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 Thank you for the enormous number of letters which I have received this quarter. 
We have a bumper Letters section in this issue, although we have been rather light 
on correspondence relating to Odd Bodies and Food for Thought items.  Do please 
write in with whatever information you may have and new items for Leyland Torque 
- they are always very welcome, as of course are features on goods vehicles.
 I have been fortunate to save a run of 19 “The Leyland, She’s a Lady” calendars, 
(1945-1963), which had been dumped in a skip following a garage clearance.  They 
turned up on an Internet auction and I was able to buy them at a reasonable price 
(hardly Michelin calendar prices !).   Do any readers know any more about the Leyland 
calendars, when they were produced from and to, and do any more exist other than 
the original paintings held at the BCVM ?  Collecting all this Leyland memorabilia 
can all add to the content of future issues of Leyland Torque, although you may not 
appreciate one of the calendars appearing under the “Odd Bodies” section!   
 Don’t forget our Fourth Leyland Society Annual Gathering at Wroughton on 
27th and particularly 28th July - let’s make it another good event and an excellent 
excuse for Leyland-minded enthusiasts to get together.

            

                 Mike Sutcliffe, Editor
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EDITORIAL

FRONT  COVER
The Editor has provided the front cover picture for this edition, in every sense ! He 
took the picture, of course, but before that he had to rebuild the chassis and build a 
new body. This magnifi cent  restored Leyland SG7 with Leyland body made its fi rst 
appearance at  Brighton in May, and will appear at Wroughton at our July Gathering. 
(See also pages 29-30)              (Mike Sutcliffe)     
                  BACK  COVER
An overhead view of a fi ne Leyland Octopus 22O/1 (RTB 879) supplied new as a bulk 
grain carrier to James Sumner and Co. Ltd. of Chorley, in August 1953. The body 
was built by Fowler.                                      (BCVM Archive)
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     FROM THE CHAIRMAN    
    

          

            
MEMBERSHIP  RATES

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

  I am pleased to report that the matter of the Leyland Society becoming 
an incorporated  body is progressing well, we are now awaiting a response from our 
Solicitor.
  I am sure everyone is aware that the proposed book on Leyland fi re 
engine history and production is well in hand. In an attempt to provide as much 
accurate information as possible help is still recquired on a small number of brigades, 
particularly those in Yorkshire. If anyone has photographs or knowledge of registration 
numbers of the Leylands supplied to the following brigades will they please get 
in touch with me as soon as possible. The brigades (with delivery dates of the 
machines concerned) are : Ilkley, Oct.1922; Ilkley, Nov. 1922; Halifax, April 1923; 
Hebden Bridge, March 1924; Doncaster (chassis number required as well !!) circa 
1923; Harrogate, (chassis number required as well!!) circa 1923; Skipton, Nov.1924; 
Wombwell, Dec.1924; Yeadon, May 1925; Mexborough, June 1925. All help will be 
acknowledged.
  The response from members for our event at Wroughton on Saturday 
and Sunday 27th/28th July has so far been very disappointing. The committee are 
having to consider if this event at this location is what members want!
  Organiser David Berry is willing to accept correctly completed entry forms 
for the event up to and including the 18th July and despite our current lack of entries 
for Wroughton I hope to meet as many Society members as possible over the two 
days. Don’t be shy - make yourselves known at the Society stall - all are welcome.
  Finally, the Society Annual General Meeting will take place on Sunday 
27th October 2002 at the Museum of British Road Transport, Hales Street, Coventry, 
1.00 pm for a 1.30 pm start. Resolutions to reach the Hon. Secretary by Monday, 16th 
September 2002.

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

CLOTHING
The Society can currently offer the following clothing bearing the “Leyland Motors 
Ltd.” logo in Silver. Please Note when ordering  clothing  allow up to six weeks 
for delivery as these items are all produced to individual orders. 
Polo shirts (short sleeved), in Burgundy, Royal Blue, Bottle Green, Navy Blue, Red 
& Black.
 Sizes: Small, Medium, Large, XL & XXL.     Price £15.99 
 All plus £1.50 per item P & P.
Sweatshirts (in three styles) in Burgundy, Bottle Green, Navy Blue & Black. 
 Raglan Sleeve:   £18.99
 Open Hem:   £18.99
 Placket (with collar) £21.99
 Sizes: Small, Medium, Large, XL & XXL.  All plus £1.50 per item P & P.
Body Warmer/Gilet (fully lined medium weight) Available in Navy or Green.
 Sizes: Small, Medium, Large, XL & XXL.   £24.99  
 Plus £1.50 per item P & P.
Baseball Caps. (Navy Only) £9.99       Plus £1.50 per item P & P.

BACK  NUMBERS
 Back Numbers of Leyland Torque and the Society Journal, together with Binders 
for Torque - these are all available from Mike Sutcliffe. Details are on page 47.
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 At the 1978 Motor Show, Leyland exhibited a version of the National powered 
by the well-tried 0.680 engine. It was in fact the intention to instal the new TL11 unit 
in the National, but a horizontal version was not ready at the time. The prototype 
vehicle was chassis no.05531 (later registered as NCW 800T with the Ribble fl eet)  
and was also identifi ed as B44-04. It was built to the “B” specifi cation of the Mark I 
series as standard, and the roof pod now became an added extra. Development work 
continued during 1979, and towards the end of that year the production line at Lillyhall 
was closed down to allow for the changeover to the revised model. The last Mark I 
had chassis no.06651.
 The Mark II Nationals are distinguished externally by having a more bulbous 
front end as the increased size of the 0.680 or TL11 engine required the radiator to be 
repositioned. The logical place was at the front, a move that had already been made on 
some overseas versions of the Atlantean and on the then new Olympian. To do this on 
the National without major modifi cation of the body structure simply meant bringing 
out the front end below the windscreen, extending the overall length by 30cm.
 

Ron Phillips reviews the re-vamped National 

 

A Mark 2 National built 
as a demonstrator to 
Saudi-Arabia, one of 
the few to go abroad. It 
is seen at the dealers yard 
of Paul Sykes, Barnsley, 
with a Baghdad AN69 in 
the background, after its 
return. A new skirt panel 
has been fi tted between 
the axles, otherwise it is 
in a pale blue and white 
livery. (Chassis 06800)
    (Photo Ron Phillips) 
                            

 The Mark II Nationals were mainly delivered to British operators. The fl eets of 
the National Bus Company were by this time saturated with Mark Is, and many took 
“penny numbers” of the new model.  Several new customers outside the group, on 
the other hand, purchased substantial batches. There was only one signifi cant batch 
that was delivered abroad, a repeat order from P.S.T.C. in Trinidad. 
 The poor sales of the bus encouraged the development of railcars for British 
Rail, using the National body as the basis for the structure. These are really a separate 
story, although railcars were not something new to Leyland, there being a history of 
construction of railed vehicles dating back to before the First World War. There was 
also an attempt to build National railcars for use abroad  and several prototypes were 
made. 
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 There was a total of 1184 Mark II Nationals built, over a period of fi ve years, 
from 1980-1985, but only about fi fty were put into service in the fi nal two years. In 
the fi nal 100 there were a number fi tted from new with Gardner engines, designated 
as NL116HLXB, whereas the standard model carried the NL116L11 or NL116AL11 
prefi x.
 Production of the Mark II National never matched that of the earlier model. 
The  recession in the bus industry, later to be re-inforced by the run up to deregulation 
which included the cessation of the Bus Grant Scheme, the breaking up of many of 
the long-established British regional bus companies, meant there was weak demand 
for large single deck buses. It was also probably realised that the integral National 
was infl exible, although there was a last minute attempt to introduce the option of 
a Gardner engined version. This followed the installation of “foreign” engines by a 
number of companies running older Mark Is.
 The real problem was that bus operators traditionally like to “tailor make” their 
buses and the National, produced like a car, could not be easily altered. The Leyland 
engineers, who had already developed a “bodyless” National in the form of the B21 
for sale overseas, now began to develop the Lynx, a chassis plus body vehicle which 
was intended to have a Leyland body but which could, if necessary, be bodied by 
outside coachbuilders.

Summer   2002    LEYLAND  TORQUE  No. 16

Widnes Corporation took delivery of the fi rst Leyland National (Mark I) used in a municipal fl eet; 
RTC 645L which carried fl eet number 1. The bus is now in preservation. Seen above is the very 
last Leyland National 2 to be built, and which also  joined the Widnes fl eet, by then re-branded as 
Halton Borough Transport. This vehicle (chassis 07835) was delivered without seats, and Halton 
had it fi tted out with luxury seating for 52. It took fl eet number 33 (C49 OCM ) and was painted 
in a ‘reversed’ livery. The next new Halton bus to be delivered, No.34, was an early Lynx. Halton 
also has the distinction of purchasing a large group of the very last Lynx 2s.
                      (Photo Paul Holmes)
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Preserved Wigan PD2/30 of 1958 No.115, with N.C.M.E. body, stands next to ex Warrington 
No.91, a 1985 Leyland Olympian ON6XCT/2R with East Lancs CH47/31F body, which is still 
in revenue service with Finches of Wigan.      (All photos by Ron Phillips)

Warrington PD2/40 Special No. 148 arrives at the depot on the shuttle service, whilst Leyland 
Panther Cub No.92 (KED 546F) loads for the tour of the town. Both vehicles display the red 
livery with white bands edged in black used for so many years by the Corporation.
                                      

 

 Warrington Borough Transport celebrated 100 years of municipal transport 
with two events in 2002. On April 21st, bus No.1 of the current fl eet, accompanied by 
WBT’s own preserved Leyland PD2/40 Special No.148 repeated the fi rst public tram 
journey from Rylands Street to Latchford. Then on Monday June 3rd, an Open Day 
was held at the Wilderspool depot, where there was a display of vehicles associated 
with the town, and other attractions. There was a town tour bus service and a shuttle 
service between the bus station and depot worked with historic vehicles.
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 For 78 of the 100 years Warrington has been a user of Leylands, starting with two 
SG7s in 1924, and currently running 16 Olympians. Notable machines have been the 
Leviathans (See Torque No.11), “vee-fronted” TD4s, rare acquired Waveney bodied 
Lions and Titans, PD1s with Alexander (Leyland sryle) bodies and others with pre-war 
M.C.C.W. bodies from Crossleys, uncommon PD2/22s and the unique batch of PD2/40 
Sp.Titans built to the 7 feet 6 inches width.  No PDR1/1 type Atlanteans were ever 
operated, but 34 AN68s were obtained new, and more secondhand. The SG7s and 
4 Panther Cubs (Nos.90-93) were the only Leyland single deckers purchased new. And 
fi nally, add to this mix a Retriever recovery wagon, GED 795, chassis no.307436.  

A notable visitor to the Open Day was the preserved 1939 Leyland bodied “Gearless” Tiger 
TS8c, ex Rawtenstall Corporation No.50 (DTJ 58). Seen from this angle, the Leyland all-metal 
bodywork shows an elegance of line rarely seen on modern bus bodies.
                                      

Another interesting visitor  was  Leigh Corporation No.16, a Lydney bodied lowbridge PD2, which 
is seen here leaving the depot at the end of the day. KTD 768 was new in 1949, and survived into 
SELNEC ownership twenty years later. 



