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EDITORIAL
 The main news this quarter is the Leyland Society website, which will hopefully 
be up and running by the time you receive this issue of Leyland Torque.  The domain 
name is: www.leylandsociety.co.uk    Chris Woodall has done some sterling work 
and it is good to see younger blood coming into the Leyland Society and taking an 
active part - thank you Chris on behalf of all of us.  Those of you who are on the net 
please visit the site and have a look (you may even be tempted by some of the sales 
items!).
 Two or three mistakes got into the last issue of Leyland Torque and these will 
be commented on in this issue.  However, the most noticeable was the date on the 
front cover. Nobody noticed until it was due to be sent out and by that time it was too 
late!  Over the last three issues of Torque we have had a number of items, particularly 
letters, for which we have run out of room, so please be patient. We will always try 
to include your correspondence as the magazine could not continue to exist without 
your contributions.
 The Castle Donington event was most enjoyable and it was good for committee 
members to put faces to names at the Leyland Society stand.  In the autojumble there 
were some Leyland items to be had - service manuals and parts lists, and also some 
1920-1940’s cylinder head gaskets from Australia (see Sales & Wants).
 Anthony Pyatt has stated his wish to stand down as a committee member as he 
has found it diffi cult to attend meetings due to work commitments.  The committee 
would like to thank Anthony for all his help in the past, and no doubt he will continue 
to be a key member of the Society.
 You will be pleased to know that at long last the fi rst book in the “Leyland 
Fleets Series” will shortly be published and this will cover the Leylands operated by 
Wigan Corporation.  There are to be three books on Leyland fi re engines but progress 
has been delayed due to the enormous amount of extra information currently being 
extracted from Leyland records, so watch this space.  
 Lastly, membership renewal forms are being included with this issue of Leyland 
Torque and it would help David Moores if you could renew promptly, please.

CONTENTS
2 Society business 
3 Cover Story 
4 Memoirs of J.Sumner
8 Irish Leyland buses 

12 Birmingham TD1/TBD1
16 Food for Thought
22 Nottingham Hauliers         
26 Odd Bodies 

30 Caledonian  
33 Malta buses 
38 Letters
44 Reviews 

Mike Sutcliffe, Editor



2 LEYLAND  TORQUE  No. 20 Summer  2003

FROM THE CHAIRMAN
 It was nice to meet members old and new at the Classic & Vintage Commercial 
Magazine event at Donington on March 22nd. We managed to enroll a number of new 
members and deal with several membership renewals.  Sales of Society Merchandise 
was also brisk. It was an excellent opportunity for members to come along and express 
their views most of which I am pleased to say were complimentary, however those 
few who were a little unhappy about certain matters had their say and hopefully by 
now will have been contacted by letter or telephone. Our thanks to David Berrry for 
overseeing the arrangements, setting up the stall and providing an indoor marquee for 
us to transact business from. Those committee members who attended were: David 
Berry, David Moores, Ron Phillips, Mike Sutcliffe, the Chairman and Mrs. Chair-
man.
 We are rapidly nearing the date for our Gathering at Leyland on Sunday 13th 
July. As this report goes to press entry forms for the Gathering are still dropping 
through the door, hopefully we shall have a very good display of Leylands from all 
eras. Currently honours are even between goods and passenger vehicles but no fi re 
engines are entered to date ! We are still needing a few more volunteers to marshal 
at the event - can you help ? My thanks to those who have already volunteered.
 Enclosed with this edition you will fi nd your membership renewal form - will 
you please renew promptly, this will be much appreciated by the Membership Secre-
tary. The Committee looks forward to seeing you at Leyland on Sunday 13th July. 
 Regrettably this will be my last “From the Chairman” as I am having to resign 
from the committee on health grounds. I would like to wish the Society continued 
growth and success.

         Neil Steele, Hon.Chairman
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 The front cover of this edition of Leyland Torque depicts a February scene in 
Wigan almost fi fty years ago. Highbridge Leyland No.16, one of a batch of twelve all-
Leyland PD2/12 buses, represents only the second batch of highbridge buses bought by 
this Lancashire municipality, whose fl eet before 1950 consisted of lowbridge or single 
deck Leylands. Wigan is remembered as one of those places which showed “Wigan” 
on bus indicators, rather than “Town Centre” or “Market Place”, as in addition to a 
number of town services, it ran out of town into the territory of various municipal or 
company bus operators. The bus depicted is on a cross-town local route, and shows 
“Standish (Pepper Lane) via Wigan”.
 Wigan buses are to be the subject of our fi rst new book in the “Leyland Fleet 
Series”. How better to start than with a municipal transport department which chose 
nothing but Leylands after 1929, with the exception of six wartime utility vehicles, 
and which had purchased over 400 by the time it was taken over in 1973. Each group 
of buses purchased will be described and illustrated, and we promise that most of the 
pictures and most of the facts will be new to you. It is expected that the new book 
will be published in mid-June, and it will be available to Leyland Society members 
at a special price.  The next book in the series is due to appear in October, and will 
be an  illustrated history of Leyland fi re engines 1930-1942. We do not intend to use 
material or photographs that you have seen before in these new books, but our aim 
is to bring fresh new subjects to your bookshelf. 
 The rear cover picture shows one of a fl eet of Leyland Super Hippos employed 
by a Portuguese contractor on the construction of a dam for Hydro Electrica do 
Cavado, Portugal,  in the early sixties. This is the sort of work for which these heavy 
duty trucks were designed. 

This view of  former Wigan Corporation Leyland Panther Cub No.20 (DJP 468E) a dual-door bus 
with a Massey body was taken in Malta, when the vehicle worked for the Ministry of Public Works. 
Mike Fenton’s  second article on Maltese Leylands starts on page 33.             (Mike Fenton)



In the last issue of Leyland Torque we recounted the fi rst of the memoirs of William Sumner, the 
younger brother of James Sumner, (the latter with Henry Spurrier laid the foundations of Leyland 
Motors.)  It had been intended to continue with these memoirs in the next few issues, but in the 
meantime I have come across an article written by James Sumner himself and published in the 
Commercial Motor magazine on 18th May 1905.  As the article relates to the fi rst journeys of the 
fi rst steam wagon, written by its maker, and of course much nearer the time, it is felt appropriate 
to reproduce this now before continuing with the memoirs of William Sumner.  Some of the text 
is a little repetitive of the previous story, but it gives more technical information about the wagon 
and of course it was written only eleven years after the event, and by the man himself.
The drawings which accompanied the article appear to be very similar at fi rst glance but on 
looking  closer there are so many detailed differences that one wonders whether they are from 
a totally different set.  Note the wheels which are considerably different, the width of the coal 
bunkers on the plan view and also the position of the two cylinders.
It appears from James Sumner’s account that the wagon took two years to build as opposed to 
William Sumner’s more vague recollection of “about 1880 to 1884”.  No doubt there was much 
thinking going on prior to starting to build the wagon, but James Sumner’s account has to be 
regarded as more reliable.  One thing that is not in dispute is that the wagon was fi nished and 
ran for the fi rst time in 1884.  (Therefore the start date for the history of Leyland Motors !)
Note that the title refers to an early Leyland Motor Wagon – this was written in 1905, two years 
before the company changed its name from the Lancashire Steam Motor Co. Ltd. to Leyland 
Motors Ltd.  It is clear that the wagons were referred to as “Leyland” long before the change of 
name of the company and this helps to remove some of the suspicion surrounding the words “the 
fi rst Leyland wagon built 1883”,  as shown on the drawing in Torque No.19, page 5 - possibly 
they were always known as Leyland wagons - will we ever know ?

AN  EARLY  LEYLAND  MOTOR  WAGON
Described  by  its  Builder,  Mr.  James  Sumner

 A 5-ton steam wagon was built in the year 1884, at Leyland, Lancashire, by 
the writer, with the intention of using it for carting coal from a mine six miles distant 
to a neighbouring bleach works.  About 40 tons of coal were used daily, all of which 
was carted by horses at a cost of  2s. 6d. per ton.  It occurred to the writer that a 
steam wagon could be made to do this work at a good profi t, and he unsuccessfully 
endeavoured to induce his father, who owned a small engineering business, to try the 
venture.  So convinced was the writer in his own mind that this was the proverbial 
chance of a lifetime that he determined to put his fortune to the test and make a wagon 
on his own account.  He accordingly set to work to design the wagon illustrated 
herewith.  The patterns were made at night, and, when castings and materials had 
been obtained, work was commenced in real earnest in the daytime, and everything 
had to be done without assistance – to bore cylinders;  to make the forgings;  to do 
all the turning and fi tting.  The boiler was the only thing that was bought, and after 
about eight months’ hard work the wagon began to assume shape and its builder to 
look to it as his Eldorado.  But alas! the time of successful motor wagons was not 

yet, so the fortune did not come;  but, on the other hand, serious loss and trouble.  
 It will be seen from the illustration that the wagon embodied many of the 
features of motor wagons as built today.  The centre lock steering, three point support 

Mike Sutcliffe retells the earliest history of Leyland
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for the engine, vertical multi-tubular boiler close behind the front axle, horizontal 
engine under body of wagon, and the “live” axle are all to be found in one or other 
of the wagons made at the present time.  Its weak points were lack of a two-speed 
gear, insuffi cient tank and bunker capacity, and too large an engine and boiler, which 
made it very uneconomical.  Had the wagon been fi tted with a slow-speed gear and 
a compound engine it would have worked with a boiler nearly half the size and have 
used half the fuel and water.  
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The cylinders were 5in. in diameter by 10in. stroke - about the right size for a 
low-pressure cylinder if the engine had been made compound.  The boiler was 3ft. 
3in. in diameter by 5ft. 6in. high, fi tted with thirty 3in. cross tubes in the fi re box, and 
made for a pressure of 120lb.  The engine was fi tted with Stephenson’s link motion 
for reversing, ordinary slide valves, and trunk slides to the piston rods.  The 21/4in. 
crankshaft was of Low Moor iron, carrying on one end a small driving pinion, which 
worked direct in the large compensating spur wheel on the back axle.  The driving 
pinion was made with claw clutches and ran loose on the end of the crankshaft, so 
that the wagon could be thrown out of gear and the engine run free.  The differential 
was of the usual traction-engine type, with one bevel wheel keyed to the live axle 
and the other to the free road wheel.  The steering was by means of worm wheel and 
chains.  The tanks were arranged on each side of the boiler and the bunkers on top of 
them.  The frame was made of 5in. by 5in. by 1/2in. angle steel, and the body, which 
was about 10ft. by 5ft. 6in. by 3ft., was of 2in. deal planking held in position  and 
stiffened by wrought iron knees, railway wagon fashion.  The back axle was 4in. in 
diameter, and all four road wheels were of iron and very substantial.  The tare was 
about fi ve tons, and it was intended to carry a load of fi ve tons.  

Of course, the builder soon found that he had to take out a traction engine licence 
and to run the wagon as a traction engine, there being no Motorcar Act in those days.  
After one or two short preliminary runs, sundry adjustments, and alterations, it was 
decided to venture on our maiden trip to the Colliery six miles away.  An early start 
was made the following morning, and it was soon found what a thirsty customer the 
motor was, and how soon it could empty its tanks when on a straight run.  We had 
barely gone two miles when the tanks were empty, and as always happens in such 
cases, we found we were in anything but a handy place for refi lling them.  But we 
were as yet undaunted and soon found water about half a mile off.  We got the wagon 
as near as possible and carried the water to it.  This hindered us considerably, over 
an hour, but we thought little of it at the time.  The same thing, however, occurred 
again, much too soon for our liking, and on its happening for the third time, as we 
were getting tired of carrying water long distances for such a confi rmed drinker.   We 
backed the wagon on some waste land by the side of the road to get nearer a friendly 
pond.  I need hardly say that it took us much longer to get off this ground than it took 
us to get on, for this was our fi rst experience of being bogged, and we had no jack or 
planks of any description.  It was, therefore, three or four hours before we procured 
these essentials and got on the hard road again.  However, we managed to reach the 
loading place, after a stop to buy some coals to help us to land.  On our arrival we 
were soon loaded up, and this seemed to be the easiest part of the whole trip.  

