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EDITORIAL
 For those of you who did not make it to the AGM , despite the atrocious weather, 
it was a most enjoyable meeting, followed by a very interesting talk on the National 
Rail Bus.  It is hoped to include an article based on the talk in the next issue of the 
Leyland Society Journal, No. 5.
 At the meeting I gave notice that I wished to stand down from editing the 
magazines due to the demands on both Pat and myself working full time in our very 
busy accountancy practice, which sometimes makes it exceedingly diffi cult to meet 
the necessary deadlines for publication, and I feel that I would be better able to support 
the magazines by writing articles and providing material for them.
 At the fi rst committee meeting of The Leyland Society, I offered to edit the 
fi rst two or three issues to help get the magazine off the ground.  As it happened, Pat 
and I did 100% of the production of the fi rst nine issues of Leyland Torque, with the 
intention of setting the standard for the magazine both in terms of quality and content.  
From issue number 5 onwards they have all been printed, and I now believe that both 
the product and content is better than any other small society publication.
 Over the last two years the workload has been spread, with Ron Phillips doing 
all the page making and contributing articles and photographs, with Alan Townsin and 
Bob Kell very ably editing Food for Thought and Odd Bodies, and with Neil Steele 
contributing and doing a lot of the proof reading.  It is now very much a team effort 
and all the more enjoyable for that.
 I would like to hand over the Letters section to someone – this is exceedingly 
interesting and diverse and not a major job on its own, and I would be happy to 
continue to act as “postbox” for a while, so, if you think you may be interested, please 
telephone me on 01525 221676.  The more people we have involved in producing 
Leyland Torque and the Society Journal, the lighter the workload and, of course, the 
less reliant the Society is on any one person, which has to be a good thing.  We have 
an excellent and very friendly team and long may it continue to be so.
 Incidentally, binders for the Leyland Society Journal have been ordered and 
should be available by the time you receive this issue: for details see page 47.  
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THE LEYLAND SOCIETY  
     FROM THE CHAIRMAN    
    

          

            

 In haste to include the news about Donington in Torque 17 a number of material 
facts were omitted; to clarify this will members please note the following: The event 
is the Classic & Vintage Commercials Magazine’s Enthusiasts Day and  Auction at 
the Donington Exhibition Centre, Castle Donington on Saturday 22nd March 2003. 
It is the Society’s intention to have a stall at this event to enable members to meet the 
committee in an informal setting, recruit new members and to show off the Society’s 
magazines and merchandise.
 Despite the weather doing its best to make it as diffi cult as possible to attend the 
AGM those members who managed to get to Coventry had a successful meeting. All 
Society business was completed in fairly quick time. The resolution by the committee 
to form the Society into a Company Limited by Guarantee was approved by the 
members present. The committee reluctantly accepted John Bishop’s resignation from 
the committee. Latterly John has been a driving force behind the Society becoming 
a Company Limited by Guarantee, being involved at all stages of this comlex 
changeover. In view of John’s work on behalf of the Society over the past four years 
the committee felt it only right and proper that this should be acknowledged and we 
are pleased to announce that John has agreed to become the Society’s second Hon. 
Vice-President. There then followed an excellent and most enjoyable presentation 
by Graham Tomlinson on how the Leyland National was redesigned as the National 
Railbus. This presentation will be featured in Journal No.5.
  In Torque 17, I announced that Leyland Trucks have kindly allowed us the 
use of their car park for the 2003 Gathering. I also asked for volunteers to help with 
this event - I am sorry to say that not one Society member has come forward to 
offer assistance. It will be a great pity if the event has to be cancelled especially as 
sponsorship has been secured. I would ask members to seriously consider if they wish 
to participate in any further Gatherings - I can only assume that the current silence 
indicates that you probably do not ? 
 As the Society has become more successful the work-load of committee 
members has increased, so much so that the Fire Engine Book is now behind schedule 
- there are limits to what we few can do !  Can YOU help? If you can please contact 
the Hon. Secretary. Finally, I would like to take this opportunity to wish everyone “A 
Very Merry Christmas and all Best Wishes for 2003.

                     Neil Steele, Hon Chairman

 COVER PICTURES
The front depicts a Leyland Lion bus chassis built from new as a low-deck lorry, the 
back  a Leyland PD2 of South Western Bus Co., Ceylon. See page 11.        (BCVMA)
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General items can be ordered from our Treasurer, Keith Watson (address inside front cover).  
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             £ 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. Clothing is ordered from the Chairman, Neil 
Steele, address inside front cover. Please makes cheques payable to “The Leyland Society”.
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 £2.00 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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 Aylmer A. Liardet was appointed General Manager at Leyland Motors from 1st 
December 1923, replacing C.B.Nixon as the chief executive offi cer of the Company. 
(Nixon was given a seat on the Board ). Liardet came with very good credentials and 
was said to have had “a very wide experience in works organisation.” He was to stay 
at Leyland until his death in 1946. He oversaw many very important changes in the 
Company, and this short article tells a few of them. (1)
 In April 1924 the Company Secretary, H Phillips Conn, gave up his secondary 
duty as Overseas Sales Manager to concentrate solely on his job as Secretary. This 
refl ects the increase in business at the time. Phillips Conn’s name appeared on the 
sides of many Leyland demonstrators, the usual inscription being “Leyland Motors 
Ltd., Leyland, Lancs.  H. Phillips Conn, Secretary.”
 Early in 1926, the Chief Engineer Alan Ferguson tendered his resignation on 
account of ill health. He had given the company 23 years service, but had only held 
his  current offi ce for a few years (the previous C.E. having been Parry Thomas). The 
next holder of this post came from outside, as had A.A.Liardet, and was G.J.Rackham, 
who had for the previous three and a half years been Chief Engineer of the Yellow 
Coach Company in Chicago. He was to stay at Leyland for two years, one month and 
eight days. (2)
 Rackham’s sudden departure caused “a cabinet reshuffl e” amongst the lesser 
management. Initially Dr.H.F. Howarth, already in the employ of the Company and 
very much a “back-room-boy” was given the title of Acting Chief Engineer in June 
1928, and it was not until July 1929 that he was confi rmed as Chief Engineer. Three 
and a half years later, in February 1933,  Dr.Howarth was given the new title of 
Outside Technical Representative. He later was charged with developing the trolleybus, 
and now became a sort of roving engineer looking at the problems encountered by 
operators and keeping a close eye on new developments from the rival commercial 
vehicle manufacturers. His place inside the factory was covered by the Manager of 
Engineering Development (MED), an earlier appointment. The incumbent was Mr. 
V. Pilkington. The post of “Chief Engineer” was discontinued.
 Another “outsider” joined the team on 1st August 1935. This was Colin C.Bailey, 
formerly Assistant Works Manager for Metropolitan Cammell Carriage & Wagon Co. 
(MCCW) of Birmingham, who was recruited with the specifi c task of redesigning the 
Leyland metal-framed bus bodywork. His title at Leyland was Body Shop Manager.
 It seems likely that Dr. Howarth’s earlier  “stepping-down”  was due to failing 
health, and following his untimely death at the age of 56, the post of Chief Engineer 
was reinstated and Pilkington assumed this role. With the increased responsibilities 
brought about by war work, he was given extra help, with the appointment of Mr. R. 
Dean-Avern as Assistant Chief Engineer from March 1940. With the running down 
of bus bodybuilding, Colin Bailey was appointed Manager of the BX (Tank) factory 
from December 1940. In September 1941 further changes in the senior management 
were introduced. Dean-Avern now became Chief Draughtsman, Stanley Markland 

 
Ron Phillips examines a signifi cant era  
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became the Assistant Chief Engineer, and J.Tattersall the Research Engineer.
 In April 1942, subsequent  to the death of Sir Henry Spurrier, C.B. Nixon became 
Governing Director and A. A. Liardet moved to a seat on the Board as Managing 
Director.  The post of General Manager now passed to Sir Henry’s son, Henry Spurrier 
Jnr., and two months later Phillips Conn resigned his post as Company Secretary due 
to ill health. Vernon Walker took up this position.
 Further temporary changes took place in the senior management team 1943-
45 as a result of the war output and changes which took place as victory drew near. 
Early in 1946, A. A. Liardet became ill, and Stanley Markland was appointed as 
Temporary Deputy General Manager, to cover for Henry Spurrier Jnr. when he was 
away on business. Earlier in the war, Colin Bailey had been charged with this duty, 
but it is not clear if he ever acted in this capacity. Markland was, of course, also still 
the Chief Engineer.
 A most signifi cant appointment  made in January 1946 was that of Donald G. 
Stokes, fresh from the armed forces, as Export Development Manager. Three months 
later, as an annexe to the fi rst post-war edition of Leyland Journal,  the Company 
published an obituary for A.A.Liardet. Two events which must be regarded as having 
been in the pipeline during his era were the formation in June 1946 of British United 
Traction Ltd. (BUT), a company owned conjointly and equally by Leyland and AEC, 
for the making of trolleybuses and railcar units, and the creation in October 1946 of 
the “Export Division”, which was to have great success over the next two decades.
 Liardet had presided over the Golden Age of the Company, and it is appropriate 
here to list some of the management strategies he introduced.
 From 1926, stocktaking was undertaken annually on 1st October. Stock books 
listing all vehicles built during a year October 1st - September 30th were henceforward 
maintained. Each vehicle was recorded twice: when it was completed and when it 
was dispatched.
 From 1924, the departmental managers had to meet regularly with the General 
Manager, and written reports were submitted each month. Some departments even 
kept weekly records. By 1927, the system had evolved to cover all those in authority 
whether at Leyland, Chorley, Farington, Kingston, the various service depots and 
the depots abroad. The reports were typed up monthly and later bound into  volumes 
relating to the calendar year.
 The evidence is that these two strategies, which made those concerned look 
at what they were making and how they were making it, worked well, as output rose 
and prosperity increased at Leyland Motors throughout the Liardet years (the 1939-
45 war, of course, formed an unwelcome interlude).
 Things were never quite the same afterwards. Colin Bailey, who resumed his 
former position as Chief Body Designer from April 1947, left for Duple not long 
afterwards, and Pilkington left for Dennis in October 1949.

