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EDITORIAL
 We have had an excellent response to some of the recent articles in Leyland Torque 
and the Journal – one very popular feature was the Leyland Nutguards by David Hunt – also 
the Eastbourne article, How Fast did they Go, and the Early History of Leyland.  These are 
all historical and deeply researched topics and your response is particularly gratifying to both 
Ron and myself as we try to make our magazines as historically factual and informative as 
possible.  Current events and rallies are so well covered in the regular monthly magazines 
that we feel that there is little need to dwell on them here, except for our own event, of course 
!  Also we believe that our members do not want too much coverage of internal Society 
matters, which we try to keep to a balanced minimum; our magazines are for enjoyment 
and to learn more about Leyland Motors and its products.  There is an abundance of topics 
which could keep the magazines going for years, though we rely heavily on a small handful 
of regular writers for our articles.  If you have a subject that you would like to share with 
us, or develop your knowledge and research further, please do let me know, as the wider 
variety of topics covered ensures that our productions are well balanced, and we could still 
do with more input on lorries and post-War features.
 In this issue is the fourth part of the Early History of Leyland and it is planned to keep 
this one going for a while, as there is so much unpublished and interesting information yet 
to come to light;  detailed research is being carried out ahead of each episode.  Also in this 
issue (at last) is the response following earlier articles on the fi rst Leopards and Leviathans 
– much new information has come to light recently and Alan Townsin has kindly put it all 
together in the form of a two or three part article;  we hope you enjoy it.
 We welcome David Bishop to the Committee, his appointment having been ratifi ed at 
the recent AGM, and Harold Peers has also offered to be co-opted to the Committee – their 
involvement will go to strengthen the Society further.
 Lastly – Please put Sunday 11th July 2004 in your diary for the “LEYLAND 120” 
event to be held at Leyland.  Let’s make this a really good do, and get out all those Leylands 
that we have not seen for a while.  Do you know anybody with an elderly Leyland that 
should be invited  to not only bring his Leyland, but also to join the Society.  Please let us 
know.  
          
                  Mike Sutcliffe, Editor
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In Torque Nos. 19, 20 & 21, we looked at James Sumner’s fi rst steam wagon, which took to the 
road in 1884, followed by experiments with the steam driven tricycle built in 1890 and two steam 
cars, the fi rst being a tri-car and the second being a four-wheeler (not a four seater as described 
on page 10 of Torque No.21 – it was a two seater). It is now time to review the Sumner steam 
lawnmowers and the portable compound engines produced by James Sumner and later the 
Lancashire Steam Motor Co.  The following notes are based around two articles published in 
“The Implement and Machinery Review”, the fi rst on 2nd June 1896 entitled “Sumner’s Steam 
Lawnmower and Roller”, followed by an article published on 1st August 1897 describing the 
portable compound engine exhibited at the Manchester Show - at the same time as the fi rst steam 
road van produced by the Lancashire Steam Motor Co. 
    Lawnmowers
 After James Sumner’s encounter with the Law for driving his steam tricycle at more 
than 4 miles an hour without a man in front with a red fl ag, the Starley “Two-penny Farthing” 
tricycle remained out of use.  Repairing lawnmowers was part of the business carried out by 
the small engineering fi rm and James experimented by removing the steam engine and boiler 
and fi tting them to a second-hand lawnmower.  This was a great success and it won the First    
Prize and the silver medal at the 
Royal Lancashire Agricultural 
Society’s Show at Bolton in 
1894, and also the silver medal 
(highest award) at the Royal 
Botanical Horticultural Society of 
England’s Show at the Botanical 
Gardens, Manchester, in 1895.
   R i c h a r d  S u m n e r, 
James’s father, had died on 16th 
December 1892 aged 63, leaving 
the business of engineers and iron 
founders at Water Street Works, 
Leyland to James Sumner.  On 
27th July 1893, James had taken 
out a patent “for an invention for 
improvements in steam boilers 
applicable for use in the connection 
with lawnmowers”. There was 
clearly a market for these, but 
the engineering fi rm was under-
capitalised and could not itself take 
advantage of the situation.  James 
therefore pooled  his resources 
with the Preston engineering fi rm 
Sumner’s patent steam lawnmower 
and roller.  Engine and boiler are fi t-
ted over the machine and can, when 
desired, be fi tted to other mowers.
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T. Coulthard & Co.and together, on the 18th October 1894, they formed the company . 
J.Sumner Ltd.  The fi rm of Coulthard & Co. were established iron and aluminium founders 
and manufacturers of machinery for the cotton trade, with their works in Cooper Rd., Preston.  
The new company, J. Sumner Ltd. took over the Water Street business as a going concern, 
together with the patents, for which James Sumner received 50% of the shares, i.e. 80 shares 
of £10 each.  John Henry Toulmin and Thomas Coulthard (senior), the two principal owners 
of T. Coulthard & Co., each subscribed for 38 shares with 4 further shares being distributed 
among the Coulthard and Toulmin families, and making up the other 50%.  The new company 
was then in a stronger fi nancial position and it was agreed that James Sumner should act as 
manager of the company for a period of fi ve years.  His initial salary was £100 per annum, 
paid monthly, which would rise to £120 p.a. in the second year and to £150 p.a. thereafter.
 J. Sumner Ltd., traded for just over a year and a half before a resolution was passed on 
14th July 1896 to wind up the company.  John H. Toulmin was Chairman of the company at that 
time and the liquidator appointed was John James Fletcher of Cooper Rd, Preston (Coulthard’s 
premises), who acted as bookkeeper for T. Coulthard & Co.  This winding up followed the 
sale of the business to the Spurrier family.  J.H.Toulmin came back to Leyland Motors Ltd. at 
a much later date and became Chairman of the company (more on that later).
 It is not known just what happened in mid 1896 to cause the Toulmin/Coulthard interests 
to be sold to the Spurriers, the year in which the 1896 Motor Car Act was passed (repealing the 
“Red Flag Act”).  Possibly there was a difference of opinion with James Sumner – it has been 
said that Coulthards were taken in by the “Pennington System” of petrol driven vehicles, and 
designed a V4 16hp petrol engine.  Joel Pennington was an American who has been described 
as “the charlatan par excellence of the horseless carriage era”.  Nothing useful came of this 
other than the chassis of a proposed petrol driven bus built by Coulthards for Australia, onto 
which a steam boiler and engine were subsequently mounted, to demonstrate its performance 
on pneumatic tyres over waste ground around the Coulthard Works in Cooper Road.
 Another, more likely, reason was that early in 1896 William Norris (more about him 
in a later part of this story) joined T. Coulthard & Co. to be their designer of road vehicles.  
Possibly this was not compatible with James Sumner’s position at J. Sumner Ltd. and clearly 
Coulthards wanted to go their own way.  Following experiments in 1895 they decided to build 
their own steam-driven cart (described as a van) and in 1896 erected a brick-built Machine and 
Erecting Shop for their own manufacture of commercial vehicles.  The story of “Coulthards 
of Preston” was told very well by Bob Whitehead in two parts and published in The Vintage 
Commercial Magazine (now Heritage Commercials) Vol. 7, Nos. 34 and 35 (Sept. to Dec. 
1991), a very informative history.  The reference to the experiments in 1895 is interesting as, 
when the Spurriers came in mid 1896, a steam van was in the course of construction  -  pre-
sumably the one ton van.  It is possible that it was this van to which Coulthards claim to have 
been experimenting with in 1895  -  back in their days of involvement in J. Sumner Ltd.!
    Sumner’s Steam Lawn mower and roller (A contemporary description 2/6/1896)
 Returning to mowers, the following two extracts are virtually word-for-word as written.  
It is thought that altogether about 150 steam lawnmowers etc. were built.
  ‘Wordsworth said “The grass you almost hear it growing;  you hear it now if e’er you can”.  
But having sprung up it must, like other plants, be cut to make it strong and vigorous; hence 
lawnmowers have been introduced, and all that their construction and sale implies is of pleas-
ant contemplation to the horticultural implement engineer and machinery agent.  The machine 
we illustrate is known as Sumner’s Steam Lawn Mower and Roller.  It is made by J. Sumner, 
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Ltd., Leyland, Lancashire, and is designed, as its name implies for mowing lawns by steam 
instead of equine power.  The machine may be said to consist of a roller and mower with an 
engine associated with it.  But the bulk of the weight of this is benefi cially put upon the main 
roller, and in this way the rolling action is advantageously increased.  Easy turning is secured 
by the whole structure being nearly balanced.  
  ‘The boiler is multitubular, containing sixty copper tubes of special make and the fi re-box 
is of the same material.  Mild steel is used for the shell, and the boiler is tested by hydraulic 
pressure to 300lbs, although the safety valve is set to work at 150lbs.  Water is fed to the boiler 
by a brass force pump.  The water is fi rst passed through a heater and delivered to the boiler 
at a temperature of 180 degrees.  Steam is generated in the boiler by the use of ordinary lamp-
oil as fuel, which is burnt in the fi re-box by a burner similar in construction to the burner in a 
naphtha lamp.  Oil is forced to the burner by compressed air at a pressure of about 15lbs, by 
which method combustion is rendered very complete without the annoyance of smell or smoke, 
and rapid steam-raising is secured.  Obviously the type of engine adopted lends itself to other 
purposes, and our readers who desire a compact and economical motor should note that the 
company make portable engines and boilers on the same principle for driving chaff cutters and 
corn-grinding mills; also for pumping and churning and for driving lathes and other machines.  
These engines are portable in nature as well as in name, and can be easily moved to wherever 
the power is required, moreover they need very little attention when in use.  The idea should 
be capable of modifi cation for steam-launch propulsion.  
  ‘But, to revert to the adaptation of such motors to lawn-mowing purposes, it may be pointed 
out that their present state of effi ciency has not been secured at a leap, but has been thought-
fully and gradually attained.  As at fi rst brought out, the oil vessel was fi xed at the top of the 
chimney, the idea being to give pressure to the oil at the burner.  But, by carrying the oil in 
a more convenient place, namely, in a portion of the cylinder in front of the engine, and by 
forcing (as before intimated) the oil to the burner by compressed air at a pressure of from 15 
to 20 lbs. combustion has been rendered more complete.  An improved burner has also been 
employed which gives an intensely hot fl ame of great heating power, with a single burner, 
whereas, previously three of four burners had to be used for machines of large size.  These 
improvements and also the construction of the boiler are the subjects of patents by Mr. James 
Sumner.  The boiler-tubes are conical, this form being selected for heat-retaining purposes.  
The large ends of the tubes are fi xed in the fi re-box, and the small ends are in the crown of 
the boiler, which gives room for a steam dome to be fi xed on the centre of the crown plate.  
The tubes are arranged around this dome, and the heat in passing from the tubes to the chim-
ney drys and superheats the steam, and thus conduces to great economy.  Moreover, by these 
means, and by the steam having to pass through a perforated plate in going from the boiler to 
the dome, the risk of priming is lessened, which otherwise would be considerable on account 
of the swaying of the boiler in passing over rough ground.’

This picture, entitled “Sumner’s steam lawn-
mower and boiler.” appeared in a trade maga-
zine in June 1896 to illustrate an article, part of 
which is quoted above.  However, the same type 
of machine is seen in an advertisement of  slightly 
later as “The LEYLAND Steam Lawn Mower and 
Roller”.....showing that the name of “Leyland” 
was applied to, if not carried by, the lawnmowers, 
at this early date. 
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  ‘A diffi culty is often found with small tubular boilers with regard to accessibility for clean-
ing and overhauling, as they are generally too small to get at properly through hand holes.  In 
this case, however, the boiler is so made that the whole of the inside fi rebox and tubes can be 
lifted clear out by undoing a couple of joints, thus freely disclosing the interior for examina-
tion and for cleaning and repairs.  The engine is compound, having two cylinders working on 
disc cranks at right angles.  The cutting apparatus is made on the same principle as an ordinary 
horse-drawn lawn mower.  Steam can be raised in 10 minutes from cold water.  The height to 
the top of the chimney is 5ft 9in.  It should be understood that this engine and boiler can, when 
desired, be fi tted to existing rollers and mowers.
  ‘Sumner’s steam lawn mowers are produced in three sizes – 25in, 30in and 35in, the respec-
tive weights being 9,14 and 17 cwt.  Contrasted with ordinary horse-driven mowers, Sumner’s 
machine possesses several advantages which may now be enumerated.  The cost of working is 
much less, being indeed, only 2d. per hour.  One man can always use it, whereas two are often 
needed to work a machine with a pony or horse.  Again, the machine can be turned quicker, 
and go in and out among the beds and borders better than with a horse at the front.  The mow-
ing can be done in much less time so that lawns can be cut oftener and kept in better order by 
the same men.  Time is saved also by the rolling being so effective owing to the machine’s 
weight, since no additional treatment is afterwards required.  There is no damage to borders 
by horses’ feet, no marks left by horses’ boots, and no boots to buy.  The slipping of rollers, 
which is a frequent cause of trouble with some machines, is obviated.  Gardeners can mow 
the lawns when required without having to see the coachman and wait for a horse or pony to 
be at liberty.  The machines can be used for rolling gravel walks, or for other consolidating 
purposes pure and simple.  Or it can be employed as a small portable engine for pumping water 
and driving any kind of light machinery’.