It was now about 4 o’clock, and we had had no food since early morning, so we 
thought it as well to have breakfast and dinner both at once to save time.  This done, 
we made a start homeward and mounted a stiff climb, 1 in 12 then 1 in 9 for about a 
quarter of a mile from the pit’s mouth - in fi ne style with a full load, but half a mile 
farther on trouble of another kind started by the fi re bars dropping out en masse.  
They were so hot that nothing could be done until they had been dragged away and 
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cooled in a ditch by the roadside.  After fi xing them in again we got some straw and a 
few chips from a farm about 10 minutes’ walk away and commenced to get up steam 
again.  This was a very slow operation, owing to the poor material.  However, with the 
exception of sundry stops for water, we managed to arrive with our fi rst load of coals 
at the Bleach Works about 9 p.m., the trip having taken from 7 a.m. in the morning.  
As the horses did two trips per day – and I had expected to make three – it is needless 
to say that I did not feel very excited over our maiden trip.  But I was young and full 
of enthusiasm and energy, which determined me on another try the following day.  

I took the precaution of adding a small bottle jack and a few pieces of wood 
packing, also an additional water bucket to our kit.  As the tanks were not fi tted with 
a steam water lifter, one bucket was too slow for the amount of water required.  By 
the time we had got up steam, oiled round, and tightened all the nuts found loose from 
the previous day’s running, it was nearly 9 o’clock when we started.  In order to make 
up lost time we went at a very brisk pace, which made the buckets dance about the 
empty wagon with an awful clatter.  My stoker thought he would stop the noise by 
putting one bucket inside the other and the bottle jack in the top one, so as to weight 
them down and keep them quiet.  Imagine our surprise the fi rst time we stopped to 
take water on fi nding that the jolting had caused the jack to knock the bottoms out 
of both buckets !  

Delay number two happened a little later, when we were about half-way on our 
journey.  The water gauge glass broke, but as I expected to be able to get a new glass 
at the colliery I decided to go on without one.  My concern was great, however, when 
a little later the injector (the only boiler feed) began to give trouble, evidently not 
being satisfi ed with the purity of water given to it.  I do not remember what time we 
got to the mine on this day, nor the hour when we obtained something to eat, but I 
do remember that all seemed to be one long chapter of accidents and delays from 
beginning to end.  First the injector would not work, then a steam joint would blow 
out.  Towards night, when about half-way home, to prevent the wagon’s backing on 
soft ground when getting near a pond to take water, I suddenly reversed the engine 
with steam on, smashing the differential wheels to such an extent as to be unable to 
move.  I then managed to lock the broken wheels by means of a chain, which got 
loose several times before we arrived home.  
 Apropos the consumption of coal and water, a local wag, who was having a 
ride home, took notice how often it was necessary to replenish the bunkers from the 
load, and remarked to a friend that it was a good thing I had not to take the load to 
Preston, about six miles further on, as he was afraid I should have no coals left to 
deliver, and would have to begin all over again.  It was quite evident that the wagon 
would not do in this state.  In two days it had made two journeys instead of six.  In 
addition to renewing the differential gear, many other things required alteration, and 
as funds were now too low to permit this, the dream of the previous two years was 
dispelled, and the wagon had, most reluctantly, to be put on one side until matters 
developed as I hope to explain again.
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 As has been explained before in this magazine, import duties levied in the Irish 
Republic made it preferable for Irish bus operators to assemble vehicles and bodywork 
out of packing cases rather than take delivery of complete vehicles. Leyland body 
shops supplied material for composite (timber framed/metal panelled) bodies for 
double and single deck buses to the Irish Omnibus Company (IOC) for some years 
before it introduced all-metal construction in 1933. 
 A wood framed body was assembled from a kit of numbered parts which were 
cut and machined in the South Works saw mill. Metal (steel or aluminium) was used 
to cover the outside and for various structural brackets. The whole thing was put 
together like a piece of fl at-pack furniture, and minor alterations could be made by 
the coachbuilders in charge of assembly. It is on record that complete sets of double 
deck bodies were sold off in the middle of 1933 to the Irish Republic, but before this 
date such sets of parts were almost certainly supplied to outside contractors such 
as Vickers, Short Brothers, NCME, Massey and Bromilow & Edwards to assemble 
bodies on behalf of the chassis makers.
 From 1st January 1934 the IOC was taken over by the Great Southern Railway, 
(GSR). This was simply a cosmetic move, as the IOC had since 1927 operated road 
ABOVE: Ex GSR Leyland TD4 PI 7457 with a GSR body assembled on a “vee-front” frame 
is seen in the early fi fties as CIE No. R249. The location is Patrick Street, Cork. The batch of 
four buses spent most of their lives on Cork city services.             (Photo R.F.Mack)
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services for the GSR and became a wholly-owned subsidiary in 1929. By the time 
GSR placed orders for 1936 delivery (18 TS7, chassis nos.9902-19, 15 LT7, chassis 
nos.9924-38 and  4 TD4, chassis nos.9920-23) Leyland no longer supplied its former 
body styles. The Titans were shipped with the new all-metal vee-front bodies in partial 
kit form. These are the only known “ckd” examples of the vee-front style, apart a 
single body supplied to Australia, which will be the subject of a future article.
 It is known, however, that the Australian bus incorporated many locally sourced 
parts, and it seems likely that the four GSR double deckers were constructed in a 
similar way. To supply “ckd” bodies, Leyland actually assembled the framework and 
attached many panels; this was necessary in order to drill the holes for the fi xing bolts 
and screws. Study of the GSR bodies shows that they did not use a full set of ready 
made parts, especially in the areas of the front and rear canopies, and the upper deck 
roof. They also lack the distinctive “belt rail” below the windows on both decks. 
The most interesting feature is the treatment of the front of the upper deck. The front 
dome has been fabricated from three pieces of metal (instead of one) so as to fi t the 
framing. GSR curtailed the vee effect at the point where the inset fl at glass indicator 
panel starts, although it returns in the cant-rail area, particularly noticeable on the 
view overleaf of R247.  On the Leyland made bodies, indicators were built out over 
the vee shaped front, and were not inset. The  canopy, cab door area and front dash 
are clearly a GSR inspired design, as are the rear emergency door and square cornered 
rear platform window.  So many external differences, but what was under the skin? 

This view of  Haslingden Corporation No.17 (TJ 6999) is shown for comparison. The Irish bus 
lacks the belt rails, the upper deck roof guttering, has a differnt profi le to the canopies and cab 
area, and has a front dome made from 3 pieces of metal.             (BCVMA)
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It would be nice to fi nd a picture of the 4 Titans under construction at Inchicore Works 
to tell whether they had the improved type of vee-front frames supplied by Leyland 
for its own bodies built in late 1935/early 1936. As we know of no major problems 
with these buses, it seems certain that they had the improved structure suggested 
by Colin Bailey when he was put in charge of the bodybuilding at South Works in 
August 1935, although they do not appear to have the strengthened bulkead revealed 
on the outside by a thicker pillar behind the driver’s cab, and seen on vee-front bodies 
completed early in 1936. The structure, therefore, may be of an interim design. 
 

R247 at Friars Walk, Cork, is seen 
working on on Cork service 4A.
The light falling on the front shows 
up the vee effect broken by the fl at 
glass of the indicator panel. This 
bus carries a transfer fl eet number, 
beneath which is the depot plate 
inscribed “Cork”. This picture was 
taken in July 1952, but CIE have 
perpetuated the wartime measure 
of having wing tips and lifeguard 
painted in a light colour.
             (Photo by J. McCullough)

T h i s  s c e n e  a t 
Parnell Place Bus 
Station, Cork, is of  
R249 again, but 
shows the nearside 
with a lower deck 
half-drop window 
askew..........that 
is a sign of pillar 
movement. Note 
the  post -war P 
class Tigers also 
have white tipped 
wings.
(Photo J.F.Parke)

 The next all-metal double deckers for Ireland were ordered by Dublin United 
as part of a scheme to replace tramcars. In 1937, Leyland supplied one built-up body 
and one part-built-up (lower deck structure only), which were the bodies for R1 and 
R2, the fi rst of a batch of 50 TD4s (chassis nos. 13663-13412) the rest of which were 
equipped with bodies built in Dublin during 1938 from parts supplied by Leyland. 
The programme continued on TD5 chassis during 1938-40 with R51-100 (chassis 
300838-87)  followed by 99 (chassis 302800-98) and a fi nal 35 (chassis 304115-49), 
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bringing the fl eet numbers up to R234. R235-42 were 8 more on TD7 chassis, part 
of an order for 81 which was never completed due to hostilities. Four more bodies 
which Dublin United had completed were fi tted on 4 TS11 chassis transferred from 
the GSR, to become R243-46 in 1944. These entered service as H32/30R, but later 
became H34/30R. Subsequently R1-242 were given two extra  upper deck seats to 
become H32/26R. The four vee-fronts had entered service with 54 seats, but in 1953  

PI 7455 is seen in Great Southern Railway red and white 
livery, when delivered new in 1936 as GSR no.820. It later 
became R247 in the CIE fl eet. The square cornered rear 
platform window clearly does not use a window pan from 
Leyland, and the upper deck emergency entrance has a 
differently shaped window from the Leyland standard.
The rear dome is also fabricated from three sheets of 
metal. The seating capacity is clearly seen to be H28/26R: 
these buses have been described elsewhere as lowbridge 
when new !
            (Photo Great Southern Rly.)

CIE increased their seating to 
58  by putting four more seats 
upstairs. (This work was done at 
the bodyshop in Capwell Garage 
at Cork.) The DUTC  also had 
more ckd bodies from the 1940 
order which were not used until 
1946, when they were put on non-
Leyland chassis.
 The GSR also ordered 
ten TD7 chassis with Leyland 
ckd bodies in 1940, on chassis 
nos. 306640-9: these were all 
built by DUTC for the GSR and 
put into service at Cork (7) and 
Limerick (3). Aditionally, 30 
single deck TS11s were ordered, 
but only 3 were put in service in 
1944, the rest remaining unused 
until dealt with by CIE after its 
formation in 1945. Four, as said 
above, were sold to Dublin and 
received double deck bodies, and 
eight chassis from the batch (nos. 
306650-79) did not reach their 
intended destination. 306671 fell 
victim to enemy action and was 
lost at sea, whilst 306673-9 were 
diverted to the Leyland agent in 
the Argentine.
 After the war, the residue 
of double deck bodies was used 
up by CIE on one AEC Regent 
chassis (AR1), six Daimler 
CWD6 (DR1-6) and 13 on part 
of a batch of 20 Leyland OPD1, 
(R261-80) 



 
by Peter Jaques and Ron Phillips 

 Readers will no doubt be aware that in 1929-31 both AEC and Leyland began to  
take a serious interest in the trolleybus. Hitherto trackless trolley cars had been built 
in small numbers mainly by small fi rms, some connected to the electrical industry. 
The threat of large-scale replacement of tramcars by trolleybuses made the major bus 
manufacturers decide to build trolleybuses themselves, and in order to do this there 
was a need to liaise with a manufacturer of electrical equipment.
 In the twenties Birmingham Corporation had become an important user of 
AEC buses. When the replacement of the obsolescent solid-tyred trackless cars on the 
Nechells route became necessary, tenders were invited for eleven chassis. The order 
was won by the General Electric Company Ltd. (GEC), which submitted tenders in 
April 1931. GEC had a factory at Witton, and earlier had written to the Birmingham 
General Manager in the following terms:
  ‘You are probably aware that we are collaborating with the Leyland Co. 
in connection with Trolley Buses, and as a matter of fact we have a Bus at the present 
time at the South Lancashire Tramways Depot. This is complete with the exception 
of rheostatic braking which we propose to add, and (we) would very much like you 
to have a run on this bus.’ 
Illustrated above is a demonstration Titan supplied to Birmingham in September 1929 on a TD1 
chassis that had already run in that city as OM 9573, with a second-hand body. As can be seen, 
the vehicle left Leyland carrying OM 9573, but entered service as OF 3959.     (BCVMA)



