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 Thank you for all the letters this time  -  some very interesting topics and I wish 
space permitted to publish all of them.   Due to the late issue of Torque No 14, there 
has not been the usual time for preparation for this issue, particularly also as Pat has 
been ill with shingles.   However, Ron has come to the rescue and done much of the 
keying in this time  -  thank you Ron.  
 Another distraction has been a major fi nal push to get my White Rose, 1923 
Leyland SG7 single decker bus completed in time for the London to Brighton Run 
in May, after a very major restoration - only a short time now and with so much to 
fi nish.  We intend to take it to Wroughton for the Fourth Leyland Society Annual 
Gathering on 27/28th July, 2002,  mention of which coveniently reminds me to ask 
you to complete the entry form enclosed with this issue of Torque, as soon as possible 
please, and send it to David Berry.  If you require more forms please write to David 
(address inside front cover).
 You may have seen my request in Torque No 14 with regard to the splendid 
television advert used by Leyland in the 1980s to launch the T45 Roadtrain.  I 
remember the fi rst time I saw it, it brought a lump to my throat  -  here was a truck that 
may save the ailing giant.  David Corns has kindly written to correct my recollection 
of the punchline of the advert , which he recalls as being  “Oh ye of little faith”  
(although he qualifi es that by saying that he may be wrong as the hospitality of that 
period made his memory hazy!).  It would be good to fi nd a way of getting a copy of 
this, and other Leyland advertising fi lms if they still exist  -  surely one reader must 
know?
        

   

                   Mike Sutcliffe, Editor
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     FROM THE CHAIRMAN    
    

          

            
NEW  MEMBERSHIP  RATES

Subscription levels now are £20 per annum (family £23), £24 for EEC members, £28 
(in Sterling) for membership outside the EEC.  Anyone joining after 1st April and 
before 31st July will have their membership carried over to the next 31st July, i.e. up 
to 16 months.    This is good value for money and new members are welcomed. 
Application forms are available from the  Membership Secretary - see address inside 
front cover.

  Further to “From the Chairman” in Torque No. 14, I would now like 
to take this opportunity to update you all on the matter of  “Incorporation and The 
Leyland Society”.
  For some considerable time now the committee have been aware  that in 
this “litigious” age insurance indemnity would not suffi ce should certain circumstances 
arise - in fact each committee member could fi nd themselves being personally held 
responsible for such consequences. The present committee are no longer prepared to 
leave themselves in this vulnerable position. That being the case, and having taken 
professional advice, the committee decided at their meeting on the 10th January 2002 that 
the Leyland Society should become a Company Limited by Guarantee at the earliest 
possible time. Having made this decision, the wheels have been set in motion.
  This move will go a long way towards safeguarding the personal assets 
of the current committee members and will be in place for such time any  change of 
committee is desired. Likewise the incorporation of the Society will also limit the 
liability of its members should (heaven forbid) the Society be wound up.
  It is hoped that in the not too distant future we will be able to call a 
meeting (E.G.M.) where this business will be transacted. We sincerely trust that the 
membership will fully support the committee in this matter.
  Finally, as announced elsewhere in this issue our next “Gathering” will 
be at Wroughton on 27th/28th July 2002. Marshals will be required for this event, 
if you can help, please contact David Berry whose address can be found inside the 
front cover of this magazine.

Neil Steele, Hon Chairman
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General items can be ordered from our Treasurer, Keith Watson (address on front page). orders 
for clothing to our Chairman, Neil Steele (address on front page). Please make cheques payable 
to “The Leyland Society”.
Leyland Society Lapel Badges (for members only)
 Oval (38mm long) in silver and blue enamel      £ 4.00 each
First Rally Memento – Lapel badge
 Oval Leyland Radiator badge (1907-13)     Not many left!            £ 5.50 each
Second Rally Memento – “Employees” Lapel Badge
 Red,  circular          £ 4.50 each
 Black, circular          £ 5.00 each
Windscreen Stickers – with Society logo
 Large, 5ins. long          £ 3.50 each
 Medium, 2.5 ins. long         £ 2.50 each
 Small, 1.5 ins. long                  £ 1.50 each
Bone China Mugs, with Society and Leyland logos               £ 5.00 each
                                                                                                             £19.00 for four
Leyland Society Clock – approx. 7ins. x 9 ins.
 Allow 14 days delivery                 £22.50 each

CLOTHING
The Society can currently offer the following clothing bearing the “Leyland Motors 
Ltd.” logo in Silver. Please Note when ordering  clothing  allow up to six weeks 
for delivery as these items are all produced to individual orders. This important 
information was omitted from page 3 of Torque 13. 

Polo shirts (short sleeved), in Burgundy, Royal Blue, Bottle Green, Navy Blue, Red 
& Black.
 Sizes: Small, Medium, Large, XL & XXL.  Price £15.99 
 All plus £1.50 per item P & P.
Sweatshirts (in three styles) in Burgundy, Bottle Green, Navy Blue & Black. 
 Raglan Sleeve:   £18.99
 Open Hem:   £18.99
 Placket (with collar) £21.99
 Sizes: Small, Medium, Large, XL & XXL.  All plus £1.50 per item P & P.
Body Warmer/Gilet (fully lined medium weight) Available in Navy or Green.
 Sizes: Small, Medium, Large, XL & XXL.   £24.99  
 Plus £1.50 per item P & P.
Baseball Caps. (Navy Only) £9.99   Plus £1.50 per item P & P.

BACK  NUMBERS
 Back Numbers of Leyland Torque and the Society Journal, together with Binders 
for Torque - these are all available from Mike Sutcliffe. Details are on page 47.
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 Production of the Leyland National bus came on stream at the Lillyhall factory 
just thirty years ago. The vehicle was built by the Leyland National Co. Ltd., a joint 
venture between British-Leyland and the National Bus Company.  The vehicle consisted 
of a self-supporting body structure to which mechanical components built at Leyland 
were attached.  All assembly work was done by a semi-skilled labour force on a car 
factory style production system. The steel parts were pressed to shape and given anti-
corrosion treatment in advance, but required drilling (with precision) at the time of 
assembly. A curious “low-tech” stage, before the front and rear ends were put in place, 
was the manhandling into the shell of the large ply-wood fl oor sections.
 When the body shell was substantially complete, the mechanical units (axles, 
suspension, steering, transmission and engine) were attached. Finally came fi tting out 
and painting. It was the latter which was soon to cause concern amongst those who saw 
the introduction of a British standard single deck bus as the death knell to the fascinating 
variety of the British bus scene. Such were the constraints of the mass-production 
techniques adopted at Lillyhall, that virtually all of the initial production buses were 
fi nished all (leaf) green, or all (poppy) red. The only variation permitted was a light 
coloured roof. Customers were required to add insignia, legal lettering, fl eet numbers 
etc. themselves, and in the case of the NBC operators, a grey band could  be applied 
below the windows. Non-NBC customers received Nationals in approximations of 
their existing liveries (all one colour, or with a roof in a lighter shade), or in all-over 
white, for complete painting locally.
 The National was available in two lengths, 11.3 metres and 10.3 metres. The 
shorter length was achieved by reducing the distance between the window pillars.  Thus 
Australian customers were able to purchase a 10.9 metre long version with a mixture 
of long and short windows. Interior fi nish and seating was also very standardised and 
basic. As the Leyland-National was essentially an “urban” bus, it was not very suitable 
for use on long interurban runs, so a revised “suburban coach” variant was introduced 
in 1974, with a revised fl oor and high-backed seating.
 It is not necessary to discuss here the problems of the National’s engine, the 510 
fi xed head in turbocharged form. Smoke and noise do not impede a vehicle’s progress.  
I well remember my fi rst ride on a (Crosville) National, when the type had replaced 
Bristol Lodekkas on some of  the Liverpool services. The suspension was excellent 
and the acceleration (aided by automatic transmission) was equal to that of a  private  
car’s. I thought the bodywork, although spartan, was robust and spacious. The engine, 
of course, was a problem and must be regarded as one of the reasons why the National 
failed to reach its production target of 2000 examples per year (the planned capability 
of the Lillyhall factory.) Production began in the middle of 1972, and 1000  had been 
built by December 1974. After this, 2000 (April 1975), 3000 (February 1976), 4000 
(January 1977), 5000 (May 1978), 6000 (April 1979), and a total of 6500+ (January 
1980) are the landmarks in the production life of the bus. How much worse would it 
have been without the support of the National Bus Company ?

Ron Phillips reviews Leyland’s integral city-bus 
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Any colour supplied as long as it’s white?  A left-hand drive 11.3 metre vehicle, believed to be  
one supplied to Portugal. Note the half drop windows for vehicles supplied to warm climates.
                 (Photo British Leyland)
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 Leyland always argued that the basis of a good export business was a thriving 
home market. By the seventies industrial troubles caused the home market to falter, so 
the need to sell Nationals abroad to keep the factory busy was paramount. Only one 
order for 450 buses for Venezuela matched the huge successes of the fi fties and sixties 
with the Worldmaster. The overseas sales of Nationals were limited to Australia (which 
included the city fl eets of Canberra, Melbourne, Hobart and Brisbane and a few of the 
country’s private operators), Jamaica, Trinidad, and several places in  Europe (Oslo, 
Kristiansand, Netherlands Railway fl eets, Dijon and St.Etienne). Most of the export 
vehicles were built in 1975-6. A few single buses went elsewhere but generated no 
sales, nor did a few “one-off” specials demonstrated in Britain. 
 In mid 1976, from vehicle number 03331, modifi cations were introduced to the 
standard specifi cation to effect various improvements to reduce noise levels, internal 
refl ections and general safety. Vehicle numbers now featured an “A” (e.g. 11351A/1R) 
to denote “Phase II” production. Another change involved the option of a smaller 
“pod” on the roof. In 1978 a new low-coast variant was introduced with no roof pod 
and “conventional” under seat heating. This was known as the “B series” being made 
available only in the shorter length with up to 44 seats. Vehicle numbers included the 
letter “B” (e.g. 10351B/1R). Dissatisfaction with the 510 engine resulted in a decision 
by Leyland to introduce a National powered by the TL11 engine, the story of which 
will be told in the next edition of Leyland Torque.    
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Twenty-fi ve Nationals were supplied to Netherlands Railways, a staunch Leyland customer of 
long-standing. The vehicles were divided amongst four  of the group fl eets, and were of the special 
10.6 metre length. Depicted above is fl eet no.3106 of Noorde-Zuid Hollandse (NZH) on chassis 
01953. The bus has been modifi ed by the fi tting of a standard Dutch “lantern” wind-sceen angled 
to avoid refl ections, thus bringing the Nationals into line with most other Leyland based buses 
in the country. The photograph was taken in Haarlem in April 1977.
                     (Photo Ian Charlton)

St. Etienne, France, No. 253 is an 11.3 metre bus (chassis no.01873) supplied in green and cream 
livery. Side destination boards and a cream skirt have been added by the operator. Six Nationals 
new to Dijon were later purchased by St. Etienne.                                       (Photo Mike Fenton)
                                      

 Our selection of pictures illustrates exported Leyland Nationals in several parts 
of the world. A few were actually exported at second-hand after service in Great 
Britain, notably a group from Aberdeen which went to Rockhampton, Queensland, 
Australia, where they entered service in Grampian livery and continued to carry the 
same fl eet numbers. They were from the batch numbered 02989-95, and joined a bus 
bought new by Rockhampton with chassis number 02987!
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 For any member wanting a complete listing of the Leyland National Mark I, 
the PSV Circle have published a comprehensive list in a 112 page A5 size booklet, 
with illustrations. This is available at £12 post free from J.Hambley, 7 Linden Road, 
Dunstable, LU5 4NZ. It gives the fullest possible details of the buses in Britain and 
overseas. (Cheques payable to P.S.V.Circle, please.) 
 A second book listing the Mark 2 National is promised soon. 