(1) This is not a biographical article, but it is hoped at some future date to assemble some biographical details 
of notable personalities in the Leyland organisation.
(2) G.J.Rackham’s contribution to Leyland was discussed in detail in Leyland Torque issues 10 and 11. 
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 The illustrations opposite show an oil-engined TS6 from a batch of eight (chassis 
numbers 4970-7) delivered to the Buenos Aires Town & Dock Tramways in 1934. 
The Company was one of several tramway companies in that city which was British 
owned. There is a British look to the coachwork fi tted, although the timber-framed 
body was built in the Town & Dock’s own workshops and has one very un-British 
feature......the rear platform which may be boarded from either side of the vehicle.
 There was one British double deck bus which had such a platform, although it 
was equipped with doors. That was the London Transport trolleybus no.1379 which 
was built to test the feasibility of running trolleybuses through the Kingsway Subway. 
It is assumed that the platform used in Buenos Aires ( and also Montevideo )  was  
introduced to allow passengers the same freedom to board and alight as they had 
enjoyed in tramcar days. A large number of Leyland Tiger (which were badged as 
Puma in the Argentine) and AEC Regal  buses were acquired by fl eet operators in that 
country and Uruguay. Most had this type of rear platform, but few had such straight-
forward looking bodywork. Generally the locally built bodies were equipped with a 
series of small windows (one per row of seats) with arched or “Moorish” tops giving 
them a very fussy appearance, and reminiscent of the early horse drawn streetcars of 
the 1860s and 1870s built in America and copied in Great Britain by Starbuck.
 By the 1930s, one would have expected an elegant city like Buenos Aires to 
have adopted the art-deco styling of contemporary buses and trams built for such as 
Blackpool Corporation, but the practical lines of the bus below is as near as the capital’s 
buses came to “modernity.” The provincial city of Mendoza, however, ran some very 
attractive all-metal bodied Tigers, as seen in Leyland Society Journal No.3, page 20, 
which shows a Duple bodied Puma TS6 of CITA, a subsidiary company of the Buenos 
Aires Pacifi c Railway. Both CITA and the Town & Dock Tramways ordered 8 TS6 in 
the summer of 1934, and these were built and delivered between July and September.
 Town & Dock Tramways ran a fl eet of Thornycrofts, but took a sample petrol 
engined Leyland Puma TS1 in 1930, which was bodied locally  in a similar style to 
the vehicles seen on the next page. It was fl eet number 30 and showed itself to be 
very reliable. Because of money exchange problems, no further orders for new buses 
could be placed until 1934, when the eight oil-engined TS6 were purchased, to be 
followed by a further batch of eight TS7 chassis ordered in December 1935 (chassis 
numbers 10158-65) and delivered in 1936.
 Roller destination blinds were an unknown feature in Argentina at the time, and 
buses either had route information painted directly on the bodywork, or used route 
boards. In the case of  No.31, a metal plate (or tablilla) is slotted into a holder on the 
front of the cab.

11
      Pte ALSINA

 MOLINEDO
       Av Gral MITRE
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An offside view shows the arrangement of the back platform and the unglazed cab door.

Buenos Aires Town & Dock Tramways Puma TS6 No.31 stands in November sunshine when new. 
It combines a British look with several Hispanic features: the rear platform opening on both sides 
(the front doorway is for emergency use only), and the indicator plate (“tablilla”) which slots 
into a holder on the cab front. The registration plate is worded “Argentina 1934 Omnibus”: the 
initials T.P. denote Tranvia del Puerto.                     (Photos BCVM Archive via A.G.Pruden)



 

 Starting in business in 1912, Wilson Hastie Boyd, of West Lothian Garage, 
Bo’ness, West Lothian, established himself as a successful goods contractor, together 
with gradual development of excursions and tours under the fl eet name of “Brown 
Coaches”- the latter part of the business passing to SMT in 1945.
 Whilst Boyd’s policy of using convertible char-a-bancs bodies placed on  
goods chassis for week-end excursion work in the early to mid-twenties was a very 
common practice at the time, what made Boyd special was that this policy continued 
right up to the Second World War.  Indeed, as the attached photographs clearly show 
of Leyland TS8, SX 4959, new interchangeable bodies were built for Boyd as late as 
January 1939 - in this case by John Stewart & Company (Wishaw) Limited - a body 
builder with considerable experience of building both types of bodies.

Four other Stewart coach bodies on passenger chassis were purchased by Boyd 
during the thirties:

  KPZ1 Cub (chassis number 5422, new 3/36);  
  SKPZ2 Cub (chassis number 5851, new 7/36); 
  TS7 Tiger  (SX 4489, chassis number 12766, new 4/37); 
  TS8 Tiger  (SX 4782, chassis number 15311, new 4/38). 
Given the experience with SX 4959, separate goods bodies could have been built 

by Stewart for these vehicles (any details known?). A Lion LT5A was also operated  
- SX 3376 (chassis number 4076, new 5/34).

  
Richard Gadsby writes on Boyd of Bo’ness

8 

 

Other Leyland chassis owned by Boyd during this period appear to have been built 
on goods chassis, but are known to have carried coach bodies (presumably alongside 
goods bodies). The earliest of these was SX 2658, which was fi tted with a new coach 
body by Cadogan of Perth in 3/28 - as the photograph above shows. The chassis was 
a model GH6, chassis number 13868, a goods chassis in the 4 ton range (chassis 
numbers 10000/12000-14000s) supplied by Leyland Motors Ltd. in December 1927. 
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A Leyland Bull (SX 3329), purchased in 1931, is known to have carried a coach body, 
and fi nally a Leyland Cub SKZ3 goods chassis (SX 4427) was purchased in 12/36, 
and fi tted as new with a Stewart coach body.
 The Motor Transport Year Book records for 1936-7 show a rolling stock of ten 
coaches and one lorry - so presumably vehicles were licensed primarily as P.S.V.s, 
but also with the facility to carry goods (the reverse of the expected situation). What 
happened to the Boyd’s goods business following the sale of the coaching side to 
S.M.T. is not known - any more information on this interesting fl eet would be most 
welcome.  Does any reader know of any other Leyland convertible lorry-buses?
 The S.M.T. takeover did not include the sale of any of the vehicles. Seen below 
is TS8 SX 4959 as a coach and as a fl at platform lorry. It would be interesting to see 
a picture of the coach body when in store off the chassis.

The photographs are all from the Robert Grieves collection.
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 The photo below from the BCVM Archives shows a Leyland Royal Tiger of the 
Madras Government Transport fl eet, new in 1955, equipped with low-height bodywork 
which seems to have something in common with the “half-decker” design which was 
seen in Britain at about the same period. Study of the picture shows that seats were 
arranged face to face, those on the upper deck having footwells corresponding with 
the slatted “windows” of the lower deck. The spaces between the rows of seats on 
both decks  were no doubt used for luggage. The vehicle would have had a seating 
capacity of 60-70 persons. It would be interesting to know how the staircase was 
arranged.
 Torque No.12, page 48, showed the cramped upper deck of a Leyland Royal 
Tiger double decker used in the Basque region of Spain. These were used on urban 
services, with a rear platform and entrance (with doors). Passengers boarded and then 
fi led past the seated conductor as the vehicle moved off. The staircase was located in 
the centre, and passengers left the bus by a front platform supervised by the driver. 
The overall height of the Bilbao “low-height” Royal Tigers was about the same as 
that of a forward-engined highbridge double decker.
 The following is an extract from a letter written by a transport enthusiast, the 
late Norman N.Forbes, when visiting Bilbao in the fi fties.
 “I also sampled a Basque upper deck for the fi rst time. The headroom is no 
higher than in a private car, one has practically to go on all fours to get to one’s seat. 
You pay a seated conductor by the entrance, but it is hard luck on the inspectors, two 
of whom examined my ticket on the run from Santurce to Bilbao ! And what a road 
surface !”
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 The photo on the front cover shows a very unusual vehicle when new, inside 
the Leyland factory. It is a Lion LT1 passenger chassis (built 1929, chassis number 
50651) fi tted with a Leyland built sided body (low set) and a two-part full width cab. 
The off-side section of the cab is permanent, but the near-side section is demountable, 
so as to allow the carriage of a long load. Look carefully and you will see that there are 
minor differences between the two halves. Note also the display of two bodybuilders 
transfers inside the cab.
 The customer was a Vickers subsidiary, Supermarine Aircraft Limited, based at 
Southampton. The Lion chassis with its 4 cyliner petrol engine was chosen because a 
vehicle was needed to carry light but bulky aeroplane parts to all parts of the country, 
so the requirement was a low loading chassis capable of carrying up to 3 tons. If a 
whole fuselage needed to be transported, the nearside cab was removed, and the 
demounted wings of the plane were carried on a trailer. The wheelarches protruded 
slightly above the fl at bed of the lorry, and could be used to wedge loads in place.
 The rear of this edition shows a Leyland-bodied PD2 Titan in service in Colombo 
(Ceylon), No. 120  (IC 425) in the fl eet of the South Western Bus Company  based 
at Galle Road, Ratmalana, on the southern outskirts of the city. Formed circa 1943, 
this company became the largest bus company in Ceylon during the following fi fteen 
years and was to form an important unit of the Ceylon Transport Board operation set 
up in 1958. It acquired its fi rst new double decker in 1945 (a Guy Arab II) and after 
several small batches of Guys and Leylands, from 1951 it took in a large quantity of 
second-hand buses from Britain. Notable were eight ex London Transport CR class, 
based on the Leyland Lynx, and thirty ex London Transport oil-engined KP03 Cubs 
(C class). These had their bodies lengthened. Before the company was nationalised, 
it had bought several batches of Leyland Comet and Tiger Cub chassis.

Streetley Transport Ltd. of Worksop, Notts. operated this Leyland Octopus 24O/5 complete with 
drawbar trailer.  Numbered 42 in the fl eet, UNN 262 is seen here with an extremely heavy look-
ing load of hardcore.                            (Charles Jones)
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Feature edited  by  ALAN TOWNSIN

Please  send all correspondence via Mike Sutcliffe, the Editor.
   64. Straight-skirted Royal Tiger coaches (Torque No.13)
 Wilf Dodds has written in to suggest that there may be something adrift with 
the timing of the reported sighting by Dr. M. A. Taylor of one of these vehicles in 
grey primer bearing the registration HJF 60 in Chorley at about the time Leyland 
body production ended, as mentioned in Torque No.15.( that number actually going 
to an AEC Regal IV.) 
 Wilf quotes OUP 45 (of 10/53) and GJT 29 (12/53) as the highest-numbered 
PSU1 chassis with Leyland coach bodies, but HJF 60 is an 11/51 issue, a time when 
many independent examples were being registered. Specifi c to the East Midland 
Traffi c Area are HJU 524 for Gibson, Barlestone, and MVO 516 for Tagg, Sutton-
in-Ashfi eld, both new 4/52, and he mentions Lockey’s MUP 60 of 11or 12/51. Can 
anyone comment further ?

    65. Bus models with “wrong” radiators etc. (Torque No.13)
 (NB entry in Torque 16 appeared under reference No.34 in error - I plead not 
guilty on this one, having checked my copy)
 Premier Line had a total of 59 TS3 coaches, of which 20 passed to the LPTB in 
12/33, along with the TD1s transferred from Premier Omnibus, and at the same time 
as the latter’s own TD1s. The remainder of the TS3s had, by then, evidently already 
left Premier Line, 18 to Eastern National (via Premier’s associate Aylesbury Omnibus) 
in 5/33 and and the remaining 21 in 4/33 to Western SMT, having earlier been stored 
by Leyland (See Leyland Society Journal No.4, page 7.)  Among the TD1 coaches, it 
is interesting to note that three did eventually receive double-deck bodies, again by 
Duple, upon sale to Barton Transport. (See centre pages.) Thanks to Wilf Dodds for 
the foregoing and for additional information on many of the items in this section.           

    67. Buses for Cuba that didn’t make it (Torque No.15)
 A. R. Dingwall, of Ludlow, who was in Export Sales in London at the time of 
the 1964 sinking of the Magdeburg, raises the query of whether the vehicles in question 
were Worldmasters rather than Olympics, particularly in view of some being rebodied. 
He also queries the style of windscreen on the bus shown in New South Wales in Torque 
17, recalling that the BET-type windscreen was introduced to Olympic-type buses on 
300 supplied to Istanbul in 1968-9. However, to quote Doug Jack in ‘Leyland Bus Mk 
II’, 400 Olympic EL2.44 were ordered in 1964, and eventually 800 were delivered, plus 
50 Royal Tiger LERT2/1 with MCW bodies. The sinking of October 1964 involved a 
cargo of 42 Olympics. By then Van Hool was becoming quite used to building on the 
underframe of an integral model in the course of its normal production so dealing with 
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those for Smith’s caused no great problem. The Cuban buses had a windscreen having 
curvature only in one plane, with a straight central pillar.