 

 1934-1935 saw a widespread publicity campaign for the  torque converter, and 
the Leyland sales team succeeded in selling the “gearless” transmission to a string of 
customers, mainly in the north of England. Details of the  manufacture of the devices at 
Leyland is shown in the tables, and sight of the fi gures reveals that most HTC1s were  
returned for modifi cation, probably more than once, during the period under review. 
This was done by fi tting spare converters from a supply  built for this purpose.
 Fitting torque converters into new chassis began in the spring of 1934, and by 
May new problems emerged as the buses settled into revenue earning service. Those  
with diesel engines developed vibration when reverse was engaged, and many had 
leaks of fl uid as seals became faulty. In midsummer production was curtailed and 
a “campaign change” organised, to permit modifi cations to take place. Many of the 
existing turbines were removed, returned to Leyland, stripped down, modifi ed and 
reconditioned, and then refi tted.....a very expensive business. New TS6c and TD3c 
chassis being built in August for Chesterfi eld, Bolton and Birkenhead were equipped 
with standard gearboxes to enable them to be driven to and from the bodybuilders. 
They were subsequently equipped with converters before delivery to the customer 
when enough modifi ed units had been made. In the autumn of 1934 the crisis had 
passed, and the torque converter plant ( Department 4C of the  North Works ) then 
settled into a period of manufacture and remanufacture of HTC1s.
 Early in 1935, some work was done to alter the blade angles in the converters 
to  increase maximum road speed, and  there was a meeting with Messrs. Lysholm 
and Horney (1) with a view to a redesign of the existing bus version of the converter.  
In July 1935, production switched  from  the old design to the new HTC3.  The fi rst 
batch  into service, with Hants & Dorset in September, developed a new fault.  There 
was a tendency for these buses to become jammed in reverse gear, and some redesign 
of the mechanical linkage was urgently put in hand. As HTC1s came in for overhaul, 
new leaded bronze seals which had been developed for the HTC3 were fi tted, and 
these seem to have mainly solved the problem of leakage. However, at one stage in 
1935 it was reported that “men  at Plymouth and Wakefi eld are continuously employed 
on changing the anti-rattle springs” (on the reverse gear mechanism).  
 There was no attempt to replace HTC1s by the new design, and in early 1936 
reconditioning work on HTC1s was transferred from the Leyland works to Chorley. 
This then allowed the North Works to undertake reconditioning or repair of  HTC3s.
 In November 1935 a new torque converter, smaller in diameter, arrived at 
Leyland  from the Swedish makers for testing. It will be recalled that London Transport  
had asked Leyland to install a torque converter in the chassis of STL221 in February 
1934. This had been done to allow London to compare this form of transmission with 
the fl uid fl ywheel - pre-selective gearbox transmission fi tted by AEC. The new smaller 
converter had been ordered specifi cally for London’s requirements, and Leyland now 
expressed the hope that large orders for it would follow. The new turbine was tested 
on the bench, and work was put in hand to design and build a power-assisted control 

 
Production history of Leyland’s “gearless” transmission

8 



system for it. A signifi cant feature of this new device was the addition of a reverse 
free wheel, allowing the engine to be used as a brake when in the “converter” 
position. It was reported in October 1936 that parts were being prepared to fi t the 
“over-run” freewheel to the HTC1 in service with London in order to determine the 
suitability for this to be fi tted in ten converter vehicles on order (STD91-100). 
 Late in 1936/early in 1937 Leeds took delivery of 10 Titan TD4c (chassis 11123-
11132) and within three months the operator requested that the devices be taken out 
and normal gearboxes installed. The request was made in April, along with a similar 
one from Glasgow, in relation to 60 TD4c chassis delivered in 1936. During May the 
Service Department arranged for the Leeds buses to come to Chorley for gearboxes to 
be fi tted, but the request from Glasgow was resisted, and some minor modifi cations 
were suggested to improve fuel consumption. In October 1936 Glasgow Corporation 
were still concerned about the converter buses, and asked Leyland to give a quotation 
for a maintenance contract. Hants & Dorset, at the  same time, requested removal of  
torque converters in their Titans and substitution by normal gearboxes.  
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The way we were !  A Lytham St.Annes gearless Lion open single decker forms the background 
for this picture of a current member of the Leyland Society, Peter Hindle.

Late in 1937 “serious problems” were reported at Plymouth. Engineers were sent 
down and found the situation exacerbated by lack of local maintenance, but they also 
identifi ed improvements which could be made to the clutch mechanism. Following 
this, some experiments were conducted using an 8.6 litre engine plus torque converter 
and fl ywheels of various sizes to fi nd the optimum size of fl ywheel to eliminate clutch 
rattle.....experiments which were to lead to the TD6c specifi cation. A new design of 
clutch was built to use with the HTC3, but then it was decided to modify the existing 
design rather than to manufacture the new type, and the modifi ed design went into 
production from June 1938.
 A more radical solution was being sought to the clutch problem, however.  Late 
in 1937, the Leyland engineers obtained a Cotal magnetic clutch from the makers 
in France, and after various experiments the clutch was installed in the Tiger test 
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TABLE ONE
LEYLAND HYDRAULIC TORQUE CONVERTERS - PRODUCTION FIGURES 

 1934 1935 1936 1937 1938 1939 
 
January (26)   36  39 18 11 60 
February 34  40 12   0 19  55 
March 00   32 12   0  20 45
April 22 41 35 21 29 28 
May 31 61 66  48 45 36
June 33  34 44 56  23 45
July 20 14/26 63 75  23 36
August 20 38 36 38 17 25 
September 14 61 15 46 n/g 14 
October 38  86 38 38 22  10
November 35  79 11 45  21 20
December 33  39 27 27 24 17

 306 587 399  412 254 391

In July 1935, production of HTC1 ceased, to be replaced by type HTC3.
No separate fi gures are given for the railcar type HTC2, included in the above.

Provisional total: 2311.The fi gure for Jan 1934 includes those built in 1933.

TABLE TWO
HYDRAULIC TORQUE CONVERTERS - OVERHAUL FIGURES (North  Works)

 1934 1935 1936 1937 1938
January   26  9  6  11     
February  16  11 1 3    
March   24  15   0 0     
April  24 8 0   0      
May   23 0  0 0     
June   16 0 0  0     
July  27 6 0  0     
August  12 5 0 5     
September    18 3 0 n/g     
October  22  21 9 0 0      
November   18   18  4 0  0     
December   21  15 3 0  0
 61 240 75 7 19 Total 302

chassis in July 1938, and subsequently in a Middlesbrough Corporation Titan in 
September for in-service testing. After two months of satisfactory service, Leyland 
suggested to both Glasgow and London that they might like to try the Cotal clutch. 
However, more trouble was brewing as Sheffi eld began to complain of clutch  
problems, and early in 1939 London Transport decided to have standard gearboxes 
installed in STD91-100. For the time being the Cotal clutch was sidelined and a 
supply of modifi ed clutches was made to send to major customers experiencing 
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TABLE THREE
HYDRAULIC TORQUE CONVERTERS - OVERHAUL FIGURES (Chorley  Works)

    1936  1937  1938  1939 
January   0     14     15    15     
February    0     20     24    14    
March      0      15     18    15     
April      0     26       22    15      
May      7      29     28    15     
June      15        26      32     0     
July      12     36      20     0     
August     11     24     24     0     
September     19     20     n/g     
October     24     26     15      
November         19     23      28     
December      19     20     16

    126    279    242    74 =    721

trouble. Only a very small number of “production” Cotal clutches were made, and 
Sheffi eld installed one in April 1939, with Barrow, Burnley, Birkenhead and Plymouth 
listed as next to receive one  (in fact, only Barrow actually received a sample). 
 In June 1939, the Cotal clutch at Middlesbrough was examined after 50,000 
miles , and was found to be “completely worn out on the direct drive side and almost 
half worn on the converter side. The whole of the interior of the clutch was fi lled with 
sludge.” The Sheffi eld example was still giving satisfactory service, but the Barrow 
clutch was said to have electrical problems. Work continued on the Cotal clutch, and 
a revised design was tested in the “hack” Tiger chassis as late as December 1939 - 
March 1940, but the demands of wartime brought this work to a halt. It had already 
been decided in July 1939 to bring to an end the production of torque converters due 
to a lack of orders. A fi nal batch of 100 units was sanctioned, of which only 25 were 
to be fully assembled.
 A provisional total of 2311 torque converters built is shown in Table 1. The 
number of buses fi tted from new with converters is less than this, as we must take 
into account the HTC2 units built for railcars (these had no reverse gear), certain 
other road vehicles (fi re appliances, tower wagons) fi tted with converters from new, 
and spare units built for stock or supplied as “fl oat” to customers, and certain engine 
plus torque converter transmission sets supplied to customers for installation in their 
own vehicles. There were also a number of demonstrators which began life with 
ordinary gearboxes and were then fi tted with converters.  A future article is planned 
to trace the post-war conversion of many of the torque converter fi tted buses to 
ordinary gearboxes, much of this work being done by Leyland Motors’ service 
department.It is of interest to note that after a pause, reconditioning work on torque 
converters continued during the war at Chorley works.
(1) Lysholm and Horney. Can anyone throw any light on this change of name of the patentees ? 
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Feature edited  by  ALAN TOWNSIN

Please  send all correspondence via Mike Sutcliffe, the Editor.
  34. Bus models with “wrong” radiators  (fi rst raised in Torque No.13)
 Maurice  Doggett,  of  Purley,  Surrey,  points  out  another  oddity  relating  to
the  Tiger  RF  4964,  chassis  number  60103.  Thought  to  be  a  TS1,  dating  from
1928  and  shown  in  West  Yorkshire  Road  Car Co. livery on page 14 of Torque 
No.
15.  The  ‘bible’  style  of  destination indicator  shown  was  of  the  slightly  different  
style  favoured  by  Eastern Counties  Omnibus  Co.  and  indeed  the  board  itself  
was  that  for  ECOC service  218  between  Bury  St.  Edmunds  and  Brandon.  
Maurice  thinks  the photograph  dates  from  around  the  time  ECOC  was  formed  
in  1931,  the  bus having  been  owned  by  WYRCC  from  the  previous  July.  It  was  
evidently sent  to  visit  ECOC,  perhaps  to  receive  the  latter’s  style  of  destination 
equipment  in  the  Eastern  Counties  body  department,  later  to  become  ECW. 
The  existing  destination  board  used  by  WYRCC  did  not  include  the  lights  at 
each  side.  The  latter  thereafter  adopted  a  similar  though  not  identical  style, 
with deeper shrouds to the lights. 
 This  vehicle,  new  to  Weston,  of  Cradley,  must  have  a  strong  claim  to 
having  passed  through  the  hands  of  more  major  operators  than  almost  any 
other  bus.  In  addition  to  the  GWR  and  Midland  Red,  as  listed  in  Torque  15, 
it  passed  to  the  Keighley-West  Yorkshire  offshoot  of  WYRCC  in  1934  and 
was  sold  in  wartime  to  United  Automobile  Services  Ltd,  although  for  use  as a  
van,  being  recorded  as  placed  in  service  in  this  form  in  December 1944, being 
listed in its records up to the year ended 30th September 1947.
 In  regard  to  the  Premier  fl eets  based  in  London,  it  seems  that  Premier 
Omnibus  Co  Ltd  was  the  original  owner  of  a  total  of  33  Titan  TD1  models 
of  1929-30.  of  which  14  were  double-deckers,  all  but  one  bodied  by  Duple. 
The  other  19,  with  Duple  26-seat  coach  bodies,  were  transferred  to  Premier 
Line  Ltd,  which  had  20  Tiger  TS3  models,  some  also  with  very  similar Duple  
bodies,  before  all  of  the  foregoing  passed  to  London  Transport  in December  
1933.  This  does  rather  suggest  that  the  choice  of  the  Titan  may have  been  
infl uenced  by  the  possibility  of  using  them  as  either  double  or  single-deck;  in  
some  cases  the  chassis  numbers  with  either  type  of  body were drawn from the 
same batches.

  66. Lion, drawn by tooth power (fi rst raised in Torque No.15)
 Charles  Jones,  of  Chester,  identifi es  the  location  of  the  photograph  as  the
Chester  Castle  Esplanade,  the  clock  and  roof  profi les  in  the  background still 
being  there  today.  The  picture  is  thought  to  date  from  about  1936/7  but the
the nature of the event is not known. 
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  71.  Leyland Titan patent body
 Geoff  Lumb,  of  Huddersfi eld,  has  sent  in  copies  of  three  advertisements
from  the  period  when  the  Leyland  Titan  lowbridge  body  was  new,  the  two
Leyland  examples  contrasting  the  height  quoted  as 12ft 111/2 ins for the patent  
design  with  that  of  14ft  and  over  for  what  was  described  as  a conventional  
body;  there  was  also  a  remarkable  claimed  tilt  angle  of  51 degrees but there  is  
no  mention  of  the  bus  being  laden,  so  it  seems  virtually  certain  that it was not.
 A  measure  of  Leyland’s  achievement  is  an  advert  from  Short  Bros  of  
what it  called  its  “Low  Overbridge”  design.  The  illustration  is  of  an  ADC  507 
model,  a  straight-framed  chassis  with  this  type  of  body,  of  which  25  were 
built  for  Birmingham  Corporation  in  1927,  with  the upper-deck  having  sunken 
side  gangways  and  with  an  overall  height  of  14ft,  at  the  time  regarded  as 
impressively  low.  Short  Bros  did  build  some  bodies  with  a two-gangway similar  
arrangement  on  TD1  chassis  for  Manchester  in  1930,  these  giving a  similar  
overall  height  to  the  Leyland  version  -  and  indeed  there  were several  users  of  
the  idea  until  1931  when  the  patent  for  the  single  sunken gangway  appears  to  
have  run  out  and  it  became  generally  accepted wherever low overall height was 
required.