 This statement suggests that the prototype Titan trolleybus was a GEC initiative, 
but Leyland records of 12/29 to 3/30 prove that it was Leyland that made the fi rst 
move, approaching GEC in March 1930. Assembly of the body and chassis took place 
at Leyland in the autumn of 1930, and the vehicle was ready and already running 
experimentally in 3/31, and went to Birmingham for trial in 5/31, where it was given 
fl eet number 19 and registered OV 1175.  It had Leyland chassis number 65036 in the 
experimental series. From Birmingham it went to Chesterfi eld for a while.
 Why did Birmingham not stick with its preferred manufacturer, AEC ? It is 
well known that transport committees were sensitive to lobbying by councillers who 
wanted local fi rms to benefi t from municipal orders, and that makes the choice of GEC 
quite logical. AEC were by this date co-operating with English Electric (of Preston). 
The tender forms submitted by GEC give the names of three sub-contractors: Leyland 
for the chassis, the Rheostatic Co. of Slough for the resistances and Brecknell Willis 
& Co. of Bristol for the collection gear. Perhaps this seems to indicate that little of 
the vehicles came from Birmingham, but the motor was a complex and important 
part of the chassis which, at £890, was more expensive than a motor bus. It is of 
interest that the tender states “we undertake to deliver the whole of the chassis to the 
Bodymaker’s Works.”  Birmingham specifi ed Short Brothers, a fi rm already favoured, 
for the highbridge bodywork.  The body on the prototype OV 1175 was to the standard 
Leyland L24/24R design, built by Leyland.
 The eleven buses tendered for were to be delivered to the bodybuilders in 4˚ 
months, and were ordered at the end of May and all placed in service in 2/32. They 
had GEC 65hp motors, type WT251, and GEC controllers type FA3B. They have been 
referred to erroneously in the past as Leyland FA3B: they were type TBD1 based on 
the TD1 chassis, and had chassis numbers in the TD1 series (nos.72222-72232). Why 
Titan chassis ? It is clear that Leyland and GEC were very keen to secure the order 
and there was no time to develop a custom-made chassis. The half-cab arrangement 
had already been used by English Electric/AEC for the Notts & Derby order, and 
was not thought of as strange at the time. It is ironic that Leyland/GEC secured the 
order for Llanelly District (in the same group as Notts & Derby) for delivery from 
12/32, the fourteen vehicles being the fi rst  “proper” trolleybuses built at Leyland, 
and having full fronts. (See Leyland Society Journal No.4)
 The new machines on the Nechells route obviously gave satisfaction, and the 
Birmingham  management decided to replace a second tram line in 1933. By this time 
they had had experience of both  AEC/EE and Sunbeam/BTH trolleybuses, and so 
Leyland/GEC sent a demonstrator in the form of its six-wheel prototype trolleybus to 
help secure an order for fi fty three-axle machines. The document seen overleaf shows 
the vehicle was ready early in February 1933, and had chassis number 1654. When 
it was placed in service in Birmingham as fl eet number 17, registered in Lancashire 
as TJ 939, it was recorded as having chassis number 69657, but this was an error. It is 
believed that it could have been the serial number of the motor. Equally, the prototype 
OV 1175 was recorded as “chassis 60342” which was also erroneous (see above).To 
add to the confusion, TJ 939 left Birmingham in July 1933 but returned in July 1936, 
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this time with a new motor (type WT254c). It now took fl eet number 68 and was 
attributed with its correct chassis number  of 1654. 
    

A certifi cate issued at the Leyland factory on 1st February 1933 records the unladen weight of the 
demonstrator trolleybus TJ 939 as 8.9.1. and shows the chassis number as 1654. A second certifi cate 
issued the next day shows the weight of the bus prepared for the tilt test as 10.14.3.   
                            (Kithead Archive)

 Leyland worries that G.J.Rackham (no less) had been lobbying Birmingham and 
Nottingham to buy AECs, by saying that the AEC Regent was essentially a Leyland 
Titan “with the gremlins taken out”  resulted in the immediate offer of a Titan chassis 
for demonstration. Chassis number 70583 seems to have been taken straight off the 
production line to avoid delay, and it was mounted by Birmingham Corporation 
with an existing body from bus number 159, an AEC 504. This hybrid vehicle was 
registered OM 9573, in January 1929. With its customary disregard for the niceties of 
the vehicle licensing laws, BCT retained the AEC’s registration and the combination 
ran as fl eet  number 159 from January until June 1929, when the chassis was returned 
to Leyland. It was fi tted with a Leyland L24/24R body in 8/29 and returned on loan to 
Birmingham, where it was registered OF 3959 in 9/29 (the AEC 504 was now back in 
service). The photograph on page 12 shows the bus painted as Birmingham 99 when  
at Leyland and still carrying on the front the registration number OM 9573. The rear, 
however, carried no number.  
 Birmingham Corporation presumably had to accept a lowbridge body as the 
Leyland “Hybridge” body was not yet available, and in any case the bus belonged 
to Leyland Motors as a demonstrator, although as the photograph shows it was in 
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What type of Leyland is this ? Seen in Australia is an Albion Cameronian, a rare model built es-
sentially for the Australian market. For further details, see Neil Mitchell’s article on page 33.
                    (BCVMA)

 Information for this article was kindly supplied by the Kithead Archive, Droit-
wich Spa, as well as from the BCVM. The Kithead Archive is a valuable source of 
data on many British municipal and (former NBC) company operators. Visitors are 
welcome by appointment, as they are at the BCVM Archive at Leyland. 

full BCT livery from new, including BCT legal lettering. (Leyland had, as it were, 
two classes of demonstrator, those painted in Leyland’s own choice of colours and 
with legal lettering for Leyland Motors, and those targeted at a particular operator 
and painted in that operator’s full livery.) Birmingham 99 was subsequently fi tted 
with an oil engine for Birmingham to sample, and then eventually purchased by 
BCT, still with the  oil engine. It was then sold back to Leyland Motors and re-sold 
to Preston Corporation in whose fl eet it became number 60. Finally, it was sold on to 
Central S.M.T. (No.L113), where it ran for longer than it had for its previous owners 
! A strange life history: two registration numbers, two bodies, and four owners all in 
seven years.
 Birmingham Corporation eventually came to be good customers of Leyland. A 
sample group of Titans preceded the important order for TD6 chassis, some of which 
had Leyland bodywork modifi ed, of course, to BCT’s requirements.The chassis were 
also modifi ed to Birmingham specifi cation, and became a distinct model of the Titan 
range. 
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   82. Provincial PLSC Lions (Torque No.17) 
 The reference to Yorkshire Traction in the acquisition of former YWD Lions is 
a little puzzling, even allowing for the Companies’ near-identical Boards of Directors 
at the time. Motor Tax fi les make no mention of YTC, giving WW 6428/31 as sold 
10/35 (along with at least 4 more Lions and 2 Tigers) to W. R. Wintour (dealer) of  
London. Both of the WW’s were withdrawn in 1938, so were,  presumably, in store 
when damaged by enemy action.

   89. Body construction to Leyland design  (Torque Nos.18, 19)
 Michael Plunkett of Ashurst writes (“as one fortunate to have travelled on them”) 
to indicate minor differences between the Leyland and Short bodies on  the Thames 
Valley TD1s, in the number of opening windows, the provision of glass louvres, 
brass rather than aluminium staircase rails, and straphangers in the lower saloon. 
Michael confi rms the Short-bodied trio arrived at the end of July 1928 whereas the 
Leyland batch commenced delivery on 10 May 1928. All twelve of this initial batch 
of TD1s survived the war with open staircases, their interior lighting being masked 
by metal shades, similar to those used for headlamps, and requiring conductresses 
to use torches. Both interior and exterior views of the two makes appear in the TPC              
book on Thames Valley.
          A correction is needed, in relation to the “Tailpiece” (Torque 19, page 48), 
in that the photograph of TVT 175 is by David Busley of Swindon, not Short Bros. 
The delivery mileages quoted by Peter Jaques are strange; if one assumes that the        
Leyland bodied vehicles were driven, complete, from Leyland to Reading. The three 
Short vehicles would have to be delivered as chassis from Leyland to Rochester, then 
as complete vehicles to Reading either direct or (unlikely ?) via Leyland again. 
Were the Leyland-Rochester (and back?) journeys by rail ?
          Maurice Doggett of Purley adds another name, United, to the list of builders 
to Leyland design, principally with coach bodies on PLC1 Lionesses, 26 ( of which 
nine  were for Crosville, the remainder, as yet, unidentifi ed. Shortly after the Crosville 
bodies were completed United supplied 5 bodies (4 x 35-seat, 1 x 29-seat) on Lion 
chassis to the order of the dealer Tillotson’s and Maurice speculates that these might 
include Ledgard’s UA 3500/1 mentioned by Geoff Lumb in Torque 18. These two 
were,  however, supplied through Leyland’s Leeds depot, not Tillotson. Tillotson did, 
though, handle vehicles at about that time which, although received from Leyland as 
chassis only, have all, at one time or another, been quoted (and then discounted) as 
having Leyland B35F bodies:-
  KW 4409  PLSC3  47315   B&B Tours, Bradford  6/28
  KW 4432  PLSC3  47316   B&B Tours, Bradford  6/28
  KW 4435  PLSC3  47317   Hedna Bus,  Eccleshill 6/28

Feature now edited  by  WILF DODDS
Please  send all correspondence via the Editor, Mike Sutcliffe.
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  CP 6951   PLSC3  47318   O&C Holdsworth, Halifax 6/28
The 29-seater cannot, immediately, be accounted for, unless it is Haslingden No.3,  
PLC1  47568 chassis ex-Leyland 10/28. This was formerly quoted as Leyland B29F 
but has been revised to Davidson B28D. Clearly, as ever, photographic evidence 
would be useful, if not conclusive !   
          
        

Illustrated here is the 
prototype Leyland body 
(aluminium panelled) 
on a Lioness PLC  type 
chassis, seen in 3/27.
Compare it with the 
Uni t ed  bu i l t  body 
for Crosville, shown 
below.
  

(BCVMA)

Crosville FM 4834 was 
photographed by the 
Leyland Publicity De-
partment in 5/27. It is 
virtually identical to 
the Leyland built body, 
with the exception of the 
emergency door.

           (BCVMA)

United bodies to Leyland design supplied to Crosville
Body No.    Chassis no.
1518 Crosville 34 FM 4829 46528  
1528 Crosville 35 FM 4830 46529
1529 Crosville 36 FM 4831 46530
1530 Crosville 37 FM 4832 46531
1531 Crosville 38 FM 4833 46532
1532 Crosville 39 FM 4834 46533

1549 Crosville 40 FM 4835 47117
1550 Crosville 41 FM 4836 47118
1551 Crosville 42 FM 4837 47119
(Body nos.1200-12, 1521-4 were similar
Allweather coaches supplied by United
on Lioness PLC chassis.) (Total 26)  MGD
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  90. PS1 bus; PS1/1 coach - true or false ?  (Torque No.19)
 Dr. Michael A. Taylor of Kidderminster has located a Tiger service manual 
(ref. 0949, so presumably a 1949 document) which states that a spare-wheel carrier 
is available as an option only on the PS.1 (the manual referring also to PS.1/1, PS.1/4 
and PS.1/5 - note only a single point in the designations here). A photograph in a  
YWD publication c.1977 just shows the spare wheel under the rear end.
 Neil Steele of Cheadle goes one further, having copies of coachbuilders’ 
drawings dating from 1945/46, which refer to the “Single Deck Bus PS.1” and “Coach 
PS.1/1.” The drawing for the PS.1 “clearly indicates that the main chassis rail ends 
just past the rearmost rear spring hanger bracket, the extension is then attached on 
either side using a fl itch plate and 6 bolts. This drawing shows the spare wheel carrier 
fi tted and indicates that the spare wheel protrudes at one point 1.4 inches above the 
top of the chassis extension frame; the drawing also indicates that the top of the 
chassis extension is 3 inches lower than the main chassis. The PS.1/1 uses the same 
point and number of bolts as on the PS.1 to attach the “drop frame” extension, but 
the shape and size of the “fl itch” is different, having extended top plates to allow the 
rear bulkhead to be attached to provide for the forming of a luggage boot. The top 
of the “drop frame” on the PS.1/1 is 10.5 inches  below the top of the main chassis 
frame. In essence, therefore, I would suggest that Gordon Brooke has a PS.1.”

