
THE MAGAZINE OF

No.46 - WINTER 2009



Hon. PRESIDENT To be appointed

Hon. VICE PRESIDENTS Gordon Baron, 44 Rhoslan Park,
76 Conwy Road, Colwyn Bay LL29 7HR

John D. Bishop, 10 Betley Hall Gardens, 
Betley, nr. Crewe, Cheshire, CW3 9BB

Neil D. Steele, 18 Kingfisher Crescent, 
Cheadle, Staffordshire, ST10 1RZ

CHAIRMAN, BCVM LIAISON Ron Phillips, 16 Victoria Avenue,
‘FLEET BOOKS’ EDITOR Grappenhall, Warrington, WA4 2PD

EDITOR and SECRETARY Mike A Sutcliffe MBE, ‘Valley Forge’
213 Castle Hill Road, Totternhoe, 
Dunstable, Beds LU6 2DA

MEMBERSHIP SECRETARY David J. Moores, 10 Lady Gate, 
Diseworth, Derby DE74 2QF

TREASURER David E.Berry, 5 Spring Hill Close,
VEHICLE REGISTRAR Westlea, Swindon, Wilts, SN5 7BG

WEBMASTER John Woodhouse

COMMITTEE MEMBERS David L. Bishop, ‘Sunnyside’ Whitchurch 
Road, Aston, Nantwich, CW5 8DB

Gary Dwyer, 8 St Mary’s Close, West St.
Sompting, Lancing, W. Sussex  BN15 0AF

John Howie, 37 Balcombe Gardens, 
Horley, Surrey, RH6 9BY

Don Hilton, 79 Waterdell, Leighton  
Buzzard, Beds. LU7 3PL

Terry Spalding, 5 Layton Avenue, 
Mansfield, Notts. NG18 5PJ

MEMBERSHIP
Subscription levels are £24 per annum (Family £28), £30 for EEC members, £35 (in Sterling) for
membership outside the EEC.  Anyone joining after 1st January and before 31sst July will have their
membership carried over to the next 31st July, ie up to 19 months.  This is good value for money
and new members are welcomed.  Application forms are available from the Membership Secretary
or via the Website  www.leylandsociety.co.uk



Published four times per year by the Leyland Society Ltd. 
Valley Forge, 213 Castle Hill Road, Totternhoe, Dunstable, Beds LU6 2DA
Editor : Mike A. Sutcliffe, MBE             email: sutcliffes@leylandman.co.uk

EDITORIAL

Issue No. 46 Winter 2009

CONTENTS

Editor

2 Society News

2 Line Numbers   

4 What Leyland’s Doing

6 Quite a Quartet  

12 Blue Circle Lorries 

18 Food For Thought     

22 BUT, Part 7 

24 Centre Spread

26 Odd Bodies  

30 Sheffi eld Gearless, Pt 1   

39 Atlantean 50 Years                 

42 Letters

46 Plymouth

47 Puzzle & Captions            

48 Tailpiece 

 As another year draws to a close I think we can look back on it as a good year 

for the Leyland Society. We have progressed further with our research and coverage 

of Leyland products in our publications and it is pleasing to see that massive progress 

has been made towards listing every Leyland vehicle that has been built, an enormous 

project given the number of Leylands over a very long time span.

 In this issue of Leyland Torque we again go back to Sheffi eld, this time to 

look at their “Gearless Buses” and this is particularly appropriate as our recent Fleet 

book on Plymouth Corporation also covered a large fl eet of Leyland buses fi tted with 

Torque Converters – if you haven’t already got your copy please do so while stocks 

last as there has been a good demand for the book – details will be found on the 

inside back cover. It is intended to continue the Sheffi eld article in the next issue and 

give some fi rst-hand experiences of riding on and driving a Leyland fi tted with a 

Torque Converter.

 We have had a brilliant response from 21 readers for the “Odd Bodies” 

section, easily the most popular section judging from the number of letters and 

emails received. We are however running short on new items to include so please 

search your collections and send the oddest things that you can fi nd – restricted to 

Leyland vehicles, of course! We could also do with some more questions for “Food 

for Thought”, particularly lorry items, as usual, so please think of some awkward 

questions to keep Allan on his toes!

 The 2010 Leyland Gathering is to be held in Leyland at the British Commercial 

Vehicle Museum, on Sunday 11th July, so please put that date in your diary. There 

may well be another event in Leyland on a consecutive weekend and the Museum 

may be able to garage a limited number of vehicles there for a week if you wish to 

attend both events – more details to follow. In this issue of Torque there is an entry 

form for the Leyland Gathering which, for fi nancial reasons as we have no sponsorship 

this year, is being organised by the BCVM, for which we thank them.
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 We urgently need some help promoting the Leyland Society and its products 

and are looking for someone who can deal with publicity, adverts and press releases 

in magazines on a regular basis. This is not an onerous task in terms of time and 

assistance will be given. You do not have to be a Committee Member to do the job 

but you do need to be able to use a computer on broadband. We are sadly lacking in 

this area and need your help. We could also improve our magazine sales and other 

items if we had someone who visits rallies, particularly bus rallies, on a regular basis, 

and who may be able to sell our magazines etc, possibly in conjunction with a stall 

holder – if you have any bright ideas or would like to help with any of these please 

contact the Editor (01525 221676), your help would be gratefully appreciated.

 You will have noticed that, in presenting photographs and captions in the 

Society Magazines, I have tried wherever possible to include full details of the 

vehicles’ model designation, chassis number and line number. A number of people 

have recently asked “What is a line number and what signifi cance does it have?” – 

So I thought it would be a good idea to give some brief details here of the method of 

numbering chassis by Leyland Motors.

 On the formation of the Lancashire Steam Motor Co, all chassis/wagons were 

given a number in a numerical sequence starting at 1, and this sequence had reached 

approx 1690 by the start of the First World War. As new models were introduced, for 

example the Class F steam wagons, also the X type and Class S petrol vehicles, a 

new series was started for each major model range, starting at 1, eg. F1, X1, S1 

upwards. Each vehicle therefore had two numbers which comprised the chassis 

number, eg. H50/268 – ie. the 50th class H steam wagon, being the 268th vehicle 

produced since 1896. Likewise, S218/970 was a Leyland S2.30.T for Aldershot & 

District, being the 218th S type built, and 970th vehicle built.

 The fi rst set of numbers became known as line numbers, or chassis frame

numbers and the second set of numbers just a plain numerical sequence. This all 

fi nished in April 1916 when Leyland tried to standardise its production with one 

model for the War Offi ce, the “War Offi ce Subsidy, Class A, Type 5000” lorry, and a 

new series of chassis numbers was started at 5,000, with numbers then continuing up 

to 9999 (these vehicles later became known as the “RAF types”).

 After the War, when new models were introduced they were given a new 

series, sometimes jumping 5,000 at a time eg, 20000 for Rebuilt RAF types, 25000 

for the Z series, 45000 for Lion/Lioness, 60/70000 for Tiger/Titan, 65000 for all 

goods vehicles etc. With these series for individual models there was no need for a 

separate line number and the numerical sequence for all chassis had been abandoned 

in 1916. 
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 With the introduction of more new models this system began to get out of 

hand, particularly when some models sold well, whereas others didn’t (eg. 25000 

Zs), so in 1931, it was decided to have one series for everything starting at 100 (apart 

from Cubs, which had their own series starting at 1). By 1938 this new series had 

reached 17965 by which time it was becoming a nuisance due to numbers clashing 

with vehicles built only 10 years previously – all rather short sighted! This series was 

therefore abandoned and three new series started, 100000+ and 200000+ for 

lightweight models, fi re engines etc, and 300000+ for the main series for buses and 

heavier goods vehicles.

 In 1944, someone had the bright idea to make the fi rst two of the six digit 

chassis number equate to the year of production, ie. 440001 would be the fi rst vehicle 

built in 1944, 450001 up for 1945, etc, and this method continued until it became 

unusable in the 1960s when the number of vehicles produced each year outgrew the 

four digit number, especially as a sub-division for Comets complicated matters. 

From the 1960s the system became fragmented and this will be no doubt be described 

in more detail at a later stage.

 In the meantime, it was wanted to know how many vehicles of each model 

type had been built, so the system of  frame numbers/line numbers was reintroduced 

in 1945, starting with the Titan, when chassis frame numbers D2-60 were produced 

(chassis numbers 451802-60). The line numbers now had a D prefi x for double deck 

and S prefi x for single-deck (PD1 and PS1). From then onwards every new model 

had its own line number series. The D and S prefi xes were quickly dropped because 

the OPS1 had its own series starting at 1, as did the OPD1.

 Apart from the Hippo Mk II, which did not have line numbers, goods vehicles 

started to be produced in 1946, each model with its own series of line numbers, and 

this system carried on virtually until the end of production by Leyland Motors. It is 

not commonly known that Leyland Nationals had 3 chassis numbers each – the 

Workington number, starting at 00101 up (to 07835), and Leyland chassis no. with 

year prefi x, eg. 79xxxxx, and a Leyland line number for the mechanical units!

 One could argue that the frame number, or line number, is more important 

than the chassis number with year prefi x as, anyone carrying out any research into 

models built by Leyland can quickly look at the line numbers produced and trace the 

examples built. The PSV Circle, in their lists of Titan PD2 chassis built, summarised 

the line numbers at the back of part 5 of the list, and this shows that 8385 PD2s were 

built. With some models, particularly goods vehicles only a small variation would 

trigger a new series of line numbers.

 Readers may like to know that Society member, Malcolm Wilford, has done 

an immense amount of work listing Leyland chassis and has kindly made this 

available to other members for research. Committee member Don Hilton is also 

doing some sterling work trying to fi ll in the gaps right up until the end of production, 

an enormous exercise (over 270000 vehicles built since WW2!) made much more 

manageable to control with the use of line numbers. More on this subject is to 

follow.            Mike Sutcliffe, MBE
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Leyland Trucks hosted a visit from Prime Minister, Gordon Brown, on 

Thursday 15 October. Touring with the Prime Minister were two Members of 

Parliament and a Regional Minister. Andrea Paver, Managing Director of Leyland 

Trucks accompanied the Prime Minister on his tour of the LAP Production Assembly 

areas and the PACCAR Product and Technology Centre.

 The Prime Minister was interested in the use of technology within the plant, 

including demonstrations of robotic chassis painting, electronic work instruction 

stations and torque controlled tooling. He also reviewed an LF hybrid truck with his 

fellow MPs and was very impressed with the on-going development of low carbon 

technology and the fi eld trials in process. Mr Brown was also pleased to hear that 

Leyland Trucks had just begun production of their fi rst Royal Mail order for Leyland-

bodied vehicles. 

