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 I would like to thank readers for all the letters and emails received since the 
last issue of  Torque – it is good to hear from you all and it’s always very interesting.  
Following a really successful and popular second part to the lorry photo album 
features on the Cement Marketing Co (Blue Circle Cement) there have been a 
number of requests for pictures of lorries from other fl eets – not always an easy task 
to fulfi l.  The BCVM is always a good source, as is Peter Davies as you will see from 
this issue, and it will be good if you could send to me any interesting lorry photographs 
that you have so that I could scan them and return them directly to you.  
 Following David Powell’s request in “Food For Thought” for photographs of 
the lorries of T E Short & Son Ltd in the last issue there has been a good response 
with some excellent pictures, also fl eet details from the 1930s to the 1960s.  Many of 
the photos are copies of the fi rm’s photographs kindly loaned to us by Geoff Lumb.  
Does any reader have any details of the history of the fi rm so that we could put all of 
this together to make it into an article for Leyland Torque?  Another fi rm which 
Roger Warwick has delved into is PX Ltd, formerly A Peck & Sons of Rushden.  
This fi rm was nationalised following the 1947 Transport Act and any further 
information or photographs would be welcome.
 The Winter 2010 issue of Leyland Torque will be the 50th issue and we plan 
to splash out a bit and have some colour content.  One of my thoughts is that we 
could have an article and colour pictures of Jersey Motor Transport in the late 1950s/
early 1960s when much of the fl eet dated back to the late 1920s/early 30s – an 
enthusiasts paradise, with many of us going to Jersey for a holiday in order to see 
them.  Do you have any colour photographs of Leylands in Jersey?  If anybody has 
any other requests or could supply interesting material for our 50th issue (especially 
lorry items) please contact your Editor just as soon as possible.  Also, we are in need 
of a lead article for the next issue – any bright ideas / contributions please?
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Charitable status
 As many members will now know we held an Extraordinary General Meeting 
at Eaton Bray, Beds on Sunday 28th March 2010 to pass a resolution to change our 
Company’s Articles of Association to a form which would enable us to apply to the 
Charities Commission for charitable status for the Leyland Society Limited.  After 
discussion the resolution was passed with a unanimous vote in favour of the 
resolution.  An application has been made to the Charities Commission to proceed 
towards charitable status and the latest information is that the CC have come back 
with a number of queries which have now been answered and we await their further 
comment.  We will keep you updated with progress in Leyland Torque.

2010 AGM - Sunday 7th Nov, at Coventry Museum, 1pm - please note

Gathering of Leylands at the BCVM on 10/11th July 2010

 As members will have read in previous issues of Leyland Torque, there will 
be a Gathering of Leylands over the weekend of 10/11th July 2010.  The event is 
taking place at the British Commercial Vehicle Museum (BCVM) and is open to all 
Leylands, including both Leyland-built vehicles and those built at other plants and 
badged as Leylands.  You do not have to be a Society member to enter so please 
mention the event to any Leyland owners that you feel may be interested in entering 
a vehicle.  The event will be held at the BCVM premises, which are situated in King 
Street in the centre of Leyland.  We will once again form a major part of the Leyland 
Transport Festival being held over that weekend which has the overall theme “The 
Leyland Homecoming”.  Enquiries regarding entry should be directed to the BCVM 
either by post or phone on 01772 451011.  There are a good number of entries to date 
but there is still room for more vehicles so please contact the BCVM if you wish to 
attend.  If you wish to save time, an entry form for the event can be downloaded from 
the Society website, www.leylandsociety.co.uk, and the completed form should be 
sent directly to the BCVM.  Please note that for insurance reasons and display 
planning entries cannot be accepted on the day and prior entry is required.
 On the Saturday there will be a programme of events in Leyland town centre 
and all Leyland owners are invited to bring their vehicles along and take part in the 
activities, details of which will be available from the BCVM nearer the time.  There 
are many places to stay in the Leyland area and vehicle owners seeking overnight 
accommodation for the night of 10 July are advised to contact the local Tourist 
Information Offi ce who are be able to recommend local hotels and guest houses.
 The Gathering of Leylands will take place as usual on the Sunday and the 
vehicle display will be centred around the car park area of the BCVM and opposite.  
This will provide a more central location than last year where we can display our 
vehicles to the public and other enthusiasts.  Whether you are a Society member or 
a vehicle owner, you will be welcome to attend the event and view the exhibits.
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 The Society stand will be in attendance at the event over the whole weekend 
so why not come along and stock up with Society merchandise or those missing 
Torque or Journals to complete your collection.  You will also be able to renew your 
subscription to the Society and collect your copy of the next edition of Leyland 
Journal which this year contains some very interesting articles.  The Society 
Committee will also be at the event and we would be pleased to meet you, talk about 
all things Leyland and hear your views on the Society.  We look forward to seeing 
you there!

Pictured at Crich in 2008, only 27  years separates these two Leylands!      (Mike Sutcliffe)

A line-up of Leyland wagons at to 2009 Gathering                                           (Gary Dwyer)
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New Lightweight Body
 Leyland, in conjunction with key customer Ryder, recently developed, 
validated and put into production a new lightweight variant of the current in-house 
built Leyland body.  This body is constructed from honeycombed composite panels 
versus the traditional fi breglass and wood panel, resulting in a weight reduction of 
approximately 300lbs.  Perhaps even more impressive is the fact that this activity 
was done using Light Touch Engineering principles in a matter of less than 2 months, 
which includes the time for the successful completion of PAVE testing at the 
Eindhoven Test Track.  Leyland is now building an order for Ryder totalling over 
250 in-house bodied vehicles, which was won through the ability to deliver factory 
quality bodies, one-stop-shopping for the chassis and body and the Lightweight 
Body, all keys to Ryder operational effi ciencies.

Model LF for Ryder Truck Rental
 Following on from the new Lightweight Body, Leyland has now successfully 
fi nished development work on a Lightweight aluminium body sub frame option.  
This enables the use of high strength aluminium extrusions versus traditional steel 
while providing comparable stiffness and loading factors, resulting in an additional 
weight savings of approximately 200lbs.  These improvements are just some of the 
innovative solutions that the design teams are developing to support current and 
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future business prospects, the next area of focus is the fuel effi ciency opportunities 
offered by aerodynamic body designs. 

1000th Body Truck at Leyland
 On 23rd March 2010 Leyland Trucks proudly presented the 1,000th factory 
bodied vehicle to customer Ryder here at the factory.  The vehicle, a DAF LF45160G08 
RH, was handed over to Nigel Martin, Rental Director of Ryder PLC by Leyland 
Trucks’ Managing Director, Andrea Paver.  The visit also included Robin White, 
Marketing Director, Ryder PLC and Tony Pain, Marketing Director of DAF Trucks 
UK.  Our visitors were shown a CAD demonstration within the Product Development 
Group and then taken on a factory tour with a strong focus on seeing their vehicles 
being assembled and bodied.  The order for over 250 in-house bodied vehicles for 
Ryder is a combination of box and curtain-sider vehicles from 7.5 tonnes to 18 
tonnes.  All the vehicles are completely fi nished within the factory including Tacho 
Calibration and Pre Delivery Inspection before being delivered directly to the 
designated Ryder depots across the UK.  
 Both Nigel and Robin were very impressed with the facility and the build 
processes they saw. They made specifi c comments on the high level of housekeeping 
within the factory and clearly recognised the level of quality and consistency of their 

completed vehicles and the logistical advantage of the “One Stop Shop” bodying 
process.  Nigel was enthusiastic with the signifi cant reduction in delivery throughput 
time of the factory bodied programme and explained that a large number of these 
vehicles are going into service, earning revenue for Ryder, on the same day as they 
are delivered.
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 Currently the Torque Converter seems a topical subject for examination 
especially with the recent Society publication of the “The Leyland Buses of Plymouth 
City Transport” who were torque converter users and the recent Sheffi eld torque 
converter articles in our magazine. 
 From practical experience I would suggest that single deck chassis fi tted with 
torque converter transmission performed best although double-deckers so equipped 
gave a good account of themselves especially where they operated over relatively 
fl at terrain.  Sheffi eld’s torque converter fl eet were undoubtedly worked very hard 
due to the hilly districts they served.  
 My own experience of torque converter transmission came in 1964 with the 
ownership of BTF 24 an ex-Lytham LT7c Lion with Leyland all metal body.  The 
vehicle was running on acquisition but needed a lot of mechanical tidying up having 
stood for some time.  It came with a spare torque converter which had been overhauled 
by Leyland at some point in its past life, so having something to examine without 
crawling under the vehicle was very handy.  Fortunately at that time there were still 
people around at Leyland who ‘were there’ when the torque converter was popular 
and so a great deal of knowledge was acquired very quickly.  It is important to pass 
on some of that knowledge hence this article.

