Amend Diagram 46/05
(Ballarat).

(04.05.2010) Altona Junction - Westona - Laverton (SW 98/10, WN 17)
Diagram 23/10 (Altona Junction - Westona - Laverton) replaced 17/10 as in service.

(04.05.2010) Heathmont - Belgrave (SW 98/10, WN 17)
Diagram 31/10 (Heathmont - Belgrave) replaced 113/06 as in service.

(04.05.2010) Carnegie - Clayton (SW 98/10, WN 17)
Diagram 33/10 (Carnegie - Clayton) replaced 127/06 as in service.

(04.05.2010) Leawarra - Stony Point (SW 98/10, WN 17)
Diagram 35/10 (Leawarra - Stony Point) replaced 15/08 as in service.

06.05.2010 Newport Workshops (SW 102/10, WN 18)
On Thursday, 6.5., the points leading towards the Outer West Block Road were spiked normal.

09.05.2010 Paisley (SW 100/10, WN 18)
On Sunday, 9.5., Down Automatics G555 and GG555 were redressed with TC2 tricolour LED heads.

10.05.2010 Craigieburn (SW 99/10, WN 17)
On Monday, 10.5., the following alterations took place:
* Crossover 419 was commissioned at the Down end. These points are self-normalizing.
* Down Home CGB523 became an operating signal (with a low speed light) and a co-acting signal

CGB523P was provided.
* The �b� arm on Down Home CGB537 became an operating arm.
* �65� Indicators were provided on CGB539, CGB537, and CGB523.
* Down Home CGB519 and Up Home CGB520 were provided. Points 440D were provided to complete

Crossover 440.
Diagrams 51/10 (Glenbervie - Somerton) and 49/10 (Craigieburn) replaced 41/10 and 39/10 respec-
tively.

(11.05.2010) Altona Junction - Westona - Laverton (SW 106/10, WN 17)
Diagram 27/10 (Altona Junction - Westona - Laverton) replaced 23/10 as in service.

12.05.2010 Merbein (SW 47/10, WN18)
On Wednesday, 12.10., road traffic active advance warning signs were provided at Calder Highway
(620.783 km). Diagram 26/10 (Mildura - Yelta) replaced 104/09.

16.05.2010 Altona Junction (SW 108/10, WN 19)
On Sunday, 16.5., Crossover 221 (facing crossover East Line to West Line) was removed. Amend Dia-
gram 29/10 (Altona Junction - Laverton).

18.05.2010 Beaufort (SW 49/10, WN 19)
On Tuesday, 18.5., the passive level crossings at Smiths Lane (159.162 km) and Packhams Lane (160.816
km) on the Up side of Beaufort were provided with boom barriers. The crossings are operated by
predictors. Remote monitoring equipment will be provided.

22.05.2010 Wallan (SW 50/10, WN18)
On Saturday, 22.10., road traffic active advance warning signs were provided at Wallan - Whittlesea Rd
(47.244 km). When a Down train is approaching or standing at Post 3 (Home 9), the signal will not clear
until the booms are horizontal. The illuminated diagram in the box was altered to show the calling
indication for Homes 3 and 9. Amend Diagram 56/09 (Donnybrook - Wallan).

23.05.2010 Greensborough (SW 116/10 & 199/10, WN 20)
On Sunday, 23.5., Crossover 4 was converted to WBS claw lock operation on tangential track points.
Dwarf 5 was converted to a U2L type signal and will display purple for a stop signal.

24.05.2010 Craigieburn (SW 111/10, WN 19 & 20)
On Monday, 24.5., the Holding Road was provided but not  commissioned due to incomplete overhead
works. Crossover 421 (No 2 Road to Holding Road) and Points 417 (Holding Road to Nos 7-12 Roads)
were provided. Points 421U have been secured normal. Dwarfs CGB508, CGB516, and CGB517 were
provided. Diagram 53/10 (Craigieburn) replaced 49/10.

28.05.2010 Franklin Street (SW 114/10, WN 21)
On Friday, 28.5., the temporary circuit alterations affecting signals 531 and 541 were removed. SW 324/
06 is cancelled.

29.05.2010 Seymour Loop
From around 1015 hours on Saturday, 29.5., Seymour Loop will not be available for crossing trains.
Points 3 (Up end) will be removed and Points 7 (Down end) will be secured normal. Before signalling a
Down train to leave Tallarook Passing Lane, or an Up train to leave Longwood Loop, the Network
Operations Controller must first clear Home Departure SEY/6 or SEY/4 at Seymour Loop.

29.05.2010 Keon Park (SW 120/10, WN 21)
On Saturday, 29.5., Up Automatic T554 was relocated to the Down side of the line and converted to LED.
Diagram 57/10 (Ruthven to Epping) replaced 135/06.
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(01.06.2010) Donnybrook - Wallan (SW 56/10, WN 21)
Diagram 24/10 (Donnybrook - Wallan) replaced
56/09 as in service.

01.06.2010 Llanelly (TON 331/10, WN 22)
On Tuesday, 1.6., the siding at Llanelly was
booked out of service due to sleeper and rail
condition.

01.06.2010 Inglewood (TON 330/10, WN 22)
On Tuesday, 1.6., the siding at Inglewood was
booked out of service due to sleeper condition

02.06.2010 Bunyip (TON 325/10, WN 22)
Commencing Wednesday, 2.6., Bunyip was
closed to passenger traffic due to renewal of the
platform.