 During his tour of the assembly areas and the plant’s PACCAR Technology 

Centre he was able to meet with many employees, showing particular interest in 

talking to the young apprentices. Amongst the many people the Prime Minister met 

was Albert Yates. Albert had been told to turn up to work on the Thursday in a suit 

instead of his normal working gear, but not told the reason why. He just assumed that 

there would be some form of presentation to mark his retirement, as he was indeed 

retiring that day, after more than 44 years service with the company. But, as it turned 

The Prime Minister is shown around Leyland Trucks by Andrea Paver, Managing Director
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out Albert was to mark his 

fi nal day here by being 

introduced to Gordon 

Brown. There are not many 

people who can claim to 

have one of the most 

powerful people in the World 

attend their retirement send 

off!

 During Mr Brown’s 

visit he was interviewed for 

Granada and SKY TV, the 

interview being staged in the 

Technology Centre with a 

backdrop of a current Leyland 

produced DAF vehicle and a Kenworth T2000, brought from  America especially for 

the event. It was hosted by Lucy Meacock of Granada, who posed several questions 

to the PM on a wide range of current affairs topics and the interview was later 

broadcast on national TV.

 The Prime Minister said that he was impressed by the size and housekeeping 

of the facility, the investment in product and process technology, and the 

commitment of our workforce to maintaining high levels of quality and effi ciency. 

Albert Yates meets the PM on the day of his retirement

Gordon Brown being interviewed for TV in front of the orange coloured Kenworth T2000, 

built by PACCAR
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(Note - Accompanying this article are some photographs which have been used before in 
Torque so, apologies for their repetition, but they are important to this story and in some 

cases better examples have subsequently turned up)

 The Lincolnshire Road Car Company, formed in 1928, considered that its 

primary function was to provide bus services linking the many towns and villages 

within its operating area. Coach work, for example excursions and private hire, were 

secondary and this was clearly refl ected in the fl eet, which consisted almost entirely 

of buses. This outlook was to change dramatically in 1933 with the purchase of two 

of the vehicles to which the title of this piece refers.

 Early in 1932 the Company Board agreed to purchase a second-hand Leyland 

Lioness all-weather coach from South Coast Motor Services (sic) to operate on tours 

work from Skegness for the season. The success of this venture was to be reported at 

the end of the summer, but no further references to it have been found. The previous 

year two Tilling-Stevens all-weather coaches had been purchased from Thomas 

Tilling of London for £130 each and at least one of the Willowbrook bodied ADC 

423 buses acquired in the same year with the business of Smith’s Safety Services of 

Boston was refurbished and equipped with curtains in coach style. A contemporary 

advertisement offered “our latest type Daimler coaches for hire”.

 The turning point to a real commitment to coaching is contained in the minute 

of a Board meeting in October 1932 when it was agreed to purchase two Leyland 

Above - A fi ne offside view of Tiger TS4, FW 3613, at the Albion Hotel, ?, which shows the 

stylish proportions of the Rainforth bodywork to good effect.                           (JF Higham)
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Tiger coaches at a price of £1,266 each. This unassuming note records the decision 

to place in service two of the most amazing vehicles to be seen in the 1930s. Company 

General Manager Alan Wilson provided a three page article about them in “Bus & 

Coach” magazine in 1933. He wrote “we have had two coaches built of an unusual 

design. The whole idea was to have something ultra-modern-looking and we planned 

on the lines of a sports saloon private car”.

 The accompanying photographs illustrate the results, created by the old 

established coach builder W Rainforth & Sons of Lincoln, very different to anything 

they had produced previously or indeed produced afterwards. The design incorporated 

many of the popular features of 1930s coaches, stepped waistrail, curved roof line, 

sliding sun-roof and illuminated side panels above the windows. Deep louvred 

lifeguards were fi tted along the lower edge of the coachwork with the dual purpose 

of defl ecting exhaust fumes and setting up a draught which prevented road dust from 

settling on the sides of the bodywork, thus maintaining a clean appearance. The 

livery, as far as can be ascertained, was two shades of green with white and extensive 

lining out in gold.

 The description of the interior is reminiscent of a gentleman’s club and is 

described as a “drawing room effect”! Thirty armchair-style seats, upholstered in 

grey-brown moquette were provided, all but the two over the rear wheels facing 

forwards. The interior lining was of limed oak panelling with a sun-ray design of 

wood mounted on a stainless steel panel on the front bulkhead. Lighting was provided 

by twelve lamps fi tted fl ush with the roof.

 The new “streamline coaches” were popular with the public, who frequently 

requested them specifi cally for their private hire bookings and they were used to 

advantage in company publicity appearing on the covers of timetables and tour 

A nearside view of FW 3679  at Skegness in July 1933, illustrating the many unusual 

features of the design.          (OS Collection, GHF Atkins)
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brochures. They were based at Lincoln and attracted attention wherever they went, 

something which many party organisers appreciated.

 The second pair of coaches referred to in the title were equally unusual and 

came into Road Car ownership in 1936 with the purchase of the business of Joseph 

Bland of Grantham. Coaches had almost always been a major feature of the Bland 

fl eet. The company produced a promotional postcard showing a line of Reo and 

Chevrolet vehicles with the note “part of our fl eet of Pullman coaches”. These were 

followed by an unusual Sunbeam Pathan, two Morris Dictators and an AEC Regal, 

but all were eclipsed in 1935 with the delivery of two Leyland Lions with full front 

coachwork by Bracebridge Motor Body Works of Lincoln.

 It is tempting to suggest that these two coaches were a direct response to the 

Road Car duo described above, but there is no evidence to confi rm this. It is far more 

likely that Bland wanted to keep ahead in a competitive market by providing superior 

and unusual vehicles.

 Once again, most of the typical 1930s features of coachwork are present in the 

design, but the full front is most unusual. The skill required to form the front corner 

panels in an era before fi breglass moulding is a tribute to the skill of the craftsmen 

who created them. An internal front bulkhead was provided with space above the 

front nearside wheel being used as a luggage compartment; neither these or the Road 

Car coaches had rear luggage lockers. The livery was red and black; with the 

Above – A pair of Tigers hunting together! The 

picture used to illustrate the article in “Bus & Coach” 

magazine.       (OS Collection)

Top Left – The Tigers were used in a variety of publicity 

material including the front cover of the timetable 

booklet.                  (LRCC collection)

Below left – FW 3613 from the rear. Inspiration for the 

design seems to have failed here with a very “bus like” 

back!       (OS Collection)
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contrasting colour on the rear quarters and the illuminated “Super Pullman Lounge” 

panels above the windows a stunning coach was presented. One of the pair was named 

“Lincolnshire Princess” and it is thought that the other was “Lincolnshire Prince”.

 The quartet was now complete, but not for long. In January 1938, when the 

company placed its annual order for new vehicles, two additional bodies “for the 

1935 Lion chassis at £550 each” were sanctioned. The Bracebridge bodies were 

removed and the chassis sent to Weymanns, returning in March 1939 with 34 seat 

bus bodies. The old coach bodies were advertised for sale in “Commercial Motor” in 

November 1938 for £100 each and one of them at least was purchased by Arthur 

Rowe of Cudworth near Barnsley. It was rebuilt to the more traditional half-cab form 

and fi tted to a Leyland Tiger chassis, TF 1555, passing in due course to the fl eet of 

Premier Travel, Cambridge where the perilous state of the bodywork was the cause 

of comment.

Blands’ TL 4315 must have looked magnifi cent with red on the main bodywork and with 

black roof and detail.                  (LRCC Collection, GHF Atkins)

TL 4315, now with Weymann 

bodywork which at a glance 

would have looked very similar 

to the numerous Leyland Tiger 

saloons in the LRCC fl eet, but 

the slim Lion radiator reveals 

its true marque. 

(OS Collection, R Marshall).
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TF 1555, a Leyland Tiger TS1 working for 

Premier Travel in Cambridge during the 

Second World War. It is believed to have one 

of the discarded Bracebridge bodies. 

(J F Higham?)

 The outbreak of war in 1939 rendered 

many vehicles in the Road Car fl eet 

surplus to requirements. Twenty seven 

Chevrolets were made available to local 

authorities for use as ambulances, twenty fi ve Leyland Cubs and eight coaches were 

taken by the military authorities with a number of other vehicles on 24 hour standby. 

One of the eight coaches was the second of the pair of  Rainforth bodied Tigers 

which went to the RAF in London W1, quite fi tting for such an elite vehicle. It 

survived and passed to W 

A Noakes, Pensnett, 

Staffordshire in 1947 

reappearing with a new 

body by Auto-Cellulose 

and reregistered ORE 175,

although given Noakes 

skill at rebuilding quite 

how much of the original 

vehicle was actually 

present is uncertain.

 The fate of the fi rst 

of the pair was, if possible, 

even worse! In 1943, the 

magnifi cent Rainforth body was removed as was the smooth running Leyland petrol 

engine. Fitted with a Gardner 5LW oil (diesel) engine, the chassis was dispatched to 

Loughborough where Willowbrook fi tted a 34 seat bus body to the utilitarian design 

Tiger TS4, FW 3613, 

withdrawn with one of the 

TL registered Lions to the 

right. The radiator from a 

Lion of the PLSC type does 

little to enhance the remains 

of a once great coach. (OS 

Collection, R Marshall).

FW 3679, in its new guise as ORE 175, in the livery of Mills 

who acquired it from Noakes       (Ron Thomas collection)
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then being built. In 1951 

the chassis was scrapped 

and the body was fi tted to 

a Leyland Lion to give 

another two years of 

service. There is no record 

of what became of the 

Rainforth body; it would 

have made a wonderful 

static caravan or summer 

house to impress friends 

or visitors!

 This completes the 

story of the unusual quartet 

of coaches that were 

prominent in the Road Car 

fl eet in the mid-1930s. Vehicles to full luxury coach specifi cation remained few in 

number in the fl eet, but the high quality specifi cation of the many Leyland Tiger 

saloons (buses) compensated for this.

Details of vehicles mentioned in the text.

Fleet

Number
Registration Chassis Number Body Seating

Date

New

Date

Acq

 Date 

Sold

A163 DO 7121 ADC 423 413003 Willowbrook B32D 12/27 1/31  9/34

A164 DO 7612 ADC 423 413035 Willowbrook B32D 7/28 1/31  9/34

TS183 YN 9298 TSM B9 4835 Tilling C29D 7/26 c3/31 11/36

TS184 YN 9299 TSM B9 4836 Tilling C29D 7/26 c3/31 11/36

LS216 KO 3420 Leyland PLC1 45806  ? C31F 6/27 c1/32  ?

LT231 FW 3613 Leyland TS4 2209 Rainforth C30F 2/33 New 10/50

LT232 FW 3679 Leyland TS4 2208 Rainforth C30F 3/33 New  -/40

LL447 TL 4314 Leyland LT5A 5537 Bracebridge FC32F 4/35 2/36  9/51

LL448 TL 4315 Leyland LT5A 5538 Bracebridge FC32F 4/35 2/36  2/52

613 ARR 178 Leyland LT5A 4012 Duple C32F 4/34 5/43  9/52

TF 1555 Leyland TS1 60956 Bracebridge C32F 4/30

A163/4 Ex-Smith, Boston. One at least altered to a coach-like appearance.