Above – The picture of a Preston TD2 depicted in the Leyland advert, which said  “When 
you bury a tram, mark the spot with a Titan”      (BCVMT  L012259)
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Driving a bus fi tted with a Torque Converter
 When it came to driving it was simplicity itself.  Anyone familiar with the cab 
of a pre-war Leyland will tell you that, while there is not a vast area to work in, most 
switches, levers and steering wheel all fall to hand easily.  The torque converter cab 
is no different other than there is no clutch pedal.  In the case of the Lytham Lion the 
starter button was fl oor mounted (where the clutch pedal would normally be) to 
avoid bringing into the cab heavy battery size cables –  the Lion was 24v starting but 
12v lighting and the starter switch was integral to switching the four 6v batteries into 
series for starting and then back to parallel for charging and lighting.  The gear lever 
is in the usual position to the left but there is no neutral gate to check if in gear or not, 
the torque converter lever has a position called ‘safety neutral’ which is centre of the 
gate and slightly forward.  Once safety neutral has been confi rmed and the ‘push-on’ 
handbrake is seen to be properly engaged the engine can be started.  With the engine 
ticking over it’s time to select converter drive – to do this gently pull the lever back 
to the gate then to the right towards the drivers left leg and forward, converter drive 
is now engaged, noiselessly and without any change to the engine tick-over, gentle 
pressure on the accelerator and release the handbrake and the vehicle moves off, 
with progressive use of the ‘loud’ pedal the vehicle picks up speed until 20mph is 
reached when a slight lift off of the loud pedal and a gentle pull on the gearlever,  
through neutral in a straight line, so the lever stands vertical into direct drive.  From 
here the vehicle can be controlled using the accelerator and footbrake as needed, on 
decelerating when the vehicle reaches about 8mph the lever is pushed forward into 
converter drive and the vehicle rolls to a stop on the footbrake.  Reverse is engaged 

The Lytham Lion LT7c, resplendent in its blue and white livery, after taking part in the 
London – Brighton Run in 1967       (Neil Steele)
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with the vehicle stationary.  The lever is pulled back from safety neutral into mid 
gate, the lever is physically lifted and moved over the ‘stop’ to the left hand side of 
the selector and allowed to go forward.  Reverse is now selected, again gentle use of 
the accelerator, release the handbrake and the vehicle moves off.   
 None of my tutors advocated maximum use of the accelerator to move off 
even on inclines, just suffi cient was advocated to get the vehicle away and let the 
revs build up.  Their reasoning was to keep the converter fl uid as cool as possible.  
They also stressed that safety neutral was best if stationary in a traffi c queue again to 
keep the fl uid cool as the turbine blades were stationary.  I suppose knowledge of 
how a converter works and common sense prevail here.  I would stress that the 
brakes, both foot and hand, need to be in very good order but I can’t remember 
having a heart stopping moment when behind the wheel of the Lion!
 As far as working on the torque converter goes it was stressed absolute 
cleanliness is essential, even routine maintenance and checks need to be done with 
their respective surrounding areas clean.  Ingress of foreign matter or water spell 
disaster for the operation of the converter.  
 Speaking to ‘those who were there’ they generally expressed the view that 
most problems with torque converters were caused by poor quality kerosene/paraffi n, 
poor quality engine oil and lack of cleanliness in routine maintenance and sometimes 
the lack of maintenance altogether!  The use of poor quality kerosene/paraffi n and 
poor quality engine oil generally gave rise to ‘gassing’.  The Leyland specifi cation 
for the converter fl uid was ‘high boiling point kerosene’ free from dissolved gas to 

A  TD3c chassis with torque converter in January 1934, note the radiator on the nearside for 
cooling the fl uid for the torque converter.  The engine shown is probably one of the fi rst E.39, 
8.6 litre, oil engines fi tted with an early HTC1 Torque Converter.  (Mike Sutcliffe collection)
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which was added 5% good quality engine oil.  The seals within the converter usually 
failed through incorrect fl uid mixture or foreign matter getting into the fl uid, a 
blocked ejector nozzle or lack of maintenance.  I well remember feeling very pleased 
having run the Lion round for the fi rst time following restoration, reversing to the 
garage doors jumping out and leaving the engine ticking over to be suddenly greeted 
by the converter dumping its fl uid all over the driveway!  The problem was traced to 
foreign matter in the ejector nozzle which is situated on top of the fl uid header tank 
so it was quickly and easily rectifi ed but served to emphasise how important 
cleanliness needed to be. 

 All vehicles with torque converter drive were fi tted with a ‘radiator’ through 
which the converter fl uid passed to cool. These radiators were usually fi xed to the 
nearside chassis member and mounted horizontally.  Thinking about it now this was 
probably not the best position as the radiator was shrouded by the bus bodywork as no 
attempt was made to direct a fl ow of air over it.  Today, vehicles fi tted with fl uid 
transmissions have their fl uid radiator fi tted alongside the engine coolant radiator or 
are even combined with the engine coolant radiator matrix at the front of the vehicle.  
 Routine maintenance to the converter involved checking and cleaning the 
ejector fi lter weekly along with the reserve tank fi lter, and monthly the radiator fi lter.  
Pipe work to the converter should be checked regularly for tightness and damage.   
Other points covered at the time was overheating which could be put down to gas in 
the system or a choked injector, or in rare cases the converter radiator choked with 
mud or insects.  Engine revving higher than normal in converter drive was usually 
due to the fl uid gassing or occasionally down to clutch slip.  Problems experienced 
with the free-wheel /reverse gearbox was usually down to incorrect oil being used, 
only engine oil to be used in this unit.
 The Lytham Lion went on two London – Brighton Runs, both without any 

A close-up of the front 
of one of the Sheffi eld 
TD5c Titans, showing 
the fl uid reservoir and 
“Gearless Bus” letter-
ing in the radiator.   

(BCVMT  L021590)
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trouble, and the 4cylinder 5.7litre oil engine returned 16mpg on both trips.  Since 
parting company with the Lion it has had a varied life and it now resides with a 
society member awaiting its second restoration.

The workings of a Torque Converter 
 For those interested, a very short version of how the torque converter works is 
laid out below and has been written using notes taken in 1964-67 and offi cial Leyland 
documents.  The Torque Converter should be considered as three separate units;
 a. The double acting clutch
 b. The torque converter  
 c. The free-wheel and reverse gear. 

 The two plate clutches are carried on large splined hubs fi tted to concentric 
shafts either side of a single pressure plate which serves to engage the desired drive.  
The inner clutch plate is mounted on a solid shaft which passes right through the 
unit, when this clutch is engaged this provides ‘direct drive’.  The outer clutch plate 
is mounted on a hollow shaft which carries the converter pump wheel, when this 
clutch is engaged the drive is taken through the converter to the free-wheel.  Selection 
of ‘direct drive’ or ‘converter drive’ is carried out with the gear lever, when direct 
drive is engaged converter drive is disengaged (via the appropriate clutch) and vice 
versa, both systems cannot be operated at the same time. 