03.06.2010 Tourello Loop (SW 53/10, WN 21)
On Thursday, 3.6., Tourello Loop was abolished.
The single line section North Ballarat - Tourello
Loop - Maryborough were replaced by the
section Ballarat North (sic) - Maryborough. All
signage and point banners were removed. The
points were removed by the 4.6. The TAILS
equipment was decommissioned. Amend
Diagram 108/09 (Sulky - Talbot).

05.06.2010 Maryvale (SW 55/10 & 56/10, WN 21)
On Saturday, 5.6., road traffic active advance
warning signs were provided at Tramway Road
(148.244 km). The existing three position V5PSW
keyswitches for the local operation of Automat-
ics D1482 and D1483 at Points C, D, E, F, G, and H
were upgraded to provide indicating lights for
the warning signs. Amend Diagram 68/06
(Hernes Oak - Maryvale). Diagram 28/10 (Hernes
Oak - Maryvale) subsequently replaced 68/06 as
in service.

06.06.2010 North Melbourne (SW 129/10, WN 23)
On Sunday, 6.6., signals NME684, NME781,
NME783, NME786 and NME788 were converted
to United TC2 tricolour LED heads.
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06.06.2010 Craigieburn (SW 127/10, WN 22)
On Sunday, 6.6., the Holding Road was commissioned. The Westrace data was also altered as follows.
CGB519 will not clear unless either CGB521 or CGB523 are clear, OR both CGB521 and CGB523 are at
stop and there is a train between CGB521/CGB523 and CGB519 (sic). The pedestrian gates will not
operated when a route past CGB521 is set and a train is occupying the track in advance until low speed is
selected.

06.06.2010 Lyndhurst (TON 522/10, WN 30)
On Sunday, 6.6., the main line points were booked out of service due to track condition.

07.06.2010 Warrnambool (SW 57/10, WN 22)
On Monday, 7.6., the derail indicator at the Up end of No 2 Road was abolished.

(08.06.2010) Mittyack (TON 332/10, WN 22)
The electrical power has been disconnected from the level crossing protection equipment at Calder
Highway (466.983 km) due to the booking out of the line between Sea Lake and Mittyack.

08.06.2010 Bagshot (SW 58/10, WN 22)
On Wednesday, 9.6., road traffic active advance warning signs were provided at Midland Highway
(179.874 km).

08.06.2010 Seymour Loop (SW 62/10, WN 22)
Between 2200 hours Thursday, 3.6., until 1800 hours Tuesday, 8.6., the new West Line was brought into
use between 99.807 km (Points 107) and 103 km (Crossover 113). This section of the West Line will form
a crossing loop to replace the original Seymour Loop.
The existing Seymour Loop was abolished, including Homes SEY2, SEY4, SEYU4, SEY6, SEYU6, SEY8 and
SEY8P. However, a portion of the former No 2 Road was retained as a Stabling Siding. Points 7 (the
former Seymour Loop Down end main line points) were retained and renumbered Points 115. This
siding and Points 115 were not commissioned.
Automatics ES3494 and ES3496 were abolished. Down Home SGC2 was renumbered SEY102.
The boom barriers at the station access road at Seymour were removed. The gates on each side of the
line will be locked shut to road traffic. The keys to the gates will be held by the ARTC Operations
Manager North South.
The West Line towards Benalla is not in service. The baulks on the West Line will be relocated from
100.162 km to 103.165 km adjacent to Up Home SEY134. To prevent a movement from being signalled
towards the West Line, the ARTC Network Controller Junee must apply blocking commands to Tracks
EES1055T and EES1056T. These commands must not be removed unless it is necessary to signal a move
into the West Line absolute occupation, and the Sectional Co-ordinator must accompany the movement
towards Home SEY132.
A �Limit of Shunt� sign was provided at the Up end of No 1 Platform. Standard gauge movements from
the Seymour Locomotive Depot must not proceed past the Limit of Shunt board. Movements from the
loco depot towards Melbourne must come to a stand before the Limit of Shunt board and reverse to
Seymour Loop. When the movement has arrived in the East or West Lines at Seymour Loop it can be
signalled towards Melbourne in the usual manner.
Seymour Loop can operate automatically if the control system fails. Up trains will be automatically
routed into the East Line (if the track is clear) as the train approaches Up Home SEY 114. Down trains
will be automatically routed into the West Line (if the track is clear) as the train approaches Down
Home SEY102. In this case, Crossover 113 will be driven normal. Push button controls are provided
adjacent to SEY132, SEY106, and SEY126 to call the signal for a departure move.
 Diagrams 18/10 (Seymour) and 112/09 (Mangalore - Creighton) replaced 114/09 and 136/07.

of Timetable Collectors, a move which is not surprising
seeing that Jack was possibly Australia�s most prolific col-
lector of timetables but now having said that maybe I will
be proved quite wrong. But he was certainly very passion-
ate about it, his timetables coming from all around the
world.

Jack�s prolific writing will remain a lasting memory
for a lot of us although you probably won�t recognise many
of them because they appear to have been written by some-
one called �Green Flag� or �Electric Staff�. They were a
couple of Jack�s non de plumes and I�m sure there were
some others. He could have written so much more but Jack
often seemed to be so involved in the research aspect of
history that actually writing the article came in second. I

can remember Jack�s joy at discovering some new piece of
the research jigsaw which he then spent much time talking
to others about. Now having mentioned publications Jack
was also critical of certain publications that appeared to
have lost their way to the extent that one of them was often
described as a magazine that talked about �Little Old En-
gines lost in the Bush� and published �Rosters of Horse
Tram Horses�. Now that is not strictly true but it�s a lovely
story to remember Jack by.