  72. Leyland trade plates
Geoff  Lumb  asks  if  anyone  knows  the  extent  of  trade  plates  used  by Leyland  
during  the  various  periods,  i.e.  B7K,  0175  TB   etc.  The  OP2  type overtype  
demonstrator  carried  the  0175  TB  plate  when  demonstrated  in Keighley  on  8th  
April  1922.  He  also  asks  where  else  this  bus  appeared  as  a demonstrator? 

If you have a copy of Doug Jack’s ‘ Leyland Bus,’ a fuller version of this picture appears on page 
39. In that instance the writer asks the question as to how the bus appears to be in public service, 
yet is carrying trade plates.               (BCVMA)
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  73. A Wilkinson double-take
 Bob  Kell,  of  Durham,  draws  attention  to  a  case  of  two  Leylands  
seemingly running  with  the  same  registration  number,  UP  5438.  On  1st  May  1931, 
Durham  County  Council  registered  a  Leyland  to  T.  Wilkinson,  of Sedgefi eld  
with  this  number,  and  indeed  Lion  LT2  chassis  number  51438 with  a  standard  
Leyland  32 seat  bus  body  ran  with  this  fl eet  as  number  16,  and  with  this  
registration,  until  December  1949  -  it  was  the  second  of  an  unbroken  run  of  
Leylands  which  continued  until  1958.  An  offi cial  Leyland picture  was  taken  of  
it  showing  the  fl eet  number  though  no  registration  is visible on the photo, which 
might itself be signifi cant. 
 At  much  the  same  time  in  1931,  a  Leyland  Titan  TD1  was  demonstrated  
to Gower  Vanguard,  of  Swansea  and  taken  into  their  fl eet  as  No.23.  Leyland
Motors  took  pictures  of  the  bus,  in  Swansea,  showing  its  registration  as  UP
5438 !  Bob  suggests  that  the  likely  scenario  is  that  Wilkinson  had  ordered the  
TD1  but  did  not  take  it  for  some  reason,  Leyland  supplying  the  LT2 instead,  
someone  forgetting  to  report  that  UP  5438  now  applied  to  the latter. He thinks 
the Titan was re-registered.
 The  only  candidate  in  the  PSV  Circle  TD1  list  seems  to  be  71773,  with
Leyland  48-seat  body,  listed  as  sold  to  Gower  Vanguard  in  1931,  the 
registration  number  being  shown  as  WN  3744,  though  no  fl eet  number  is quoted.  
This  registration  ties  in  with  a  date  of  about  spring  1931,  so  it seems   that   
rectifi catiion   was   swift.   Perhaps   the   then   new   Traffi c Commissioners  were  
not  willing  to  approve  double-deck  operation  on  the relevant  route.  As  Bob  
remarks,  Wilkinson  seems  never  to  have  operated  a double-decker. 

  74. Diverted export Titans and PD1/PD2 differences
 Tony  Hall,  of  Birmingham,  raises  questions  concerning  some  of  the  post-
war  Titans  with  Leyland  bodies  diverted  from  export  orders  to  home-market 
customers.  He  refers  to  the  30  buses  supplied  to  Salford  Corporation  in 1948,  
mentioned  on  page  37  of  in  ‘Glory  Days:  Manchester  and  Salford’  by Mike  
Eyre  and  Chris  Heaps,  published  by  Ian  Allan.  These  were  initially offered  as  
PD2  models,  but  Salford  preferred  the  7.4-litre  engine  to  the  9.8- litre  O.600  
and  they  were  supplied  as  PD1.  Tony  asks  at  what  stage  of  their building did 
Salford become involved.
 In  fact,   at  the  time  of  the  offer  they  had  not  been  built,  although  
material for  their  construction  was  probably  allocated,  the  fact  that  they  were 
originally for export giving a degree of priority.
 Incidentally,  there  was  a  small  but  key  difference  between  the  Leyland 
body  as  built  for  PD1  and  PD2  chassis,  the  former  having  the  cab  front panel  
extending  down  far  enough  to  be  at  the  same  level  as  the  front  edge  of the  
mudguard  immediately  behind  it,  whereas  on  the  version  of  the  Leyland body  
used  on  PD2  chassis,  the  cab  front  panel  was  cut  shorter,  leaving perhaps  6in  
of  the  wing  exposed.  For  over  half-a-century,  your  sub-editor has  wondered  
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just  why  this  should  be  so  -  a  Food  for  Thought  item  in  itself, indeed  -  might  
it  have  had  something  to  do  with  feeding  plenty  of  cool  air to  the  O.600  
engine  air  intake  from  the  gap  between  the  bottom  edge  of  the cab  panel  and  
the  wing,  though  the  E181  engine  would  surely  also  have benefi ted,  if  so?   
The  difference  applied  only  to  Leyland  bodies  for  these chassis  and  seemed  
virtually  infallible,  including  late  examples  of  the  PD1 which  still  had  the  
deeper  cab  panel  (hence  being  a  handy  identifi cation point),  the  only  exception  
known  to  AAT  being  the  prototype  PD2, registered  CVA  430,  which  did  have  
the  PD1-style  cab  front.  Indeed  its body,  built  by  Alexander  as  Leyland’s  body  
shop  was  not  then  released  from war  production,  was  the  fi rst  body  of  this  
outline,  built  for  the  second  PD1 prototype chassis which was then converted to 
PD2 specifi cation.
 Tony  Hall  also  raises  the point  of  six  Trent  PD2s  (CCH  620-5)  of 1951, 
which  had  half-drop  windows  whereas  by  then  sliding  windows  were  standard  
in  the  fl eet  - asking  if  they  were   also  frustrated  exports.  This  does  seem  quite  
likely and,  to  quote  another  example,  Ribble  had  42  of  the  8ft-wide  PD2/3  
model with  half-drop  windows  (and  more  of  them  than  usual),  diverted  from  a
South  African  Railways  order  -  there  were  other  similar  cases.  Sliding windows  
were  rapidly  becoming  more  usual  in  the  buses  of  most  British fl eets  during  
the  late  1940s,  though  there  were  exceptions  -  for  example, Southdown which 
had half-drops on its PD2/12 buses in the early 1950s. (See page 45)

  75. What were the Tiger TS5 and Lion LT4?
 We  have  had  an  enquiry  from John Bishop, Betley,  enquiring about   the  
TS5,  and  it  seems logical  also  to  mention  the  LT4,  equally  obscure  and  both  
evidently  related to  the  side-effects  of  a  new  generally  applicable  maximum  
length dimension  of  27ft  6in  for  a  two-axle  single-decker,  introduced  as  an 
aftermath of the Road Traffi c Act 1930, and in effect by about June 1931. 
 Hitherto,  local  authorities  had  powers  to  make  their  own  rules  to  some 
degree  even  though  not  always  exercised,  which  made  26ft  a  commonly- used  
maximum,  hence  models  such  as  the  Lion  LT2  and  Tiger  TS3,  with 16ft  6in  
wheelbase,  introduced  in  1930  and  designed  for  this  length.  The original  Tiger  
TS1  had  a  17ft  6in  wheelbase  but  soon  became  rare  for  users in  Great  Britain,  
where  the  TS2  with  the  same  wheelbase  but  a  short  tail could meet a 26ft length 
limit until the TS3 took over that function. 
 The  TS1  returned  to  favour  for  home  market  customers  wishing  to  take
advantage  of  the  27ft  6in  length  from  about  mid-1931,  while  the corresponding  
Lion  was  the  LT3.  For  the  new  generation  of  models  with fully-fl oating  rear  
axles  and  other  changes  announced  in  late  1931,  the standard  Tiger  version  
became  the  TS4,  again  17ft  6in  and  intended  for  the full  new  length.  It  seems  
that  at  fi rst  it  may  have  been  intended  to  offer  the Lion  initially  as  a  16ft  6in  
model,  type  LT4,  although  in  the  event  this  was very  rare  in  Britain,  and  in  
practice  most  operators  took  the  LT5,  with  17ft 6in  wheelbase.     
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 Nelson Corporation  had an LT4, a picture shows a bus of LT2 dimensions but 
with visible signs of later design. 
 One  market  which  did  not  follow  the  above  pattern  was  Northern  Ireland,
where  shorter  buses  continued  in  favour,  local  regulations  imposing  a  26ft 
maximum  length.  There  were  both  LT4  and  TS5  buses  for  that  part  of  the 
world,  and  indeed  the  only  TS5  models  I  have  recorded  (writes  AAT)  are  a 
pair  for  the  Northern  Counties  Committee,  an  offshoot  of  the  mainland London  
Midland  &  Scottish  Railway,  chassis  2559  and  2560,  numbered  97 and  98  
and  registered  CZ  1789-90  -  they  are  also  of  interest  in  having  had Weymann   
metal-framed   bodies   numbered   M4   and   M5.   The   same organisation had 12 
Lion LT4 buses in 1932.
 Ireland  -  though  more  especially  Eire  -  seems  to  have  been  the  home  for
other  rare  variants,  there  being  LT6  models  which  seem  to  have  been  four-
cylinder  versions  of  the  Tiger  TS6  and  the  LT9  which  bore  a  similar relationship 
to the TS8, and of which a few were sold in Britain.
(The  Nelson  bus  picture,  showing  No.25  (TJ  201)  which  was  chassis  2287,  is
Leyland  neg  12459,  the  print  I  have  seen  being  dated  13th  Jan  1933.  Just  to
complicate  matters,  a  fl eet  list  I  have  quotes  it  as  LT5  but   the  print  quotes
LT4  on  the  reverse  and  the  bus  was  quite  clearly  shorter  than  a  standard 
LT5,  with  body  bays   arranged  as  on  an  LT2.  Nelson  also  had  chassis  1781, 
which is quoted in that fl eet list as LT4.)

  76. Was there a Lion PLSC2?
 The  reference  to  a  non-standard  15ft  6in  wheelbase  on  the  Lion  
PLSC1chassis  used  as  a  basis  for  Bradford  trolleybuses  of  1927-28  (FFT  
No.51) instead  of  the  standard  14ft  6in  of  that  model  or  the  16ft  5in  of  the  
PLSC3  - this  latter  sometimes  called  the ‘Long  Lion’ and  more  common  from  
about 1927  -  raises  the  question  of  whether  there  was  a  PLSC2  and  what  that 
designation  signifi ed.  Here  too  there  may  be  an  Irish  dimension,  with reports  
of  such  vehicles  appearing  in  PSV  Circle  publications  on  the histories  of  bus  
companies  both  north  and  south  of  the  border  in  that  island, and  perhaps  
suggesting  it  might  have  been  another  dimensional  variant  but does anyone know 
more or indeed that there were such vehicles?
 The  designation  prefi x  ‘P’  as  used  in  the  late  1920s  is  understood  to  have
signifi ed  ‘Pneumatic’  and  PLSC  became  the  usual  form  after  the  earlier  use 
of  LSC  (similar  remarks  applying  to  the  Lioness  PLC,  initially  LC),  but were 
any Lions or Lionesses actually built with solid tyres? 
 A  further  area  of  confusion  inter-related  with  the  above  surrounds  the  two
Leyland  Leopard  buses  supplied  to  Liverpool  Corporation  in  September 1926.  
They  are  understood  to  have  been  the  only  examples  of  that  model, and  to  have  
been  of  type  LSG2,  although  sometimes  quoted  as PLSC2  -  aside  from  the  ‘P’  
prefi x,  it  looks  possible  that  there  may  have  been a  misreading  of  someone’s  
handwriting,  for  the  Leopard  seems  to  have  been treated  as  distinct  from  the  
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 Lion,  even  though  the  photographs  show  a  bus looking  like  an  even  longer  
version  of  the  PLSC3.  It  was  included  in  the range  of  new  passenger  models  
announced  in   Sept.  1925,  having  a 4 cylinder overhead-valve  petrol  engine  which  
was  evidently  a  smaller (41/2 in)  bore  version  of  the  5in  bore   and  61/2in  stroke  
engine  quoted  for the Leviathan  at that date - would this latter be LSP1?
 