Arrangement of the HTC1 Hydraulic Torque Converter, taken from the January 1934 
manual.  The fi rst version was designated HTC1, followed by the HTC2, built for railcar 
applications without a reverse gear, then the HTC3, a revised model for road transport, 
introduced mid 1935,  correcting initial teething problems, with improved oil seals and the 
blades were set at a different angle.   
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 The converter is essentially a three stage reaction turbine, the fl uid operating 
in a closed circuit. The pump wheel is of the centrifugal type mounted on the hollow 
shaft which transmits the drive to the free-wheel. The turbine wheel has three sets of 
blades, two sets of guide blades are interposed between the fi rst and second and 
second and third stages of the turbine wheel.  The angle of these blades decides the 
operating effi ciency, early versions were rated at 4.8-1, in later versions the effi ciency 
was 4.6-1.
 The reverse gear and free-wheel are housed in a casing secured to the rear of 
the converter casing. The reverse gear is of the conventional layshaft type and is 
driven through the converter. The free-wheel is of the roller type, the cam being 
mounted on a splined shaft driven by the turbine wheel and the outer race mounted 
on the splined part of the direct drive shaft.  When in forward converter drive the 
selector sleeve is engaged with the constant mesh splined on the turbine shaft.  For 
reverse the selector sleeve is moved back and engages with the layshaft gear and the 
outer race of the free-wheel.
 The gearlever has four positions; safety neutral (gearlever in mid forward 
position); converter drive (engaged by moving the lever slightly back and then to the 
right and forward); direct drive (engaged by drawing the lever right back from 
converter drive so the lever is in an upright position); reverse (engaged from safety 
neutral by lifting the gearlever and moving it left and forward).  Very concisely this 
covers the working of the Torque Converter!

Leyland Tiger TS6c, TJ 3279, was the prototype metal framed single decker with torque 
converter, seen in Thurston Road by the Canteen building.  It was later sold to Clydebank 
Motors as their No.6.            (BCVMT L013957)
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 We are indebted to Peter Davies for this selection of photographs of fl at-bed 
lorries, all taken by Peter over the years from the late 1950s onwards.  Many of these 
depict vehicles from fl eets which have long since gone and are now only a memory 
for many enthusiasts, they also represent better days when there was more heavy 
industry in this country, with lorries seen at the side of docks which no longer exist 
and on roads not cluttered up with so much traffi c.  Several of the photographs were 
taken in the vicinity of Bedfordshire where Peter lives and worked – he must have 
had his camera with him at all times!  Thanks must go to Peter for supplying the 
captions and to Malcolm Wilford for adding information on models, chassis numbers 
and dates delivered.

The Beaver badge gives this away as it is not a Steer as it would fi rst appear.  With a July 
1947 registration and a new 56B cab, it has clearly undergone a major rebuild in the late 
1950s.  It is seen heading along Sheffi eld Road past the giant Tinsley Wire Industries works 
in May 1965 and belonged to Myatt’s Transport, Cudworth, Barnsley.



Summer 2010 LEYLAND TORQUE No. 48 13

This 1955 Comet from Newark-based brewers, Warwicks & Richardson’s, was caught 
on camera as it headed down the A1 in Nottinghamshire during a heavy rain shower on 
5th August 1964.  One of three, TAL 469/70/573 (chassis 553823/25/93) this ECO2/4R is, 
unusually for a Comet, pulling a drawbar trailer, almost certainly an 8-ton Dyson.     

Pilkington’s Glass of St Helens were the owners of this Hippo 19.H/7, photographed just off 
the A5 in the region of Nuneaton on 5th June 1965.  It was new in March 1950 and supplied 
through H Woodward & Sons, Formby, with chassis 501733.  It has evidently received a 
non-standard pair of headlights sometime in its career.
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Liverpool registered JLV 252 was with one of the city’s best-known fl eets, that of Jarvis 
Robinson Transport, who ran numerous old Leyland Beavers including this 12.B/1, one of 
a batch delivered in October 1948, photographed along the dock road on in May 1966.

This Comet ECO2.1R, seen driving along ‘AA’ road, part of the extensive internal road 
system at Vauxhall’s Luton car plant, on 2nd June 1967, is from the Beverley based fl eet of 
E Brown.  The E stood for Emily, the lady who founded and ran this famous Yorkshire fl eet, 
whose leading customer was Armstrong Patents Ltd, the shock absorber manufacturers.
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A Beaver 12.B/1E (chassis 531828) new to British Road Services, Wolverhampton depot in 
October 1953, paused on the A505 between Luton and Dunstable so that the driver could 
get directions. The vehicle appears to be loaded with tyres, probably ex-Goodyear’s.

REP 132 was a 1963 LAD cabbed Comet 12C/3R, new in July 1963 to D Williams, 
Machynlleth, with chassis L11515.  It was later sold to Leicester based Edward Allsop Ltd 
and is seen inside a transit shed at North Gladstone Branch Dock No.1, Liverpool, having 
just loaded on the afternoon of 6th April 1972.
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HWG 582 was a February 1956 Octopus 24.O/4, number 101 in the fl eet of the well known 
Scottish haulier, J&A Smith of Maddiston, at rest in the lorry park at Tony’s Café, near 
Grantham on 5th November 1964.

An Ergomatic cabbed Super Comet 16SCT/11R from the Prescot, Liverpool based fl eet 
of Holt Lane Transport, parked in Kimpton Road, Luton, on 20th February 1970.  It is 
loaded with BICC cable drums, British Insulated Callender’s Cables being Holt Lane’s 
main customer.  It was new in January 1969, chassis no.950378, to Holt Lane Transport.
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Taken at Toddington Services on the M1 on 23rd July 1975, this photograph shows a Leyland 
Super Buffalo drawbar outfi t from C E Mills, Haulage Contractors, Carlton, Barnsley as it 
heads north in the early evening sunshine having delivered its load earlier in the day.

Also taken at Toddington, but over a decade later in June 1986, is this 1983 C40 cabbed T45 
Constructor 6 from the Wolverhampton based fl eet of Wise & Co Ltd.  Strictly speaking this 
is a dropsider as opposed to a platform lorry.  Note the side guards – required by law by the 
time this truck took to the roads.
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180. Leyland DD bodies with late type windows  (Torque Nos.46 & 47)
 Not the only West Riding rebuild!   Ex-Bullock Titan TD4 186, HL 7416  
received the top deck from 632 BHL 674 in 1950.   632 was a PD2, scrapped after an 
accident at Glasshougton in February 1950, but the top deck was undamaged and 
transferred to the TD4.  The reason for the new top deck is not known – can anybody 
out there enlighten, perhaps due to a low bridge accident?    A fi nal comment on BHL 
878 (677) – It is certain that Leyland didn’t do any rebuilding work on this body as 
West Riding being most reputable operators, had facilities to do this themselves.

 

Note that the new top deck fi ts perfectly – the dimensions of all 26ft x 7ft 6in Leyland 
double deck bodies were the same. Incidentally, the same type of glazing as the ‘fi nal 
design’ Leyland double deck bodies was also used on the Leyland underfl oor engined 
single deck body, and a very similar arrangement was used by Saunders Roe on their 
lightweight single deck bodies.   Alexanders also used the same format when re-
glazing the 1949 single deck bodies in the 1950s on body overhauls.
181. T. E. Short of Halifax   (Torque No.47)
 Please refer to the comments in the Editorial and the centre pages in this 
issue, but we have no information yet on the fi rm – can you help please?
182. When is a Lion not a Lion? No feedback yet on the above two topics. 
183. What is it?  Again its over to you!
184. Worldmasters Wanted
 Gliderways of Birmingham had a number of Harrington bodied Royal Tigers 
and Tiger Cubs.  In 1958 they were reputed to have taken delivery of two Royal 

( Alan B Cross)



Summer 2010 LEYLAND TORQUE No. 48 19

Tiger Worldmasters, also with Harrington bodies.   Any photos or information would 
be welcome please.
185. A Wartime Exercise
 John Howie has sent in two photographs of a Leyland Tiger TS4 in a Military 
environment during World War II.   The location is unknown as is the actual identity 
of the vehicle so it’s over to you!
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186.  Mystery Rear-engined Chassis
 Possibly the most interesting fi nd for Food for Thought for some time is a 
series of 8 photographs that have come to light in the BCVM Archive.  They were 
taken in November 1955 and depict a rear engined experimental chassis with low 
fl oor and independent front suspension.  Now, come along all you experts and tell us 
all about it!