The most original surviving Sum-
ner Steam Lawnmower, which now 
resides at Reading’s Rural History 
Centre.  
It was supplied to the Earl of Har-
rington some time about 1896 and 
worked for him on the Elveston 
Castle Estate until 1929.  It was 
presented by the Earl of Har-
rington to the University of Read-
ing  Museum of English Rural 
Life in 1955. 
It was this type of mower which ap-
peared under the name “Leyland”. 
When new the price advertised was 
£125 for a 30” model and £145 for 
a 36” model, indicating higher 
prices than in 1896.   
              (BCVMA)
                    

  ‘This machine has already met with the marked approval of several bodies.  It secured a fi rst-
class certifi cate of merit from the Preston and Fulwood Horticultural Society in October 1893.  
It was granted a silver medal (highest award) at the Royal Lancashire Agricultural Society’s 
exhibition at Bolton in July, 1894; and the Manchester Royal Botanical Society also conferred 
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upon it a silver medal (highest award) at their show at the Old Trafford in June last year.  Among 
the testimonials we notice one from Rugby School and another from a bleaching works in the 
North of England, whilst a fl attering report comes from a gentleman, in which the machine 
is referred to as “the best invention of the age as regards gardening implements.”  The same 
user proceeds, “It has only to be seen at work to satisfy anyone as to its great saving of labour.  
It has been seen at work on the lawn here by many practical men, one and all of whom were 
quite in favour of its superiority over anything yet introduced.”
  “A revolution in lawn mowing is capable of being effected by this steam-driven machine, and 
the possibilities which it opens out with regard to the more important sphere of agricultural 
mowing and reaping are full of promise.”’

When the Leyland apprentices had fi nished building the steam lawnmower, it was tested on the 
sports ground at South Works.  It is seen here in steam side by side with the Reading machine.  In 
the background can be seen the bodybuilding shop at South Works on the right, the chimney for 
the non-ferrous foundry and to the left of that the end of the canteen building.  On the extreme 
left is the front portion of what is now the British Commercial Vehicle Museum, in which the 
machine now resides.                       (BCVMA)
    The Portable steam compound engine   (A contemporary description 1/8/1897)
 ‘Well might the stand of the Lancashire Steam Motor Company, Leyland, attract a good 
deal of attention, for the somewhat novel character of their exhibits, and the practical illustrations 
of the remarkably convenient manner in which steam can be made portable, afforded profi table 
food for refl ection.  Their new 6 brake-horse power Sumner portable compound steam engine 
and boiler was entered as a “new implement.”  It is fi red by paraffi n without smell or smoke, 
and thereby steam can be raised in a few minutes.  The cost of working is calculated at about 
1d per hour per horse power.  
   ‘Arranged on an iron frame, it is intended to be wheeled about by hand, and can thus be 
very conveniently moved from place to place for farm purposes, such as driving chaff-cut-
ters or corn mills; and it could also, if desired be utilised for dynamo driving.  The boiler is 
multitubular, containing 108 copper tubes of special make, and the fi re-box is also copper, the 
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shell being of mild steel, the boiler being tested is hydraulically to 300lbs.  The safety valve 
is set to work at 150lbs.  Water is fed to the boiler by a brass force pump, and is fi rst passed 
through a heater and delivered to the boiler a t a temperature of about 180 degrees.  Steam is 
generated by the use as fuel of ordinary lamp oil, which is burned in the fi re-box by a burner 
similar to the burner of a naphtha lamp, the oil being forced to the burner by compressed air 
at about 15lb pressure.  The oil and water are contained in the oil and water cylinder, which is 
arranged horizontally immediately in front of the engine.

The Lancashire Steam Motor Co’s portable compound engine.
   ‘A 2-horse power engine of the same type was also shown mounted on a somewhat lighter 
frame than that of a 6-horse power.  The same type of engine was shown arranged in con-
nection with a lawn mower, the whole forming the “Sumner” steam lawn mower, of which 
the company are the sole makers.  Three sizes of this steam lawn mower were on view.  The 
combination is ingenious and compact, and will be found illustrated in The Review for June 
1896.  The company claim that mowing by this machine is unequalled by the old system of man 
or horse power.  The engine’s additional weight on the mower helps to better roll the ground, 
and whilst the mowing proceeds no slipping of the cutting barrel ensues, as is common with 
horse-driven machines.  The cost of 1d. per horse power per hour when at work is decidedly 
low.  One man or a youth can, it is claimed, attend to this machine, and do double the amount 
of work that would be possible without steam.  Inasmuch as the cutting can be done in much 
less time, a lawn can be thereby mown oftener and kept in better order, the machine turning 
quicker and going in and out among the beds and borders better than with a horse or a man 



pulling at the front.  Capable of being used as a small portable engine for driving any kind of 
light machinery when not in use for mowing, Sumner’s steam lawn mower should fi nd con-
siderable favour.
   ‘A machine cutting 25in weights 9cwt, a 30in 14cwt and a 36in 17cwt, and the list prices 
range from £60 up to £90.  This company’s steam road van was the only one that was entered 
for the self moving conveyances competition promoted by the Royal Agricultural Society, and 
an account of its construction and performance appears in another column.’  (More on that in 
a forthcoming issue of Leyland Torque – Ed)

 The Road Locomotive Society have recently published in their Journal a short extract 
from the RASE Journal of 1897 and this relates to “miscellaneous implements exhibited at 
Manchester” It  reads as follows:
  ‘The Lancashire Steam Motor Co., Leyland, patent steam lawnmower, 30in. 
(Sumner’s patent). Price £87.10s. – this is an ordinary 30in. mower with an attached engine 
similar to that used in their motor van.  It is steered and worked by a man walking behind, 
exactly as with an ordinary horse machine.  It has also attached a small rotary pump, which 
seemed very effi cient, and would doubtless prove useful for watering gardens; also, in case of 
necessity, it would be available as a small fi re engine (so, fi re engines as well ! – Ed.).

The steam lawn-mow-
er built by the Leyland 
apprentices using an 
original engine  in its 
present home of the Brit-
ish Commercial Vehicle 
Museum in the former 
South Works of Leyland 
Motors Ltd. The tray 
to catch the grass cut-
tings is seen very clearly 
against the  white body 
of the “Pope Mobile”
                  (M.Sutcliffe) 
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Story of the Lion PLSC and related models 1924-6
by Alan Townsin

This article by Alan Townsin incorporates some signifi cant new information drawn from 
Leyland archives and other sources by Mike Sutcliffe, Ron Phillips and Geoff Lumb, and in 
particular contains material from the article on the original Leyland Leopard which appeared 

By the mid-1920s, the hitherto usual concept of buses and lorries using similar chassis 
with high-level straight frames was under strong challenge. In the United States, Fageol had 
adopted a lower frame height for an urban bus in late 1922, an idea soon to be taken up by 
several makers on both sides of the Atlantic. In Britain London General introduced the NS 
double-decker early in 1923, built by AEC,  with low frame and using a drop-centre rear axle. 
Guy and Maudslay also introduced simpler  lower framed passenger models by late 1924.

  Another strand of development infl uencing fl oor height as well as comfort was the 
extension of the use of pneumatic tyres to larger vehicles. United Automobile Services Ltd. 
converted its own fl eet of ex-military Daimler 2-ton models, mostly seating 26, from 1920, and 
by 1923 was using modest-sized 36” x 6” tyres, twinned at the rear axle. That year Midland Red 
introduced its original own-make SOS bonneted 32-seat bus on pneumatics, using large singles 
at the rear, with the unladen weight kept down to 3tons 15cwt, and by 1925 similar SOS buses 
were being supplied to other members of the British Electric Traction (BET) group.

  It was suggested that buses of this pattern should be allowed to run a little faster than 
the then general bus speed limit of 12mph. The Ministry of Transport, then just beginning to 
grapple with the idea of national regulations governing bus design, was not unsympathetic. By 
the autumn of 1924 it was being proposed that vehicles weighing not more than 3tons 15cwt 
and on pneumatic tyres might run at up to 20mph, which may seem a meagre gain, but this 
ABOVE  Prototype Lion chassis no. 45002 was loaned to Barnsley & District after it was fi tted 
with an experimental “XFL30” Brush body.  This also had the cab set back from the radiator.
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was still the offi cial speed limit for all traffi c.  Consideration of this dragged on over a number 
of  years, with several changes to the proposed requirements. In the end, the idea of a lighter 
and faster legal category of bus never came about, but it greatly infl uenced bus design trends.

  Larger buses often used chassis derived from those of military lorries of the 1914-18 war, 
with slow-revving engines, such as the Leyland RAF or Subsidy type, with 6.6-litre Leyland 
S5.36hp engine of 4 5/8in bore and 6in stroke. From this type, Leyland had developed its post-
war G range of 4-ton models and then the SG range of “side-type”chassis of broadly similar 
mechanical design but with longer wheelbase, which could accommodate single-deck bus 
bodies seating up to 40. This was a line of development largely ignored by other makers, and 
it attracted orders from several large bus companies, notably Ribble and Crosville. About 100 
per year were built, accounting for an important part of Leyland’s output in the mid-1920s. Up 
to 1924, pneumatic tyres had not been available in suitable sizes for such buses and they were 
well outside the proposed weight limit that was to permit operation at 20mph. Even so, some 
operators favoured this larger size on economic grounds. (See article on the Side-type models 
in Journal No.4)

Fresh ideas in engine design
  Although four-cylinder side-valve petrol engines of relatively low output in relation to 

their size were almost universal on goods and passenger models of the time, Leyland Motors 
had some experience of livelier types of engine, not least that of the Leyland Eight car, a 7-litre 
engine with eight cylinders in line, introduced at the 1920 Motor Show. The engine incorporated 
an overhead camshaft and inclined valves, giving a hemispherical combustion chamber, in 
those days almost a racing car specifi cation - indeed examples with suitable bodywork raced 
successfully at Brooklands. However, it was very expensive and only a few were sold; the 
model’s introduction coincided with the fi rst of a series of trade slumps and for several years 
Leyland went  through a diffi cult time, and money for development must have been tight in 
1924-6. 

  The Leyland Eight car was designed by J.G.Parry Thomas, Leyland’s Chief Engineer 
from February 1917 to December 1923. He was widely respected, having also designed an aero 
engine in 1918. Even so, he seems to have had little infl uence on the mainstream of Leyland 
commercial vehicle development over that period, still largely derived from pre-1914 designs. 
While Parry Thomas was still in offi ce, a four-cylinder engine, in effect half of the Eight’s unit, 
having the same 3˚in bore and 5˚in stroke, giving a 3.47-litre capacity, was introduced early 
in 1923, evidently aimed at using up stocks of parts. It was used in the Z model chassis, of 
nominal 30cwt load rating and also offered as a small bus. It did not live up to the reputation of 
the Leyland Eight car, recurring reports of trouble appearing in Leyland management records in 
1924-5, although at the end of that time minor design changes seem to have cured the hitherto 
persistent oiling-up of the sparking plugs.

  A simpler form of overhead-valve (ohv) layout, using push-rod operation, was adopted for 
a conversion exercise on the Subsidy engine, a prototype running by March 1924. This used the 
same crankcase with a new cylinder block and head. The bore size was reduced slightly to 4˚in, 
retaining the 6in stroke, the swept volume becoming 6.2 litres. In ensuing reports the references 
were encouraging - it gave more power and ran in a works lorry with “very satisfactory” petrol 
consumption. It was then sent to the City Omnibus Co. in London for installation in one of that 
concern’s buses, evidently an LB type double-decker, this being based on the model G7 with 
special features to meet London requirements. It was running with the ohv engine by December 
1924, giving improved acceleration, but fuel economy was not improved - perhaps drivers 
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were taking too much advantage of the livelier performance - and the engine was returned to 
Leyland in February 1925. This, coupled to the conversion being unsuited to forward-control 
chassis, seems to have discouraged further action, although Todmorden Corporation ran one 
in November in an existing bus on a hilly route with better success.