    69. Liverpool pump-escape KF 3712 (Torque No.15)
 Wilf Dodds confi rms that the registration also dates from May 1931 and reports 
that the vehicle was last licensed to City of Liverpool Fire Service 12/62. He has a 
note of a (further ?) photograph on page 653 of Motor Transport for 8/6/31. 

    73. Wilkinson double-take (Torque No.16)
 Your sub-editor pleads guilty to a slip of the fi ngers - Wilkinson’s LT2 registered 
UP 5438 had chassis number 51483, and indeed his records reveal that he recorded it 
as such from that vehicle about 55 years ago ! Wilf Dodds reports that it was supplied 
through Leyland’s Leeds Depot in 4/31 and that the the photograph of the Gower 
Vanguard TD1 with the same registration (shown in Classic Leylands 1, page 55), 
is dated 13/4/31, well before the only TD1 this fi rm had, WN 3744, was suppled via 
Cardiff Depot in 5/31,  so was it in Swansea or a pre-delivery shot with UP 5438 plates 
perhaps fi tted in error - he doubts if it ran in service as such. We come down to the 
background of that picture, not any of the familiar Leyland offi cial picture locations, 
with a row of terraced houses on a street with a visible gradient. Can anyone identify 
the location ?            

    75. What were the Tiger TS5 and Lion LT4? ( Torque No.16)
 It is confi rmed that Nelson Corporation Nos. 24 (TF 8859), 1932, and 25 (TJ 
201) 1933, are shown in both Leyland Sales Ledgers and Lancashire motor tax records 
as  LT4 models. This undertaking had standardised on the LT2 in 1930-31 and it thus 
seems that a model of similar dimensions was specifi cally required. It did not appear 
as a catalogued model, the models offered jumping from LT3 to LT5.         

    78. Leyland trolleybus mysteries ( Torque No.16)
 Eric Ogden, of Grasscroft, Oldham, points out that the upper picture of the TB10 
low-loading  trolleybus on trade plates shown on page 16 of Leyland Society Journal 
No.3 was taken at Walkden, not Swinton, although the lower one was at Swinton. This 
was only one of several Leyland prototype trolleybuses tested on the South Lancashire 
Transport Co’s system - others known are the TD1 look-alike, photographed in front 
of the SLT power station at Howe Bridge, the two-axle single-decker, and the three-
axle single-decker. Also tested on the SLT system were a left-hand-drive chassis for 
Copenhagen and London Transport 384 (CUL 384), the fi rst of the many having 
Leyland-built bodies supplied to that undertaking. (See photo page 17.) 
 Eric also points out minor differences in some of the pictures of the TB10. Most 
show two recesses in the front panel, appearing to give access to towing eyes, but these 
are not evident in a view reproduced in Leyland Journal of November 1935 relating 
to the Commercial Motor Show held that month and under the heading of the General 
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Electric Co Ltd, on whose stand the vehicle was being exhibited. The lettering on the 
waistband reads ‘Leyland-GEC Low-loading Trolley Bus’ instead of ‘Leyland Low-
loading Trolley Bus’ as in the other pictures. It also appears from this picture that the 
main colour might be somewhat lighter than in the other views but different types of 
camera fi lm available in that period could account for this. Slight apparent differences 
in the wheels might be due to similar reasons, although in certain views the usual form 
of wheel-nut guard ring is evident, and these are apt to be left off an experimental 
vehicle. (The vehicle is reported by Leyland as being in a light colour when serving as 
a demonstrator in Chesterfi eld, and is said to have been dubbed “Queen Mary”. RP)
 Evidence that there were two TB10 trolleybuses, at least in terms of identities, 
is sent by Wilf Dodds. Motor Tax records show that TJ 9010 was TB10 chassis 4588, 
with 63 seats, registered 2/35, last licensed 9/35 and scrapped. ATD 747, on chassis 
9607, no seating fi gure given, was registered 11/35, scrapped by 1/36. The chassis 
number 4588 is consistent with a 4/34 build date, and this chassis was included in 
stock in 30/9/34; 9607 would fi t 11/35 (9595-9602 were supplied to Burnley, Colne 
& Nelson that month). It thus seems likely that the Massey body was “re-chassised” 
for the Show and that this “new” vehicle was registered for road use immediately 
thereafter. If that were so, some reason appears to be needed for the apparent creation 
of a new chassis, although that would not rule out transfer of items, maybe substantial, 
from old to new. 
 One possibility that occurs to your sub-editor is whether there was a requirement, 
perhaps under SMMT rules, that a Show exhibit had to be ‘new’ and that a new identity 
was created to meet this, even though it was really the same vehicle. Another subject 
for comment was the strangeness of the published (where?) fi gures mentioned, in 
particular the quoted maximum speed of 23mph, in Ron Phillips’s piece. This does 
seem unduly slow. Contemporary reports on the vehicle made the point that the 
two 40hp motors could be connected in series or parallel, this giving a capabilty of 
running continuously at low speed as needed in fog, a condition that could overheat 
the rheostats on conventional trolleybuses. Connecting the two motors in series would 
mean the voltage across each would be halved from the 550 volts of the overhead 
supply and it might well be that this would give about the speed quoted.
 Trolleybuses normally started very briskly, acceleration continuing fi rmly to 
30mph or so but then tail off quite quickly, the characteristics of electric motors being 
different to those of diesel engines. I can’t see anything less than this being acceptable 
in the mid 1930s. A total of 80hp may not sound much for a vehicle weighing 8 
tons 18 cwt 2 qr, but it was common on six-wheel trolleybuses at the time, and such 
vehicles got along better on stopping services than buses which, on paper, were more 
powerful. The form of drive may have seemed complex with four worm-drive units 
but there were only two differentials (one between each axle on each side) whereas 
a normal six-wheel trolleybus had three, one for each axle plus the inter-axle one. 
(Editorial Comment: It is clear from the existing records at the BCVM that that there 
was only ONE vehicle. The motors seem to have been the Achilles heel at the time: 
they had to be very small to be bolted onto the side of the chassis.    RP)
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    83.  Fire Brigade gathering (Torque No.17) 
 Dennis Hill, of Bristol, tells us that the Leyland TD 3473 in the picture is 
mentioned in a booklet “Fire Appliances of Lancashire Fire Brigades 1948 to 1974”, 
published by the Fire Brigade Society  in 1988. It quotes that this Leyland FE2 pump 
unit was originally purchased by the Darwen Municipal Borough in 1925, passing to the 
Lancashire Fire Brigade fl eet on 1st April 1948 and was sold out of service in 1951. 

    85. Wigan TD1s with Ribble (Torque No.17)
 Ron Phillips and Wilf Dodds got together on this one, and can confi rm that 15 
Wigan TD1s served on hire to Ribble in 7-8/47 before being scrapped. Full details of 
these and all other Wigan Leylands will appear in a Society publication next year.   

    86. Octopus with four-spring bogie
 Charles Jones, of Chester, has a photograph of an Octopus  tanker in the Bulwark 
fl eet, quoted as type 22O/4A, registered LHR 684, fl eet number 184, evidently on 
long-term contract to Mitchell & Butlers. It is fi tted with 8-stud hubs and Comet-type 
wheel centres and appears to have a four-spring rear bogie, which he had not seen on 
an Octopus of the 1946-61 period and asks if anyone can throw any light on it - the 
details suggest that it might have been a lightweight model. The registration dates it 
at about August 1954.

    87. Meteors and other unfamiliar names
 John Dalzell, of Carlisle, recalls that some seemingly standard export Comet 
models were badged as Meteors in the early 1950s, the only apparent difference 
being the substitution of the word ‘Meteor’ in place of ‘Comet’ on the normal falling-
comet badges on the bonnet sides. He thinks they were destined for either Spain or 
Portugal, although the former seems less likely in view of the mention of Comets 
in the article on Leylands in Spain in Torque No.16. The story going round among 

LHR 684 appears to be a lightweight version of the Octopus dating from 1954.      (A.Ingram)
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Leyland apprentices was that ‘Comet’ was a rude word in whatever language applied, 
although John suggests that a prior registration of the name might have been a more 
likely reason. Does anyone know the true reason ? 
 Another instance of a similar kind was the application of the name ‘Levend’ 
to 300 buses of Olympic EL45/37 type built for Istanbul from early 1968, because 
of Turkish dislike of the use of a name having associations with Greece. Do readers 
recall any other instances of this kind ?

     88. Exhaust brakes
 Bernard Cooper, of Hull, reports beginning a spell of driving with East Yorkshire 
Motor Services Limited in 1955 and some time afterwards being allocated one of the 
PD2/12 “Yellow Perils”. He found a notice above the windscreen, painted over, but 
still legible and reading “Caution. Exhaust Brake Fitted”. Nothing was found and 
enquiries among colleagues who had been with the  fi rm when these buses were new 
drew a blank. He wonders if more is known. 
 There was a period around the 1950s when there was quite widespread interest 
in the idea for bus applications, basically obstructing the exhaust and thus slowing 
the engine and hence the vehicle, due to the back-pressure created. A fi rm trading as 
Ashanco marketed such a device. Quite a number of operators tried them on various 
makes and models of bus but there were apparently unwanted side effects and they 
were usually removed after a while, but it would be interesting to hear more. Does 
anyone know more about such applications on Leyland vehicles ?  

    89. Body construction to Leyland design
 For a time from the mid-1920s to the early 1930s there were quite a number of 
instances of bus bodies on Leyland chassis and to Leyland pattern being built by other 
concerns. Geoff Lumb, of Huddersfi eld, enquires about two for Samuel Ledgard, of 
Leeds, on Lion PLSC3 chassis 46677-8 registered UA 3500-1, shown only as chassis in 
Leyland records whereas four other PLSC3 registered UA 3502-5 and on chassis 46718-
21 were supplied complete with Leyland bodies. A photograph of UA 3501 (below) 
shows a number of differences from the Leyland-built bodies - e.g.front offside pillar 
wider; cab offside straight rather than curved, canopy bracket on nearside bigger than 
usual, and top rail under front of roof deeper than normal. So who built them ?

