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FROM THE ACTING CHAIRMAN
 It is with some pride that, as acting Chairman of the Leyland Society, I am 
able to announce to members that the Society’s Secretary and Magazine Editor, Mike 
Sutcliffe, has been awarded the M.B.E. in the Queen’s Birthday Honours, 2004, “for 
services to motor heritage”.
 I am sure all members will be aware of Mike’s lifetime achievement as evidenced 
by the collection of early Leyland motor buses which have been rescued and restored 
by him, and those of you who have read his book “The Leyland Man” will be au fait 
with the story so far.    Mike is also a Council Member of The Transport Trust and a 
member of the National Association of Road Transport Museums.
 Those involved in the vehicle preservation movement rarely receive the ac-
colades they deserve, and I feel sure members of the Society will want to join me in 
saying “well done” to Mike.   
           Ron Phillips
                 (Acting Chairman)

 In the pages of recent issues of Leyland Torque we have been informed that 
vehicle design and manufacture has been taking place in the town of Leyland since 
1884. With this in mind the Leyland Society decided to celebrate this landmark event, 
which re-writes the history of Leyland Motors Ltd. and its predecessors. 2004 allows 
us to celebrate that it is 120 years since it all began, hence our naming this event “The 
Leyland 120”. A special memento to celebrate this milestone is currently being made.
 Once again we have received overwhelming support from Leyland Trucks 
who have provided both the venue and the means to stage this event. Leyland Trucks 
continue this long association of truck building with the town of Leyland.
 Much effort has gone into organising this event and besides the usual display 
of vehicles which is being planned, which we hope will show how Leyland vehicle 
design has progressed through part of this 120 year history, there will be the book 
and model stalls, the catering stall and of course the ice cream van which was much 
appreciated last year as we had brilliant sunshine throughout the day - lets hope for 
the same this year.
 Our friends the Ribble Vehicle Preservation Trust will once again be providing 
a free bus service from the British Commercial Vehicle Museum in Leyland (where 
there is free car parking available) to the Leyland 120 site. This will be a regular 
service using some of the Trusts fl eet of preserved vehicles which never fail to 
impress. 
 Having informed you of what we are trying to achieve, I have to say that as 
I write this (21/5/04) I am a little disappointed at the number of entries received to 
date. There will be only one “Leyland 120” event !  If you intend to attend please 
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Your Committee is seen here last December, about to set out on a tour of the Leyland Trucks  factory 
in a preserved Fishwick Titan after meeting at the BCVM. From left to right are David Bishop, 
David Moores,Chris Woodall, Neil Steele, Ron Phillips, Keith Watson, Mike Sutcliffe, David 
Berry, John Bishop and Gordon Baron.         (Colin Balls)

send in your  entry form as soon as possible, if you need a form send me an SAE, my 
address is inside the front cover. Please note we will NOT be able to accept entries 
on the day ! 
 Once again I appeal for members to come forward to help marshal the event, 
this is an important task, we need to oversee the parking-up of vehicles as they ar-
rive and to patrol the site during the event. The more people who come forward the 
less time you need be involved. Besides which, if you volunteer to marshal we will 
fi nd you a car parking space on the Gathering site. If you would like to help, drop 
me a line or contact Paul Sennant, 177 Almond Brook Road, Standish, Wigan, WN6 
0SR. 
Finally the small band of people who are involved in organising this event are looking 
forward to seeing members and friends on the 11th July. The Society fl ag will be fl y-
ing over our sales stand so why not come along and say hello, also Society members 
will be able to collect their copies of Leyland Journal from the stall.

Neil D. Steele
(Hon. Vice-President)

ANNUAL  GENERAL  MEETING
 Notice is hereby given that the Annual General Meeting of The Leyland Society 
is to be held on Sunday 7th November, 2004, at the usual venue, the Coventry Trans-
port Museum, Cook Street, Coventry to start at 1.00pm.  Any members’ resolutions 
must be received by the Secretary, Mike Sutcliffe,  in writing by 27th September at 
the latest.  It is hoped that, as usual, we will be able to be entertained with a talk after 
the meeting – details to be advised.



   James Sumner sits at the controls, while Henry Spurrier Jnr. stands proudly by.  (BCVMA)
 Following the success of the One Ton Steam Van in 1897, the Lancashire Steam 
Motor Co. started work on a much larger vehicle; one which was going to have an 
even bigger impact upon the fortunes of its builders.In the winter months of 1897/98 
the new wagon emerged, with a carrying capacity of 4 tons.  It had an oil fi red boiler, 
with a large condenser on the roof of the cab, the body was of timber construction 
with shallow hinged sides and a large slatted and hinged tailboard.  Presumably this 
lowered to the ground thereby enabling its crew to carry loads up to its platform.  There 
was however, a major problem - when originally built the wagon was found to be too 
heavy for the tare limit of the Locomotives on Highways Act, 1896, with maximum 
unladen weight set at 3 tons.  The wagon had to be rebuilt in the early months of 1898, 
with a lighter body and several changes to the cab area.  The rebuilt wagon can eas-
ily be distinguished from the state as originally built as it gained a solid front apron 
(possibly adding more weight), at the same time the cab was moved further back and 
it lost the two iron support standards at the front, projecting from the front apron to 
the canopy.  The front apron also acquired curved front corners.  After this work the 
wagon was declared as weighing 2 tons 18cwt. unladen (the author has noticed that 
many of the early Leyland steam wagons had a similar weight painted on the side 
of and one wonders whether these weights were genuine, particularly with the much 
heavier looking Class B steam wagons. Possibly it was a case that if you painted the 
weight on the side of the vehicle no one would dispute it !).
 Some technical details of the rebuilt wagon are as follows:-
 Dimensions  - 17ft 9in long,     6ft 5in wide,     10ft 6in high
 Wheelbase - 10ft 2in,     track 5ft 7in
 Platform - 12ft 7in   x   5ft 101/2in   (height 421/2in loaded)

  

 Mike Sutcliffe continues the story - Part VI
THE “4 TON LURRY” 



 Wheels -    37in diameter (tyres- 4in front, 5in hind , with cart type hubs 
 Boiler  - heating surface 110sq ft, working pressure 200 psi
 Engine - 3in and 5in bores x 6in stroke, 14bhp at 500rpm
 Gears           -     3 speed forward gears
 Steering  - Ackermann’s steering system, with worm gearing and hand-wheel
 Prime cost - £375
  This wagon can easily be distinguished from the third 4 ton steam wagon that 
was entered in the 1899 Liverpool Trials, as only the fi rst 4 steam powered vehicles 
built by LSMC had cart-type wheel hubs; from the Liverpool 4 ton tip wagon of 
1899, (fi fth vehicle built), wagons had bolted steel plate hubs with polished hub caps. 
Comparisons can be made with future episodes of this early history.  (I have one of 
these brass LSMC hub caps in use at home as a door stop.)
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 The next part of the story is told by William Sumner (younger brother of James)  
in part 4 of his memoirs, repeated here exactly as written: they describe some of the 
events surrounding the Royal Agricultural Society Trials at Sutton Coldfi eld, early 
in 1898, followed by the Liverpool Self-Propelled Traffi c Association Trials which 
took place between the 24th and 28th May 1898.  Following William’s memoirs, I 
have attempted to summarise some of the main points relating to the fi rst Liverpool 
Trials, 1898, my notes being taken from the printed Judges’ Report. 

ROUGHING IT (from memoirs of W.Sumner)
 In 1898, the Lancashire Steam Motor Co., entered a three-ton steam wagon (this 
was a mistake and should have read 4 ton wagon – MAS) in a competition organised 
by the Royal Agricultural Society, to be held at Sutton Coldfi eld, near Birmingham.  
I was appointed to drive this wagon and I had for a mate Ted Hamer, a young ap-
prentice.  It was a last minute rush, as these things usually are, to get everything 
ready and so we had to travel late on our fi rst day out from the Works towards our 
destination.  About ten o’clock at night I thought it time to look out for lodgings, so 
I pulled up at a wayside Inn but was dismayed to fi nd it closed, as we were now in 
Cheshire and closing time was earlier than in Lancashire, so I banged on the door until 
a man appeared at the window above and asked us what the D… we wanted.  I said 
we wanted lodgings for the night, whereupon he told us to go to H… and he shut the 
window.  This was rather awkward for us as we were very tired and hungry.  I had a 
look around and discovered it was a farm as well as a pub so I drove the wagon into 

After rebuilding the 4 ton wagon 
looks different in many ways. Note 
the heavier “hind” (rear) wheels, and 
the fi rst Leyland “logo” on the cab 
side. The cab has been moved back, 
and the dash is changed. The photo 
on the opposite page was taken in the 
winter of 1897/8, whilst the view on 
the left dates from late April, early 
May 1898.
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the farmyard and took one of the lamps to search for a place to sleep.  We discovered 
a barn with plenty of hay but it was already occupied with a party of Irish labourers.  
I put out the lamp and we dossed down as far away from them as possible.  I don’t 
think we slept much as I had a fair amount of money and was afraid of being robbed, 
and after a wash and feed we were on the road again in good time.  We had to reach 
our destination that day and be on the show ground before 6p.m. or be disqualifi ed, 
and we did it with only a few minutes to spare.
 After parking the wagon in the show ground, we went in search of lodgings 
but the place was crowded and no lodgings were to be had.  In fact, we had diffi culty 
in buying a loaf of bread and half a pound of cheese, with these we went back to the 
show ground and ate a rather poor supper.  The next problem was where we were go-
ing to sleep.  We looked about and found a contractors wooden hut but the door was 
locked.  With more force than skill, we persudaded the door to let us in and there we 
made a bed of shavings and sacks or anything we could scrape together.
 The next day was Sunday and we awoke to face another meal of dry bread 
and cheese, but I went scouting round the cattle pens and returned with some milk, 
which made a great improvement to our breakfast.  We then had some repairs and 
adjustments to make after which we went into the village to get a wash and a place 
where there was a room with three beds, two of which were occupied by two men 
each and we were offered the other bed.  It was the best we could fi nd and we had to 
accept it.  On Monday Mr. Spurrier arrived and he spoke of the diffi culty of getting 
accommodation and had to stay at a very third rate place.
 The three day trails now commenced and we and our competitors, of which 
Thornycrofts were one, were all loaded up with three tons of sand bags and sent off 
with an observer on board.  We went through the trials without mishap and won the 
First Prize of £100.  The wagons had then to be on show for the rest of the week.  
Mr. Spurrier got a very large card printed and fi xed it on the front of the wagon and 
we all felt very proud of it.  The return journey was uneventful but we kept our prize 
card fi xed on the front of the wagon, “sailing” home like conquering heroes.
 Later on, but in the same year 1898, The Liverpool Self-Propelled Traffi c As-
sociation offered a prize of £100 for the best motor wagon carrying a load of three tons 
over a given course.  Our fi rm entered a wagon for this competition in which fi ve or 
six fi rms competed.  My brother drove on this occasion and managed to win the fi rst 
prize.  Having won two prizes of £100 in one year the fi rm considered itself on the 
road to success and Mr. Spurrier said to me one day “Sumner, if we don’t make this 
fi rm a success now we deserve to be kicked, for we have got the world by the pants 
and a downhill pull.”  From the proceeds of the prize money, the fi rm gave all hands 
and their wives / sweethearts a trip to Windermere and a dinner at one of the hotels.
 These oil fi red steam wagons were built on the same lines as the one-ton van.  
The engine and boiler were mounted on a channel framework and enclosed in the cab.  
The engine was behind the driver’s seat and the boiler was in line with it, but on the 
left hand side of the cab.  The gear levers were against a vertical dash-board in front 
of the driver and the steering wheel was on a vertical shaft in front of the driver.
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The vertical compound engine 
gave 14bhp at 500 r.p.m.