I can�t remember the last time I saw Jack because you
don�t think of those things and it may have been at the
chalet at Wattle Park. But if it was at Kenmare Street I�ll bet
that he was about to make a cuppa in that famous Wingrove
teapot. We all shall miss him.

JACK MCLEAN

(Continued from page 68)
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(Above)  Homes SEY114 and SEY134 at Seymour. These protect the southbound 80 km/h West line to East line
crossover at the north end of the new Seymour Loop. In the distance can be seen the old Hume Highway bridge. The two
home signals have �80� indicators. The post on the left, SEY114, for the East Line, shows an 80 indication for diverging
moves through the crossover. The post on the right , SEY134, shows 80 when a Reduce to Medium speed aspect is
displayed for moves from the West Line to the single line south of Seymour Loop. (Below) Repeating signal EES1103 is
located on the right hand side of the line, instead of on a signal bridge, which apparently caused some comment during
design and approval. Locating signals on the wrong side of the line where two parallel lines are worked bi-directionally
is allowed under the NSW signalling design principles, and the UK equivalents. It is also common in the US and in
Germany (and probably other countries as well). Photos: David Langley.
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Vossloh Cogifer tangential 80 km/h points at Seymour. Vossloh Cogifer are a European based supplier of track and
signalling equipment that purchased the former TKL Rail (i.e. Thompsons Kelly & Lewis Rail p/l) in 2007. The
signalling equipment fitted to the  points is considerably different to the US derived technology commonly used in
Victoria. The MCEM91 switch motor only contains the motor, clutch, and dual control fittings. This makes it relatively
light - the literature claims it can be lifted by two men. The switch drive and locking uses VCC (clamp lock) locking and
detection. Paulve detectors are fitted to each switchblade closure and clearance - these are the �can� type objects  on the
left of the lower photo. To maintain accurate line of the switch blades, several back drives are provided working via the
rodding on the left. Photos: David Langley
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JOHN (JACK) DAVID MCLEAN

28 April 1921 � 24 June 2010

This eulogy is an edited version of the eulogy given by the celebrant at Jack�s funeral. It gives a wonderful reflection of
more facets of Jack�s life than just those relating to railway signalling, which our members would be more familiar with.
We thank Andrew McLean for giving us permission to republish it.

Jack was born in Brunswick on the 28th of April 1921 to
Frank and Vera McLean, and he had two older sisters Peg
and Mary. He went to school at Surrey Hills Primary and
then to University High School in Parkville. Jack�s father,
Frank, was of the generation when every man wore a hat.
He drove a Vauxhall with running boards and hung out at
the bowling club. Frank was a stationmaster by profes-
sion, but in his leisure he was very much into lawn bowls.

While Jack was into trains from an early age, but unlike
Frank he didn�t care much for bowls at all. This was made
all the worse when Frank refused to allow Jack to spend his
own money on a model train set. Perhaps because of this,
Jack cared even less for lawn bowls as he grew older.

The second World War came and Jack joined the army
and as the story goes, he was in Brisbane when a couple of
guys asked him where the Air Force recruiting office was.
Jack took them there and discovered the requirement for a
navigator to have a Degree had been relaxed, so he sat the
test and passed, to become a navigator in Lancaster bomb-
ers, and was posted in the UK for while. Fortunately he
only flew one mission, in anger, before the war was over.
His crew claimed he was the only navigator they knew of
that didn�t get lost on the ground. The down side of Jacks
belief in his navigating skills was that he never drove to
and from a holiday destination by the same route, and
normally managed to insert a dirt road somewhere on the
way.

After the war, Jack returned to civilian life at the T&G
Life Insurance Company. In those days the evils of alcohol
were well understood, the T standing for Temperance. Jack
was a well know character around the traps at the T&G.
When he retired at age 60 a card was sent around, as was
the custom. Several hundred people signed it and the col-
lection that was taken up enabled him to buy a new Olym-
pus camera to take photos of�. you guessed it�.trains
everything related.

Appropriately, while working at T&G, he met Ena who
came from a staunch Methodist background. No alcohol in
Jacks fridge!   Jack kept the peace and also declined to drink.
When his railway was in full swing one of the players
claimed it was the only time in his life he had been in a
garage with 20 other blokes without a keg of something
being opened. When Jack was courting Ena they had occa-
sion to be sitting on a blanket in the orchard, run by Ena�s
parents Effie and Fred, accompanied only by Dobbin the
horse who reportedly showed great interest in the pro-
ceedings.  Unfortunately they were sprung by Effie who is
alleged to have called Jack a �rotter�.  First base wasn�t
easy to get to in those days! Jack and Ena married on April
17, 1948.