(BCVMT L051912/15)
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Two very important and informative letters have recently been received relating to the Post-
War Lions, Part 1, article in the Society Journal No.11.   As Part 2 will be published at about 
the same time as this issue of Torque, it seems appropriate to include these letters here – Ed.

From Steve Palmano, Sydney, Australia   
 I enjoyed reading the article on Post-War Lions in Leyland Journal No. 11.  
Regarding the correlation between the Lion PSR1 and the Worldmaster, I think that 
it is fair to say that the Lion utilized a fl at-topped version of the Worldmaster frame.  
The latter had small arches (each with a 3 inch rise) over both the front and rear 
axles.  However, the use of a fl at-topped frame for the Lion does seem to be consistent 
with the Leyland design direction of the time.  The Lion also shared the Worldmaster’s 
worm and nut steering, which was an outlier in Leyland practice, the cam-and-double 
roller mechanism otherwise being preferred.
 If one looks at the progression of post-WWII Leyland underfl oor-engined 
chassis, the Royal Tiger had parallel (in plan view) chassis rails and a slight arch 
over the rear axles.  The frame width was 41 inches, and the rear axle springs were 
mounted under the chassis rails, not on the outside of them.  The frame width also 
seemed to have precluded an outside steering draglink.  By happenstance, the 
alternative arrangement used, with an axle-mounted bellcrank and split tie rods, is 
illustrated on page 26 of Journal No. 11.  What can be said of the Royal Tiger is that 
it seemed to have a simpler frame layout than its major contemporaries, the AEC 
Regal IV, Daimler Freeline and Guy Arab UF.
 The Tiger Cub introduced the international standard width frame, namely 34 
inches, with a slight arch over the rear axle only, and with the rear axle springs now 
hung outside of the chassis rails.  The narrower frame width also permitted the use 
of an outside steering drag link.
 The Worldmaster followed the pattern set by the Tiger Cub, except that the 
frame was also arched over the front axle.  I suspect that this may have been to 
accommodate the lower, CRT versions which would have had less clearance between 
axles and frames than the standard ERT versions.  As it happens Worldmaster chassis 
are illustrated on pages 24 and 25 of Journal 11.
 The Leopard L used the Tiger Cub frame.  On the other hand the Leopard 
PSU3 had a fl at-topped frame.  The PSU3 was essentially a longer Royal Tiger Cub 
RTC1, re-dimensioned to suit the 1961 UK Construction and Use regulations, and 
with a lower gvw option.  The RTC1 itself was an export model introduced around 
May, 1960.  Given its relationship to the PSU3, I would guess that it too had a fl at-
topped frame, but I do not have any information to confi rm this.  (That the RTC1 was 
the link between the L and the PSU3 seems sometimes to be overlooked when the 
Leopard is considered solely in a UK domestic context.)
 So production of the Lion seems to have started when Leyland was abandoning 
frames that arched over the axles, at least for its new underfl oor and related chassis.  
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There does not seem to have been any retroactivity in that the Tiger Cub, Leopard L 
and Worldmaster retained their original chassis forms, although the L was superseded 
by the PSU4 which was effectively a shortened PSU3, and therefore fl at-topped.  On 
the other hand, the three-axle Worldmasters built for Rhodesia (see Leyland Bus 
Mark II, page 272) did have fl at-topped frames, perhaps because they required a 
major redesign anyway.
 That the Lion PSR1 appeared in the transitional period may explain why the 
diagram shown at the top of page 38 of Journal No. 11 shows the Worldmaster-style 
frame arch over the front axle, an idea that was evidently abandoned before production 
commenced.
 Turning to the prototype chassis illustrated on page 37, I would guess that this 
had a Worldmaster front end, with 34 inches frame width.  Anything much wide than 
would have made use of the outside steering drag link diffi cult.  For example, the 
BUT ETB1 trolleybus chassis had a 39.5 inch front frame width (widening out to 44 
inches at the rear) and did require a split draglink, with the leading “half” positioned 
inside the frame.  Probably the rear frame width of the prototype Lion chassis was 
around 44 inches, but apart from this followed the Worldmaster pattern in elevation, 
inclusive of an arch over the rear axle.  It had springs mounted under the frame, and 
although it is not too clear from the photograph, it looks as if the springs were 
mounted below rather than above the axle.  Again it is not completely clear, but the 
brake actuators look to be frame-mounted, acting on the brake crosshaft, rather than 
axle-mounted.  These items suggest that the prototype rear axle assembly was taken 
from the Atlantean with minimum modifi cation.  On the other hand the production 
version had overhung springs and axle-mounted brake actuators.  In respect of the 
latter, apart from following Worldmaster practice, it seems that Leyland preferred 
this arrangement for its “transit” bus chassis, from the BUT ETB1 onwards.
 The production Lion may have been the only Leyland bus chassis that was 
advertised as being fi tted with “Power-Plus” engines, and in any event it was the fi rst 
such, being a contemporary of the initial Power-Plus trucks.  Perhaps the Power-Plus 
descriptor was also used with the truck-derived Comet 12C and 13C passenger 
chassis, but I have not been able to ascertain one way or the other.  For the other bus 
models, the use of the newer “spheroidal” combustion chamber engines was 
sometimes noted in the Leyland literature, but term Power-Plus seems not to have 
been used.  In some cases, such as the Worldmaster and Tiger/Titan, the transition to 
the spheroidal engines seems to have been done on a “silent” basis with no change 
in power and torque settings or speeds.  The Leopard PSU3 evidently had the 
spheroidal version of the O.600 from the start, with the L changing over at about the 
same time, in this case with different settings.
 The use of the electrically-controlled version of the Pneumocyclic gearbox as 
a standard fi tment seems to have been a carryover of early Atlantean practice.  The 
Worldmaster has the pedestal air-shift as standard, although many examples seem to 
have been fi tted with the electric shift.  As with other detail items, Leyland seems to 
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have been somewhat inconsistent in this regard, the standard fi tment varying by 
model with no clearly discernible pattern.