TS183/4 acquired from Thomas Tilling Ltd, London SE13.

LS216 acquired from Silver Queen Motor Services, Capel, Kent.

LT 231 was fi tted with a new Willowbrook B34F in 1943.

LL447/8 acquired from Joseph Bland, Grantham numbers 14/5.

LL447/8 were fi tted with new Weymann B32F bodies in 1939.

ARR 178 was fi tted with the Willowbrook B34F body from LT231 in 1951. (This  

 vehicle was new to Barton Transport).

TF 1555 was fi tted with one of the Bracebridge bodies for Arthur Rowe, Cudworth.

ARR 178 with the refurbished bodywork from FW 3613, 

seen in Lincoln awaiting further duties. 

(OS Collection, R Marshall).
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 Here for your enjoyment are eleven photographs of Leyland lorries serving 

the The Cement Marketing Co. t/a Blue Circle Cement.. This is the fourth in the 

series of “album style” photographs, which is designed to keep up the lorry content 

of the magazine as it is always diffi cult to maintain a balance. It is intended to cover 

as many topics as possible, keeping a theme to each issue. If you have any requests, 

or queries about any of the vehicles, please write to, or preferably email the editor. 

Even better, if you have some photos relating to a particular topic, and would care to 

share them with us, we would be pleased to see them.  Thanks go to Malcolm Wilford, 

Maurice Doggett and Neil Steele for their assistance with the captions. Does any 

reader have any further details of the fl eet, also photographs of the later Leyland 

Octopuses.

A delightful wartime picture of a ‘Blue Circle’ Leyland ‘Beaver’ at work. Here is TSC13A, 

CTJ 579, delivering to a building site belonging to the Leyland Construction Company 

which was wholly owned by the Directors of Leyland Motors Ltd. A present day VOSA 

inspector would not appreciate the bald nearside front tyre! The lorry’s headboard displays 

‘The Cement Marketing Company Ltd.’ which had been formed around 1920 to market the 

products of Associated Portland Cement Manufacturers Ltd and British Portland Cement 

Manufacturers Ltd. To do this the ‘Blue Circle’ motif was evolved to sell both companies 

products under one banner. The Blue Circle Group survived until 2001 when they were 

taken over by the French concern The Lafarge Group who operate a number of DAF 85s.

            (BCVMT L030688) 
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Probably the oldest surviving internal combustion engined lorry to have carried the ‘Blue 

Circle motif. This is a 1927 Leyland A1 2 tonner with S3 30hp engine. Chassis No.36706, 

now in preservation.                                                            (Mike Sutcliffe)         

Part of a line up of 14 Cement Marketing Company Leyland Beavers, model TSC11, chassis 

7669-82, all registered between August and September 1935, being Nos.178-91 in the Blue 

Circle fl eet.                  (BCVMT L016882)
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286, DXE 109, was a fi ne ‘Hippo’ TSW8D being one of a pair delivered in February 1937 

(Chassis Nos.14156 & 14157) photographed before delivery at the entrance to Worden 

Park, Leyland.              (BCVMT L017976)

Five TSC11 Beavers from a batch of twenty, 265-284, BTF 401-20, (Chassis Nos. 14158-

77) supplied during March – April 1937, the picture being taken at Leyland opposite what 

is now the BCVM building, prior to delivery.                             (BCVMT L019221)
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With few exceptions pre-war Leylands supplied to the C.M.Co. were bodied by Leyland. 

The majority were fi tted with fl ats but here we see No.353, CTJ 570, a Beaver TSC13A with 

a sided body. (Chassis No.17644)           (BCVMT L021541) 

FF 5267 was a petrol engined DZ3 ‘Lynx’ and weighed under 3 tons so it could operate 

legally at 30mph. Resplendent in its Blue Circle livery the vehicle operated on contract by 

Jos. F. Humphreys of Aberdovey.           (BCVMT L036675) 



16 LEYLAND TORQUE No. 46    Winter 2009

A trio of 12B.3 Beavers unloading bagged cement at one of the C.M.Co wharves on the 

Thames or Medway. Pictured are 583, HYR 422 (chassis 471244, line no.56) 593, JUV 223 

(471619, line no. 74) and 599, JXC 747 (471284, line no. 59).              (BCVMT L034251)

Why the 12B.3 Beaver tipper chassis was chosen by the C.M.Co is not clear but this model 

was fi tted with a fl at, as seen, or tanker bodywork. 607, JXL 192 (chassis 481445, line 

no.137) was new in March 1948.       (BCVMT L035973)
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The ‘Comet’ with light alloy bodywork found favour with the C.M.Co. becoming a familiar 

sight. 698, KLC 134 was an ECO.1R (chassis 493792 line no.1128). With its distinctive 

colour scheme it was modelled by Dinky Toys.      (BCVMT L039467)

792, LLX 694, an ECO.1R Comet was a Show Model in 1950. With its distinctive headboard 

it carried cement to the Festival of Britain site in London. With UW 3tons 13cwt, it was 

limited to 20mph. (Chassis 503284, line no. 1880)                    (BCVMT L041441) 
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144. Errata – Although this query is fully resolved, the headings in Torque No.43 

(page 18), and Torque No.44 (page 15) should read BRN 866, not 366.

146. Leyland O.680s for Fodens (Torque No.37 )

 Peter Tulloch has have been sounding out a few of his Foden Society 

colleagues on this one. Most agree that Leyland have supplied many engines, not just 

O.680s, over the years to Fodens for various applications. This was not limited to the 

period mentioned, when Gardner engines were in short supply due to a long strike at 

their Patricroft factory (c.1972), but probably started in the 1960s and certainly 

continued well into the 1980s. As to how many were supplied, that is anyone’s 

guess!

164. Ribble fuel fi llers (Torque No.43)

 Wilf Dodds writes to say that his response published verbatim in Torque No.43 

(pages 18-19) unfortunately contained two errors, neither of which has been picked 

up, and he wishes to make the following corrections – page 19, line 4, “all offside” 

should be “all nearside”, and line 6, the Standerwick OBs were DFR 699-708

168. Galion Graders

169. Cuban Olympics

 A good deal of information has been received on both of these topics so it has 

been decided to include them in future issues as full length articles. If you have any 

further comments or photographs please write to the editor so that we can make the 

articles as comprehensive as possible. We would like to include these in Torque 

issues in 2010, so please respond now!

170. Lydney-bodies with “Leyland” fronts (Torque Nos.43, 44 & 45)

 Geoff Lumb points out that recent correspondents were unaware what the 

Minutes of Lydney and Red & White recorded. In conjunction with material provided 

by Chris Taylor, the following extracts give some details.

 The involvement of Leyland Motors with regard to underfl oor-engined 

chassis goes back to December 1949 when Red & White ordered 52 Royal Tiger 

PSU1 chassis. At the January 16th, 1950 meeting, J H Watts reported a conversation 

with Mr Spurrier, regarding possible arrangements between the Company and 

Leyland Motors for building all-metal bodies to Leyland design on chassis supplied 

to the Red and White Group. By February 1950 a meeting held between Lydney and 

the Road Transport Executive, with an undertaking by British Transport Commission, 

it was agreed to order 80 vehicles per annum for 5 years; deliveries were to commence 

July 1951. An agreement was made with Duralmin Engineering (Lydney) Ltd. for 

the supply of alloy components etc.

 The proposed arrangements for building bodies for Leyland Motors were 

discussed. Mr Watts was to see Mr Spurrier in London in the near future with 
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negotiations to centre on the basis of Lydney Coach Works building one single deck 

body per week on an underfl oor-engined chassis for Leyland.

 By May 1950 Red &White record that “A Lydney Coach Works drawing had 

been submitted to the chairman for observations”. Alternative designs embodying 

central entrances would soon be available for the Chairman’s consideration.

 The Managing Director pointed out that the drawings had been made in close 

collaboration with Leyland Motors Ltd and on the basis of Leyland’s own design. 

At the request of Major Chapple (from British Transport Commission) the engineer 

would work in close association with the Chief Engineer of Bristol Tramways & 

Carriage Co on the question of design and manufacture of bodies for underfl oor-

engined chassis. (N.B. - This relates to 41 Bristol chassis ordered with Lydney Coach 

Works bodies for delivery in 1951 and 1952).

 By July 1950, it was agreed that of the fi rst twelve (PSU1/9, 7'6" wide, 

chassis), three would have front entrances, eight with dual entrances, and the twelfth 

would have an all-metal alloy body. By March 1951, it is noted that there are delays 

in Leyland Motors supplying aluminium pressings for the 55 metal-framed bodies 

and that Leyland Motors were unable to supply the necessary pillar sections; these 

were then obtained from Metal Sections Ltd.

 In June 1951 Red &White discussed a report by Mr Shirley on his examination 

of the body sent to Lowestoft. It was noted that Lydney Coach Works had omitted 

certain integral features of the Leyland design and these had been referred to the 

Company concerned. Mr Shirley would visit Leyland Motors to make a factual 

comparison between the two bodies. In July 1951 it was noted that the Chief Body 

Designer of Leyland Motors had visited Lydney Coach Works and had reported that 

the Lydney design was satisfactory. In view of Mr Shirley’s report, it was felt that, in 

order to resolve differences, arrangements should be made with Leyland Motors 

whereby the body on which Mr Shirley’s report had been made would be sent to 

Chorley for examination by both sides.

 Mr Spurrier attended a meeting at Lydney on July 19th 1951 to discuss Leyland’s 

involvement and Duralmin. He felt that there was little future in building single deck 

buses and coaches as there was too much bodybuilding capacity in the Country. Also 

the British Transport Commission wanted to fi nd more bodywork orders for their own 

Eastern Coach Works factory in Lowestoft. The suggestion in respect of a proposed 

new Company with equal share holdings between Leyland, Lydney Holdings and 

Watts Factors was discussed. (Watts Factors was the Leyland and Albion distributor 

for South East Wales and a wholly owned subsidiary of Red & White.)

 With more and more problems being caused by the placement of inspectors 

from Eastern Coach Works at Lydney, many changes in specifi cation of the 

outstanding orders occurred to conform to standard Tilling Practice. It was not 

unexpected that by late 1951 production of the outstanding orders was stopped, with 

the eight partly fi nished bodies being completed at the Brislington Body Works in 

Bristol after an agreement between Lydney Coach Works and BBW on February 

28th, 1952.
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(Editor’s note re the personalities involved – J. H. Watts was of course the Managing 

Director of the Red & White Group. Bill Shirley was Works Manager at Eastern Coachworks 

from 1937. He had previously been at Metropolitan Cammell, and later Weymann, the move 

to Addlestone being to assist in setting up production of metal-framed bodies, and he 

followed Colin Bailey to Leyland as his assistant. He became General Manager of ECW on 

Nationalisation after his boss, Bill Bramham, left to go to Northern Coachbuilders. Bill 

Shirley left ECW to go to Park Royal as Managing Director in 1953. Both of these two 

“Bills” took ECW designs with them to their new employers).