  The initial results from the engine conversion, while still on the test bed in early 1924, had 
been promising enough to encourage development of completely new ohv engines of similar 
form, but of sizes and layout appropriate to their purpose, the fi rst being intended for a proposed 
30/40cwt model. By April its design was being pressed forward. Alan Fergusson, an employee 
since 1903, was appointed Chief Engineer after Parry Thomas’s departure in December 1923. 
How far he was personally responsible for the design of this and and the related range of chassis 
is not known, but it would have been his responsibility at least to approve their design. Many 
of the resulting buses were to stand the test of time very well. 

A trend to lighter and 
lower-loading buses

 Crosville, one of Leyland’s 
most important customers, 
expressed strong interest in low-
loading buses in August 1924 
despite having ordered further 
SG models. The prospect of 
the Government’s proposed 
regulations on bus design led to 
a meeting with representatives of 
major bus owners held at Leyland 
head quarters on the 10th October. 
The views differed quite widely, 
some intending to continue 
purchasing 40 seat buses others 
thought would become illegal 
(because of their length, although 
in the event the proposed limit 
was to remain unclear for some 
time). The Chief Engineer of 
the British Electrical Federation, 
which acted as purchasing agent 
for companies under the control 
of the BET group, thought that the 
proposals would be enforced and 
that Leyland should be obliged to 
build suitable chassis.

  By November 1924, a 
plan of action had emerged. 
Leyland models were then still 
being identified mainly by a 
nominal load-carrying rating, 
partly following earlier practice 

These two pictures show a Lion “L type” four cylinder 
engine set up on a test bench. 
TOP  is the “inside” of the engine, as alongside the driver 
in a side cab.
 BOTTOM is the “outside” of the unit accessible from the 
bonnet side. Compare this view with the engine visible in 
the Leveret chassis on page 14. Most Lion engines were 
built up at the Chorley Works.                          (BCVMA)
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  Model L2 was a complete new 3-ton low-loading bus chassis with an engine similar to 
that in the L1 but with 4 ˘in-bore cylinders, by then well advanced, though it was realised that 
it could not be ready to go into production for the 1925 season. It was to be developed into 
the most important model of the whole range, later given the name Lion as described below. 
An initial test of this 5,110cc ohv engine at the end of January 1925 gave 62bhp at 1,800rpm, 
a healthy output by the standards of the time. The L3 was described as an interim model, also 
low-loading and at fi rst also referred to as a 3-ton model, but incorporating some existing units. 
These initial designations very soon gave way to more explicit ones, bringing in the existing 
weight-related letter codes, A, C and G respectively signifying 2-ton, 3-ton and 4-ton, plus, 
slightly later and not consistently, S indicating side-type. Thus L1 then at fi rst became LA1, of 
which the prototype, chassis number 40001, registered TD 352 and fi tted with a 20-seat body, 
was lent to Singleton, an operator based in Leyland , to put into service from April 1925.

  However, the fi rst of these models to go into production was that which had begun as the 
interim L3, now rated at 4 tons and thus becoming LG1, using the familiar Subsidy 36hp 6.6-
litre side-valve engine and gearbox, and a new Lion-type back axle. This was a forward-control 
model, so logically should have become LSG1, but sub-divisions for the L-series designations 
were not yet adopted and, even as a production model, its designation did not change. Leyland 
took rather a conservative view of the term “low-loading” and the LG1 in particular seems 
anything but “low” in retrospect, even though the sidemembers were slightly cranked over the 
rear axle to allow the main frame level to be about 2in lower.  Birkenhead Corporation was 
in the market for some 52-seat double-deckers and, on the last day of 1924, drawings were 
issued accordingly. At fi rst the LG1 had been identifi ed as a 4-ton low-level model, so could 
have been offered as a single-decker.  It was certainly sold as a goods vehicle though only a 
few were built as such. 

  In the event, however, the existing SG single-decker appeared in its fi nal SG11 form to 
meet the expected limitations on length, now seating 36 with standard Leyland body, the fi rst 
examples dating from early 1925 (about 150 were built up to mid-1926). Sales of the LG1 
double-decker proceeded more slowly, delivery of the initial eight for Birkenhead, chassis 
numbers 50001-8, beginning in April 1925. The model had not been given a name at that date 
though from August it became known as Leviathan, but sales were slow, with fi ve more built that 
year  (double-deckers formed only a small part of Leyland’s business at that stage.) Eventually 

A recently discovered photograph of the 
Leveret prototype and demonstrator, seen 
here on loan to the Furness Omnibus Co. 
Ltd. of Dalton-in-Furness, and standing 
in the centre of Dalton. This bus carried 
the registration TD 352. Clearly the loan 
was a success as Furness O.C. purchased 
eight Leyland bodied 20 seat Leverets, the 
largest fl eet of this model. All passed to 
Ribble in 1930. The photograph is now 
in the BCVM Archive collection.

but also because it was a convenient shorthand way of indicating the nature of the main 
units incorporated. There were three planned models in this new “L” range ( L standing for 
“low”). They were initially called L1, L2 and L3, of which type L1 was the 30/40cwt later 
identifi ed as the Leveret, with 3.99-litre ohv engine of 3 ˘in bore and 5˚in stroke, of which 
the prototype was by then on the road. 
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97 Leviathans of all types were built by 1927. (See Torque No.11 of Spring 2001.)
  The Leyland  team was clearly well aware of activity elsewhere on new bus designs. An 

intriguing entry made in the drawing register in December 1924 was listed as “AEC 33-seat 
single-deck bus body on Leyland side-type chassis.” At that stage, AEC was a little further down 
the road in developing a forward-control single-deck bus to meet the proposed 3tons 15cwt 
limit, theirs emerging as the 411 model, of simpler design than being pursued by Leyland, with 
straight frame and 5.1-litre side-valve engine basically similar to that used in NS double-deckers. 
It was AEC’s fi rst venture in making a bus design specifi cally for use outside London and it 
seems probable that Leyland had got hold of an early drawing for a body design for it.  AEC 
did not build bodywork but issued a series of standard designs during the 1920s, construction 
being by such fi rms as Strachan & Brown, Short Bros or United. The 411 was announced in 
March 1925, briefl y being given the model name Renown as part of a new policy of naming 
its models, another development doubtless noted at Leyland.

  Meanwhile what was to become the star turn of the Leyland range was making good 
progress. This, the type earlier designated L2, had become LC1, being referred to as such until 
August 1925 when the designation became LSC1 in belated recognition of its side-type layout. 
The fi rst prototype chassis had gone on test at the end of February, promising fi rst impressions 
being recorded. Serious thought was given in April 1925 to redesigning the then LC1 to further 
lower the frame level but this was not done, the model continuing into production with a 5ins 
rise over the rear axle only, although fl atter road springs were adopted to this end in June. Even 
so, it was noticeably lower than previous types. An aspect of the design that was beginning to 
cause concern was that of weight, it being reported that modifi cations had been made to reduce 
the chassis weight in an effort to allow a bodied vehicle to meet the proposed 3 tons 15 cwt 
limit.  This was ultimately never achieved.

The “not so low loading” 
Leviathan double decker 
is seen here in the form 
of chassis 50002, which 
is ready for delivery to 
Birkenhead Corporation 
as the second, No.31, in 
a batch of eight (30-37). 
Put into service in mid 
1925, they replaced the 
trams on the Claughton 
Road route. Note that 
the bonnet protrudes in 
the same fashion as on 
the early Lions. Some of 
the later Leviathans had 
enclosed rear platforms.
(BCVMA)

A named bus range
  In August 1925, model names were adopted for Leyland’s new L-type passenger range, 

the model designations being revised at the same time. The following is mainly derived from 



14 LEYLAND  TORQUE  No. 22 Winter 2003

the the relevant reports.
  The bonneted 20-seater’s designation was now LA2, which was inconsistent with earlier 

in the development stage when this version was LA1, with a goods equivalent, formerly LA2, 
now becoming LA1. Its model name was initially to be Lynx but the following month this was 
changed to Leveret.  In mid 1926 the LA1 became GLA1 (Goods) and the LA2 became PLA2. 

Chassis no. 40035 was 
goods model LA1, on 
36 x 6 pneumatics. The 
chassis number is seen 
chalked on the chassis 
rail  Photographed  on 
5th March 1926. The 
engine is clearly seen 
to be of the type shown 
on page 11.

A Leveret of Indian 
Mechanical Transport, 
a 30cwt. lorry, no doubt 
very suitable for the  
rough terrain of the 
Sub-Continent, but 
over-engineered for a 
20 seat bus to be used 
in Britain.
         (BCVMA)

  A new development was the addition of a larger 26-seat bonneted model, now called 
Lioness and given the designation LC1 hitherto used for the forward-control prototype. However, 
the new Lioness LC1, of which an arrangement drawing had been approved but no chassis yet 
existed, was to have a cranked frame of true low-loading type, unlike the LA model which had 
a straight frame though “suffi ciently low to be called low-loading.” Both of these bonneted 
models were to have new car-type radiators as well as, initially, sharing the 3 ∫in bore engine 
and having worm-drive rear axles.

  The forward-control model with cranked frame hitherto designated LC1 was now LSC1, 
named Lion and quoted as a 31-seater, destined to be by far the most popular model in the range. 
As well as having the 4 ˘in bore version of the new ohv engine, this had a double-reduction 
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rear axle.  Another new addition to the range was a larger 38-seat forward-control model called 
Leopard, also with cranked frame but having a longer wheelbase. It was designated LSG2, the 
G signifying that it was in the heavier 4-ton class. Effectively, this implied that it would be a 
successor to the SG models, although not described as such;  almost certainly it was designed 
to have pneumatic tyres as standard from the outset.

  Finally, the 52-seat forward-control double-deck model was now called  Leviathan, though 
the type designation now given was another new one, LSP1, it being described as “similar to 
the present Birkenhead double-deck chassis but fi tted with new overhead valve engine in course 
of being designed.” This was the only specifi c comment on engine type for the heavier bus 
models in that report. The letter P in the designation signifi ed that it was uprated to the 5-ton 
class. A series of related goods models was also proposed: as well as the LA1, there were to be 
bonneted LC2, LG3 and forward-control LSP2 models, equivalent to the respective passenger 
types but all with straight frames. These  were intended to be developed later, although none 
are known to have materialised in the form described, other than possibly the LG3. 

  It seems logical to deal with the story of the early examples of the various types, including 
those exhibited at the November 1925 Show. The LA1 prototype bus, 40001, registered TD 
352, with chassis dating from January of that year and fi tted with 20-seat bus body, was to be 
repainted for general demonstration duty in June. (Chassis 40002 and doubtless 40003 were 
goods.) In July a long wheelbase LA3 chassis and 26-seat body to the new style was being 
built for the Show - this was 40004, registered SN 3461, for Lawson of Kirchintilloch No.16. It 
was exhibited on the Leyland stand, and a photograph dated 2/12/25 shows a Leveret radiator 
but with Lioness lettering so it appeared at the Show “acting as a Lioness” as the real Lioness 
was not yet ready!

Lawson’s “Lioness” – really a long wheelbase Leveret LA3.  This was the vehicle exhibited at 
the Commercial Motor Show.  Chassis no. 40004, registered SN 3461 with Lawson. (BCVMA)

  In July 1925, the fi rst of what was now called the Lion LSC1 chassis, numbered 45001, 
fi tted with a prototype Leyland 32-seat rear-entrance body with set-back cab front and high 
waistline, had been put on the road. Its weight was given as 4 tons, and thus 5cwt above the 
proposed limit for 20mph legal speed. It was registered in August as TD 3326  and carried out 
early demonstration duties. 