  91. Griffi n PS1 buses with Leyland bodies ?  (Torque No.19)
       Alan Townsin of Basingstoke responds to Tony Hall’s query on Griffi n. not 
originally having seen the photograph of EU 8526 prior to its publication in Torque 
19. He, Maurice Doggett and John Bennett of Loughborough all agree the Tiger to 
be carrying an ex-NWRCC body but point out that this would have come from a 
Bristol J05G rather than the shorter Tilling-Stevens, and all suggest a 1936 ECW 
body (NWRCC had 74 J05G, 24 with ECOC and 50 with ECW bodies in the year 
that the Lowestoft plant changed entity) and thus one from North Western’s 754-803 
(JA 5554-5600, 7701-3), all of which received new Brush bodies in 1946.
 Other, similar, rebodies within the Red & White group went to Newbury & 
District, South Midland and the parent fl eet. John Bennett is researching the re-use 
of ex-NWRCC bodies and would welcome details of additional examples.

   92. “Leyland Diesel” radiator.  (Torque No.19)   
 The Editor has unearthed a brochure dated November 1962, whose subject 
appears to fi t the description of Bob Kell’s diesel generator but, since a radiator was 
listed as “supplementary equipment”, there is no photograph to confi rm the point. The 
specifi cation sheet was issued by “Leyland Motors Group Special Products Division” 
and relates to a 6-cylinder Diesel Industrial Engine Mk II “Type UE 600” of 9.8 litres. 
However, Ron Phillips has delved into the BCVM photo archive and found pictures 
of industrial engines as supplied in the mid-fi fties: there being units employing the 
O.350, O.600 and O.680, and all fi tted with radiators showing the “Leyland-Diesel” 
wording. (See also page 47 in this issue.)
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Leyland Industrial Power Unit   

   93. Six-wheel single deck single drive (TS7T etc.)
       Peter Geliot of St Mary’s Platt asks for comment on the propulsion arrangements 
of 6-wheel single deckers; he writes “ATF 477, the Singleton’s preserved TS7T, with 
which I was personally acquainted, drove on the fi rst axle, as seems to have been so 
on a good many others, but close study of photographs show some cases where the 
drive is on the rearmost axle, the prop shaft passing, I assume, below a simple straight, 
perhaps tubular axle ahead of it. This I take to have been to reduce wheelspin which 
could occur quite readily with the fi rst set-up. Southdown appeared to have used both 
alternatives. The double deck six wheelers, including trolleybuses, and Rackham’s 
Renown all appear to use double drive, as on TS7D etc. Can anyone with inside 
knowledge enlighten us as to the underlying facts?”

   94. Indian Leyland.
       Frank Wright of Rochester invites readers’ comments on a query raised in the 
M&D and East Kent Bus Club Newsletter :- “An all-Leyland 8ft highbridge double-
decker was used by East Kent on 14th January 1949 to test clearances through the 
West Gate at Canterbury. Arriving the previous day, the vehicle was in green and 
cream livery, and ran on trade plates 0551 B. It is thought that this visit resulted in 
the FFN batch of Guy Arabs being specifi ed to 8ft width and highbridge design. The 
identity of this vehicle remains open to debate. Photographic evidence shows that it 
was destined for the foreign market, and it is believed to have been the single Titan 
which is described in The Leyland Bus as subsequently travelling overland to India. 
In this case, it can only have been on chassis 484617, which was supplied to Leyland 

Illustrated here is a “PU 600/39/1” industrial power unit. The picture is dated 28/6/55
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Motors, India and demonstrated in Delhi during 1949, passing to Calcutta in 1950 
before being sold to West Bengal Government Transport. However, this is shown by 
the PSV Circle, on the evidence of Leyland records, as having been a Leyland PD2/1, 
i.e. to 7ft 6in width; and The Leyland Bus is ambivalent, describing the vehicle at 
different times as PD2/3 and PD2/12 (both of which would have been 8ft width)”. 
Can anyone offer further comments, please ? 

   95. “Our Mollie” charabanc. 
       Gordon Braithwaite of Abergavenny has submitted a photograph of a Leyland 
charabanc registered WA 3090 and operated, between 1923 and 1929, by a Mr Fernside 
of Sedbergh, and seeks further information on the vehicle, believed to have operated 
as a “chara” in Summer and as a lorry in Winter. Immediate reaction is that the index 
mark well predates 1923 - more like c.5/20 - but Sheffi eld Motor Tax documents for 
that period have not survived. Can anyone provide more information on the history 
of  “Our Mollie” 

   96.Titanic chassis. 
      We have referred occasionally to Titanics before, but can anyone throw any light 
on the apparent visit by one in chassis form to Northern  Ireland late in 1928 ?  There 
is an illustrated article in Commercial Motor 4/12/28 (and the same photograph - 
only - in Modern Transport 3/11/28), relating to the LMS Railway’s hoist facility at 
Heysham, capable of taking such large vehicles. The length of the chassis is given, 
erroneously, as 20 ft. 6ins., but corrected later to 29ft.  6ins.  Prior to this article, the 
hoist had been depicted  (CM 6/11/28) lifting a PLSC Lion for H.M.S. Catherwood;  
I wonder if the Titanic was destined also for that Company ?
 Aside from the acquisition by the Irish Omnibus Company of the ex-demo 

Sedbergh Congregational Church outing in “Our Mollie” in the mid twenties.                 
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Leviathan TD 4617 in 6/28, there appear to have been no “resident” double-decks, 
North or South, before Belfast took 6 TD1s in 1930, though there must, presumably, 
have been a degree of demonstration in the late twenties. What, too, was the identity 
of the chassis sent to Belfast ? Assuming the earlier (MT 3/11/28) picture was fairly 
contemporaneous, the visit was probably in October 1928; by this time, the “proper”,  
bodied, demonstrator TE 1128 had been sold to John Sword’s Midland company (in 
3/28), 75003/4 had entered service in Sheffi eld (in 8/28) and the only other known TT1 
75005 was to follow them - but not until 6/29, so was this the chassis involved?

   97. Mystery Leyland TV 3320.
       One of the many interesting vehicles (largely Leyland) in the fl eet of W. A. Noakes 
Ltd of Pensnett, near Dudley was TV 3320. Many Noakes vehicles were rebuilds, 
usually with new bodies, and these are a source of delight (if mystery) in themselves, 
but TV 3320 has the distinction that even its type is unknown. The registration number, 
too, has been claimed as in error, but is verifi ed in at least two offi cial documents, the 
fi rst at the point when TV 3320, along with 3 other Noakes Leylands (TS1, TS2 and 
LT1) was sent by UNRRA  to Czechoslovakia in 1947/48. At this point the Motor Tax 
records list it as last licensed to 12/47 and exported 8/48, its chassis no. 63633 and 
date new 12/30. With such a number one might suppose, perhaps, a Badger,  which 
would be unusual, even for Noakes. The other reference to it, however, is a solitary 
note dated 4/46, when it is recorded as “Tiger 66745, C32F, with unladen weight 5-
18-0.”    Any bright ideas welcomed on this (or any other Noakes motor) !

Society member David Hall of Bradford on Avon has preserved this Beaver. Built in 1950 on 
chassis 504471, it was fi rst registered on 2/7/52 with Newcastle Health Authority as an X-Ray 
unit. It has only clocked up 24.000 miles, although it was ‘retired’ in 1981. Now fi tted with a fl at 
bed body, it is seen above carrying a coffi n, a use to which it is put from time to time.
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 Our selection of pictures of Leyland lorries at work in Nottingham is from the 
camera of Roy Marshall. On this page are views of two trucks working for Robin 
Hood Transport Ltd., one of a shrinking group of fi rms in the post-war period which 
ran both lorries and buses. The threat of nationalisation caused many such fi rms to 
sell off their haulage interests to concentrate on the passenger business.

Illustrated above is JAL 879, Octopus 22O/1 chassis no.471293 (line no.36). It is seen in March 
1950 with a load of steel tubes. Fleet No. 56 in the Robin Hood fl eet.

Taken one month later is this view of Robin Hood Beaver HVO 899, fl eet number 50. It has a 
drawbar trailer, and is fi tted with a bar across the front to allow the trailer to be “shunted”.
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Seen with a load of wooden crates is a Beaver TSC8 of J.E.Heath. The date is February 1950.
The registration number is believed to be CTO 986: can anyone confi rm this ? 

Illustrated above are a pair of identical KZ type Leyland Cubs dating from 1936. The one in the 
centre is registered CTO 224. The photo was taken in December 1949.

 The pictures on this page are of trucks taken over by British Road Services. 
This did not always mean an instant loss of earlier identity, for instance, the Beaver 
seen below has its tarpaulin sheet stencilled with the operator’s name, and it would 
probably not have been changed had the truck been repainted. The vehicles in both 
pictures are working for Group E61 of BRS, the Cubs in the lower picture being 
ex Cobden, but appearing anonymous. The Beaver TSC8 was new to J.E.Heath of 
Nottingham in September 1936, on chassis number 12191. Our thanks to Malcolm 
Wilford for the vehicle details.



A  DRAMATIC   ACCIDENT    24           25 

This scene, showing the aftermath of an accident between a Leyland  lorry and a Leyland Titan TD1 of Thames Valley Traction Company,  illustrates the dangers of the petrol engine: 
spilt fuel has ignited and caused the total destruction of the timber framed bus. This photograph has kindly been made available by Paul Lacey. and appears in a new book on Thames 
Valley by Paul which is shortly to be published.
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This feature is edited by Bob Kell  Please send all correspondence via Mike Sutcliffe, Editor. 
Thank you once again for detailed replies to David Bailey, Peter Snell, Richard Gadsby, Tony 
Hall, Paul Rouet, David Charlton and Mike Fenton, in addition to those specfi cally mentioned 
below.   My stock of entrants for this column is heavily weighted to postwar and early Leyland 
Tigers, but time I will concentrate on TS1-4 Tigers, plus a Lion.
 Leyland Tiger TS1 AG 4149 (Torque No.19)
Alan Townsin and Roy Marshall inform us that Burtonshaw’s Garage of Reigate, 
Surrey, took over the Wycombe body jigs in 1935 when the Gilford and Wycombe 
empire collapsed. They completed a contract for the rebodying of ten Western SMT 
Tigers in 1936 and one in 1937 but their business was brief. However, three corre-
spondents contend that the name was Burtenshaw. Mike Fenton, however, fi nds the 
body shown on AG 4149 too ‘retro’ 
for 1936 and this is confi rmed by 
Eric Ogden who sends in a picture 
of  a Burtenshaw Tiger for Western. 
This looks like the 1935 Wycombe 
body with sloping pillars and raised 
rear section i.e. nothing like the 
body shown on AG 4149. I’m afraid 
that the body on AG 4149 looks like 
a 1930-ish original which has been 
modernised, perhaps by Irvine.