171. An unusual Titan PD1 (Torque Nos.43, 44, & 45)

 John Bennett writes that Ernie Hartness of Penrith did indeed acquire a former 

Ribble double-deck body from Millburn Motors. An ECOC L27/26R body, from the 

Ribble batch 1614 to 1621 of 1936, was fi tted to Daimler CVD6, CHH 162, entering 

service in 2/47. The chassis was rebodied by Roe H31/25RD in 7/48. Hartness also 

bodied Albion CX19, CHH 745, with an ECOC L27/26R body in 4/48, selling the 

vehicle to McGill, Barrhead in 10/48. This may have been the same body. Wilf 

Dodds adds – whilst acknowledging that the Ribble ’decker rebodying was haphazard, 

he would have expected Roe teak-framed bodies to be the last (not fi rst) to need 

replacement. Apart from Alexander, Western and Hartness, only a handful of ex-

Ribble bodies are recorded as re-used. Does anyone know of others?

178. CA Wells Engines, (London?) (Torque Nos.44 & 45.)

 Two more photographs of vehicles at CA Wells Engines premises have turned 

up. A Leyland Octopus in process of having a body built, and two Leyland Cub vans 

for Black & White Scotch Whisky. Again, any further information would be welcome 

– these photos date from 1st October 1936.                 (BCVMT L018468/70)

Malcolm Wilford has been through his chassis lists and kindly produced the following 

information about Leylands supplied to CA Wells. They purchased 41 Leylands 

(excluding Cubs, if any) between February 1929 and May 1939. One Beaver was GP 

9377, one Octopus was FLC 268, the Hippo was FXM 851. He thinks that he probably 

picked these details up from BRS records and will try to fi nd out more about their 

pre-BRS histories :-

19 Badgers, 10 Beavers, 4 Bisons, 2 Bulls, 1 Hippo, 5 Octopuses 

They purchased only one post-war Leyland, a 12.I/B Interim Beaver in May 1946 

for which no other details are known at present.
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180. Leyland double deck bodies rebuilt with late type windows

Peter Greaves has brought up this 

subject because John Hinchliff had a photo 

of West Riding, Leyland PD2/1, 677, BHL 

878, which had the “wrong” type of lower 

deck windows! Someone thought it was a 

“Farington” lower deck! No it wasn’t - so he 

thought he should try to explain how to tell 

the difference. Could it have been rebuilt 

with “Final Design” type window pans he 

wonders on the lower deck? Strangely 

enough, last week another picture turned up, 

this time of TRF 61, a PD2/1 (ex Stanier, 

Newchapel) of R I Davies, Tredegar with fl ush glazing on the lower-deck (plus rear 

door!) and no waistband. Were readers aware of Leyland double decker bodies with 

“mixed” features? It is known that many were later rebuilt by operators and some 

lost the lower deck waistband but, Peter hadn’t seen this combination of window 

styles before.

 The window spacing on early and fi nal design of Leyland bodies was the 

same but the window pans were different. Much of the extra length on the “Final 

Design” body was added in the form of a wide pillar next to the platform bulkhead. 

With a few exceptions, mainly Scottish, Leyland “Bailey-style” bodies from 1937 up 

to the “Farington” design had radiused lower corners only on the main side windows. 

Both the “Final Design” of body and the “Faringtons” had radiused top and bottom 

corners to the windows, but the “Faringtons” had no external window pans as so, in 

the case of BHL 878, the lower deck was a rebuild stripped to the bare frame and fi tted 

with “Final Design” type window pans. Internal trim and cappings were also different 

so the use of later type window pans and glazing would require internal work too. 

(Do not confuse the glazing on the late type Leyland bodies with the “Flushglaze” 

technique used by many operators including Stockton on body refurbishment. 

“Flushglaze” requires no external window pans – ATC).

 Finally, here are another couple of ‘rebuilds’ for you to think about!

           W. Alexander & Sons, R47 W. Alexander & Sons, R121

(Eddie Shirras) (Allan Condie Collection)
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 A suitable sub-title for this part might be “The Company without a factory” 

or “The Orphan”.  As we have seen already, B.U.T. trolleybuses were assembled in 

the former Leyland factory at Kingston on Thames, the AEC factory at Southall, the 

Crossley works at Stockport and at Leyland. When the Railcar Division was offi cially 

formed in 1953 it was based in London at Hannover House in Hannover Square, 

London W.1.  It had a telegraphic address “Britrol” indicating the fact that it had 

started as a trolleybus manufacturer.

 The London address  was  purely for administration  and  marketing, and the 

development and design work was done elsewhere, at Elstree Way, Borehamwood. 

Mr.Ron Ellis, B.Sc, A.M.I. Mech.E. was appointed manager of B.U.T., and at the 

time of his appointment in 1954 the job was described as co-ordinating the engine 

and production capacities of the two parent companies.  At the time, both AEC and 

Leyland were engaged in their own separate lines: orders in hand for Northern and 

Southern Ireland were ongoing and were distinctly either AEC or Leyland.

 This is best illustrated by the initial and test orders placed by British Railways. 

A test diesel railcar set was built for use in West Yorkshire, and was fi rst shown off  

by a demonstration run out of Marylebone. The cars had B.U.T. horizontal underfl oor 

mounted engines with hydraulic transmission via torque converters and Walker fi nal 

drive. The bodies were built by British Railways at Derby.  A second type with Park 

Royal built bodies used A.E.C. 9.6 litre horizontal engines coupled to a Wilson pre-

selective gearbox and fl uid fl ywheel. Both these prototype sets are clearly Leyland 

or AEC in origin, the early stages of design pre-dating the setting up of the new  

Railcar Division. There was also a  third prototype set based on a four wheel chassis 

fi tted with a single underfl oor engine driving one axle. The train consisted of two 

power cars coupled to a short central unpowered car. It was described as “lightweight”, 

and there are drawings showing a single car version with controls at both ends. 

 Right from the start, the B.U.T. Railcar Division realised that its main task 

was not to supply complete railcars. The building of bodies would be left to the 

railway operators’ own  workshops or other rail rolling stock builders such as Cravens 

or Metro-Cammell. There was also little need for the Company to build underframes, 

as these were often built integrally with the bodywork.  They therefore produced a 

“List of Equipment” which may be taken as typical of the B.U.T. sourced elements 

in what is nowadays known as a DMU (Diesel Multiple Unit). As far as bodywork 

was concerned, B.U.T. promised that the design they produced would leave the 

entire fl oor-space of the railcar free for seating and luggage accommodation, with 

the obvious exception of the space needed for the driver’s cabin, which could be 

full-width or half-width.  Exhaust pipes usually discharged at roof level, and usually 

passed upwards outside the carriage. With British Railways poised to commence a 

massive programme of dieselisation, B.U.T. had a bright future.
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A Fowler Diesel 0-4-0  diesel-electric shunting locomotive. This was built for the Pressed 

Steel Company in 1960 and was powered by a B.U.T. engine: in actual fact an O.900 built 

by Albion.                                                                                     (BCVMT L063934)

B.U.T.  LIST OF EQUIPMENT FOR DIESEL RAILCARS
 1. Vertical or horizontal diesel engines

 2. Engine lifting gear and suspension for engine

 3. Fluid fl ywheels

 4. Radiators and radiator fans and drive

 5. Oil coolers, header tanks and piping

 6. Silencers and exhaust pipes

 7. Fuel tanks, fi lters and piping

 8. Throttle motors and connections (e.p.control)

 9. Free-wheel  (in shaft between engine and gearbox)

 10. Epicyclic gearbox

 11. Cardan shaft (gearbox to axle)

 12. Final drive on axle (with or without wheels and axles)

 13. Dynamo, with brackets and drive

 14. Air compessors, with drive and accessories

 15. Vacuum exhausters, with drive and oil separators

 16. Air and/or vacuum reservoirs

 17. Driver’s change-speed and reverse controller

 18.  Instruments, gauges, speedometer, engine speed indicator etc.
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Like most good pictures which tell a story this one came to light while searching for something else!

‘Lynx’ tractor unit had a 10ft.3in. wheelbase and could be petrol or oil engined, both engines types bei

oil engine was fi tted.  Dallas & Co. (Transport) Ltd., Kingston was formed in the early 1930s to transoil engine was fi tted.  Dallas & Co. (Transport) Ltd., Kingston was formed in the early 1930s to transoil engine was fi p tted.  Dallas & Co. (Transport) Ltd., Kingston was formed in the early 1930s to transp tted.  Dallas & Co. (Transport) Ltd., Kingston was formed in the early 1930s to trans

they transported yachts and motor boats but they came into their own during WWII when they were co

aircraft post-war as Dallas (Kingston) Ltd., and were still in business in the late 1950s.   The backdrop 

who were London’s leading Theatre and Travel Ticket Agent and held Royal Warrants.  Now to the ca

Car, pictured in its fi nal form; when fiCar, pictured in its fi nal form; when fiCar, pictured in its fi  rst built the car had an octagon shaped air intake and a tailfi nal form; when fi rst built the car had an octagon shaped air intake and a tailfi nal form; when fi  n rst built the car had an octagon shaped air intake and a tailfi n rst built the car had an octagon shaped air intake and a tailfi .

attained 357.497mph at Bonnville Salt Flats, a record which was to stand for almost a year.  At 7tons 

Tipton (later acquired by LMLtd through the purchase of Standard-Triumph) and powered by two Ro

developing 71bhp @ 2,200rpm!   During WWII the car toured New Zealand and while there it was dest

painted on to trigger the timing devices for the cars last WLSR attempt – technology!   

 WITH  “THUNDERBOLT”        25

!!!!  Here we see a ‘Lynx’ DZ2 tractor unit with what is thought to be a Dyson drop frame trailer.  The 

iiiing rated at 29.4hp.  The Lynx’s Unladen Weight is written up as 3t.19cwt 1qr. which would suggest an ing rated at 29.4hp.  The Lynx’s Unladen Weight is written up as 3t.19cwt 1qr. which would suggest an i

pppport Hawker Aircraft from their Cranberry Road Works to Brooklands for fl ight testing.  Occasionally ort Hawker Aircraft from their Cranberry Road Works to Brooklands for fl ight testing.  Occasionally ort Hawker Aircraft from their Cranberry Road Works to Brooklands for fl

oooontracted to deliver new aircraft and recover crashed enemy planes.  They continued to transport new 

to this picture is also interesting as the premises are those of Ashton & Mitchell Ltd., Old Bond Street, 

aaaar being carried on the trailer -  this is ‘Thunderbolt’, Capt. G.E.T. Eyston’s World Land Speed Record 

....  The car held the World’s Land Speed Record on three occasions, the last being on 16/09/38 when it 

this car weighed twice that of it competitors, the chassis and body work being constructed by Bean of 

oooolls Royce ‘R’ type engines of 36.7 litres each  -  all this pulled by the Lynx with an engine of 4.7 litres 

ttttroyed by fitroyed by fit  re, so this is quite a unique picture.  Incidentally, the black stylised arrow on the side had to royed by fi re, so this is quite a unique picture.  Incidentally, the black stylised arrow on the side had to royed by fi

                                                   (BCVMT  L023396)
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Thanks to John Barley, John Bennett, Colin Billington, John Bishop, Fraser Clayton, Allan 

Condie, Wilf Dodds, Maurice Doggett, Mike Fenton, Peter Greaves, Tony Holdsworth, Roy 

Marshall, Steve Milner, Michael Plunkett, Alan Pritchard, Colin Shears, Ron Thomas, 

Alan Townsin and Peter Tulloch – input from 21 people in all – excellent!  A particularly 

good response to the Somerset Cub and the two Titans.