  77. Show Worldmaster of 1956
Andrew  Spriggs,  of  Halifax,  asks  for  information  on  the  Worldmaster  with body  
styled  by  Ghia  and  built  by  Casaro  of  Turin  that  was  exhibited  at  the 1956  
Commercial  Motor  Show.  It  was  registered  in  Lancashire  as  XTJ  885 and  he  
wonders  whether  it  was  demonstrated  to  any  United  Kingdom operators.  It  was  
a  left-hand  drive  LERT2/1  model  and,  aside  from  this, probably  would  not  have  
met  UK  PSV  requirements  -  does  anyone  know more, including its later history?

                            

  78. Leyland trolleybus mysteries
 Geoff  Lumb  draws  attention  to  the  fact  that  three  of  the  four  prototype
Leyland  trolleybuses  of   the  early  1930s  were  tested  on  Chesterfi eld’s trolleybus  
system,  and  seeks  confi rmation  as  to  whether  the  fourth  did,  too. The  fi rst,  the  
prototype  of  type  TBD1,  which  looked  very  like  a  TD1, registered  OV  1175,  
was  used  there  between  22nd  August  1931  and  18th October 1931, running up 
a mileage of 5,461. 
 The  uncertainty  concerns  the  TTB1  six-wheel  double-decker,  TJ  939,  
of 1933,  which  appeared  in  Leyland  advertisements  (see ‘Electric  Railway  

 (Photo courtesy Brian Wright)
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& Tramway   Journal’  of   14/4/33)   superimposed   on   a   photograph   with 
Chesterfi eld’s  famous  crooked  spire  in  the  background,  but  Geoff  asks  if  it 
actually visited the town.
 It  is  known  that  the  two-axle  single-decker  type  TBS1,  registered  TJ 2822,  
was  used  between  19th  September  1933  and  11th  December  1933, covering  
8,964  miles.  Finally,  the  six-wheel  double-deck  Low  Floor Trolleybus,  type  
TB10,  visited  Chesterfi eld  between  29th  November  1935 and  1st  January  1936,  
clocking  up  1,278  miles.  Geoff  reports  that  this vehicle  was  registered  ATD  
747,  not  TJ 9010  as  hitherto quoted  for the TB10 demonstrator.
 A  further  mystery  crops  up  here,  for  Geoff  has  a  print  of  Leyland photo  
15289  of  19  January  1935  showing  the  Low  Floor  trolleybus  on tilt  test  at  
Massey,  and tying  in  with  its  completion  by  Massey  that  month  as  quoted  in  
Ron Phillips’s  article  in  Leyland  Journal  No.3.  However,  this  print,  which  had
been  obtained  from  one  of  Leyland’s  sales  staff  in   London,  has  “Durban low 
loading trolleybus on MoT tilt test”  written in pencil on the reverse.
 So  do  the  registrations  TJ  9010  and  ATD  747  relate  to  the  same  vehicle  or 
were  there  two  examples  of  this  remarkable  model ?  Was  it  intended  to supply  
one  to  Durban  for  testing  in  relation  to  the  order  for  three-axle trolleybuses  
which  in  the  event  were  supplied  by  Sunbeam  in  1939 ?  If  so, did  it  go  and  
did  it  return?  If  there  were  two,  was  the  second  of  the  same design  and  having  
the  same  type  of  body  as  the  fi rst,  and  what  happened  to it/them? 
 Geoff  also  points  out  that  Philip  Groves  has  quoted  two  different  chassis 
numbers  for  the  TB10,  one  being  4588,  i.e.  TJ  9010,  and  the  other  was  9607, so  
might  the  latter  relate  to  ATD  747?  The  respective  dates  mostly  look reasonable,  
with  4588  clearly  right  for  a  1934  chassis  (there  was  some delay  in  bodying).  
TJ  9010  was  issued  early   1935,  soon  after  the  tilt  test. Chassis  number  9607  
seems  perhaps  a  little  high  for  a  later  1935  bus  but might  have  been  issued  
on  completion  of  what  may  not  have  been  a  normal production  chassis,  and  
ATD  747  implies  about  November  1935  -  just  in time to go to Chesterfi eld. 
 Ron  Phillips  refers  to  ‘the’  vehicle  operating  with  London  Transport  for  a
period  which  may  have  been  about  August  1935,  which  implies  that  this must  
have  been  TJ  9010,  and  then  being  refurbished  for  display  at  the Olympia  Show,  
which  took  place  in  November  1935  (might  the  original  bus have  been  given  
a  new  identity  -  both  chassis  number  and  registration  -  at that  point?).  Ron  
reported  that  ‘it’  went  to  Doncaster  in  January  1936  and technical  descriptions  
appeared  in  the  trade  press  in  February-March  1936,  but after that there seem 
to have been no further reports.
  Incidentally,  why  Chesterfi eld?  -  it  only  had  a  small  trolleybus  fl eet,  with
nothing  newer  than  1932,  and  the  system  was  abandoned  in  1938 ?  It  would 
have meant quite a long tow from Leyland just for test running.
(Editorial Comment: Leyland factory production records are quite clear that only one 
(very expensive) low fl oor trolleybus was built. However, changing of identity and 
of registration plates was not unknown - see item 73 above.)
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 The business of  David Lawson Limited, Kirkintilloch went back to the early 
years of the Twentieth Century when John Lawson commenced a local horse wagonette 
service in Kirkintilloch, and had reached Glasgow using motor vehicles by 1914. A 
limited company was incorporated in 1923 with strong subscription from 8 members 
of  the Lawson family. This was the springboard to expansion of the company, with 
several services emanating from Glasgow – to Kirkintilloch; Waterside; Lenzie; 
Auchinloch; Robroyston; Auchinairn, plus two circular services from Glasgow. To 
meet the service demand, a fl eet of smart maroon coloured Leyland vehicles were 
purchased between 1923-5, under the fl eet name of “Lawson’s Motor Service”, and 
many of these were recorded in Glasgow as follows: SN 2501 (a C3 with Leyland 
“Caernarvon” type B21F body, new 1923); SN 2579 (probably a G7 with Leyland bus 
body, new 1923); SN 2701/33 (probably RAFs with “Edinburgh” type B32R bodies, 

 
A Survey by Richard Gadsby - Part 2

  81. Oil-engined buses on gas
 Another  wartime  query  raised  by  Bob  Kell  was  how  oil-engined  buses  were 
converted  to  run  on  producer  gas  to  save  imported  fuel.  So  far  as  I  have been  
able  to  discover,  the  most  usual  means  was  to  still  use compression  ignition,  
with  the  injection  pump  set  to  give  a  reduced  supply of  fuel,  contemporary  press  
reports  quoting  about  a  quarter  of  the  normal quantity  injected.  Clearly  there  
must  have  been  enough  air  to  allow  this  fuel to  burn  as  well  as  the  normal  
gas/air  mixture.  There  were  some experimental  conversions  using sparking  plugs  
replacing  the  injectors,   but  clearly  that  was  very  expensive  and  time-consuming  
at  a  time  where  workshop  staff  were  hard  pressed. Can anyone supply details as 
to how it was done ?

TITLE PHOTOGRAPH: Lawson char-a-bancs VA 8542  of c.1921, by now on pneumatic tyres 
is seen on an excursion with V 8542, a Clyde of J.D.Hendry, and a C7 of Lawson.  (R.Grieves)



DAVID LAWSON LTD., KIRKINTILLOCH
ABOVE : Lawson No.4, SN2500 was one of a pair of Leyland G7s new in May/June 1923 with 
Leyland “Edinburgh” type B32R bodies (chassis nos.12589/98). This is almost certainly the latter 
as it was photographed with the C3 seen below.
BELOW: Lawson No.5, SN 2501 was C3 chassis no.19503 with Leyland “Caernarvon” type 21 
seater body. Note the Class T3 worm driven rear axle.           (Photos from BCVM Archive)
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new 1923); SN 2982 (probably an RAF G7, a front-entrance body by William Law & 
Sons of Glasgow,  new 1924); SN 3009, an unidentifi ed Leyland, new 1924; SN 3062 
(an RAF G7 with “Edinburgh” type B32R body, new 1924); SN 3155 (a C7, also with 
a Law body similar to SN 2982, new 1924); and fi nally, SN 3233 (a C7, new 1925). The 
unidentifi ed bodies were probably by the local builder James Martin of Kirkintilloch 
- who continued to supply Lawsons throughout their independent existence.
 As is well known, Lawson became a wholly-owned subsidiary of Alexander in 
1936 - details of which are outside the scope of this article. Of interest, however, is 
that the oldest vehicle listed above - SN 2501 - operated later directly with Alexander. 
It lasted until 1932, and was allocated a fl eet number (K15) in their new sequence 
- another testimony to the durability of Leyland products?    
  It may seem surprising to many that W. Alexander & Sons Ltd, Falkirk 
was so poorly represented in Glasgow in 1925. It should be remembered that Alexander 
was at that time a relatively small business (smaller than Rankin - for example.) It 
was not until February 1929 that Alexander came under the S.M.T. umbrella and it 
was only from then that Alexander expanded so dramatically, using the new found 
powers and resources invested in the company.
 So what was the picture in 1925? The previous year, 1924,  had seen the limited 
company incorporated, with its headquarters at Brown Street, Camelon, Falkirk. 

DAVID LAWSON LTD., KIRKINTILLOCH
SN 3155 was one of 6 model C7 Leylands bought in 1924/5, seen here when new. This vehicle was 
exhibited on the Leyland stand  at the 1925 Olympia Motor show, and Wilf Dodds has a theory 
that the body of this vehicle passed to a Leyland PLC Lioness in 1927 on the early withdrawal 
of SN 3155. (Page 12 of Leyland Torque No.9 refers)               (Robert Grieves Collection)
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More importantly for the purposes of this article, Alexander acquired the business 
of Stirlingshire Motor Transport Company in Kilsyth, giving them for the fi rst time 
a service into Glasgow from Kilsyth. Thus Falkirk and Stirling were soon reached 
from Glasgow, but much of the operation was still localised around the Falkirk area 
where many of the vehicles would have been based (including, enticingly, an AEC 
NS type double-decker which was not recorded in Glasgow). Tour activity was also 
gathering momentum under the name “Royal Blue Coaches”. The opening of an 
offi ce in Dundas Street, Glasgow, in 1926 accelerated the development of the tour 
network.
 A motley collection of Leylands (sporting the famous blue livery) was listed in 
the report: MS 2676, a 36 h.p., 32-seat charabanc, new to Alexander in 1920; MS 4316 
(an RAF G7 with “Edinburgh” type B32R body, new 1923); MS 5272 (a C7 with a 
local B32F body by Law of Scotstoun - unusually fi tted with a “wireless”); MS 3289 (a 
40 h.p., 32-seat charabanc, new 1921, and acquired with the business of Stirlingshire 
Motor Transport referenced earlier) - plus four unidentifi ed 32-seat Leylands new 
between 1923-5: MS 4592; MS 5118; MS 5509; MS 5606. 
 Next we have John Cuthill Sword’s Midland Bus Services, Airdrie. The 
majority of the 22 vehicles recorded were from a large batch of Albion PH24 and PJ24 
chassis which had appeared from March 1925 onwards on the battleground between 
Glasgow and Paisley/Johnstone. These vehicles carried the  new branding of 
“Midland  Bus Services”, and wore a splendid livery of chocolate, maroon and 
cream. 
 As well as this major service, Sword operated from Glasgow to Airdrie in 
conjunction with Hendry, as mentioned above. It is interesting to note that in late-
1926 S.M.T. offered Sword the opportunity for a through route from Edinburgh to 
Glasgow via Bathgate and Airdrie, but this was declined, with Sword preferring to 
concentrate on route development to the west and south of Glasgow. 
 As a result of this, many long stage-carriage services were soon established 
- in many cases going through the Scottish General territory to places further afi eld 
such as Girvan and Stranraer; Newton Stewart; Castle Douglas and Dumfries, not 
to mention express services to Blackpool and Glasgow - all by the end of 1928. 
This prompted the S.M.T. Group to bring Midland into their fold in February 1929, 
forming a limited company the following month, which continued to operate until 
the formation of the Western S.M.T. in 1932.
 Sword had been in business since 1918, starting with goods vehicles and by the 
early 1920’s evolving charabanc activities. In addition, by 1924, a local bus service 
between Coatbridge and Annathill had commenced. VA 3074 and VA 3185 (GH7s with 
Leyland B32 bodies) were among the fi rst vehicles used for this service. Along with 
VA 3530 (an A13 with Leyland “Stockton” type B26 body, new 1925), they passed into 
the Midland Bus Services operation in 1925, and were all seen in Glasgow that year. 
A late entry recorded was their fi rst all-Leyland PLSC1, with 29-seat body - VA 5797, 
new in December 1926, which was to be fi rst of many Lions and Tigers purchased in 
the next few years – the majority with bodies built by Midland themselves in Airdrie 
- very much to Leyland design.