 Leyland Comets GFU 44, EVD 905 & MRL 910 (Torque No.19)
Identifi cation was no problem to our correspondents.
 GFU 44 was CPO1 chassis 493842 new 2/50 to Fenwick, Old Bolingbroke, 
Spilsby, Lincs., with a Rainforth C32F body and this passed to Terrier in 9/65.
 EVD 905 was CPO1 493547 and new to Hugh Smith & Sons, Newmains, Lanarks 
with a Willenhall C31F body. Central SMT bought out Smith in 1964.
 MRL 910 was CPP1 495310, new 5/50 to Deeble, Upton Cross, Liskeard, 
Cornwall with Mashford C33F body. Mashford is new to me but Brian Veale tells us 
that they were well-known boatbuilders from Cremyll on the Tamar and they built 
six coach bodies, mainly on Bedford OB chassis and Brian would like to trace all 
six. Stewart Brett notes that MRL survived until 1977 when it was bought by Priory 
Coaches of Gosport for preservation but the body was then rotten and beyond repair 
and the coach was scrapped.
 Leyland Tiger TS7 CNA 435 (Torque Nos. 15,17,18)
Eric Ogden puts Appleyard back into the picture, indicating that their ‘Land Cruiser’ 
body of 1950 featured a divided rear window which swept forward into the roof and 
which can just be seen in the photo, and there are other Appleyard characteristics.  
Compare with the picture opposite  Perhaps Fildes just copied some features?
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 Leyland Lion LT2 DV 7890
This Lion currently has a Class 6 test and has just been sold to Snaith of Otterburn in 
Northumberland who operates a considerable number of school and rural services. 
I remember the coach in Colin Shears’ shed in the 1960s, but it eventually passed 
to East Yorkshire who refurbished it and ran it, and fi tted a self-starter. Last year it 
was sold to North East Bus Breakers and Dealers who have passed it on. But what 
is the body ? Please don’t say the oft-repeated Burlingham. This body (although it 
has Burlingham seat frames) didn’t come from Blackpool, but, I guess, from a small 
Devon coachworks (the chassis is ex-Devon General).

ABOVE: This view of  DV 7890 in East 
Yorkshire colours shows the lines of its 
body which is NOT Burlingham. The 
vehicle on Leyland Lion LT2 chassis 
number 51273 was new in 1931 with 
Park Royal B31F body as Devon 
General No.15.

LEFT: An illustration of a Morris 
Commercial PP/R or OP/R ( petrol or 
oil engine ?) with an Appleyard Land 
Cruiser body. Note the encircled “A” at 
either end of the polished waist-band.
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 Mason’s Tours Royal Tiger NVM 832 (Torque Nos. 18, 19)  
Eric Ogden notes that the correct title was Mason’s Tours (North Rd. Engineers Ltd.) 
of Manchester which confi rms Paul Rouet’s suggestion. Mason’s appeared to have a 
very short life and North Road in Clayton is the home of A Mayne & Son Ltd. Eric 
asks if anything more is known of Mason’s.
 Early Tigers I : Howells & Withers WN 2123 
Very smart and well-kept, but what is the (re?)body? Chassis is Leyland TS2 60455 
of 1929. (Photo A.B.Cross).

 Early Tiger II : Murray St. Helens KF 9655.
Another Tiger but nothing known of this 32 seat coach. Chassis is TS4 1569 with 
Covrad conversion radiator. (Photo Mike Fenton collection).  

 Early Tiger III : Newbury & District No. 87, DF 7841
A hint of Scottish “architecture” about this rural scene ? What and where and when ? 
(Photo by R.H.G. Simpson) The vehicle shows “Private” on the front  indicator and 
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 Early Tiger IV : The Delaine, Bourne, Lincs No. 19  TL 1065 
A lovely picture from Roy Marshall of a smart Tiger retaining its old radiator with 
a set of “spats” covering the ends of the chassis rails. Who built the body ?

is lettered above the side windows with “Newbury & District Prite Hire Coach”. 

 This section constantly shows buses which have been rebodied and rebuilt: 
sometimes the body is heavily modifi ed in order to fi t its new chassis. In the next issue 
we shall discuss what constitutes a “rebody” and what a “rebuild” and what a “new 
body” Consider for example the Crosville KA class (Leyland TS7) rebuilds which were 
done by the owner. The new timber structures were made for the section of the body 
to the rear of the bulhead, so that the fi nal result was an ECW cab structure married 
to a Crosville made saloon. As was so often the case, the original bodies had rotted 
due to the ingress of rainwater, aggravated by the lack of attention to the bodywork 
during the 1939-1945 war.



Neil Mitchell writes on an Octopus ‘look-alike’
During the heyday of Commercial Vehicle building in this country, Albion built 

up a reputation as being a supplier of well-engineered high quality products. In spite 
of this, they were never seen as a major player in the manufacture of eight-wheel lor-
ries. Although there were probably many more valid reasons for this than I am aware 
of, some or all of the following, which I have heard quoted over the years, may have 
contributed in some way to that situation:

Other manufacturers had established markets before Albion. 
The war years interupted production, and after cessation of the hostilities, raw 

materials were in short supply and priority allocation was given to manufacturers 
with confi rmed export sales.

Production of Albion eight-wheelers was not continuous, with several time gaps 
between discontinued and new models.

In the early fi fties, when the nationalised fl eet (BRS) had the monopoly on long 
distance haulage, Albion were not part of the vehicle standardisation plan.

And fi nally, after Albion was taken over by Leyland, vacancies on the Board were 
taken up by managers from the parent company, whose main interests were thought 
to lie south of the border.

This last statement appeared to lose some credibility when, in direct competition 
with Leyland, they approved the launch of the lightweight Albion Caledonian at the 
1957 Scottish Motor Show. To me this suggests that their priorities were to manage 
a company that would market successful models to cater for the needs of the road 
haulage industry.

An Albion Caledonian  24C/1 with standard wheelbase is seen taking on a load of castings. The 
operator is Castle Bros (Hauliers) of Leeds (5244 UG).           (BCVMA)
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When it was introduced, some people saw the Caledonian as only being “badge 
engineering”, with no more than an Albion name fi tted onto the front of an Octopus. 
Although some Leyland components were used in its construction, nothing could 
be further from the truth. After a quick look the observer would note the use of a 
Leyland cab, in preference to the outdated Albion equivalent with exposed radiator. 
Inside would be found a Leyland radiator, an O.600 or later an O.680 engine, a 5 speed 
Leyland gearbox and, in the Leyland tradition, it was designated model 24C/1.

 Apart from this, everything else was very much derived from the Scotstoun 
factory. Like its predecessor the HD57, whose production ceased in 1954, fi nal drive 
was achieved through twin overhead worm axles, with brakes being initially fi tted 
only to the second, third and fourth axles. Weight saving was achieved by the use 
of light alloys and special steel. By the middle of 1955 a tipper model, 24C/3. was 
introduced whose shorter chassis was strengthened by the use of fl itch plates. In true 
Albion style, parts were bolted together in preference to the use of rivets.
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Two short wheelbase Caledonian 24C/3 tippers are seen in a posed publicity picture.(BCVMA)

At the Earls Court Motor Show 1958, a model with a Homalloy glass fi bre cab 
and a lightweight alloy body was exhibited. This was reputed to be able to carry a 17 
ton payload well within the legal 24 ton GVW. In 1959 a third model, 24C/5, which 
found favour with the major oil companies, was announced. It differed slightly from 
the earlier models with a set back front bogie to allow easier cab access, and the O.680 
engine was now standard. As the Leyland cab was no longer suitable, Alfred Miles, 
Gloucester, was engaged to build a lightweight one, with a forward sloping front 
windscreen. In spite of the problems experienced during service with door mountings 
cracking and windscreen surrounds buckling, their non-rusting cab made them an at-
tractive buy on the used vehicle market. Many were to be found, years after disposal, 
with a variety of replacement bodywork, on the fairground circuit.



When production of the HD57 had ceased in 1954, three years after the takeover, 
many thought that this would mark the end of eight-wheeler production at the Glasgow 
plant. Yet for four years (1957-60) they were building this new model, constructed 
mainly from Albion parts, which was competing for sales with the Octopus from 
Leyland. The Power-Plus Octopus with the LAD cab was introduced in 1960, and 
this was followed the year after by a lightweight version, with a shorter wheelbase 
and fi tted with the Albion Reiver rear axles. It weighed about 10cwt less than the 
standard model. the introduction of this vehicle saw production of the Caledonian, 
the fourth and last eight-wheel model to be built at Scotstoun, come to an end. Well, 
that was probably the plan.

 However, in 1967 an order was placed by a customer to have a fourth axle fi t-
ted to a Super Reiver tipper. This may well have ignited ideas, for the following year 
the Cameronian, CA81, rolled off the production line. This was aimed mainly at the 
Australian market for use with Dumpmaster bodies, where extra weight was placed 
over the front axles, particularly when emptying bins full of refuse. A few were sold 
in this country as haulage vehicles: Russell of Bathgate ran a few fi tted with Bulk 
Grain bodies, but unfortunately their 400 series engines struggled when operating at 
the 24 ton GVW.

Production of the Cameronian, the fi fth and defi nitely the last Albion eight-wheeler 
fi nished in 1972, about the same time that the last vehicles bearing Albion badges 
were made. Although they were built for a specifi c market, using the most appropri-
ate parts from both manufacturing sources, they kept their individual identities, and 
particularly in the case of the Caledonian, even looked something similar to another 
model that was in production at the same time.
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This is not an Octopus “look-alike” The lightweight cab developed for the Caledonian gave it a dis-
tinctive look all of its own.               (BCVMA)



by Mike Fenton (Part 2)

 The 1970s saw the arrival of several second hand, underfl oor-engined Leyland 
chassis, this number comprising a total of seven Royal Tigers and a solitary Tiger 
Cub.  Until then underfl oor-engined chassis had been regarded with some suspicion 
by Maltese owners and Leyland FECs apart, the only bus of this confi guration to 
have run on Malta was a heavy duty export version of the AEC Reliance which had 
entered service in 1964 as number 5294.
 Four of the Royal Tigers - numbers 2846, 2908, 3326 and 5571 - were rebodied 
between 1972 and 1975 by the old-established bodybuilding company Frank Aquilina 
of Paola, with crisply styled 36-seat coach bodies painted in the “Private” livery of 
buff and white.  In true Maltese style though, three different designs were represented 
in this quartet with only 2846 and 5571 being alike and, in Maltese terms therefore, 
almost constituting a batch !  Common to all four was the use of Duple components 
as fi tted to late ’sixties models such as the Viceroy, including windscreens, grilles and 
bright work.
 By peering underneath and examining three of the four chassis, I managed to 
identify 2908 as Southdown’s MUF 650, new in 1953 with a Duple coach body and 
found 3326 and 5571 to have originally been Ribble’s DRN 703 and FCK 433.  The 
former entered service in 1951 complete with Leyland’s own coach body whilst the 
latter was a couple of years newer and had had a Burlingham Seagull body.  On a 
subsequent visit I also thought I had discovered the identity of 2846 when Zarb Garage, 
its owners, said the frame number was PSU1/16 1492.  But it was a red herring, 
as the records show that number belonging to chassis 530532 which I had already 
recorded as Zarb’s other Royal Tiger 5571.  Malta Police records agree with Zarb’s 
version for the identity of 2846, so it seems that a registration swap may have taken 
place between 5571 and 2846 and we cannot be sure what lies beneath the bodies of 
this pair.  What can be stated with certainly is that one chassis cannot be under two 
bodies at the same time, not even in Malta, so there is another Royal Tiger out there 
which needs to be identifi ed.  Any offers ?
 My fi rst encounter with Royal Tiger number 215 was in May 1976 at the original 
Gozo ferry terminal at Marfa.  The clear blue sea was gently lapping the shore on a 
warm, sunny morning in May 1976 and I was awaiting the ferry when the day was 
made even better by the arrival of 215.  This had a low-built 36-seat body by Joseph 
Brincat and, like the Aquilina-bodied examples, extensive use had been made of Duple 
components, which in this case even included the model name Commander on the 
front and sides !  I ascertained this was on PSU1/15 chassis number 512934 making 
it the former LUF 826, new to Southdown in 1952 with a Harrington C41C body.  
History shows this Royal Tiger to be a notable survivor – it was seen still running 
as a coach as late as November 1998, having been fi tted with a Plaxton Paramount 3 
front panel.