Working at T &G they designed their house at by send-
ing the plans back and forwards in the pneumatic tube
system. One of Jacks mates tried sending an orange in the
tube once resulting in an unfortunate blockage. They set
up house in Box Hill North, one of the first houses in
Kenmare Street. Early photos show a row of cow paddocks
with number 60 prominent. Finally there was a proper
address for Jack to start a real mans model railway. Ini-
tially the railway was set up in the roof space. Late one
night the neighbors came home and seeing light peeping
through the tiles thought the house was on fire.  The rail-

way moved to the garage, overflowed into the adjoining
shed, and remained there for many years, with Friday nights
the time for the railway mob to come around and run time-
tables. It should pointed out here that rather than common
or garden model trains, with scenery, miniature buildings
and people, Jack was a pioneer of a whole different para-
digm, running timetables in scale time with scale safe work-
ing. A large clock ran an hour in six minutes, as bell signals
were exchanged between the various signal boxes, and
points set correctly to allow safe working of the trains. To
the non initiated, especially future daughters in law, this
could be quite baffling.

Jack also began amassing his collection of Railway Time-
tables and Signal Diagrams. Soon boxes of these were piled
in every spare corner. Knowledge of his collection grew
and Jack became the unofficial historian for the Railway
Intelligentsia.

An important part of running a model railway was the
drinking of tea. At an early age Jack had dispensed with the
cumbersome conventional method of kettle and teapot,
instead preferring to boil the water directly in the teapot
over a gas flame, and simply chucking in a handful of tea.
Needless to say this took its toll on Bakelite teapot han-
dles, which were then replaced with coat hanger wire to
avoid retiring a good pot. As attendances grew, so did the
teapot until an industrial size unit was the norm, sitting on
the stove in the Kenmare Street kitchen.

Jack commuted by train to the city, over the years per-
forming almost every possible function at the T & G.  On
the way home he would fold the Herald into about the size
of a small novel to read, usually arriving home with the
crossword puzzle outermost, walking into the house just
in time for dinner to be served, at about 20 to 6. Dinner was
an early affair at Kenmare Street, always with a home made
desert.

Jack was also a bit of a musician. Self taught he could
thump out music hall numbers with the best of them. �
How you gonna keep them, down on the farm�� could be
heard echoing around Kenmare St on a series of pianos
more or less in tune. He also played other instruments, to
the great amusement of one of David�s early girlfriends,
who at age 16 or so, got to witness an impromptu concert at
a McLean gathering, with Aunty Mary playing the piano
and Jack accompanying her on the mouth organ.

Jack and Ena produced four sons in their years at
Kenmare Street, sadly only two of them are with us today.
The first child was Anthony, who died as an infant, and
then came Steven, who was tragically killed in a traffic
accident at age 39. Their loss was a great sorrow to Jack and
Ena. Andrew married Jane and to the great joy of Jack and
Ena, grandchildren Claire and Patrick arrived. David mar-
ried Fiona, who thought she knew what a model railway
was, and then quickly realized she didn�t.

Jack was a shameless flirt. Any female person was li-
able to be subject to the full force of his charm. Waitresses
were particularly vulnerable. Outings could become lengthy
affairs, as each female passing in the opposite direction
was identified and dealt with. Even total strangers were
not exempt. Age was no barrier. There was always a con-
nection somewhere to be teased out.

Jack was a slow eater. However this was not to be con-
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fused with small appetite. On  occasions, eyebrows would
be raised at the snail like speed of Jacks progress with a
meal, only for Jack, long after others had finished, to be
seen attempting to remove the paint off the plate.

He was also a poet. For every special occasion Jack could
be relied on to assemble all the pertinent facts in rhyme
and read them loudly to all assembled.

Jack was a prolific writer, mostly appreciated by spe-
cialists in the arcane field of his railway interests, but write
he did, in great volume over a long period.

Jack and Ena remained at Kenmare Street for their en-
tire married life; the McLean�s not being into gratuitous
change.

He volunteered at the Victorian Institute for the Blind
for awhile too, and as you can probably guess he had the
kids playing with train sets.  He learned brail and trans-
lated the train signal diagram embossing it in brail onto
aluminum foil sheets and gluing onto masonite for the
kids to read.

When Ena died, Jack was faced with the prospect of
living alone. For his generation it was pretty normal for
responsibilities to be divided up between man and wife,
with no great need to cross train, as it were. Jack got Fiona
to take him on a training run to the supermarket, to work
out how to buy food, and carried on. His tastes even be-
came a bit adventurous, after all, if your kids bring around
a pizza or some other exotic food stuff for you to eat, who
are you to say no?

Sadly, even with the regular home help, after a while it
became obvious that Jack was struggling. He had been sent
for �respite care� to various old folks homes around the
place, some of which he hated.  On one occasion, feeling

trapped in a residence in Elgar Rd, at which the telephones
weren�t working, he snuck out, walked back to Kenmare
St, grabbed his mobile phone kept for emergencies, walked
back to the residence and ran up $100 of phone calls com-
plaining to his mates. Not being particularly technically
savvy, as was common with his generation, Jack normally
regarded a mobile phone as being for true emergencies
only. Mostly it was kept in its original box complete with
packaging under the seat of the car de jour when travel-
ling, just in case. Later on when Jack could no longer drive
he took to carrying it inside a sock tucked into his travel-
ling bag, alongside three or maybe four assorted pairs of
glasses. Ena, who thought the newfangled microwave might
well be radioactive, didn�t want anything to do with it.

Fortunately one of the respite care sessions took place
at Chatham Lea in Canterbury. It was homely and a bit run
down so Jack felt immediately at home. After he had been
there a week or two a permanent place became available.
�How long do we have to make a decision?� asked the
kids. �By tomorrow,� came the reply. Thus it was that Jack
moved to Chatham Lea in 2005, which he sometimes hu-
morously referred to as the jail and later to the new wing
Faversham House for his twilight years.