  A second chassis, 45002, was delivered to BEF in September, and sent to Brush (then 
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closely associated with BET/BEF) for bodying. A photograph  of this vehicle, in Barnsley & 
District livery, shows that it had a set-back cab front panel, as on TD 3326, but the rest of the 
body, quite high-built and said to seat 30, had slight echoes of Midland Red SOS style, as was 
common with BEF designs of the period, and single rear tyres of size 40 x 8 (36 x 6 on the 
front), which were also an SOS feature. Note the curved shape of the dash panel (I wonder if 
the glass was also curved) and the shorter bonnet.  I think there might have been some “fresh 
air” behind the engine on the standard version. A report for October 1925 states that it weighed 
3 tons 17˚cwt, commenting that “its construction and design does not appear to be in keeping 
with the Leyland low-loading chassis and will undoubedly have to be considerably altered 
before it is satisfactory.”  The large diameter rear wheels would not have helped in terms of 
height. Even so, it does seem to have been the lightest Lion bus. It was supplied to Barnsley 
& District as No.138 (HE 2718) in April 1926, having been on loan up to then. It received a 
new Leyland 30-seat body in August 1929, the operator by then renamed Yorkshire Traction 
Co Ltd., and it was retained until 1936.

Prototype Lion chassis 45001 is seen here fi tted with a protoype Leyland 32 seat rear entrance 
body. The photograph was taken in August 1926. The body has much in common with that of the 
Leviathan, and the window arrangement was later changed to suit front or rear entrance.

  It had been mentioned in a report of July 1925 that a further Leyland body was “in course 
of construction to give better lines but will not lighten the vehicle,” so reductions in weight 
would have to be made in the chassis, calling for considerable modifi cations in design. In 
September, again referring to the Lion, “after examination of the sample body, a sanction has 
been issued for ten bodies for the chassis”, with a reference to standardising pillars and roof 
sticks. It was also stated that the 31-seat Lion would be exhibited in exactly the form it would 
be made in production, though in the event this was not quite true. 

  Now we come to the picture of Crosville “No.250.” This fl eet number was an imaginary 
one, well ahead of normal issue (registration number partly visible as FM 37xx, so presumably 
FM 3710) dated 4/11/25 - I’m not sure of the precise Show date, so this was probably taken 
just before the Show. This Lion had the general architecture of the Leyland body as was to 
remain standard for Lion LSC/PLSC models until the end of production, with waist just above 
the bonnet top and the side panels running down a little below frame height, certainly looking 
more modern than the BEF design on chassis 45002. 
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  Clearly, this Show bus surely must have been on one of the prototype chassis, being built 
well before regular production began so logically 45003 would seem likely, and indeed further 
evidence listed below makes me suspect that the Show exhibit was not the same bus (or at any 
rate not the same chassis) as handed over to Crosville bearing FM 3710 but now with fl eet 
number 201 on chassis 45018 in April 1926. It would be interesting to see pictures of the latter 
as delivered. A chassis number list compiled by Mike Sutcliffe quotes 45003 as sold to Louth 
& Meath Omnibus, registered AI 3185, but not until September 1926. An earlier report (via 
Geoff Lumb) quotes 45003 as TD 4116, which is a late 1925 number, used as a demonstrator  
in red livery when lent to Sheffi eld after they had briefl y run 45001. So might the Show bus in 
Crosville livery have been merely signwritten with  FM 3710, evidently a number then booked 
by Crosville but not then actually registered as such, and then just after the Show repainted for 
use as a demo?  I’m inclined to think this was likely, further mention of a Crosville Lion in the 
reports of that period being conspicuous by its absence.

“The Crosville that never was.”  This early Lion is painted in Crosville livery and carries fl eet 
number 250, but the registration shown on the rear window was eventually carried by Crosville 
201. Note the lower side panels and re-spaced windows compared with the picture opposite.

  Also, the neat-looking fi ve equal-length bays behind the entrance doorway on the Show 
bus in Crosville livery were not as adopted thereafter. It was decided in November 1925 that 
the production version would have fi ve slightly shorter main bays with additional short ones 
just behind the entrance and at the rear, this being done to allow the same sets of body frame 
pieces as cut in Leyland’s saw mill to be used on this and a rear-entrance version. This latter 
had a short bay at the extreme front and one just behind the doorway at the rear - in this respect 
the layout reverted to that of the fi rst prototype body on TD 3326.

 In a November report, mention is made of three vehicles on demonstration work: that 
with BEF body at Barnsley (45002); the “blue Lion,” this being the the original prototype TD 
3326 (45001), and the “red Lion”, separately identifi ed [by Geoff Lumb] as TD 4116 (45003). 
A fourth “green Lion” was then on test as a chassis, with body ready for mounting. This seems 
almost certain to have been 45004, (the last of the initial four Lion chassis numbers before the 
corresponding run of four Lioness numbers 45005-8). It was reported as registered to Leyland 
as TD 4499 in January 1926. The “blue Lion” was withdrawn from demonstration duty in 
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January 1926 and transferred to the Experimental Department.
  The post-Show report stated that the actual weight of the Lion 31-seat bus , presumbably 

the Show one,  in running order was 4 tons 4 cwt, but it was considered that the 3 tons 15 
cwt limit would be modifi ed when passed into law. One senses a more relaxed attitude to the 
subject and indeed there seems to have been little if any further mention of the idea nationally 
from about that time. 

  The “considerable number of orders for Lions” mentioned in the aftermath of the Show 
led to urgent action to speed up production of both chassis and bodies after a spell when the 
works had been pretty quiet. It is also clear that the chassis number order was by no means 
the order of build, and it seems likely that chassis numbers were issued when the order was 
confi rmed, as applied at AEC, the order of build liable to be modifi ed by circumstances. Delivery 
of  production Lions began in January 1926 and, by the end of May, 95 had been supplied to 
customers, rising to 254 by late November. 

  Oiling up, excessive vibration and other problems with early Lion engines were very 
soon being reported. A revised design of cylinder head with altered sparking plug position was 
found to cure pinking, allowing a higher compression ratio and giving more power with lower 
fuel consumption, so was to be adopted as standard, with mention of other revisions, notably to 
piston design, itself still at a stage of rapid development, as well as clutch and gearbox problems. 
Reports of what seem to have been teething troubles of the kind often found with new models 
(though seemingly on quite a large scale) continued for a time but then ceased to appear in the 
monthly reports despite growing numbers being in use. The model proved to be long-lived, 
many surviving into the post-1945 era, long after most contempory buses had vanished, and 
my recollection is of the engines being among the most smooth-running in buses of that era.

  Meanwhile, the fi rst Lioness LC1 chassis, 45005, was completed and tested in December 
1925. It was demonstrated as a chassis in Southampton before going to London Lorries to 
receive a sample all-weather coach body, the idea being that further such bodies be ordered from 
this external source if the demand on Leyland’s own body shop for bus bodies required this. 
The second chassis, 45006, received a Leyland 25-seat bus body at the end of January, being 
registered as TD 4695. However, on testing this, partly on grounds of a need to improve ride 
quality, it was decided to increase the wheelbase from 15ft 6in to 17ft and the length from 24ft 
9in to 25ft 10in, allowing the seating capacity to become a comfortable 26. This necessitated 
a stronger chassis frame and it was decided that only 30 chassis would be built to the original 
short wheelbase, doubtless to use up stocks of frames. 

  A version of the Lioness was designed for the Canadian market with left-hand steering 
and central gearchange, and chassis 45007 was completed in March 1926 to this specifi cation, 
it being sold to the Imperial Oil Co. of Toronto as a lorry, the sale date of June 1926 presumably 
indicating date of delivery. A second 15ft 6in-wheelbase left-hand Lioness was completed and 
tested that same month (was this 45008?). The fi rst two production Lioness chassis, one for 
Southampton and the other for Blackpool  (which had ordered three and fi ve respectively), were 
laid down in March 1926, the fi rst deliveries of these being made in June - early Lioness output 
was on quite a modest scale, the total reached by late November that year being only 24.

 
  
 

Note:  Quadruple Purpose, as explained on the following page, was the type name coined for 
the Leyland designed but-outside built touring coach body. Some Lions built for Crosville 
with similar bodies were attributed to “Queens Park”: probably cockney slang for Q/P.  The
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touring body could operate as shown below, fully enclosed, or could work with the hood 
down and the windows up, or with the hood up and the windows down, or with the hood off 
and the windows down....thus giving four possible combinations to suit all occasions.

Clearly showing the longer wheelbase, with 6-bay body, is Lioness chassis no. 45482 for the Fur-
ness Omnibus Co. Note the rather vulnerable petrol fi ller pipe, and the declared maximum legal 
speed of 12 mph. It must surely have been impossible to keep to this limit!                (BCVMA)

A London Lorries “QP” (Quadruple Purpose) Coach body, seen on 31st March 1926.  This is 
almost certainly chassis no. 45005. The difference in height between the front and rear door is 
noticeable: passengers would normally use the front entrance.         (BCVMA) 
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Feature edited by  WILF DODDS
Please  send all correspondence via the Editor, Mike Sutcliffe. 

    89. Body construction to Leyland design (Torque Nos.18, 19, 20, 21)
 Harold Peers of Bradford writes with further comment on the Bolton bodies by   
Bromilow & Edwards, as shown on page 16 of Torque 21, to point out that whilst these 
closely resemble the Leyland version from the front and sides, the rear was quite different 
from the Leyland design, having a two-piece upper-deck rear emergency window and a 
much narrower platform window. These features can just be made out from the photograph 
of WH 5405, but are clearly discernible from Harold’s shot of former Bolton 67 (WH 4216), 
running with Crosville, to whom it had been sold in 1945. 

                

    97. Mystery Leyland TV 3320. (Torque No. 20, 21)
 No further information has yet come to light on the original type of body carried by 
the Dakin Buffalo, nor the vehicle’s subsequent movements, but Roy Marshall of Burnley 
recalls that Dakin’s were haulage contractors on Castle Boulevard, Nottingham. They were also 
mineral water producers and continued in this line after the haulage business was nationalised. 
Their premises still exist adjacent to Lenton Bridge. A minor correction to Torque 21 is that 
the reference to West Monmouth should have been to a Bull – it was unique.

    98. Ribble rebodies (1) (Torque No. 21)
 Response thus far in relation to the Titan rebodying is limited to comment on the 
display on CK 4217 of the “British Buses” emblem. While this was a BET-inspired campaign 
Roy Marshall recalls seeing the insignia on photographs of Birch Brothers Ltd vehicles 
also. Ron Phillips has  found a newspaper advertisement dated 13th November 1942, from 
the national newspaper “The Daily Sketch”, which attributes the campaign to “The British 
Omnibus Companies Public Relations Committee”  So it would appear that the “British 
Buses” campaign was not inaugurated as an anti-nationalisation appeal, but was more of a 
morale boosting war time exercise to tell the public how important the buses were, even if 
many rode to work on  a time-expired vehicle hired in from another company.
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    98. Ribble rebodies (2) (Torque No. 21)
                Peter Greaves of Hook and David Moores of Diseworth both identify the replacement 
body on the Tiger as being from a Bristol JO5G dating from 1936 which had received a 
new Brush body with North Western Road Car in 1946. David goes further to point to detail 
differences between two batches of vehicles, JA 5527-5540 and JA 5554-5600/JA 7701-7703, 
indicating that the body used by Ribble was from the latter batch. Thus, coincidentally, the 
original body on JA  7758 would be very similar to the “new” one on RN 7758! Whilst we 
have no positive identity of this switched body, David wonders why North Western should, 
in 1946, have replaced 10-year-old bodies, many of which were suitable for, and saw, further 
service, yet only slightly newer bodies on Bristol L5G lasted into the 1950s. The re-use of 
ex North Western bodies has been touched on previously in Torque Nos. 8 and 9.

    100. Britain’s fi rst Gardner engined lorry (Torque No. 21)
         Eric Ogden of Oldham quotes the publication “Gardner’s of Patricroft 1868-1968” 
as describing the RAF-type conversion as the fi rst all-British conversion from petrol to 
diesel, but the only photograph of the complete vehicle, from that book, is a side-on shot 
giving no chance of vehicle identifi cation. An article in “Commercial Motor” of 22 July 
1930 includes pictures of the vehicle in chassis form bearing Leeds Trade Plate 0280 U, but 
with no apparent conventional plates. Fuel consumption is quoted as varying between 17.3 
mpg as chassis-only with 4-ton load to 12 mpg as a complete vehicle totalling 11 tons and 
taking in a route including Shap Fell.  The lorry was a Leyland RAF type which, with the 
oil engine, would have weighed about 4 tons unladen.  It was built for a civilian payload of 
4 tons  -  so, at 11 tons gross, it was clearly overloaded!
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    101. Olympian designation
         Keith Thompson of Neston asks if anyone can come up with a model designation for 
the mid-1950s integral single-decker Olympian based on Tiger Cub running units. This 
succeeded the Olympic, based on the equivalent Royal Tiger units and designated HR40 or 
HR44, dependent on the seating capacity. Neither sold in huge numbers, but did the Olympian, 
at only 60 built ever achieve its own “brand” or was it simply regarded as a PSUC1/1 whose 
units it used? The major user was Western Welsh (as was, indeed the case with the Olympic) 
but a lesser user  - 8 Olympic, 6 Olympian was Fishwick of Leyland.