The fi rst part of this account of Leylands in Malta appeared in Torque No.19,  this concluding part 
will deal with  newer, but no less interesting models, that appeared in the 1970s and 1980s.
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 The other two Royal Tigers on Malta were 1982 and 3357 and each had been 
very creditably rebodied by its respective owner; Albert Grech of Daina Garage, St. 
Julians and Louis Caruana of St. John Garage, Tarxien.  Daina’s example was on 
PSU/13 530585, new in 1953 as Western Welsh GUH 462 with a Weymann B44F 
body and rebodied in 1975 with the usual 36 seats.  It should be noted that this was 
the maximum capacity permitted by law at that time although at least one extra row of 
seats could easily have been incorporated into any of the Royal Tigers.  The Caruana 
example, built with some assistance from Tarxien coachbuilder George Schembri, 
appeared a little later in 1980 and was based on PSU1/13 532052 which I fi rst saw 
as a chassis at Caruana’s premises in School Street some four years earlier.  Like 
Daina’s, it originally carried bus bodywork, starting life as Bournemouth’s NLJ 270 
around the end of 1953 with unusual Burlingham B41D bodywork.
 The fi nal Royal Tiger was 2070 which ran on Gozo and was arguably the most 
interesting of all, being rebodied in 1973 as a 36-seat bus by Schembri, complete 
with a centre entrance.  Yet another Ribble vehicle formed the basis of this splendid 

ROYAL TIGERS

The only Brincat 
bodied Royal Tiger 
was number 215, 
whose chassis was 
that of Southdown 
LUF 826. It was 
still operating as a 
coach in November 
1998.

       (All photos by  
        Mike Fenton)

Royal Tiger 5571 
of Zarb Garage, 
Gzira, may have 
had the chassis of 
Ribble FCK 433 
under its Aquilina 
body when photo-
graphed in 1976.
The 36 seat body 
incorporates some 
Duple parts. Note 
the prominent       “ 
LEYLAND ” 
lettering. 
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machine, PSU1/15 chassis 530725, new in 1953 as FCK 402 and fi tted with Leyland 
C41C bodywork.  In keeping with several other underfl oor-engined acquisitions, its 
fi nal UK operator was a non-psv one, in this instance the contractor Wimpey.
 My fi rst acquaintance with the sole Tiger Cub of the ’seventies was as a green-
painted chassis in May 1976 at the Notabile Road, Zebbug factory of caravan and 
bus bodybuilder Michael Debono.  I was visiting his premises to see two new Hino 
BT51 chassis I had been told of, but the Tiger Cub chassis I unexpectedly found 
there was much more interesting.  Its chassis number 577936 enabled me to trace it 
back to the erstwhile NHE 133, new to Yorkshire Traction in 1958 with a Park Royal 
44-seat bus body.  Subsequently it entered service in March 1977 with Avis Garage 
of Msida complete with a coach body similar to those built for said Hinos.  However 
several years passed before I returned to Malta in 1986 and on that occasion it was 
off the road, so I had to wait until my next trip in June 1992 to catch up with it, by 
then cascaded to route bus use as a 45-seater and running as Y-0707. 
 The year 1980 saw the import of a further seven Tiger Cubs, fi ve of which had 

 ROYAL TIGERS

One  Royal  Tiger 
was rebodied in 
Malta as a bus.
2070 ran on Gozo 
and has Schem-
bri bodywork with 
a centre entrance. 
It is seen in the 
grey,  white and red 
band livery used 
on Gozo. This was 
Ribble FCK 402 
originally.

Royal Tiger 1982 
was rebodied by 
its owners, Daina 
Garage of St. Ju-
lians.
It originally had a 
Weymann bus body 
and ran for West-
ern Welsh as GUH 
462. Again it shows 
a mix of body styles 
and uses propriety 
parts.
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East Lancs bodies on PSUC1/13 chassis and were from the Blackburn fl eet.  Included 
in this batch was YTD 290D, which was new to neighbouring Darwen but had passed 
to the Blackburn Borough Council fl eet when the two undertakings were merged in 
April 1974.  The remaining Tiger Cubs were the former 431/2 MDT  Roe B43F-bodied 
PSUC1/11s new to Doncaster Corporation in 1963 and easy to identify as they initially 
ran in Malta complete with their UK registration plates before settling down to non-
psv work as M-1529 and M-1573 respectively.
 Another fascinating vehicle with a similar non-psv role in Malta was M-
1526, formerly DJP 468E, a rare Massey-bodied Panther Cub and one of only two of 
this permutation to be built for Wigan Corporation in 1967.  Its Maltese career was 
however relatively brief, being exported in October 1980 and last seen in action less 
than seven years later in March 1987.
 There were also two Leopards that appeared in the ’eighties, a bus and a coach, 
but with very different pedigrees.  The bus version was a 1968 PSU4/4R with 45-seat 
Marshall bodywork which started life in the Yorkshire Traction fl eet as NHE 10F, but 
was latterly operated by West Yorkshire PTE as no. 3360.  It entered service in 1981 
with Maltese registration A-2236 and there was simply no doubting the make of this 
bus with its maker’s name emblazoned across half the front panel ! The other was a 
PSU3 with a Plaxton Supreme body and the intriguing chassis number NBT/S/77.62.680, 
given it by Tatlock of Radcliffe when refurbished and rebodied for that company in 
1977 as OBN 534R.  It was originally thought to have been based on the 1962 chassis of 
PSU3/1R 620298 which was Black & White Motorways L231, registered 6781 DD, but 
that vehicle is recorded becoming LCB 923P and its original identity therefore remains 
a mystery.  Is any reader aware of the true origin of this fascinating vehicle?
  Second hand Leylands continued to enter service in Malta throughout the 
1990s, including further Leopards and a healthy number of Plaxton-bodied Tigers.  
But more remarkably, the former Western Welsh Royal Tiger received yet another 
new body, this time built by Paramount Garage in 1996, and two of the Blackburn 
Tiger Cubs were rebodied by Scarniff as recently as 2000 and 2001!

   TIGER CUB

This Tiger Cub 
was  o r ig ina l l y 
Yorkshire Traction 
NHE 133, and was 
rebodied as a coach 
by Debono. Here 
it is seen running 
as a route bus on 
the service 19, then 
registered Y-0707.
Note it claims to a 
have an AEC 505 
series engine.
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MALTESE REGISTRATION NUMBERS

    TIGER  CUB

This Tiger Cub is  
seen with its East 
Lancs body: it was 
GBV 17E in the 
Blackburn fl eet. It 
has now been given 
a new body in Malta 
by Scarniff, but it 
keeps registration 
number DBY 444.
In the photo it is 
carrying its earlier 
number Y-0444.            

 Vehicles having registrations in the original numerical series;
Tiger 856 later A-0856, Y-1041, Y-0340, DBY-340 – last seen 5/1997
Titan 732 later A-0732, Y-1609, Y-0909, Y-0801, FBY-801 – last seen  4/2001
Tiger 1823 later A-1823, Y-1102, Y-0401 – last seen 11/1995
FEC 20 later A-0020, Y-1582, Y-0882 – withdrawn 2/1986 and usedas a farm store at Bur-Marrad
FEC 1948 later A-1948, Y-1515, Y-0814, Y-0683 - withdrawn 1998
FEC 3301 later 3094, A-3094, Y-1370, Y-0669 – withdrawn 1991
Tiger (?) 3280 later A-3280, Y-1417, Y-0716, FBY-716 – last seen 11/1996
Tiger (?) 3347 later A-3347, Y-1471, Y-0770, FBY-770 – last seen 5/1997
Comet 2825 later A-2825, Y-1308, Y-0607, Y-0431, Y-0591 – last seen 5/1991
Hippo 2202 later A-2202, Y-1169, Y-0468, Y-0466 – withdrawn 1991
Hippo 2350 later A-2350, Y-1205, Y-0504 – withdrawn 1994
Hippo 2981 later A-2981, Y-1347, Y-0646, Y-0321, Y-0419, DBY-419 – last seen 11/1998
Hippo 3249 later A-3249, Y-1403, Y-0702, FBY-702 – last seen 11/2000
Royal Tiger 215 later A-0215, Y-1581, Y-0881, BCY-881 – last seen 11/1998
Royal Tiger 1982 later A-1982, Y-1605, Y-0905, then rebodied by Paramount Garage in 1996 still as 
  1Y-0905, later JCY-905 – last seen 4/2002
Royal Tiger 2070 later A-2070, Y-1516, Y-0815, FBY-037 – last seen 5/1997
Royal Tiger 2846 later A-2846, Y-1585, Y-0885, Y-0402, DBY-402 – last seen 11/1996
Royal Tiger 2908 later A-2908, Y-1579, Y-0879, Y-0306, DBY-306 – last seen 5/1997
Royal Tiger 3326 later A-3326, Y-1598, Y-0898, Y-0458, DBY-458 – last seen 5/1997
Royal Tiger 3357 later A-3357, Y-1556, Y-0856, Y-0620 – last seen 5/1997
Royal Tiger 5571 later A-5571, Y-1583, Y-0883, Y-0622, EBY-622 last seen 5/1997
Tiger Cub 3073 later A-3073, Y-1589, Y-0889, Y-0707 – last seen 5/1999

 Vehicles entering service after abandonment of original numerical series;
T.Cub 431 MDT later M-1529
T.Cub 432 MDT later M-1573
T.Cub A-1526 later Y-1079, Y-0378, DBY-378 – last seen 5/1996
T.Cub A-2895 later Y-1338, Y-0637, EBY-637 – last seen 5/1997
T.Cub A-3548 later Y-1486, Y-0785, FBY-785 – last seen 5/1996
T.Cub A-3673 later Y-1488, Y-0787, FBY-787, then rebodied Scarniff in 2001 still as FBY-787, 
  last seen 3/2001
T.Cub Y-1145 later Y-0444, DBY-444, then rebodied Scarniff in 2000 still as DBY-444,
  last seen 11/2000
P.Cub DJP 468E later M-1526 – last seen 3/1987
Leopard A-2236 later Y-1180, Y-0479, EBY-479 – last seen 10/1996
Leopard Y-0897 later Y-0809, FBY-024 – last seen 11/1997
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   From Geoff Ousby, Morecambe
 Charles Jones’ letter regarding the loss of Ribble 890 and 909 in the early 1960s 
triggered the memory of one of these vehicles being severely damaged, and I think 
written off, in an accident on the A593 Broughton in Furness to Coniston road at 
this time.  We lived near Ulverston then and I seem to remember that this was either 
a school service or a service carrying a lot of school children who were saved from 
serious injury as the high back seats prevented the roof coming down and crushing 
everyone, as the vehicle ended up on its roof. (See also letter below.)
   From John Howie, Horley, Surrey
 In response to Charles Jones in Torque No.19, I can offer the following:
 890 (ECK 170) overturned on a private hire trip in North Wales in July 1965. 
It ran into the soft verge on the road to Cerrig-y-Drudion and landed on its roof.  I 
enclose an extract from the Liverpool Echo recording the incident.   “The coach, 
owned by Ribble Motor Services and on a day trip to Snowdonia, was climbing a long 
hill towards Cerrig-y-Drudion.  The nearside wheels sank in the soft grass verge and 
the coach gradually edged outwards, then toppled over onto its side and then again 
onto its roof, about ten feet below the edge of the road.  Every window in the coach 
was smashed but the door fl ung open in the fi nal impact and most of the passengers 
managed to escape through it”.
 On the same day, Ribble 939 ended up in a
ditch at Rhydtalog, North Wales !
 909 (FCK 409) similarly ran off the road in 
the Lake District while operating a school service 
from Coniston in February 1962.  Newspapers 
stated that the driver was distracted by the 
schoolchildren. A picture (of what is almost  cer-
tainly the wreck of the vehicle) is included in the
background of a view in Peter Caunce’s North
Western book. (See photo of VDB 905 at Ribble Works, Frenchwood.)
 With regard to W.C. Standerwick 144 (FFR 363) I have no further details of 
the accident that led to the rebodying of this vehicle.  I have a photograph (opposite) 
of a further Leyland Royal Tiger coach which suffered severe damage.  The incident 
(I believe) happened in 1951 and involved 868 (ECK 148).  As you can see from the 
picture considerable work would be required to repair this vehicle but there is no record 
of rebodying.  It has been suggested it was used as a “fl oat” in the 1952 Preston Guild 
before returning to service but I have no evidence to support this. The coach was sold 
via Milburn Motors to Garner’s Bus, Bridge of Weir in 1963 being last licensed 11/67 
after two more owners, so was it rebuilt, or even rebodied by Leyland ?  (Editor’s 
Note:  Thank you also Eric Ogden for sending newspaper cuttings of 901, (FCK 401) 
with severe front-end accident damage and also one of these coaches in the livery of 
Wimpey, being hoisted by a crane after a similar accident.)