(To be concluded) 
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SN 3461 is a 26 
seat all-Leyland 
Leveret LA2 with 
D. Lawson. It was 
exhibited at the 
Olympia Show in 
1925.  Wilf Dodds 
believes the body 
of this bus passed 
to a PLC Lioness 
in 1927. (See 
Torque 9, page 
12)     (BCVMA)

MS 6001 is an Alexander 
bodied Leyland A13 with 
24 seats, new in December 
1925, and seen here 
operating the Glasgow 
- Falkirk route
    (R.Grieves Collection)

BELOW:
Also seen in Glasgow 
is MS 7459, a Leyland 
Lionness PLC1, fi tted with 
an Alexander C26F body 
new in July 1927.  



MIDLAND BUS SERVICES, AIRDRIE
ABOVE : No.100, VA 7660, is a Lion PLSC3 new in June 1928, and seen here in Glasgow. It 
has a Midland body built at their own Airdrie works - another Leyland “lookalike.”
BELOW: Not a Leyland, Midland No.108 was a Gilford 1660T, BUT, look at the body, which is 
surely a direct crib of  a Leyland bodied Tiger or Lion of the period.    
              (Photos from Robert Grieves Collection)

25

ALEXANDERS MOTOR SERVICE
ABOVE : Though not listed in the Glasgow survey, one of their earliest Leylands was this SG6, 
new 2/23 with a “Crosville”    B40D body. It had chassis 12529, only six numbers away from the 
bus on the front cover.               (BCVM Archive photo)
BELOW: In July 1927, this Leyland PLSC3 with Alexander body joined the fl eet. Note the equal 
window spacing, a feature of Alexander copies of the Leyland body style.                 (R.Grieves)

24
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 Please  send all correspondence via Mike Sutcliffe, the Editor.
 This piece is compiled early because of my travel arrangements, so most replies 
to Torque No.15 will have to be dealt with later. A number of photographs await 
publication and most are rebodied pre-war Lions and Tigers, or post-war Tigers with 
bodies by small coachbuilders. I ask therefore if readers simply want to see vehicles 
with unusual bodies without particular comment, or whether you would wish to see 
vehicles of which the published record is unclear or wrong and thus detective work is 
needed. If the latter, then those submitting material should indicate (as many already 
do) what they do and don’t know about the vehicle. It would be nice, to give balance, 
to have more material referring to the twenties, the late fi fties and  later.
 Crown Tours, PYA 578
We dealt with a Crown Tours (W. Higson Ltd., Frome, Somerset) Tiger PS2 in Torque 
Nos. 13 and 14, but Stuart Turner sends in this photograph of a 1953 Royal Tiger 
PSU1/15. The body looks suspiciously like a Burlingham Seagull but not quite. What 
is the story behind this body?

  Feature  edited  by  BOB  KELL

 Lough Swilly  IH 5617
Dr  Michael A. Taylor, the noted photographer of Leylands, sends in the photograph 
opposite (above) of a Londonderry & Lough Swilly Railway Leyland Tiger PS1 with 
a body which has a hint of Scottish ancestry. The vehicle was fl eet no.45, IH 5617, 
on chassis number 460558. The Lough Swilly routes ran mainly in Donegal, (in the 
Irish Republic) and despite the title of the Company, the form “Derry” is used on 
the bus’s indicator. Lough Swilly was a loyal user of Leyland chassis, but most of 
the bodywork on its new vehicles was built in Ireland. Can any reader enlighten us 
about the body on this one? Note the crude roof mounted luggage rack which has the 
appearance of being an added extra.
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 It is also of interest that Lough Swilly vehicles were registered in the Republic, 
although the headquarters of the Railway were in Northern Ireland. This was probably 
for fi scal advantage.

 ABC, Ferryhill, Durham, DUP 911
An editorial indulgence but this 1939 Tiger TS8 (301143) has puzzled me for years. 
Aaron, Binks and Coulson ran their scarlet, green and cream buses to Sunderland until 
they sold out to the British Transport Commission in 1950 and DUP911 had a long life 
with Durham District Services. But who built the body ? It was seen postwar with a 
Yeates transfer but this is believed to refer to refurbishment rather than build. The PSV 
Circle Durham District fl eet history says Blagg of Sunderland, but it isn’t really like 
other Blagg coach bodies and the draughtmanship would appear to be from a national 
rather than small local builder. A clue is that in 1938 Aaron bought a Dennis Lancet 
2 with a body ascribed to Strachans which posessed a similar profi le but different 
pillar positioning (because of the Lancet’s shorter cab ?) So is it by Strachans also ? 
The photograph is from the  R L Kell collection.
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 Jackson, Guisborough, North Yorks, GVN 952
Early Leyland Royal Tigers carried, in retrospect, some bizarre bodies of which this 
‘push-me-pull-you’ design is one of the oddest. Just who can claim responsibility and 
was it a ‘one-off’ model ? One or two coach bodies of the period were fi tted with 
some rear-facing seats - was GVN952 (chassis 510080) so equipped ?
 
 

 Leyland Recovery Vehicle
Not so much as to who built the body, but does anyone recognise this Leyland Hippo 
by the style of its bodywork ?  The picture was sent in by Derek Parsons of Witham, 
who says  this Hippo which he believes was never registered once worked for the 
Leyland Service Department. It is seen in a livery of white, with yellow ochre central 
band and front wings. The location is Purfl eet in 1984, and after this Derek says the 
vehicle went to a PSV operator in Swaffham. More photos from David are to be 
found on page 36.
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As Editor of Leyland Torque I do not like to appear to take advantage of my position 
by showing pictures of my own vehicles, but this time I have had my arm twisted!  
Probably one of the most signifi cant recent restorations of a Leyland bus was 
completed in May, just in time for the annual HCVS London to Brighton run. This 
is the last remaining Leyland Model SG7, one of 120 or so built around 1923/24.  It 

 

was Leyland’s fi rst “side type” model, although there had been specials with forward 
control design, and it must have been one of the fi rst maximum capacity single deckers 
built by any British manufacturer.   At 28ft. 8ins. long from the tip of the starting handle 
to the ladder at the back to gain access to the full length roof luggage rack, and 10ft. 
8ins. high, it was an absolutely massive bus for the period.  It was licensed to carry 40 
passengers, 20 in the rear smoking saloon, 19 in the front and more luxurious saloon 
and one by the driver, with access through the nearside cab door.  This would surely 
not be allowed these days and one can imagine the arguments created with small boys 
wanting to sit up front - I would certainly have wanted to be one of them !
 The bus ran in service for Brookes Brothers of Rhyl who traded as “The White 
Rose Motor Buses” and they had nine SG6 (bevel axle) and SG7 (worm driven axle) 
buses, most of which were slightly different from one another and including two 
enormous 60 seater double deckers.  White Rose sold out in 1930 to Crosville Motor 
Services and the bus was withdrawn in 1931,  having by then been converted to 
pneumatic tyred wheels.  It then became a static caravan until rescued for restoration.
 On hearing of the site at the farm being cleared for development, your Editor 
went to see the farmer, who unfortunately had set fi re to the vehicle the day before 
in an attempt to destroy it.  He was almost as distraught as I was, as I pulled all the 
distorted metalwork from the smouldering remains.  However, there was enough of 
it to have a go and yours truly brought back all the remains.
 All of the woodwork had to be replaced but all the metalwork was reused, 
including many of the original fi ttings.   The chassis was converted back to solid 
tyred wheels using wheels from another SG7 which had been converted to a farm 
trailer, and the engine, gearbox and some other running units came from an ex-Hebble 
Motor Services Leyland SG9 (an almost identical model), CP 3804.  This bus had been 
rebodied as a pantechnicon and survived a long time until it too was set on fi re and 
was burnt out.
 The restoration work has been carried out entirely here at Valley Forge with 
the help of Mike Street, an experienced joiner, Steve Elliott, an absolutely brilliant 
engineer and my youngest son, Ricky, all of the work being carried out ourselves at 
weekends, evenings, early mornings before work, etc.  Most of the signwriting has 
been carried out by another friend, Pip, who although he took his apprenticeship as a 
signwriter, he is now a school caretaker (as there is little work for proper signwriters 
these days).   There is so much lining out on the vehicle that the process took over a 
mile of lining to complete the job !



 I myself painted the White Rose emblem on each side and there is a little story 
attached to that – when White Rose sold out to Crosville, their signwriter took home 
a transfer of the emblem and applied it to his white bathmat - where else ?!   John 
Nickels, the White Rose enthusiast, who unfortunately died two years ago, tried to 
get him to part with it, and eventually persuaded him to exchange 40 Woodbines for 
the bathmat.  John photographed the mat in colour and I have been able to scan the 
photograph and blow it up to the full size of the emblem, which has enabled me to 
copy it accurately.  There are many such tales and anecdotes associated with all of 
my restorations, and I hope to tell these in a book which is planned to be published 
some time next year – more on that later !                  (photos by Mike Sutcliffe) 
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Steve Offl ey writes of a Leyland utility product