LEFT:
A Lion PLSC3 . Who can tell us the make of 
body on this Samuel Ledgard bus registered 
UA 3501 ?        (G.Lumb collection)
RIGHT:
Perth trolleybus No.1 on test on the South 
Lancs system. Workmen lift the tram lines, 
as Lancs United LT1 Lion No.189 (TF 1523) 
follows a longer, wider and higher cousin.
The pub is The Batley Arms.        (BCVMA)
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 He also reports an instance of a PLSC3, chassis 46202, for Joseph Hanson & 
Sons Ltd of Milnesbridge with rear-entrance body understood to have been built by 
Short Bros to Leyland drawings and delivered in October 1927. In January 1928 it was 
returned to Leyland Motors Ltd, Chorley Works, for attention, including a complaint 
of a badly-fi nished body interior. Geoff enquires as to how many bodies Shorts 
built on PLSC chassis. The report raises the question of such production evidently 
being sub-contracted and whose responsibility the bodies in question were for fault 
rectifi cation.
 Bob Kell reports that he has always been uneasy about the attribution of some 
of the bodies on Sunderland District’s 26 Lion PLSC3 of 1927/8. Although eleven 
are quoted as Leyland-built, Short Bros are quoted as the builders of fi fteen identical 
examples. He asks if there are records to substantiate this and whether contracted-
out vehicles would be sent to Leyland for inspection before delivery ? If not, would 
this mean that only buses with Leyland-built bodies would be the subject of offi cial 
photographs ? An alternative approach would have been the inspection of such bodies 
by a Leyland representative at the bodybuilder. Presumably the cause was an excess 
of orders beyond the capacity of the Leyland body shops - and of course, the Kingston 
Works was also drawn in to provide extra capacity, although this seems to have been 
slightly later. Many of these bodies seem to have been identical right down to the 
position of the screw holes for the interior trim, clearly not so in the case Geoff Lumb 
reports. Do records of this sub-contracting exist ? In those days, many bodybuilders 
were quite used to working to customers’ drawings and Short Bros were by no means 
alone in this. All in all, yet another fi eld for research.
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 Ken Frost from Swardeston, near Norwich has recently completed a very major 
restoration of a Leyland steam wagon, in fact only the second restored Leyland steamer 
(a few other unrestored remains are to be found in Australia).
 The late Tom Varley of Gisburn recovered the engine and F2 boiler (complete 
with Clarkson thimble-tubes) from Australia many years ago and kept these in store 
together with a Leyland steam wagon back axle and springs, which were found in 
Northern Ireland, a whistle, valves, injector and a few other bits and pieces.  Your 
editor tried on two occasions, unsuccessfully, to buy these remains from Tom Varley 
and later again from his widow some time after his death, but it wasn’t to be.  However, 
Ken Frost was successful at a later date and he has carried out the restoration over an 
extended period.  During this time, I have been able to help Ken in many ways with 
the restoration and it is very pleasing to see it all come to fruition.

The Leyland F2 steam wagon restored into the livery of a very staunch Leyland customer, H.Viney 
& Co Preston. It is seen carrying the Preston licence number PTN.26.3 (i.e. this is a locally is-
sued identity similar to the Hackney carriage plates carried by buses before 1930, and taxis to 
this day.)              (Ken Frost)

 As no engine number could be found and as it was necessary to construct a new 
chassis frame for the wagon, it did not have any identity, so it has been restored in the 
livery of the well known Leyland steam wagon user, H. Viney & Company, Carriers, 
Preston.  Despite the fact that it has been restored as a long wheel base “Liverpool” 
model, it has assumed the identity of Viney’s No.37, registered TB 1018, wagon no. 
F2.15, a 6 ton model (with drawbar trailer) new in February 1920.  This had a 13 year 
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life in service being last licensed by Viney in 1933.  The wagon has now been steamed 
several times and can be seen at rallies in the Norfolk area – well done Ken !
            (MAS)

The Leyland F2 steam 
wagon egine, with the 
combined crankcase 
and gearbox, which was 
repatriated from “down-
under” seen in Tom 
Varley’s workshop.
 (M.A.Sutcliffe)

The rear  wheels from a 
Leyland steam wagon, 
photographed in 1981 
when lying in Tom’s 
back yard.
 (M.A.Sutcliffe)
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Three stages in the reconstruction of the Leyland F2 steam wagon by Ken Frost.

March 1993
The chassis frame for 
the steam wagon made 
from channel section 
steel takes shape.

February 1995
A supply of new “old 
stock” thimble tubes 
was found in Lincoln-
shire, and these were 
welded into the boiler.

February 1995
Construction of the wag-
on was now reaching an 
advanced stage.

(All photos this page 
M.A.Sutcliffe)
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 The Matilda Tank Mk.III, and later marks, were fi tted with  E170 and E171 
Leyland Diesel engines, giving it a total of 190hp.  The engines were left and right 
hand versions of the same design.  The E170 was like a conventional lorry engine and 
the E171 was a mirror image.  They were mounted side by side at the rear of the tank,  
which weighed 25 tons and had a top speed of 15mph.  It was an infantry support tank 
with a crew of four.  It was armed with a two pounder gun and a Besa machine gun 
and was well armoured, the armour varying from .55 to 3 inches in thickness.  The 
tracks and suspension were protected by one large plate.  Being diesel powered the 
Matilda was much less infl amable than petrol engined tanks (the Germans christened 
the American Sherman the “Ronson”).
 The Matilda performed well in action during the retreat to Dunkirk and in the 
campaign in Ethiopia.  The Matilda also did well in North Africa against the Italians 
where it was known as the “Queen of the Battlefi eld”.  The advent of Rommel and 
his Africa Corps revealed that it was under-gunned.  It could however withstand more 
than one hit from the excellent Krupp 88mm gun.  At least one captured Matilda 
(possibly more) served with the Africa Corps; one was photographed with German 
crosses painted on it to indicate its nationality.  It was last in action in strength in June 
1942 and production ceased in August 1943.  At Montgomery’s Battle of El Alamein 
there were less than ten on front line strength.  Matildas were later converted to “fl ail” 
tanks to clear minefi elds, fl ame throwers and fi tted with a blade for use as a bulldozer.  
The Matilda was also supplied to Russia and Australia.  

A  COMET  TANK

 
by Tommy Green 
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 Leyland Motors also produced parts for the Valentine Crusader tanks, engines 
for the Covenanter and Centaur tanks, complete Churchill and Cromwell tanks, and 
towards the end of the war, the Comet tank.  The latter was powered by a modifi ed 
Rolls Royce Spitfi re engine, and Comet tanks served for many years in the British 
Army in peacetime before being replaced by the Centurian.
  Engine Specifi cation
 E170 and E171 engines were handed, but otherwise identical, 6 cylinder engines.  
There were two cylinder heads and this design was far superior than the previous   
single headed design.  This had prompted wags at Leyland to remark that two heads 
are better than one !  The one piece block encompassed the six pistons.  The top speed 
was 2000rpm and the cubic capacity was 7.1 litres.  Each engine had a CAV injection 
pump with pneumatic governors.  The diesel fuel fi lter element was a steel cage with 
a replaceable cloth element secured at the top with nut and washer with twine at the 
bottom.  The crankcase was cast iron.  The crankshaft and bearings were pressure 
lubricated in the normal way, but the oil was stored when the engine was running in a 
oblong tank on the back of the engine.  A scavenger pump drew the oil from the sump.  
This meant that the oil level could only be checked whilst the engine was running as 
the oil ran back into the sump when the engine was switched off.  
 I understand the lubrication system (dry sump) was designed to ensure good 
lubrication whatever the inclination of the Matilda.  The starter was 24 volt and the 
charging system 12v.  There was no provision for a starting handle.  The engine 
was water cooled and the radiator fan was driven by a triple link timing chain.  The 
injection pipes ran over the exhaust manifold.  If an engine overheated the fuel was 
thus vaporised making it almost impossible to seize up.   The exhaust manifold vented 
upwards at the front of the engine and by a series of bends and pipes, terminated at 
the rear of the tank.  Russia was supplied with Matildas.  To aid starting in below zero 
temperatures, a carburettor was fi tted.  A capsule was inserted and punctured and the 
engine was then started.  This caused the engine to knock or bang initially but it was 
tough but necessary medicine.
  Sword to the Plough
 In 1945 a number of brand new Leyland tank engines were sold as War Surplus 
and they were still in their original wooden packing cases.  Harry Cottam, the General 
Manager of Isles Ltd., (Leyland agents) alerted my father that George Courson had 
some for sale at his yard in the Leeds area.  Harry thought that they would make 
excellent stationary engines, particularly if coupled up to a dynamo and used as a 
generator.  Dad felt that Harry was right and bought two engines for use with his and 
his brother’s fairground rides.
 The width of an Isles “lighting set” was the same as a Leyland lorry frame (3ft. 
1in).  Standard crossmembers were produced and these bolted to the steel channels.  
Isles produced many of these lighting sets and Bertram Mills inspected ours before 
ordering his.  The mechanical governors were modifi ed by fi tting softer springs.  Once 
correctly tensioned the butterfl y on the inlet manifold could be fully opened up to run 
at the required speed of 1100 rpm.  This modifi cation together with the air governor 
made the engine perform well under varying loads.  Post War, the Leyland tank engine 
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lighting set was the only serious rival to the Gardner engined versions.  The lack of 
a starting handle was a disadvantage.  Showmen discovered that a rope around the 
fl ywheel secured by a short bolt inserted into one of the holes on the outer would do 
the trick.  It was however dangerous if the bolt did not throw out when the engine 
started.  The sale of these Leyland engines on the civilian market caused a political 
furore.  Questions were asked in the House of Commons.  Many remaining engines 
were scrapped or dumped at sea because it was felt further sale of these cheap but 
new engines would hinder the recovery of the British motor industry.
  Use as Road Engines as Replacement for Petrol Engines
 My father had one fi tted in his Leyland Hippo.  It was reasonably successful 
but the exhauster was driven by a single link chain which was far from foolproof.  
Many showmen had them fi tted to pre-war Leylands and to ex-army Retrievers and 
Terriers.  Leyland tank engines found their way into buses, lorries and even boats and 
gave good and long service.  The later E181 7.4 engine was a modifi ed tank engine 
(E175).  It had a conventional sump and produced 100 bhp at the slower speed of 
1800rpm.  (We owned a total of 5 tank engines and three 7.4 versions).
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    SINGAPORE TRACTION CO.  LEYLAND  CUB 

 A 1937 Leyland SKPZ2 of the Singapore Traction Company, fi tted with a body built by the owners at the MacKenzie Road Workshops and Depot (seen in the background). the body was built to meet the local needs of 
STC, and features unglazed windows, which could be closed by pulling up louvred panels during monsoon rains, and longitudinal wooden bench seating for 33, leaving room for many more standees. Depicted is STC 
108 (in Singapore the registration number also acts as a fl eet number) from a batch of ten numbered STC 103-112. Similar buses operated in Rangoon. All of the Singapore Cubs are believed to have been destroyed or 
sequestrated during the Japanese occupation (1942-45). The STC wanted diesel engines, but Leyland, who were at the time having teething troubles with the diesel version of the 4.7 litre Cub engine, placed an embargo 
on the export of these units until the troubles had been eradicated. As a result, STC turned to Albions with Gardner 4LK engines for their next deliveries. After this 1937 batch, it was forty years before true Leylands were 
sold again to the city of Singapore, when the fi rst of many Atlanteans entered service there.               (Photo F.W.York collection)