C. Holt, Rochdale, Leyland Tiger TS4, DK 7886 (Torque Nos.42 – 45)

 The original body was defi nitely Harrington as Peter Greaves has an original 

photograph. Roy Marshall comments that excursion licences could not be transferred 

but the new operator would apply to the Commissioners that, if granted, the original 

licences would be withdrawn.

Hicks, Braintree, No.6, Leyland Tiger TS2, VX 8349 (Torque Nos.43-45)

 Mike Fenton supports Alan Townsin’s contention that VX 8349 must have had 

a chassis change as Hicks also had a Titan TD1 rebodied by Park Royal, MW 5198,

and the body and pillar spacing appear identical. What would the mechanism of 

chassis ‘change’ be? Could Leyland supply TD1 chassis frames in 1939 or were the 

TS2 frames altered by Hicks or local Leyland Agents prior to rebodying?

Sheldon & Co, Bury, Leyland Cub SKPZ2, EN 7584 (Torque Nos.43-45)

 It is accepted that the body was indeed by Burlingham. Peter Tulloch notes 

that the coach was withdrawn by Sheldon in March 1950 but soldiered on with 

Maskey of Northwich until January 1958.

Argosy Coaches, Leyland Tiger TS8, FLM 429 (Torque No.44/5)

 While our correspondents were almost unanimous that the coach body on

FLM 429 was by Harrington, Mike Fenton and Ron Thomas share the writer’s (and 

mine – Ed!) doubt that the detailed styling of the body was not up Harrington’s usual 

high standard, particularly around the cab side windows and front glass. Perhaps the 

design was to Grey-Green specifi cation? Do Harrington experts Dave Hurley, or 

Nick Webster know? – are there any Harrington records?

Valliant, Ealing,  Leyland Tiger (Torque No.45)

 Peter Greaves and Tony attempt to identify this handsome machine. The 

coachbuilder is Park Royal  (body no. B3724) in 1935 as depicted in Alan Townsin’s 

book on Park Royal but without identifi cation. It is Tiger TS7 chassis no. 6174 or 5959, 

registered CML 980 or 981. Could anyone confi rm this as records for pre-war London 

coach operators appear to be incomplete, as in many other areas of Britain?

Mansell, Lynmouth, Devon, Leyland Cub KP3, YD 9811 (Torque No. 45)

This Cub turns out to be very well known in the south west as Colin Shears 

and others amply illustrate. It was new in May 1934 to Hawkins of Minehead, 

Somerset who traded as Scarlet Pimpernel (chassis no. 2893 and Beadle (no.368) 

26-seat body). It was sold in 1946 to either Bryant of Markyate or Wakeham’s Blue 

Motors and on to the Mansell Brothers ‘Blue Motors’ in June 1950 with whom it is 
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seen. The Doone Valley tour encountered severe gradients on the country lanes in the 

‘English Switzerland’.

 Fraser Clayton notes that the photograph was taken on the 6th August 1952 

just a few days before the devastating fl ood at Lynmouth which Colin Billington also 

describes. The photograph reveals that the ground must have already been saturated 

and the torrential rain (9 inches is quoted) led to a ‘Boscastle’ torrent which devastated 

Lynmouth village and the death of 34 inhabitants. I can still remember the newspaper 

reports from my youth.

J Smith, Oldham, Leyland Tiger PS1, JNF 717 (Torque No. 45)

 John Bennett, Mike Fenton 

and Peter Greaves sort out the history 

of this 1948 Tiger (chassis 470193). It 

was new to Sharp of Longsight, 

Manchester with a rare Pochin coach 

body, and rebodied by Hulton Products 

(Lancs) Ltd of Chequerbent. Sharp 

later sold it to Smith of Oldham in 

1963 and four years later it ended its 

days.

 Hulton Products was set up by George Nichols, formerly of Beccols 

Coachbuilders – he was the ‘ols’ of Beccols and his then partner Cuthbert Beckett 

being the ‘Bec’ part. Unsurprisingly perhaps, no more Hulton ‘Tryphon’ coaches 

were built (thank goodness!) and the fi rm concentrated on goods bodies.

     A photograph of JNF 717 with its original body is shown in Sharp’s ownership. 

Pochin of Middlewich, Cheshire built a total of six bodies and Mike Fenton records 

that they were quickly rebuilt or rebodied.

(Mike Sutcliffe collection)
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Stevenson, Uttoxeter No.19, Leyland TD1, GE 7222 (Torque No. 45)

 This bus attracted a lot of comment but the bare facts are clear with one 

reservation. GE 7222 was a 1930 TDI (chassis 70944) for Glasgow Corporation (no. 

190) with a Cowieson highbridge body. It was sent to Milburn Motors in 1940 and 

quickly resold to Youngs Bus Service of Paisley (no. S19). It was rebodied (1942 and 

1944 are both quoted) with the Croft lowbridge body shown. In 1947 it moved to 

Stevenson’s where it was re-engined with a Gardner 5LW engine and a fully-fl oating 

rear axle and Leyland Retriever radiator installed.

     However a couple of correspondents, noting the 6-bay body construction, query 

whether Croft actually rebodied it or rebuilt the original body. Certainly the 

construction did not meet the Min. of Supply/National Federation of Vehicle Trades 

specifi cation for standard wartime bodies, but the original body was highbridge!

G P Holder, Charlton-on-Otmoor, TD7, BBE 946 (Torque No.45)

 Steve Milner sends in a charismatic wartime view of Lincs Road Car Co, 

BBE 945, at work. Clearly a 1940 body and no illusions. BBE 945/6 were TD7s 

(chassis 306704/5) as LRCC LT584/5. The body of BBE 946 was rebuilt, probably

twice. In 1946 it was sent to Lancashire Aircraft for attention but the appearance did 

change signifi cantly and (in the 1950s) with the removal of half-drop windows, drip 

rails, waistrail etc, probably by LRCC themselves. It was sold to Holder in this form 

in 1958 and was scrapped in 1961.

(Photos Steve Milner collection and Roy Marshall)

NEW ITEMS:

Stevenson, Uttoxeter, Leyland Tiger, WG 37

 Contributors have remarked on Stevenson’s ability to ‘make do’ to keep older 

buses on the road. Here, this Scottish Tiger emphasises its ‘WG’ identity twice but 

whether the bus in this condition is ‘Graceful’, I leave to you. (See opposite page).
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Austin, Woodseaves, No.81, Leyland, 368 ARF

 Judging by the 

(?re)-registration, this 

Leyland ?Tiger has 

undergone some sort of 

metamorphosis dimen-

sionally as well as 

bodily. There must be a 

story behind this coach 

– or is it a bus?

Smalls,  ?  , Leyland Royal Tiger, LOH 854

 As we have 

remarked before, early 

Royal Tigers marked 

the demise of many 

small regional coach-

builders, many of whose 

efforts have graced our 

pages. This one defeats 

my attempts at 

identifi cation but I’m 

sure it will not stump all 

of our readers.

(Roy Marshall)

(Roy Marshall)

(Mike Sutcliffe collection)
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 Arthur Robinson Fearnley, held the position of General Manager at Sheffi eld 

for a total of thirty two years, from 1904 until 1936. During that time he worked 

tirelessly, to provide Sheffi eld Corporation with a fl eet of up to date tramcars and 

from 1913, a reliable fl eet of motor buses. In Torque No.44, it was revealed that 

Fearnley was a keen proponent of the Leyland Titanic three-axle bus, though 

subsequently, the six-wheeled design was not a success. Happily, the two axle Titan 

was embraced and many examples of various models were operated, which gave 

excellent service.

 The introduction of the Leyland Titan TD2 chassis equipped with a Torque 

Converter, fi rst shown at the Olympia, Commercial Motor Show in 1932, drew his 

attention. The advertised advantages of the transmission – a two pedal control, 

eliminating the driver’s use of a clutch and gearbox system, together with almost 

silent operation, was of great interest to Fearnley. One might have thought that an 

easier task for the driver would be the primary reason for the interest, although the 

claim for the quiet operation of the unit was a major factor.

 Following the introduction of the TD1, an Outer Circle bus service had been 

introduced with a route mileage of twenty fi ve. The No. 2 and 3 services, anticlockwise 

and clockwise respectively, served a widely varying range of residential, industrial 

Above, WJ 9094, probably one of the fi rst double deck bus bodies built by Cravens, and one 

of ten petrol powered TD3c chassis, which featured timber framed construction. Numbered 

90-99, WJ 9090-9099, they replaced trams on the Nether Edge route, an exclusive suburb. 

All future Titan and Tiger deliveries had oil engines.                (Charles C Hall Collection)
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and rural districts in Sheffi eld. From its commencement, this service proved to be 

immensely popular and at one stage an amplifi ed commentary was provided, 

describing the passing scene. From the outset, the Leyland Titan TD1 was extremely 

well suited to this venture, with steep hills abounding, over much of its twenty fi ve 

mile distance. The Titan was the ideal vehicle, offering spirited performance and 

excellent hill climbing capability.

SCREAMING TITANS

 The south western suburbs were principally occupied by mainly middle class 

members of the population. In the Nether Green, Hangingwater and Sandygate areas, 

the long steep climbs were often ascended in second gear and the strident note of the 

whining gearbox sounds irritated many of the residents. Mr Fearnley was suddenly 

confronted with a large number of complaints, amid requests to withdraw the 2 and 

3 from their local roads. As Fearnley resided in the western suburbs, his ears would 

be assailed by vociferous local people, on a personal level! The answer to his 

dilemma appeared to be the latest new” Gearless Bus” from Leyland, for the claim 

for silent operations was quite appealing. Enquiries were made to secure a 

demonstration of a Torque converter Titan, to which end the TD2c, registered TJ 10,

was made available to show its paces.

 Predictably TJ 10 was set to work over the western suburbs, to test the 

climbing ability and the quieter operation. On the very steep sections, the vehicle 

was slowed to a crawl, with the engine revving at high speed, a symptom of the 

transmission system. The noise emitted from a sliding mesh gearbox was totally 

eliminated, the quest for a solution to the complaints of excessive gearbox noise had 

TJ 10  The prototype “Gearless” TD2c Titan was favoured for both quietness and ease of 

driving, it is seen climbing Gladstone Road, a very steep hill on the Outer Circle 2 and 3 

route.                  (BCVMT  L013547) 
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been achieved! (Unfortunately Fearnley’s desire to suppress the western suburb 

complainants by using Gearless Buses on the whole Outer Circle coverage was not 

completely satisfi ed. Ironically from 1935, the AEC Regent 8.8 Fluid-Flywheel/

Preselector gearbox was utilised on the route having extremely severe gradients. 