True to form he was a hit with the ladies especially
Muriel with whom he spent a couple of very happy months.
Their friendship though short was very special, and the
family picked Jack up to attend Muriel�s funeral, saying
after which how Jack had made Muriel really happy in her
last months.

Sometimes in those later years when walking with one
of his sons along Maling Rd, he flirted with those he passed,
saying �I think I know you.�

JACK MCLEAN

28 APR 1921 � 24 JUN 2010.
David Langley

Back in 1962 I was a school boy at that great eastern
suburbs institution known as Box Hill High School, BHHS
as it was noted on the cemetery fence behind the school.
That wooden fence was on the opposite side of the railway
cutting where boys with a railway interest gathered to have
lunch, talk trains and wait for the 1-6 p.m. Melbourne to
Lilydale train � a train with a special carriage makeup and
a train that was brought to my attention when I came to
meet the McLean�s for the first time in 1964. At first it was
Stephen, Jack�s eldest son sadly taken from us over 20 years
ago, that I got to know but within a month or so I had been
invited to 60 Kenmare Street on a Friday night and there I
discovered the passion people have for timetables and rail-
way safeworking. Naturally I soon learnt about that
Lilydale train and the reason for the special makeup.

It then wasn�t long before I started to make the weekly
trek to Kenmare Street for an operating session on the
Wingrove Railway. There I discovered the garage to be a
treasure trove of timetables and signalling documents. The
joys of signalling and safeworking became more and more
embedded over the ensuing visits and I was lucky enough
to be taken by Jack on many car trips to places of railway
interest along with Stephen and Andrew.  Many of these
trips were to Deer Park which at that stage was a small
wayside station out in the sticks four miles beyond Sun-
shine. Here we would watch and marvel at the high speed
Interstate Express Goods and Passenger trains ripping
through at around 70 mph and only 11 miles from the cen-
tre of Melbourne.

Probably the highlight of these days out was a four day
camping visit in about 1966, that we made to Serviceton
with overnight stops at Ararat in both directions. We trav-
elled in the familiar McLean Holden station wagon �
HSX111 if I remember correctly � a car that was a feature of
the McLean household for many years. This trip to
Serviceton enabled Jack to take the three of us to almost all
of the many signal boxes on the Western line where we
received warm welcomes from the staff on duty. What a
great way to learn about signalling, something that I will
always be grateful for and that will occupy my hobby in-
terest for the rest of my time.

Another legacy of Jack�s involvement in the signalling
world was the formation in 1975 of the Victorian branch of
the Signalling Record Society, an organisation that com-
menced in the UK, and of which I have the honour to be its
third President. The first meeting was held in the lounge at
60 Kenmare Street and was attended by about 25 people. It
is pleasing to note that a lot of those people are still mem-
bers, and the membership during Jack�s stewardship
climbed to around the 100 mark. In fact I think that because
of this occasion we have all increased our circle of friends
within the railway signalling hobby. Jack was the found-
ing President and remained President for 17 years with a
further 14 years on the committee.

The Signalling Record Society was not the only society
that interested Jack, he founded the Australian Association

(Continued on page 62)
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MORDIALLOC

Mordialloc, 16 miles 25 chains 42 links from Melbourne,
was the terminus of the first section of the Frankston line.
The section was officially opened on 19 December 1881 by
Thomas Bent, Minister of Railways and MP for Brighton.
The first special was the 1000 special from Princes Bridge
which collected schoolchildren from the Brighton area and
took them to Mordialloc. The train carrying the official
party left Princes Bridge at 1226 and was scheduled to stop
at East Brighton (Bentleigh), South Brighton (Moorabbin),
and Cheltenham. Apart from people holding official invi-
tations, the ordinary public could travel on this train on
the payment of a fare of a first class fare of 3/9 return from
Princes Bridge. Upon arrival at Mordialloc there was the
usual speachifying and the massed schoolchildren sang the
national anthem. While this was going on the 1000 special
ran two return trips to Caulfield for the general public - the
trains departing Mordialloc at 1200 and 1400 and returning
at 1305 and 1500, stopping at all stations. The ordinary fares
were charged. The official train was scheduled to return at
1900, again stopping at Cheltenham, South Brighton, and
East Brighton, but The Argus reported that the party did
not return to Melbourne until shortly after 2000.

Public services commenced the next day, Tuesday, 20
December with six trains per day. Services were provided
by a single train, and, except for the first Down and last Up,
the train shuttled between Caulfield and Mordialloc. With
such a limited service it is possible that no safeworking
was provided, certainly no staff symbols were shown in
the Service Timetable. Staff and Ticket working had cer-
tainly been introduced on the line by 3 April 1882 with the
section being Balcombe Road (Mentone) - Mordialloc.

The official opening of the extension to Frankston was
on the 31 July 1882. The section was again opened by Tho-
mas Bent, but it appears that the celebrations were more
restrained. A single special train left Princes Bridge at 1135
returning at 1730. The line was opened for public traffic on
the following day, 1 August 1882. The initial �temporary�
service was two trains daily (three on Saturday) connect-
ing at Mordialloc with the trains to the city. By December
1882 trains were running through from Melbourne to
Frankston, and at least one locomotive and carriage set
was stabling at Mordialloc overnight. There were six trains
daily to Mordialloc (excluding an �as required� goods), and
three services to Frankston (four on Monday). Perhaps the
most interesting service was the 0906 Down Pass to
Mordialloc which continued on �as required� to Frankston.
The engine then hauled a goods to Caulfield (arriving 1250)
and returned to Mordialloc to pick up the carriages and
form the 1703 Up to Melbourne. (Unless otherwise noted,
all timetable references in this article are to weekdays.) On
the 1 September 1882, Mordialloc and Frankston trains com-
menced running through to Melbourne.