Lions, PSR1 etc from Harold Rushton, New Longton   
 In the mid 1960s I was a technician in the road test section of the Development 
Dept (often referred to as Research).  As far as I can remember a chassis came into 
the Department specifi cally to prototype and test the front mounted radiator.  As such 
it was slotted into the test programme and two of three of us were involved in the 
testing.  I can remember making some changes to the venting to overcome premature 
boiling and also that the front radiator gave little or no advantage over the original 
system.  The parts were sent out to Iran nonetheless and a colleague, Eric Platt, went 
out to oversee the fi tting and testing.
 I think that the performance in Iran was worse as long climbs in hot countries 
are usually accompanied by tail winds negating the benefi ts of ram effect.  I believe 
that one vehicle (at least) was fi tted with a combined system using both front and 
rear radiators and performed satisfactorily.  I am not sure whether Eric put together 
this system or if it was done after his return.
 The Worldmaster chassis was produced with two frame heights – as mentioned 
by Malcolm Margetts in his excellent article.  The 3” upsweep over front and rear 
axles was a feature of the low frame version.  I don’t recall this as a feature of the 
Lion (but it is a long time ago) nor does the photograph on page 38 of Journal No,11 
show such a feature.  However, I am sure that photographic evidence will still exist 
as it was usual practice for all prototype and test features to be photographed.  I 
would put the date as 1964 as I am sure we were still at South Works at that time.  
I have no idea what eventually happened to the test chassis.
 I remember it as the most uncomfortable vehicle I ever tested.  By the time I 
took over it had been fi tted with a temporary cab which happened to be lying around.  
This was a sheet metal and angle iron contraption into which a second seat had been 
squeezed.  We used to carry out cooling tests on the climb up Saddleworth Moor 
from Greenfi eld on the A635 to Holmfi rth.  This had a fairly uniform gradient over 
about 3 miles.  We had no dynamometer trailer in those days and used to load the 
chassis to suit the gradient keeping the engine at full load using the brakes usually at 
a speed of 10-15mph.
 With its long wheelbase the Lion was a cumbersome vehicle.  Our usual route 
to Saddleworth took us through Oldham on the A669.  This involved an acute left 
hand turn down a steep slope at Greenfi eld.  On our fi rst visit with the Lion we 
became straddled across the road with its heavy load and high gearing the Lion 
would not restart normally in reverse.  We got out of that by engaging gear with the 
engine revving – not a recommended procedure with the Pneumocyclic gearbox!  I 
think we took a different route after that!
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In the last issue of Leyland Torque, David Powell raised a question in “Food For Thought” to see if a
sheer co-incidence the above photograph was already earmarked for the centre spread in this issue show
Beaver was new to Websters Brewery, Halifax in July 1946 (chassis no.461346) and was the  rst of two  rst of two  B
on the Short  eet in Torque in the near future – has any reader any photographs and information on  eet in Torque in the near future – has any reader any photographs and information on  t

                     A  BEAVER 
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any photographs or information were available on the Halifax haulage  rm T E Short & Son Ltd.  By  rm T E Short & Son Ltd.  By 
wing JX 9276, an Interim Beaver 12.IB collecting goods from a run-down looking mill in Halifax.  The 
Beavers sold by them to Short, becoming nos.22/23 in that eavers sold by them to Short, becoming nos.22/23 in that eavers sold by them to Short, becoming nos.22/23 in that  eet.  It is planned to include a photo-feature  eet.  It is planned to include a photo-feature 
the operations of this interesting the operations of this interesting t  eet?                                                            (Arthur Ingram collection)  eet?                                                            (Arthur Ingram collection) 

 AT  WORK
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Thanks to Allan Condie, Alan Cross, Maurice Doggett, Mike Elliott, Mike Fenton, Roger 
Grimley, Peter Greaves, Alan Lambert, Ron Thomas and Mike Webster.

Stevenson, Uttoxeter, Leyland Tiger TS3, WG 37  (Torque Nos.46-7)
 Allan Condie suggests that the body shown was, in fact, the original supplied 
by Cowieson.  He also believes that the rebuilding work evident was of Alexander’s 
own body shops with the sliding roof still in place.  So, what was the reported 
contribution by Lawton?

Smalls, Birmingham, Leyland Royal Tiger, LOH 854  (Torque Nos.46-7)
 The assertion that this body was the last built by Auto-Cellulose has been 
comprehensively challenged.  However it is believed to be the last Leyland they 
bodied and the only body built on an underfl oor-engined chassis.  It replaced Smalls’ 
Auto-Cellulose bodied Maudslay SF40, BOP 664.  The fi rm built many commercial 
vehicles and further coach bodies on a Dennis Lancet (1951) and a Commer Avenger 
(taking 5 years to build, emerging in 1963!) as well as 3 Karrier Q25s  in the 1950s.    

Chinery, Acton, Suffolk, No.16, Leyland Cub KP3, GV 883 (Torque No.47)
 This was straightforward for our contributors.  A KP3 Cub (chassis 195) new 
in November 1931 with Duple C24F coachwork.  This is before Corona became a 
limited company based in Sudbury.  In 1938 the Cub was sold to R H Jones of 
Rhostryfan, Caernarfon.

Webber, Blisland, Bodmin, Leyland Cub KP2, BAF 453  (Torque No.47)
 Firstly, the imposing setting – Alan Cross photographed the Cub at Mount 
Folly, Bodmin on the 31st July 1952 at carnival time (as on the window sticker) and 
on Webber’s service to its home village.  The coach was one of a pair (with BAF 454) 
purchased by Hawkey of Newquay in 1935 as 20 or 25 seater coaches.  No-one has 
established the coachbuilder but Longwell Green may have rebuilt it postwar.

LCW, Landeilo,  Leyland Cub KP2, TH 4330  (Torque No.47)
 Again, straightforward – a 1934 Cub (chassis 2832) with Beadle 20-seat bus 
body new in May 1934 to L C Williams of Llandeilo, Wales.

J Martin, Salford,  Leyland Cub SKP2, RJ 9631  (Torque No.47)
 Shock of the round with suggestions from some that the body could be a 
‘sort-of’ Harrington coach.  However Mike Elliott and Peter Greaves supply the 
surprising fact that it is a very rare 1938 coach body from East Lancashire 
Coachbuilders, who were much better known for their double-deck bodies.  This 
SKP2 (chassis 7800) moved on to J Gee of Hindley Green, Wigan in 1949 and from 
1952 it went on to an unknown operator in Caernarfon, and then in 1955 to an 
unknown operator in the West Riding of Yorkshire.  The operator and location at the 
time of the photograph are unknown.
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NEW ITEMS
Leylands, of the 1930s, enjoyed a long life with the shortage of new vehicles during 
WWII.  Our next four photos include some vehicles with identity changes 

J Robbins, Easington Lane, Co. Durham, Leyland Tiger TS7, MNY 96
 How did a (presumably) southern English? Harrington-bodied Tiger which 
had been re-registered in Glamorgan (in 1952!) reach Co. Durham with Robbins’ 
Elmora Coaches?  The photograph was taken by the writer at Robbins’ premises in 
August 1955.  Examination of the ultra-curvaceous coachwork shows that with the 
drooping window line and a ramped fl oor, passengers in the rear seats would have a 
good view of the road if not of the sky!

At Glasgow, July 
1958, this twenty 
year old SMT Titan 
TD5 in a very tidy 
condition charges 
along on an ex-
Lowland Motor-
ways Shettleston 
service.  Possibly the 
chassis may be ex-
Western SMT but 
the body?  Hints 
of postwar ECW 
bodywork  even?

Scottish Motor Traction, Leyland Titan TD5, CS 7024 

(Bob Kell)
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Bere Regis & District,  Leyland Tiger,  LMG 734
 Alan  Lambert sends in this lovely view of a 1930s coach re-registered in 
Middlesex in approximately 1945.  The body, apart from ‘sweeping curves’ 
mouldings has the look of a 1938-ish Plaxton sliding-head coach with round-topped  
windows and pillar orientation.  The chassis could be a TS8 Tiger but those dumb-
iron covers look unusually tall – is there something odd about the chassis?

 The late  Andrew Johnson

Blue Bus Service Ltd, Slough,  Leyland Tiger,  JXT 492
 I’m not sure whether this body on, presumably a Tiger PS1, which has  
affi nities with contemporary Eastern Coachworks bodies, could be described as a 
‘Queen Mary Bus’ or is it a coach?
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BIZARRE  BODIES
 Perhaps built for promotional work or for a celebratory event, the bodies on 
these two Leylands extend beyond the merely ‘odd’.  The Blackpool Tower coach 
was registered LCD 201.  The ‘ship/ Titan represents a Mersey ferry-boat, I believe.  
Under what circumstances were they built and do they still exist?  Does any reader 
have photos of the vehicles before they were mutilated?