This Australian Leyland-National with the Amberley-Rosewood Bus Co. has its lines disguised 
by a livery of white with two shades of green and yellow relief. It has deep cushioned seats and 
is now powered by a MAN engine.            (Photo Ian Lynas) 
                                     

An unusual special Leyland Super Comet, built as a sample for an overseas contract. (BCVM)



 

 Alan Townsin’s article in Journal 3 and Don Bate’s notes in Torque 14 both 
touch upon the early problems of the torque converter, namely overheating  and loss of 
fl uid, and the tendency to use more fuel than similar vehicles fi tted with a conventional 
gearbox. Perusal of the notes made by the Leyland Motors’ Experimental Department 
in 1932-1933 throws a lot more light on the early development of the Leyland-built 
torque converter. In 1931 two Swedish made transmission units were obtained from 
the Ljungstrom Turbine Company(1), one being fi tted into a single deck bus late in 
the year, and the other being the subject of bench tests. Loss of turbine fl uid occured 
when the bus made demonstration runs, and the converter on the test bench revealed 
that as soon as it was subjected  to a gradient, the fl uid heated to boiling point and 
vaporised, and the action of the device was destroyed. The engineers were at fi rst of 
the opinion that the fl uid was at fault.
 Although Leyland had it in mind to use the torque converter in road vehicles, 
it was required in the fi rst instance for use in railcars, and in this application there 
were fewer problems. Railway gradients are gentle, and the torque converter was 
only brought into use when starting from rest or very low speed: the rest of the time 
a railcar is in directl drive. Early in 1932, the Northern Counties Committee (NCC) in 
Northern Ireland, which was basically part of the LMS, ordered running gear for two 
4 wheel railcars, which were to be assembled in the railway shops. Leyland built a 
torque converter to the Swedish design from scratch, and in February 1932 subjected 
the device to bench tests, and found the performance similar to the Ljungstrom made 
converter. At the same time, Birkenhead Corporation were asked to allow tests to be 
made with one of their TD1s (No.87, CM 8072) fi tted with a Ljungstrom converter 
which had been equipped with a small radiator to cool the turbine fl uid.
 The Birkenhead  trial was described as “satisfactory” as far as the performance 
of the converter was concerned, but  trouble was reported with the clutch operating 
mechanism. This was the fi rst trial of a “gearless” bus in passenger service, and as was 
to be the case over and over again, an increase in petrol consumption was recorded. 
Passengers’ opinions are unknown, but Leyland stated,  “the drivers speak highly of 
this converter and comment on the ease of driving and absence of fatigue which they 
experience at the end of a day’s work.” The second and third Leyland built turbines 
were complete by the end of March 1932, and it was decided to fi t one in a Titan 
TD2 demonstrator (2), and the other in a vehicle of the City Omnibus Co., London. 
Events stalled this programme: the Manager at Birkenhead demanded that his bus be 
refi tted with its gearbox after a series of failures in April 1932 caused the bus to be 
off the road for extended periods. A new problem had arisen, failure of the glands on 
the central shaft allowing the escape of fl uid. The engineers now decided that it was 
“useless to consider carrying out any further demonstrations or offering it to inter-
ested purchasers unless it can be made more reliable in service.” The Leyland Board 
decided to withold any payment due to the licensees (3), but urged the engineers to 
ensure the construction of  two satisfactory converters to fulfi ll the railcar contract.

 
Early history of Leyland’s “gearless” transmission 
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Leyland Titanic or White Elephant ?  The unique Leyland TT4c of Johannesburg saw very little 
service. The chassis, built at Chorley, was bodied by Metro-Cammell. The 8.6 litre diesel engine 
lost so much power at the Jo’burg altitude, the converter was prone to overheating in the high 
ambient temperature and when climbing the city’s  steep hills, and the heavy eight feet wide all-
metal bodywork combined to make this vehicle slow and unpopular .
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 By June/July a new type of gland made of  improved material had been devised, 
and a Leyland-made converter was fi tted into a Tiger chassis which was driven over 
a test route, stopping eight times a mile, with results described as “very good”. No 
fl uid leaks were reported. Ribble at Preston was asked to test a torque converter in a 
double decker(2). The engineers now felt confi dent enough to start building two con-
verters for the NCC railcars, to be ready in September. The Ribble bus was fi tted with 
a torque converter on 23rd July, and it was found that it “consumed” seven gallons 
of fl uid a week ! A replacement converter (the one from the test chassis) was fi tted 
and it ran with little trouble until 24th August, but then began to leak. The cause this 
time was traced to grit in the fl uid causing wear on the seals.
 
 

 The experimental running with Ribble was now transferred to Bootle depot 
near Liverpool. Modifi cations to the pipework taking the fl uid from the fi ller tank on 
the bulkhead were made, allowing vaporised fl uid to bleed back into the tank. It ran 
2472 miles, averaging 5.7 mpg against the 6.26 mpg of an ordinary Titan. Some time 
in September, it was driven to Sheffi eld. The long hills encountered caused overheat-
ing of the fl uid. The Sheffi eld Manager said the bus was “exceedingly slow” on hills 
and only performed well at a limited range of engine speeds. The mpg on this trip was 
said to be “excessive”.  Next, the bus visited Birkenhead and Preston Corporations.
 By now, Leyland had built 5 torque converters. Two were supplied in September 
for the NCC railcars  with 10 litre petrol engines and reversing gear. One was working 
in the test chassis, another was in the bus mentioned above, and the third was “to go in 
another Titan bus”. This would be Titan TD2c chassis number 2050, registered TJ 10 
at the end of the year for service in Sheffi eld. Although the NCC railcars were not yet 
built, the LMS placed a repeat order for running gear for 3 more railcars in September. 
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 They specifi ed 10 litre diesel engines, torque converters and Leyland bodies. 
 Demonstrations of a torque converter fi tted bus are recorded for Preston, Don-
caster, Chesterfi eld, Birkenhead and Sheffi eld in the latter part of 1932, and in early 
1933 “satisfactory progress” of the converters under test was recorded, but a clutch 
failure was reported at Birmingham, where TD2 TF 7310 had entered service 16/2/33, 
on loan, but with fl eet number 94. By March 1933 test results were such that the 
Company began tooling up for  series manufacture of torque converters at Leyland; 
a pre-production prototype had been made in the Experimental Department,  and jigs 
were in preparation for the production version which was to be known as the HTC1, 
and of which the fi rst  was manufactured in July 1933. Early doubts seem to have 
evaporated. A production HTC1 was tested in a chassis in September, and for the 
autumn Olympia Show Leyland put on display a Tiger with a Leyland metal-framed 
body, with cut-away sections to show the installation of the converter, and a metal-
framed double deck  TD3c, subsequently registered TJ 3278, on chassis  2417.
 Such was the faith in the torque converter in railcars that a shipment of a 10 
litre engine plus HTC2 (the railcar version) went to Australia in November, the LMS 
railcars were delivered early in 1934, and there was talk of building a diesel engined 
shunting loco for NCC. As for buses, the thinking was that the development period 
was over and it was time to extend the application of “gearless” transmission. Tests 
were made in December 1933 with both petrol and diesel powered 4 cylinder  engines 
coupled to an HTC1, and more bizarrely, an HTC1 was modifi ed for fi tting into an 
AEC Regent chassis early in 1934, on behalf of the LPTB. The bus concerned was 
STL 221 (AGX 561), and it ran  with the torque converter installed until August 1937....
it will be referred to again in Part 2 of this article. 
 At the same time as work on the torque converters was taking place, Leyland 
was also developing the 8.6 litre oil engine. In March 1934 Birmingham placed an 
order for 5 oil engines and 7 HTC1s to be fi tted into existing petrol-engined AEC 
Regents, two of which also went to Southall to have AEC oil engines fi tted:
  361 OF 3993 Leyland engine/torque converter fi tted         6/6/34
  363 OF 3995 Leyland engine/torque converter fi tted   10/5/34
  364  OF 3996 Leyland engine/torque converter fi tted   19/5/34
  365 OF 3997 HTC1 fi tted by Ld. 19/5/34; AEC engine fi tted 23/6/34
  366 OF 3998 HTC1 fi tted by Ld.   8/6/34; AEC engine fi tted  5/7/34
  367 OF 3999  Leyland engine/torque converter fi tted   1/5/34
  502 OV 4502 Leyland engine/torque converter fi tted   29/3/34
The installation involved  alterations to the bodywork at the front bulkhead and the 
lower saloon fl oor, and the repositioning of the front lower deck seats with their backs 
to the engine: this work was done at Leyland.  365 reverted to an AEC petrol 
engine in 1/44, but the other vehicles remained as above until normal withdrawal.
 Our thanks to John Horne, Southampton, and Peter Jaques of the Kithead Trust, 
for supply of  information contained in this narrative.  
(1) The Ljungstom name was already known in the UK for steam turbines. Brush of Loughborough built the  
 “Brush-Ljungstrom”trubo-alternator, used by many British medium-sized electricity departments.
(2) This vehicle is assumed to be TF 7310, an early TD2, chassis no.130 of 12/31 
(3)  The licencees were Lysholm-Smith, also described as Ljungstrom’s “representatives”.
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  Edited  by  ALAN TOWNSIN

Please  send all correspondence via Mike Sutcliffe, the Editor.
  34. Clayton Destination Indicators  (fi rst raised in Torque No.6)
 Dr  Gordon  Brook,  of  Leeds,  points  out  that  the  Yorkshire  Woollen  District
Tiger  PS1  he  is  restoring  has  a  Clayton  box  designed  to  take  four  rollers, but
the  maximum  outside  diameter  of  each  of  these  is  much  smaller  than  for a 
conventional  single  blind  and  therefore  the  number  of  possible  displays per 
blind is  much  less.  He  recently  cut  up  a  later  single  YWD  blind  to  fi t  in the  
Clayton  box  and  this  has  fi lled  the  best  part  of  three  of  the  four  rollers. This  
seems  to  support  the  view  that  the  main  attraction  so  far  as  that company  was  
concerned  was  having  a  separate  blind  for  each  depot,  thus saving  the  conductor  
having  to  wind  through  endless “foreign”  destinations. His  recollection  from  
working  for  YWD  as  a  student  was  that  blind  changes were very rare.

  47. Mark III and L-type engines (fi rst raised in Torque No.10)
 Wilf  Dodds,  of  Nuneaton,  raises  doubts  about  the  re-use  of  the  6.2-litre 
engines  that  had  been  fi tted  from  new  in  79  Ribble  Tiger  TS8  buses  of  1939 
to  re-engine  Cheetah  buses  in  1946-48.  He  points  out  that  only  40  of  the latter  
(the  1939  batch  of  LZ5s)  2094-133  (RN  8659-98) were converted, raising the 
question of what happened to the other 39 engines. 
 Perhaps  more  signifi cantly,  he  reports  that  the  Motor  Tax  fi les  recorded the  
new  engine  details  in  the  form  “E175/TD5/xxx”   for  the  LZ5 buses  as  converted,  
and  also  for  the  Tiger  TS8  coaches  which  were converted  in  the  same  period.  The  
E175  was  an  early  form  of  the  7.4-litre engine,  used  in  the  Hippo  Mark  II  army  
lorry,  so  “E175/TD5/xxx”  may have  identifi ed  a  passenger  version,  presumably  
fi rst  applied  to  a  TD5;  the post-war version used in the PD1/ PS1 was E181. 
 It  is  not  clear  where  the  report  that  these  Cheetahs  received  the  6.2-litre  
engines  originated,  though  the  editor  of  this  section  used  the  wording “are  now  
believed  to  have  been  drawn  from  the  79  experimental  6.2-litre units...”  in  a  
piece  written  for  Eric  Ogden’s  book  on  Ribble,  published  by TPC  in  1983.  
This  implies  then  fairly  recent  fresh  information,  though  he regrets  not  being  
able  to  recall  whence  it  came.  He  had  indeed  thought  them to  be  7.4  after  
travelling  in  one  soon  after  conversion,  though  it  seems  quite likely  that  the  
6.2,  of  similar  basic  design,  would  have  sounded  much  the same.  The  7.4  was  
quite  a  powerful  engine  to  fi t  in  a  Cheetah,  and  one wonders about the torque 
capacity of the transmission.
 Several  engines  described  as  “L-type”  appear  in  the  list  of  engine  types 
reproduced  in  Leyland  Torque  No.3.  The  4in  bore  and  5in  stroke  6 cylinder  
oil-engine  version  (6.2-litre)  appears as  type  E129,  described  as  “Std. ‘L’ type,  
central  sprayer.”  The  E129  number seems  to  imply  a  date  of  c1938, nicely 
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in time for the batch of 79 Ribble  TS8  buses  of  1939.  As  explained  in  Torque  
No.10,  page  13,  what was  evidently  in  mind  was  a  whole  range  of  models  
using  the  L-type engines, not produced due to the war.