24



26 LEYLAND  TORQUE  No. 18 Winter  2002

 Please send all correspondence via Mike Sutcliffe, the Editor.
 Again a distinguished list of contributers including Andrew Spriggs, Harold Peers, 
John Bennett, Mark Green, Derek Bailey, Mike Fenton, Michael Taylor, John Dalzell, Frank 
Wright, Peter Roberts, Paul Rouet, Geoff Lumb and Wilf Dodds.
 GWW 835  (Torque  Nos 14/15/17)
Derek Bailey reminds us that Barton of Beeston carried out many rebodyings of 
Lion LT5A, LT7, LT8 with post-war Duple bodies from Tiger PS1s including one 
extended to 30 feet (on an LT5A !)
 CNA 835 (Torque Nos. 15/17)
Ron Thomas doubts the published history of this vehicle. His fi rst sighting of the 
coach was on trade plates in 1949/50 when the body appeared to be brand new and 
the coachbuilder’s transfer F.J.Fildes (of Stourbridge, Worcs.) could be clearly seen. 
The operator was Blackheath & District Motor Services Ltd.(No.11) which became 
Blackheath Coaches (Birmingham) Ltd in 1952. The coach had two large perspex 
rear windows which swept into the roof area and although full-fronted it differed in 
this area from the photograph which was probably taken at Bird (dealer) of Strat-
ford-upon-Avon, to whom it was sent in 1960. The rebodying with Austin in 1947 
is thus doubted.
 Whiteways Leyland Cub GXX 48 (Torque No.15)
It is agreed that GXX 48 is a re-registration of Western Welsh 1936 KPZ2 Cub, chas-
sis 5545, with Park Royal B26F body, originally registered KG 7063. GXX 48 was a 
1944 registration. Who reregistered the vehicle ?
 Unknown BBx 196 (BBN 196) (Torque No.17)
Although there are other suggestions, the clear view is that this is BBN 196, a 1941 
Titan TD7c new to Bolton Corporation with an East Lancs body, which was sold quite 
early in 1949. Chassis no.was 303250, hence it was not an unfrozen model. It has 
been listed as a TD5c, but was a TD7c. Lancashire Motor Traders removed the torque 
converter and sent it for a Withnell coach body. Mike Fenton notes that the body was 
not built in the Lancashire village of Withnell, but by Ernest F. Withnell of Shotton 
in North Wales.  E.Pritchard and Son of Newborough, Anglesey then operated the 
coach for twenty years until 1970. It then passed to the once well-known collector 
of old buses (particularly Leylands) Tom Hollis, of Queensferry, and ‘preserved.’ It 
now seems to have disappeared and is no longer listed.
Harold Peers remembers meeting the Pritchards, father and son, in 1966 when fa-
ther, then in his eighties and Britain’s oldest PSV driver, was still driving Cub HL 
7538. Despite the life they extracted from the TD7, they were not very happy with 
it as oil pressure was very low after only 80,000 miles with them, and HL 7538 was 
regarded as the better bus.
This is all embarrassing for me as I met Mr. Pritchard Jnr., but of retirement age, in 
1976 and had conversations with him, and eventually we bought a Guy Arab LUF he 

  Feature  edited  by  BOB  KELL
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ran. The Cub was then derelict and I photographed his buses at the depot. He also told 
me that BBN 196 had not been a good coach and I went to see it in Tom Hollis’ tightly 
packed yard. Cub HL 7538 was saved and via the Bradford Museum is restored with 
Gerald Emerton in Cheshire. While Harold asks if BBN 196 kept its heavy fl ywheel, 
the picture has a marked anomaly. The coach has dished ‘single deck’ wheels on the 
front axle. TD7s had straight front wheels (to assist in the tilt test ?). Does anyone 
know the story of Tom Hollis’ collection, and the fate of his lorries and buses ? He 
was running a Wallasey Titan PD1 bodied as a ferry boat (“The Royal Iris”) in 1976. 
What happened to it ? 
 Leyland Tiger TS1 AG 4140 (Torque No.17)
Very detailed replies came from a number of correspondents quoting The Western 
Way by Neil MacDonald, and the answer is that Western SMT built the body. In a 
complicated series of wartime rebodyings, refurbished Leyland coach bodies from 
Tiger TS7s were fi tted to Tiger TS1s whose bodies were in a poor state. There were 
not enough replacement bodies, however, so three TS1s (AG 4140/1 and ex-Ribble 
CK 3959 had their bodies reconstructed by WSMT to a wartime bus standard, which 
probably means that they were virtually rebodied. Richard Gadsby sends a picture 
(by Robert L. Grieves) of CK 3959 in service, showing the crew and the starting han-
dle set in a cruel position  which will bring tears to your eyes rather than the usual 
kneecapping.

 

 Leyland Royal Tiger (Torque No.17)
The coach was NHW 479, a PSU1/11 (502703) of 1951 new to C.F.Feltham & Sons, 
Kingswood, Bristol who traded as Kingswood Queen Coaches in light blue, deep 
green and cream livery. Mike Fenton describes it as a “bog-standard” Longwell 
Green C41C body, but how could a Kingswood Queen in such a delectable livery 
be anything other than attractive, and Michael Taylor agrees, noting that Feltham 
had three other Longwell Green Royal Tigers, two CPO1 Comets and 3 PS2s. What 
a fl eet !  
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Little information has come forward on Cub APG 325 and TS3 Tiger GK 5717, but 
Mike Fenton has the TS3’s body as a 1938 build by Rushton & Wilson. Surely some-
one must know more about this, please ?
 Barnes Coaches Leyland Tiger JH 2266
This body is a plain affair, with a hint of antiquity. What is the history of this bus ? 
Photo from the Mike Sutcliffe collection.

 

 Masons Tours Royal Tiger NVM 832
This Manchester registered coach is presumably from the ‘Lancashire Fantastic’ school 
of coachbuilding, but which one ? There is a peculiar mix of straight lines and curves, 

 Leyland Tiger PS1 CVD 670
Scottish members replied in great detail concerning AG 4140, so here is another teaser 
for them ! Some awkwardness in the cab area might indicate that this coach body is 
a transplant, but what are the circumstances surrounding the bus photographed by 
Dr. Michael A. Taylor.
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and the  combination of shallow sliding windows and glass louvres is very unusual. 
The off-side window spacing suggests the vehicle had a centre entrance.

 

 

New use for a London bus ? No. Made in Britain ? Yes. Despite the advertising, this 
red double decker never reached Piccadilly Circus. Gutted and engineless, this ex 
Madrid Titan OPD2/9 with Metro-Cammel body ended up  near Benidorm, where it 
was photographed by Ron Phillips in 1970. Despite its battered exterior, it was very 
smart inside converted into a bar. The barman entered via the former driver’s door and 
served from a bar across the width of the lower saloon. The engine space behind the 
full-width BMMO style bonnet was used to house crates and beer barrels. The roof, 
we were told, had been removed and refi tted on site by the owner, as the vehicle had 
been declared too high to tow to its new location.



Ron Phillips concludes a survey of this model
 In Torque No.17 we published a list of Leyland Bison lorries built  up to the 
point in 1932 when Leyland ceased to allocate the various models separate number 
series and began a new chassis numbering scheme commencing at 100 for all models 
built at the head quarters factory whilst a parallel scheme commencing at 1 for the 
products of the Kingston factory had begun a little earlier.
 On the opposite page, with the help of Malcolm Wilford, we can now publish 
a list of Bisons built in 1932-3 which were alloted numbers in the new series. One 
thing clear on this list is the increasing preference for the  forward control (aka side-
type) version, rather than the bonneted original version. Malcolm has pointed out a 
couple of corrections to the list previously published:
TG1   “Spain” (66112) was supplied to Electrica de Castilla
TSG1  “Smith, Tadcaster” (66314,67852) should be shown as “Sam Smith”, to  
  avoid confusion with another brewer in the same town, John Smith.
TSG1  add.  Drake, Hanley  66345
TSG2  delete. the Hepplewhite & Shaw vehicle was a TSQ3  67604. Designation  
  “TSG3” read in error 

ABOVE: This startling view of a Bison front axle beam, clearly stamped with the initials 
LML, was actually taken to show the front brake gear in September 1931.  The Good Year 
tyres were then front-line technology.          (BCVM Archive Photo)



       

 

Alexander, Edinburgh   604
Baxendale, Chorley   821
B.T.&R.D.B.  Birmingham  714
Cowan, Glasgow   600
Dodd, Norwich   359
Gallons Stores, Leeds  949
Hailes Quarry, Edinburgh  927
Hartley, Littleborough   820
Jackson, Bolton   601
Mason, Birmingham   1290
Metropolitan Transport Co., London
         822, 842-4, 1137-9              
Premier, Birmingham   815-6
Regent Oil Co.        
292                    
J.Sainsbury, London           499, 654
Shell Mex    1918-33,
      2070-1, 2098-2105, 2341-4
Smith, Langley Mills   669
Tawse, Aberdeen   1587
Watney,Coombe,Reid   2037-8 
Wordie, Glasgow  212/5, 1015-6

 LEYLAND BISON Model  TG1(bonnet)

Ashworth, Rochdale   1234
Aitken, Linlithgow   598
Annison, Kingston-upon-Hull       662
Arlington Motors   680-1
Bengrey, Newcastle-under-Lyme 1531
Bloomfi eld, New Ferry  381
Bon Accord, Aberdeen  630
Brown, Wills & Nicholson,  1602
   Plymouith
Butler, Wolverhampton  1446
Clegg, Littleborough   211
Davies,Wolverhampton  618
Dick, Blairgowrie   826
Dunn, Dundee    951
Finnikin, Leek    823
Frampton, Erdington   415
French, Fraserburgh   291
Gilliat, Nottingham   416
Holland, Leigh (Staffs)  950
Jacob & Co., Liverpool  648, 1699
Lax & Shaw, Leeds   1625
Lewis, Liverpool   1590
Lister, Bradford   1534
McCormick, Liverpool   1688
McKinnell, Earlestown  952
Morris, Smallthorne   985
Parsons, Mexborough   500
Pettitt, Stoke-on-Trent   1753
Pincroft Dyeing   1603
Ratcliffe, Great Bridge  701
Royal Navy    1824
Sam Smith, Tadcaster   247, 250
     1823
Sharman,  of ...?   713
Southern Railway   1606-9
Sutton, London   1445
Taylor Johnson, Liverpool  1631
Walsh, Prescot   1395
Wells, London    501, 1326
     1676
Willcock, Bolton   391

     

LEYLAND BISON Model  TSG1 (side)

LEYLAND BISON Model  TG2

Bell, Wrexham    1333
Dutch, Aberdeen   276
Dutch, Perth    948
Hailes Quarry, Edinburgh  2354
Worcestershire C.C.   1133

 It is our intention to supply further lists similar to this for other Leyland models, 
and to eventually publish them, suitably amended and with greater detail, in a larger 
format. If you have any further information on these Bison goods models, please write 
to the Editor. We would like, for instance, to be able to quote registration numbers 
for them all (at the moment, only about 40% are known) so if you have knowledge 
of just  one vehicle, please write. The act of setting out the table, for instance, led to 
the compiling editor discovering a document which revealed a hitherto unknown (to 
us) registration number.
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 Everyone knows that Leyland was famous for its clocks emblazoned with the 
words “Leyland Motors for All Time”, but how about one of these little gems for a 
Christmas present ?
 Michael Gaudin from Ashburton in Devon 
sent some pictures of an alarm clock which he was 
given several years ago and which he treasures 
dearly.  It is a travelling clock which was given to 
prospective customers and Leyland dealers around 
the 1928/29 period and from the front it is a perfectly 
scaled down miniature of the Leyland Tiger TS1 
and TS2 radiator, even down to the oval badge that 
depicted the tiger’s head.  It’s a great shame that we 
cannot reproduce these in colour as the detail of the 
tiger’s head is very realistic and looks just like the 
original oval badge.
 Has any other reader ever seen one of these 
alarm clocks ?