J.Fishwick & Sons Leyland Olympian no. 7 (521 CTF) at Fishwicks Golden Hill premises.

   100 Up - Food for Thought reaches a milestone!
  The item above starts the second century. We thought an index covering subjects aired 
in this series so far would be useful.
 1. Post-war goods models 2       
 2. “Titan” lowbridge body 2/3/4
 3. 1914 d/d body 2
 4. Demonstrators 2/3/4/6
 5.  PSU2     2/3
 6. Alan Cobham 2
 7.  Ricardso cylinder heads 2/3/9
 8. Pot cavity pistons 2/4
 9. Engines    2
10. Shop Wagons    2/3
11. A Service Octopus 2/4/5
12. Crash gearbox PD2s 2/3/6/7/8/9
13. Odd bodies became a separate item
14. Titan trolleybus 2/4/5/6
15.  Leyland 90 programme 3
16. Clayton-Dewandre bus 3/4/7

17. TVT tankers 3/6
18. N. Ireland Agent 3
19. Sub contracted chassis 3/4/5
20. Gold & Silver medals 3
21. Direct/indirect injection 4/5
22. Bus braking systems 4/5/6
23. LT2 Lion 4/5
24 Line numbers 4/5/6
25.    Nut-guard rings 4/5/6/7
26. Lions & GNR Gardners 4/5/7
27. Super Comet 5/7
28. Publication accuracy 5/6
29. Cov-rad Lioness 5
30. Titan TF 7265 6/7/8/9
31. Albion Lowlander 6/7
32. Coulthards, Preston 6/7
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33. N.Z. Leyland “Lynx” 6/7
34. Thames Valley  TD1s 6/7/8/9
35. Lioness & Fire engines 7/8/9
36. Ld parlour coaches 7/8
37. A strange “artic” 7/9
38. Clayton indicators 7/14
39 SMS & TVT TS1s 8/9
40. Leopard horse box 8
41. Israeli Tigresses 8/9/11
42. 1930s gearboxes 9
43. Bentley + Comet engine  9/10/11/13
44. “Extra RTW” 9/10
45. Lions for export 9
46. Leveret/Lioness 9
47 Mark III engine 10/1/3/4/5
48. 12 metre Leopards 10
49. Hinsby EW 590 10/11
50. A.H.C.Rostron 11
51. Leyland EE trolleybus 11/4/5
52. Dropped frame chassis 11
53. Leyland motors (1933) Ltd. 11/13
54. Leyland maker’s plates 12
55. Salmesbury bodied PD1s 12
56. R.Naval Titan TD1 12
57. Half-cab Octopus 12-3
58. Leopard LS18 engine 12-3
59. E.National Titans 12/14-5
60. Leylands with o/s entrances 12-3
61. Cypriot s/d Titan 12-3
62. Preselector gearboxes 12/3/5
63. Royal Tiger badge 13/4/5
64. R.Tiger straight-skirted coaches 13/5
65 Wrong radiators 13/5
66. Lion drawn by tooth power 15/6.
67. Cuban buses 15/7 

    102. Shortlived Tiger TS
 Leylands have always had a reputation for longevity. However, in the late 1920s 
and early 1930s it was not uncommon for coaches, even on Leyland chassis, to be sold 
after one, or perhaps two, seasons’ work and the small ads section of  The Commercial 
Motor, in particular, contained a fascinating array of relatively new vehicles on offer. Even 
Leylands were not immune to accidental demise; can anyone suggest a likely identity for a 
1929 chassis (only) offered for spares, “breaking up, all parts for sale” in August 1930 (!) 
by a dealer (presumably) by name of Bond, Britannia Road, Ipswich. It is likely, but by no 
means certain, that this was a local vehicle.

68. Barton TS8 “special” 15
69. A Liverpool pump escape 15
70. Leyland engine design 15
71. Titan patent 16
72. Leyland trade plates 16
73. Wilkinson double-take 16/8
74. Diverted export Titans 16
75. TS5 and LT4  16/7/8
76. Lion PLSC2 16/7
77. 1956 Show Worldmaster 16
78. Trolleybus mysteries 16/8
79. not used
80. not used
81. Oil engined buses on gas 16
82. Lion/AEC lookalikes 17/20
83. Fire Brigade gathering 17-8
84. Reregistered Titan 17-8
85. Wigan TD1 with Ribble 18
86 Octopus with 4 spring bogie 18
87. Leyland ‘Meteor’ 18
88. Exhaust brakes 18
89. Leyland designed bodies 18-22
90. PS1 & PS1/1 19-21
91. Griffi n PS1 + Leyland bodies 19-20
92. Leyland “Diesel” radiator 19-20
93. 6 wheel single-drive 20
94. Sample d/d for India 20
95. “Our Mollie” charabanc 20-1
96. Titanic chassis 20
97. Mystery Leyland TV 3320 20-2
98. Ribble re-bodies 21-2
99. Leyland or AEC? 21
100.  First Gardner engined lorry 21-2
101. Olympian (s/d) designation 22
102. Shortlived Tiger TS 22
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Mitchells and Butlers Hippo No.41 (HA 1036) is seen unloading beer barrels outside “The Cock and Magpies”. (Does anyone know the location of this hostelry?). The drayman scratches his head as he contemplates his 
cap and delivery notes on the table, whilst the mate prepares to roll a barrel straight into the cellar. Another tradesman makes his way to his light lorry.                                                                                            (BCVMA)
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 Holbrook of Wolverhampton
There was an appeal in the last issue for more information on the products of this fi rm. 
Mike Fenton has sent a listing of 35 psv bodies built by Holbrook from 1928, although the 
peak years of production were from 1936 to 1938. As well as 5 Maudslay SF40s, at least 
13 Leylands were bodied or rebodied including an SKP Cub (EA8580) and four rebodies 
on Lioness LTB1 chassis for Allenways of Birmingham. There was also a Tigress (chassis 
65004) for the Dunlop Rubber Co. which was converted to a van,  then reregistered (FRE448) 
and converted by Leyland to forward control in 1937.
 This may be a “red herring” but could this be the Tigress, when fairly new and then 
registered OX 6536, seen here with others in the test fl eet of Dunlop?  All, possibly bar the 
Guy on the left, are on bus chassis.  Next is the Leyland, a Dennis E, Thornycroft Lightning, 
and a Bristol B “Superbus”.  What a wonderful sight! (See also the comments on Dunlop 
in David Harvey’s Letter to the Editor on page 41.)

Please  send all correspondence via the Editor, Mike Sutcliffe.

Eric Ogden adds two more. Firstly a Tiger TS7 coach for W & G Coachways (Manchester) 
Ltd. which ran continental tours pre-war and ‘Bus and Coach’ quoted DNE 338 as “cruising 
at 50 mph” in France. Even more exotic was a ‘band coach’ on a Daimler CH6 double-deck 
chassis which had worked for Birmingham, Walsall and Coventry Corporations before the 
engine caught fi re. The rebodied coach (rather like the contemporary Duple style) was used 
by Dorothy Holbrook and her All Lady Harmony Hussars featuring six accordions, mili-
tary uniforms, plumed helmets and epaulettes. The immaculately maintained coach toured 
Britain in the 1930s and 1940s to visit seaside resorts etc. Presumably Dorothy was related 
to the coachbuilders.

(Mike, could 
you book the  
‘ H a r m o n y 
H u s s a r s ’ 
for your next 
Open Day ? 
- Bob)
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 Leyland Leopards with Ayats Bodies
Martin Perry corrects the record and provides much information as background.
 JJD802N was indeed bodied by Ayats but OEV771P was bodied by Beulas, from the same 
Spanish village of Arbucias, and the two builders may well have been associated. Eurobus, 
the distributor for both bodies, was an Anglo-Irish company with premises at Blessington, 
County Wicklow and Whitchurch in Shropshire. The principal was Matt Ascough who 
built other products including the Asco Clubman body on Leyland 440EA chassis. In 1974 
Ascough sent two 12-metre Leopard chassis (chassis 7300436/7) to Spain and they were 
returned bodied as 57-seaters, certifi ed in 1975 and marketed as European A-line (Ayats) 
and B-line (Beulas). The fi rst was registered JJD802N and sold to Quirke of London who 
quickly passed it to David Corbel of Edgeware where it was named ‘Lady Margaret’.
JJD802N had an intensive life of 6 years (and seen regularly by our Editor) before being 
traded in to Paul Sykes in January 1982 against a new 12-metre Leopard (OKY823X, on 
chassis  8030421) with Duple Dominant III coachwork. No more was heard of the Leopard 
with Ayats body. (See Torque 21, page 27).

            (Photo by Martin Perry, Herts.)

Corbell’s unusual Duple bodied Leopard, 
which replaced JJD 802N is seen on the right 
before registration
OEV771P, by Beulas, was bought by S. & 
M. Coaches of Benfl eet, Essex, in September 
1975 and was later sold to Barry’s Coaches 
of Cork, Eire and registered  680 PI. It was 
broken up around 1990.
Overleaf we reproduce a copy of the Asco 
brochure, showing the two Spanish bodied 
Leylands.

New items  -  Leyland Tiger PS1  LDE 630, Silcox Radio Coach
It is a moot point whether TS or PS Tigers were bodied with more ‘Odd Bodies’ but the PS1, 
with the rise in enthusiast photography after the War, was captured on fi lm to a greater degree. 
Here are fi ve examples which baffl e the writer, all seen through the lens of Dr Michael A. 
Taylor. The fi rst has a Pembrokeshire registration, is the body from the same county ?
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 Leyland Tiger PS1 - Lough Swilly IH 5706
The last Lough Swilly PS1 aroused much interest. The body on IH 5706 is different or is it? 

 Leyland PS1 - Bullock & France FFY 390 
The coach body on this PS1 resembles a pre-war streamliner. Who built it?  Note the 
fully-chromed front nut-guard !

LEYLAND FLEET SERIES: SECOND TITLE

Leyland Fire Engines 1930-1942
by Neil D. Steele

now available to members from
Victoria Phillips, 16 Victoria Avenue, Grappenhall, Warrington WA4 2PD

Price £7, inc. P&P,  cheques payable to ‘The Leyland Society Ltd.’
64pp, art paper, over 70 illustrations, laminated full colour cover.

(Please quote membership number when ordering)



 Gloria-de-Luxe  Motor Services & Tours, NRE 489
Many small coachbuilders took Duple as their model but whoever built this had been 
looking at the equally impressive Burlingham design (with straight-waistrail), but who?