Bob Kell

Bob Kell collection.  Photographer unknown.
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 One of the major events in the history of Leyland Motors Ltd. was the 
appointment on May 1st, 1926 of George John Rackham as its new Chief Engineer.  
Rackham replaced Allan Fergusson who retired on the last day of April 1926 after 
23½ years service.  Over many years these facts have been quoted by numerous 
authors, yet are they entirely correct?
 While researching the history of Karrier Motors Ltd. the Huddersfi eld, 
commercial vehicle manufacturer, two former Karrier employees told me 
independently that the Chief Engineer of Karrier, Leopold Alexander Poole, went to 
America to bring Rackham back to work for Karrier, and when Poole returned, the 
story on the shop fl oor was that Rackham was coming to Karrier, yet he never arrived.  
So, what is the truth?  We learn that Rackham was born at Shorpham, Norfolk in 
1885.  He worked for Vanguard, the London bus operator, in 1906 at the time when 
Leopold Poole was in charge of the German built Milnes-Daimlers.
 By 1910 Poole was working as an experimental engineer at Leyland Motors 
under Henry Spurrier.  After visiting the United States in 1913 to inspect the principle 
automobile factories, he moved to Karrier Motors, again as experimental engineer, 
and took charge of all experimental work and design.  Meanwhile, Rackham in 1910 
is reputed to have been working for David Brown, Huddersfi eld, who were gear 
makers as well as producing the Dodson-Valveless Car and the later Bradford-Brown 
trolleybuses.  But checks on the 1911 British census reveal that Rackham was not 
resident anywhere in the UK so, was he working in Belgium with Green?
 In World War 1, when the War Offi ce Mechanical Warfare Department 
employed Harry Ricardo to design the engine for the British tanks, Poole became 
responsible to him as inspector of these engines being built at various works across 
north-west England, and also acted as Ricardo’s representative.  Poole rejoined 
Karrier as Chief Engineer in 1922 and was responsible for the design of all the 
vehicles and its own engines, meanwhile, Rackham, who had been also involved in 
the tank design team, visited the USA.  He arrived in New York on 22nd May 1922, 
having travelled on the White Star Liner “Adriatic” from Liverpool and  returned 
home to his wife at Carlton House, Old Carlton, London.  They then left England for 
his new appointment in America, arriving in New York on 20th November 1922 on 
the United States Lines Cargo Liner “President Monroe” the destination being given 
as Washington.  Incidentally his wife Mildred, then aged 32, was born in Betws-y 
Coed, North Wales and they had a daughter Lorna aged 5.
 At the 1925 Commercial Motor Show, Karrier Motors displayed the fi rst 
British rigid six-wheel passenger vehicle, which had been designed by Poole.  Shortly 
afterwards, he was asked by Karrier to visit both the USA and Canada to investigate 
and report upon six-wheelers and the fast passenger coaches operated there.  He was 
also asked to visit the principle automotive plants engaged in truck and bus 
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manufacture.  Poole left Liverpool on 2nd January 1926, arriving in New York on 13th 
January on the Cunard Liner “Aurania”.  His return was also on the “Aurania”, 
which arrived in Liverpool on 1st March 1926.  It was on his return to Karriers that 
the shop fl oor rumours said that Rackham was coming to Huddersfi eld.
 The next curious fact appears in the matters arising from the minutes of the 
Leyland Board Meeting, held at Ham Works, Kingston on Friday 26th March 1926.
“Visit to U.S.A. March 18/B7 (c)
 The Deputy Managing Director read a letter dated the 23rd March 1926 from 
Mr Thorold suggesting that the visit of the technical representatives of the Company 
to USA should be postponed for a fortnight or three weeks.  It was decided that the 
visit should not be delayed, and it was noted that Mr Nixon and Mr Henry Spurrier 
Junior proposed to sail on the “Berengaria” from Southampton on the 10th April.
 The Deputy Managing Director suggested that he should be authorised to 
expend the sum of  £2,000 on the purchase of any units or chassis that he might 
consider advisable.   The Deputy Managing Director’s proposal was agreed, and it 
was left to his discretion to make such purchases as he thought fi t within the sum 
named.
 Mr Nixon stated that he had proposed to take his wife with him on the journey, 
but as he understood it was the wish of the Board that no ladies should be taken on 
the trip he had agreed in deference to that wish to abandon his proposal though he 
desired to make it clear that personally he dissented from that decision”

The American infl uence on the Titan can be seen on this Safeway Model 66, supplied in 
December 1925 to the Cleveland Railway Co.   It had a “low height” and was fi tted with a 
Continental 14H engine.                  (Geoff Lumb collection)
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 Possible reasons for this dash by two representatives to go to the USA can be 
found in the following extracts from the April General Manager’s report.
1. “That the LSC Lion engine has given serious trouble in service, a great many of 

the outstanding diffi culties have been eliminated and its reliability improved.
2. Further problems existed with excessive wear taking place in the transmission 

brake, which gives the servo action.
3. Two Lion gearboxes were replaced under guarantee.
4. The Z type 30cwt chassis supplied to Barnsley continued to give trouble”
These entries suggest that all was not well at Leyland, at that time only a few Lions 
were in service and later reports reveal that Leyland had to do a “campaign change” 
to correct the many defects in this model.  (The model Z was certainly very troublesome 
but the Lion was going through a diffi cult period of teething problems and, after these were 
overcome, was an extremely successful model.  It is more likely that the reason for the trip 
was to consider the next generation of models with signifi cant development of vehicles in 
the USA, with lower frames, faster vehicles and pneumatic tyre developments, and in the 
current climate at Leyland, Fergusson was not considered the man to do the job! – Ed.)
 The minutes of the April Board Meeting contain the next curious entry.  This 
was “That the General Manager reported that Mr Allan Fergusson, Chief Engineer of the 
Company, had tendered his resignation and was leaving the services of the Company at the 
close of the present month.  It was noted that Mr Fergusson had been with the Company for 
23½ years; the resignation was accepted with regret.  It was proposed by Mr H Spurrier, 
seconded by the Chairman, and unanimously resolved that a sum of £1000 be presented to 
Mr A Fergusson on his retirement, the amount paid free of tax”

The second prototype Lion, the model originally being designated LC1, later called LSC1.  
Initial teething problems with the Lion caused friction at Leyland Motors   

(Geoff Lumb collection)
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 What is not clear is did Fergusson’s resignation in April 1926 occur before or 
after Spurrier Junior and Nixon departed to America.  Were Leyland offi cials aware 
of Poole’s visit in January and February and the possibility of Rackham being 
available to come back to the UK  hence the urgency not to delay their visit by two 
or three weeks?  In view of the numerous problems with new vehicles did Fergusson 
voluntary decide to retire or was he pushed out with an offer of the £1000 gratuity, 
which at the time was a substantial sum.  Also, what happened to the usual three 
months notice the Company expected?
 The next references were in the minutes of the LML Board Meeting held at 
Kingston on 30th April 1926  –   “The General Manager stated that Mr J. Rackham, 
Chief Engineer, would commence his duties on Monday 3rd May having joined the Company 
on 1st May.  He noted that the arrangements made with Mr Rackham was for a trial period 
of three months, after which, if satisfactory service was given, he would defi nitely be given 
an increased salary subject to the usual terms for senior offi cers of the Company, namely, 
three months notice on either side”
 Three months later the 22nd August Board Minutes reported that they were 
quite happy with Rackham’s performance and methods.  Meanwhile, on 19th June, 
Henry Spurrier Junior and Basil Nixon returned to Leyland.  Whilst in the States 
they had purchased a Yellow Coach, Y type, chassis from the Company where 
Rackham had been the Chief Engineer.   There is no factual evidence, so far, to say 
that they were instrumental in engaging Rackham to work for Leyland.
 The fi rst press coverage of Fergusson’s retirement and Rackham’s appointment 
as Chief Engineer appeared in the technical press in the middle of June 1926.  Was this 
delay due to the fact that Rackham and his wife did not arrive at Liverpool on the 
Cunard Liner “Scynthia” from New York until 31st May 1926?  On arrival his forwarding 
address was his father’s home, which was Clavering Farm, Edmonton, London.
 The General Managers reports for the month of June say that  – “The Chief 
Engineer, in the month, visited the Companies principal users including several branches 
of the British Electric Federation, the City Omnibus Company, London, Eastbourne 
Corporation and the United Counties Omnibus Company.  He gathered from them useful 
information regarding conditions of bus operation in this country, which enable him to 
assume the correct angle in relation to this in designing the new bus chassis.  Leyland’s 
Southern Manager report said that he had accompanied Rackham, and that the chief object 
was in order that Rackham should meet the various gentlemen, though at the moment there 
are no prospects.  The BET Companies visited included Maidstone & District and 
Southdown”  So, was Rackham working at Kingston initially and did he when at 
Leyland, Lancashire, have his wife and family with him?
 