 Longer standing members of the Leyland Society may recall that in Torque 
Nos. 3,4 & 5, we featured various models of Leylands, in particular the Lions and 
Titans made by Walwork of Manchester.
 Well, I am pleased to be able to say that your Editor has now actually held 
one of these model Titans on the occasion when the daughter (Mrs. Griffi ths) of the 
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founder (Joe Brookes) of White Rose Motor Services, Rhyl, visited us here at Valley 
Forge to look at the restored White Rose Leyland SG7 of 1923.  With her she brought 
this delightful Walwork model of a Leyland Titan TD1 made in 1929, made to the 
order of  Leyland Motors for presentation to a valued customer.
 The headlamps were unfortunately long gone and the rubber tyres had either 
“melted” or disappeared.  This was probably because, long after the Brookes Brothers 
had sold out to Crosville Motor Services in 1930, the model Titan stood in the offi ce 
window of the Brookes Brothers removal fi rm in Rhyl, which carried on well on into 
the 1960s.  The paintwork appears to be original, complete with the red lined-out 
beadings.  Note the doors to the lower saloon  - a feature of the fi rst Titans.
 I sent photographs of the model to the Titan expert, Michael Plunkett, together 
with another Titan picture and he replied:   “Your second offering in the shape of 
LML’s White Rose TD1 casting caused quite a stir over breakfast.  I had forgotten 
(well it is 50 odd hears since I held a similar one!) how amazingly crude the models 
are.  And yet viewed from a distance the photo really does look like a TD1;  the 
proportions are correct.  Incidentally, the rear staircase and sliding door are modelled 
on the very earliest production style, yet there are no canopy side lights, a feature 
which persisted for some 
time.  Without looking at the 
“table-top collection” picture 
(see Torque No.3), I don’t 
recall the White Rose model 
featuring.  The photo was 
taken April 1929 and West 
Riding  101 was delivered 
in May1929, so maybe the 
model had been presented 
earlier as a bribe - which did 
result in an order !”
   (MAS)

A Walwork metal cast model of a  
Leyland Titan TD1 in the livery of 
Brookes Brothers of Rhyl. Over 
seventy years of life, it has lost its 
head lamps and tyres.
The clock and the model belong 
to the same period, when Leyland 
produced gifts for important 
customers and contacts. We know 
that more than one of these cast 
model buses existed, but other 
items are known to have been 
made in very small numbers.
        (M.A.Sutcliffe)
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   From Glen McBirnie, Rugby
I was recently loaned a copy of Leyland Torque No.17 and if allowed I should like to 
add a few notes on the showland transport.
 Page 6 - The bottom photo suggests to me that the cab design of this Beaver is 
reminiscent of the middle to late 1940’s as supplied to various fi re brigades who, for very 
many years, favoured Leyland chassis.  I have a slight knowledge and contact with the 
Godden family of showmen but I was not aware that they operated this superb Luton 
box van.  I have a huge black and white showland transport photo collection which refers 
to both lorries, trailers and buses from the 1920’s-1960’s, Beaver, Bull, Llama, Hippo, 
Interim Beaver, ex-W/D, Retriever, Comet and Octopus all feature very strongly.  What 
happened, if I may ask, to the only Leyland Llama long wheel base Luton box van WN 
5113 (I have an in service black and white print of this rare lorry).
 Page 7 - The Titan TD2 NV 1039 ex-United Counties, Northamptonshire, went 
on second ownership to showman A. Clark of Derby (as Neil Steele so correctly states) 
but it survived a further 10 years until 1961.  In May of that year a third showman 
owner called Mr. Baines operated it out of his Rotherham, South Yorks base.  1929-
1961, 32 years in service!

   From Charles Jones, Rowton, Chester
 With reference to the Leyland Service Dept. Hippos, I have heard mention of 
at least six of them, but this fi gure could be debatable.  Two that I knew of were at 
Chorley and Liverpool (Rice Lane).  The Liverpool vehicle was bought for preservation 
in the late eighties and was in fact at the Wreckers Rally at Leyland in April 1989.  It 
was registered Q623 GFV, 20H/10 chassis no. 580904, line no. 47, then owned by a 
gentleman from Wigan.  It was still in L.M.L. Service livery but the vehicle seems to 
have disappeared.
 Regarding the superb fi re appliance photograph  seen on page 17 of Torque 
No.17,  TD 3473 was Darwen’s FE2, chassis no. 11752.  This vehicle survived the 
war and was taken into stock by Lancashire County Fire Brigade in 1948.  The next 
vehicle, named “Hamer” was Rawtenshall’s Cub FK6, chassis no. 5900, numbered 3 
in their fl eet.
(Editorial note: Darwen’s Braidwood Motor Pump FE2 would have had the U4.55hp 
engine, and was new in August 1925, originally on solid tyres but in the photograph it 
is converted to pneumatics (probably 38 x 7) with attractive triple stud tyres. – Ed.)

   From Richard Gadsby, Liversedge
 Leylands in Glasgow 1925/26 - It was nice to see this in print.  Can I point out 
one or two corrections which you may already have identifi ed, as follows:
 Torque No.15, page 19 - The caption for the Z7 should read VA 2683.
 Torque No.16, page 19 - Photo of Lawson char-a-bancs, VA 8542 in the caption 
should read GA 3068.  Incidentally, V 8542 had been transferred from Hendry to Lawson 
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by this time.
 Torque No.16,page 21 - Photo of SN 3155, the second sentence refers to SN 3461 
on page 23 !  Incidentally, four of the identifi ed C7 Leylands actually entered service 
with Hendry, although ordered through Lawsons ( probably diverted following the 
takeover).  As can be seen from the photograph of SN 3155, the Law bodies were built 
very much to the Leyland style of the period.
(Editorial note: I’ll add another! - Torque No.17, page 22, the body on G7 “Atlanta” was 
not an “Edinburgh” type by Leyland.  Possibly this was also built by Law? – Ed.)

   From Wilf Dodds, Nuneaton
 Leylands in Glasgow (2) - Torque No.16 - The reference to my “re-chassising” 
theory for the body on SN 3461 (page 23) is correct, but it has been repeated in the 
caption on page 21 to SN 3155 (in error, sorry ! - Ed.) which is most certainly not 
correct (SN 3155 was not at the 1925 Show, having been delivered as a chassis 12/24 
and registered 2/25, with a non-Leyland body.
 In part one, the close up of the Leyland ownership plate on VA 2652 probably 
explains the early demise and resale to owners in Lancashire, VA 2650-2 all going to 
Pilot, Preston and thence to Ribble (Nos. 253/39/50) 10/26.  VA 3005/6 also moved 
early, perhaps under the same circumstances, to Webster’s (Wigan) Ltd., to be taken 
over by Ribble (No.363) and Lancs United (No.128) respectively in 10/27.  I wonder 
how common leasing/rental was for Leyland;  nothing in the sales ledgers hinted at 
any “non-sale”.  They were even quoted as “Cumberland” bodies, despite being built 
by Vickers.  Is a defi nitive list available of these non-Leyland Leyland bodies?
 I was privileged in September, as part of the OS Presidential Weekend, to have a 
tour of the BCVM Archive at Leyland, with Ron Phillips as our very able guide.  Rest 
assured “I’ll be back!”  We only had a brief time actually to examine the (obviously, 
Leyland) records but, even in that time, I’ve discovered the reason for the subterfuge 
at the 1925 Commercial Motor Show concerning the Leveret-cum-Lioness (my letter 
2/6/00).  The Manager’s Reports for September 1925 reveal:
...... the LA2 was originally intended to be named Lynx but, for unspecifi ed reason(s) 
was changed to Leveret, but, (more interestingly)
...... the Lioness was not going to be ready in time for the Show and that, instead, a 26-
seater, non standard, (longer), Leveret was to be exhibited with a Lioness nameplate.
 This, clearly, resolves the ambiguity caused by the Lioness not looking as it 
should have.  I would suggest too that it strengthens my suspicion that the 2 Lawson 
PLA3 were replaced by PLC1 that took their bodies – with the PLA3 probably reverting 
to Leyland Motors for breaking or resale.
 Finally, back to the Works bus park, LTB 299 was a Commer Avenger/Plaxton 
C33F of 10/49,  and the coach in front of it looks like a Bedford  OB/Duple.  In front 
of JP 2972 is, I think, one of Jackson’s ex-Darwen TD7s with Leyland  H56R (ETE 
372/5/80).  The STL, on further examination, might be lowbridge example (which 
should narrow the fi eld somewhat) but I can’t fi nd my notes made at Chorley mid-50’s 
to identify it.
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   From John Bennett, Loughborough
 Thank you very much for an excellent Journal for 2002 and another very 
interesting edition of Torque.  As usual there are a number of items in Torque about 
which I feel compelled to reply.
 Torque No.17, page 38, letter from Christopher Lewis - ATB 302 was Cub SKP3 
4190 with C26R body new in 6/35.  It has not proved possible to trace an original 
owner for this vehicle.  It is about 99% certain that it did NOT have a Leyland body as 
there are no known Leyland bodied Cubs after the initial demonstrator fl eet of 1931.  
The last owner of ATB 302 was H. Nicholson, Workington and it was last licensed in 
December 1946.
 The letter from Roy Marshall - Cub BWT 862 was SKPZ2 6037 Willowbrook 
C26F.  (Cub 4007 was London Transport BXD 679).

   From Gerry Bixley, Bisley
 Leyland Bison TG1 & TSG1, Torque No.17, page 30 – The heading photo of 
this article shows Southern Railway 2323M.  This was one of a batch of four, 2321-
2324M of 1932, the fi rst Leylands produced for the Southern Railway.  SR Records 
show the following dimensions:
     Front tyres 40in x 8in, Rears 40in x 8in twins.
     Unladen weight 5 tons, 16cwts. 2qtrs. Load 6 tons.
     20ft.10ins. overall length, 13ft.6ins. wheelbase + 5ft.2ins. rear overhang.
     Body inside 15ft. 0ins. x 6ft. 9ins.  
     Load height 4ft.5ins light, height to top of headboard 9ft.1in. 
  Overall width 7ft. 5 ins.   
 I do not know where they operated or for how long.  Most railway vehicles 
were much lighter delivery vehicles and the SR fl eet was one in which Karriers and 
Thornycrofts predominated.  Why Leylands ? - I don’t know that either.

   From Gary Dwyer, Lancing, West Sussex
 Following the recent articles in the Torque and the letter from David Corns 
regarding the non-standard uses of Leyland-Nationals , I though I would write to 
inform members that some still exist.
 David was correct in his recollection that one was equipped as a luxurious 
Commuter Bus and was originally badged as a Super National, where the “National” 
was in NBC red/blue.  It had an enlarged pod on the roof which was used to house 
the air conditioning system - a feature quite unusual on a vehicle of that vintage.  
Registered UTJ 595M it was used, I believe on various National Bus Company and 
Leyland publicity events.  It was then repainted into a similar livery to that shown in 
the sketch on page 42 of Torque No.16, with grey stripes and blue skirt panels.  It was 
renamed Leyland Vehicles Executive Commuter.  Members will be pleased to hear 
that it still survives and is at the BMIHT Museum at Gaydon.  It does not appear to be 
in use and the last tax disc is dated 1986 – one can only assume it moved there during 
the period of the connection between the Museum and British Leyland.  As you can 
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see from the pictures, it appears to be in reasonably good order, including the interior 
which retains some of its original fi ttings.  It even has a control console (just visible on 
the left of the interior photo) for the PYE radiophone system that could be relayed to 
any of the individual seats.  (In an age of mobile phones, one forgets how pioneering 
this concept must have been).  Maybe someone can rescue it for preservation ?