From that time forwards this type was associated with the 2 and 3, as the AECs 

featured a straight through exhaust system, the accompanying “Noise and Rattle”, 

was another source of criticism!).

 Although the trials were considered to be a success, there were misgivings 

about the Gearless Buses’ ability to operate over very hilly terrain, also the lack of 

engine braking when descending, was a factor to consider. A free wheel mechanism 

was incorporated in the driveline, which relieved the torque converter of the over run 

stresses, but rendered a negative retardation effect. Mr.G.Pulfrey, the Rolling Stock 

engineer arranged a meeting at the Townhead Street garage of the interested parties, 

including engineering staff, Union representatives and Garage Regulators. The 

purpose of the gathering was to give the personnel a chance to try the TD2c TJ 10

and to comment on the new innovation.

 One such person was the late Charles (Charlie) Deamer. Charlie had 

commenced work as a bus driver in 1925, after a few years experience in driving 

goods vehicles. He regularly drove a lorry to London and back, the legal speed in 

those days being 12 miles per hour. The tedious journey of over a hundred and fi fty 

miles, led to Charlie exceeding the limit by 3 mph on many occasions. This culminated 

in a conviction by the Hertfordshire Police, when he was caught in a road trap, and 

timed at 15 mph. Totally disgusted with the harassment of goods drivers, he applied 

for a bus driving position with Sheffi eld Tramways & Motors. Accepted for his 

valuable road experience, he became an asset to his new employer. By 1931-32 he 

became a Regulator at Bramall Lane Garage and he was naturally invited to attend 

the demonstration at Townhead Street.

MECHANICAL FEATURES

 The Lysholm-Smith Hydraulic Torque Converter was similar in principle to 

the fl uid-fl ywheel, this unit transmitting drive from the engine, to usually, a 

preselective gearbox. In the case of the former a mixture of paraffi n and lubricating 

oil was the fl uid medium, the operating principle was that sets of driven rotary blades 

forced oil onto a series of stationary blades, thus increasing the torque output by 

about 4.6:1, to replace the normal gearbox. Under extreme working conditions the 

fl uid heat would build up to a high degree, the result was that the converter fl uid 

tended to gasify, rendering “slip” and no forward drive. The provision of a header 

tank, with a sight level glass was a feature, located on the front bulkhead. On 

production examples, this was paired with the fuel Autovac and was a recognisable 

identifi cation of a Gearless Bus. A separate radiator was installed under the fl oor, 

adjacent to the converter housing, to cool the hot paraffi n and lubricating oil mixture. 

Direct drive was equivalent to top gear and a toggle clutch was provided to select 

either converter or direct drive. Additionally, a reverse ratio and a neutral position 
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were selected by use of a “change speed lever” similar to the normal gear lever on a 

conventional gearbox. 

 A feature of the Lysholm-Smith system was a “Freewheel Device”; this 

enabled the vehicle to coast in converter mode, to relieve stress on the transmission. 

A negative side to this was that on descending a hill, the engine could not be used for 

braking purposes. On descending a steep hill, the driver had two choices, either to 

continue in direct drive (the equivalent of top gear) or engage the converter drive and 

in this event the bus was in coasting mode. This meant that the wheel brakes were then 

the only means of stopping and this factor could be a problem in hilly Sheffi eld!

 Deamer knowing full well the need for engine braking in Sheffi eld, strongly 

objected to the latest offering. Angrily, Mr. Pulfrey responded by suggesting that if 

they were worried about this, reverse ratio could be engaged and the converter utilised 

as a braking medium. In theory this was possible, though the results could have been 

disastrous! Despite the objection, Sheffi eld persevered with the project, subsequently 

taking TJ 10 into stock, numbered 127. It is worthy of note that on the hilliest portions 

of the Outer Circle route, Gearless Buses were not employed, although there were 

certain short workings, regularly operated by torque converter Titans.

A line-up of fi ve of the 

fi rst petrol engined TD3c 

Titans, all with Cravens 

bodies, seen shortly after 

delivery.

(Charles C Hall Collection)

TRAM SERVICES CONVERTED TO GEARLESS TITANS

 In 1934, the Nether Edge tramway was converted to motor bus operation and 

to this end, ten Leyland Titan TD3c chassis were placed on order. They were similar 

to TJ 10 in the main, having a petrol engine and torque converter, with the updated 

front end and radiator, now available. The easier driving offered to ex-tram drivers, 

thereby saving the necessity to cope with a crash gearbox, would be helpful, plus the 

quiet progress in this pleasant suburb. A change of body supplier was in evidence 

and Cravens, the local railway carriage and bus and tram bodybuilder, was awarded 

the contract. Fleet numbers were 90-99, WJ 9090-9099. There were a few steep 

inclines in the Nether Edge area and the ten Titans were accepted readily. From this 

initial batch, the “Gearless Titan” was adopted for nearly all the Sheffi eld orders for 

Leyland and for good measure, all the Tiger TS7 and TS8 single deckers up to 1939.

In total, 200 Leyland torque converter equipped buses were taken into stock.
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AWB 929 was No.129, 

a Catgory “B” bus, 

new in 1934. The 

picture was taken at 

the Darnall Works of 

Cravens.      (Cravens)

       The original ten 

petrol TD3c Titans 

were followed by 8.6 

litre oil engined  

TD3c, TD4c, TD5c 

Titans with Cravens 

bodywork. True to 

the slogan in the 

Leyland adverts 

“When you bury a 

tram, mark the spot with a Titan”, Sheffi eld again replaced a tram route with buses 

in 1936. On this occasion the Fulwood via Broomhill service was involved. In actual 

fact, only a short section of worn out track was abandoned, between Broomhill and 

Nether Green, along Fulwood Road. A tramway service still remained to Fulwood 

via Hunters Bar. The replacing oil engined TD4c Titans were again bodied by 

Cravens and, although there were hills to climb, they were not of great length or 

severity.

BWB 203 The LNER had certain buses lettered accordingly. 203, a TS7c Tiger was seen at 

Retford when quite new in 1935. This Cravens bodied Category “C” bus was captured by 

Geoff Atkins.
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BWE 36, delivered in 1935, a 

Titan TD3c No.236 had a six bay 

Cravens body. Seen here at Fox 

House in the Peak District in 1948, 

the Category “A” buses were used 

regularly on such duties. 

(J A Hunt)

ANOTHER LEYLAND DEMONSTRATOR IS TRIED

 Up to 1933 the undertaking had taken the Titan deliveries complete with 

Leyland bodies. From 1934, there was a policy change possibly due to an upset 

when Sheffi eld began to build their own standard tramcar bodies at Queens Road. 

The Queens Road design, timber framed, was probably based on a Cravens type, 

revised and updated. Possibly to appease the Darnall fi rm, double deck bus bodies 

were supplied and the initial ten TD3c featured composite frames, to a rather 

“Spartan” style of six bay construction. All the bodies which followed, both double 

and single deck, were to a metal framed design.

ATJ 778, The demonstrator TD4c, was taken into stock, the outcome being that 33 Leyland 

bodied TD5c Titans were put on order, six for the “B” fl eet and twenty seven Category “A”. 

The latter all featured the more rounded profi le.     (BCVMT L017872, overleaf L017873 )
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 It is perhaps fortunate that the original 

type of Leyland metal framed double 

deck body, was not tried by Sheffi eld. 

The Leyland company was likely very 

concerned that a hitherto good customer 

had gone elsewhere. Having 

commissioned Colin Bailey to redesign 

its ill-fated metal framed “Vee-fronted” 

type, which was a much better 

proposition, no time was lost in 

producing a Leyland bodied TD4c Titan demonstrator, fi nished in the latest Sheffi eld 

livery, of cream with three azure blue bands. This vehicle was registered ATJ 778 in 

1936 and later taken into the Sheffi eld “A” fl eet. Evidently the body was approved 

by the management and, in 1938, thirty three Leyland bodied TD5c Titans were 

delivered, to a slightly revised style. Six were for the Sheffi eld Joint Omnibus 

Committee “B” fl eet and 27 for the Corporation’s “A” fl eet. A revised frontal 

appearance was required, to enable the Sheffi eld triple destination layout to be 

provided, the upper deck front windows were much shallower and the indicator box 

protruded noticeably.

 Sheffi eld required a normal full height 

double deck design, but with a 

maximum height of 14 feet 3 inches, 

and Leyland Motors managed to 

produce this specifi cation, thus 

permitting the route 12, Chesterfi eld 

via Dronfi eld, to be served. This was 

without recourse to the sunken 

gangway buses of the earlier 1930s. 

Additionally, certain other services 

with restricted clearance could be 

accommodated.

PERSONAL RIDING 

EXPERIENCE

 Unfortunately, I never had the 

pleasure of travelling on a petrol 

powered TD3c Titan, however, my 

family moved to a house at Shiregreen 

in north Sheffi eld in 1936. The Titan 

TD1 was the scheduled type on the 75, 

circular Firth Park-Shiregreen-Firth 

Park service, and this model was my 

all time favourite. Gradually, I became 

Seen on the Tilt Test at Leyland, No.381, 

EWJ 281, Titan TD5c was one of twenty 

seven similar buses, the order won after the 

demonstration with Leyland bodied TD4c, ATJ 

778. Six similar vehicles entered the “B fl eet.

(BCVMT L021594)
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aware of newer buses emitting a deep throated roar and no gear noise; these were the 

Titan TD3c buses with 8.6 litre oil engines, normally seen at Firth Park working East 

End factory workers’ duties.

 In 1938, the 75 service was altered, when a Shiregreen-Firth Park-City 

extension was introduced. On this new service, a fl eet of Cravens bodied TD4c 

Titans were put onto the route. Shortly after the commencement of the extension to 

the city, my mother and I boarded one of the TD4c’s on a shopping trip. I was 

intrigued by the constant engine speed when travelling up hill, with the road speed 

decreasing as the gradient got steeper! Our travel up the steep Gregg House Road 

was interrupted by the 8.6 power unit revving at the maximum speed allowed by the 

governor but the bus gradually came to a stop. At this juncture, the conductor shouted 

“will you get off please and re-board at the top of the hill”. This was a regular 

occurrence, particularly in the summer time!

 Most of the Sheffi eld bus routes could be serviced by “Gearless Buses”, 

though there were certain exceptions. One of these was the Gleadless area, where the 

101,102 and 105 to Arbourthorne, were routed up the long and steep East Bank 

Road. On these services there was a total ban on the use of Titan “Gearless Buses”. 