THE FIRST LIVERPOOL TRIALS, 1898
 The Liverpool Trials were held in the years 1898, 1899 and 1901 to fi nd an 
improved means of transport between the Port of Liverpool and inland towns, also 
of haulage between the docks and warehouses in the City.   A Special Committee of 
the Liverpool Incorporated Chamber of Commerce was set up.  It represented also 
the City Council, the Dock Board and various commercial and scientifi c bodies in-
cluding the Liverpool Centre of the Self-Propelled Traffi c Association.  At the time, 
February 1896, it was felt that the claims of the motor vehicle were of such an em-
bryo character as not to justify them being considered of practical value for haulage 
between Liverpool and the Manchester district.  By 1898 it was felt that suffi cient 
improvements had been made to the design of motor vehicles and it was planned that 
these would be capable of economically taking the place of horse haulage and com-
peting with existing railway transport.  The trials were therefore arranged to cover a 
minimum distance of 30 miles on four successive days commencing Tuesday 24th 
May 1898.
 There were two classes of vehicle eligible for the competition, Class 1 for ve-
hicles carrying a minimum load of 2 tons of goods and Class 2 for a minimum load 
of 5 tons.  There were many other rules and regulations which  were very compre-
hensive and must have infl uenced the various manufacturers’ designs.  Several light 
carriages were hired “on favourable terms” principally fi ve from the Daimler Motor 
Co. and four from the Blackpool Motor Car Co., for the convenience of those desir-
ing to follow the runs throughout.
 There were 10 vehicles entered in total from six fi rms:
 LIFU (Liquid Fuel Eng. Co. Ltd), London (no.1) 
 The Steam Carriage and Wagon Co., (Thornycroft),
          Chiswick (nos. 2,3 and 4)
 The Lancashire Steam Motor Co. (no. 5)
 The LR Syndicate Ltd (Serpollet System), 
           London, (no. 6)
 T. Coulthard & Co., Preston (nos. 7 and 8)
 Robert Cooke Sayer, Bristol (nos. 9 and 10).  
Of the ten entrants, only four were presented for trial, 
no. 1 the LIFU 2-ton steam wagon, no. 3 a Thorny-
croft 5-ton articulated wagon, no. 4 a Thornycroft 
3-ton steam wagon and no. 5 a “Leyland” 4-ton 
steam lurry (note that the name Leyland was even 
then in common use for the products of LSM Co).
 The Judges’ Report goes on to describe the Leyland wagon in even more detail 
and I have selected a few items only as follows: water was fed to the boiler by means 
of the small brass feed-pump which was set to give a constant feed.  The wagon was 
fi tted with an air condenser weighing only 95lbs, on the roof of the cab.  The inside of 
the boiler could be lifted out for cleaning without removing any of the steam fi ttings.  
The boiler was slightly different from that shown on page 7 of Torque No. 23 in that 
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it appears to have had the fi re tubes mounted vertically.  The oil burner was a casting 
suspended inside the fi rebox by a coil of piping, the oil being forced by compressed 
air through the regulator to the burner and vaporising on its passage to the orifi ce.  
The burner was started by igniting a handful of shavings or paper beneath it and al-
lowing a small quantity of oil to pass.  As soon as the burner became suffi ciently hot, 
oil vapour issued from the fi re hole beneath the centre of the air cone, and ignited 
the top of the cone.  The fl ame thus produced was refl ected outwards by the chamber 
on the upper portion of the burner so that the fi re box was fi lled with fl ame, this was 
very effi cient and the supply of oil to the burner was automatically regulated.  

 The vertical compound engine of the enclosed type gave 14bhp at 500rpm; spur 
gearing was used to transmit the power from the engine-shaft to the fi rst counter-shaft, 
reverse motion being affected by means of a clutch.  Gearing was arranged to give 
ratios of 8, 13˚ or 28:1 between the engine and driving wheels and Hans Renold’s 
chains were used for the connections between the fi rst counter-shaft, the differential 
gear and the driving wheels.  The vehicle was fi tted with two brakes, a handbrake 
on the fi rst counter-shaft and a shoe-brake on the driving wheels, the former being 
actuated by a foot lever, the latter by worm gearing.  The water tank held 46 gallons 
and the oil tank 20 gallons.  

Left: The boiler for this wagon differs from 
the drawing in Torque No. 23 in that the fi re 
tubes are vertical rather than sloping.
Above: A very effi cient vaporising arrangement 
is provided by the “Leyland” oil burner.

 The Leyland did very well in the trials with relatively few mishaps; it expe-
rienced wheel problems on the fi rst day with a loose tyre when it was about 8 miles 
out.  The tyres appear to have been imperfectly shrunk on, and the axle-boxes worked 
loose in the hubs, all caused by the granite sets around Liverpool.  On the second day 
the Leyland again took part, having had its faulty tyres reshrunk but they still gave 
trouble. The attendants of Thornycroft no. 3 were too fatigued with repairs to their 
wagon which were not completed.  The LIFU (no. 1) again proved its high speed but 
experienced two accidents and Thornycroft no. 4 ran without any incident.
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 On the third day the Leyland did not start owing to the necessity of repairing 
the defective tyres of the driving wheels.  The start of the LIFU was delayed as a new 
low-pressure cylinder had to be brought from East Cowes, Isle of Wight during the 
night and the tyres of the front wheels had to be tightened.  Notwithstanding the late 
start the LIFU arrived fi rst as it had on the other days.  Thornycroft no. 3 proceeded 
at a much reduced speed and smaller load with frequent stops for extra water, as the 
condenser was not working properly.  Again, Thornycroft no. 4 went round the course 
without incident.  The most interesting point emphasised by the third day’s running 
was the practically absolute control of the vehicles when orders were given to stop 
going down-hill.  On the descent of Atherton Street, Prescot, which measures 1 in 17, 
the two Thornycrofts managed to stop in two or three yards (this probably emphasises 
just how slow they were travelling!).

“Making the Pace.” A fi ne view of the Leyland steam wagon on the road, with the judges and 
onlookers hotly in pursuit in their Daimler car.

 On the fourth day Thornycroft no.4 had a boiler tube failure repeating a prob-
lem which occurred on the fi rst day.  Leyland no.5 made excellent running with a full 
load. When close to Low Hill Post Offi ce, the burner went out through the emptying 
of the oil tank which had not been examined at the previous stop.  Five gallons of oil 
were introduced into the tank and the vehicle proceeded.  There was a slight leakage 
from the condenser connections throughout the journey, and at the end of which the 
inlet pipe to the condenser broke off just as the Prince’s Dock Depot was reached.
 Manoeuvrability trials took place on Saturday 28th May with the Leyland lurry 
taking 21/2 minutes to get into the embayment and 13/4 minutes to get out (much quicker 
than all the others).  A judge commented “it moved out very well and neatly and the 
impression produced on my mind was that its effective management was to a large 
extent owing to the very great skill of the gentleman in charge, whose manipulation 
of the various levers and handles was extraordinarily rapid”.
 At the end of the trials the Leyland wagon was judged to be the overall win-
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ner and took the First Prize of £100, the LIFU coming second (prize of £75) and 
Thornycroft (entry no. 4) coming third (prize of £50).  These Trials had a very 
profound effect on the future prospect of the Lancashire Steam Motor Company who 
went on to enter further Trials, as we shall see in a future episode.

A copy of the original certifi cate issued by the Self-Propelled Traffi c Association awarding the 
fi rst prize of one hundred pounds to The Lancashire Steam Motor Co, Leyland.
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FOX BROS. & CO., WELLINGTON, SOMERSET
 In late November 1898, two Leyland steam wagons were taken to the Paris 
Trials, (more on that later).  One was a 15cwt baggage van, the other being a 3 ton 
Lurry.  The larger vehicle was most likely to have been the 1898 Liverpool Trials 4 
tonner, though it possibly could have been the Liverpool Corporation 4 ton tip wagon 
prior to delivery.  In any event, the 1898 Liverpool Trials wagon was sold to Fox Bros 
& Co., Wool Merchants from Wellington, Somerset, presumably sold in 1898 (not 
1897 as frequently referred to).  Fox Bros were claimed to be the fi rst customer of 
the Lancashire Steam Motor Co. and they went on to buy further Leyland wagons, in 
October 1901, the summer of 1903 and around July 1908.  Fox Bros owned a large 
mill at Wellington together with branch mills at Uffculme and Culmstock in Devon, 
and a wool warehouse at Taunton. Their “puttees” were world famous (a “puttee” 
was a long strip of cloth wound spirally round the leg and serving as a gaiter used 
before and during the First World War.  The Company’s Manager, Mr S. H. Sparkes 
was one of a small band of half a dozen devotees who gathered at Crewe in June 1897 
to witness the run of the single competing vehicle, an oil-fi red Leyland one tonner 
referred to in the previous issue of Leyland Torque.
 A considerable amount of haulage was constantly done between the Company’s 
mills but no really acceptable service was obtainable, either by horses or the railway, 
due to the excessive demands upon the strengths of the animals and the inability 
of the railway to guarantee punctual and regular delivery.  The mill at Uffculme 
was 9 miles from Wellington and that at Culmstock 6 miles.  The former mill was 
employed in combing and worsted spinning, the wool for combing forming the bulk 
of the outward loads from Wellington, the balance being made up of empty bobbins, 
skips etc.  The homeward loads from Uffculme were much more compact, consisting 
of almost entirely of worsted packed in strips.  The Culmstock Mill contained looms 
only so the loads from Wellington consisted of wool on weavers’ beams and weft in 
skips, with empty beams and bobbins, and woven pieces for a return load.  Taunton 
is 71/2 miles from Wellington and fi nished bales were occasionally taken to woollen 
merchants there, some of the gradients varied between 1 in 7.5 and 1 in 10.
 Mr Sparkes wrote, for an article in “The Commercial Motor” 27th August 
1908:    “the vertical engine was bolted to a plate carried on four wrought-iron pil-
lars and was enclosed in a sort of large biscuit tin.  It stood on the fl oor of the wagon 
by the side, or rather just at the back of the driver.  The pressure of steam regulated, 
or was supposed to regulate, the supply of oil to the burner, making in theory a very 
nice and complete arrangement; but, unfortunately, practical results were often very 
disappointing – so much so that the automatic part of the concern was soon dispensed 
with.  I well remember the painful regret when Mr Sumner received the information 
that we had after a fairly long experience decided to discard the oil-fi red boiler for a 
water-tubed boiler of the fi re-engine type.  This change led to a very marked economy 
in cost of fuel, and made the wagon a more useful and inexpensive vehicle.
 “The steaming properties of the boiler were really remarkable with ordinary 
gas-works coke; we were able to evaporate 61/2 lb. of water to 200lb. pressure, per 
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The “Leyland” from the 1897 Trials was sold to Fox Bros & Co Ltd, and is seen here at the 
Wellington Mill, heavily laden.  Could the well dressed gentlemen be the Fox Brothers proudly 
standing by their new acquisition, and which one is Mr Sparkes?  The machine carries the badge 
displayed on the Trials on the cab side: the word Leyland is surrounded by a belt with the full title 
“The Lancashire Steam Motor Co.”                   (BCVM Archive)

lb. of fuel.  This arrangement continued as long as the original wagon was in use, for 
a little more than three years.  In October 1901 we got our second Leyland wagon; 
it was fi tted with a horizontal compound engine in an oil bath underneath and this 
was a marked improvement upon the previous one, but we soon had unmistakable 
evidence that the 3 ton unladen weight limit made it practically impossible to turn out 
a serviceable and durable steam wagon.  Much credit is due to the Leyland fi rm for 
their persistent endeavours while the load maximum of 3 tons was in force.” (This 
would be the Class B wagon)