 As a further note, you are probably aware that FRM 499K has been advertised 
for sale recently in the enthusiasts’ press.  Other special applications for the National 
bus included some special conversions for British Airways in which the front was 
modifi ed to enable the bus to drive straight up to aircraft steps.(See Journal No.3)

   From Eric Muckley, Warrington
 Following on from my letter in Torque No.16, all of Preston Box Company’s 
Leyland vans were of the pre-War TD3 to TD7 or TS6 to TS11 type, with cast metal 
radiators of the perpendicular side type.  The brass radiators on a couple of these vans 
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were defi nitely bus radiators with the side mounting lugs, which rested on top of the 
chassis.  The fi re engine and goods vehicle radiators did not have these.  At the same 
period as these vans were running through Warrington, Crosville Motor Services had a 
few buses running in North Wales, with similar brass radiators.  Crosville bought a lot 
of second hand Titans just after the War and had them rebodied, so some of these could 
have come from Scotland.  According to Alan Townsin’s “Best of British Buses No.3”, 
Western S.M.T. were unusual in specifying polished brass radiators on some of their 
black and white liveried Tigers in the mid to late 1930s.  Also, mention of the pressed 
radiator surround of the PD/PS series leads me to mention that most of these, even the 
chrome plates ones, were made from steel rather than brass.  I have the badge from one 
of the Warrington PD1’s, probably EED1, and this is also chromed on steel.
 Finally, the photo of the Leyland recovery vehicle in Torque No.17 is identical 
to the one I mentioned at the Rice Lane, Liverpool, depot in my last letter.  I seem to 
recall reading somewhere that there were seven of these and also at least one 4 wheel 
version, Beaver?  The last time I saw the Liverpool one was about 1982 at the Leyland 
Service Depot including the Hippo.  It had been taken over by Woodwards of Formby 
but it was still in Leyland’s red livery.  A slight difference from the one in the photo 
was that it had a small version of the “Leyland Service” shield motif on the cab doors.  
I distinctly remember this, as at the time it was in the garage having some corrosion, 
in front of the front wing at cab level, repaired and so as not to spray over the logo 
it had been carefully masked up with brown paper and masking tape.  Does anyone 
know what happened to this immaculate Leyland when Woodwards eventually closed 
down? Many thanks for an excellent magazine.

   From Bob Kell, Durham
 The information from Richard Perry on hydraulic brake cylinder seals etc. is 
very useful but I wonder if the correct numbers are quoted.  I have AP Lockheed kits 
for my Tiger TS8 and the wheel cylinder kit is KL71464 (is this now LK11464?).  
the seals for the 2in. master cylinder (KL71417) are being re-manufactured by Ian 
Wonnacott in Devon who advertises regularly.  Boots for the latter were not available, 
but may be now.  I recently checked with Andrew Page, Durham (Lockheed agents) 
who tell me that they have a supplier for Lockheed products.  KL71464 is available 
at £21 + VAT and KL71417 kit is available at £43 + VAT !
 On related matters, a recent vacuum problem on my TS8 was traced to a gummed-
up one-way valve in the vacuum line.  When removed for cleaning, an observer said 
that it was a standard 1in. non-return valve fi tted to domestic water systems.  Also, 
has anyone experience of the repair of Clayton Dewandre vacuum servo units or do 
they work indefi nitely?  I presume they have oil-impregnated leather seals.  My TS8 
manual shows an oiling cup on the unit, but the servo fi tted does not have one and 
can’t have as Roe fi tted a body bearer across the oil cup position.  Is oil in the air in 
the pipe suffi cient ?

Coming Soon in 2003 - The Leyland Fleet Series
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    From Martin Perry, Ledbury
 I was at Beaulieu Autojumble once again this year.  Leyland material was not 
plentiful, but amongst various good fi nds (where does all this stuff keep coming from?) 
was a new condition Leyland Comet badge (the comet shaped one from the bonnet) 
and an early 30’s “Leyland Titan” scroll radiator badge (albeit without the royal crest 
- although I do not think the crest was part of every badge ?).  Two other interesting 
additions to my collection, however, are the reason for this letter.  I was able to buy 
two car badges of the “Leyland Motors Car Club” (picture attached) and wonder if 
any Torque reader can offer some more information about the club (which, of course, 
may still exist?) and about the badges - were there any other styles??

 The left hand badge is chromed steel but has, I suspect, been re-painted in the 
wrong colours (although if you use the picture for Torque that won’t matter as it will 
appear in black and white!) - I imagine the colours should be similar to the right hand 
(plastic) badge.  The “tiger” is quite good, although he seems rather more stern-faced 
than the usual Leyland animal !  The Leyland Sports & Social Club was a large and 
well-known organisation, but there cannot have been too many vehicle manufacturers 
who could boast their own car club complete with its own radiator grille badge !

    From Ron Darrell, Loughton, Essex
 I am a recently joined member and was interested to see the photo, on page 30 
of Torque No.15, of a London Transport STD class Titan PD1.  As you are probably 
aware, most of this fl eet of 65 PD1’s spent most of their nine  years with LTE at 
Loughton Garage, where, as a schoolboy, I spotted almost all of them.  Then, suddenly, 
one night during February 1955, a fl eet of RT’s arrived from London and the same 
drivers drove all the STD’s back to London, probably Chiswick, for overhaul, prior to 
them being shipped to Yugoslavia.  A few years ago I read that one of them had been 
preserved at GSP Museum, Novi Sad, Yugoslavia, but with recent hostilities in that 
area I have abandoned, at least temporarily, the idea of trying to track it down.
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    From John Shearman, Tunbridge Wells
 I refer to the photograph of an ex-London Transport Leyland PD1 (LTE’s STD 
class) in Novi Sad, Yugoslavia, reproduced in Torque No.15.  That same photo had 
appeared in the December 1967 issue of Leyland Journal and it is that which leads 
to this letter.  I have long been very conscious of that photograph as will become 
apparent from the story that follows.  (Who took that LJ photo ?)
 Some 32 years ago I made a side trip from Belgrade to Novi Sad for the specifi c 
purpose of following-up on that photograph which had impacted on me when I fi rst 
saw it three years earlier in the Leyland Journal.  The December 1967 caption stated 
that it was “now operated by G.S.P. Novi Sad” but, even way back then, it seemed 
probable to me from the photo that the PD1 was in withdrawn condition but had 
presumably been put aside for preservation, along with a tramcar, No.57.
 From some earlier investigations I had made in 1967, I already knew that by 
then it was unlikely that any of the many buses purchased second-hand from the UK 
during the 1950’s for use in many parts of Yugoslavia survived in service (except for 
the ex-London Leyland RTLs in Sarajevo, which in any case had been more recently 
acquired.)  So it was that on 27 December 1970 I called at Novi Sad’s bus garage to 
see if the PD1 was still there.  To my enormous satisfaction I found that the bus was 
indeed still in existence !  And I now hope that it may be of interest to publish the 
following abstracts from the notes I made on the spot all those 32 years ago:
 Dumb iron plate (UK nearside):  461626
 Engine No. plate:  E181/1020
 A locally made plate attached to the engine confi rms 461626, and amongst other data  
 this plate states no. 103 (perhaps that is the GSP Novi Sad fl eet number)
 The cab retains its mix of standard Leyland and LT fi xtures and features
 (such may be seen on the preserved ex-London PS1’s, LT’s TD Class) 
 Transposed rear platform with two piece platform doors
 Transposed rear stairs very neatly repositioned
 Front door cut into fi rst bay behind drivers cab with two piece platform doors
 (an additional front staircase is not fi tted)
 Front roof route number box remains in situ
 Front destination indicator boxes as original
 Indicator box removed above the now closed-off original rear platform
 Original two piece rear upper deck window is retained
 Opening windows all appear to be original and unaltered including the opening bulk 
 head window overlooking the bonnet
 Lower deck seat frames are those typical of Leyland bodies whilst retaining the LT  
 moquette (because the bus is locked not possible to view the upper deck)
 Radiator retains its “London Transport” enamel badge
 Original front and rear registration number plates are retained but are completely blank
 All wheels appear to be original
 The bus appears to be sitting high at the rear (maybe extra leafs have been fi tted to the  
 rear springs)
 Metal Novi Sad emblems are attached to both sides of body
 Livery seems to be turquoise and white (in poor light – evening dusk)
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 Overall assessment:  bus in good basic, surprisingly original, condition. In 
particular to publish its exact identity (STD 171) would probably be welcomed by 
many as I have been remiss in never having bothered to release the above data and 
notes and, so far as I am aware, no one else has ever provided any fi rm information 
on this bus.  I was unable to take any photographs because it was dusk and a snowfall 
accompanied my inspection of the PD1.  Because I found the PD1 in December 1970 
still stored in the open air in exactly the same position as shown in the photo published 
three years previously, enduring a climate of severe wet winters and blazing summer 

sun, I was extremely pessimistic for the bus’s long term survival.
 My fear for the prospects of what was (is) very probably the only surviving STD 
(of any variant, TD4, TD7, PD1) induced me to write to the Director of GSP Novi Sad  
to enquire as to their plans for the bus.  In that letter of 10 July 1971 I even offered to 
purchase the PD1 for return to UK for preservation if they had no positive plans for its 
future.  I received no reply and, although I often wondered about it over the following 
three decades, I had resigned to supposing that the bus would simply “fade away”.
 So imagine the pleasure contained within my astonishment when “Coach and 
Bus Week” in its issue of 26 April 1997 included a then recent photograph of what 
must surely be the very same bus still preserved in Novi Sad (notwithstanding that the 
caption described it as a 1962 PD2).  Furthermore the photograph seems to show that it 
is still (1997) in reasonably good, solid condition.  It has, however, lost its distinctive 
London roof-box and seems to have a complete, home-made, replacement front dome.  
Perhaps its original dome was badly damaged during a trip as the modern wing mirrors 
suggest that the bus was then in active, on-the-road, preservation.
 One can only hope that this PD1 has since survived the NATO bombings of Novi 
Sad, an activity which cannot have endeared the local population to all-things British.
 Incidentally, I drove myself to the Novi Sad bus garage in an ex-Blackpool Titan 
PD2/5 (EFV 298) but that is a whole different story to tell !  With best wishes and with 
my thanks for your on-going production of the truly excellent Leyland Torque.

STD 121 ready to depart for Loughton Station.  (Dr. Michael A. Taylor)
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   From Alan Fixter, Grimsby
 Regarding the fascinating Leyland Society Journal No.4, Summer 2002, the 
article on Leyland’s side types proves there’s nothing new under the sun.  It shows 
tag-axles and what Volvo calls “pusher” axles all made by Leyland in the 1920s!
 I must, however, comment on the report of Chris Cernes address to the 2001 
AGM.  I would hardly call A.B. Volvo in the 1970’s a “fl edgling” lorry manufacturer, 
as they had reached the number one position in sales of heavy tractor units (over 28 
tons) in Great Britain by 1972, just 5 years after their fi rst imports.
 What licensed Leyland designs did they use ?  I don’t believe the Volvo products 
owed anything to Leyland designs.  Could Mr. Cernes be confusing Volvo with A.B. 
Scania who, it is said, used technology supplied by Leyland for their DS11 engines ?  
Also DAF was not a Scandinavian company, but from Holland.
 Regarding the suspension on the Marathon, after all the money spent on a new 
design the ride was worse than the Buffalo which used the old suspension design, 
similar to the older Beaver tractor.  The most successful tractor unit maker Volvo 
also used conventional suspension at this stage, and they had a better ride by far than 
a Marathon.  Also the designers thought it would be a good idea to have the clutch, 
brakes and throttle controlled by cables, as the brake foot valve was mounted on the 
rear of the chassis.  This was corrected on the Mk.2 version, but why waste money 
doing it in the fi rst place ?