 Recent letters in “Torque”, about the relatively modern yet rapidly disappearing 
Roadtrain family, struck a chord with me. Between 1988 and 1994 I worked in 
Edinburgh as an Area Transport Offi cer with British Gas, with a fl eet of about 20 
HGVs to look after, plus nearly seven hundred vans and items of mobile plant. Such 
utility vehicles – although part of many a street scene - tend to be overlooked and are 
rarely discussed in print.
 In those not-so-far-off days, there was an in-house workshop, which was quite 
well up-to-date and quite well equipped, with a very capable team of about a dozen 
technicians and a small number of supervisory/administrative staff. An additional  
technician worked in a rented bay in the former SMT bus depot in the Border town 
of Selkirk. 
 Heavy vehicles in the British Gas fl eet tended to be kept between seven and 
ten years. Many had hydraulic loaders, so when they were sold at auction, they would 
usually be bought for the loader, which would be transferred on to a newer chassis, 
the rest of the vehicle often being broken up.Thus most of the vehicles that were new 
during the time I worked in Edinburgh just a few years ago will by now have already 
been scrapped – hence this article for “Torque”, whilst at least some of the details 
remain reasonably clear in my mind !
 On arrival in Edinburgh in August 1988, I found that ‘my’ HGV fl eet comprised 
largely Bathgate-manufactured models, the majority being Terriers. There were also 
three 16-ton “Leyland” Clydesdales with dropside bodies and Hiab 965 loaders, 
which had been new around 1980 – these of course had the same “G” type cab as the 
Terriers and (I think) the 401 engine, coupled to the 6-speed Albion constant-mesh 
overdrive gearbox.
 One of the Clydesdales (GSC 118X) had been driven under the low railway 
bridge at Calton Road in Edinburgh not long before I took up my new post: the stowed 
loader had struck the bridge and as a result the chassis frame was badly distorted. The 
vehicle could still be driven, but the driving position was somewhat reclined and the 
headlamps would have been best for spotting low-fl ying aircraft. An early task was 
to get this vehicle - uneconomic to repair - towed away to auction.
 The Terriers mostly had tipping bodies with small Palfi nger crane/grabs, 
although one had a vacuum tanker body, itself transferred from a much older chassis. 
These vehicles had been built as 8.6 tonne units, and (with the exception of the tanker) 
were down-rated to 7.5 tonnes before entering service to overcome a shortage of 
qualifi ed HGV drivers. Once the driver shortage had been rectifi ed, the vehicles were 
re-rated to 8.6 tonnes (!). Unfortunately, they were considerably under-specifi ed for 
what they were required to do.
 The Terriers and Clydesdales were due to be replaced by 1990/91 and it wasn’t 
going to be a moment too soon. The Terriers in particular were suffering from an 
increasing defect rate (steering, suspension, brakes, gear selection, clutches…......) 
despite a frequent inspection interval and much additional TLC. Although the 
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Clydesdales weren’t too bad, two suffered gearbox failure and one (VSF 848V) leaked 
like a sieve every time it was driven in the rain, as the cab front panel had been allowed 
to become badly corroded. 
 The fi rst of these Clydesdale gearbox failures occurred on the M8 as the 
vehicle was returning to Edinburgh. My resourceful team had very much taken to 
heart my desire for cost reductions - on this occasion they towed the failed vehicle 
back to Granton (a district in the north-west of Edinburgh) with our Landrover 110, 
using a wire rope ! Suffi ce it to say that future recovery jobs were handled in a rather 
different way….....
  The “new generation” comprised three Freighters – the oldest was A332 ESG, 
a 13-ton tipper/grab (13.14) with the BMC 6.98 engine, single reduction axle, air 
over hydraulic brakes and a Palfi nger loader with grab bucket. The gearbox was a ZF 
6-speed with direct-drive top gear. The other two Freighters (E80/81 ESF) were then 
almost new and were “lightweight” model 16-tonners (16.16) with the Cummins 
B-series engine (badged as the “Leyland 300”), ZF 6-speed ’box, hub-reduction rear 
axle and full air brakes. They had Hiab 080 loaders with Kinshofer grabs and Edbro 
(Johnstone) -built steel tipping bodies with alloy dropsides. 
 To me - well used to 16-ton GVW tipper/grabs from my previous job - these 
were clearly a big step in the right direction. However, the loaders had been fi tted 
with a complex and poorly made system of microswitches and relays to prevent them 
being driven away with the stabiliser legs unlocked. The control box was mounted on 
the side of the chassis, ensuring that it soon fi lled with water, while the microswitches 
simply weren’t appropriate for the operating environment. Drastic action was soon 
required: “E80” was based at Dumfries, which meant that any in-service problem 
was inevitably a logistical nightmare.
 Once the stabiliser safety system had been properly developed these vehicles 
turned into very reliable units, although I recall that “E81” suffered a timing case 
failure at about six years old, which proved relatively expensive to rectify.
 The only non-Leyland then in my care was a Seddon Atkinson 211 with rear-
mounted Atlas loader: however, that particular motor, D898 AFS, has no place here 
(although it was actually a reliable and well-liked vehicle…and it still exists as far 
as I know !)
 Replacement heavy vehicles tended to be a very mixed bag, purchased in small 
batches by Regional HQ and allocated across Scotland to the six British Gas Areas 
in ones and twos to replace older units. The sixteen-ton Freighters had been the fi rst 
“heavy” tippers bought by the Region and they were very successful – if nothing else, 
with their 8-ton payload they dramatically reduced tipping charges, which then were 
usually levied by the load, not by weight.
 The fi rst new Freighters to arrive during my tenure appeared in the spring of 
1989. These were “heavyweight” 17 tonners, F159/160 YSG. They had steel tipping 
bodies (with alloy double drop sides) by Keillor of Dundee and Atlas 3008 loaders 
with grab.
 They were, I think, powered by the 402 engine – it was certainly a “proper” 
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Leyland power unit, the cabs being badged 17.16. Both vehicles were instantly very 
popular with drivers (like the 16-tonners, they had the ZF 6-speed direct-top gearbox 
and the hub reduction axle) but that probably isn’t surprising in view of what they 
replaced! These vehicles proved to be tough and very reliable. The chassis lubrication 
system fi tted by the dealer was extremely helpful on a tipper, the fl ow of oil tending 
to fl ush the dirt out, rather than gluing it on as with the grease type! 
 I allocated F159 YSG to Sighthill depot, covering West Edinburgh; F160 YSG 
went to the Company depot in the Borders town of Galashiels, where a reliable 
vehicle was a pre-requisite: it had been necessary to recover the previous Terrier (TSG 
535Y) from too many distant and hard-to-fi nd locations ! Most British Gas HGV’s, 
normally being single-shifted and working within a closely-defi ned locality, covered 
little more than 20,000 miles per year, hence the long life. However, the tipper at 
“Gala” had a very large patch to cover, the annual mileage on this unit being about 
55,000.
 Sighthills’ F159 YSG disgraced itself one very wet afternoon sometime around 
1993 in busy Morningside Road – the propshaft failed whilst attempting a hill 
start, the end result looking like a twisted liquorice stick. It was carrying excavated 
material (“spoil”) and when we got the vehicle back into the workshop, we took the 
opportunity to put it on the weigh pads…suffi ce to say that it had been operating some 
way above the permitted maximum gross weight ! Despite the six-weekly inspection 
interval, the on-board front axle weight indicator was found to have been damaged 
during an off-road excursion whilst the rear unit was found to be full of water…the 
driver was exonerated. 
 The next unit to arrive replaced XSC 387W, one of the old Clydesdale “Hiabs”. 
The new vehicle, G926 FSC, was a Freighter 17.18, with dropside body and a 10 tonne/
metre Atlas loader. The transmission was identical to the tippers but the engine was 
the fi rst we had seen of DAF origin. Like the tippers, there was a factory-supplied 
vertical exhaust, with the silencer mounted transversely behind the cab. Compared 
with the Clydesdale, it was like a racehorse and the regular driver - who had been in 
the RAF and always kept his motor in a very clean condition - was suitably impressed. 
His task in keeping this vehicle clean was aided by a full set of “Cats’ Whiskers” 
spray suppression equipment – it was successful and surprisingly robust.
 The bodies were steel with triple aluminium dropsides and designed to 
accommodate packs of 6m long plastic gas pipe, or “sticks”. Additionally they would 
be used to carry stillages loaded with heavy gas engineering fi ttings and equipment. 
Like the tippers, they had a sandwich fl oor, a 3mm seam-welded steel sheet overlaying 
18mm marine ply and a lower 1mm steel skin. 
 These fl oors proved to be very robust and extremely hardwearing. ‘My’ 
workshop had a roller brake tester and to obtain the necessary readings on that (and 
at the Test Station) we had a set of six half-ton concrete test blocks, which would be 
loaded using the vehicle loader. One evening I could hear the blocks being loaded 
(they were kept outside, near to my offi ce) when there was a tremendous crash and 
then, relatively, an ominous silence apart from the DAF engine idling away. 
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 I rushed outside to fi nd two shocked but very relieved technicians – the steel 
lifting cable set into the top of one of the blocks had snapped and the block had 
dropped onto the fl oor of the vehicle. Fortunately no one had been hurt – a “near 
miss”. Even the vehicle was undamaged. The test blocks were quickly modifi ed with 
through-bolts, spreader plates and a proper lifting eye ! 
 Next along was a batch of three 14-tonne “lightweight” Freighters, with the 
Cummins B-series engine, 6-speed ZF ’box and a single-reduction rear axle. These 
had very short tipping bodies and 5 tonne/metre Atlas loaders, the latter with an offset 
kingpost. Even with the hydraulic jib extensions fully retracted, the grab bucket only 
just fi tted inside the body: the offset kingpost meant that the bucket was not parallel to 
the tailgate when it was at 90 degrees to the jib. As a result, there was much damage 
to tailgates initially!
 Prior to them being ordered, I had tried to persuade my “customer” – the gas 
engineering manager responsible for Edinburgh - to specify 17-tonne vehicles but 
he was adamant that these would be “too big” for the narrow streets and “wynds” in 
the old town. Thus G164-166 HSG were rather dumpy little vehicles, not dissimilar 
to the earlier A332 ESG. They had a more limited payload and operationally did not 
compare very favourably with the 16 and 17 tonners.
 One night, E81 JSF (one of the early 16-tonners) was parked in the yard at 
Bathgate depot in company with brand-new G166 HSG. Both vehicles had been loaded 
ready for work the next day with “type 1” graded stone. Persons unknown climbed 
over the fence, broke into “E 81” and hot-wired the starter circuit – this was well 
before the days of immobilisation. As they swung the vehicle round the yard, they 
caught the front corner of “G166”, ripping off the bumper and damaging the cab quite 
badly. The lock on the depot gate was simply dealt with - by reversing the lorry into 
the gates, which burst open.
 The stolen lorry was found a few days later by a British Gas employee – parked 
very near to Newmains Police Station. There was little damage, although the control 
unit for the infra-red fuel monitoring system had been ripped out - maybe the thief 
thought it was a fi rst-generation satellite tracking system ! Of the 8 tons of “type 1”, 
there was no trace…
 At about the same time, another dropside Freighter 17.18 arrived to replace 
another of the Clydesdales. Unusually, this vehicle, G198 HSG, came with a sleeper 
cab and dual passenger seat. The bunk was deleted and the cab modifi ed by J. C. 
Bennett of Glasgow to incorporate a rear seat and luggage rack. Thus modifi ed, 
it was used to transport a specialised team of gas engineers and its “swagelining” 
equipment around Britain, towing a trailer-mounted winch weighing 3.5 tonnes and 
usually operating in conjunction with the Seddon Atkinson referred to earlier. G198 
HSG also carried a new type of loader, an Atlas 100.1 (10-tonne/metre capacity). As 
before, the ZF 6-speed gearbox and the hub-reduction axle were fi tted. 
 The last Clydesdale was replaced by H871 PSF, which arrived the following 
year. This vehicle had the usual day cab and was used alongside G926 FSC as an 
engineering stores delivery vehicle. H871 PSF was still operating (from Coatbridge) 
in mid-1998.
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BRITISH  GAS  FREIGHTERS

Referred to at the top of page 33 is this Leyland Freighter 17.16, F160 YSG, new in 1989. It has 
an alloy tipping body mounted to the rear of an Atlas loading grab, and it built up a considerable 
mileage working out of Galashiels Depot for British Gas.  The livery is all-over mid-blue, with 
yellow for the loader. Photographed at Granton depot, Edinburgh.         (Photo by Steve Offl ey)

B423 GSF is a Leyland Freighter 13.14, and is seen here loaded with a British Gas Ford Escort 
van. Originally a tipper, it was rebodied by Heggie of Coupar with a tilting recovery body, and 
was used by the author for breakdowns and as a vehicle shunter.
                                (Photo by Steve Offl ey)



36 LEYLAND  TORQUE  No. 16     Summer  2002

    
 For over 30 years, from 1930-1963, Leyland Motors enjoyed a buoyant market 
in Spain, although little business was done between 1936-1945 because of war, fi rst 
in Spain and then throughout Europe. Derek Parsons of Witham recently dug out two 
pictures he had taken some time ago whilst on holiday in that country, and they are 
reproduced below. The fi rst is a right-hand drive Comet of the early fi fties, seen after 
being rebodied with a typical Spanish all-metal body of the late sixties/early seventies. 
Registered V.54500 it appears to be working on a route from Valencia to Chiva for 
Autobuses Bunol S.L., who were once owners of a Park Royal bodied AEC Regent 
double decker purchased new in 1933.

 The second appears to be a Super Beaver, still carrying its bonnet-side plates 
with the legend “El Camion Ingles - Leyland”, but devoid of windows. It is lettered 
for Gruas Lozano of Albacete, indicating its use as a recovery vehicle, but the lack 
of a registration plate suggests it was no longer in service.
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 The Leyland Comet in the early bonnetted form was a great success in Spain, 
and won for itself the nick-name “Levanta-pobres.” It is diffi cult to translate this neatly 
into English, but it means that a poor man who could afford to hire -purchase a Comet 
would end up a rich man: if not quite a passport to riches, they were a reliable servant 
that would work hard alongside his master and not let him down. Below is a Comet 
left-hand drive lorry looking well cared for despite a probable age of twenty-plus when 
photographed in Alicante province by Ron Phillips. Note the high sided body which 
has a char-a-bancs type canvas hood which can be unfolded back over the load when 
necessary. Behind stands a rather forlorn looking Super Beaver or Super Hippo.
 The Comet engine (in O.350 form) was manufactured in Spain under licence for 
fi tting into medium weight Pegaso lorries and buses throughout  the 1960s - 1970s. 