 So, that ends my rather lengthy description and notes on the 4-ton lurry of 1898 
– a very successful and important vehicle in the history of Leyland Motors.  As a 
result of operating this wagon it was decided that coal or coke would be the fuel for 
future wagons, although ten or so more oil-fi red steam wagons were yet to be built 
by the Lancashire Steam Motor Co. – more about these in the next issue of Leyland 
Torque.  (For further reading on the 1898 Liverpool Trials and early steam wagons 
I would suggest the June 1965 issue of “Old Motor Magazine” and the David and 
Charles reprint of “Modern Steam Road Wagons, 1906” by William Norris.  William 
Norris was Chief Engineer of the Lancashire Steam Motor Co from approx 1903  to  
1907 and came to Leyland from Coulthards of Preston.
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All photographs used in this article are from The Mike Sutcliffe Collection, except 
where stated. I have retained the spelling “lurry” as was used at the time. This spell-
ing is not peculiar to Leylands, but seems to have been widely used in the north of 
England well into the twenties and thirties. 

The LIFU waits at Aughton Depot and is 
surrounded by offi cials and judges with 
their Daimler wagonettes. It carries the 
lettering “The Liquid Fuel Engineering 
Co., East Cowes, I.W. along the side of 
the goods platform.

The fi nal judging takes place – note the 
cart type front hubs on the wheels of this 
earliest of Leylands.

LEYLAND FLEET SERIES: THIRD TITLE

The Leyland Buses of 

Southport Corporation
by Ron Phillips

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

Price £6-50, inc. P&P,  cheques payable to ‘The Leyland Society Ltd.’
48pp, art paper, over 40 illustrations, laminated full colour cover.

(Please quote membership number when ordering)
Also still available at £6 (members’ price only) is the fi rst Fleet Series title

The Leyland Buses of Wigan Corporation



  More information and comment has arrived since Parts 1 and 2 of this 
story appeared in Leyland Torque Nos. 22- 23. Dealing fi rst with readers’ reactions 
to these, the photograph opposite shows the “red Lion” demonstrator, TD 4116, on 
LSC1 chassis 45003, while in service with Huddersfi eld Corporation between 31st 
May and 5th June, 1926. It was sent in by Geoff Lumb, of that town. It has exactly 
the same rare and possibly unique version of the Leyland body for this model, with 
fi ve equal-length side windows rearwards of the entrance, as on the November 1925 
Olympia Show exhibit, displayed as Crosville No.250, FM 3710. (see page 17 of 
Torque No.22.)  This latter bus was completed just before the Show.
 Admittedly the picture does not confi rm that the two are one and the same 
vehicle, but it doesn’t rule this out and in the circumstances that itself is signifi cant. 
As I indicated in that issue, it had been agreed in November 1925 that production 
bodies were to have a ‘fi ve and two halves’ window arrangement so that the same 
sets of cut timber could be used to assemble either front- or rear-entrance bodies for 
the LSC1 chassis, as shown on page 20 of Torque No.23. So far as is known, this 
system came into effect from the beginning of manufacture of production bodies, 
deliveries of which began in January 1926. It would be most interesting if any other 
fi ve-bay version of this body turned up, and in particular fi rm information on which 
style of body was carried by chassis 45018, registered as FM 3710 when it was added 
to Crosville’s fl eet as 201 in April 1926 would be especially welcome.
 As it happened, 45003 was re-registered AI 3185 on 13th October 1926 after 
delivery to the Louth & Meath Omnibus Company on 30th September. Here I must  
thank Cyril McIntyre of Bus Eireann, in Dublin, who added that it passed to the Irish 
Omnibus Company on its acquisition of Louth & Meath  on 1st May 1928.
 I am also grateful to Geoff Lumb for information on other points. Although it 
had been agreed by Leyland in January 1926 to withdraw the fi rst prototype Lion, 
(chassis 45001, registered TD 3326), known as the “blue Lion” from demonstration 
duties, no doubt because of its obsolete body and other features, it seems that it lived 
on in this role a little longer. It was still being used as a demonstrator in February 
1926, when it was in Hull, and in Sheffi eld in March, but broke down there on the 
31st. In late April, it was replaced by “the green Lion”, the new demonstrator on 
chassis 45004, registered as TD 4499 in January 1926 – again, it would be interesting 
to have confi rmation of its window confi guration.
 Geoff queries the question of the two versions of the unladen weight for the 
Barnsley & District Lion with Brush body on the second Lion chassis, 45002, as il-
lustrated on page 9 of Torque No.22 and discussed on page 11 of Torque No.23. He 
asks if both could be right, and refers to the legal defi nition of unladen weight then 
in force which excluded water, fuel, loose tools and  battery, although I think this last 
was only so where “used for the purpose of propulsion”, as indicated in the extract 
from the Roads Act, 1920 he also quoted. However, what had been of intense interest 
across the whole bus industry during 1924/5 was the proposed limit of 3tons 15cwt 

     14
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for a vehicle being allowed to travel at up to 20mph as opposed to the general bus 
limit of 12mph then in force. 
 Leyland’s designers had intended that the model should meet this limit, even 
though its specifi cation was not quite so basic as other types in this category. No 
doubt because of this, they were having diffi culty in keeping the weight down. 
The 3tons 17cwt 2qr unladen reported for this vehicle in October 1925 would have 
been a weighbridge fi gure, for which anything permissible would surely have been 
discarded. Had it really proved possible to reach exactly the magic 3-15-0 fi gure 
displayed on its side? – we may never know. 
 It was realised that a standard bus with Leyland body and twin rear tyres would 
certainly be heavier. One can almost sense the sigh of relief when it was reported 
after the 1925 Show that the limit would probably be modifi ed by the Government 
- in practice, it was not applied at all when the speed limit for buses was raised in 
later legislation.

This view of LSC1 demonstrator TD 4116 on chassis 45003, known at the time as “the red Lion”, 
was taken while operating for Huddersfi eld Corporation in May-June 1926. The side board reads 
“Leyland Demonstration Single Deck Bus”.      (G.Lumb collection) 

 Very painstakingly, Geoff also did a full calculation showing that the Liverpool 
Leopard PLSC2 buses would have exceeded the load rating of 36in by 6in tyres. It 
thus seems that the 6in tyre width quoted on the registration form for one of this pair 
of buses, reproduced in Torque No.17, may have been an error. A much stronger 
pointer lies in the choice of  the 38in by 7in size for the production Lion PLSC3, 
often known as the Long Lion, for which, in retrospect, the Liverpool buses could 
be regarded as prototypes. It is also signifi cant that Leyland’s Data Sheet No.19 of 
April 1927 quotes the unladen weight for the PLSC3 as 4tons 12cwt, creeping up to 
4tons 15cwt in No.20 of October 1927, the latter fi gure exactly as had been quoted 
for the Liverpool pair of September 1926.
 Geoff queries my quoting Alan Fergusson’s departure as Chief Engineer at the 
end of April 1926 as a resignation rather than retirement, to which the answer is that 
it was both. He did tender his resignation, it being stated that he had “felt for some 
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time past that he wished to retire from business responsibilities”. The announcement 
expressed “the regret which is felt by the directors”, suggesting that it had not been 
foreseen, perhaps it may have been for some health or personal reason. By the way, 
there seems to be a doubt about the spelling of his Christian name, some Leyland 
documents quoting ‘Allan’.
  Output of Lion-family models in 1926-9 
 An indication of how the popularity of the Lion and associated models grew 
is given by delivery fi gures. In the fi rst month, January 1926, 14 had been sent out. 
Leyland’s fi nancial year ended on 30th September and the fi gures up to that date in 
1926 included 204 Lion and 13 Lioness, so average monthly output up to then grew 
slightly to 24. 
 During the 12-month period to the end of September 1927, 680 Lion had been 
built (528 short and 152 long), plus 83 Lioness, a combined fi gure of 763, so by then 
monthly output had increased by over 250%, to 64. 
 In April 1928, an impressive total of 140 Lion and Lioness chassis were built 
(a weekly average for these types of 35, compared to seven at that point of the new 
six-cylinder Titan and Tiger models). The Leyland management had decided not to 
‘push’ the Tiger, initially, and in any case the strong demand that soon developed for 
the Titan was taking up all the available capacity for this range, quite a number of 
operators taking a combination of Lion single-deckers and Titan double-deckers at 
that stage.
 Leyland issued reference booklets for sales staff showing the approximate chas-
sis numbers applicable at specifi c dates and it is possible to deduce some indication of 
output by comparing these. However, simple subtractions of the fi gure for the previ-
ous period from that for the next one are liable to be misleading. Very occasionally, 
allocated numbers were not fi lled when orders had been cancelled, although this was 
relatively rare among Leylands of that period. Probably of more importance, chas-
sis were not built in numerical order, and the highest chassis number reached at the 
end of the fi nancial year did not necessarily imply that all numbers below that fi gure 
represented vehicles delivered by then, even though most would be fi lled in within a 
few months later.
 The Lion series, also including Lioness models and the two Leopards, had 
begun at 45001, reaching 45454 by 31st December 1926, 46138 by 30th September 
1927, 47685 by 30th September 1928 and 47960 by 30th September 1929, this last 
fi gure being the fi nal one of that series. If those fi gures are taken at face value, they 
suggest that the year beginning in autumn 1927 was a golden age for the Lion LSC/
PLSC family, accounting for about 1,500 vehicles, a very high fi gure especially as 
most were complete buses with Leyland-built bodies,  The last one built in the South 
Works Body Shop and delivered in July 1929 was, oddly enough, a front entrance 
Short Lion PLSC1.  At the end of that month there was just one Long Lion PLSC3 
unsold and in stock at the Headquarters Works.
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A preserved Leyland Marathon, the interim model built at Southall whilst the Roadtrain was 
under development. Both photos are from the T.A.Brown Collection.

A rare model in this country. LOO 139P is a Leyland Eland, produced in South Africa at the 
Elandsfontein Factory, and could well be described as a model ‘of mixed race.’ Can anyone tell 
us the exact history of this particular vehicle ?
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Edited by Wilf Dodds. All correspondence to the Editor, Mike Sutcliffe. 