   From George Markland, Godalming
 I am impressed by the high quality of Leyland Torque and the comprehensive 
knowledge of Leyland engineering exhibited by the contributors, but I am also always 
surprised at the overwhelming focus on buses, considering that the company was a 
world-leading lorry manufacturer, although you have acknowledged this imbalance 
before.  Can we not attract  or interest some knowledgeable expert new members from 
the road haulage industry ?
 A major impetus to my interest in lorries (and to a lesser extent buses) since about 
age 8 was a photograph in “The Dumpy Book of Motors and Road Transport” 1957, 
which an aunt gave to my brother on his birthday, containing that Hippo breakdown 
lorry No. 321.  I have often thought about it since.  Imagine my pleasant surprise at 
seeing the same vehicle in Leyland Torque, and a bit of history too.  I must admit I 
didn’t recognise it in Torque No.16 but in original livery it really jumped out of the 
page at me !
 Are there any of these vehicles still in existence, either derelict or restored ?
(George, you have highlighted the on-going problem we have in fi nding good lorry 
articles.   Apart from “Letters to the Editor”, most contributions come in the form of 
photographs with a few sparse details from which we put together a caption.  Either 
that, or they are fairly “shallow” without much technical  content.  You are absolutely 
right that we need to attract some knowledgeable experts on Leyland lorries and on road 
haulage, but how ?  Can any reader please make suggestions as to possible contacts 
who may be approached and I will gladly follow them up.  Ed.)
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   From Jasper Pettie, Dumfermline
 I recently came across what appears to be a “light six” Leyland diesel engine, 
which had been used as a generator coupled to a 1920’s radiator which looked very 
much like the radiator of the “Chocolate Express” bus.  Both are surplus to requirements 
and may be of use to a member of the Leyland Society.  I can be contacted on 01383 
737260 ( Yes, the radiator is off a 1920’s Leyland, in fact, a 3-tonner, and is now in 
safe hands, here at Valley Forge ! - Ed)

   From Keith McLane, 34 High St.,Inverell, 2360, NSW Australia
 I am a Leyland owner (and Leyland fan) and have been driving my single drive 
tilt-cab Beaver pulling a 34ft. Fruehauf fl at-bed trailer since 1969, for many years on 
constant long distance haulage, but latterly on mainly local cartage.  It would have done 
the better part of a million miles over the years and could not be really sure because 
of the unreliable nature of the electric speedometer (and tachometer), both of which 
have had prolonged periods of downtime. The old thing still goes well - couldn’t kill 
it with a stick !  Just good old English engineering.
 I enclose for the Society’s interest two videos, the fi rst documentary done in 
1954 and the second in 2000, of the life of an outback mail contractor Tom Kruse, who 
long ago operated a mail delivery contract with his Leyland Badger.  Also enclosed 
is our local “Classic Truck” magazine - if any member would be interested to receive 
copies of the magazine I would be only too happy to post one to them for cost plus 
postage.  (Keith’s address is shown above.)
 We have a rather good motor museum here at Inverell established about fi ve 
years ago and it has a steady stream of visitors, including people from the UK and 
I enclose two small brochures.  One of the lorries is a 1924 solid tyred Leyland, 
beautifully restored from a wreck – it is called “The Blue Gem”. (This is clearly a 
tonner or QH, 6 tonner with 
deep radiator and large diameter 
front wheels (850mm) and 
appears to have acquired a 
much later LEYLAND badge.  
Can someone supply the chassis 
number and engine details or 
number, then we could identify 
the vehicle. - Ed.)

The Post Bag was so full this time 
that some letters are held over ! 
On the right is another truck from 
“Down Under”, and which is still 
in service. Sent in by D.Williams of 
Corowa, whose letter and more pics 
will apppear in Torque No.19.
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 John Bennett reports: The project to create a chassis list for the Leyland 
Cub models did not quite begin with a “blank” sheet of paper, but did not have the 
advantage of any manufacturer’s records.  As far as can be ascertained there are no 
existing Leyland records for the production of the Cub range at Kingston in Surrey.
 The Cub database now has the following listed:
 1235   PSV chassis
 1215   with the original owner identifi ed
 289   different customers for PSV models
 939   with bodywork manufacturer and seating details recorded
 54   different coachbuilders
 23   vehicles identifi ed for which we have no chassis number
9 “clashes” of chassis number (two vehicles claiming the same chassis number)
 The Cub models (goods and PSVs) all shared the same chassis number series 
which began at 1 in 1930 (for E.C. Jones of Bristol.)  It had reached 44xx by the 
Spring of 1936.  The series recommenced at 5001 later in 1936 with the larger 2.94 
litre engine fi tted and a letter Z added to the chassis designation.  This series ceased 
at about 87xx in 1938 after which the Cubs shared the 200xxx series with the Lynx 
lorry and the Cheetah PSV chassis.  There is also some evidence that the chassis 
were built in batches or sanctions of PSV or goods models, although these do not 

correspond to the larger orders placed by some operators.
 I think that the database is a remarkable achievement in a little over 12 months.  
It has been achieved through the efforts of a small number of enthusiasts forwarding 

Cub demonstrator PJ 392, a KP2  (chassis number 23) new 8/31 with a Leyland (Kingston) body.  
It later passed to G.W. and T.H. Hutson, North Hykeham nr. Lincoln and then to the Lincolnshire 
Road Car Co.  It would be interesting to know the location of this view, the identity of any of the 
people and the signifi cance of  P32 on the bonnet.  Photograph courtesy of Roy Marshall.
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information to each other, often via the Internet.  Almost all known existing Motor 
Taxation records have been checked, a formidable task in itself but with excellent 
results.  The regular list of orders which were a feature of the Leyland Journal in the 
1930s have been matched to actual vehicles and the trade journals of the same period 
have been searched for any references to the model.  Technical reviews from “Bus & 
Coach” and articles and extracts from other, more recent, publications are also on fi le 
and a data sheet explaining the numerous chassis designations has been created.
 Alongside the vehicle lists, and to complement them, I have collected together 
photographs of every Cub bus or coach I can obtain, but with only one representative 
for the larger batches of vehicles purchased by the major operators.  These have all 
been enlarged to A4 size using a photocopying process and although the fi le is bulging 
there is always room for more !
 If any Leyland Society member has further information on any vehicles in the 
Cub range, goods or PSV we should be very pleased to hear from them. If you have 
any information on Cubs, however small, please contact John Bennett at 174 Leicester 
Road, Loughborough, Leics. LE11 2AH.

 Michael Plunkett is currently preparing chassis lists for Leyland PLSC Lions 
etc. and the LT1-3 Lions in the 45-47000 and 50-51000 series.  (This also includes 
the early Lionesses.) Good progress has been made so far but there are a number of 
gaps and areas of missing information.  
 If you have any details at all or know of anyone who may have information 
to add to the lists, please contact Michael Plunkett at “Bergen-op-Zoom”, Ashurst, 
Steyning, West Sussex, BN44 3AL . The photograph of the Sunderland Corporation 
Leyland bodied Lion LT1, from the BCVM Archive, is from the same batch as 
Michael’s own preserved Lion.
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FOR SALE
   Ex-Barton VVO 735 - Leyland PS1/1 rebodied as a lowbridge double decker by 
Willowbrook in 1955.  E181 7.4 litre engine, owned since 1976.  Not expensive, but in 
need of work.  Offers to:  Doug Stewart, Tel: 01908 503147 (Mobile 07736 694411).
   Mudguards – Ergomatic Cab – New fi breglass mudguards as fi tted to the very early        
Ergomatic Cab (the narrow type as fi tted to Leylands and not the wide type as fi tted 
to AEC’s).  £130 the pair.  Please contact:  Neil James, 16 Radley Road, Stourbridge, 
West Midlands, DY9 8XX.  Tel:  01384 897213 (Mobile 07974 570426)
   Leyland Laird/Terrier Mudguards – New front wings in fi breglass £150 the pair, 
brackets for rubber part of front wings in fi breglass £25 the pair.  Please contact:  John 
Andrew, Tel: 01566 86824 (Cornwall)
   1942 Leyland Merryweather TD7 (with E156 4cyl. petrol engine)
   Retriever 6 x 4 (with E156 engine)
Brian Veale has sent copies of adverts recently placed in Classic Military Vehicles, which 
may be of interest to members.  For both please contact Mobile 07776 135898. 

WANTED
   Photographs – Details and photos of Heaver bodied Leylands (except City Coach 
Co.) Please contact Peter J. Snell, 6 Mandeville Way, Benfl eet, Essex SS7 4LH.
   Leyland Octopus Sales Brochure (No. 741a) – issued January 1958 with a “Road-
stone” tipper on the front.   Reasonable price paid.  Please contact:  Charles Jones, 
The Hald, Whitchurch Road, Rowton, Chester CH3 6AF.

URM 92 was new to William Donnon, Whitehaven and is seen here with what appears to be a life 
raft painted on the cab door surrounding a steamship with the words “John Chambers, N.153”  
It is a Leyland Beaver 14B/8, chassis no. 572684, with frame no. 291.               (Charles Jones)
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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. They are relatively expensive, but are of good quality and 
are most acceptable to complete a set. No.1 is £4.50, No.2 is £10.50, No.3 is £12.50, 
and No.4, which has now been copied in the same way is £13.75. (All prices include 
postage and packing.)
   Leyland Torque Nos. 5-17
Back numbers of these issues are available at £5.00 each, including postage.
   Leyland Society Journal Nos. 1-4
These are available at £6.00 each, including postage. 
   Binders
Binders for Leyland Torque (holding eight issues) are available at £7.00, including 
postage and packing for one, or £13.50 for two if ordered together. 
Binders for the Leyland Society Journal (holding eight issues)will shortly be ready 
at £8.00 including postage and packing. Only a limited number will be available, so 
order now if you require a binder.
All  the above items are available from Mike Sutcliffe (address inside front cover).
All cheques should be made payable to “The Leyland Society”.    
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LEYLAND TORQUE
Opinions and views expressed in this publication are not necessarily those of the Society, its offi cers nor 
the Editor.  The Editor would be pleased if members could bring to his attention any errors. Every effort is 
made to give due credit for all photographs and material used. Should there be any unintended breach of 
copyright, then the Editor must be informed to enable acknowledgement to be made. Under the Data Pro-
tection Act 1984, the Society gives notice that membership records, Leyland Vehicle Register details and 
Leyland Torque dispatch information are held on a data base.  The Society undertakes that this information 
is not divulged to any outside agency or individual.
This issue of Leyland Torque has been produced by Mike Sutcliffe and  Ron Phillips, with additional help 
from Neil Steele.  Distribution by Victoria Phillips. It was printed by Fretwell Print & Design, Keighley, 
West Yorkshire.  Items for inclusion in the Spring2003 issue should be sent to the Editor by  20th January  
2003, please.   

 

 

 
 The article on page 6 describing the Buenos Aires Town & Dock Tramways TS  
single deckers is complemented by the above picture taken in Montevideo in August 
1972 of two Tigers in the service of the Compania Uruguaya de Transportes Colectivos. 
Known as CUTCSA, the company operated, over many years, Leylands of many types, 
from Tigers, Royal Tigers, Worldmasters, Olympics to a fi nal batch of B82 Rangers.
 In the foreground is CUTCSA No.595 (25595) on route 163, showing the rear 
platform opening on both sides, and the archaic arched-top side windows and body 
sides curving inwards as on a tramcar. In the background stands CUTCSA No.525, 
(25525),a  later model on Leyland Tiger PS chassis with more modern side windows 
inspired by American transit buses, a lower built body, and safer doorways. The livery 
is silver with a red band.
 The capital cities of Argentina and Uruguay both have a history of public 
transport left in the hands of many owners. Today, Buenos Aires is served by small 
one-man buses operating fi xed routes, whilst Montevideo has several operators such 
as CUTCSA which are in fact co-operatives, owned by the workers, but receiving 
some help from offi cial funds. 

       Montevideo Leylands          (Photo by Norman N.Forbes)
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