 Below is another right-hand drive Comet with all-metal Spanish bodywork of the 
maximum 2.5 metre width, seen at Villanueva de Castellon railway station (Valencia), 
awaiting departure for Jativa. Again this is almost certainly the second body carried by 
this chassis, which was fi rst registered in Madrid (M.138045). Photo by Ron Phillips. 
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   From Fred Boulton, Wolverhampton
 The photograph at the bottom of page 33 of Torque No.15, supposedly clocking 
off time at the Chorley ROF, is in fact of the main entrance to what became Spurrier 
Works at Leyland.  The confusion probably arose because Spurrier Works was built 
originally by the Ministry of Supply  to produce the Crusader Tank.
 Until the company bought the plant from the government in the early 1960s, 
it was always known as “MOS”.  The fi rst two prototypes of the Chieftain tank were 
produced in the building visible behind the fi re station tower in the picture.  Later, 
this building was divided in two, one side becoming the Prototype Department and 
the other the Spurrier Works Tool Room.
 “MOS” was built and managed for the government by Leyland and purchased 
at a low cost when it became clear that it would not be used for the Chieftain 
production.  The machine line for the Crusader body and Turret was mothballed and 
retained until the mid-sixties in number eight shop, which is just visible in the top 
left hand corner of the photo.
 The main entrance is behind the buses.  The side entrance, clearly visible, leads 
into the offi ce complex, and the “H” block, which became the main drawing offi ce 
in the early sixties, can be seen with the canteen block behind it.
 (Editorial Comment: This is one of several letters received about the photograph, 
a different version of which is reproduced below, and which is indeed labelled as 
“Entrance to M.O.S., 24/5/57”......hence the confusion. Others have talked about the 
vehicles depicted, and Gordon Baron in particular recalled how many of the buses 
from some of the independent fl eets were driven by men who also worked at the 
factory.  To prove it and to save readers the trouble of looking back at issue No.15, 
we are showing the same scene taken during working hours with just seven buses 
stood waiting for “home time” (the clock shows 13h.35).
 Several readers have recalled some of the buses. Identifi able here (apart from 
ex Salford RJ 7014 mentioned last time) are LTB 299, a single deck coach of Dixon 
of Blackburn and JP 2972, ex Wigan 105 (a 1938 TD5 with an “old fashioned” L48R 
body by N.C.M.E.)  of Tom Jackson of Chorley. Who can tell us more ? )  

As a memory jogger we show on the left 
another picture of the former MOS tank 
factory used by Leyland Motors. The same 
vehicles appeared on the much busier 
scene depicted in the last issue, and we 
have identifi ed more vehicles from this less  
crowded scene. We would still like to know 
the identity of the ex Birmingham double 
decker and the ex London Transport STL 
standing in front of it.
                 (BCVM Archive)
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  From Charles Jones, Chester
 With reference to the Leylands “Down Under” in Torque No.15, the Beaver 
14B.10 looks as if it might be a hybrid.   The wheelbase appears to be longer than a 
standard 14B.10, but not long enough to be a tipper chassis 14B.9.  It also has a non-
standard fuel tank and the rear axle ends seem a bit suspect.
 Tipper chassis, particularly Beaver, Super Beaver, Hippo and Super Hippo, were 
often used as tractor units overseas as they perhaps gave a better 5th wheel position 
for trailers with long front overhangs and for wide loadings etc.
 The Royal Tiger coach photograph in Food for Thought No.64 was featured in 
a Leyland Journal of the fi fties as part of an article on Ribble doing a marathon works 
and offi ce outing, along with Crosville, for Littlewoods, if my memory is correct.  The 
puncture was the only breakdown of the day.  This is an early photo as the vehicle has 
yet to acquire its Royal Tiger badge, which was a feature of early Ribble vehicles.
  From Stephen Moran
 Around 1980/82 I drove a six wheel R reg. Buffalo fi tted with a 502 engine.  
This was the wagon’s third engine and had been governed down to 2200rpm which 
was dead on 60mph.  In this form it proved mainly reliable and still with good power, 
even when pulling a drawbar trailer at 32 tons or just over.
 I did have two minor breakdowns, both fi xed at the roadside.  A fuel feed 
pipe came adrift and the hose from the rear mounted header tank split.  Fitted with a 
nine speed Fuller box, I found it superior in braking and drivability than equivalent 
Mercedes 6 wheelers which I also drove.
 More of a disappointment was TL11 powered Bison which I found somewhat 
gutless, especially as Leyland deemed the engine to be OK for the Cruiser tractor unit.
Back in 1978 a Leyland salesman told me to avoid the fi nal 511 version like the plague.  
He was keen to sell a Cummins-engined Marathon and later went to Volvo. I believe 
almost certainly the 500 series was intended to replace the 600/680 and possibly the 
401, bearing in mind the Lynx 16 tonner.
  From Philip Greenwood, Bingley
 The picture of the Leyland Cub bus on page 29 of Torque No.15 prompts me to 
write as my uncle’s bus company had an identical vehicle, and to the best of my knowledge 
it disappeared about 1944.  Since I was only eleven at the time I don’t have any specifi c 
details but would suggest that it may have come from Yeates of Loughbrough.
 The company, Yorkshire & Lincolnshire Road Services trading under the name 
of “Advance,” started about the end of the First World War with Star and REO vehicles, 
but acquired the fi rst Leyland in 1932 with an LT (?) Lion with 32 seat Leyland body 
and 4 cylinder petrol engine.  This was followed by the Cub already referred to, another 
half-cab Cub with Duple 26 seat coach body and an unidentifi able Leyland (probably 
a 1936 Tiger) with Craven’s of Sheffi eld rear entrance bus bodywork.  These vehicles, 
along with several Bedfords, operated from Swinefl eet near Goole and ran services 
from Goole to Scunthorpe and Gainsborough.
 The livery was a most striking deep yellow with green waistline strip of 
“streamlining” over the rear wheelarches.   The Leyland story doesn’t end there, as in 
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about 1945 a very early Tiger was acquired and I seem to think it had vertical cylinders 
either side of the radiator.  Would these have been spring dampers of an early form?  
(Gruss air suspension? – Ed.)  Unfortunately this striking vehicle proved unreliable 
and was soon replaced by a half cab diesel-engined Crossley as the small operators 
were denied access to new Leylands.
 I have many memories of life on the buses not least transporting Italian prisoners 
of war to work on the airfi elds and visiting the Yeates factory at Loughborough.  I 
would welcome any further information about this fl eet and hope Mr. Bennett has 
noted two Cubs to his list.  Does anybody have any photographs of these vehicles ?
  From Eric Muckley, Warrington
 Leyland Torque No.15 brought back many interesting memories to me, as 
well as answering my query about T. Shaw’s rebuilt Leyland.  The photograph also 
provided the registration number of one of Shadwells’ GED registered Tigers, which 
I have been seeking for my records for some time.  Shadwells had at least three of 
these Tigers, possibly even four, they were all GED registered except the last which 
was Tiger PS2/3, 500341, HED 459 new 4/51.  GED 687 was 495798, a PS1/1.  I have 
no details of the others, nor of their two Leopards which they ran in the seventies.
 Turning back to Torque No.14, the fi rst thing to bring back memories was the 
very early 6 wheel breakdown truck of Leyland, described as a Retriever.  In the mid 
1950s, the well known London transport fi rm Davis Bros., probably better known as 
“Yiddles”, had one at their main maintenance depot here at Warrington.   A similar 
vehicle was said to have been bought direct from Leyland when they replaced the 
old stalwarts with 20H Hippos about 1956.  One  was still in use with Woodwards, 
the Liverpool Leyland agents well into the 1980s, and almost certainly went into 
preservation.  Davis Bros. did not take long to realise that the big gap between the 
cab and the crane on this wrecker could be put to better use and so it was fi tted with 
a fl at platform in this space.  From then on when the vehicle was seen on its way to 
a breakdown, it frequently had a sheeted load on this for delivery en route! 
 Mention of Williams (Whiteway) of Waenfawr reminded me that in the mid 
1970s when I had a break from transport driving, and was garage chargehand at 
Warrington Borough Transport, O.R. Williams was still using one of Warrington’s old 
Titan PD1 double deckers DED 797.  I saw this on more than one occasion when on 
outings on holiday in the area.The photo of Leyland Service No. 25, a 12.B1 Beaver 
and trailer, confi rms what I wrote before, from memory.  No. 27 was identical.
 The photograph of H & R Duncan’s bus-based van on page 31 of Torque 
No.15 reminded me that when I drove for the Alliance Box Co. in the fi fties, I used 
to deliver to the Preston Box Co. who ran at least 6 similar vans painted maroon with 
no lettering whatever.  These vans passed through Warrington most days. One was 
involved in an accident at Jockey Bridge, but what was most interesting was that one 
or two had polished brass radiators !  I always thought at the time that these were 
only fi tted to fi re engines, but have since learned that the well known Scottish fi rm 
of “Alexander” specifi ed these on some of their coaches. 
  (Editorial Comment: Many of the early PD1 and PS1 chassis had chromed or painted 
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radiator shells, and most of these would have been made from brass.  I remember 
one of  the Bamber Bridge Motor Services’ Titan PD1s where the owner removed 
the paint and polished the brass shell.  It did not last long before they repainted it as 
it was a nightmare to keep polished !
 Eric’s mention of Leyland Motors’ Hippos prompts us to ask him and all readers 
to look at the picture on page 28. Finally, for those who are wondering where Jockey 
Bridge is, it was a bridge across the A49 in Warrington, adjacent to a public house 
known as “The Horse and Jockey”. The bridge is long gone, and the pub is replaced 
by a drive-in burger restaurant.  
  From Malcolm Wilford, Wakefi eld
 Thank you for another splendid edition of Leyland Torque.  I have a couple of 
items I can add information to.  Page 31, Leyland Tiger HNO 995 - this was a TS8, 
chassis no.302330.  I do not know when it was sold to H & R Duncan, but it passed 
to B.R.S. when Duncan was nationalised.  It was fi rst registered 9/5/39 as a Luton 
van, with U.W. 4-19-2.  I thought I had a photo of it, but now realise the picture is of 
a TS7 new to Smith of South Woodford. It can be compared with HNO 995.
 Page 42 of Torque No.15 showed Newcastle Corporation’s Hippo breakdown 
tender - UP 6013 was a Hippo TSW3, chassis number 67611, purchased new by  Lewin’s 
of Birtley, Co. Durham in August 1931.  It had a tipper body when new.

  From P.J. Snell, Benfl eet   
 I refer to Leyland Torque No.15 and the Hybridge TS8 Tiger HNO 995 which 
was fi rst registered in May 1939.  It was built as a pantechnicon and was fi rst oper-
ated by a Mrs. Emily Phillips, 124 Palmerston Road, Walthamstow, London E17.  I 
think it was TS8 - I am trying to get the chassis number, which I will forward on.
 Secondly, to John Bennett’s request, I have enclosed a list of Leyland Cubs, 
which I trust you will forward to him.  (Yes I have, and thank you – Ed.)