 Peel’s No. 7, HYG 864
A very neat and attractive straight-waistrail coach. It has the unusual combination of glass 
louvres over the windows with sliding ventilators. Who was responsible?
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 The picture on the front cover shows a Wallasey Corporation Leyland PD2/1 with 
a Metro-Cammell 56 seat body. Wallasey buses were highly distinctive not only for their 
unusual livery of a greenish yellow and cream, but for their internal appointments (polished 
wood, chromium plate, alhambrinal ceilings etc.)
 The picture on the rear cover shows a Leyland fi re engine, photographed late in the 
day at Worden Park, not far from the Leyland factory. If you want to know the model, why 
not order a copy of our new Fleet Series book. (See previous page for details.)
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 “A side of the British export market that rarely receives the credit it deserves is the 
sale overseas of British engines, and licences to build them. One of the largest concerns 
on the continent to use British design techniques in this way is the Dutch company, Van 
Doorne’s Automobilefabriek N.V., who manufacture D.A.F. trucks powered by Leyland 
Comet oil engines.” So wrote John F. Moon in his road test report of the DAF 7-ton truck 
in March 1957, in The Commercial Motor.
 The truck in question was the DAF A 1500, available in three wheel-bases and a 
tractor version. It was unusual for its time in having an all-welded steel chassis (DAF had 
had 20 years of experience in building trailers on welded steel chassis), but otherwise was a 
conventional forward-control vehicle. The main mechanical units were the Leyland O.350 
diesel engine driving through a Fuller fi ve-speed constant mesh gearbox to a Timken rear 
axle, equipped with a double reduction facility offering ratios of 7.4:1 and 5.41:1. Brakes 
were operated by the Lockheed hydraulifc system, and steering was ZF-Ross cam and lever. 
Lighting operated at 12 volts, with 24 volts for starting. The fuel tank supplied enough fuel 
for a range of 340 miles, with a capacity just over 26 gallons.
 Assembly took place at the DAF factory in Eindhoven. The pressed steel cab made 
by DAF on the same site was placed directly over the front axle and offered good all-round 
visibility, but one inconvenience was the gear lever position. As the gearbox and engine 
formed an in-line unit, the gearbox was located outside the cab area, and a DAF designed  
remote control linkage was operated by a lever to the rear of the double-skin engine cowling. 
Drivers, therefore, on the left-hand drive version of this chassis, had to stretch the right arm 
behind the line of the back of the seat to change gear. A de-luxe version of the cab offered 

This example of the DAF A1500 lorry is seen on English soil at Brighton in May 1998, being 
preserved and attending a rally. The cab offered good visibility for its day. The power unit was 
the Leyland O.350, at fi rst imported, and later built in Holland under licence.        (T.A.Brown)
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luggage tray, coat hooks, ash-tray etc., but both standard and de-luxe cabs had an hydaulically 
suspended driving seat to cushion the ride for the driver. This had to be manually adjusted 
to suit the size and weight of each individual.
 The Leyland power unit could easily be reached by removal of the cowling, but in 
order to do this, the gear lever had to be removed. It was therefore held in position by a 
bayonet-type socket at its base - said at the time to be “a unique feature.”  Until May 1957, 
engines were imported from Great Britain, but subsequently the O.350 was built under li-
cence at the Eindhoven factory. On the mainly fl at terrain of Holland, the 7 ton lorry was a 
brisk performer, capable of speeds of 40 m.p.h. up to 50 m.p.h. when laden. Like its English 
cousin, the DAF A 1500 had a bus version, suitable for taking a body of 35-39 passenger 
capacity, and using a front grille not unlike that of the lorry.
 This DAF truck represents the fi rst introductory meeting between the Leyland and the 
DAF “families”, which was eventually to result in a rather stormy and tragic “marriage” The 
Leyland O.600 engine in horizontal form was also to fi nd great success in the Netherlands 
(and forms a story in itself), but it was Sweden and Denmark which were the fi rst European 
countries to use that engine to power buses. Then the Dutch Verheul coachbuilding fi rm 
took O.600s to power integral buses, which also employed Leyland running units. All of 
this pre-dates the activities at DAF described above, and it was to be some time before DAF 
itself came to produce bus chassis to rival Leyland.
 

This is a further example of Anglo-Dutch co-operation. In this case we have an Albion (7 ton 
Chieftain) mounted with a locally made cab which bears more than a passing ressemblance to  
that on the DAF A 1500. The chief difference is that the cab is lower set,  and has the entrance 
step ahead of the front wheels. British LAD-cabbed Chieftains shared the same feature. The 
scene is one of the many canal bridges in Amsterdam, and the date is January 1958. Note the 
complex tramway overhead necessary to allow the bridge to open.         (BCVMA)
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Eric Muckley writes of a unique OPS2
 As noted in these pages previously, the Alliance Box Company Limited. of Warrington, 
makers of packaging materials, were one of the few customers for Leyland’s low-chassis 
goods model, the Llama GTS4. Unlike all, or most, of the other eight Llamas built, the one 
supplied to Alliance was supplied as a chassis only in July 1933. As far as I know, the others 
were bodied by Leyland as large Luton vans with integral cabs.
 The Alliance example, ED 7786, chassis number 2235, was almost certainly fi tted with 
cab and platform bodywork by Jennings of Sandbach. My reason for thinking this is that the 
cab was practically identical to the Alliance Box Company’s 1938 ERF, BED 695, in fact, the 
windscreen and the side windows were probably interchangeable. The low height fl at body, 
with “boxes” over the rear wheels, was designed for carrying large heavy reels of paper, and 
on this work it also pulled a Dyson trailer. The Llama continued in service until 1950, when 
the manager decided it was time to replace it with a new diesel engined model. As Leyland no 
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longer offered a low-chassis goods vehicle, he was offered an export specifi cation Tiger PS2, 
and this was accepted. The order, stated to be for goods use, is noted in the Leyland Journal  
for May 1950, page 172. On the same page is also mentioned another Tiger for Warrington 
coach operator F. Sykes. This was chassis number 496912, registered GED 799, not too far 
away from the Alliance vehicle which became GED 530, with chassis number 500336. It was 
fi tted with a steel cab and platform bodywork by Richard Spann, a coachbuilder  whose works 
were situated in St.Austin’s Lane, Warrington.
 The big square steel cab is probably best described as a refi ned version of the Interim 
Beaver type, but being mostly of welded construction, it had a lot smoother outline without 
all the rivets and bolts of the 12 I.B cabs. What seemed to be a backward step were the shal-
low sloping windscreens, with a large expanse of bare metal between their lower edges and 
the top of the radiator. These would have been a lot better with a horizontal bottom edge, 
extended down as low as possible, like the Interim Beaver. It seems the cab was designed to 

To compare the cab built by Spann (previous page) with an Interim Beaver cab, here is a picture 
of preserved 12 I.B KTN 570 at a gathering at Crystal Palace in May 1989.   (T.A.Brown)

take “off-the-shelf” windscreens, instead of having them specially made. This may have been 
done to speed completion, and beat a deadline. There was talk of it having to be on the road 
by a certain date, to avoid paying purchase tax. In the end, the only way they could make the 
deadline was to turn it out with only the right-hand headlamp, and a piece of perspex bolted 
over the windscreen apertures, as the windscreen frames and second headlamp bracket ordered 
from Leyland for the nearside had not arrived. It later went back to be fi nished. The only part 
of the cab not made out of metal was the roof. This was made the same way as the Alliance 
delivery van roofs, of wooden laths covered by stretched canvas. Because it was usual to 
carry the rolled tarpaulin sheet on the cab roof when not in use, a sheet box was fi tted on four 
brackets over this, to which the front name board was fi tted.
 When new and fi nally fi nished, the large highly polished aluminium radiator, large 
chrome-rimmed headlamps and windscreen frames stood out impressively. the sliding side 
windows in the doors also had chromed frames. Initially the vehicle was painted in two tones 
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of brown (the Alliance wartime livery), and the rear wheels were covered with spats. In 1955 
the vehicle was painted in the post-war livery of dark red, and the spats were removed. The 
shade of red was similar to that of the L.M.S. Railway, with gold lettering.
 Soon after entering service it was found to be much too high geared for trailer work, 
and was sent back to Leyland, to be geared down. I was told it originally had a top speed of 
nearly 60 m.p.h., and I know from experience it could still approach 50 m.p.h.after the altera-
tion was made. It was said this was done by changing the gearbox, but I would have thought 
it more likely to have been a change of differential. It was true that the gearbox had been 
changed at some time, however, because when new it is said to have been a synchromesh one, 
and certainly when I knew it it had a crash box. I was also told that when Leyland saw the 
trailer brake and towing hitches on it, the warranty was cancelled. Certainly all later repairs 
were done by a local fi rm, Baldwin’s Garage of Warrington.

A side elevation drawing  of GED 530, showing a typical load of 5 reels of paper, weighing 
7tons 10 cwt approx. The vehicle also normally pulled a Dyson trailer loaded with a further reel 
weighing 1ton 10 cwt. On outward journeys from the factory, this vehicle would deliver bulky 
(but light) loads of cardboard boxes. The drawing is not to scale. This and the drawing on page 
33 are by Eric J. Muckley.

 Over the 17 year life of GED 530 (it was scrapped about 1967-8) there were some 
further changes: a gearbox repair,  two new chassis side rails were fi tted (the original ones 
broke over the rear wheels), and new pistons in the O.600 engine. This was the only work I 
remember the engine ever having: it was most kikely fi tted with injectors at the same time. 
The work was only done beacause the chassis was being fi tted with the new side members, 
it was probably not really needed.
 The Alliance Tiger was used to deliver loads of maximum capacity to customers around  
Lancashire and the Manchester area, and then collected reels of paper from paper mills in 
Burnley, Radcliffe or Romiley. To do this, the loading board was made in two halves so that 
it could be extended to a height of 10 feet from fl oor level for maximum capacity deliveries, 
and then hinged down when loaded with reels, the usual return load. There was also an extra 
reel brought back on the trailer, making a total load of about 9 tons. The Tiger performed this 
task without any further alterations, until new regulations forced it off the road, mainly on 
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account of its vacuum brakes, which had never inspired much confi dence, and required very 
careful use. For many years now I have tried to fi nd a photograph of this unique vehicle, but 
none appear to exist, it’s a pity I didn’t take one myself when working on it. I have therefore 
produced two drawings to show how it looked.
 A number of post-war Leyland passenger chassis were used for goods work, mainly 
Titans (perhaps because they have heavier springs) I have prepared a list of those known to 
me,                                            but all were bodied as vans. As far as I know, the Alliance Tiger 
was the only one used as a fl at platform wagon, and with a trailer!  In the Leyland records, 
this vehicle is listed as a Home Market PS2/1, but this is wrong. It was defi nitely ordered as 
an export model for the stronger chassis, and I can confi rm that it was 8 feet wide, wider than 
any of the other vehicles used by Alliance at that time. The PS2/1 model was only 7 ft. 6 in. 
wide.

 Clark & Rose, Aberdeen  PD  DRS 467 
        EWS 976
     Lancshire Police   PD2/1 KTD 697
 Axminster Carpets   PD2/37 28 GDV
            ??    (chassis no.L01254)
 GIC Industrial Cleaners,  PD2/10 UNU 110
     Borrowash, Derbyshire    100 CNU
        130 ERA
      PD2/41 104 GNU
        150 PNU
      PD2/40 Sp. JRB 120D

 There were also some other Titan PD type chassis used as fi re engines by Nottingham 
Fire Brigade and others used by the London Transport Executive as rescue tenders for use by 
the Underground.  

Another of the Mitchells & Butlers fl eet of beer drays (see centre pages).  This post-war Beaver  
is now in preservation, and is seen at Battersea Park in 1989.      (T.A.Brown)
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Not a common subject for preservation is the forward control Comet - here a 1956 model in the 
livery of PPW Transport Co. - Sand & Gravel Merchants, with a high sided tipping body. Seen 
here in immaculate condition at Brighton in 1991.                   (T.A.Brown)

A rare breed ! The Leyland B82, named Ranger, was a “sort of rear-engined Leopard” made for 
the South American market - seen here is an example for CUTCSA of Montevideo.   (BCVMA)
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From Roland Graves
 Reference the photograph on page 23 of Torque No.21.  The vehicle shown tells me 
by its Surrey registration mark and the style of the access ladder and manway platform that 
it is an ex-Milk Marketing Board/Dairy Crest milk collection tanker.  Many of these were 
sold on to fi re services around the country for water carrying duties at the end of their milk 
collection lives.  They are still often seen at steam rallies supplying the thirsts of the entrants 
and I suspect that is why this one was at the Downs Rally.  Some were sold to water companies 
for emergency drinking water supplies for which they were eminently suitable as they were to 
food standards.
 The specialist nature of the work these vehicles carried out meant that they were built at 
the Board’s Central Maintenance depots at Dorking and Clitheroe.  All MMB and Dairy Crest 
(the trading arm of the MMB) vehicles were registered in Surrey.  New chassis cabs would be 
delivered to the CMD where they would be fi tted with the tanks and ancilliary fi ttings.  The 
tank, always known as the vessel, would then be calibrated for measurement by dipstick.  This 
entailed measured amounts of water being put into the vessel and then dipped until the vessel 
was full.  A very time-consuming affair, staff were very relieved when fl owmeter measurements 
of milk fi nally became accurate enough for this practice to be abandoned.  The vessels were 
remounted from older chassis returned for resale.  They were refurbished at the CMD prior 
to fi tting on new chassis.  The vessels are stainless steel welded construction, insulated with 
polystyrene sheeting and clad with aluminium then fi nally painted.  Collection of milk from 
the farm tank was by vacuum to eliminate pumps and possible contamination of the milk.  
Obviously cleanliness is of the highest importance.  This is why the vessels are round and 
not oval.  The vehicles were originally fi tted with electric vacuum exhausters that drew large 
currents while in use.  As can be imagined creating at 16” vacuum in a large vessel such as 
these required quite an effort.  The necessitated fi tting alkaline cell batteries to cope with the 
deep discharge/charge rates needed in use.  Later vehicles of the type shown in the photograph 
were fi tted with an hydraulic vacuum exhauster with the oil pressure provided from a reservoir 
and driven by an auxilliary drive from the gearbox.  Thus the normal battery would suffi ce.  
This gave a considerable weight saving allowing a few more gallons of milk to be carried.  The 
tanker shown in the picture would carry around 2000 gallons of milk/water.  Unloading of the 
tanker would usually be carried out by pumps at the dairy.  In an emergency and at smaller 
dairy premises the exhauster could be reversed and act as a pump to create pressure in the 
vessel and “blow” the milk out !
 By the time this particular vehicle was sold off the drop in numbers of farms producing 
milk and the increasing use of larger 6 wheeled tankers meant many of these smaller vehicles 
were taken out of service at quite a young age.  Prior to the demise of the MMB in the mid 
nineties the CMDs were closed and the tankers built by outside contractors or hauliers such as 
Wincanton Transport.
 Another point perhaps not appreciated is that these vessels do not have any baffl es 
inside.  To enable effi cient cleaning of the vessel there were no internal projections or parts.  
From personal experience I can tell you this gives rise to some unusual handling characteristics 
when the vessel is about half full.  When I fi rst trained on one of these vehicles the experienced 
driver told me to “change gear with the milk.”  This meant that when changing up wait for 
the surge of milk forwards before letting the clutch out.  Failure to do this could well mean 
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that as the milk surge went rearwards the drag on the engine was such that you had to change 
down again.  The effect when cornering was also rather worrying as when the vehicle “leaned” 
into a corner it would be pushed further as the milk rose up the side of the vessel.  I can well 
remember the strange feeling when stopped at traffi c lights etc. as you were gently rocked up 
and down as the milk ran front to back.  Other motorists would often look in surprise as they 
sat alongside you waiting for the green light.  An emergency stop could be really exciting as 
the force of the milk would bang hard against the front of the vessel in a frightening manner 
sounding as though the vessel would be overtaking you !