  51. Leyland/English Electric trolleybuses (fi rst raised in Torque No.11)
 Geoff  Lumb,  of  Huddersfi eld,  has  supplied  further  clarifi cation.  Although the  
batches  of  10  single-deck  trolleybuses  of  1928  and  six  of  early  1929, together  
with  the  ex-demonstrator  CK3898,  all  supplied  by  English  Electric to  Bradford  
Corporation,  were  based  on  modifi ed  Leyland  Lion  PLSC1 chassis  as  stated,  
this  was  not  so  for  the  11  of  later  1929.  Although quoted   as   so   based   in   
two  well- known   histories  of  Bradford,   they had chassis built by English Electric 
themselves.
 Also  it  seems  that  we  were  misled  by  errors  in  chassis  numbers  which 
persisted  in  the  same  way.  Geoff’s  research  shows  that  Lion  chassis  47696 
should  read  47679  (thus  beginning  a  straight  run  of  numbers  47679-84),  and the  
English  Electric   batch  quoted  as  1001-9/11-2  were  actually  1001- 9/11/0.  The  
prototype,  CK  3898,  however does  seem  to  have  been  60001  and  not 6001. 
 Wilf  Dodds  confi rms  that  it  was  registered  by  English  Electric  and taxed 
by  them  on  15/9/27,  his  abstract  from  the  records  shows  it  as not  licensed  
after  30th  June  1928,  which  needs  checking  as  it  was  supposed to  be  running  
in  Maidstone  from  July  1928  -  but  might  this  have  been  on trade  plates?  The  
transfer  to  EEC  in  March  1929,  at  the  point  it  was  sold to Bradford,  may  
suggest  that  the  chassis  at  least  was  still  Leyland  property until  then.  He  also  
reports  that  it  was  blue  and  white  when  registered  so maybe Bradford was the 
target all along.
 It  is  noteworthy  that  English  Electric,  although  referring  in  its  own 
paperwork  to  the  Leyland  chassis  used  for  the  two  production  batches  as PLSC1,  
records  the  wheelbase  as  15ft  6in  instead  of  the  14ft  6in  of  the standard  PLSC1  
The  PLSC3,  more usual from about 1928, had a 16ft 5in wheelbase. 

  59. Eastern National Titans (fi rst raised in Torque No.12)
 Wilf  Dodds  draws attention to the  apparent  contradiction  of  the  picture  
in Torque No.13  of  TM  3843  with  an  enclosed-stair  conversion  while  still  in  
National livery,  and  the  reported  claim  that  this  bus  was  one  of  fi ve  still  open-
stair when acquired by Caledonian.
 
  62. Preselector gearboxes (fi rst raised in Torque No.12)
 Wilf  also  points  out  that  PSV  Circle  records  show  that  the  ex-Birmingham  
TD6c,  FOF  298,   fi tted  with  O.350  engine  and  preselective gearbox, was with 
Edinburgh from 4/53 to 12/54, then returning to Leyland Motors.

  63. Royal Tiger badge (fi rst raised in Torque No.13)
 Wilf  also writes that  the leaping  Tiger  motif  was  used  by  the Bellville Bus
Co.  (S. Africa)  on  at  least  two  Tigers  of  c1929,  quoting  ‘Leyland Bus’original  
edition  page  61,  and  Keith  Jenkinson’s  Burlingham  book includes  four  depictions  



Spring   2002 LEYLAND  TORQUE  No. 15 13

of  such  emblems,  on  a  Wood  Bros  (Blackpool)  TS2 ;  James  Pearson  &  Sons,  
Liverpool  Tiger;  Ellen  Smith,  Rochdale TS6 and  Ripponden  &  District TS7.    He  
points  out  that  the  last  pair  are  of  particular  interest  as it  seems  that  Ellen  Smith  
would  not  have  needed  permission  to  continue using  the  motif  unless  there  had  
been  some  agreement  for  its  use  by  one  or the other alone.
 A  further  indication  that  the  use  of  the  leaping  Tiger  motif  on  Ellen Smith 
coaches  seems  not  to  have  been  related  to  the  ending  of  Ripponden  & District  
comes  from  Norman  Boyes,  of  Knott  End-on-Sea,  who  points  out the  coaching  
division  of  Ripponden  &  District  was  not  taken  over  by Hebble  Motor  Services  
until  1957.  The  late  Hubert  Whiteley  of  Central Motors  Ltd,  of  Ripponden  
acquired  the  stock  of  transfers,  using  them  on  all his  new coaches  until  about  
1980.  Norman  also  says  that  Ellen  Smith switched  to  a  leaping  Leopard  motif  
when  the  Leopard  was introduced,  and  it  can  still  be  seen  today  on  some  of  the  
coaches  of  Rossendale Transport Ltd., which took over the Ellen Smith concern. 
 
  64. Straight-skirted Royal Tiger coaches (fi rst raised in Torque No.13)
 Wilf  Dodds  also  writes  that,  as  far  as  he  can  establish,  all  60  of Ribble’s 
fi rst  batch  (DRN  703-62)  had  the  underswept  curved  front  panel  and of  the  
second  60  (ECK  121-180)  up  to  ECK  156,  at  least,  were  the  same,  but the  
1953  batch  (FCK  401-25)  had  straight  skirts  from  new,  with  a  similar pattern  for  
Standerwick.  Seemingly  all  1951  deliveries had  the apparent   Leyland   standard 
but  those for 1952/3 were to  Ribble specifi cation. 

 Another  query  relating  to  one  of  these  vehicles  is raised by Dr.  Taylor 
from a  recollection  of  a  visit  to  Leyland  just  at  the  end  of  body  production.  
Seen  rushing  through  Chorley  was  one  in  grey  primer , bearing the registration  
HJF  60.  Provincial  of  Leicester  had  one  on  order  but  is thought never  to  have  
received  it.  However,  an  AEC  Regal  IV  with  Plaxton body bearing  HJF  60  was  

A roadside seminar on 
the merits of straight 
or curved skirt panels 
? Probably not, but the 
underside of Ribble  795 
(DRN 717) is certainly 
receiving close attention.
(Photo BCVM Archive)
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seen  shortly  afterwards.  The question  is,  what  did  the  evidently  cancelled  ‘HJF  
60’  Royal  Tiger  become ?  He  suggests  Wilkinson’s  OUP  45,  or  the one  for  
Warwickshire  Miners’ Convalescent Home in Dorset,  but can anyone confi rm ?
 We  must  apologise  for  incorrectly  quoting  the  fl eet  number  of  the 
Southdown  example  illustrated  in  Torque  No. 13;  it  was  No.1624,  the later  
digits  being  matched  by  those  of  the  registration  number  LUF  624  in the  usual  
Southown  fashion. Thanks  to Gerry  Bixley  of  Bisley  for  pointing this out.

  65.  Bus  models with  “wrong”  radiators  or  chassis (Torque no.13)
 Graham  Edge, Cambridgeshire,  reports  that  Cleveland Petroleum  had  Beaver  
12.B  models  with  ‘Cleveland’  in place  of  Leyland  on  their  grilles,  and  clearly  
there  were  other  goods  users, such  as  the  Carter  Paterson  case  seen  in  Torque  
No.14.  Even  so,  it  seems  to have  been  far  more  common  among  bus  companies,  
quite  a  few  of  which fi tted  a  ‘Leyland’  plate  at  the  bottom  of  radiators  of  the  
later  1930s  models, leaving  the  top  to  carry  their  own  plate,  sometimes  in  the  
same  style  of lettering  as  the  Leyland  standard  but  sometimes  quite  different,  
as  with  the oval  plate  with  domed  shaping  favoured  by  East  Yorkshire.  This  
system  had the  advantage  that  the  radiator  became  interchangeable  between  
Tiger  and Titan models. 
 The  example below  of  a  ‘wrong’  radiator  on  a  Tiger  was  a  substitution.  
It  was chassis  number  60103,  supplied  new  to  F.  E.  Weston  (Blue  Bus),of  
Cradley,  Staffs,  registered  as  RF  4964  in  September  1928’  but  taken over  by  
the  Great  Western  Railway  in  April  1929.  There  is  photographic evidence  that  
it  then  had  the  same  standard  Leyland  style  of  saloon  body  of the  time  as  
seen  here  but  with  the  fi rst  production  type  of  ‘curly’  Tiger radiator,  with  shiny  
fi nish  (a  German  silver  shell ?).  Together  with  other  ex-GWR  bus  services  in  

RF 4964 with West Yorkshire Road Car  carries a Titan badge on its ill-fi tting radiator.  See the 
above text for details.        (Photo A.A.Townsin Collection, West Yorkshire Information Serv-
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the  area,  it  passed  to  Midland  Red  in  May  1930,  in whose  own-make  fl eet  of  
the  period  it  was  completely  non-standard,  so further  transfer  was  not  surprising.  
Yet  why  it  should  it  have  gone  to  the West  Yorkshire  Road  Car  Co.,  only  quite  
indirectly  an  associated  company,  two  months  later ?  Repainted  and  fi tted  with  
this  operator’s  style  of indicator,  it  had  also  acquired    Titan  radiator,  slightly 
taller  than  the  original  and  thus  causing  the  bonnet  to  slope  upwards  towards  the  
front.  WYRC  had  both  Tigers  and  Titans  of  the  time  with standard radiators.
 A   further  step  along  the  same  path  is  the  choice  of  what  seem  ‘wrong’
chassis.  An  obvious  case  was  the  London  independent  Premier Line,  which  
included  20  TD1  models  with  single-deck  coach  or  bus bodywork  as  well  as  a  
similar  number  of  TS3  models  among  those  taken over  by  London  Transport.  
It  seems  possible  that  the  capability  to  convert the  Titans  to  double-deckers  
for  possible  use  by  the  related  Premier Omnibus  Co.  Ltd.  might  have  been  a  
factor.  But  what  are  we  to  make  of  the City  Motor  Omnibus  Co.  Ltd.  vehicles  
which  are  quoted  in  some  records  as Tiger  TS3,  six  having  Tiger-series  chassis  
numbers  61748-53,  yet  were double-deckers  from  new,  though  another  version  
quotes  them  as  ‘TD1 Special’.   Clearly  London  Transport  thought  they  should  
be  counted  as Titans,  numbering  them  in  its  TD  fl eet-number  series.  This  also  
applied  to the  Titan  single-deckers  of  Premier  Line,  although  its  Tiger  TS3 
models  went  into  the  TR  class.  Can  anyone  explain  the  reasons  behind  these 
apparent contradictions ?   

  66. Lion, drawn by tooth-power
 The  Editor  contributes  this  mystery  picture  of  a  Crosville  Motor  Services
Lion  LT7  being  pulled  by   a  man  using  his  teeth !  The vehicle was fl eet number
H1  (FM  8999),  the  fi rst  of  a  batch  of  15  petrol-engined  examples with  Leyland  
metal-framed  bodies  dating  from  June  1935.  Does  anyone recognise the occasion?
Or the location? The event seems fairly informal, being presided over by Crosville 
staff.
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  67. Buses for Cuba that didn’t make it
 Big  orders  of  Leyland  buses  for  Cuba  made  headline  news  in  the  1950s  
and 1960s,  not  least  on  27th  October  1964,  when  a  ship  carrying  42  Leyland-
MCW  Olympic  EL3/45  buses  being  shipped  there  sank  in  the  Thames estuary  
after  a  collision  in  fog.  Exports  to  Cuba  were  already  controversial because  
that  country  had  joined  the  Communist  bloc  and  was  regarded  as hostile  by  
the  United  States.  Some  of  the  buses  being  carried  as  deck  cargo on  the  ship 
were  not  seriously  damaged,  and  were  taken  off  and auctioned.   Two   were   
bought   by   Smiths   Tours   of   Wigan   and   the underframes,  with  running  units  
reconditioned,  were fi tted  with  integral  Van Hool  coach  bodies,  mainly  for  use  
on  Continental  tours.  They  were registered  CEK  587/8D.  Despite   remaining  
left-hand  drive,  they  were sometimes  used  for  tours  within  Britain.  Others  be-
came  goods  vehicles, including  a  car  transporter.  More  detail  on  the  episode  
can  be  found  in Doug  Jack’s  “Leyland  Bus  Mk  2”,  page  352.  Does  anyone  
have  more knowledge on the later lives of the survivors ?