                 (Press Photo)
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   From David Williams, Corowa, Australia
 Just look what I found still operating on a daily basis in the prestige wine 
growing area of Northern Victoria and Southern New South Wales area, as a mineral 
and water drilling rig.  It is a 1960 Leyland Hippo 20H, registered RAD 038, engine no. 
V75889P (note V & P letters as the engine has been changed)  Victoria Police issue 
their number as S/N3381258.  The chassis number plate is missing !  It has been fi tted 
with a Power Plus O.680 engine to give 200bhp with new Power Plus manifolds but 
retains its 1960 auxiliary gearbox, being the standard 5-speed box, fi tted as under-
drive, but converted to over-drive to increase the top speed from 43kph to 72kph.
 The rear tandem axle is worm drive and the drilling rig was originally from the 
Texas oil fi elds, completely fi tted out it grosses  21 tons plus.  Note the modifi cations 
to the water system fi ller top of cab, also modifi ed ventilator on the top of the cabin for 
cooling.  The whole unit is painted bright blue and this magnifi cent Hippo is operated 
by Fircon Drilling of Mount Beauty, Victoria, Australia.  The company says that it is 
“reliability at its best”, being the pride of their fl eet.

This 43 year old 
Octopus is still in 
regular service in 
the State of  Victo-
ria , Australia.
David Williams’ 
photo shows it 
basking in the 
bright sunshine of 
its homeland. The 
“tube” at the front 
is part of the rig.

Royal Tiger 868 of 
the Ribble Motor 
Services fleet in 
a n  u n f a m i l i a r  
pose. The letter 
opposite asks if 
there is any record 
of this bus being 
rebodied or rebuilt 
(presumably at the 
Leyland factory)
Any ideas ?
        (Press photo)
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   From Brian Blakemore, Crewe
 In Torque Nos. 4 & 5 there was discussion about sub-contracted orders put out 
by Leyland Motors during the First World War in order to maximise production of 
the War Offi ce Subsidy model, Class A, Type 5000 (later known as the Model G, and 
which subsequently became called the “RAF type”).  Some S5 (or S4?) 36hp engines 
were built by Dorman. There is very little detail about them in Dorman records except 
the fairly obvious fact that they were four cylinder types.  500 of them were built, the 
Dorman engine numbers being 10001 to 10500, and they were supplied during the 
period October 1919 to October 1920.  Their Leyland engine numbers are not known 
and they may well have superseded the Dorman ones.  None of the engines seem to 
have been returned to Dormans for attention after they were delivered to Leyland.  

   From John Bennett, Loughborough
 This refers to the pretty little forward control Leyland Cub shown and referred 
to on pages 38/39 of Torque No.19, Tantivy Motors J 10740.  This was originally 
registered TJ 4187, a Leyland Cub SKP3, 2839, Burlingham C26R new 4/34 to T. 
Warburton, Tottington, near Bury, Lancs.  It passed to A.A. Pitcher, t/a Tantivy, St. 
Helier as 14, J 10740, in 6/37 and survived the German occupation of Jersey, and also 
the sale of Tantivy bus services to JMT, running in the Tantivy coach fl eet.  It was 
withdrawn in 5/60 and became a shed !  I enclose a picture of it with the original 
short radiator and think that the radiator shown in the picture in Torque No.19 is of a 
style fi tted to Leyland Cub SKZ3 lorries from about 1935 onwards, but would defer 
to the commercial vehicle experts on this point.  It is not the only example of a Cub 
modernised in this way that I have pictures of.  Thank you once again for an excellent 
magazine.    (Thank you also Mike Fenton who sent some similar details - Editor)

   From Harold Peers, Bradford
 Eric Muckley in one of his letters to the Editor of Leyland Torque makes 
mention of Crosville Titans with brass radiators running in North Wales after the War.  
These were almost certainly Titan TD7 305780-9, BFN 932-41, diverted to Crosville 
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from East Kent Road Car Co. in 1940.  They spent much of their early lives housed 
at Llandudno, Rhyl and Wrexham depots, and were rebodied by Crosville in 1953.  
Five unfrozen Titan TD7s were acquired from Western S.M.T. in 1947, but these all 
had cast aluminium radiators.   (Editor’s note:  The reason that East Kent’s Leyland 
radiators were made of brass is almost certainly due to the fact that it had been intended 
to chromium plate them, in the same way as had been done with previous Tigers and 
Titans.  This was either a “fad” of East Kent, who preferred their radiators to look 
shiny, and  to polish aluminium  is not easy, or it may have been something to do with 
the sea air which helped to corrode the aluminium - who knows ?)

   From John Marsh, Maidstone
 I am currently writing the history of Reed Transport Limited, the road haulage 
subsidiary of Albert E. Reed & Co. Ltd. the paper and packaging manufacturer, later 
to become Reed International plc.  Reed Transport was formed in 1954 and ceased 
in name in 1991 when its name changed to SCA Transport Ltd.
 One vehicle operated was rather unusual, a Leyland Octopus 8 wheel rigid 
which had an experimental (for goods vehicles) pneumocyclic gearbox with two pedal 
control.  I have been told that only two were ever built with this gearbox.  It was fi rst 
registered on 29/9/60 as 953 MKE.  The chassis number was 601707.
 Through the Leyland Society, are you able to shed any further light on this 
unusual vehicle, for instance the model code, or any other interesting fact ?  I have 
been told that the gearbox was originally air-operated but was later modifi ed with a 
fl uid fl ywheel.  Perhaps understandably, it was not particularly economical on fuel.   
The second Octopus was operated by Leyland Motors themselves as part of their 
service fl eet, and carried fl eet number 36.  It would be nice to see a picture of this 
vehicle and obtain more information.  
 Incidentally the two drivers 
who regularly drove the vehicle are 
still alive and in contact with me, 
both well into their seventies.  I look 
forward with interest to any reply in 
the hope that my questions can be 
answered. 

   From Neil Steele, Cheadle
 In researching fi re engine information at the BCVM and despite trying to keep 
focused on the project in hand the eye tends to wander onto other interesting reports.  
Some of the items below relate to previous correspondence and articles in Leyland
Torque, going back to Food for Thought item no. 8 on page 10 of Torque No.5.

LEFT: A picture of the  pneumo-cyclic 
Octopus 953 MKE, one of only two such 
vehicles known to have been built.
          (John Marsh)
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  Firstly, the Cub side-valve petrol engine (Torque No.5).  It is recorded 
that Farington Foundry were producing castings for the Cub petrol engine with the 
machining being undertaken at Kingston.  If this engine was a copy of a Chrysler or 
Dodge engine was it being built under licence, or, on a note of pure speculation. was 
this another engine brought to Leyland by Rackham from America ?  Certainly the 
design and development work was well underway on the Cub range in mid 1929 !
Secondly, the fi rst production Cub overhead-valve petrol engine was given the engine 
type E66, and again castings were produced at Farington Foundry with the machining 
being carried out at Kingston.
 Thirdly, while researching the reports for June 1935 the name “Lion Cub” again 
reared its head, this short paragraph reproduced here in full says:
 ‘The fi rst model of the Lion Cub is being built in the Experimental Department, this 
is a side-type Cub passenger chassis built with a new petrol or oil engine, improved 
gearbox and new axles, but having frame dimensions and wheel base of the standard 
Lion model’.
Of course after all the correspondence in Torque about the Lion Cub, this statement 
rather surprised and confused me.  Later the report for August 1935, of which the 
following is quoted here, refers to other well known /little used Leyland model 
names:
 ‘As regards passenger chassis the most important development is in connection with 
the Leveret chassis which has been referred to on previous occasions as “Leopard”.  
It was found that an American manufacturer has already registered this name in 
connection with a passenger chassis.  Therefore the name which was used in connection 
with the lightest passenger chassis built many years ago was resuscitated and applied 
to this new model.  This chassis as already pointed out has been built up largely of 
Cub units, but has the dimensions of the Lion and Tiger machines.
 ‘The test models which have been built are giving a very excellent performance as 
regards pulling power and petrol consumption, and it is felt that this chassis should 
go a long way in the coming year to supply the needs of all users of single deck 
passenger vehicles.  The one problem will be the production of engine and gearbox 
units which are being dealt with at Kingston.  The assembly of the chassis will take 
place at Leyland but this will not present a great diffi culty as given the units, assembly 
of the chassis is only a matter of hours”.
 This of course adds further confusion, but on refl ection is this a reference to 
what was to become the LZ Cheetah ?  The “new engines, gearbox unit and axles” 
and the “dimensions of the Lion/Tiger” would fi t this model admirably.
(Compiling Editor’s Comment: Whilst working with Mike Sutcliffe at Leyland for 
this edition of Torque, we came across yet another new animal from the Leyland 
menagerie. In 1932, when side-type Cubs were being developed, it seems that the 
name “Colt” was in mind for that particular variation. )
   From Alan Townsin, Steventon
 In response to Paul Edwards’s letter on page 41 of Torque No. 19, Dr. Mueller 
was in charge of development work at Leyland in the mid-1950s, being one of several 
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talented German engineers to take up work in Britain or America after the war, the 
most famous being Werner von Braun, the rocket engineer who turned from the V2 
to guide the US space programme.  Dr. Mueller may not have been quite as dramatic, 
but the Atlantean, as originally conceived and displayed at the 1956 Show (painted 
green and cream and registered 281 ATC), plus the earlier rear-engined low fl oor 
double decker prototypes, were indeed largely his work.  281 ATC had both integral 
construction and independent front suspension.  I gather that it was the accountants, 
reporting that it would cost too much, who prompted a redesign deleting these features 
and I was told by members of Leyland’s staff that the haste of this was at the root of 
many of the troubles suffered by the production Atlantean as fi rst seen at the 1958 
Show, not properly put right until the AN68 version of 1972, which seems to have 
been an altogether better job.
 In about 1954, I went to Leyland for interview after applying for a job as a 
designer, responding to an advertisement, and was interviewed by Dr. Mueller.  We 
were getting on very well and I’d been virtually offered the job but the deal collapsed 
when he could not offer me even as much money as I was already earning as a 
production draughtsman section-leader at AEC.  I often wonder what might have 
happened had this not been so …  I believe he went back to Germany and worked 
for Mercedes-Benz, but I too would like to know more.