Thank you, Roland,  for such interesting feed-back on the tanker picture. Who can supply us with 
similar information on this view of a Spillers Milling Leyland Constructor, (type 30-22) registered 
F786 ORK ?                       (T.A.Brown) 

From Ian Manning, Portugal
 Torque 20 showed a scene on the back cover of a construction site in Portugal, 
with Leyland Super Hippo tankers hard at work. Thanks to some investigation by Ian, we 
are able to give more details of this fl eet which was owned by Hidro Electrica do Cavado, 
a Lisbon based company.
MT-92-50 chassis no.590066 new 5/59 OP-16-33 chassis no.590065 new 7/59
MT-92-51 “ 583720   “   5/59 OP-16-34 “ 590529   “    7/59
MT-92-52 “ 590251   “   5/59 OP-16-35 “ 590511   “    7/59
MT-92-53 “ 590260   “   5/59 OP-16-36 “ 590021   “    7/59
MT-92-54 “ 590270   “   5/59 OP-16-37 “ 590470   “    7/59
MT-96-79 “ 590257   “   7/59 TO-35-11  to be identifi ed.  The dates
MT-96-80 “ 590064   “   7/59 above are those of fi rst registration.

From Bernard Coomber, Cleckheaton, West Yorks.
 As anyone who knows me will tell you, I’m a lorry man through and through, but I 
have been known to cast an occasional glance at buses and coaches, especially those sporting 
a Leyland badge.  So imagine my surprise and delight, when passing through the Languedoc 
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region of southern France, I came across this old girl looking a bit sad and neglected on the 
edge of a trading estate.  It was a Sunday so there was no one around to enquire for details, a 
quick look round externally and she looked pretty sound, wouldn’t take much to get back on 
the road again.  I was intrigued to know how she got there, and about her earlier life, around 
the Potteries I would imagine.  I feel sure the Society’s bus men will be able to come up with 
the answers.(The location is a tyre dealer’s premises, Pneu D’Oc, selling new, re-treaded and 
second hand tyres - RP)  Photo by Bernard Coomber.

From Lawrence Macduff, Kilmarnock
 I enjoyed David Hunt’s article on Leyland wheel trims.  Can I make two comments.  
Though no mention is made of this, a smaller diameter front wheel plate and rear hub cover 
were manufactured to suit the Leyland Tiger Cub from 1952 onwards and the majority of 
customers in Scotland – Edinburgh and Aberdeen Corporations, and Walter Alexander & Sons, 
specifi ed these for their deliveries.  
 Secondly the Leyland National did not feature the fi tment of wheel trims.  While 
a standard rear hub would take rear covers, the utilitarian front wheel style used did not 
accommodate the front wheel nut plate.   This was detrimental to the appearance of the National, 
whose low and long sleek lines would have suited such fi tting.  I enclose a picture (seen on 
opposite page) of my employer’s Mark 2 Leyland-National, RRA 221X, which I “dressed” 
for photography and the difference the trims make is readily apparent.  While our wheels are 
painted the same as  the body colour, other operators using contrasting wheel colours would 
benefi t even more from fi tting of trims.  Smart wheels make a bus and Leylands really did 
benefi t from these pleasing wheel trim designs.  (Hear, hear ! – Ed).

From Martin Perry, Bromyard, Herefordshire
 I was very interested in the article in Torque 21 by David Hunt on Leyland Nutguards 
and  Hubcaps.  I have a small collection of these and would like to add two observations to 
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David’s excellent chronological resume of 
styles.
 The “solid disc” style he correctly states 
as coming in two sizes, but does not make 
clear the essential difference, i.e. small were 
intended for eight-stud wheels and large for 
ten-stud wheels.  Thus the Tiger Cub and L2 
Leopard used the small diameter embellisher, 
whereas the PSU3/4/5 Leopards and Panthers 
used the larger size.  For lorry applications the 
smaller ones can fi t Comets, whereas Beavers, 
Octopus etc. would take the larger size.
 My collection includes a style not 
mentioned by David, which is of the larger 
diameter and taken from an ex-Ulsterbus PSU3 
Leopard bus and features the UTA (Ulster 
Transport) logo as its central motif – photo 
above right. As this is identical in every other respect to the standard Leyland cap, I have 
no reason to assume that these were not “original equipment” on Ulsterbus Leopards, and 
wonder whether there were any other examples of such wheel-discs that were specifi c to a 
particular operator.
This photo of Leyland-
National 2 RRA 221X, 
originally new in 1981 
to  Trent Motor Traction 
Company, but seen here 
with its current owner 
Docherty of Irvine, 
shows what a difference 
a smart “traditional” 
livery and front wheel-
nut gaurds make! It is 
seen at Crosshouse in 
March 2001.
         (L.McDuff)

From David Harvey, Dudley
 In Torque No.20, there is an article on pages 12-15 by Peter Jaques and Ron Phillips 
entitled “Birmingham’s Trackless & Titan”.  Barry Ware, the well-known preservationist and 
I discussed some of the detail in the article concerning the Titan TD1 bus.  His comprehensive 
notes taken from the record cards when they were still with the City Transport Department 
and my own notes appeared to suggest the same conclusions regarding the origins of No. 99 
in the Birmingham fl eet.  This our version:
 Chassis 70743 of 12/1928 was the one onto which the Short H26/26RO body from 
AEC 504, 159 (OM 9573), dating from 11/1925, was mounted.  It “nominally” arrived in 
Birmingham on New Year’s Day 1929 and entered service on 8/1/1929.  It ran as fl eet number 
159 with the AEC’s registration (OM 9573) until June 1929.  The switching of the identities 

      An Ulsterbus nut gaurd ring for a Leopard.
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of chassis and registrations was not that uncommon among the larger operators in the 1920s 
so there was nothing particularly cavalier about this event.  The original Short Bros.body was 
reunited by BCT with its original AEC 504 chassis numbered 504073 between 20/9/1929. 
when body renovation began, and 29/9/1929 when the original 159 re-entered service again 
in its original guise.
 The Titan TD1 chassis 70743 might or might not have gone back to Leyland Motors 
as this chassis was registered by Birmingham C.B.C. motor taxation offi ce as OF 5483 in 
September 1929 as a van operated by the Dunlop Rubber Company, Holly Lane, Birmingham.  
As Leyland had an agent in Witton it would appear that the chassis 70743 went directly to them 
prior to almost immediate sale to Dunlop.  (See also Odd Bodies). (A low-resolution photo of 
Titan van OF 5483 has been seen, but is not suitable for reproduction.)
 The replacement chassis was 70583 which was supplied in August 1929 and it was this 
which was registered OF 3959 which was the fi rst of a block of 41 registrations, (OF 3959-
3999) reserved by the Corporation.  The replacement Titan TD1 was given the fl eet number 99 
in the 91-99 series of fl eet numbers which were allocated to demonstrators.  It entered service 
on 29/9/1929 having been fi tted with a Leyland L24/24R body. The bus 99 was photographed 
by Leyland Motors prior to delivery to Birmingham with the incorrect number plate with 
the registration from the other chassis, OM 9573 (on photographic plate 6650), which is the 
one published in Leyland Torque on page 12, suggesting that Leyland had a record of this 
registration.. Leyland photographic plate 6651 is a nearside rear view taken at the same time 
and on this photograph there is no registration number shown.  Yet a BCT offi cial photograph of 
No.369 taken in Birmingham about the time the bus arrived there has a registration transferred 
onto the top of the rear platform window in the centre.  This is clearly OF 3959.
 It would therefore appear that the bus which became 99 (OF 3959) was nothing to do 
with the strange combination which had been numbered 159 (OM 9573), and was a completely 
new vehicle.  This means that “two registration numbers, two bodies and four owners” is not 
correct. 
  Finally, re-19 (OV 1175).  Although this prototype TBD1 trolleybus originally had 
the chassis number 65036, it later had the number 70682.  The provenance of the body has 
some doubt as it has been quoted as having a Leyland designed body constructed by Short 
Brothers.  Who initiated the development of this Leyland trolleybus is more convoluted than 
told here-in, with the cost of the vehicle being subscribed to by Leyland Motors, GEC of Witton 
and Birmingham Transport Department.  As the Corporation only had three months use out 
of No.19 between 20/5 and 18/8 1931, they must have gained some fi nancial recompense for 
their involvement as the original order for the half-cab Leyland TBD2s was increased from 
ten vehicles to eleven.
(David refers above to the “change” of chassis number by OV 1175. This is probably incorrect 
as the trolleybus chassis 65036 was one of the experimental series (see Torque No.8 p.10) 
replaced later by a standard Titan chassis 70682 fi tted with the Short body providing a 
“bargain” for Jersey Motor Transport  RP)

From Roy Marshall, Burnley
 Re Torque No.21, page 48, it will be noticed that the Crosville 1930 Titan TD1 
carries a pre-Road Traffi c Act local authority hackney carriage plate.  At this time the fi nal 
Construction and Use Regulations had not been settled and other emergency exits were a matter 
of local choice; I would suggest that this is the reason, or a local authority stipulated it as a 
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requirement.  I recall full width mudfl aps in the early post-War period and did not consider 
them uncommon.
 Re the Eastbourne article in Journal No.5 – Well, it had to happen again I suppose.  Way 
back in 1930 the manager of Southampton Corporation Transport wrote to The Commercial 
Motor pointing out that they had experimented with a 12 seat Daimler motorbus in 1901.  I 
also have a note of a MMC Granville on trial in August 1900.  Therefore Eastbourne was the 
fi rst municipality to introduce and continue to operate a motorbus system.

From Michael Plunkett, Ashurst, Steyning
 I have been trying to pursue the rebuilds of Scottish Motor Traction open stair Titan 
TD1s but I have only limited sources of gen. on the Scottish fl eets and as you probably have 
found, there aren’t a lot of photos around.
 So my suggestions are that it was only SMT which did the DIY semi-enclosures at some 
date in the mid-late 1930s (when the projected lives of the vehicles didn’t justify the expense of 
a full back-end rebuild, which had been done (earlier?) on some Titans.  One such appears to be 
SC 3347 which has also been modifi ed to eliminate the piano front and has received outswept 
skirts and metal rain louvres over the windows.  SC 3344 however is one of the make-do-and-
mend variety.  The extraordinarily crude panelling especially where it is bent to accommodate 
the staircase handrail shows ingenuity rather than coachbuilding skill !  One possibility is that 
the open stair vehicles were pretty miserable in the Scottish winters for both passengers and 
conductor, (a travelling bus pulls air in at the rear, hence the lower saloon doors on early TD1s, 
e.g. for Lincoln and Glasgow; or for exclusion of road dust in the case of the open-top TD1 in 
the south).  I have personal recollections of early morning journeys to school in the winter of 
1947, huddled in the smoke fi lled top deck of Thames Valley’s open-stair Titans, the windows 
opaque with ice inside, these buses having spent the night in an open yard.  The staircase rail 
was untouchable !
 W. Alexander & Sons on the other hand, who acquired a large number of TD1s in the 
late 1930s, rebuilt open rear ends to a close approximation of Leyland’s own design, though 
a few open-stair vehicles escaped the treatment until sold, for example ex-Wallasey HF 6041 
subsequently operated by Thames Valley.
 The vehicles depicted were sold by SMT in 1948 to the Victory Omnibus Co., Romford. 
SC 3347 (J 23) had been fully enclosed, SC 3344 (J 20) remained open-backed, but both had  
oil engines.