  68. Barton Tiger TS8 with ‘special’ engine
 Alan  Oxley,  of  Attenborough,  Notts,  reports  on  a  conversation  with  a former  
Barton  Transport  employee  in  which  he  referred  to  what  was described  as  an  
experimental  six-cylinder  petrol  engine   fi tted  in  a  Tiger TS8  coach no. 345,  chas-
sis  number  302320, (EVO  709) and  dating  from  June  1939.  It  was  described  as  
having  a  split  cylinder  head and  outwardly  looking  rather  like  a  post-war  E181  
oil (diesel) engine. It was  extremely  fast,  very  quiet  and  the  favourite  among  the  
drivers.  The engine  was  removed  after  the  war,  kept  in  store  for  a  time  until  it  
was  given to  the  newly-opened  Beeston  College  of  Further  Education  opposite 
Barton’s  head  offi ce.  What  is  described  as  a  PD1  engine  is  said  to  have  been 
fi tted  to  the  coach  in  1948,  though  it  was  sold  that  year  to  Lee’s  of Worksop.
 It  seems  likely  that  the  petrol  engine  described  was  one  of  the  Mark  III
petrol  engines  which  were  nominally  the  standard  type  of  petrol  engine  for the  
Tiger  by  that  date.  More  information  on  them  appeared  in  ‘Food  for Thought’  
No.47  in  Torque No.  10.  They  had  push-rod  operation  for  the  valves instead  
of  the  overhead  camshaft  of  the  earlier  T-type  engine,  making  it possible  to  
use  two  cylinder  heads,  each  covering  three  cylinders,  and  in this  sense  simi-
lar  to  the  post-war  E181  engine.  In  practice  Mark  III  petrol engines  seem  to  
have  been  fairly  rare  -  by  the  time  they  were  introduced, most  of  the  larger  
bus  operators  had  standardised  on  diesel  engines  save  in some  cases  for  their  
coaches.  Sadly,  quite  a  high  proportion  of  the  newer petrol-engined  coaches  
were  impressed  for  military  use,  often  never  to return,  as applied  to  this  ve-
hicle’s  twin,  No.344  (EVO  708)  which  seems likely  to  have  been  similar.  It  
would  be  interesting  to  know  if  any  Mark  III petrol  engines  have  survived  
-  is  it  known  what  happened  to  the  Beeston College  example ?  Your  sub-edi-
tor  recalls  a  couple  of  exhilerating  rides  in Bournemouth’s  Titan  TD5  buses  
which  had  Mark  III  petrol  engines originally.  They  were  of  the  optional  larger  
7.9-litre  size,  type   E128, instead  of  the  more  usual  6.8-litre  E108. They  simply  
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 romped  up  one  of  the quite  steep  gradients  from  The  Square,  making  minimal  
noise  or  fuss  -  ah, happy days !

                (Photo R.Marshall) 

 Bob  Kell  raises the  more  general  question  of  what  happed  to the  hundreds
of  petrol  engines  that  were  replaced  by  oil  engines  in Leyland lorries and buses
in  the  1930s  and  1940s,  citing  known  cases  of  AEC  transfers  of  petrol units  
to  other  chassis.  There  were  certainly  many  cases  of  a  similar  kind involving  
Leylands,  and  some  major  operating  companies  were  providing enough  Leyland  
six-cylinder  petrol  engines  (the  T-type  units  also  of  Rolls-Royce-like  refi ne-
ment)  to  power  most  or  all  the  the  new  Tiger  coaches entering  service  towards  
the  end  of  the  1930s.  Southdown’s  last  pre-war batch  of  Tiger  TS8  coaches  
of  1939  received  engines  from  1935-6  TS7 buses  then  being  converted  to  oil.  
The  petrol  engines  were  probably supplied  -  presumably  reconditioned  if  need  
be  -  by  the  operator,  the  user  in effect  buying  an  engineless  chassis,  plus  a  
separate  oil  engine  for  the  bus conversion but it would be interesting if anyone 
recalls such transactions. 
 There  were  other  cases,  such  as  the  fi tting  of  such  engines  into  new Gil-
ford  Hera  chassis  for  Alexander  and  Western  SMT,  the  latter  chassis becoming  
a  recognised  type,  L176S,  reputedly  a  better  proposition  than Gilford’s  standard  
version.  Some  engines  may  have  been  kept  as  spares  for unconverted  vehicles  
of  the  same  type.  Doubtless  many  good  engines  went for  scrap,  for  lack  of  
any  alternative  use  for  them.  The  saving  in  fuel  costs paid for the conversions 
within a few years.

  69.  Liverpool pump-escape KF 3712
 Neil Steele asks for help with a query regarding Liverpool Police Fire Brigade’s 
Leyland Pump Escape KF 3712.  Pre-delivery pictures from the BCVM Archive which 
were taken on 7th May 1931 show the appliance ready for delivery. Surprisingly, it 
was photographed again in the Leyland area, on 16th November 1931.  This later 
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picture clearly shows revised bodywork which incorporated more capacious lockers 
and two additional foot boards on either side of the body. Can anyone inform us of 
why the bodywork had been changed ?  There are no clues in the Leyland records or 
in the Liverpool Police Fire Brigade Minutes. One suggestion put forward is that KF 
3712 may have been involved in an accident which required a new body being fi tted: 
that said the chassis is as the original.  Any help would be much appreciated. 

  70. Leyland engine design strategy in later years
 Lawrence  Macduff,  of  Kilmarnock,  would  like  to  know  more  about Ley-
land’s  engine  development  programme,  taking  the  story  into  a  later  era than  
covered  in  Food  for  Thought  No.47,  and  after  that  of  the  300  series  and 600  
series  engines  during  the  1950s and  1960s,  culminating  in  the 400  and  680  units.  
He  asks  “was  it  the  case  that  the  500  series  engine  was expected  to  cover  the  
power  ratings  of  both  existing  smaller  and  larger engines ?”  He  comments  that  
it  seems  to  have  been  diffi cult  to  extract  more power  from  both  the  400  and  
600  engines,  it  being  known  that  cash  was syphoned  away  from  the  bus  and  
truck  operation  to  help  shore  up  the  car business,  but  it  would  be  interesting  
to  know  more  about  long  term development  strategy.  Were  other  new  designs  
apart  from  the  500  looked  at, bearing  in  mind  what  European  makers  were  
producing ?  As  someone currently  driving  TL11-powered  buses,  Neil  writes  
“this  last  rework  of  the 680  was  not  really  a  success,  but  may  have  been  all  
that  funds  permitted, and  the  redesign  does  not  seem  to  have  been  such  as  to  
allow  a  signifi cant power  increase, with  reliability.  It  would  be  interesting  to  
get  a  view  from former personnel involved with engine development.” 
 Indeed  it  would,  just  as  most  of  the  Mark  III  engine  mysteries  raised  
in Food  for  Thought  No.47  continue  to  remain  unresolved.  Your  sub-editor, 
then  a  tedchnical  journalist,  visited  the  DAF  works  in  Eindhoven  several times  
between  the  mid-1960s  and  the  1980s,  and  it  was  striking  how  that fi rm,  be-
ginning  as  a  trailer-maker,  had  graduated  to  a  vehicle  maker  using imported  
Leyland  engines  and  then  developed  their  own,  beginning  with units  owing  a  
lot  to  Leyland  (as  also applied  to  other  overseas makers).  By  the  time  of  my  
last  visits,  it  was  clear  that  fresh  research  work of  the  kind  once  expected  
from  Leyland  was  being  done,  and  of course  the  supreme  irony  was  DAF’s  
eventual take-over  of  the  the  goods  vehicle  side of the Leyland business. 
 In  judging  the  TL11  in  2001,  it  has  to  be  recalled  that  it  is  now  over  
20 years  old  as  a  design,  quite  apart  from  being  derived  from  the  O.600,  now  
well  over  half-a-century  old.  It  is  certainly  true that  at  one  stage  the  intention  
was  that  the  500  was  to  be  offered  in  a  range of  ratings  suggesting  that  it  
would  displace  the  680,  at  least  on  passenger applications.  For  the  most  part,  
my  impression  is  that  operators  preferred  to back-track  to  the  older  design  to  
regain  reliability  -  views  on  adequate power have changed over the years. 
 Yet  even  the  500  had  its  fans  -  I  recall  J.  Young,  of  Ayr,  one  of  the  AA
Motor  Services  partners,  who  got  475,000  miles  before  failure  from  a  510 in a
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Leyland  National,  though  it  may  have  been  signifi cant  that  his  offi ce was  within  
earshot  of  the  buses  entering  and  leaving,  and  he  was  quick  to call  for  atten-
tion  to  any  engine  that  didn’t  sound  ‘right’.  Can  anyone  tell  us more ? 

 
A Survey by Richard Gadsby - Part 1

  Setting the Scene
 Thanks to the late David Hunter’s excellent and meticulous research into the 
early Edinburgh bus scene, we have a very good picture of the dominance that Scot-
tish Motor Traction established in that area. Much less has been written or is known 
about the equivalent Glasgow bus scene before the S.M.T. Group developed a strong 
foothold in the area by 1932. This is partly due to the fact that, by the mid 1920’s in 
particular, the position there was very fl uid, with no single operator having the same 
dominant presence as in Edinburgh, but with a whole host of both small and emerging 
operators seeking to make a living out of running bus services and, in many cases, 
to establish a fi rm base on which to build their territory.  As in other parts of the UK, 
many “pirate” bus operators - often using severance money they received at the end 
of The Great War - started up in business around this time, usually with one or two 
small vehicles. In many cases they ran in competition with the local tram services, 
with the capability of much greater speed - thereby taking much trade away from the 
local trams. In the event, they all found competition everywhere !
 As a transport historian with a keen interest in the early Scottish bus scene, it has 
therefore been a challenge to develop a detailed picture of bus operations around the 
Glasgow area during this period. We have to be very grateful, therefore, for the efforts 
by Robert Grieves in gathering information, and in particular photographs, over many 
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 years - collected largely from elderly employees of the old bus companies around 
the area (Robert’s several books on the early transport scene in Scotland are to be 
highly recommended). 
 Whilst much of the information gained has been ‘unoffi cial’, and based on 
memory, one document which has come to light has been a copy of a booklet produced 
by the Glasgow Corporation inspectors around 1925/6 showing details of the operators 
and their vehicles running in the city at that time. This exercise was clearly designed 
to analyse the pirate bus activities as it affected the Corporation’s own operations.
 An analysis of this document provides a fascinating insight into the early Glasgow 
bus scene. Over 250 operators are shown and an analysis of the “top” bus operators (as 
defi ned by number of recordings made in the document) shows the following:

   Operator                       No. of Vehicles Seen        No. of Leylands
   Rankin Brothers              64                                 11
   J.D. Hendry & Sons                25                                 16
   Lanarkshire Traction                 24                                   -
   Sanderson Brothers        23                                   3
   Midland Bus Services     22                                   4
   John O’Hara & Sons           13                                   1
   Liddell’s Motor Services          12                                   1 
   Dumbarton General              12                                   -
   James Hunter, Wishaw             12                                   -
   W. Alexander & Sons               11                                   8
   William Frame, Larkhall       11                                   2
   David Lawson                          11                                   9
   Donald Munn, Harthill              11                                   -