The Service Timetable did not show staff and ticket
working beyond Mordialloc until the issue of 2 July 1883.
The section was then Mordialloc - Frankston. Carrum was

opened as a staff station on 24 February 1885, the sections
becoming Mordialloc - Carrum - Frankston. The service
was more extensive by this time, and it appears that one
engine and train were stabled each at Mordialloc and
Frankston.

On the day the line officially opened between Caulfield
and Mordialloc, the Argus� reporter noted that none of the
stations had any buildings, but they were equipped with
sidings and platforms. It was noted that Mordialloc had a
�particulary fine and spacious platform�. The Argus also
noted that the contractor for the extension to Frankston
had only recently commenced work and the bridge across
the Mordialloc Creek was being constructed. A contract for
the erection of station buildings at Mordialloc was subse-
quently let to W. Chafter around the beginning of Febru-
ary 1882 for a contract price of £749-15-0. The station build-
ing was to the same design as the other original stations on
the Frankston line. Mordialloc had been opened for goods
not requiring crane power by the beginning of December
1882.

The Locomotive Superintendent requested the provi-
sion of a coal stage and ash pit at Mordialloc in December
1882. He was informed that the coal stage and ashpit for the
Frankston line had been provided at Caulfield and if they
were required at Mordialloc, it would cost £150 and need
Ministerial approval. The Traffic Branch noted in January
1883 that trains had to run tender first in one direction on
the line as no turntable had been provided at Mordialloc.
The Minister, Thomas Bent, duly authorised the provision
of a turntable (along with a number of other places) but
this was not provided. The turntable and ashpits were fi-
nally provided at the beginning of March 1885 - the turnta-
ble was relocated from Berwick and the coal stage was a
new construction. Perhaps feeling that it was on a roll, the
Locomotive Branch recommended the provision of an en-
gine shed in December 1885 at an estimated cost of £200,
however no further action was taken at this time.

Further alterations were undertaken in 1887. An addi-
tional siding came into service at the beginning of Febru-
ary 1887 after the Traffic Branch complained that nothing
had been done at Mordialloc to meet the extingencies of
holiday traffic. This siding was probably one of the dead
end sidings at the Down end of the station. A contract was
awarded to S. Young for additions to the station buildings
for £484-2-0 around the beginning of June 1887. A further
contract was awarded to J. Bacon for the erection of a per-
manent stationmaster�s house for £476-5-11 around the
middle of August. On the other hand, the coal stage was
dismantled in May 1887 and relocated to Flinders Street.
The timetable of October 1888 suggests that the locomo-
tive previoiusly stabled overnight at Mordialloc had been
relocated to Frankston. The carriage dock was removed in
March 1889 to allow for the extension of the platform

Horse racing came to Mordialloc in the late 1880s. By
November 1887 A.F. Bradshaw had established a private
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racecourse �Richfield� in Govenors Road, Braefield, about
two kilometers west of the station. It apparently closed in
the early 1890s, a victum of the depression. The better
known racecourse at Mordialloc was the Epsom Racecourse
situated about 2 kilometers slightly north of west along
McDonald St. The Epsom Park Racing Company was
formed in 1884, construction started in 1886, and racing
commenced on 15 June 1889. The racecourse was a popular
venue until almost the second world war and was the source
of much special traffic.

The line between Caulfield and Mordialloc was dupli-
cated on 9 December 1888. Staff and Ticket working Mentone
- Mordialloc was abolished and Winters Block working
was introduced. Block working may have been in use prior
to duplication (although it was not in use on 1 October
1888). The safeworking section remained Mentone -
Mordialloc. Approval to install Winters Block between
Caulfield and Mordialloc (and between Caulfield and
Oakleigh and Sunbury to Woodend) had been given on 16
May 1887.

Duplication resulted in a more intense service to
Mordialloc. By 11 August 1890 there were 17 passenger
trains to Mordialloc, of which 9 continued on to Frankston
(or beyond to the Mornington Penisula). There were also
two local goods trains to Mordialloc (one conditional).
However, there were still no trains scheduled to stable
overnight.

An Up Advance Starting signal was provided on 15
August 1893.

Interlocking

Mordialloc was interlocked on 15 March 1895. Very little is
known about the signalling at this time beyond the fact
that a 30 lever frame (14 levers working) was provided in
the station buildings. The fourteen working levers almost
certainly only worked the Up end of the yard, however the
size of the frame suggests that it was intended to interlock
the Down end as well. This did eventually occur, but not
for thirteen years.

The original wooden bridge over the Mordialloc Creek
was replaced in 1896 by a lattice girder located on the west-
ern (Up) side of the original bridge. The old bridge was
taken out of use at 2100 on 21 March 1896, and the new
bridge was brought into use at 0830 the following morn-
ing. At the other end of the station, the line was regraded

and carried over Nepean Road (now the Nepean Highway)
by an overbridge. A temporary track was provided for the
last quarter mile into Mordialloc on 4 April 1896, and the
bridge was brought into use for the first train on Sunday
morning, 16 August 1896.