  89. Body construction to Leyland design (Torque Nos.18-23)
 Harold Peers of Bradford has written again to challenge the suggestion (in 
Torque 23, p.21) that the style of top-deck emergency door on WH 4216 (in Torque 22, 
p. 20) might have been the result of rebuilding by ECW after acquisition by Crosville. 
He points out that all six of Crosville’s former Bolton TD2s received attention at ECW, 
but the only external changes were a rebuilt cab and the addition of continuous metal 
lower-deck rainshields. Whilst WH 4216, with others, also received a standard Tilling 
destination box at the front, the original Bolton rear indicator box was retained. Ha-
rold has sent photographs which featured in the Bromilow & Edwards’ contemporary 
advertising, which just show the central radiused top corners of the twin emergency 
door windows and the dividing strut.  As has been commented upon previously, such 
rear-end shots are relatively rare, but Neil Pollard of Coven has come up with one, by 
Alan Cross, of Caledonian (ex Yorkshire Woollen, ex-Kilburn, Brighouse) WW 8605, 
a Titan TD1 also with a two-piece rear emergency door, this time on a Leyland-built 
body. This appears in Gary Ward’s book ‘Caledonian and Beyond’ (page 59) and, 
whilst there are detail differences from WH 4216, with both bodies having been rebuilt, 
the two rear-ends are remarkably similar. Caledonian, among its collection of TD1s, 
also acquired four of the fi ve 1930 Roberts bodied Bolton Titans (WH 2601-3/5) but 
no photographs have yet been found to show how these looked from the back.

  101. Olympian designation (Torque Nos.22,23)
         Neil Steele of Cheadle writes that, during the time of “British Leyland” it 
became necessary to prepare a “Schedule of Past Model Production (1946-1968)” 
which covered buses, coaches and lorries produced by Leyland (schedules were also 
prepared on AEC, Albion and Scammell) to enable the Sales and Marketing staff of 
this vast empire to become familiar with the models produced by each constituent 
company. Looking at the “Post War Leyland Single Deck PSV Models” there is no 
mention whatsoever of the “Olympian” !  However the “Olympic” is listed as the 
“Olympic-MCW”. In the BL list the HR44 is, effectively, two models; HR44/90/S and 
HR44/96/S of 7ft 6in (90 ins.)and 8ft (96 ins.) width respectively but with nothing to 
indicate what the “S” means (could it be Synchromesh, or Single entrance ?)
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  103. Substitute TD1 (Torque No.23)
        Shown here is the photograph from Commercial Motor of 13/10/31 as reproduced 
by ‘Old Motor’ in 1966. The arrival date was wrongly quoted as 1932 but the Chatham 
& District livery could well be correct.   Mike Sutcliffe met Major Blakeway in 1959 
whilst on holiday in Jersey. What a wonderful place that was with 30 year old buses 
still running in service.  There was still almost a full range of Titans TD1, TD2, TD5 
(not TD4 as frequently quoted),  Lions PLSC3, LT2, LT5,  Lioness PLC1, LTB1,  
Tiger TS3, Cubs KP2, KPZ1, SKP3,  Cheetah LZ1A  -  Those were the days! 

 Major Blakeway jointly owned a company called Turner & Blakeway around 
1920.  They were Leyland Agents in the Southampton area and sold many Leyland 
RAF types, but they were clearly short of money and Leyland Motors took shares in 
the company in payment for the chassis.  Just what happened to Turner & Blakeway 
I do not know (further research necessary) but Major Blakeway was still selling 
Leyands in the same area in 1930.   He became very disenchanted with the ‘under-
hand’ methods ‘the AEC’ were empyloying in his area and this may have led to his 
appointment in Jersey, for what must have become an idyllic life with all those early 
Leylands,  except for of course during the German occupation in the Second War.

An Olympic HR44 of Jennings of Clare, Essex.            (Dr. M.A.Taylor)

Jersey’s first double decker J 5817 
aroused much interest when it arrived. 
It is seen here in a photograph  from 
‘The Commercial Motor’ in the green, 
brown and cream livery of the Chatham 
& District company, which it carried 
on arrival. The C.&D. name appears to 
have been obliterated above the lower 
deck windows, and the route is shown 
on a card.
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     104. Cornish Comet ?
       N.Ames of Chichester, having recently acquired this photograph of SRL 901, 
wonders if anyone knows who constructed the cab, or has any further details of the 
vehicle? Illustration by ATPH Transport Photos.

  105. PD1, to nowhere ?
         The Editor has turned up a “teaser” of a brand-new Titan PD1 (chassis number 
451824 and line number 24) which entered service with Blackburn Corporation on 
29th  June 1946. Why does it have no front destination display, though there is clearly 
one on the nearside?  Number 70 was withdrawn on 30 April 1963 passing to E. Heyes 
of Clock Face, St Helens in October of that year and lasting until February 1966.
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  106.Gloucestershire Tearoom
Steve Milner of Lincoln has submitted two photographs of a Leyland Tiger noted as 
a café just off the A38 near Tewkesbury in the 1960’s and wonders if its identity is 
known. 
 As luck would have it the Ribble Vehicle Preservation Trust has just circulated 
a draft list of surviving Ribble vehicles which saved your compiler hunting for the 
registration for his own photo of the vehicle taken as late as October 1970. My own 
notes have it as CK 4099 – a Tiger TS2 with chassis number 60496 and Leyland B26F 
body, new as Ribble 617 in May 1929, reseated to 30 in 1934, sold in August 1938 
and then much travelled before reaching its A38 site by 1956; removed to the West 
of England Transport Museum at Winkleigh by July 1974 and still there in 2003. The 
body is supposedly a pre-war Duple C32R. 
 So far, so good but, in researching these notes another photo has been found, 
purporting to be of CK 4099 being transported to Winkleigh; it has white-walled tyres 
indeed, but the body is quite clearly C—F, and yet another shot shows this same 
vehicle in use as a static caravan!  Clearly there is a confusion here of two vehicles; 
can anyone disentangle them and identify the café ?         
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 The Leyland Steer came into being in 1937 when a second steering axle was 
fi tted to a long wheelbase “Beaver Six” chassis. (The “six” in this designation was 
the six cylinder 8.6 litre engine, not the number of axles. There was also a “Beaver 
Four” using the four cylinder engine as also used in the Lion bus models.) During the 
development it was discovered that the long wheelbase Beaver Six chassis fl exed too 
much and it was decided to use the heavier section tipper chassis which was already 
drilled for fi tting the rear axle further back than on the goods chassis. The Steer was 
ideal for working with a trailer, as the short distance between the rear axle on the 
Beaver and the draw bar trailer reduced the tendency for trailer sway. Fitted with a 
17ft. 6in. platform body it was possible to carry a payload of ten tons on its own back. 
The Steer proved ideal for tanker applications and Regent Super (Trinidad Leaseholds 
) were one of the early users. The model designation was originally TEC1, by the 
outbreak of World War Two the model was growing in popularity, and an updated 
specifi cation had changed the model coding to TEC2. A TEC3 with modern cab was 
supplied to Blythe & Berwick, Bradford and a TEC4 prototype was being tested when 
the War was declared. These models could be supplied as complete vehicles, chassis 
cab or chassis scuttle, and were usually on 36 - 8 12ply tyres.
 The fi rst post-war Steer appeared in 1946 with the model designation 15.S.1. 
It was powered by the Leyland O.600 engine, had a fi ve speed gearbox and overhead 
worm axle with a ratio of 6.5 - 1, with options of 7.33 - 1 and 8.66 - 1. The wheelbase 
was 19ft. These specifi cations were to remain unchanged until production ceased in 
1960. The 15.S.1 had vacuum hydraulic brakes, and was rated at fi fteen and a half 
tons GVW. The 15.S.3 was introduced in 1953 with full air brakes and in 1954 the 
15.S3.A became available with the option of having the O.680 engine fi tted and the 
new style cab. The 16.S3 Steer became available in 1955 with an increased GVW, 
which was now 161/2 tons. A new version, the 16.S3.A, was introduced in 1958; this 
was in compliance with new Construction & Use Regulations, and was rated at 171/2 
tons GVW. Tyre equipment was now 10.00 -20 14 ply, and all the vehicles were sup-
plied as chassis cabs.
 It is worth pointing out at this point that when Leyland ceased to build bus 
bodies in 1954, the factory fl oor space was used to build lorry cabs. However, it was 
at this point that Leyland, in order to meet increasing demand, also ceased to supply 
bodies for lorries, hence the qualifi cation above.
 The Steer name was to disappear from the model range from 1960 until 1966, 
when it was reintroduced as an Ergomatic-cabbed, 10ft wheelbase three axle 32 
ton GTW tractor unit powered by the MkII Power-Plus O.680 engine which drove 
through a fi ve speed semi-automatic gearbox to a two speed axle. The concept was 
to be shortlived, the model being withdrawn from the range after about two years, 
and with it the Steer name was to disappear forever. See photograph on page 31.



Summer  2004 LEYLAND  TORQUE  No. 24 23

A view of the E144 L-type engine (no. 12689) installed in the prototype TEC4, chassis number 
303347. This truck had the 7.33-1 reduction axle (see also page 312)            (BCVMA)

The prototype Steer TEC4 chassis. Note the deep siderails of the chassis, and the rear wheel hub 
cap embellishers, introduced in 1939.            (BCVMA)
        

THE TEC4 PROTOTYPE



A DAY AT THE SEASIDE, BLACKPOOL IN THE FIFTIES 

This undated photograph, kindly supplied by Errol Simister, shows a pre-war Leyland Tiger coach of W.C.Standerwick, the Ribble subsidiary, touting for trade by Blackpool Central Station. It is standing at a prime point 
on the seafront to catch trade from day-trippers and residents for short tours to Fleetwood Market, Tour of the Illuminations or a trip to see the rival Morecambe Lights. Note the prices of these tours, and also the boards 
for an adjacent cafe where coffee and a selection of puddings is 6d.  The lower panel of the coach reveals that the registered address of W.C.Standerwick was Coronation Street, Blackpool. Scenes like this were common 
at many of the larger British resorts.

   24 25
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 Replies received from John Bennett, Peter Snell, Peter Tulloch, Tony Holds-
worth, Allan Condie, Alan Townsin, Cyril McIntyre, Mike Fenton, and Roy Marshall.  
Thank you all.
 Lough Swilly, IH 5706 (Torque No.22)
Cyril McIntyre confi rms the transfer details given in Torque No.23 of the Alexander 
supplied body from IH 4030 to IH 5706 after rebuilding by coachbuilder O’Doherty 
who had premises on both sides of the border, at Strabane (NI) and Lifford (Eire). 
O’Doherty carried out work for both Lough Swilly and the County Donegal Railways. 
Allan Condie is puzzled by this, however, noting that the pillar spacing and roof con-
tours have changed and the all-metal body would have required considerable work 
for the changes shown. He corrects the description of the original ‘Scottish’ entrance 
to recessed door rather than open.