The photograph is from the Peter Daniels collection, copied from the Arlington, Ponders End, 
Middlesex offi cial photographs.The vehicle therefore probably carried an Arlington body.
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  From David Corns, Preston
 I thought the article in Torque 15 on the Leyland National was most interesting 
and informative.  It jogged my memory that Leyland Nationals were used not just 
for carrying passengers but for many other applications.  In the late 1970s to the mid 
1980s, Leyland Vehicles had the most superb training facilities providing training 
for service and repair staff from all over the world employed by our dealers and 
operators of trucks, buses and power systems.  Whilst we had comprehensive training 
workshops in Leyland, we also had mobile training units, which meant training could 
be offered on customers’ premises.  A number of Leyland Nationals were modifi ed 
and refurbished for this purpose, FRM 499K and DRM 590K being examples.  The Unit 
was completely self suffi cient with facilities for lectures and demonstration/workshop 
area.  Tuition could be given on all components.  Fault diagnosis panel boards for 
brakes, hydraulics and electrics were attached to the walls.  Stands for gearboxes, 
engines and axles were bolted to the fl oor.  Normally up to eight students could be 
accommodated at any one time.  The Training Units were in constant demand and 
travelled extensively in the UK and to mainland Europe and Scandinavia.  Costs were 
£150 plus VAT per day, fully inclusive.
 At one time I remember a Leyland National was equipped as an Emergency 
Medical Unit and another as a luxurious Commuter Business Bus.  Were there any 
other applications ? (Yes, mobile banks, Ed.) Were there any Leyland Nationals built 
especially for other roles ?

 

   

David sent this fi ne line drawing of a National in use as a mobile training centre, together with 
a photograph of the interior of one of them, which we shall publish on a future occasion. On the 
page opposite is a picture of DRM 590K, a former lhd demonstrator, in blue and white livery.
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  From Brian Veale, West Felton, Salop
 In the “contest” to fi nd a “hybridge pantechnicon body”, surely this must be a 
contender although not on a Tiger chassis.  Ex-London Transport STD 61, DLU 371, 
a Titan TD4 (note the TD5 type dumb-irons) was withdrawn from London Transport 
in September 1953 and sold to dealer Max Speed Transportation, London SW.17 with 
others in 1954. A few of this group were stripped to chassis only and then rebodied 
by 
  

 

Connorton Motors , London SW.2 
as pantechnicons. The conversion of 
STD61 was noted at the time by the 
PSV Circle, but the new owner was 
not known. It would be interesting 
if someone could say who owned 
this vehicle as a van. (Several other 
STDs, including STD5, 9,49 were 
also stated to have been prepared 
for rebodying.)
 It appears to be much higher 
than HNO 995, but it is clearly not 
based on the frame of the original 
1937  Leyland metal-framed body, 
although it looks to be built up to the 
height of a highbridge bus.
 The photograph sent in by 
Brian  was taken by S.A.Newman. 
There is a glimpse on the right of 
another Tiger or Titan half cab sin-
gle deck vehicle. The photograph 
was probably taken in the winter of 
1954-5.
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  From Bob Kell, Durham
 The Leyland six-wheeler pictured on page 42 of Torque No.15, UP 6013, which 
belonged to Newcastle Corporation and later the PTE, does still exist and is currently 
for sale at £4,000.  When Bingley Autospares closed and was cleared it was retained 
and is now in store.  At some time it has been fi tted with a PD2 radiator and almost 
certainly an O600 engine.  UP 6013 dates from about September 1931, and when I next 
go into Durham County Archives I will fi nd the fi rst owner and any other details.
  From Harry Walkden, Sidmouth
 In 1950 or thereabouts Leyland Motors opened a new factory in Canada and 
John McHugh left Leyland to become its chief engineer, the intention being to design 
and manufacture trucks and buses capable of competing in the North American 
markets. The British cab-over-engine type of truck was unacceptable, the American 
and Canadian truckers much preferring a more agressive looking type of bonneted 
truck to which they were accustomed. John McHugh returned to Leyland for the 
purpose of urgently designing and producing a Leyland prototype truck which would 
be acceptable. In the meantime, the Canadian factory continued to lose money.
 Stanley Hough and I, under John’s guidance, worked long hours for seven 
days a week to enable a prototype to be produced and shipped to Canada before 
the Great Lakes froze over. The photograph at the bottom of page 7 of torque no.15 
reminded me of that prototype. The drivers cab is a modifi ed version of that used on 
the original semi-bonneted Comet. The front bumper bar is that used on the export 
Super Beaver and Super Hippo range. Note the American Budd wheels which are not 
interchangeable with British wheels. The machine was eventually shipped in time 
before winter set in, and was built and named “Canadian Beaver.” Other derivatives 
were to be called “Bison” and “Bull Moose.” Unfortunately, the trucks never really 
took off and the factory in Canada was closed down with John McHugh returning 
permanently to Leyland as Chief Engineer (Trucks) UK.
 (Editorial Comment: The photo referred to, which shows a truck  badged “Super 
Comet”, and which Harry says was taken outside the South Works, is not of the earlier 
Canadian prototype but of a subsequent vehicle for Iran. It was built at Leyland before 
the shipment of parts for 500 more were sent for assembly in Iran in the mid-sixties.)
  “Pot Pourri”
 Such is the pressure on space that we are sometimes unable to publish all the 
material you submit. On the opposite page are two photos relevant to topics recently 
raised. The top picture is an SKP5 seen in the ownership of White Bus Services, 
Bridlington. HS 8306, which still carries its “Lion Cub” lettering on the radiator, was 
new to A.& R. Graham of Paisley. Page 34 of Torque 15 refers.(Photo via J.Bennett)
 The second picture illustrates one of the six Leyland bodied PD2s for Trent, 
referred to by Tony Hall on page 15 of this issue.
 Finally a photo for further discussion. It shows one of the Atlanteans built for 
Bagdhad which was rebuilt for use in Britain. Another appears in the background of  
the picture on page 4. Is this the same vehicle, supplied via Sykes ? Or were there 
some more (as we suspect) of these orphaned AN69s ?   (Photo by Mike Fenton)
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‘POT  POURRI’
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FOR  SALE
O680 Piston Liners - Cromard Laystal liners still in original boxes and wrappings 
£25 each, please contact John Knox, tel: 01524 241775 (North Lancs).
Works Driver – A View of Southdown from the Inside, by Bruce Macphee.  This is 
an excellent “inside look at Southdown” by an enthusiast and one time employee of 
Southdown – and, of course, former membership secretary of The Leyland Society.  
It is A5 format with 60 pages and well worth the money at £7.00 post free from 
Dinnages Transport Publishing, P.O. Box 2210, Brighton, BN1 9WA.
Leyland Cub Gearbox - for sale in the region of £60 is a gearbox from a 1938/9 
Leyland Cub fi re engine. Please contact Karen Bayford on 01279 815723 (daytime) 
or mobile 0771-5375096. Location is Stanstead, Essex.

WANTED
Photographs of Leylands are wanted by D.W. Parsons, 74 Speedwell Close, Witham, 
Essex CM8 2XL.   If you have pictures of any of the following vehicles please contact 
the above address :FD 9601 Leyland SKP3 (originally Davenport Netherton), TF 
1555 Ld TS1 (Furness OC to Ribble 932), AG 6221 Ld.TS1 (Alexander body ex 
WSMT), GJ 5124 Ld. TS3 (E.Counties AT93), GV 2603 Ld KP3 (Burgoine, Grey 
Pullman, Havehill, Suffolk), CS 4326, Ld SKP2 (Blair, Kilmarnock), TJ 9275 Ld 
LT7 (C.J.Long, West Wratting, Suffolk - original owner unknown) JY 3642/6739, 
Ld TD3/TD4c (Plymouth C.T. 21,148), BGA 60 Ld TD5 (Glasgow C.T. 494), HWA 
277 Ld TD7 (Sheffi eld C.T. 477), BU 7601 Ld TD2 (Oldham C.T. 11) DW 6942/4  
Ld TD1  (Newport C.T.32/4 and Red & White 790/2), EK 8088 Ld TD1 (Wigan 55 
and Red & White 850) and GK 5719 Ld TS3 (Premier Line).
More Photographs of Leylands wanted by G.Martin Bates, Immeriach, St.Madoes, 
Glencarie, Perth PH2 2NF Glasgow TD1 GE 7240; GG 917; Western SMT TD1 WW 
8364, WE 6147; TD7 ACS 744/929; Ribble TD1 CK 4415; West Yorks TD1 WW 
8364; Oldham TD2 BU 7113; Birmingham TD6 EOG 247/254; Southdown TD1 UF 
5652; CSMT LT VD 3447; Yorks W D PS1 HD 7890 and Alexander TS2 SN 4490.  

   

 The Leyland Society needs to do a lot more than we currently do in terms of 
publicising our existence and offering goods and magazines for sale.
 We have enough back numbers of our magazines now, together with lapel 
badges, reproduction radiator badges, mugs, stickers and clothing to equip a small 
sales stall.  We need a member who already visits rally sites, e.g. Cobham, ShowBus, 
Amberley, etc. lorry auction sites where there are stalls (possibly therefore two people 
– one interested in lorries, one in buses) to take and display our goods for sale, hand 
out membership application forms, and generally promote the Society.  If you feel that 
you could help, please do come forward as it would be of great benefi t to our Society.  
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 Leyland Torque Nos.1-4
Issues 1-4 are now out of print. Society Member Geoff Wright, of  Henley, has kindly 
offered to make copies, and has done so for issues 1-3, and no doubt could do so for 
issue 4. They are relatively expensive, but are of good quality, particularly as numbers 
1-4 were originally photocopied rather than printed. They are most acceptable to 
complete a set.   No.1 is £4.50, No.2 is £10.50, No.3 is £12.50 and No.4 , which has 
48 pages, if copied in the same way, would be £13.75 (all prices include postage and 
packing).
 Leyland Torque Nos.5-15
Back numbers of these issues are available at £5.00 each, including postage. The price 
has been revised following the change in subsription levels.
 Leyland Society Journal, issues 1-3
These are available to both members and non-members at £6.00 each, including 
postage,  (£11.50 for two, £17.50 for all three)
 Binders
Binders for Leyland Torque (holding eight issues) are available at £6.50, including 
postage and packing, for one, or £12.00 for two if ordered together.
All the above items are available from Mike Sutcliffe (address inside front cover). 
All cheques should be made payable to  “The Leyland Society.”

 

You’ll also fi nd that you meet all sorts of new people and put faces to names.  Pat & 
I have done this at Amberley and ShowBus and it is a most enjoyable experience.   
So, please do not be shy in coming forward.
 Publicity in magazines is another way of promoting the Society, whether it be 
quarter page adverts, lineage adverts (most of which are free) or short write-ups on 
events or news-worthy items for publication in magazines.  Each issue of Leyland 
Torque or the Journal is another “excuse” to get some publicity by contacting magazine 
editors – who are all very sympathetic to and appreciative of  The Leyland Society 
and the quality of its publications.   We need someone to come forward who will 
contact these magazines on a regular basis to promote The Leyland Society and help 
to increase membership.  Currently we cannot afford to put colour in our publications 
(unless advertisers pay for it) but if we could grow membership levels and therefore 
subscriptions we may be able to afford it.  Could you help the Society in this way and 
spend a relatively small amount of time dealing with our publicity and press releases?
Please contact the Editor – Leylands were the BEST and we need to continue to make 
this the best one-make commercial vehicle society !
 On a more general note, your Committee would like to ask if there are any 
members who would like to get involved in any way in helping to run and further 
develop the Society, with a view to possibly joining the Committee at some future 
point in time. The Committee meets four times a year, so you would not be asked to 
give up too much time.
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 We can certainly claim this photo has not been published before, its provenance 
is an old album of holiday photographs. The location is North Wales, believed to be 
near Bala or Corwen. Can any reader help to pinpoint the location ? The date is 1930-
1932.
  It shows Crosville No.400, FM 2847, a Leyland GH7 with chassis number 
12803 and a Leyland B32F body, from a batch of seven delivered in 1924 carrying 
fl eet numbers 1-7. This was the last year in which Crosville took delivery of single 
deckers with solid tyres. Numbers 4-6 were withdrawn unmodifi ed in 1929, but 1-3 
and 7 were renumbered 397-400 and were withdrawn in 1932, having been fi tted in 
the meantime with pneumatic tyres. The renumbering took place late 1929 or early 
1930, when the block of numbers 1-11 was allocated to a group of buses acquired 
from Holyhead Motors (Mona Maroon) and the surviving 1-3/7 were found new 
identities. It is not possible to identify the vehicle alongside No.400, but it could be 
a bus from the Crosville series 128-36, similar GH7s of 1924, registered FM 3001-9.
 Our thanks go to Colin Balls from the BCVM for his work in making the above 
photograph fi t to print in Leyland Torque. Colin also assisted in improving the quality 
of the photographs reproduced on pages 28 and 36-37 of this issue. 