The Commissioners inspected Mordialloc on 5 Decem-
ber 1896 and announced that they proposed to replace the
existing interlocking frame in the station building with a
new signalbox at McDonald St that would work interlocked
gates. This did not occur.

In June 1897 the Signal Engineer recommended altera-
tions to the tracks and interlocking at Mordialloc for a cost
of £360 and the alterations were brought into use on 27
February 1898. The alterations resulted in an additonal two
working levers in the frame, and the new interlocking reg-
ister commenced on 1 July 1899 shows that the frame then
contained 10 signal levers, 3 point levers, and 3 lockbar
levers. The diagram given in this article is based on a 1906
diagram courtesy of Des Jowett and the details in the 1908
Book of Signals. Only the Up end of the yard was inter-
locked, and the points at the Down end were hand worked
and secured by hand locking bars. It is likely that there
were at least two dead end sidings at the Down end, but as
there are no references to them in the Book of Signals I
have not shown them.

Around 1890 it was recorded that the Mordialloc -
Carrum staff section was worked by a No 3 Pattern staff
with Blue ticket boxes. Carrum was closed as a staff station
on 15 May 1893 and the new Mordialloc - Frankston staff
was also a No 3 Pattern, but with red ticket boxes. An Annett
key was attached to the staff on 8 October 1895 to work the
points to Gleeson�s Siding near Frankston. Carrum was
reopened as a staff station on 1 December 1899 with the
Mordialloc - Carrum staff being a No 5 Pattern (without
Annett key) with blue ticket boxes again. Large electric
staff was provided Mordialloc - Carrum - Frankston on 12
April 1900 - just before the Easter special traffic that year.
Aspendale was opened as a permanent electric staff station
in the last week of 1909, the sections then becoming
Mordialloc - Aspendale - Carrum.

By 1901 there were 6 through passenger trains (5 of
which were for Stony Point or Mornington), and 10 trains
terminating at Mordialloc - essentially there was a train
every hour to Mordialloc throughout the day. The last Down
stabled overnight and ran the first Up the following morn-
ing. The only goods on the line was the Stony Point goods,
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which shunted on the Down between 1145-1217, and
stopped on the Up between 1915-1935. By December 1909
there were 10 through trains (3 for Stony Point or
Mornington), and still 10 terminating trains. The last Down
still stabled overnight, but now formed the first departure
for Carrum where it became the first Up. The Goods serv-
ice was more interesting. The first daily goods shunted as
required Caulfield to Mordialloc where it arrived at 0759
and appeared to return at 1310. There was a daily goods to
Mornington Junction (Baxter) which shunted Mordialloc
1150-1245 on the Down (1030-1100 on Tues & Thurs) and
2027-2310 on the Up. Finally, there was an as required goods
to Carrum, which paused at Mordialloc 1630-1650 on the
Down and 1855-1920 on the Up.

An engine shed was provided on 21 August 1907. The
shed was originally erected at Traralgon in 1884, but was
removed to Briagolong in 1902 when the new �radial shed�
was erected. The contract to remove the shed to Mordialloc
was won by Wilson and Sly for a cost of £207-12-8.

The Traffic Branch recommended that the points at the
Down end of the yard be connected to the signalbox in
early 1908 at an estimated cost of £416. This work was ap-
proved by the Commissioners in May 1908. As part of these
works, the Engineer of Works recommended providing a
combined signalbox and booking office (i.e. signalbay) in
April 1908 and this, in turn, was approved by the Commis-
sioners in October 1908. The interlocking at the Down end
of the yard, together with the signalbay, was brought into
service on 1 November 1908. The signalbay contained a 30
lever frame - probably the relocated original frame - which
now only contained 3 spaces. The diagram has been de-
rived from information in Weekly Notice 44. By this date
there were at least two dead end sidings at the Down end
extending towards Mordialloc Creek.

On 9 March 1910 two additional disc signals were pro-
vided after suggestions by Mr Mathieson. One disc was
provided on Post 5 to control moves from No 3 Road to the
Up main line, and the second on a new Post 4A to control
moves from the Turntable Road to No 3 Road.

Rebuilding and enlarging

The new fully interlocked layout was destined to have only
a short life. The line between Mordialloc and Frankston
was duplicated on 1 December 1910 and the yard was con-
sequently rebuilt and enlarged. The resulting layout is still
recognisable today. On 22 April 1910 the Commissioners
approved �alterations and additions etc tracks, signals, sta-
tion buildings, removal and re-erection of engine shed� at
Mordialloc for £14932.

Instructions were issued to extend No 3 Road at the
Down end to allow pile driving for the Mordialloc Creek
bridge, and this extension was completed on 2 May 1910.
Approval was given in May 1910 to erect a portion of the
old Williamstown floating goods platform at Mordialloc
and this work was completed by 1 August 1910. Instruc-
tions were issued to reduce the length of the passenger
platform to 466 feet - probably to provide room to erect the
new signalbox at the Down end adjacent to Bear St.

In mid October 1910 the first stage of the signalling
alterations came into use when the trackwork at the Down
end was rearranged and bracket Post 6 was replaced by
two new Posts 6 and 6A. About one month later the Up end
of the yard was altered. Post 3 was replaced by a bracket
post situated 40 yards further out and the disc for setback
moves was removed to a new Post 2A on the righthand
side of the line opposite the former site of Post 3. Post 5 was
replaced by a bracket post, and the disc for moves from No
3 Road was replaced by an arm.