  The Vehicles 
 The overall number of Leylands owned was small in comparison with the total 
number of vehicles at the time, although well represented amongst the larger concerns.  
The leading manufacturers overall were REO and Lancia, closely followed by Albion, 
but with many others such as the locally produced Beardmore, Caledon, Clyde and 
Halley chassis - plus several Bristol vehicles which were owned by A. & R. Graham of 
Kirkintilloch, and seen operating in Glasgow at the time. Not mentioned in the report 
were Glasgow Corporation’s own two Leyland GH7’s with Cowieson B30D bodies 
new in 1924 (GB 6906/7). Out of seven manufacturers evaluated that year, Leyland 
was chosen as the major supplier for the next few years - with over 300 Titan TD1s 
obtained in 1928-1931.
 It will be noted that there was no S.M.T. presence in Glasgow, until October 
1926. In addition, the Scottish General Omnibus Company, based in Larbert, Falkirk 
(which actually became a larger business than Alexander before it was taken over 
by them in June 1930) were not yet running their Alexander-bodied PLSC3s on the 
lengthy service to Dunfermline. Scottish General Transport Limited (the forerunner to 
Western S.M.T.) were still concentrated mainly in the Kilmarnock area as we shall see 
later. Glasgow General Omnibus & Motor Services Limited, Hamilton (the forerunner 
of Central S.M.T.) did not penetrate into Glasgow until December 1926. Their fi rst 
vehicle to do so was VA 5780 (a Metcalfe-bodied A.E.C. 413) - in resplendent red 
and cream livery, and bearing the emblem “G.O.C.” in large letters on the panels - 
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which  tentatively entered Glasgow on their new service from Stonehouse. Nor had 
the well-known independent operator Young’s Bus Service, Paisley  yet established 
its dominant position on the Glasgow to Johnstone service.
 It should also be pointed out at this stage that, whilst the recordings in 1925 were 
very diligent, similar recordings in 1926 are more sporadic, particularly in relation to 
the larger fl eets, some of whom were soon to have a dominant presence in Glasgow.
 The majority of the 250 operators had ceased trading within a few years - either 
being run off the road by larger concerns, or unable to sustain a viable business - 
particularly once controlled licensing came into place. There was intense competition 
on all routes radiating out of the city in 1925 - a position which could not be maintained.  
Some of them attempted to fi ght the “big boys” by forming Co-operative Associations 
on the lines of the successful set up in Ayrshire (notable amongst these being the A1 
Lanarkshire Bus Owners’ Association and the South Western Bus Owners’ Association 
around the Glasgow-Paisley corridor). However, all these initiatives too were doomed 
to failure. The operators concerned came from a wide area - covering Dunbartonshire; 
Lanarkshire; Paisley/Renfrew; Stirlingshire; West Lothian. Over 500 operators have 
been identifi ed in total based within these areas up to 1932 - which makes the picture 
even more dramatic !
  The Leylands
 So, with the above in mind, let us take a trip down into the Glasgow bus scene 
around early 1926 – before things started to settle down -  and look at some of the 
key operators then in place, together with a summary of their Leyland vehicles.
 By far the largest representation of vehicles came from an unlikely source – Rankin 
Brothers, Glasgow. It is fi tting that the fi rst service vehicle operated by them in April 
1919 was a Leyland running between Cumbernauld and Glasgow, based at the small 

Rankin Brothers GD 3039 is a Leyland B32F Lion PLSC1, new in May 1926, seen here in Al-
exander colours, probably soon after takeover in 1929.   TITLE PHOTOGRAPH (page 19) is 
Rankin No.36 (VA 2663), a Leyland Z7 with 18 seat body by Robert Mitchell & Sons of Glasgow. 
It is seen outside the Rankin Brothers Glasgow offi ces at 58 Dundas Street.     
                  (Photos from Robert Grieves collection) 
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Hendry’s Motor Service No. 1 (probably VA 1621, on chassis no. 20109) is a rebuilt Subsidy 
“RAF” type, lengthened and fi tted with “Edinburgh” type 30 seater Leyland body.        
                  (Photo BCVM Archive)

mining village of Muirhead. Licences were granted to Rankin to run into Glasgow 
as they agreed not to compete on any route with trams within the city boundary. This 
enabled expansion of the business, moving their base to Glasgow in 1925.
 Whilst Rankin ran a mixed bag of vehicles in their formative years (including 
Berliet, Commer, Cottins et Desgouttes, Daimler, Ford, Halley, Karrier, Lancia, 
Maudslay, Morris and Thornycroft), during the 1922/3 period Leyland had become 
the main provider. Representatives of this marque seen in Glasgow were V 9258 
(a G7 with Leyland B30R body new 1922); VA 25 (a G7 with Leyland B32 body, 
new 1922); VA 765 (a 32-seat Leyland new 1923); VA 1299 (probably an RAF G7 
with 32-seat body, new 1923); and VA 1635 (a further G7 with Leyland B32 body, 
new 1923). An interesting Leyland, also seen in Glasgow, was VA 548, an SG7 with 
FB40D body  built by Vickers to Leyland design , new 1923, which later passed to 
Alexander in April 1929 along with V 9258. 
 1924 representatives were VA 2537, a 32-seater; VA 2663, a Z7 (see illustration) 
which also passed to Alexander; and TS 3562, a 29-seat 36 h.p. charabanc, new in 
May 1922, but purchased that year from G. & R. Dickson of Dundee. Two of the 
1926 all-Leyland 32-seat PLSC3s (GD 1719/20) were also recorded. All of these 
solid, reliable, machines were included at the heart of Rankin’s dramatic network of 
route developments which eventually reached  from Glasgow to Cumbernauld and 
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Chryston in the east; to Busby; Darvel East Kilbride; Muirkirk; Strathaven in the south; 
to Aberfoyle; Balfron; Balmaha; Fintry and Stirling in the north; and to Duntocher in 
the west. An important service to Oban was also established.

 

A delightful shot of Hendry’s No.6, VA 1720, a Leyland 40 seater of December 1923. Chassis was 
probably 12780. What massive brutes these vehicles were !               (Robert Grieves collection)

1925 was to be the critical year of growth for Rankin. Of the 50 or so new vehicles 
purchased that year, many were Strachan & Brown bodied Lancias which opened up 
a new, trend setting, service to Balloch in the west, which operated until 1928 when 
the licence passed to Glasgow General. The fl eet total is recorded as 68 in September 
1926, and it is must have been a splendid sight to see Rankin’s yellow buses parade 
around Glasgow at this time. Interestingly, three Leyland A13 chassis with Strachan 
& Brown bodies were ordered by Rankin, but diverted to Messrs. Dundas, Fyfe of 
Motherwell (GM 657-9) in March 1925 – probably as they may not have been perceived 
as nippy enough for the frenzied competitive activity on the Balloch service. Three 
Strachan & Brown bodied Leylands were later purchased in 1928. 
 The East Kilbride service was taken over by Glasgow General on 18 March 
1928, with negotiations taking place to buy all of Rankin’s buses proceeding. Finally, 
by April 1929, Rankin ceased trading – the respective routes and vehicles having been
split between Alexander and Glasgow General in their respective territories.   
 The second operator in the list, and largest user of Leyland vehicles in Glasgow 
according to the subject document, was J. & D. Hendry & Son, Coatbridge. Unlike 
Rankin who were looking at developing a wide territory, Hendry concentrated on a 
single route from Glasgow to Airdrie, commencing in November 1923 under the fl eet 
name of “Hendry’s Motor Service” with four Leyland RAFs with “Edinburgh” type 
B32R bodies new that month (VA 1621-4). This service was successful, and was soon 
extended to Bathgate in July 1926. To meet the extra demand larger capacity Leyland 
vehicles were delivered, and the following were seen in Glasgow: VA 1678; VA 1720/1 
(SG7s with Leyland FB40D bodies, new 1923); VA 2649-52 (reported as SGH7s, but 
VA 2652 was an SG6 with bevel drive back axle. These had Vickers bodies similar to 



RANKIN  BROTHERS  OMNIBUS  SERVICE
ABOVE : Probably Rankin’s second Leyland, registration unknown, was this 18 seater described 
as an A5 (but, judging by the rear axle, more probably a model C), delivered in January 1922. 
It would appear to have perimeter seating.
BELOW: Rankin No.16 (V 9258) was G7 chassis no.12329 fi tted with Leyland “Edinburgh” type 
body, and new in February 1922.              (Photos from BCVM Archive)

RANKIN  BROTHERS  OMNIBUS  SERVICE
ABOVE : Taken when new, No.24 (VA 548) is an SG7, which had a Vickers built FB40D body 
new in March 1923. This bus was regularly seen in Glasgow.
BELOW: No.75 in the Rankin fl eet was GD 1720 on Leyland PLSC1 chassis no. 45148 and with 
a Leyland B32F body. It is seen photographed when new in March 1926.    
                    (Photos from BCVM Archive)

24 25



26 LEYLAND  TORQUE  No. 15     Spring  2002

the “Cumberland” style Leyland design. 38 or 40-seat bodies, new 1924); VA 3005/6 
(SG9s with Leyland B38D bodies, new 1924). In addition, there was VA 1703 (a G7 
with Leyland “Popular” B32 body, new 1923); VA 3529; VA 3769 (C7s with 30 or 32-
seat rear-entrance “Edinburgh” type bodies, new 1925). 
 The business was acquired by Lawson’s of Kirkintilloch in September 1925, 
itself an avid Leyland user, although the Hendry name was maintained by Lawson 
as a separate entity. Although four Leyland C7 vehicles were diverted from Lawson 
to Hendry in October of that year, a mixed fl eet was obtained from then on. Hendry, 
along with the business of  Joseph Tennant & Sons of Armadale – who also competed 
on the Glasgow to Bathgate service - were acquired by the S.M.T. in October 1926, 
enabling the latter to operate a through 20-minute Edinburgh to Glasgow. 

Hendry’s No.12, VA 2652, is a Leyland SG6 with vickers body. Note the 2 opening side windows.
BELOW  LEFT: The chassis  plate of No.12 reads 12882, but note also the owner’s plate stating: 
‘Owners, Leyland Motors, Leyland, Lancs.’  Possibly the vehicle was on hire.              (BCVM)
BELOW  RIGHT:  Hendry’s No.17 was Leyland C7 (chassis 35232 ?), with Leyland B30R 
‘Edinburgh’ type body new 1925, seen in service with J.D.Hendry & Sons.      (Robert Grieves)
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 Please  send all correspondence via Mike Sutcliffe, the Editor.
 Whieldon, Rugeley,  RF 6180   ( Torque No.13, p.2 et al )
Paul Rouet asks if the various bodies have actually been identifi ed (I think not.BK) 
and Ron Thomas is not so sure that the ‘fi rst’ and ‘second’ bodies differ in the number 
and length of bays, given the angle at which the photographs were taken.
 Keeling’s Coaches, Leeds, FV 1649  (Torque No.13, p.28)
John Burton and Wilf Dodds sort this one out. It was Tiger TS3, chassis 61434, new 
in 3/31 to S & J Wood, (Seagull) of Blackpool with unknown 30-seat coach body. It 
was withdrawn in 1937 and rebodied Beadle (no.622) C32R that year (by a dealer? 
BK). Then to Jones, Ystradgynlais, then to J. James, Ammanford no.159 c1940. After 
that to an unknown owner, Rutland 5/46, then to Bowyer & Jackson, Dewsbury, and 
then to Heavy M.S. (Keeling’s) Leeds 6/53 as C31R, last licenced 6/54. So, can the 
Beadle body be traced  ? Was it new or second-hand in 1937 ? Who rebuilt the front, 
noting that it was C-F with Keeling ?
 Wigg’s Grey Coaches, DUF 176  (Torque No.14, p27 et al)
Gerry Bixley tells me that the bodies of DUF 176 and 179 were not identical.DUF 
179 had an all-metal roof with single sliding section. It is now out and about with 
Les Burchell in Sussex. John Bennett asks where the 1947 Beadle body came from 
which was fi tted to DUF 176 in 1954.
 GWW 835  (Torque No.14, p.28 et al)
John Bennet puts forward a suggestion. A & C Wigmore, Dinnington sold GWW 835 
in 4/58 (PS1/1 471882 Duple C35F, new 3/48). Wigmore also had a Lion LT7, DAU 
398 (chassis 12812) with Willowbrook (3106) DP39F body new to Skill, Notting-
ham in 3/37. Nottingham tax records indicate that Wigmore had DAU 398 from 8/55 
and last licenced 8/56. However the PSV Circle give DAU 398 to Davies, Coventry 
-/53 and to Walton, Amblecote in 12/56. As Wigmore did appear to have the PS1 
and LT7 concurrently, a body transfer of Willowbrook  body no.3106 to GWW 835  
by them (or by Arlington ?) before being noted by Chris Taylor and the sale to Dan 
Jones,Abergwili could have occurred (but would a LT7 body fi t a PS1 and at twenty 
years old, was it worth it ? BK).
    Smiths Imperial, JOK 48   (Torque No.5, p.39 et al)
Mike Fenton notes that the ‘Gordon’ of Gordons Coachcraft was William Gordon 
Smith who designed the bodies and was the son of W. S. L. Smith, the founder of 
Smith’s Imperial.
 VU 9888  (Torque No. 14, p.30)
Wilf Dodds, Richard Gadsby and John Bennet provide the clues. VU9888 was new 
in 3/32 to W.&G. Coachways, Manchester. It then passed to Alexander Baird (Royal 
Blue Coaches)  of Dunoon before 1940 and was last licenced to Bristol Corporation 
Transport & Cleaning Dept. in 12/51 (where the photograph was taken ?). It is thought 