  Feature  edited  by  BOB  KELL

Please  send all correspondence via the Editor, Mike Sutcliffe

 Bullock & France, FFY 390 (Torque No.22)
Alan Townsin is sure that the body shown was a pre-war Plaxton and notes that Ley-
land’s dash panel, with the instrument panel mounted near the top corner presented 
many coachbuilders with the problem of incorporating it into a curving cab. Leyland 
themselves, on the Titan PD models, did not use the dash at all hence the particularly 
well integrated design of the Titan and Hybridge bodies. 
 ‘The Ivy’ Lincs, XS 5082  (Torque No.23)
Nearly everyone jumps to the same conclusion for this vehicle in that it was one of a 
pair of Cheetahs new to Graham of Paisley in 1939 (XS5082/3 on chassis 201315/6). 
They are listed in the recent PSV Circle body list (B1500) for Scottish coachbuilders 
Cowieson, Pickering, Steel and Stewart. However the chassis designation in the list, 
LZ2OA, is not one known to a number of our experts.  Does the ‘O’ stand for ‘oil’ 
and was the engine the 4.7 litre oil engine which was not one of the most success-
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ful? The body was a Pickering 39-seater.  XS 5082 was sold to Truman of Shirebrook 
and then on to Cook & Tibbs t/a Ivy Coaches, Holbeach St. John, (which I think is 
Cambridgeshire) in 1949.  So, nothing to do with Makemson or Lincolnshire!  Roy 
Marshall, who photographed the bus in Wisbech in March 1954 states, however, that 
this is NOT the Pickering body.  Scotts of Lenton, Nottingham, built a new body for 
it retaining some original parts so that, by claiming it as a rebuild, recertifi cation of 
the vehicle was not necessary! 
 Primrose no. 12, DTW680  (Torque No.23)
The vehicle, but not the body, is easily identifi ed by most. It was an SKPZ2 Cub (chas-
sis  5810) new in June 1936 to Rose Brothers of Chelmsford, who ran a Chelmsford 
to Kings Cross express service.  It was sold on to Brown of Warboys, Hunts, in June 
1954.  The body? - Thurgood, Waveney and Grose (denied) are all suggested, but the 
next seven Rose Brothers vehicles all had Thurgood bodies.
 R.H. Harrison. Leyland Cub, TJ 9343 (not TJ 9346, Torque No.23)
The response to this Cub is very similar. Firstly it is TJ 9343, a KP3 Cub (chassis 
3846) new to R. H .Harrison of Morecambe, Lancs, in March 1935.  The only sug-
gestion for coachwork is Burlingham about which I am dubious, although it may be 
regionally appropriate.

 This time we have two new Odd Bodies, both  Royal Tigers, MPW 444 of 
Norfolk Coachways, and MWT 476 of Garner, Bridge of Weir.  One could be said to 
be sculptured, verging on the gross, and one can be described as fi nely detailed, but 
who built the bodies? Both photographs are from the Mike Sutcliffe collection.
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 Scottish Bodies – an appeal
After the publication of the PSV Circle body list BB1500, Peter Tulloch and Richard 
Gadsby are researching the output of smaller Scottish coachbuilders. They request 
information and photographic evidence for the following Leylands:-
DRS 831, DRS 877 Leyland Tiger PS2/3 Federation Industries for Paterson, Aberdeen.
CVD 441, CVD 670, EVA 327, FVA 349 Tiger PS1 Irvine for the Irvine fl eet.
DFR 346, DFR 362 Leyland Tiger PS1, Scottish Aviation for Swarbrick, Cleveleys 
(DFR 346 FC32F)  and Blackhurst, Blackpool (DFR 362 C33F).Also there is  Scottish 
Aviation rebodied TS6 BFR 781 for Swarbrick.
WG 303 (TS1), SN 6674 (TS6), BWB 192 (TS7), CWA 467 (TD4), EWA 543 (TD5)  all 
rebodied for own fl eet by Campbell, Whitburn 1947-9, &  FWJ 855 (TS8) for Hay, 
Elgin.
Peter adds Albion CX19 decker DVD514 of Greenshields, Salsburgh, photo needed. 
    (Contact Peter Tulloch at : 29 Crab Tree Hill, Little Eaton, Derby DE21 5DL)
Well, Peter, we can help.  We gave Irvine CVD 670 a thorough examination in Torque 
Nos.18 & 19 and SN 6674 is already in my ‘inbox’ for publication, whilst with Cun-
ningham, (Elderslie?).  One thought strikes me - what a competent and balanced body 
from a ‘small operator’.  Mike Sutcliffe has turned up two more from his collection, 
FVA 349 and DFR 362, both photographs taken by Dr Michael A. Taylor, and all three 
are shown here.  Perhaps readers could please search their albums to see if any oth-
ers can be found?
I have recently found that Tiger TS7 APT 665 (chassis 6328) had a body constructed 
by Motor Supplies of Bishop Auckland who I thought had given up coachbuilding in 
the 1920s. The coach was new to Stanhope M.S. in March 1935 and passed to Dixon 
of Annfi eld Plain. Sister APT 666 was Duple bodied for Emmerson (t/a OK Motor 
Services). Photograph of APT 665 anyone?

Seen below is Garner’s No.77, MWT 476. Note the unusually shaped “indicators”.
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Seen below is Cunningham’s SN 6674, with a “Titan” radiator and a particularly neat 
cab front. The coachbuilder has clearly made an effort to design a body to be a “good 
fi t” for this Tiger TS6. Note the folding front door.

Below is Irvine of Salsburgh’s Leyland Tiger PS1 with coachwork which sits less 
well on its chassis. Although the line of the cab dash is neat enough, the top of the 
windscreen seems to be protected by a crude rubber fl ap. Note also the narrow sliding 
door, and the droop of the side windows towards front and rear.
Overleaf is the last of our ‘Scottish’ trio, this time new to an operator south of the 
border. Blackhurst’s DFR 362 with Scottish Aviation body is a neat job, but has an 
unusual profi le round the front canopy, and a most unusual cut-off corner on the rear 
saloon side window.
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Note the coach behind, another Leyland PS type registered DRN 562, which seems 
to have a ventilation hatch in the roof of the driver’s cab.

To conclude this section we are publishing a view of a “really odd body” in use by 
Leyland as a test bed, and which is seen here on the so called “Belgian - pave” test 
track (were all Belgian roads really like this?) The exact identity of this vehicle will 
be revealed in the next edition of Torque. It must have been really draughty to drive 
with openings on both sides, and it is odd that marker and indicator lights are fi tted, 
but there are no headlamps. The reason for the letter box sized opening ahead of the 
centre door aperture is not known. Liverpool Atlanteans may be seen behind the wall 
on the right. This picture is from the BCVMA.
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The 1966 version of the Leyland Steer. (See article on page 22) The model was quite short-lived, 
the 6x2 confi guration being supplanted by 6x2 with one rear axle undriven.            (BCVMA)

This workshop view, dating from 1938, shows the massive form of the twin rear axles as fi tted to 
the Octopus TEW and Steer TEC models.            (BCVMA)



  Most readers will know that the Leyland business was split into separate bus 
and truck manufacturing companies before the fi nal indignity of sale to overseas busi-
nesses and the eventual loss of the “Leyland” identity. However, this split did not mean 
that the truck division ceased to manufacture buses, and curiously the truck division 
advertised in the mid-eighties a range of trucks for export which was very different 
from that on offer to the “home” market. I have used inverted commas deliberately 
here, as by this date “home” meant European, and “export” signifi ed countries mainly 
outside Europe.
 The 1984 catalogue of “Leyland Vehicles - Exports Ltd.” consisted of eight 
truck models and four (truck derived) bus models. Let us deal with these fi rst, the 
Cub, the Clydesdale, the Viking and the Victory. With the exception of the Cub, 
these were models dating back more than twenty years and for which there was still 
a limited demand, mainly from Africa and the Far East. None were to last much 
longer. Vikings and Victories were models transferred from Albion and Guy, and late 
production models’ chassis numbers showed they were now built in former BMC 
or Leyland factories. The last ones date from 1986. The Clydesdale shared its name 
with a truck, of Albion ancestry, and it also had similar mechanical units and engine 
to the truck. The Cub was the fi nal attempt by Leyland to build a “midi” sized bus; 
it was based on BMC lorry parts, was powered by the BMC 6.98 engine, and was 
marketed in Britain for a while, but as a truck derivative it stayed with the truck part 
of the divided company.
 The eight truck models consisted of two new products, the Landmaster and the 
Landtrain, and six “old” products, the Terrier and Boxer from the BMC stable, the 
Clydesdale, the Chieftain and the Reiver from the Albion stable and fi nally, badged 
as “Scammell” and built at Watford with a T45 cab, the S26. This latter was more 
of a  range than a single model. Purists may wonder if there was much true Leyland 
material in any of these, and the answer is that indeed there was not much that had 
been designed and built in the old Lancashire headquarters.
   Landmaster (T68)
 This bonneted 4x2 truck for overseas use was designed to replace the BMC 
derived WF range. The engine was an improved version of the BMC 6.98 unit in 
naturally aspirated or turbo-charged form. There were short and long wheelbase mod-
els and a military style version with 4WD was also made. The chassis was described 
in the Leyland publicity as “rugged and uncomplicated” and perhaps that is the best 
way to describe it. It was certainly not a replacement for the old Super Beaver, more 
a sort of eighties bonneted Comet, and indeed it was a new Leyland Comet that was 
to be the very last Leyland of all (but not just yet). The main market was Africa, and 
a quantity were given out by the Thatcher government in connection with famine 
relief initiatives. The word LEYLAND appeared above the bonnet grille, and beneath 
the cab doors there was a rectangular plate inscribed Landmaster followed by 9-12, 
12-12, 12-15 denoting the GVW in tonnes and power output.
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 In a way the Landmaster was a re-incarnation of the bonneted “Super Comet” 
design made for assembly in the Iranian plant, a simple utilitarian design.
   

A Leyland  Vehicles’ pub-
licity photograph  of a 
Landmaster equipped 
as a tipper. The bonnet 
has a wide grille to give 
a good cooling area, and 
the whole assembly tilts 
forward for  access to the  
engine.
            (BCVMA)

Another posed picture of 
a Landmaster: here it is 
equipped with 4 wheel 
drive and is prominently 
marked “L41”, which 
suggests it is a test-bed 
or demonstration unit.

           (BCVMA)

   Landtrain (T129)
 The T129 project was for an extra heavy-duty bonneted truck, and the name 
“Landtrain” covers 4x2, 6x4 and 6x4 tractor units ranging from 19 tonne to 35 tonne 
GVW, intended for haulage, tipping, and drawbar and semi-trailer operation. It brought 
together many established units, or to quote Leyland Vehicle’s own words “Landtrain  
represents a careful blend of Leyland’s undoubted expertise in export/military truck de-
sign and the use of select components that are already well proven in service throughout 
the world.” It was marketed as the “fi rst truck range from any European manufacturer 
specially designed for Africa, Middle and Far East and South America.”
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 The Landtrain has more than a hint of the AEC roadtrains used in Australia and 
the Thornycroft military tractors which had been subsumed into the Leyland empire, 
with its square cut bonnet protected by a massive fender. The power unit for this large 
machine was the Cummins 250 (natural aspiration) or 290 (turbo) diesel engine.
Standard variants were shown as 19-24, 19-29, 30-24, 30-29, 36-24 and 36-29, thus 
denoting GVW in tonnes followed by power output in bhp. These fi gures appeared  
on the cab door, with a LANDTRAIN badge on the bonnet side. Of course there was 
a military variant in the form of a 6x4 tractor for low loading trailers.
   Terrier
 This “medium weight” truck (claimed as “lightweight” by Leyland, but then it 
depends how one classifi es the many van derived pick-ups and light trucks, especially 
those made in Asia) was intended for urban duties and transport on metalled roads. 
Perhaps the “lightweight” terminology stemmed from its small wheels, or the fact 
that it was the smallest truck marketed by Leyland in this export range. 
 Many were supplied for use in this country, typical applications being delivery 
vans, builders trucks etc. There were four versions ranging from 6 tonne to 9 tonne 
GVW, nominated 650, 750, 850 and 950 respectively, and all were powered by the ex 
BMC 4.98 four cylinder or 6.98 six cylinder diesel engines. The G type cab (forward 
tilting and common to larger models in the range) was inscribed LEYLAND on a black 
background. 
 Within this export range, the Terrier was perhaps the most aptly named vehi-
cle....it was called after an animal which was small and wiry, and of course there had 
been a Terrier in the pre-war Leyland truck menagerie.
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    Boxer
 The larger 4x2 Boxer followed on from the Terrier. It was built in 1000, 1200,1300 
and 1425 versions. It had larger (8 stud) wheels, heavier axles and chassis frame, and 
was powered either by the 6.98 diesel or the (Perkins) 6-354 engines. Applications 
were tippers, dust-carts, skip carriers, panel vans and short-wheelbase tankers.