 Equally strange is the resignation of Rackham himself, where the General 
Manager’s Report for May 1928 says that  –  “Mr G. J. Rackham, Chief Engineer, 
tendered his resignation during the month, asking to be released at the earliest moment 
owing to the fact that he had been successful in obtaining an important appointment with 
one of the Company’s competitors in London.  His resignation was accepted, and 
arrangements were made for him to terminate his engagement with the Company in the 
early days of June”
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 So, is this why Rackham could have started designing the new engine for 
A.E.C. in June, enabling patterns to be made, parts cast and machined, to enable the 
fi rst engine to be assembled and then tested on 29th September 1928?  Yet published 
sources say that he did not start at A.E.C. until 1st August!  At the time of Rackham’s 
resignation from Leyland many of the technical journals had been publishing letters 
and articles in response to Mr G J Rackham’s paper “Modern Omnibus Design” read 
on 14th December 1927 before the IAE in Manchester.  A portion of the paper was 
devoted to an attack on six-wheeled vehicles by Rackham.   One of the people 
attending this meeting was Sydney S. Guy who criticized this attack, to which Mr 
Rackham did not reply, but Mr Liardet, the General Manager of Leyland, stated “that 
his Company was not against six-wheel vehicles and the expression of opinion of 
their Chief Engineer must not be taken as the opinion of the fi rm”.
 The editor of the Tramway and Railway World published a letter from Sydney 
S. Guy, Managing Director Guy Motors Ltd who went to some length to draw 
attention to the unjustifi able attack on the six wheelers by Rackham and Leyland.    
At this point it is worth noting the following extracts from the Leyland Western 
Area’s Manager which was included in the November 1927 General Manager’s 
Report  –   

A letter sent from the 
Sheffi eld branch of 
the Brighouse Motor 
Agency (Leyland 
Agents) to their head 
offi ce after seeing the 
Titan in Sheffi eld, 
and mistaking it for 
a Leviathan!  There 
was clearly secrecy 
within the Leyland 
organisation relating 
to the new model.

(Geoff Lumb 
collection)
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 “I had already studied the General Manager’s Olympia Show message and 
during the Show his instructions were carried out to the letter so far as interpreting 
your views at HQ, on the relative merits of the six-wheel machine and our alternative 
in the shape of the TITAN specially designed four-wheel chassis.”
 I am glad to note in yours of the 1st inst. that it has not defi nitely been decided 
to give up the idea of manufacturing a three-axle passenger machine.  When I wrote 
you I had at the back of my mind a statement made by the General Manager to the 
effect that he would like to blow up the TITANIC after he had supplied the two 
machines which we are committed to supply to the Sheffi eld Corporation.  Of course, 
the GM was only speaking fi guratively but none the less, one can read between the 
lines that not one of you at HQ really approve of the six-wheeler,”
 From many conversations I have had recently and even since the Show I am 
sure we cannot afford to ignore the six-wheeler as such, and it would be better for us 
to accept the situation, proceed cautiously so far as production is concerned, to sell 

Sheffi eld tested the fi rst Titan (TD 9522) as early as 13th April 1927, though a newspaper 
report grossly exaggerated its carrying capacity.  Four months later, on 27th July, the Titanic 
demonstrator (TE 1128) arrived in Sheffi eld, resulting in an order for two Titanics.   

(Geoff Lumb collection)

Competition from Guy, Karrier 
and Thornycroft for six-
wheelers in the larger cities 
was fi erce and this was one 
of four Karriers in Sheffi eld.  
It was originally delivered 
in April 1927 to Mrs Gilbert 
(Contemptible Omnibus Co), 
Dublin, but was not allowed to 
operate due to its size - 14ft 7in 
high and 27ft long (but looking 
much bigger!) and was sold to 
Sheffi eld Corporation.   

(Geoff Lumb collection)
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the model rather than lose an order which is what we shall do if we fail to come 
forward with the machine required.   We must not, as you say, condemn the six-
wheeler but rather try “to persuade the customers to our substitute idea in the shape 
of the Titan”.
 You are aware of Mr. Priestley’s (Liverpool Corporation’s General Manager) 
ideas on this subject and to the fact that he told our GM that the Titan was an 
unmentionable abortion.  In fi nishing let me ask you once more to go ahead with the 
six-wheeler Titanic, in a modifi ed way if you like, but on some productive basis.  We 
must also make up our mind, whether we like it or not, to supply this chassis for the 
maximum seating capacity single deck type, namely, 40 seats, and in this direction 
we have Mr. Pilcher of Edinburgh proving to us that he considers this the best type 
of vehicle, merely to take another example.
 My own opinion is that, in another 12 months we shall have dropped our 
present antagonism to this model but unfortunately, as Mr. Priestley pointed out to 
our GM, we shall by that time have lost hold of the market and fi nd it very diffi cult 
to get in again.  Other manufacturers are producing a six-wheeler, apart from Karriers 
and Guy, and we have in the steam wagon world fi rms like Sentinel and Foden 
thinking likewise”
 Further coincidences at the time of Rackham’s resignation can be found in the 
April 1928 General Manager’s reports.  These highlight a problem that “its 
competitors were not slow to point out that the “Titan” is not capable of carrying 51 
passengers without exceeding the maximum legal weight.”  It is worth pointing out 
that the six-wheel buses could be 3 tons heavier than the Titan when fully laden, 
which is why the Titanic body was able to have an enclosed staircase.  Was the 
Titanic’s body designed by Leyland’s Chief Body Designer, John Harrison, who had 
held this position from 1921, before becoming some time later the assistant Body 
Works Manager?   In 1938 Harrison moved to Dennis Bros, Guildford, and was 
appointed Body Works Manager there.
 In 1928 the fi rst production Titan TD1 buses were entering service.  Records 