  Edited  by  BOB  KELL
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to have been a 28-seater when new.
  Baird had a new Pickering (of Wishaw) C32F body mounted on a TS chassis 
in May 1939. Baird is not known to have had a new TS8 chassis, had other Leyland-
Pickering vehicles and VU 9888 is presumed to be the recipient of the new body. 
Richard Gadsby notes many similarities with another 1939 Pickering coach,  although 
some extra pillars appear to have been inserted in the picture. W.&G. had another 
TS4, VU9889, chassis 340 but Wilf Dodds has VU9888 as chassis 342, and 341 as 
WM7930 of Bullock & France, Southport.
 VS3296 (Torque No.14, p.30)
John Bennet, Tony Hall, Paul Rouet, Wilf Dodds, Gerry Bixley and Mike Fenton 
queue up to score an open goal with this one. The owner was S. A. Plumridge of 
Lowfi eld Heath, Horley, Surrey. The coach had been new in 3/37 to Greenock Motor 
Services. It was a Leyland TS7, chassis no. 8206, fi tted with a Burlingham FC32F 
body and went to the Ministry of War Transport, Public Buildings & Works, in the 
1940s and then to Plumridge who had it rebodied 8/51 by Gurney Nutting (body no. 
C1193, C33F). In 6/63 it went to Mercury Coaches, Bournemouth  and  was sold for 
scrap in 2/64.  
 Mike Fenton remarks that the neat front end resembled that on some of the 
TSM K-types (and NOT Willenhall !). The coach looks very smart and Gerry Bix-
ley notes that it had dark green wings, light green body and cream fl ash - rather like 
Southdown, and very neat.
 GK 5717, ex Premier Line
This is a 1931 Leyland Tiger TS3 new to Premier Line but obviously rebodied - by 
whom ? And for whom is it working ? 

                                  (Photo P.J.Snell collection)
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 CNA 435
Mike Fenton asks for information on this 1936 Tiger TS7 (chassis 8310). It looks like a 
re-body, but who built the body (or the new front at least) and who was the operator of 
this coach ?  The photographer is unknown, but the picture is dated August 1960.

 Mystery Leyland Cub GXX 48
Leyland Society member Bill Rear has just written a book about the independent 
Welsh bus operator O.R. Williams (Whiteway) of Waenfawr in Caernarvonshire. 
Various buses in the fl eet were of Leyland manufacture, one of which was the rereg-
istered Cub seen below. It carries a 1944 London registration, and is presumed to 
have been reregistered after wartime service. Roy Marshall photographed this Cub 
in the Square at Caernarvon.  Can anyone shed some light on this vehicle ? What is 
the make of the body, and who is a possible previous owner ?  Better still, who can 
precisely identify the bus ?

 
          (Photo Roy Marshall)
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 The photograph below was said to depict a preserved bus and tram in the former 
Yugoslavia. It seems very unlikely that either vehicle is still in existence. The bus is of 
a type well known to Leyland enthusiasts, one of the 65 post-war London STD class 
PD1s with Leyland bodies, all of which were exported via the Yugoslav Embassy in 
London for use in various Yugoslavian cities in the early fi fties.

 As can be seen, the rear platform has been rebuilt for driving on the right and 
fi tted with doors, and an extra exit door has been cut into the front of the saloon, but 
it is thought that this arrangement was not the way things were when the buses were 
in service. Most photos showing British double deckers in service in Yugoslavia have 
them with just open rear platforms, although transferred to the British offside.
 Leyland PD1 double deckers from the Crosville and Wallasey fl eets joined the 
ex-London STDs, together with a few Guys and a batch of pre-war London STLs. In 
the sixties, 50 more Leylands, this time from the  London RTL class, (Leyland OPD2) 
went to Sarajevo. There were also quantities of British single deckers, including TS7 
and PS1 Tigers from various fl eets. At the same period, some second-hand buses were 
also sent from France. Many of these single deck vehicles ran in Belgrade, and Ley-
land subsequently supplied a fl eet of Royal Tiger Worldmasters with MCCW bodies 
for service in the capital.
 It is not clear why the STD depicted was selected for preservation. It seems 
most likely that it was intended as a static “museum piece” along with the tramcar. 
Can anyone tell us more ? 
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 The photograph below was taken on 5th October 1946, on the occasion of the 
“Motor Industry’s Jubilee Cavalcade” in Kines Park, Edinburgh. Does any reader know 
what this event was about ? The picture was taken by a local photographer, but found 
its way into the “Leyland Journal” of the time, despite the fact that it represented a 
rather atypical Leyland.

            (Photograph by A.Thompson, BCVM Archive)

 It is described as “a 1936 Leyland Tiger Furniture Removal Van, with a 1500 
cubic feet capacity.”  The body was built by J.Gibson and Sons, Leith, and the operator 
is H. & R. Duncan. As the vehicle has an Essex C.C. registration number but both 
owner and bodybuilder are from Scotland, did this Tiger TS7 run as a coach or bus 
before conversion into the van as shown?  Did the operator have any other passenger 
chassis ?
 The advantages of using a low-loading passenger chassis for furniture vans had 
been considered by Leyland in 1933, when the Llama GTS4 chassis was offered. This 
model was soon dropped as there were few orders for it, but subsequently a number 
of customers took passenger chassis for special purpose commercial bodywork. This 
procedure lasted until the end of production of front-engined passenger chassis.
 The notable advantage that HNO 995 has over normal pantechnicons is the 
depth of the body compartment above the cab, as well as the lower level of the main 
fl oor. How high was this van ? It appears to be at least the height of a double deck 
full-height bus, but maybe the camera angle exaggerates its bulk. If anyone knows 
more about this interesting Leyland, please write to the Editor.
  



 
Ron Phillips highlights more of Leyland’s own trucks

32

 The pictures on this page show wagons from the Leyland Motors Transport 
Fleet loaded with new goods leaving the works. Forward control Comet No.8 is 
shown laden with wooden crates at the gates of the South Works in May 1956. A 
pre-war Cub or Lynx wagon, No.20, can just be seen on the left.  The Beaver No.25 
(lower photograph) is seen with a drawbar trailer loaded with ckd vehicles. It has a 
bar across the front which seems to be for “shunting” the trailer when necessary.

 Not all the Leyland transport fl eet was used for moving products. The picture on 
the opposite page shows Comet tipper truck No.15 when new. Various such vehicles 
were employed on moving coke,  scrap metal etc., especially in relation to Farington 
foundry. It carries trade plates ‘188 TB’. See letter on this subject from Peter Stanier 
on page 39.

          (Photos from BCVM Archive)



  

 

         

 

When choosing these pictures, we came across an interesting view of clocking off 
time at the Royal Ordnance Factory at Chorley. Like the Leyland factory complex, 
this is now a thing of the past. We thought readers might like to ponder the collection 
of vehicles about to transport the workers home. A Fishwick PS1 (GTE 395) and one 

Spring   2002 LEYLAND  TORQUE  No. 15        33

of the Burlingham bodied TD4s of that fl eet can be seen among various Ribble buses, 
but it is the independent vehicles which are intriguing. There is an ex Birmingham 
double decker, an ex Salford Leyland TD4c M.C.C.W. (RJ 7014) that has been fi tted 
with rear doors by operator Harold Finney of Standish, and coaches registered LTC 
786 (Progress, Chorley) and JP 2372. Readers are invited to tell us more. There are 
interesting private vehicles to be seen, too.



 

John Bennett ponders on a rare Leyland model

34

 The Leyland Lion Cub SKP5 was the subject of an article by Alan Townsin in 
Torque No.7, followed by subsequent correspondence. I have listed below the Lion 
Cubs I have traced to date, the model only being offered for a short time, from about 
November 1933. It was not listed as available by November 1934

1053 WG 1617 Alexander (979) B32F 6/33 W.Alexander & Sons S13
1054 WG 1618 Alexander (978) B32F 6/33 W.Alexander & Sons S14
1279 APL 551 Beadle B30R 5/33 Leyland Demonstrator
                to Dallas, Leyland 23 in 12/33
2638 JF 6026 Burlingham C26R 3/34 Morley, Leicester L1
2639 TJ 4155 Burlingham C26R 3/34 Robinson, Gt.Harwood
2667 AV 6459 Duple (4169) C26R 5/34 Sutherland, Peterhead 45
2694 NV 3605 Grose C26F 3/34 Smith, Irthlingborough
2695 NV 3606 Grose C36F 4/34 C.H.Scroxton, Rushden
2932 BHK 992 Beadle (396) B45R 7/34 Borough of Barking 
     Education Committee
3707 HS 8306 Pickering C30R 3/35 A&R Graham, Paisley
The chassis nos. (fi rst column) are from the Kingston series. The fi rst three date from 1932, 
but the others seem contemporary with the date of entry into service.
 I am currently listing Leyland Cubs, and if any Society members have details of 
Cubs owned by the smaller independent bus and coach operators, and goods models, 
I would appreciate being advised of these. In due course I hope to be able to make 
the results of this process available to those interested. Cub chassis numbers began at 
1, with goods and passenger models sharing the same series, reaching about 8795 by 
1938. The Cub model than shared the 200000 series of numbers with the closely re-
lated Cheetah and Lynx, until production ceased in 1940.                 JB

 The following extract from a report by one of Leyland Motors’ managers will perhaps 
go some way to explain why the Lion Cub was not a success. It is dated December 1933, just 
when details of the model had been released.
 “A new introduction which intrigues me greatly is the Lion-Cub. Presumably it 
is identical with the Cub KP3 apart from a longer wheelbase etc. It is diffi cult to un-
derstand how this chassis can satisfactorily handle a 32 seat body, when Mr. R...... is of 
the defi nite opinion that the fi tting of 24 seat passenger bodies has largely contributed 
to the troubles which developed in several Cub buses here. In view of his remarks I 
have been deeply regretting that KP3 chassis were ordered instead of the KP2 with the 
shorter wheelbase which would have restricted the seating capacity. The introduction 
of the Lion-Cub has knocked the bottom out of my theories, and left us guessing.”