This G-cabbed version of 
Boxer (long wheelbase) is 
seen in service in Africa as 
a refrigerated van, with a 
Therm-King diesel driven 
air conditioner.

  (BCVMA)

    Chieftain
 The next  larger  model is the G-cabbed Chieftain, 13 tonne GVW, an ex Al-
bion model and still known by its Albion designation CH4013 and 4113. This truck 
was powered by the Leyland 402 diesel, which was, of course, a derivative of the 
O.300, O.350, O.375 dynasty. It differs from the Boxer in having a straight, fl at chas-
sis frame, 10-stud wheels on heavy-duty axles, and a long and succesful reputation 
in Africa and Malaysia. The slogan “A lasting name for versatility and value” sums 
up the need for manufacturers to keep well regarded names alive....Albion made and 
Albion badged vehicles had a name for good value and ruggedness in many of the 
“Third World” countries.

This Clydesdale is seen 
in 4WD form. Usually for 
military applications, this 
confi guration is necessary 
in countries where sudden 
storms and fl ooded rivers 
can turn un-metalled roads 
into quagmires annually 
during “the rainy season”.
     (BCVMA)
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LEYLAND FLEET SERIES: SECOND TITLE

Leyland Fire Engines 1930-1942
still available to members from

Victoria Phillips, 16 Victoria Avenue, Grappenhall, Warrington WA4 2PD
Price £7, inc. P&P,  cheques payable to ‘The Leyland Society Ltd.’

60pp, art paper, fully illustrated, laminated full colour cover

    Clydesdale
 Known also by model numbers CD4014, 4016, 4116, (denoting 14-16 tonne 
GVW) this truck was a heavier vehicle than the Chieftain. It was powered by the 
Leyland 402 or the turbocharged 411 engine driving via a constant-mesh gearbox 
(various number of speeds available) to give ample power for long-haul or hilly routes. 
Visually similar to the Chieftain, with the G cab.
    Reiver
 The fi nal truck of Albion parentage is the 6x4 Reiver, identifi ed by the model 
numbers RE4021 and 4124, with 21-24 tonne GVW. The same engine and gearbox 
combinations as the Cldesdale are offered, and the vehicle was suitable for use as a 
tipper, concrete-mixer, tanker or heavy load carrier.
 The name of this model is not that of an animal: it is one of the few Leyland 
products to have been named after a human being. A reiver is one who raids and car-
ries away the booty.....well, at least lorries do carry things !
    S 26
 This Scammell built T45 cabbed 4x2 or 6x4 heavy truck for general haulage or 
military use probably gets its uninspiring “name” from a Scammell project number. 
(One other such number is currently known to the author, does an member know more 
?)  Again, the S26 is a range rather than a single model, and the known variations 
for export (this model was also available in the “home” market) are 16-25, 16-29, 
19-29, 26-29 and 26-35. The engine variations denoted by these code numbers are 
the Cummins 250, 290 or 350 engines. matched to a variety of gear boxes, axles and 
tyres to give a sort of heavy duty T45 intended for hauling weight rather than cruis-
ing at motorway speeds. The Scammell name indicates the intention to match the 
specifi cation to the customer’s needs, taking into account the road surface, the type 
of load and the environmental conditions. The appearance of the S26 was similar to 
the Leyland Constructor in the European range. 
 The S26 is signifi cant in being the fi nal Scammell product range. There were 
home market variations powered by Gardner 6LXCT and Rolls-Royce engines, as 
well as 6x6 and 8x4 options, all badged by the dreary title of S26.
 This article is intended as a general survey of these models. We would be pleased 
to hear from readers who can supply any in service photographs of these vehicles 
abroad, or who have any experience of working with them. A more detailed survey 
of  the bus models is in prepration, but as always, we are always anxious to receive 
news and photographs of Leyland trucks.
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    Leyland Firemaster, from Neil Steele, Cheadle
 It was most interesting to see the picture on page 42 of Torque No.23 of the 
left-hand drive Leyland Firemaster sent in by John Thompson and yes it was bodied 
by Carmichael’s of Worcester.  This machine went to Kuwait and had chassis no. 
620417.  The story of this Firemaster and others will be told in full in a chapter of 
“The Leyland Fire Engine 1943-1986” which is currently under preparation.

    Karachi Double Deckers, from Andy Dingwall
 The “Tailpiece” on page 48 of Leyland Torque No. 23 included a picture of a 
Karachi PD3/3. (Not PD3/4 as stated.)  I was seconded to the Leyland Distributors in 
Karachi from May 1958 to November 1961.  In 1960/61 Leyland and AEC tendered 
to supply 24 double deckers to the Karachi State bus service, which had always been 
a political football, with the result that most services in that city were provided by 
pirate operators, with the most decrepit vehicles of countless makes.
 The story can now be told! – in Karachi, through our agents there, James Fin-
lay, we colluded with the AEC agent and quoted identical prices!  Consequently, we 
were each awarded a contract for 12 buses – in those days bus order books were so 
full that no-one at HQ complained at the collusion.   The Titan and Regent chassis 
were imported ckd as were the bodies which were MCW “Orions” which had been 
carefully packed as small sub-assemblies in the Weymann factory.  Locally made seat 
cushions and sundry fi ttings such as lights were used.  
 AEC and MCW sent out engineers to supervise the operations and the collusion 
extended to the writer entertaining these individuals in the Karachi ex-patriot drink-
ing clubs. Does anyone remember them? – Jack Rosser of Weymanns and Keith (I 
think Dawson) of AEC customer inspection shop.  The Titan was a PD3 model with 
vacuum brakes, “Midland Red” tin front, though I cannot remember the exact model 
number (home spec. plus oil bath engine/air cleaner).  The bodies were based on the 
“Orion” design and the side windows were full height, sliding, with old fashioned 
louvres in an attempt to reduce sun glare and the inside temperature (Karachi is hot 
and humid).  The fi nish was pale green and cream with a silver roof and the trade plate 
KAR 29A belonged to the Leyland agents, James Finlay, who assembled the vehicles 
in my presence and somewhat inexperienced supervision, but Weymanns had also 
fortunately sent out an engineer.    We always fi tted a winged Leyland badge to the 
rear of any assembled vehicles, but one was not always supplied for the chassis we 
sent to others for bodying.  This is the nameplate invariably supplied to customers to 
fi t to the front of their Comet buses, model ECPO2/1R, of which we supplied sev-
eral hundred to West Pakistan.  That was of course similar to the the Ashok Leyland  
Indian made model, but as India and Pakistan were not even then on speaking terms, 
those for Pakistan were imported ckd from Leyland and assembled by Finlays in 
Karachi.
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 The photographs below illustrate the Titans in various stages of body assembly 
and as completed.  Note how the appearance of the otherwise ugly “Orion” body is 
improved by the ventilation louvres over the side windows.  Fortunately they were 
not speedy vehicles – the Titans only had vacuum brakes and in common with all 
other Karachi buses they were constantly overloaded. The pictures were taken outside 
the Leyland Assembly Plant in Karachi, owned and run by James Finlay & Co. of 
Glasgow.  The Comet passenger chassis for other government customers can be seen 
in the background.  In 1959 some 320 of these Comets were assembled there.
(The Leyland and AEC chassis referred to in the above letter were AEC Regent Vs, 
chassis 2D3RA964-75 and Leyland PD3/3 chassis 603255-62, 603408-11).

(Photos by A.Dingwall)
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   T45 range, from P.R. Hunwicks, Llandeilo, Dyffed
 I am a new member joined in late 2003. In Leyland Torque No.22 there is an 
article from Fred Boulton referring to T42 and T45.  As an ex-owner operator of the 
Marathon and the T45 range, I would like to know more about the concepts that were 
shelved regarding these vehicles, purely for my own interests of what might have 
been should we still be operating this type of vehicle.

   Project Numbers, from David Corns, Preston, Lancashire
 I was very interested to read the article on “Leyland Project Numbers”, Spring 
edition Torque No.23.  Many of my happy years with Leyland were spent in the 
Sales Division and some of the project numbers transferred across the departmental 
boundaries and were used in Marketing and Sales with our customers, in particular 
T45 (Roadtrain) and T43 (Landtrain) overseas.  Was T129 the project number for 
Landmaster, again for the overseas market?
 Leyland were in the forefront (as usual) in badge engineering with our prac-
tice of giving models names as opposed to numbers or a coding series.  In the recent 
past we have had Roadtrain, Marathon, Cruiser, Buffalo, Constructor, Freighter and 
Roadrunner but of course the practice goes back to our roots with many illustrious 
names over the years.  Comet, Super Hippo and Bison spring to mind.
 Our joining with DAF Trucks resulted in vehicles built at Leyland and for 
the home market being badged Leyland DAF.  Model names disappeared and in the 
continental fashion we had coding by series.  Initially the models were called 45 
series, 55 series, 65 series, 85 and 95 series for the range from 7.5 tonnes through to 
44 tonnes.  All very subtle you may say, but badging and branding was important for 
a consistent and uniform image across Europe.  The Leyland name was eventually 
dropped.
 Badging is very popular with many drivers and most manufacturers are pleased 
to oblige.  Later models of Leyland had badges often attached to the cab doors de-
noting the GVW and bhp, often in a shortand code.  For instance, Roadrunner 8.12 
was a 7.5 tonne GVW vehicle with 120 bhp.  Lightweight Freighter 15.15 was 15 
tonne GVW and 150 bhp. etc. for the rigids.  It became a little more confusing with 
articulated vehicles.  Roadtrain 17.28 badge was for a 36 tonne GCW vehicle with 
17 tonnes through the 5th wheel and 280 bhp engine.
 The badges on latest truck models proudly shout out horsepowers, so that 
drivers with 530 bhp can feel a little smug and lord it over the puny 380 bhp boys.  
The proprietary engine manufacturers were not to be left out in the badging stakes 
with Rolls Royce and Cummins often appearing alongside ours.  Similarly, Leyland 
marketed the TL12 for the Roadtrain as TL12-Flexi-torque.  Engines were not alone 
in having special treatment.  Cabs, particularly those with large investments also had 
special names and badges, typically Ergonomic, G cab, High datum cab, Space cab 
and special editions (trim and wheels) on Roadrunners and 45 series.
 Manufacturers names appear in various of degrees of prominence on the front 
of cabs. Indeed some manufacturers boast as a sales feature that they keep their name 
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small to leave maximum space for the haulier’s name.  Ford, later ERFs and Mercedes 
were examples.  Over the years Leyland never seemed to have a consistent approach.  
We had Leyland on the radiators, above the radiators, at various places on the cab 
front, including the “kerbfi nder window” on the Roadrunner.  We had the British 
Leyland logo on most products, including Marinas and Allegros in the Car Division!!  
We had LEYLAND in full frontal on the Terrier and Super Comets/Comets for the 
export market.
 Branding and badging may be the rage in our modern times but clearly Leyland 
has been active for many years in capturing the interest of drivers, owners and the 
general public in its products. (Best of all with the enamelled animal badges.)