The single deck Tiger TS7c and TS8c machines were employed on suburban 

Category “C” Railway services and, surprisingly the 48, Manchester via Woodhead 

duties, were regularly operated by these buses. This 39 mile journey was routed 

through the steep and tortuous Woodhead Pass, lacking engine braking when 

descending the winding pass, one wonders if it was the correct choice. Very few 

other undertakings used “Gearless” Tigers for long services and generally, the 

standard clutch and constant mesh gearbox was the norm. Clearly, Sheffi eld was 

almost unique in this choice. Another long single deck route was the 85 Gainsborough 

via Retford, which also was favoured with the “Gearless” Tigers, though in the fairly 

fl at terrain into Lincolnshire, was a less arduous proposition. With their lighter 

weight the TS7c and 

TS8c Craven B32R 

bodied saloons never 

seemed to suffer the 

“slipping” problems 

experienced with the 

Titans, when the 

Tigers were used on 

City routes at peak 

hour times.

 It would be 

useful at this point to 

quote an extract from 

the sales department 

publicity release - see 

next page.

Cravens built all the Tiger TS7c/TS8c bodies delivered from 1935 

to 1939. This scene shows TS7C No.186, BWB 186, in the “C” 

fl eet, bound for Retford, Notts. in 1946. 

(Keith Beeden Collection)
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THE LEYLAND TORQUE CONVERTER – A MOTOR BUS TRANSMISSION 

INCORPORATING LYSHOLM-SMITH PATENTS

 Much effort has been expended in recent years to simplify gear changing. It is 

however, generally conceded that to be ideal any system of transmitting engine power 

to the wheels of a road or rail vehicle, must be one in which gear changing is totally 

eliminated. Further, such a system must combine absolute silence with complete ease 

of control and enable the vehicle to glide away at the touch of the throttle, coast when 

the throttle is released and come to rest at a pressure on the brake. Coupled to this it 

must be light in weight, easy to maintain and reasonable in fi rst cost.

 The Leyland Hydraulic Torque Converter, Lysholm-Smith System 

unquestionably represents the nearest approach to this ideal which has yet been 

devised, for, having no intermediate gears, it is absolutely simple and silent in 

operation and completely automatic, ie. it is controlled entirely by the throttle. The 

Leyland unit possesses the advantage of not needing a clutch to enable the vehicle to 

be started or stopped at will, with the drive engaged and the engine running, it provides 

a smooth start without slipping a clutch. Being a torque converter, it is capable of 

multiplying the engine torque, so it affords a complete replacement for the gearbox, 

completely eliminating gear changing . A multiplication ratio of 4.6:1 is attainable.

 Since it was fi rst offered to the public at the International Commercial Transport 

Exhibition in 1933, experience in service has shown that, apart from its more obvious 

advantages to passenger and driver, a considerable reduction in chassis maintenance 

can be attributed to its torque transmission. Particularly is this noticeable on services 

where traffi c is congested, or the number of stops per mile is above average.

 Whilst the general design of the latest model is similar to that of the earliest 

type, a few modifi cations have been made. As the result of an alteration to the blade 

angle, the latest model shows a marked improvement in hill climbing and acceleration 

and, owing to the improved type of seals now fi tted, it requires even less attention 

than was the case with the earlier model. (TO BE CONTINUED)

A rather sorry sight is this Titan TD3c/Cravens, AWB 944, as withdrawn at Queens Road 

Garage in 1946. The livery was wartime grey and cream.  (Keith Beeden Collection)
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 Last October I visited Seville in southern Spain, knowing that Guide Friday 

had started open top tours there in 1989 with some ex-Nottingham Atlanteans. I did 

not really expect to see those 35 year old Leylands still in service after 19 years in 

exile, but most of them are still in daily use, mingling at times with fast-moving city 

traffi c. They remain in good condition, and are still powered by O.680 engines. The 

publicity material produced by the operator, Sevirama S.L., describes the fl eet as 

“authentic classic English buses” and is marked “19th Year”. The vehicles are painted 

light  green and cream, and are branded “Tour por Sevilla” (Tour through Seville). 

One carries a red livery.

 Despite the length of time spent in Spain, the buses have only been altered in 

the following ways. The roof has been removed, and sockets for earphones have 

been attached to the backs of the original seats. The rearmost bench seat is designated 

for four persons, so the upper deck capacity is effectively 46. Notices in English and 

Spanish expressly forbid passengers to stand on the upper deck when the vehicle is 

moving. (I found that many of the trees passed tended to brush the top of passengers 

heads!)  On the lower deck a doorway has been cut in the English offside aft of the 

staircase, and the doors from the former centre exit transferred across. The front 

platform doors remain in situ, but the forward leaf is blocked by a pillar containing 

audio equipment, which delivers a commentary in eight languages which keeps pace 

with the progress of the vehicle, and which can be accessed by the passengers who 

receive headphones from the driver when boarding,  There are 21 original seats in 

the rear part of the lower deck. In the forward part the former nearside bench remains, 

but on the former offside the space is taken up by the staircase, beneath which 

airconditioning equipment is now installed, and space for storing head phones and 

publicity material.

 The Guide Friday organisation, which began in Stratford on Avon , moved to 

Seville in 1989, ahead of the 1992 Expo event in that city. When Guide Friday sold 

its business to City Sightseeing in 2004 it seems that the Sevirama  operation was not 

included.

SEVIRAMA FLEET LIST
SE 4063 BU     Leyland AN68/1R 7302665 E.Lancs O46/23C  ex OTO 

572M

SE 4064 BU    “    “ 7304430 “ “ ex OTO 575M

SE 4065 BU    “    “ 7404624  “ “ ex GTO 332N

SE 4066 BU    “    “ 7404342  “ “ ex GRC 881N

SE 0032 BX    “    “ 7304076  “ “ ex OTO 583N

SE 0033 BX    “        “ 7403880 “  O46/27C ex GVO 718N

The above ex Nottingham City Transport Nos.572/575/592/591/583/598 via Guide Friday, 

Stratford on Avon, in 1989 (4) and 1992 (2).  SE 0033 BX has been scrapped.

SE 6277 DL  Leyland AN68B/1R  7905103 C.H.Roe O  ?      ex JPE 233V

Ex London Country AN233 
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SEVIRAMA ATLANTEANS, 2008
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SEVIRAMA ATLANTEAN, 1993

 The pictures on the opposite page were taken by me in 2008. The top one  is 

SE 4066 BU, painted in the current livery of green and cream.  The green is a shade 

similar to that of Merseybus...i.e “Verona Green”. The fl ags across the former 

indicator panel denote the various languages available on the p.a.system. The bottom 

one is of SE 4064 BU, painted in a chrome yellow and bright red livery, seemingly for 

some product which is named along the side. Apart from the livery, the bus is 

identical to its sisters. The same bus is seen below in a picture taken in 1993 by Mike 

Fenton. This time it is in Guide Friday livery (Very dark green and off-white), and 

the fl ags are shown along the side as well as at the front.  The word “Sevirama” is 

also seen: this is probably derived from the name of the Paris sightseeing operator 

Cityrama, which Guide Friday tried to emulate. The bus also carries “Tour City” on 

the lower sides and front.

 The pictures were taken in the riverside avenue in Seville near the Torre de 

Oro (Golden Tower), which is the starting point for Sevirama and the competing 

City Sightseeing operation. SE 4066 BU (left top) displays a No.1 in the windscreen 

because Sevirama run two tours. They run in competition with City Sightseeing on 

the original tour, called “Tour Principal”, but they also operate a second trip a couple 

of times a day called “Tour Histórico” which, in my opinion, is far more interesting.  

Above all, I must say it is the vehicles which are the stars. They remain in very good 

condition when one considers they have been “away from home” longer than they 

ran in Nottingham. There was a time when open toppers abroad were always old 

British buses.  Nowadays one is more likely to see Volvos with Spanish built Ayats 

bodies, in Seville, Rome, Nice and even London.
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From Rod Milner, Leeds
Following our recent look at the ‘Beaver Six and Steer’ models in Journal No. 11, July 

2009, Member, Rod Milner has come up with additional information on the Sam Ellicock 

Steer (page 14) and other interesting Leylands he remembers when an apprentice working 

for Isles Ltd. Leyland Service Dept., Stanningley, Leeds.

 Sam Ellicock’s Leyland Steer was bought new from John Gibson & Son Ltd, 

397- 401 King St, Aberdeen (Leyland Agents) and registered GRS 895. An Agent 

contract with customer quote, came from Gibsons Depot in Leith, Edinburgh, (Quote 

no 158/13 16th March 1954) to Sam Ellicock, Haulage Contractor, 37 Merkland 

Road, Aberdeen, for Leyland Steer model 15/S1 complete with cab and platform 

body painted and lettered to customers requirements, generally in accordance with 

standard specifi cation with 36x8/900x20 12 ply tyres, price complete including 

purchase tax £3295.00, delivery as soon as possible ex Works Leyland – “Subject to 

variation of licence being granted by Licensing Authority” – this may have slowed 

up the delivery ensuring an air brake Steer was delivered. The vehicle had an all over 

grey livery with green band round cab side and grill area, black wings, grey wheels, 

the Ellicock name was on front cab roof and monogram on cab sides. The picture in 

Journal shows Sam’s Steer loaded with reels of lining paper from L Davidson, 

Mugglemoss Mills, Bucksburn, Aberdeen for delivery to British Gypsum plants at 

Kirby Thore (Penrith), and Nottingham and occassionaly into Gypsum Plants in 

Kent, the paper being used for the manufacture of plasterboard. Rod continues - The 

Steer has not had a new cab, it is an air brake type with drop down front tow hitch. 

Sam had a garage for the Steer at the side of Pittoirie Football Ground (Aberdeen). 

In later years it looked immaculate with yellow plastic fl y sheet, very distinctive. 

The photo was taken outside Sam’s house with maybe the family looking on probably 

when new. 

 In the 1960s, I think about 

1964, as I was passing the “Albion” 

Service Depot in Carlisle Road, 

Hunslet, Leeds 10, the Ellicock 

Steer was parked inside minus its 

engine and was probably receiving 

a service exchange unit. In later 

years GRS 895 pulled a bigger trailer 

with twin wheels all round. By the 

late 1960s the Steer was coming to 

the end of its life and would soon be 

a casualty of Plating & Testing. Sam 

Ellicock replaced it with an 8-

wheeler Foden (Gardner 180) in same the grey livery and he pulled a drawbar trailer 

with it. Sam passed away about 3 years ago – a proper lorry driver. 