 Further evidence may be seen on the photographs of the 45 seat rear entrance 
Lion Cub built for the Barking Borough Education Committee. It had an unladen 
weight of 4 tons 0 cwt 2 quarters, which is up to one and a half tons heavier than a 
KP2, and that is without the 45 (child) passengers !            RP
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Mike Sutcliffe provides some further details 
 New information which came in following the Leviathan article confi rmed that 
Bolton’s examples had covered tops. Roy Marshall tells us that the Preston Council 
Minutes indicate that Preston’s Leviathans had Leyland and not English Electric Co. 
bodies. The picture below shows a view inside the Preston depot of No.65 (CK 3907) 
and another Leviathan in the company of three Titans and a Lion.   (Photo Preston Bus) 

                             

 The second picture shows ex Birkenhead No.45 (CM 6601), after conversion to 
a lorry and on giant pneumatics. Many pre-Lion/Titan era Leyland buses ended up in 
this way: having had a relatively short life as a bus, the body was removed to become 
a store shed, and the chassis was used for the carriage of goods, probably lasting as 
long as it had been in service as a bus. The other Leyland in the service of Knight Bros. 
Oswestry, was a model SQ2 on 40 x 8 pneumatics.          (Photo David Prime Collection)
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 Nigel Hope of Fulton-Hogan sent these pictures of Leylands in service in New 
Zealand from the Fulton-Hogan collection.  The Comet ECO2.7R on this page is 
number T85 in the fl eet of British Pavements (Canterbury) Limited of Christchurch, 
and was photographed in April 1955. It has a tipping semi-trailer built by Steel Broth-
ers. Note that the turntable is centered over the rear axle of the tractor, and not slightly 
ahead of it....it is thought that this is so in order to lighten the steering, although the 

chassis of the trailer would require modifi cation for the turntable to be placed further 
forward. The tractor unit shown is now preserved by Fulton-Hogan, the successor of 
British Pavements. 
 Overleaf we see examples of tipper bodies built by W.P.Walker Ltd. of Hamil-
ton. The 14B.10 Beaver tractor unit is number 14 (DZ 275) in the fl eet of W.C.Sharp 
& Sons, Kawakawa, and is seen hauling a newly built all-steel semi-trailer pivotted 
at the “usual” point slightly ahead of the driving axle.  The picture is taken at the 
maker’s works. The rig was used for hauling roadstone.
 The Hippo, a 20H.16R model, is depicted at the same location. Both all-steel 
body and trailer are built by Walkers. This picture epitomizes tipper haulage in New 
Zealand, where the use of three axle tipper trailers was the norm.  Note that this unit 

Note the crude signalling device attached to the drivers door, a white hand on the end of a rod !  
None can be discerned on the nearside door.      (Fulton-Hogan Collection)
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runs on no less than 22 tyres, as roads in New Zealand are subject to very strict axle 
loading limits. In the nineteen-thirties, the majority of Leylands in New Zealand were 
Cubs, with very few “heavyweights.” The only numbers of “T” engined units were 
some Tiger buses in use in some of the larger cities.
  

           (Photos from Fulton-Hogan collection)

The Leyland Society
The 2002 Gathering at Wroughton

Saturday -Sunday  27th-28th  July  2002
Be  there !
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   From Alan Johnson, Salford
 Roy Marshall’s photos of Leicester 160 (FJF 199) reminds me that early drawings 
for the “fi nal design” PD2 body included four inches for a rear bumper as fi tted to this 
Commercial Motor Show exhibit. Perhaps Leyland were attempting to woo the C.I.E. 
undertaking, whose Leyland derived bodies often included rear bumpers.
 I have measured several Leyland bodied PDs over the years and  those fi tted to 
PD2/10 and PD2/12 chassis consisted of the same size window bays as the earlier 26 
foot PD2/1 and PD2/3, with the upper deck rearmost side window extended by about 8 
inches.The nearside pillar in front of the platform was widened by a similar amount.
 Thus the maximum length of most “fi nal design” bodies is 26’ 7” - they never 
reached 27 feet. although were advertsied as such. This means that Leyland could have 
mounted such bodies on PD2/1 and PD2/3 chassis without extending the wheelbase 
from the old 16’ 3” to the new 16’ 5” of the PD2/10 etc.  Obviously, this wheelbase 
extension  was necessary to allow other coachbuilders to fi t 27 foot bodies,   because 
until 1961 no overhang was allowed to exceed 50% of the wheelbase.
 With the “fi nal design” body we seemed to lose the beading bands below the 
windows on both decks, which had been a feature of Leyland double deck bodies 
since the TD1, although some operators like Ribble and Lytham St.Annes retained 
their lower deck bands on PD2/12s, albeit without the convex waist panel. (Referred 
to by Leyland as the “belt”  RP)
 An operator which retained full beading on PD2/12s was Stockton Corporation, 
whose OUP 751-757 batch came with reduced depth emergency window in 1954. 
Incidentally, this alternative rear window was never universal at any stage of  Leyland’s 
“fi nal design” production - it was not fi tted to any lowbridge buses for example.

   

Stockton Corporation No.8 (OUP 757) is a Leyland PD2/12 of 1954, and is unusual in retaining  
beading below upper and lower deck windows. By this date, many towns and company operators 
had introduced simplifi ed liveries.         (Photo Dr.Michael 
A. Taylor)
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 To my knowledge, the only buses with the reduced depth rear window were:
   Midland Red  3978-4077  SHA 378-477
   Manchester  3330-3369  NNB 170-209
   Trent   1251-1256  FRC 951-956
   Stockton       2-8   OUP 751-758
   Barton  731-732  RAL 333-334

 Finally, Cumberland Motor Services had lowbridge PD2/12s with all beading 
bands in place, although a lot of repanelling appears to have taken place during their 
long lives.
   From David Corns, Preston
 In Leyland Torque No.14 you had a brief article on the Roadtrain Cabriolet. I 
have just retired but for the last 21 years I worked in the Leyland Sales and Marketing 
Department and I remember the Cabriolet well.
 It was around in the mid eighties. I believe it was produced as a promotional 
vehicle to give maximum publicity and capture attention. It was used extensively by 
the Company for large gatherings such as truck racing (I don’t believe it ever raced), 
motor shows and county shows. Our dealers used the Cabriolet for open days and 
local events. It was a great success as a crowd puller with thousands of photographs 
of drivers and their families taken posing in the open cab. What happened to it - I 
know not !
   From Peter Stanier, Luddesdowne
 Mention was made regarding trade plates in Leyland Torque No.14 (page 5), 
so perhaps I could forward a few further details.
 General Trade Plates had white letters and numbers on a red background, and a 
rectangular-shaped tax ‘disc’. The cost of taxing the plates was twice that of a normal 
car, but usage was virtually unrestricted.
 Limited trade plates had red letters and numbers on a white background with a 
triangular-shaped tax ‘disc’, and the cost was quite small. Their usage was extremely 
restricted. A form had to be made out for each journey by the driver, who had to list 
the names of the passengers (only 2 allowed), the purpose of the journey, and the 
route to be taken. A carbon copy of the form was kept in the issuing book. The sort 
of purposes for which the plates could be used were demonstration to prospective 
purchasers, test after overhaul, delivering a vehicle to a place of storage etc.
 There was a strong possibility that the police would stop a vehicle using limited 
trade plates to make sure that they were not being mis-used. They worked on the basis 
of “White on Red, Go Ahead; Red on White, Stop on Sight”. I am not sure when 
General Trade Plates were discontinued and the restrictions on Limited Trade Plates 
relaxed and the form fi lling abolished. The change meant that breakdown vehicles 
could no longer run on trade plates. 
 (Geoff Lumb has also raised the issue of the trade plates used by Leyland 
Motors on its transport fl eet, demonstrators etc. A short article on the subject is in 
preparation for a future issue. Three such plates may be seen on the lorries depicted 
in the feature on pages 32-33 of this edition of Leyland Torque.)
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   From Harry Walkden, Sidmouth
 I was very interested to see the photograph of a Hippo Mark II on page 7 of 
Torque No.13 as I was involved in its design as a designer/draughtsman during the 
latter war years.
 The model was created specifi cally and solely for the War Offi ce: its designation 
was “W.O.Hippo Mk.II” and speedy delivery was of the utmost importance, 
presumably with the prospect of the forthcoming “D Day” landings in 1944. There 
were no ready made cabs available so a completel;y new cab was designed which 
could be produced at Leyland within a very short  time, and with little or no tooling 
involved. Examination of the cab will show it is largely constructed of angle iron and 
sheet steel panels. The photograph is a true one except for the horns on the cab roof 
which are not original equipment.
 To comply with the War Offi ce request that the vehicle be capable of shipment 
between decks on cargo ships, it was necessary to design the cab in two halves, so 
that the upper part was easily removable (i.e. from the lower edge of the windscreen 
upwards). The cab roof directly over the passenger seat was fi tted with a padded “hip 
ring” with a canvas cover. This enabled the passenger, by standing on his seat, to fi re 
a weapon at the enemy when necessary.
 A brief chassis specifi cation is as follows: 7.4 litre engine, 5 speed gearbox, 
1.328 step-down auxilliary gearbox, worm driven rear axles, 10” x 3” x 1/4” frame 
sidemembers, Clayton-Dewandre vacuum-hydraulic brakes, and Leyland multi-pull 
handbrake. Track grip tyres were fi tted and a chain box held chains for the rear tyres.
 At the end of hostilities thoughts turned to peacetime production, but it was to 
be some considerable time before the industry as a whole was back to normal. In the 
meantime, Leyland management decided to produce the 4 x 2 Interim Beaver. 
   From Paul Lacey, Wokingham.
 Recent research at The Kithead Trust on Thames Valley matters has revealed 
that  TV was used as a test case by the Tilling Group regarding compensation claims 
against requisitioned vehicles during the Second World War.
 Two relevant points from this will interest readers. Firstly, the TV fi les at Kithead 
also include lists of vehicles requisitioned from other Tilling fl eets, those noted being 
Bristol, United Auto and Caledonian. Anyone who is interested  should contact Peter 
Jaques at The Kithead Trust on 01905 776681 during offi ce hours Mon-Tu-Thur-Fri.
 Concerning the Thames Valley vehicles, many of which were Leyland coaches, 
I now have the Army fl eet numbers and the units to which they were initially sent. Has 
anyone attempted to research this area with the military ? Correspondence certainly 
indicates that the authorities kept good records, so did any survive ?  TV  also looked 
at coaches on behalf of other Tilling fl eets when they were offered locally.
 Regarding comments that some operators hid the best vehicles, I can confi rm that 
Thames Valley’s 1939 Harrington bodied TS8s were driven under cover of darkness 
and locked up in the non-operational Lane End shed in order to avoid the gaze of 
requisitioning offi cers ! It should be noted that any coaches with sliding roofs were 
particularly at risk, as it was easy to fi x a bren gun mounting on the roof.
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 Also related to coaches that went to the WD but not subsequently returned, I 
would like to get photos of a trio of TS4s from the TV fl eet, all of which saw post-war 
service with other operators. Thames Valley 239-241 (RX 9307-9) were 1931/2 TS4s 
with Brush C28F bodies. After WD use, RX 9307 went to Spencers Coaches, Sale by 
7/43, then Sunbeam Coaches, Torquay 5/49 - 1/56, with a Bellhouse-Hartwell C33F 
body. RX 9308 went to Tom Jackson, Chorley by 4/47, then T.Cunliffe, Heywood to 
5/48, with Burlingham C33F body. RX 9309 possibly also saw service
   From Neil Pollard, Codsall, Staffs.
 For some considerable time I have been trying to trace a photo of one of the 
buses which played a part in my young life. Blackpool Corporation 70-73 (FV 2761-
2/4/0) E.E.C. bodied Leyland TD2s of 1932.  Any help most gratefully received, and 
of course, all expenses met.
  From Richard Peskett, Grayshott.
 I am sure other Society members will always have nagging thoughts of a snippet 
of information never resolved. I remember an early morning radio broadcast in about 
1964  from “the radio station, Amman, Jordan, then an old British Leyland bus” I am 
sure it was situated at the airport, and I am absolutely sure it was a Leyland. I assume 
the vehicle was a WD acquisition, and found its way to Jordan during British military 
occupation after World War Two. Does anybody know the identity of this vehicle ?
 A footnote to military requisition is that petrol engined vehicles were usually 
chosen, as in most theatres of WW2 diesel fuel was not readily available.
  From Gerry Bixley, Bisley
 Regarding Terry Evans’ letter in Torque 14, page 39, what a delight to see the 
photograph of the Southdown PD2/1 interior of car 381. This vehicle was vandalised 
in an unprotected car park in Brighton, and was declared unrestorable. The moral is, 
I am afraid, get suitable storage before buying a vehicle. Buying is the easy bit !
 Is there anyone in a position to do a write up on ‘lost projects’ such as Southdown  
FUF 223, East Lancs bodied TD5; RV 6373, Leyland (vee-front) bodied TD4 etc. ?
 

   

 

A Wigan Corporation Tiger Cub, with a Royal Tiger behind, at the Corporation Garage. 2002 
would have seen the centenary of municipal operation in Wigan.           (Photo by Ron Phillips)
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   From Alan Townsin, Steventon, Hants
 Leyland Torque No.14 was another fascinating edition, beginning at the front 
cover, though I was surprised that the vehicle shown was described as a Retriever, 
which I thought was a rather lighter model built to military 6x4 specifi cation, though 
I don’t pretend to be an expert on the goods models. Newcastle Corporation ran a 
generally similar-looking Hippo breakdown tender. It ran on trade plates but is re-
corded as registered as UP 6013 (slightly odd, this being a County Durham mark) in 
the PSV Circle Newcastle fl eet history, which seems to tie in with the August 1931 
date quoted for it.  A Hippo leafl et for types TSW1 and TSW2 I have dated November 
1929 shows broadly similar appearance but one of November 1933 (no designation 
quoted) shows the deeper radiator much as found on most of the later 1930s heavier 
goods models. The Newcastle example seemed an odd choice for a bus fl eet which 
had no Leylands until 1948, though it certainly looked the part as a breakdown vehicle 
and remained in the fl eet until 1969, a remarkable spell of service, although it prob-
ably did little mileage. The PSVC list shows it as sold to Bingley Autospares and as 
being still there in 1985 - might it have survived ?  