  From Lawrence Kenny, Croxteth, Liverpool
 With reference to the Leyland Hippo recovery vehicle in Torque No.17, I 
know of four such vehicles.  They were based at the Leyland Motors Service Depots 
at Chorley, Liverpool, Oldbury and Borehamwood.  The Hippo based at Liverpool, 
which I drove for many years on 24 hour call-out, was delivered new in June 1958.  
In 1962 the manifolds, injectors and fuel pump were changed to convert the standard 
O.680 engine to Power-Plus series.  The brakes were converted to a two-line system 
in 1969.  In June 1973 the Liverpool Leyland service depot was sold to H. Woodward 
& Son Ltd. and the Hippo then came into their possession.  The vehicle was sold in 
May 1986 to somebody in Burscough, Lancs.  This was shortly before Woodwards 
closed down.  Throughout its life with both Leyland and Woodwards it kept the 
original Leyland Motors livery.  It would be very interesting to have an article about 
the Leyland Depots.  (Yes, I agree. Does anyone want to have a go ? – Editor)

   From John Hunt, Sheffi eld                
 This is an enquiry for information leading to the location of a Leyland chassis 
please.  Perhaps a forlorn hope, but I am looking for a chassis to the specifi cation TS3 
or LT2, i.e. one having a 16ft. 6in. wheelbase.  Ideally such a chassis would include 
both axles and four springs plus steering apparatus.  The reason for this enquiry is 
that here in Sheffi eld there has been discovered a single deck bus body of Leyland 
manufacture (minus the cab section) dating from late 1930, and which the owners 
are anxious should go to a good home and not be broken up.  The body  has been 
protected from the elements by being encased in rustic woodwork surmounted by a 
pitched roof;  the interior still retains some fi ttings, but all the seats are missing.
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THE  LEYLAND  MAN  The history, rediscovery and resurrection of the early Leyland 
omnibus. By Mike A. Sutcliffe, published by Crowood Press.  (£29.95, see also announcement 
below)
Reviewed by Michael Plunkett.
 Because of the signifi cance of The Mike Sutcliffe Collection as a national, if not 
international asset, and the way in which it has come into existence as the result of one 
man’s dedication and effort, Mike Sutcliffe, “The Leyland Man” has been asked to write 
an account of his life so far and in particular the discovery and restoration of his vehicles, 
and the early history of Leyland’s production.
 The book under review is the result, and for all those who have marvelled at the 
standard of Mike’s work, the attention to detail, authenticity and research involved, it will 
naturally follow that he has produced a book of a similar high standard.  It is intriguing to 
read and splendid to look at.  With hardback, A4 size, art paper throughout, nearly 200 pages 
containing almost 500 coloured and archive photographs and illustrations this is a picture 
book in its own right.  But there also is much historical and technical information, anecdote 
and revelations into the travails of vehicle restoration too, told in an easy but authoritative 
way by the man himself.  Mike does not minimise the diffi culties he has encountered.  Indeed, 
the reader may wonder how some of the problems were even considered possible to resolve, 
but it is obvious from the beginning that challenges such as accommodation for the vehicles, 
funding, fi nding or making missing parts and always an insistence on authenticity are all 
part of the Sutcliffe process.  That this process has achieved such success, and has resulted 
in the restoration of so many vehicles in a comparatively short period, is due to Mike’s 
single-mindedness and willingness to recruit and fi nance a small team of expert craftsmen 
on a regular basis, properly briefed, provided with working drawings (drawn by Mike) and 
materials, so that the momentum of each restoration is maintained.
 The Foreword to the book has been penned by Mike Worthington-Williams, a well 
known authority on early motoring, a brief introduction follows and then fourteen chapters 
revealing the course of the passion from school days onwards describing in detail each of 
the restorations plus a fi nale lamenting “the ones that got away” and “the future - where to 
next?”  Each main chapter devoted to a specifi c vehicle is divided into three parts.  The fi rst 
provides a background survey of Leyland production at the period relevant to the vehicle 
under restoration.  Put together these add up to a history of the models produced from the 
beginning up to 1930, with a chart summarising numbers produced by model (there are 
also listings in the Index).  There follows an account of the bus in its service life and then 
the third section describes the traumas of discovery and rebuilding, all copiously illustrated 
with archive photographs (many not previously seen) as well as “progress” and “concours” 
shots in excellent colour.
 The historical data is fully researched and reveals why Mike is known as “the Leyland 
Man” (a “name” originated by many stallholders at Beaulieu Autojumble !).  His archive of 
manuals and technical literature is without equal, as indeed is his photographic collection 
and readers of Leyland Torque and the Journal will have noted his defi nitive articles on 
classifying early Leylands, the result of many years research and observation.  
 You don’t have to be a dedicated busman to enjoy the sections describing the tracking 
down of rusted chassis and rotting bodies, and their eventual restoration – it makes fascinating 
reading for anyone, though perhaps not for the faint-hearted !  Those of us who have dabbled 
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in preservation will understand what separates the men from the boys:  those who have 
never ventured past the inadequately chained guard-dogs in a scrap yard or attended night 
school classes to learn some specifi c skill may refl ect upon the dedication of a driven man!  
Each restoration has been completed in three or four years, competing with moving house, 
domestic and business upheavals and major bricks-and-mortar projects both to house his 
family and to accommodate the growing fl eet.  Mike’s ability to plan ahead, to make the 
very best use of his own and his helpers’ time have been the spur to the successful results.  
He clearly enjoys his vehicles and drives and plays with them with great pleasure.  He also 
worries about the future of the collection, but his worries, triumphs and enthusiasms are all 
shared by his wife Pat who has provided the skills to turn Mike’s words into print.
 This is a major work, so, if you want to learn more about the early history of Leyland 
Motors, about “Pioneer” and “Comet”, the Tin Blackbird, the Choc Box, the Tremblers and 
all about “The Leyland Man” and his obsession….. get the book !          (MP)

Signed copies of “The Leyland Man” are available to Leyland Society members at the reduced 
price of £28 collected or £34 incl. p&p directly from Mike Sutcliffe (address inside cover)     

Prestige Series: VENTURE  TRANSPORT  and  Prestige Series: MIDLAND  RED  (£8.95)
Published by Venture Publications, 128 Pykes Lane, Glossop, SK13 8EH.
 Each book is a photograph album with captions, and up to the usual high standard of 
this series.  Not many Leylands in either fl eet, but there are some real gems in the Venture 
book and also the second hand Leylands from Kemp & Shaw and H. Boyer in the Midland 
Red book.  Very good value and nice additions to the bookshelf.               (MAS) 

       
PSV  CIRCLE  CHASSIS LIST  C1113:  Leyland National Mk.2 and Leyland Lynx  (£10.00)
Published by PSV Circle, 7A East Avenue, Hayes, Middlesex, UB3 2HW
 This is a listing of the Leyland National 2 and Lynx models built between 1978 and 
1992 with fi rst owners.  It also includes rail vehicles and the Greenway conversions.  It not 
only lists all of the vehicles produced (including articulated buses) but it gives a very useful 
description of the rail bus production and models and also a synopsis of the Leyland National 
Greenway.  The book is a must for those who keep records of Leyland’s production.  

A fi nal look at Malta.  This is a rebodied Leopard, fi tted in the UK with a new Plaxton body for 
Fairclough of Radcliffe (OBN 534R), and seen after export in Malta as Y-0897. (Mike Fenton)
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SOCIETY SALES
Leyland Society Lapel Badges

Oval (38mm long) in silver & blue  £4 each
1st Rally Memento - Lapel badge

Oval Leyland Radiator badge (1907-13)
£5.50 each

2nd Rally Memento - ‘Employees’ badge
Red, circular £4.50 each
Black, circular £5 each

3rd Rally Memento - Leyland Shield
Silver & blue  £5 each

Windscreen Stickers (Society logo)
Large (5 ins long).£3.50 each

Medium (2.5 ins long) £2.50 each
Small (1.5 ins long) £1.50 each

BONE CHINA MUGS
£5 each  (£19 for 4)

LEYLAND SOCIETY CLOCK
(allow 14 days delivery) £22.50 each

Available from Keith Watson, Leyland,
10 Jefferey Close, Rugeley, 

Staffs, WS15 2NQ
Cheques payable to “The Leyland Society”

BACK NUMBERS
LEYLAND TORQUE 1-4

Copies available of No.1 (£4.50), No.2 (£10), 
No.3 (12.50) and No.4 (£13.75)

LEYLAND TORQUE 5-19
These issues all available at £5 each

LEYLAND SOCIETY JOURNAL
Issues 1-4 all available at £6.00 each

BINDERS
For LEYLAND TORQUE

Holding 8 copies £7  (£13.50 for 2)

For SOCIETY JOURNAL
Holding 8 copies £8
(Limited supply only)

All prices include postage & packing.
Available from Mike Sutcliffe, Valley Forge
213 Castle Hill Rd.,Totternhoe, Dunstable, 

Beds.LU6 2DA
Cheques payable to “The Leyland Society”

 A new lapel badge, a facsimile of the offi cial Leyland Panther badge, in black 
and red on silver, has been produced by the Leyland Society for release at the BCVM 
Rear Engined Bus Rally, to be held at the BCVM on Sunday June 15th. These badges 
will be on sale at the Rally, and at our own 2003 Gathering on Sunday July 13th. Any 
left will be available by postal application after these events.
 The new Leyland Fleet Series of books is to be launched at the BCVM Rear 
Engined Bus Rally on Sunday June 15th in Leyland.  The fi rst book features the 
Leylands of Wigan Corporation, and will contain a wealth of previously unpublished 
photographs and facts. The keynote of this new series is to provide the reader with 
something he has not seen before. The book will be presented to our usual standard, 
with glossy laminated full-colour cover and art paper interior. It will be available at 
the Rear Engined Bus Rally and at the 2003 Leyland Society Gathering (13th July) 
at a special price. Bring your membership card with you ! You may also pay your 
2003/4 subscriptions at both these events.
 The next book in the series will be launched in October, and will give the 
history of Leyland fi re engines built between 1930-1942. It is timed to appear just in 
time for Christmas - so treat yourself and your friends.

COMING SOON
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EVENTS 2003
BRITISH COMMERCIAL VEHICLE

MUSEUM, LEYLAND
REAR-ENGINED BUS

GATHERING
At the Museum

Sunday 15th June 2003

THE LEYLAND SOCIETY
ANNUAL  GATHERING
At Leyland Trucks Employees’ Car Park, 

Croston Road, Leyland

Sunday 13th July 2003

At this event the new Leyland Society Book on 
Wigan Corporation Leylands will be launched. 

Wigan Corporation Leylands book will be still 
available at a special price.

Pick up your Leyland Society Journal No.5
Special bus service to BCVM, courtesy

Ribble Vehicle Preservation Trust

Leyland Lion LT5, new to Preston Corporation June 1932.  New engine fi tted, new 
clutch, road springs and radiator core, excellent chassis etc.  English Electric body 
three quarter re-framed but needs fi nishing.  Offers invited.  Please contact Stuart F. 
Broatch on 01747 820545 (near Salisbury).
Cylinder Head Gaskets for Leyland E181 7.4ltr. (Payen AA 980) PLSC Lion (798) 
and 6cyl. EN 600 (AF 410). Contact Bob McCulloch on 01925 757731 (Cheshire)
Leyland Journals for 3/46, 1/47, 3/49 (2), 5/49, 7/49, 11/49, 1/50, 3/50, 5/50, 3/51, 
5/51, 1/52, 7/52, 9/52, 1/53, all good, £75 the lot.  Please contact Dr. Michael Taylor 
on 01562 69342. (Kidderminster)
Leyland Journals for 7/46, 9/46, 11/46. 1/47. 3/47, 5/47, 9/47, 11/47. All in one 
binder for £80 or £10 each. Contact Eric Muckley on 01925 265598 or call 13 Sandy 
Lane, Stockton Heath, Warrington WA4 2AY. 

WANTED
Photograph of Premier Travel, Cambridge, Leyland TD7/NCB.  Please contact 
Peter Snell, 6 Mandeville Way, Benfl eet, Essex. SS7 4LH.
Leyland Titan for preservation, must have half cab & exposed radiator (not  Orion 
style bodywork), ideally with MoT.  Contact Malcolm Robinson on 01603 880898.

FOR SALE

Preserved Leyland Beaver TJ3664 was 
new in 1933 to Hollins Wallpaper Co. 

of Darwen. (T.A.Brown)
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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.  Distribution by Victoria Phillips. It was printed by Fretwell Print & Design, Keighley, 
West Yorkshire.  Items for inclusion in the Autumn 2003 issue should be sent to the Editor by  31st July  
2003, please.   

 The low-fl oor double decker and one-step entrance are nothing new ! Here 
we see a Leyland Comet tractor unit attached to a 70 seat double deck semi-trailer 
in India in 1962. It is, in fact, one of two prototype units. The body is clearly based 
on the British style , with open back platform, and the rear has a lot in common with 
the two pre-production Comet engined Atlantean prototypes. The aluminium body 
structure by Hyderabad Allwyn Metal Works was to become a common sight in Indian 
cities, both as semi-trailers which were subsequently built in large numbers, and on 
Titan PD3 chassis, some of which were built in Britain, and some of which were built 
in India and were powered by the O.680 and (sometimes) the O.350 engine. There 
were also some Comet chassis built in the fi fties which were fi tted directly with light-
weight double deck bodies.
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