Former SMT TD1 
buses rebuilt in 
contrasting styles.
SC 3347 (left) has 
lost its piano front, 
has rain louvres 
and other changes 
to its Leyland body. 
SC 3344 (on right) 
has a crude “do-it-
yourself” rear end 
rebuild.
See also page 48.
   (V.E.Blackmore)
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From Philip Groves, St. Leonards on Sea
 I was overjoyed to fi nd the piece about the buses of Eastbourne in Journal No. 5.  Not 
only do I live now about 15 miles from that town but I spent several holidays there or nearby 
up to 1973, the fi rst that I remember being as a boy of fi ve in 1931.  My parents used to like 
Eastbourne and we spent holidays there in 1931, 1932, 1937, 1938 and 1939 before the war 
and I returned there in 1946 and 1950, after which there was a long gap until 1964. 
 As a boy of fi ve, I was interested already in buses, nurtured, I think, by the Dennis Es and 
Crossleys in the Rochdale fl eet where we lived until 1937.  (Not many Leylands in Rochdale 
and none at all before 1936, when two TD4c/Weymann arrived).  I could not understand why 
Eastbourne buses did not seem to have fl eet numbers, but in 1932 we boarded the then brand-
new Titan TD2 No.80 and went to the front of the lower saloon and looking up I saw the number 
80, high up on the cab side in black fi gures and totally invisible from the outside except if you 
were standing on the pavement close to the bonnet.  For that reason I always had a soft spot 
for that TD2.
 Also on the 1931 and 1932 holidays we rode on a few bonneted open top Leylands and 
the top covered HC1163, all of which were on pneumatic tyres by that time (very few photos 
of these buses on pneumatics exist), but sadly I never managed to get one of the seats alongside 
the driver on the open-toppers; which were available for use by passengers.  The photograph 
you have included of HC1163 on page 5 was available as a Pamlin Print in 1964 and I bought 
at least one copy of it at a shop in Seaside in Eastbourne that year.  The driver was sat in a cab 
which was built into the lower saloon, somewhat after the fashion used on London trolleybuses 
built between 1934 and 1937.  That bus and the open top Leylands had a high pitched “thin” 
gearbox whine in indirect ratios.  I suppose that the only open top buses by the 1934 season 
were some of the 1924 Specials, 16-20.  I know that 1934 was the last year that any bonneted 
open toppers were in service.
 I don’t remember too much about the PLSC Lions as the services predominantly were 
double-decked, but I was delighted to see Lion No.58 at Eastbourne on Sunday, 13th July.  It is 
a remarkable restoration.  I spoke to Brian Brown about it and he told me that he had brought 
it down from Bedfordshire on a low-loader, and it took part in the Parade along Eastbourne 
Sea Front during the afternoon.
 I am afraid that there is a slight error in the caption of the top photograph on page 10.  
No.66 was the fi rst of the second (1931) batch of Hybridge Titan TD1s.  There had been a 
batch of Hybridge TD1s in 1930, 60-65 of which No.64 was so badly damaged in an air raid 
in 1943 that it had to be rebodied by East Lancs, along with No.75 of the 1931 batch.  The 
photo of TD2 No.80 on hire to Lancashire United during the war reminds me that I saw one 
of this batch, either 76 or 79, in Walkden in the summer of 1941, also on hire to LUT.
 I remember from our 1939 holiday the LT8 Lions (11-15)  being new and the fi rst one, 
No.11, in particular was used on a service between the Pier and Hampden Park.  No.12 also 
appeared on that service in 1939 and I did see 13-15 during the holiday.  When 13-15 had 
fi nished their war service they all appeared with Middlesex registrations with independent 
operators with their original bodies and petrol engines and one, at least, was being preserved 
in the 1970s still with petrol engine.
 The AEC Regent II, No.19 (Leyland photographer, page 13) was new in summer 
1946, not October.  I remember seeing it during my holiday that year in July.  How roomy the 
Eastbourne Corporation double-deckers seemed with just 48 seats.  Particularly so were the 
Leyland bodied TD3c, TD4c and TD5c types.



Winter  2003 LEYLAND  TORQUE  No. 22 45

PHOTO OF HC 1157
(Not brilliant but very important!)
Here is the picture of HC 1157 referred to on page 5 of Journal No.5, but which didn’t make 
it into the magazine due to last minute restrictions on space.  It is a 1916 War Offi ce Subsidy 
chassis, heavily rebuilt to forward control and with pneumatics, and rebodied by the Corporation 
in 1928.  It lasted in service until 1935 – Quite a rarity!
Peter Greaves, Hook, Hants
 Another excellent edition of Torque No.21.  In particular the David Hurley/Harrington 
photo of the “Spencers” Royal Tiger was of great interest to me.  For years I have been compiling 
details of Oldham coach operator’s fl eets and company histories.  Indeed, Spencers were an 
Oldham based company in 1950; they originally came from Bury as Stanley Spencer’s Tours, 
but in the late forties Eddie Holden became owner.  He already owned Tom Shaw (Greenfi eld) 
Ltd. who also operated from Union Street, Oldham – Shaws and Spencers were both based there.  
Holden later bought Happiway Tours and moved his extended tours businesses to Manchester 
along with that part of the Happiway business.  
 However, neither Shaws or Spencers owned a Harrington bodied Royal Tiger.  The body 
itself is unusual, as all but one of the Harrington bodied Royal Tigers had central entrances.  
The only one with a front entrance was chassis no. 502964, registered MTE 383, the fi rst owner 
being G.H. Hoyle & Sons of Haslingden.  Harrington body number was 838, in a cream and 
red livery.  The MTE registration series was issued in November and December 1950, which 
fi ts in with the date of the photo.  It was a Show model as you suggest in Torque.  I bet Michael 
Taylor has a photo of MTE 383 though! (Yes he has, and here it is! – Ed.)   Well done with a 
fi ne magazine which continues to maintain such a high standard.

From Fred Boulton
 Re the T42 and T45, after the “Marathon” or T25 programme, a team was established 
to look into the next generation of trucks from 6.5 to 44 tonnes.  The concept study for heavy 
trucks was called T42.  At the end of the study, the proposals were considered too advanced in 
some ways for the current market conditions.  Some of the systems studies were carried forward 
on T45 and some which had been proposed against “worse case” legislation were shelved until 
needed.  The reports were broken down in the standard Leyland modular system format and 
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were very detailed.  They became known as “the yellow books” and the pile of yellow folders 
stood about 18 inches high if you had the complete set.
 The management team was led by Keith Hemmings as Executive Engineer, Advanced 
Vehicle Engineering and included Bill Lowe: Executive Engineer, Advanced Body Engineering, 
myself in a similar position for Chassis and representatives from Engines and Transmissions.  
I recently discovered the master set of yellow books, formerly held by Keith Hemmings are 
now with John McCullum of Leyland.  They may be the only remaining copy and give great 
insights into how Leyland saw the industry developing technically.  Some of the concepts 
within T42 would still be considered revolutionary today, almost 20 years on.  If anybody is 
researching T45 they would be well advised to contact John via the Editor.

From Mike Fenton, Holmfi rth
 Torque No.21, page 37 – Eric Ogden is right to question the UK owner of the Leopard 
PSU3 with Plaxton body in Malta illustrated in Leyland Torque 20, page 45.  The correct version 
is Tatlock of Radcliffe (as mentioned in the text on page 36).  According to my fi nal draft of 
the article, I made no reference to its former UK operator.  The PSV Circle publication OG99 
may be the source of the error as “Fairclough, Radcliffe” is given here as the former owner.

From Roger Barton, Luton
 Just a quick note re Torque No.21, page 44.  The picture of LMG 184 is clearly with 
Canham’s of Whittlesey, ex-Valliant.  It was still intact at Canham’s in 1981, but I don’t know 
if it survived.  It was parked at the premises of Embling, Guyhirn, near Wisbech, who bought 
the Canham business.  I have it down as ex-Eastbourne 15 – JK 8421, not No.14.
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FOR  SALE
Brake Drums - John Hunt from Sheffi eld writes to say that it has been necessary to replace 
the front wheel drums on his 1939 Leyland Titan TD7. New brake drums were made using 
the originals as patterns (Leyland Part No. X 84186).  This part number may be common 
to other models produced at around the same time (1939) for example the Tiger TS8.  He 
would be prepared to make the new pattern available to members who may wish to use it, 
but naturally would wish to be reimbursed for part of the cost involved in setting up.  His 
phone number is: 0114 2368236.
Pair of Lucas “King of the Road” brass sidelights removed from United Auto Leyland 
TD1 fi fty years ago.  4˚” diameter with twist-on rims, complete but require renovation.  For 
sale for restoration project only.  Contact Bob Kell on 0191 384 5146 (Durham)
1936 Leyland Retriever/Terrier petrol tank, 30 gallon capacity, brass ends, copper mid-
dle.  Approx. 9in. wide, 30in. tall and 41in. long.  £120 – Contact Tommy Green on 07702 
999037 (Lancs).
Catalogues – Heavy Duty Goods Range – Beaver, Steer, Hippo & Octopus.  Issued 
October 1946, Leafl et No. 600, with specifi cation sheets for each model inside rear cover.  
Heavy Duty Trucks, issued June 1955, Leafl et No. 733.....and
Tools for Leyland Vehicles – Illustrated catalogue, undated but Leyland’s Chorley Advice 
Note dated 3.10.47......and
Leyland Journals – 1946, November – 1949, July – 1961, May – 1963, February. Registra-
tion Books (the original buff ones) 4 available, all 1945 to 1950.
Anyone interested in the above, please contact David Ellnor at The World of Motoring 
Books on 01524 762271. (Lancs).
Photographs of Leyland and Leyland DAF goods vehicles available to members at a 
special price of 40p each – send sae to Gordon Blunden of 8, St. Andrews Road, Basing-
stoke, RG22 6PS for list of those available.

WANTED
For restoration project, not Leyland, three pre-1950 Leyland front wheel nut cover rings.  
Rings with broken lugs most acceptable as the lugs would be removed in any case.  Contact 
Bob Kell (see below).
1930s Leyland 8.6 oil engines use “fl exible driving discs” (Leyland term) in the drive 
to dynamo and water pump.  These are reinforced rubber 5˚” diameter, 4 hole drive at 4” 
centres in thick (3/8”) and thin thickness.  Leyland part numbers are for E 136 and E166 
engines X21387 (A) and for the E136 water pump drive no.60154 - does anyone know of 
a source?  Contact Bob Kell on 0191 384 5146.

SUNDAY 11th JULY 2004
Celebrate ‘Leyland 120’ with us

At the Leyland Trucks site at Leyland
and the BCVM Museum
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 One of the most bizarre rear ends on a Leyland bus with a Leyland body is seen 
here on SC 3344, whose crude rear roof and panelling were added by its owners, SMT,  at 
a date unknown, but probably in the mid or late thirties. After sale in 1948, this bus ran for 
a couple of years with the Victory Omnibus Company of Romford, Essex, with whom it 
is seen in this picture by V.C.Jones taken in June 1949. There is further reference to this in 
Letters to the Editor on page 43.

THIS EDITION OF LEYLAND TORQUE
 We are constantly looking for space in our pages to include all that you send in. In 
order to keep a balance of subjects, we try to include history, trucks, buses, reader’s requests 
for information, and interesting photographic material in every edition. This means that 
sometimes an item is held over, to achieve balance. This edition of Torque is set in a slightly 
smaller print size than hitherto has been used throughout the whole magazine, and this has 
allowed us to squeeze in a few more words and print one or two pictures to a slightly larger 
size.It is hoped that this slight change will meet with reader’s approval. 

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 Spring 2004 issue should be sent to the Editor by 21st January 
2004, please
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