A reminder of the Steer which is the subject of 

Rod’s letters   (BCVMT  L060848)
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 One of the fi rst jobs I did on my own was to work on a Leyland Steer owned 

by W W Christofferson (a Viking name) of Cruden Bay, Nr Peterhead. One of the 

injectors was cracked and the sump was full of diesel. I soon had a new injector fi tted 

and new oil in the engine – this vehicle was under guarantee so all parts had to be 

returned to Leyland for inspection. The vehicle was an air brake type pulling a 

drawbar with double axle and double wheels. It was parked opposite the Wagon & 

Horses Public House on spare ground – no room in the depot for vehicles of this 

length! It was painted red and cream and was double manned. The vehicle was 

loaded with reels of lining paper for plasterboard manufacture and was sheeted, 

roped and fl y sheeted in typical Scottish fashion, a fi rst class job. The reels were 

from L Davidson Mugglemoss Mills, Bucksburn, Aberdeen and were over a ton each 

in weight and were bound for British Gypsum Nottingham – waste paper in bales 

was the usual return load for these Aberdeen men – straight into the paper mill for 

re-cycling. A Steer 16.S3 was for 16 ½ tons solo or 24 tons drawbar, GVW with 

O.600 or O.680 engine. 

 Another vehicle I encountered when working at Isles was a Leyland Steer (air 

brake type) which came in for servicing and repairs, it was a red cattle truck owned 

by Heselton, Shackleton & Brown, Brownhill Farm, Birkenshaw, Nr Leeds, an 

impressive vehicle. 

 Dawson Bros. Ltd. ran two Octopus JWT 250 (pictured on page 26 of Graham 

Edge’s book on the Octopus) and KWT 850, also an ECOS2 Comet, they had green 

cabs with black chassis and wings. They carried heavy-duty platform bodies with the 

cross bearers fi tted direct to the chassis – no runners – to keep the loading height 

down. In 1960 during the summer holidays these two Octopus came in to have 

service exchange O.600 engines fi tted, the clutches went into the new engines 

untouched – what a record. About a year later the two Octopus and the Comet were 

returning home through the Liverpool suburbs from the Docks when approaching a 

set of traffi c lights the lead Octopus braked , the Comet ran into the back of it and the 

other Octopus ran into the Comet. The damaged trio were eventually driven/towed 

to our depot where emergency repairs were carried out. Subsequently, Isles supplied 

Dawsons with two new Power Plus Octopus and a new Comet complete with bodies 

and paintwork. 

 Another regular visitor was the 22.01 Octopus of Asquith of Halifax registered 

BCP 593. It usually came in during the Halifax two week holiday period for a 

complete brake strip down and overhaul of the steering. These were very time 

consuming jobs. Asquiths undertook oil and fi lter changes leaving the major 

mechanical overhauls to us. I worked on this vehicle myself. The livery was grey cab 

and brown chassis, wheels and headboard, the body sides were brown, the body fl oor 

was double fl oor reversed herringbone style, typical for carrying heavy machine 

tools etc. We also converted three lockheed braked Beavers into Steers for Halton 

East Quarries of Skipton.
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From Michael Plunkett, Storrington

 The Barton garage view on the front of Torque No.45 shows a nice method of 

livening up a lead light. No Health & Safety worries in those days! The bit on page 

21about exhaust heating early Tigers reminds me that the fi rst Titans were to have 

a similar arrangement but it was eliminated (along with rear saloon doors and spare 

wheel) in order to try to bring the weight down to legal maximum (which I don’t 

think was ever achieved!). The fl oor thickness and window glass was also reduced. 

I believe Leyland managed to ‘doctor’ a Titan to get a ‘type approved weight’ and 

ever after applied that irrespective of whether 48 or 51 seats, open stair or enclosed. 

Although the Unladen Weight did vary between UW 5.12.3 (5tons, 12cwt, 3qtrs) to 

5.9.0, and later on up in the 6 tons plus (Thames Valley UW 6.3.0 to 6.6.3 when fi tted 

with oil engines).

You can almost feel the cold looking at this picture, taken in the winter of 1947, of Thames 

Valley Titan TD1, No.203, RX 5565 (chassis 70958) new in 1930 and rebuilt with enclosed 

staircase by Brush. The oil cooler of a Leyland 8.6 oil engine can be seen; note the ropes 

below the radiator for tow starting the bus!                                   (Mike Sutcliffe collection)

From Malcolm Wilford by email

 I have traced KYE 131, the Leyland Octopus which appeared on page 39 of 

Torque No.45. It was a 22.O/1, chassis no.496289, line no.389, new in January 1950 

to British Road Services, London. It had a sister vehicle – KYE 130, 22.O/1 chassis 

no.496288, line no. 388. Both had been ordered by J. Reece

Allan Condie continues:

KYE131 of Codonas reminds me of an amusing story relating to this vehicle.   

One ‘Throcky Jocky’ who was a driver for W Alexander & Sons at Newburgh used 

to take time off to ‘moonlight’ for Codonas. On one such occasion he was backing 



Winter 2009 LEYLAND TORQUE No. 46 45

the aforesaid outfi t into place on the Esplanade at Kirkcaldy ready for the Links Fair 

- ably assisted by a moustached gent in sports jacket and fl at cap.   Jocky suddenly 

realised that this was the bus Stance Inspector from Kirkcaldy and tried to hide so as 

not to be recognised as he completed the maneouvre. Such is life, Ecky Steven, DTS 

at Newburgh, was waiting for Jocky on his return to offi cial work the next day.  The 

result - Jocky found himself with a P45!

From John Bennett, Loughborough

The cover picture of Torque No.45 showed the former demonstrator Titan TD1, 

TE 9520, and was 

the only double 

deck vehicle in 

the Barton fl eet for 

much of the 1930s. 

It was used on the 

works service to 

British Celanese 

at Spondon near 

Derby. When the 

chassis was used to 

create a new single 

decker in 1950/51 

the lengthening 

was achieved by joining the front of one chassis to the back of another. The chassis 

of TE 9520 was joined to that of KR 6417 a former Chatham Leyland TD1. The 

resulting vehicle was registered MAL 835 and had fl eet number 637. On a visit to 

Barton’s yard at Chilwell in March 1970 I was astonished to see 637 parked in a line 

of vehicles. It had been returned by the school and I presume it was scrapped shortly 

afterwards. The photograph attached shows the evidence!                   

From Derek Westall, 

by email - At the open 

day at the Stagecoach, 

Morecambe depot, in May, 

fi ve preserved Ribble 

Leyland Titan PD3s were 

on display as part of the 

“Ribble 90 Celebrations”. 

Attached is a photograph 

which I took while there, 

quite a sight so long after 

their sister buses were 

withdrawn.
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 The Leyland Society Fleet Series book on Plymouth City Transport has just 

been published. As usual it deals mainly with the Leylands in the fl eet, of which 

there were many, and for a period of about 25 years the fl eet was completely 

composed of Leylands. All the types of  Plymouth Leylands are described and 

illustrated, and as usual there is insight into the behind the scenes  workings of the 

Transport Department and its Committee. 

 There is much to learn about the philosophy behind the slow abandonment of 

the trams (October 1930-September 1945), the long-standing reliance not only on 

Leyland chassis but also Weymann bodywork, the plans to run Leyland trolleybuses,  

the terrible event of the Plymouth blitz which destroyed the heart of the city and 

most of the bus garage and the buses in it, the disproportionate number of utility Guy 

Arabs allocated (all with the same make of body work), the great post-war sale, and 

the Leyland-National debacle. Which other city replaced Nationals with Atlanteans? 

Which other city ran some Nationals for just four years?

 There are 48 pages, 48 illustrations, full-colour laminated cover, a summary 

fl eet list, and an informative text produced to the Society’s usual high standard.

 Available at £8.95 (no postal charge) from David Bishop, address inside 

front cover.

Many of Plymouth’s Leyland TD4c Titans ended up in a scrap yard, but this one had to 

work for a living.   No.142 (JY 6733) is seen near Devonport Station (S.R.) in August 1952 

with Vick Bros., scrap merchants. It was new in 1936, sold off in 1950, and fi nally scrapped 

in December 1953.                                                                 (Brian Veale)
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The Society’s latest excellent publication “The Leyland Buses of Plymouth City 

Transport” has prompted some correspondence regarding the information contained 

in pages14 and 15 regarding the ‘Torque Converter’. In an attempt to clarify a 

number of points the following may be useful. The reference to the unit being 

“clutch-less” refers to there being no clutch pedal, an integral part of the units 

operation was a double acting clutch system. There is also reference to ‘fl uid 

coupling’ this should not be taken to mean a ‘fl uid fl ywheel’ although the actual 

converter drive could be loosely described as a fl uid coupling device. The four gear 

lever positions would better be described as Safety Neutral, Converter Drive, Direct 

Drive and Reverse. Unfortunately the picture used on page15 of the Plymouth book 

is clearly of a Leyland with conventional transmission as the clutch pedal is clearly 

visible - to clarify, a clutch pedal was not required to engage reverse on vehicles 

fi tted with torque converter transmission. Hopefully the foregoing will answer the 

majority of queries, further reading on Torque Converters may be found in Leyland 

Society Journal, Vol.1., No.3 (July 1999). Neil Steele

PUZZLE PICTURE

COVER PICTURES

Leyland Hippo ? radiator  -  what could this be ???  (OS collection)

Front Cover  –  Cronton Haulage operated two Leyland TEC2 ‘Beaver Six’ with 

trailers. Seen here is CTC142, Chassis No. 14749, new July 1937. (BCVMT L019997)

Back Cover  –  Blackpool, on a wet day, with the well known Carter Paterson, 

Leyland X type, built in 1911 (not 1908 as claimed). (BCVMT L071485) 
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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 Protection 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, with additional help from 

Neil Steele, Ron Phillips and Gary Dwyer. Distribution by Alexandra Phillips. It was printed by 

Proco Print, Sheffi eld. Items for inclusion in the Spring 2010 issue should be sent to the Editor by 

20th January 2010, please.

LEYLAND TORQUE

AN IMPRESSIVE NEW DESIGN IN 1963

A major departure from the “run of the mill” designs for rear engined double deckers 

came with Bolton’s fi rst Leyland PDR1/1 Atlanteans, built to an imaginative design 

with East Lancs 78 seat coachwork. Over 100 with similar bodies went into service 

in Bolton.           (BCVMT L071754)



PUBLICATIONS FOR SALE
Available from The Leyland Society, "Sunnyside", Whitchurch Road,

Aston, Nantwich, CW5 8DB. Cheques made payable to
“The Leyland Society Ltd.” please. Prices include P&P.

The Leyland Buses of Wigan Corporation,..............£7.95
The Leyland Buses of Southport Corporation, ........£7.95
The Ribble Double Deck Coaches, .........................£8.95
The Leyland Buses of Leigh Corporation, ...............£8.95
Leyland Fire Engines, 1930-1942............................£8.95
The Leyland Buses of Burnley, Colne & Nelson......£8.95

NEW TITLES
The Leyland Buses of Plymouth City Transport

NOW AVAILABLE,  48pp. Colour laminated cover, Price £8.95
Leyland Fire Engines.   1942-1960

To follow as soon as time permits.  48pp Fully illustrated and 
with a colour laminated cover.  Expected price £8.95

See the Society website for our other items for sale

BUS & COACH
PRESERVATION

Available from good newsagents.
Price £3.75

or E-mail presbusps@aol.com

Tel: 023 9265 5224



www.leylandsociety.co.uk