The duplication to Frankston was brought into use on 1

December 1910. The electric staff system was replaced by
double line block with the section Mordialloc - Aspendale.
A second platform was provided on No 3 Road and the
signalling was arranged so that Down trains could run
through any of the three running roads. On the Up, how-
ever, trains could only pass through No 1 Road. This re-
flected long standing arrangements at other similar VR
stations (e.g. Oakleigh) and was probably intended to al-
low terminating trains to stand in the Down platform wait-
ing for departure while express trains ran through on the
centre road. Terminating trains were not expected to stand
waiting time for their return journey in No 1 Road, and so
an Up through line was not provided. This difference in
operating flexibility was reflected in the acceptance condi-
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tions: Mordialloc was created a block terminal for Up trains
and the signalman could accept an Up train as soon as the
preceeding train had past Post 14. For Down trains, the
sigmalman was permitted to give Line Clear if the line
was clear to Posts 5, 6, or 7.

The goods yard was pushed back and a new goods road,
No 4 Road, was provided behind the new Down platform.
This ran from a connection with the Up line (not initially
brought into service) and extended across McDonald Street
and Bear Street. A number of dead end Goods Sidings were
provided at the Down end running down to Mordialloc
Creek. The access to these sidings was unusual as they were
accessed from a facing connection from the platforms. Ac-

cess to No 4 Road required a back shunt from one of these
sidings. A similar layout was provided at Lilydale. The
dead end sidings, incidentally, were always referred to as
�Goods Sidings� even though one would have been used
for many years to stable a suburban set overnight. An en-
gine shed and turntable were provided at the Down end of
the yard beyond the goods sidings. In December 1916, the
turntable was a 53 foot one. A subway was provided to
connect the two platforms and this was brought into use on
26 December 1910. The concrete water tower was erected
by Jas Younger who completed his contract on 1 March
1911 for £392-14-4.

It was clearly intended to work the expanded layout at
Mordialloc from a new elevated signalbox situated at the
Down end of the platforms adjacent to the Bear St gates,
however, for some reason the new signalbox was not ready
in time. Instead, the existing frame was reconfigured to
work the expanded layout. As it was only 30 levers, this
meant that the full signalling could not be brought into
service. Consequently, the Up end connection to No 4 Road
was not brought into service and almost no discs were
provided to control shunting movements.

The new elevated signalbox was provided on 5 January
1911 and contained a 57 lever A pattern tappet frame - just
short of twice the size of the frame it replaced. This al-
lowed the missing shunting signals to be provided on Posts
3, 4, 12, 13, 15 and 15A. The shunting signals at the Down
end were unusual. The three discs (35, 36, and 37) on Post 13
applied to moves from Points A (the points leading to the
goods sidings) to Nos 1, 2, or 3 Roads - hence to trains
either in the goods yard or standing on the Down main
line. The single disc 38 on Post 15 applied to moves from
Goods Yard towards Post 13. Disc 39 on Post 15A gave
permission for engines in the Engine Roads to enter the
Goods Yard and move towards Post 15, to reduce the possi-
bility of a collision in the goods yard between engines
coming off the shed and shunting movements. The elevated
signalbox also worked one and a half sets of interlocked
gates across Bear St. The full set of gates was provided
across Nos 1, 2, and 3 Roads, while a half set was provided
across No 4 Road. One final interesting thing to note about
the final layout is the numbering of the signal posts: all the
Down posts are numbered in one run from Post 1 (Down
Distant) to Post 8 (Down Starting), and then the Up posts
are numbered in one run from Post 9 (Up Starting) to Post
16 (Up Distant), instead of the more usual arrangement
where the Up and Down posts are numbered together. This
numbering arrangement was a short lived practice used
around 1910. The post numbering lasted until the end of
mechanical signalling, and Mordialloc was probably the
last location to use it. Post 10 was relocated 15 yards closer
to the signal box in mid April 1911, presumably to resolve
sighting issues.

The first timetable I have post duplication was issued
in December 1913. This showed 17 through trains (3 ex-
tending down the Mornington Peninsula), and 14 termi-
nating trains. The last Down still stabled overnight to form
the first Up. The Goods service was similar to that previ-
ously given. The early morning goods had been extended
to Frankston and shunted Mordialloc 0600-0720 on the
Down and 0935-1300 on the Up. The Mornington Junction
goods shunted Mordialloc 1150-1230 on the Down and 2155-
2325 on the Up. An afternoon Frankston Goods shunted
Mordialloc 1350-1430 on the Down and 1730-1900 on the
Up. Finally, the as required Carrum Goods paused at
Mordialloc 1630-1650 on the Down and 1855-1958 on the
Up. The timetable in December 1916 was similar.

(To be continued)
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(Left) Post 2 at Mordialloc, carrying
the Down Homes, was this delightful
three doll lattice mast. All three arms
were at the same height, even though
the centre arm was for the straight
�through� road. For some strange rea-
son, the right hand doll had retained
its finial after the others had been re-
moved. Mordialloc was not completely
track circuited, and none of the three
arms were equipped with reversers.
Photo taken on 26 March 1985. (Be-
low) The McDonald St gates at the
north end of Mordialloc station. The
gatecabin can be seen at the right, with
the gatekeeper�s house behind. This
photograph was taken on 21 February
1986, and a new colour light signal
and pedestrian boom barrier (sans
arm) can be seen ready to be brought
into use.
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