 Don Bates’s item on torque converters was interesting.  The quotes from op-
erators give the impression of being written around the mid-1930s, when the system 
was still fairly novel - incidentally, it is also noteworthy that Dr H. F. Howarth is 
described as Chief Technical Offi cer of Leyland Motors - was he not Chief Engineer 
or had there been some change of title ? I think it is stretching things somewhat to say 
that the Leyland torque converter was “praised by all its users, but failed to take over 
completely from the more conventional systems.” Even at the peak of demand, the 
output of  TD4c models amounted to only about a third of the total TD4 output. For 
the TD5, the proportion of TD5c had dropped to a quarter, as I have just established 
by checking the totals in the PSVC list, so it was losing ground even before the war, 
but its basic concept pointed the way for the future.
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   From John Burton, Bletchley
 The Lioness coach depicted on page 41 of Torque no.14 was FV 3531, LTB1 chas-
sis number 2531, fi tted with Burlingham C26R body. It was new in 5/33 to W.Marshall 
& Sons, Blackpool, passing in 6/41 to Webster Brothers, Wigan, 6/41 and James Smith 
& Co. Wigan (14), then to A.Harding, Birkenhead (15) 6/42. Withdrawn in 6/49, it was 
reinstated 6/50 and last licenced 10/50. It is seen in Harding’s grey livery.
  From David J. Williams, Corowa, Australia
 I have recently acquired a Leyland diesel engine out of a Matilda tank. It is one 
of the twin engines fi tted, model type E171, No.35666, with 41/2” bore, 5” stroke, and 
it has left-hand accessories. Rotation is clockwise, of course, 7 litre capacity and dry 
sump. Apparently this engine was running a spray unit in an orchard.
 I have yet to start work on it, but my question is - does anyone out there have 
the specifi cation for this engine, and also the spares situation ? (I acquired a limited 
number of spares with the engine.)  I am just reading Leyland torque No.14, which 
I fi nd most informative. Great to keep the Leyland nostalgia going. I would be very 
interested in reading more about Ashok-Leyland in a future issue. Is there some pub-
lication on Ashok-Leyland history ? 

 David Williams’ Leyland tank 
engine awaiting restoration, after be-
ing used in an Australian orchard to 
power a crop sprayer.
 The Scottish Bus Group pur-
chased a quantity of surplus tank 
engines after the War to replace the 
petrol  units in many of their single 
deck buses. The engine, of course, 
had developed from the pre-war 6.2 
litre unit, and was further developed 
as the post war 7.4 litre engine used 
in the Interim Beaver and PD1 and 
PS1 buses.

 Richard Perry’s piece on the pot-cavity engine also made fascinating reading 
- can I recommend it even to non-technical readers who might have been put off by 
the diagrams (especially as what was intended to be a comparison of cross-sections 
was accidentally distorted)? It is an intriguing thought that the smooth running seems 
to have been related to the way much of the injected fuel struck the surface of the 
piston cavity before it was ignited, making combustion more gentle.
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   From Various Members
 There have been several responses to Eric Muckley’s letter (Torque 14, page 42) 
asking for details of certain Leyland coaches opereated by Warrington independents 
in the immediate post-war years. Eric enquired about the Oldham registered coach 
with a CovRad radiator, which was in fact BU 7606, a TD2 with chassis no.2936, new 
to Oldham Corporation with English Electric bodywork.

 It is seen in the picture above, by Roy Marshall, when running on hire to Red & 
White Services Ltd. during the last War, complete with white paint on the mudguards 
and sidelights and headlamps masked. It is being closely followed by a Red & White 
single deck Albion BAX 334.
 The second illustration shows it in immaculate condition when running for Shaw, 
Warrington, now sporting a CovRad radiator. (Photo from John Bennett’s collection) It 
is not quite possible to tell whether the plate at the botton shows “Tiger” or “Titan”.
It is fl anked by post-war Tiger GED 687 of the Shadwell’s, Warrington, fl eet.
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 The DAF LF45 truck, built at Leyland, is stated to achieve between 15.5 and 
16.0 mpg in the delivery fl eet of Greggs PLC (bakers). Delivering this good fuel 
economy is the electronically controlled Paccar 3.9 litre Euro 3 engine, which pro-
duces 150 bhp (110KW) at 2500 rpm. In the LF45 this is matched to a ZF s 5-42 
fi ve-speed gearbox driving through a single reduction rear axle of 5000 kg capacity. 
It is a driveline that, together with the light steering and exceptional manoeuvrability 
of the vehicle, provides car-like performance..
 The truck illustrated below, (picture from DAF Trucks) has a temperature 
controlled body by Solomon Commercials Ltd. of Haslingden in Lancashire. It has 
two compartments to carry products at both ambient and chilled temperatures, and a 
movable bulkhead with door allows for different load confi gurations. A Thermo King 
V300 cab-mounted unit provides refrigeration. The use of powder coated aluminium 
and self-coloured GRP panelling keeps weight down, produces a clean and smart 
looking vehicle and avoids the need for body painting.
 Further weight savings come from an all-aluminium Ratcliff column tail-lift of 
one tonne capacity with additional safety features of pop-up wheel stops and handrails. 
During dark winter days, two high mounted rear spotlamps provide illumination during 
loading and unloading. Greggs expect to keep their LF45s for between six and seven 
years, by which time they will have clocked up around 350,000 kilometres each.
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FOR  SALE
Leyland-National Suburban Express Demonstrator RRM 148M, fully restored 
and award winner at several rallies. Offers invited around £7000. The bus will be 
supplied with full class V MOT.  Contact Tim Moore at  6 Newark Close, Thorpe, 
Norwich NR7 OYJ, or e-mail  tim@norwich21.freeserve.co.uk
Leyland Memorabilia - VHS video of the making of the Roadrunner TV advert.
(Remember the Roadrunner on 2 wheels ?)  Video and 16mm fi lm ‘I like truckin’, 
with Pamela Stevenson/Rowan Atkinson and a Constructor 8.
500+ 35mm slides of products, mainly of the 1980s-1990s, plus driveline components
Good mix of technical and promotional. Offers welcome. David Corns, Preston. 
Tel. 01772 864923.
Illuminated sign for Leyland tractors - This was recently discovered on premises 
of a former agricultural dealer. It is in new condition (never been used), measures 
approx. 3 foot square by 8 inches deep, and dates from the 1970s. Offers to purchase 
to T.Edwards, Whitchurch Tel. 07810 146846. 

WANTED
Boxer/Clydesdale parts.  Mr.Paul Dench, 2 Phoenix Place, Lewes, East  Sussex, 
BN7 2QJ (Tel. 01273 812195) requires spares for a Boxer 1425, and a Clydesdale 
steering box.

 The front cover this month depicts, on the left, a Bolton Corporation PD2/4, a 
rare variant PD2 chassis equipped with air brakes, and built to take bodywork eight 
feet wide. To remind drivers that they were about to enter the cab of a wide vehicle, 
Bolton Corporation painted a large black “8” on the driver’s door. Other bus operators 
chose to fi t coloured steering wheels to remind the driver of the extra width ! Buses 
with similar bodywork to that shown were also supplied to C.I.E. at Dublin, and were 
known as “Boltons”.
 The rear cover picture is an action picture at the Accrington Brick & Tile Works, 
well remembered by the Editor. The Comets are registered NTE 876 and PTD 461. 
The scene shows hand loading of bricks, a practice which has been fully mechanised 
nowadays. It is pleasing to be able to publish pictures like this depicting lorries doing 
their particular job, and showing how drivers and their mates were fully involved in 
loading and discharging loads.
 Neil Steele has done some research on the origin of the breakdown wagon on 
the cover of Torque No.14. It was in fact a Terrier (not Retriever), and the chassis 
was used by Leyland “after return from the Road Research Association.” The same 
source reveals that the original RAF Type recovery vehicle at Kingston was based 
on a 1915 chassis.
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Leyland Torque Nos.1-4
Issues 1-4 are now out of print. Society Member Geoff Wright, of  Henley, has kindly 
offered to make copies, and has done so for issues 1-3, and no doubt could do so for 
issue 4. They are relatively expensive, but are of good quality and are most acceptable 
to complete a set.   No.1 is £4.50, No.2 is £10.50, No.3 is £12.50 and No.4 , which 
has 48 pages, if copied in the same way, would be £13.75 (all prices include postage 
and packing).

Leyland Torque Nos.5-14
Back numbers of these issues are available at £4.50 each, including postage.

Leyland Society Journal, issues 1-3
These are available to both members and non-members at £6.00 each, including post-
age,  (£11.50 for two, £17.50 for all three)

Binders
Binders for Leyland Torque (holding eight issues) are available at £6.50, including 
postage and packing, for one, or £12.00 for two if ordered together.
All the above items are available from Mike Sutcliffe (address inside front cover). 
All cheques should be made payable to “The Leyland Society.”

 On page 34, John Bennett seeks details of the Kingston built Cub, Cheetah and 
Lynx chassis. There are few offi cial records of what was built at Kingston on Thames 
by Leyland Motors. The factory was also active as a repair centre for Leylands based 
in the south, and it built a signifi cant number of bus and lorry bodies. We would like 
to be able to produce a defi nitive chassis and body lists for the factory.
 On page 8 is the fi rst part of an item on torque converter production. Torque No.16 
will list month by month production fi gures for these devices, 1934-1939. There is no 
equivalent data for their demise: most were taken out by the vehicle owners, a process 
which started before the last ones had been built. If any member has specifi c dates (not 
vague ones, which are already known) on when a municipality or a company rid itself 
of torque converters, please write to the Compiling Editor, Ron Phillips.
 Finally, a future item is being prepared on the subject of the substitution of oil 
engines for petrol engines in Leylands by Leyland Motors, also touched upon in this 
issue. However, as page 10 reveals, Leyland oil engines were also fi tted in vehicles 
of other makes, including Daimler, Dennis and AEC by Leyland Motors. We want to 
know more about this, but not about engine swapping by operators, usually by taking 
engines out of their own fl eet.
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LEYLAND TORQUE
Opinions and views expressed in this publication are not necessarily those of the Society, its offi cers nor 
the Editor.  The Editor would be pleased if members could bring to his attention any errors. Every effort is 
made to give due credit for all photographs and material used. Should there be any unintended breach of 
copyright, then the Editor must be informed to enable acknowledgement to be made. Under the Data Pro-
tection Act 1984, the Society gives notice that membership records, Leyland Vehicle Register details and 
Leyland Torque dispatch information are held on a data base.  The Society undertakes that this information 
is not divulged to any outside agency or individual.
This issue of Leyland Torque has been produced by Mike Sutcliffe and  Ron Phillips, with additional help 
from Neil Steele.  It was printed by Fretwell Print & Design, Keighley, West Yorkshire, and distributed by 
Victoria Phillips. Items for inclusion in the Summer 2002 issue should be sent to the Editor by 20th April 
2002, please.   

TAILPIECE

 This wartime picture was taken in Warrington, showing conductress Mrs. Sally 
Green, whose says her days on the buses were “the time of her life”.
  The bus is a TD5 of the pair 79-80 (CED 78-79), new in September 1938. 
The picture shows the new style rear mudguards introduced that year on the Leyland 
body, which was “upgraded” by making the lower deck interior more attractive and 
by the introduction of the type of rear mudguard which had been specifi ed for the 
1937 batch of TD4s for London Transport (STD class). Changes were also made to 
the shape of the rear dome. The spaciousness of the rear platform and entry to the 
lower saloon is particularly noticeable on this picture. This was the conductor’s main 
working area, and the freedom to move was of great importance, as was the position 
of the handrails and bells. 
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