    Lioness, from Peter Andersen, Deepwater, New South Wales, Australia
 I enclose a photograph of a rare and huge 1935 Leyland Lioness bus with big 
six-cylinder Leyland diesel engine and torque converter gear change.  These photos 
were taken some years back and the body has since collapsed, although it is still all 
there.  The bus originally belonged to the Melbourne Metropolitan Tramways Board 
(Victoria) and was a “one off” in that fl eet.  The body is believed to have come off 
an old solid tyred bus, put on the Lioness around 1935.  It has doors inside like an 
old tramcar.  Note the fancy little windows on the top of the side of the body.  It has 
right hand drive and is a real classic.  I do not know what the owner would want for 
it, but could fi nd out if necessary.
(The bus was LTB1c chassis number 6586: two others were supplied at the same time, 
May 1935, to Adelaide on chassis 6750-1)

   G.I.C. Titans, from Allan T. Condie, Carlton, Nuneaton
 I list below the vans owned by General Industrial Cleaners, Borrowash, Derby-
shire, who operated overall and cleaning cloth rentals throughout the East Midlands.  
When I worked at Bamfords of Uttoxeter in the mid 1960s, one of these vans called 
every week to exchange the overalls.  I didn’t take much notice of them then but do 
remember one or two of them with exposed Leyland PD2 type radiators.  I would 
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appreciate it if anybody has further photographs of these rare vehicles.  The known 
chassis are as follows:
   100 CNU  PD2/10 531366 G.I.C.Van   1956
   UNU 110  PD2/10 531367 G.I.C. Van   1954
   130 ERA  PD2/10 570856 G.I.C. Van    8/57
   140 GNU  PD2/41 580220 G.I.C. Van    5/58
   150 PNU  PD2/41 600469 G.I.C. Van  10/60

   DRB 120D  PD2/40 L22201 G.I.C. Van    1/66

 It may well be that DRB 40C was a new chassis which received a body from 
an earlier vehicles or a secondhand chassis which got a new body.  I do remember 
somebody telling me this with regard to G.I.C. Not all the vans they operated were 
on PSV chassis.  The inside was racked out to take bundles of overalls, the dirty ones 
replacing the clean ones as deliveries and collections were made.  There were roller 
doors on the nearside and at the rear.  The PD2/10 chassis was exposed radiator, the 
PD2/40 and PD2/41 likewise.  The position of the dumb irons on DRB 40C almost 
indicates that the exposed radiator has been “hidden” by the coachwork at the front 
and a bumper added.  Another point to note about the front is its similarity to the 
Leyland Beaver design, but look also at the Titan PD2 prototype full front! Below is 
a drawing of the nearside of one of these vans.

   G.I.C. DRB 40C, from Malcoln Wilford, Wakefi eld
 Well, what a very interesting Leyland Torque No.23 !  Regarding the G.I.C. 
Leyland DRB 40C, I would say that it is the following chassis:  L32745 Comet 13C/6R 
line no. 158 (built 1/9/64) new to G.I.C.   I have the following comments to add:-
 1. the front bumper is of the LAD style which was current for that chassis
 2. allowing time for bodying, the build date fi ts the date of registration
 3. I suggest that the body was transferred from one of the earlier PD2s (or at  
 least the front panelling was)
 4. It is the only chassis  in my records sold to G.I.C. that was not a PD2.
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 Further items on Torque 23. I have told several people in the past that there 
were eleven Firemasters built, but got the reply “no, only ten”.  Now, here is photo-
graphic proof of  the left-hand drive Carmichael bodied FM2 on chassis no. 620417 
(line no. 10) and it was exported to Kuwait (date of build 26/1/62).  Line no.11 was 
chassis no. 621941, an FM2/5 for Manchester Fire Brigade (built 13/6/62).
 On page 12 re the Leveret. The customer’s name is confi rmed as Brain of 
Balby. Balby is not in West Yorkshire, it is in South Yorkshire, being on the outskirts 
of Doncaster.  At the time the Leveret was delivered it would have been in the West 
Riding of Yorkshire, which is what the caption ought to have read.  The West Riding 
was carved up and divided between several authorities, old and new, on 1st April 
1974.  Even today some communities which were transferred to Lancashire are still 
trying to get the Government to reverse that decision!

    Michelin buses, from John Bennett, Loughborough
 Thank you as always for yet another excellent edition of Torque.  As usual I 
was unable to put it down until I had read it through and was then off to my numer-
ous records to look things up !
 The following may be of interest – on Letters, page 43, VT 5743, Leyland Tiger 
61461 Leyland B32F was new 12/30 to Michelin.  It was sold to Baxter (Hanley) Ltd. 
c1932, and then sold to A.&R .Sutton and A.&E .Goodwin, Knypersley c1937, being 
scrapped in 4/44.  It may be of interest that Michelin also had VT 5882, AEC Regal, 
662491 Waveney B..D, new 1931, sold to T. Beckett, Bucknall 1931 and withdrawn 
12/48. Perhaps there was some comparative testing done, or Michelin wished to ap-
peal to both AEC and Leyland customers.

   Tiger & Titan lorries, from Alan Pritchard, Rawtenstall
 I read the article on the Alliance Box Co. Ltd. Tiger by Eric Muckley in Torque 
No.22 with a great deal of nostalgia, as my fi rst job on leaving school in 1953 was in 
the transport offi ce at “ t’Box Works ” as it was known locally in Warrington.  Eric 
though started after I left, and we met for the fi rst time at the B.C.V.M. in Leyland 
last year.
 In my days the fl eet was mainly of Dennis manufacture plus an Austin K2, 
three ERFs and three Leylands.  Needless to say, the latter were the most interesting 
comprising the Llama portrayed on page 41 of Torque No.7, a Badger TSA4 (ED 
9189), chassis no.6329 of 7/35 which I last saw over 20 years ago “preserved” in Tom 
Hollis’s yard at Queensferry (and needing a lot of TLC!) and lastly the Tiger.
 Working offi ce hours I rarely saw the Tiger, as by the time I started work it was 
on its regular run to Thomas Hedley (later Proctor & Gamble) at Trafford Park with 
corrugated fi breboard packing cases – cardboard boxes to you and me!  At dinner 
time it would return either empty or with reels of paper shown in Eric’s drawing on 
page 35 and then do a second trip to Trafford Park in the afternoon.  Only rarely did 
it venture away from this routine and I reckon it could have found its own way with 
or without (if I recall correctly) Eric Walton at the wheel.
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 The two drawings in Eric’s article are remarkably accurate when we take into 
account he has done them from memory nearly 50 years on, and I can confi rm his story 
about the cab being a rush job at Spann’s in St. Austin’s Lane to beat a tax deadline.  
Eric’s description of it as a refi ned “Interim Beaver” cab is very apt!  I regret that 
I didn’t photograph any of the vehicles when they were usually being cleaned and 
serviced on a Saturday morning;  no fi ve-day week then.
 It was certainly a fast machine!  I heard a (possibly apocryphal) story of one 
driver opening up the governor and returning down the East Lancashire Road, then 
a 3-lane single carriageway, laden with reels from Radcliffe Paper Mill on the back 
and the empty trailer swinging on the drawbar!  He then screwed the governor down 
again having had his bit of fun!
 If we can return to the Llama, I understood that when the Tiger replaced it 
on the Hedley’s run in 1950 it became just another vehicle in the fl eet with what 
can loosely be called a “curtainsider” body.  Not that the curtains would have done 
much to restrain the load as they didn’t have the vertical straps and tensioners fi tted 
nowadays.   It was withdrawn after I’d left and then spent some time in the yard of 
the Seven Stars pub in Bridge Street.  It was being used for storage by John J. Potts 
Ltd. who did the long distance work with four Comets and an AEC in “t’Box Works” 
livery on contract “A” licenses.  As an aside this fi rm also ran a Leyland bus chas-
sis, an ex-Warrington Corporation TD5, DED 95, originally with an English Electric 
56 seat body.  I was amazed when I read the registration number on the wallboard 
in our offi ce and annoyed when Fred Wright, the manager, revealed that it had been 
withdrawn, as I’d never seen it as a lorry.

    Barton TD1s, from Alan Oxley, Attenborough, Nottingham
 I was very interested to see the line up of Barton TD1s in the Spring edition of 
Leyland Torque.  Readers may be interested to know that of the 26 vehicles acquired, 
9 operated with their original bodies for around a year before rebodying by Duple.  
The fi rst sixteen (380-95) had CovRad radiators except for three (382/91-2) that 
received TD7 radiators.  I assume Barton were trying to update the appearance, during 
diffi cult times, but were unable to obtain any more, as the later vehicles either had 
their originals or CovRads.  Number 148, TE 9520, their own TD1 and former Leyland 
demonstrator on chassis 70700, new in 1929, and acquired by Barton in 1932, also 
received the same style of Duple bodywork.

    Freighter, from Tim Ward, Barton-on-Humber
 Though I am one of the less active members of The Leyland Society, I thought 
I would write to you about the photo of the Leyland Freighter in Torque No.21 page 
23.  I saw this vehicle parked in factory units in Waltham Cross, North London in 
March 2002.  I was unable to fi nd out any information about it as it was early in the 
day and there was nobody about.  I have since seen E251 VBW, Freighter, parked on 
the same area as C319 PPG but they have both gone and I have not been able to get 
any clues as to where they have gone.  I have been a member since Spring 2000 and 
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I can say that with every issue of Leyland Torque I have found it very well edited 
and informative and I look forward to it arriving each quarter.  Many thanks for all 
the hard work you and all the committee do and I look forward to meeting you at the 
next Leyland Gathering.
    TS8 Special, from Allan T. Condie, Carlton, Nuneaton
 The last known example of a Leyland TS8 Special currently lies in a shed at 
Lathalmond, Scotland. This model was a variant specifi cally developed for the S.M.T. 
Group. 150 were built, all bodied by Alexander, for Alexanders, SMT and Western 
SMT in 1939/40, and were a common sight in Scotland until the early 1960s. They 
differed from standard 35 seat TS8s in that the front bulkhead was moved some six 
inches forward, allowing for an extra row of seats, making them 39 seaters. The rear 
of the engine was enclosed in a removable cowl which projected into the entrance 
area.
 Other operators, such as Midland Red and Northern General had done a similar 
thing on BMMO (SOS) chassis and AEC Regal chassis respectively. Midland Red 
fi tted 38 seats on their ON type and Northern General, who at one type operated 
SOS chassis and had a close relationship with AEC, copied the idea. The Scottish 
Bus Group, which had a close relationship with Leyland Motors, was able to ask 
the Company to produce a “special” chassis to allow for the extra seating capacity 
within the current legal limit (27ft 6ins) on the length of a single deck bus. Had the 
Second World War not intervened, maybe many more such vehicles would have been 
produced and even supplied to other bus companies.
 P573, (WG 8790), in fact the second TS8 Special built, was latterly operated 
from Alexander’s Bannockburn depot and was withdrawn in 1961. Many years later 
it was discovered in a sorry state and secured for possible restoration. Now, the Man-
agement Committee of the Scottish Vintage Bus Museum (SVBM) have launched an 
appeal for funds to restore this historic Leyland, but the project will only go ahead if 
enough money is forthcoming for the purpose. The chassis and all mechanical parts 
will need a thorough overhaul. The body, however, is beyond repair, and it will be 
necessary to construct a replica “in house”. Enough is known about how Alexan-
der constructed their bodies from standard parts, and there was much in common 
between Leyland and Alexander bodies at the time. Indeed, after Leyland were forced 
to abandon bus body construction because of war work, Alexanders took over some 
unfi nished Leyland bodies and continued during the course of the war to build what 
were in effect Leyland “utility” double deck bodies. Such was the faith of Leyland 
in the expertise of the Alexander body shop that after the war they used Alexander 
to build 50 Leyland bodies on PD1 chassis in order to “kick-start” the post-war bus 
bodybuilding programme.
 If you are interested in supporting the project to restore P573, you can obtain 
further information from the SVBM by writing to M90 Commerce Park, Lathalmond, 
Dunfermline, Fife KY12 OSJ, Tel. 01383 737260, or you may Email > lindapet64@ 
hotmail.com.
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by Ron Phillips 
 I was recently  carrying out some research in the (then) weekly magazine 
“The Municipal Journal” for 1918-1920 in connection with the forthcoming book on 
Southport, and in the month of February 1919 I was amazed to read about the birth 
of the Leyland “Scroll” as we know it today, precisely pinpointing its fi rst use.
 In the editorial part of the magazine early in February 1919 a competition 
was announced  to fi nd the best layout for the word “LEYLAND”.  Leyland Motors 
were offering a modest prize of one guinea, and two weeks later an advertisement 
appeared for Leyland products using the scroll as we know it now. I quickly looked 
back at the  advertisements that had preceded it. These commenced in November 
1918 (the end of the First World War) with an advertisement for RAF type lorries 
for the civilian market and up to the beginning of February 1919 the word Leyland 
appeared in various styles. But then it became standard in the form we know it, 
although I could fi nd no reference to who had claimed the prize money.
 The advertising for Leyland in “The Municipal Journal” came to an end shortly 
after (about April) and it was clear from editorial items in the magazine that the fi rm 
had its hand full coping with orders and did not wish to invite more. Eastbourne and 
Birkenhead had ordered buses but were having to wait for them. Liverpool urgently 
required a fi re engine to replace one which had been destroyed in a fi re at Alexandra 
Dock, but were told that it would be at least six months before work could start on 
it. As seen below, the Leyland Company was also being fi nancially restructured, but 
despite this in May 1919 they announced plans to build houses for Company workers 
in the town of Leyland.

Mike Sutcliffe writes
 Prior to February 1919 the name “LEYLAND” had been used in catalogues 
merely in block capitals and between inverted commas, although by 1912 the cover 
of the “Catalogue No.14” had a stylised name on the front with a particularly long 
left hand tail to the “A”.  This remained on the front of catalogues until 1915, when 
the base of the “L” was extended forward, with a sloping serif, and the tail of the 
“A” became longer and curly, joining up with the “L” in a most unsatisfactory way !   
Clearly, Leyland Motors wanted to do something more imaginative but it seems that 
they had lost their way somewhat ! We will probably never know who should be given 
the credit for the most attractive logo which was fi nally produced.  It was already in 
use when Leyland Motors Ltd. was incorporated on 27th September 1919 to take over 
from Leyland Motors (1914) Ltd. and was to last for another 80 odd years. 
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 Our front cover this edition shows a Leyland Titan TD1 of Samuel Ledgard 
in the centre of Leeds. Leyland Motors in general built up their photographic col-
lection by taking pictures posed in and around the factories, at Leyland, Chorley or 
Kingston on Thames. Now and again they went out into the country to take pictures 
of Leylands in service in order to focus on a particular operator or model. In this case, 
Ledgard TD1 UB 5748 is seen on the Leeds - Pudsey - Bradford service, as is UB 2386 
in the picture on page 48. The quality of these photographs is such that we can read 
the paper sticker on the front window advertising a Championship Dog Show at a 
local football ground. The early photos were mainly taken on glass, few pictures in 
the collection before the Second World War being based on celluloid.
 The rear cover picture is also of a Leeds registered vehicle. This van based on 
a Super Comet chassis is HUG 800E, and was new in 1966 to Stylo Footwear. The 
photo is one of a series to show off a smart van with a well known fi rm for publicity. 
By the sixties, less photographs of complete commercial vehicles were being taken 
by Leyland Motors, as all left the factory in chassis/cab or chassis/scuttle form. In 
this case, the photographer has been sent out on purpose, as also for the picture of a 
Steer tanker on page 31. By now, all pictures were on celluloid, but were still large 
format, few being taken on 35mm fi lm. The smaller the original negative, the more 
serious are any scratches or imperfections. All our cover photographs are digitised 
and “cleaned”, i.e. scratches, spots and other damage is eliminated and the picture is 
adjusted to give good contrast.

 With this issue of Leyland Torque you will fi nd your subscription renewal form 
for 2004/05.  This will be the seventh year of The Leyland Society and we are again 
holding subscription levels at the usual rate of £20.  This is very good value for the 
publications we produce and which we hope you all enjoy.  Please ensure that member-
ship renewals are sent to David Moores (address on inside cover and renewal form) 
as promptly as possible, as this greatly helps with membership administration.
 Over the last seven years printing costs, but more particularly postage costs, 
have risen steadily and we will almost certainly have to increase subscriptions for 
the following year, 2005/06.  That seems a long way off at present, but this item will 
give you plenty of notice of the intended increase, after which we are sure we will 
still give the best value for money of any of the smaller one-make vehicle societies.
 The Post Offi ce have spoken of a large increase in prices for “non-standard” 
sized items and recent increases in postage for Second Class rates, which have put 
up the price of dispatching our “standard size” (A5) magazine, have already moved 
in the direction of penalising heavier postal items. The matter of future subscriptions 
will be discussed at our AGM in November.
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BACK NUMBERS
LEYLAND TORQUE 1-4

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

LEYLAND TORQUE 5-23
These issues all available at £5 each

LEYLAND SOCIETY JOURNAL
Issues 1-5 all available at £6.00 each

BINDERS
For LEYLAND TORQUE

Holding 8 copies £7  (£13.50 for 2)

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

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

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

SOCIETY SALES
Leyland Society Lapel Badges

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

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

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

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

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

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

BONE CHINA MUGS
£5 each  (£19 for 4)

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

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

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

Various parts - 2 x new complete track rod assemblies.  These are from bus axles Part 
Nos. on socket bodies are 144132 & 144133.  £50 per each complete assembly.
2 x new Smiths square double air gauges. £25 each.
New Rubberlite rear round fog lamps, Leyland Part No. ABU 9057 £15 a pair.
New Alloy round fl ip up fi ller caps 2˚in. diameter, screw on, £10 each.
New 24 volt interior fl uorescent lamps 2 ft. long. £12.50p each.
Please contact:  Ian Norgate Tel: 01329 832938, Fax: 01329 834064
e-mail:   HYPERLINK mail to:IanNorgate@hotmail.com   

WANTED
Head Gasket Set for Hippo Mark 2, gasket no. 224234LML, chassis no. is 450983, 
therefore was new in 1945.  Please contact Owen Breen, Moyle, Co. Carlow, Ire-
land.

Tiger Cub Brake Drums wanted for my 1958 vehicle, part nos. 500598 & 299772.  
Do you know if they were also used on the later 1960s Leopard?  Please contact:  
Mike French Tel: 01252 783647. 

FOR SALE
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Opinions and views expressed in this publication are not necessarily those of the Society, its offi cers nor 
the Editor. The Editor would be pleased if members could bring to his attention any errors. Every effort is 
made to give due credit for all photographs and material used. Should there be any unintended breach of 
copyright, then the Editor must be informed to enable acknowledgement to be made. Under the Data Pro-
tection Act 1984, the Society gives notice that membership records, Leyland Vehicle Register details and 
Leyland Torque dispatch information are held on a data base. The Society undertakes that this information 
is not divulged to any outside agency or individual.
This issue of Leyland Torque has been produced by Mike Sutcliffe and Ron Phillips, with additional help 
from Neil Steele. Distribution by Victoria Phillips. It was printed by Fretwell Print & Design, Keighley, 
West Yorkshire. Items for inclusion in the Autumn 2004 issue should be sent to the Editor by 24th July 
2004, please.

 The rear view of a Samuel Ledgard, Armley, UB 2386, Leyland TD1 with 48 seat 
lowbridge “Titan” body illustrates more clearly the short-lived design featuring a rear 
emergency opening window on both upper and lower decks (see Tailpiece, Torque 
No.21, featuring Crosville FM 6265). Like Eastern Coach Works bodies, which are 
instantly recognisable yet incorporate many subtle and small changes over the years, 
the piano fronted bodies by Leyland, although standard in basic structure, have many 
tiny variations introduced by the manufacturer, bespoke by the customer, or enforced 
by legislation. In this case uncertainty over legislation concerning escape exits should 
a vehicle overturn caused the dual door solution, which was quickly replaced by a 
single door on the upper deck and an eighteen inch cutaway for the open platform. 
Some coachbuilders added an offside lower deck emergency exit at this period.

   

TWIN  REAR  EMERGENCY  EXITS
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MEMBERSHIP  
Subscription levels are £20 per annum (family £23), £24 for EEC members, £28 (in Sterling) for
membership outside the EEC.  Anyone joining after 1st April and before 31st July will have their
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ARCHIVE PHOTOS

Subscribers to ‘Leyland Torque’ and other Leyland Society publications will
be aware of the BCVM Archive, a collection of historic documents, drawings and
photographs, based on the material built up by Leyland Motors Ltd since the
foundation of the Company. Many photos from this magnificent collection have
been used by the Leyland Society, but many collectors may not be aware of the
full extent of the material, which includes pictures of AEC, Guy, Albion and other
makes of vehicle taken into the Leyland organisation in the latter years. 

Some lists have been prepared of  photographs which are now available for
sale in post-card size. The first lists include both AEC and Leyland subjects from
the thirties and forties. If you are interested, send a self addressed envelope in A5
or 22cm x 11cm size to the address below, and you will receive the first lists, and
details of prices etc.

You may also ask for specific subjects from the archive, but such requests
might involve a search fee.

Archive Photo Service,
B.C.V.M.

King Street
Leyland

Preston PR25 2LE
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