An early Sheffi eld Tiger TS1 
was 142, WE 3062, chassis 
60108, with Leyland body, 
new in 1928 and clearly 
showing the American infl u-
ence with very angular lines 
of the body and nickel plated 
radiator shell.  These nickel 
shells were prone to damage 
and were dropped in favour 
of a conventional cast alu-
minium radiator after the 
initial stock of 150 shells had 
been used up.   (WGS Hyde)
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at Sheffi eld show that the fi rst twelve delivered had to have replacement engines 
fi tted very quickly, while the two Titanics at Sheffi eld were each fi tted with two 
replacement engines by the time they were withdrawn.
 Another challenge to the Titan was the introduction, in early 1928, of two 
“Super Safety Tu-Dec Saloons” by Ideal Motor Coaches who used them on a service 
from Luton to Edlesborough, which went through Totternhoe passing Valley Forge?  
(Yes they did! – Ed.)  These double-deck buses were lower in height than the Titan.  
The Strachan and Brown bodies, designed by Motor Bodies Ltd. of Luton, whose 
premises were next door to Commer Cars Ltd (where LA Poole was now Chief 
Engineer) were mounted on Karrier WL6/2 chassis.  While the Titan had an old-
fashioned open staircase and a cramped upper deck layout, the Ideal “Tu-Dec” when 
built had fully enclosed platforms and folding doors, while the upper deck seating 
was individual staggered bucket seats facing slightly forward, placed back to back 
along the centre of the upper deck, being accessed from two side gangways – all 
features common on many 1926 American Designs.
 Some 85 years later it can be diffi cult to establish and try to understand the 
circumstances appertaining at the time.  While the Board Minutes and General 
Manager’s reports don’t tell the entire story, the press reports can also be misleading.  
The problems in manufacture can often rebound on the managers involved, like all 
companies then and now, they don’t want any adverse publicity.  It is evident that 
Leyland’s policy was eventually dictated by its fi nancial backers, who really put all 
their eggs in one basket – i.e. the two axle models, but was it the Company or 
Rackham who was really attacking six-wheelers?  When Rackham was at AEC over 
a thousand were built for London and other operators, while the six-wheel trolleybus 
continued to be built until 1959 with the last UK examples being purchased by 
Huddersfi eld, the town where the fi rst six wheel passenger chassis was built in 1925.  
Ironically those Sunbeams were built by Guy Motors Ltd. indirectly successor to 
Karrier Motors’ trolleybus activities.
 To sum up, after all the smoke and mirrors, the Shop Floor rumours at Karrier 
seem to have had some substance.  I am grateful for help given in collecting some of 

Karrier’s answer to the low 
height of the Titan was this 
rather heavy-looking low 
height double decker with 
two upper deck sunken 
gangways.  Having three axles 
it did not have the same weight 
restriction as the Titan and this 
allowed an enclosed staircase 
and platform doors, however, 
very few were sold.  

(Geoff Lumb collection)
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the material used in this article, especially to Christine Aldridge and Barbara Barron 
whose husbands are both involved with BCVM at Leyland.  (Thank you Geoff for an 
excellent article on this fascinating subject, possibly the most important and interesting era 
in the history of Leyland Motors, certainly a topic visited by enthusiasts time after time and 
well covered in our magazine – we are learning all the time!  I can’t help but notice a slight 
bias to Karrier, but that is understandable and quite OK! – Ed.)

This excellent photograph has turned up since the recent articles on Sheffi eld and the 
Titanic article, and it seems appropriate to include the picture here.  It depicts Sheffi eld 
Titanic No.111, WJ 7039, a model TT1 originally demonstrated to Glasgow.  LML records 
suggest that its H34/26R body was built by Leyland, not Cowieson – see pages 37/38 in 
Torque No.44.
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Tiger/Titan Transmission Noises – From Malcolm Margetts 
 This letter was in response to problems with the ex-Ribble Titan TD5 transmission 
vibration problem reported by Chris Nelson in the last issue.  Malcolm’s answer is of a rather 
technical nature but is included here as this can be a common problem with preserved 
vehicles, many of which are well worn through long active service.
 My transmission experience at Leyland was entirely gained in the fi rst half of 
the ’60s on goods vehicles where noise problems are less critical.  Nevertheless we 
had some very real problems with long wheelbase Beavers with trailers operating in 
Denmark and Switzerland.  Ostensibly there is little in common between pre-War 
8.6 powered ‘deckers and 2/3 generation later goods vehicles, but what we found 
may throw some light on Chris’ problem.
 Our problem was severe vibrations which had all the hallmarks of his 
experience at a critical road speed, much worse on the overrun at about 80% of max 
road speed.  It existed in any available gear so was not related to the gear ratio in the 
manual gearbox.  The differences between his and my experience was that we could 
drive through the problem but it was diffi cult to keep above the critical speed and 
you were still left with the problem when slowing down.  Remember we were 
dealing with vehicles that were almost new so bearing wear was initially not thought 
to be a problem.
 After several visits and many changes of individuals’ components we 
managed to eliminate the problem but all the following factors had a bearing on the 
outcome, some of which cannot be applied in a bus preservation situation but some 
may have a bearing on the problem.
 The solutions included:
1 -  A much higher standard of prop-shaft balance 
2 -  Introduction of a spring centre clutch plate ( I can even remember the part number, 

582416) 
3 -  A new design of trunnion blocks centre bearing support designed to eliminate 

any misalignment in the drive line. 
4 - Wedges to fi t under the rear axle seats to alter the diff input fl ange angle in 

relation to the centre bearing. (I can’t remember the angle but it was between 1 
& 3 degrees) 

5 -  Change of centre bearing to a very fi ne tolerance roller bearing, I seem to recollect 
that this was known as a dot 3 (aircraft standard) 

 Converting these fi ve points into practical steps for your consideration, it may 
be worth the time and effort to carry out the following (numbered as above):
1 -  Remove both prop-shafts, check for worn or sticking splines and trunnion bearing 

cups. Damaged or worn needles are a no go where vibrations are concerned. 
2 - This is not practical 
3 - Check the prop-shaft centre bearing, this would be my fi rst focus of interest if the 

noise is gradually getting worse. Also check the bearing housing and if it is bolted 
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to the cross member try slackening of the mountings, run the vehicle with the 
rear axle on stands and then retighten. It could just eliminate some misalignment. 
Make sure the various fl anges are secured to the correct torque fi gure.  This is the 
primary suspect area.

4 -  See test procedure (item 2) below. 
5 - Find out where the local truck or bus dealer gets his prop-shafts balanced, 

shortened or lengthened, and if other remedies fail consider having the shafts 
balanced by this source.  To save cash have the rear one (which is usually the 
longer) balanced fi rst.  Inspect the cage and balls of the centre bearing for pitting 
or unusual wear, replace if in any doubt. 

 Chris mentions that the problem has worsened in recent months.  If there has 
always been a small problem but not a critical one until recently and is getting 
steadily worse, then it is probable that wear and or misalignment at some point is 
inducing the problem.  With care, feel the temperature of the centre bearing/housing, 
any temperature too hot to touch confi rms a suspect bearing or misalignment but 
absence of heat does not indicate that all’s well, simply you cannot reproduce in 
preservation everyday operating conditions of 18 hours running at 5 stops per mile.  
 Testing:
1 - To try and get a better understanding of the problem, some back to basics testing 
may be necessary.  Choose a test run where the problem can be reliably induced.  
Make this your standard test routine and try and get a second opinion of the problem 
and its improvement or worsening at subsequent tests.  Always get a second observer 
to judge any +/- results and try and conduct tests in dry road conditions  - wet weather 
makes things sound worse. 
2 - Carry out the following test and judge any improvement – (a) With no passengers, 
measure the rear platform height to the road and test for noise and with a companion 
carry out noise test.
(b) With many passengers all seated behind the rear axle again take the measurement 
and providing you have obtained a couple of inch reduction in platform height re test 
and compare results.  I will explain the reason for this test – if there is a misalignment 
in the prop shaft angle in relation to the worm axle input fl ange, and noise is less or 
greater when heavily laden this suggests an alignment problem.   By heavily loading 
the rear axle it will marginally alter this angle and may provide the result such a 
misalignment (the same effect as fi tting wedges) you are seeking.  If there is no 
difference in noise abandon the test as you will be wasting a lot of time.  If you 
cannot easily reduce the platform height by more than 3/4 inch, this exercise is 
probably best discontinued.
 I cant really think of anything else, except for the obvious check of all adjacent 
nuts/bolts close to the bearing and its housing.  I wouldn’t be too worried about the 
slog in the worm drive, but do drain the oil off, fi lter it and then return it to the diff, 
if it’s very bronze in colour wash out with a spray and refi ll with new oil.(special 
worm drive oil).  This will have no bearing on the noise problem, but is just a sound 
precaution.
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 Finally on a nostalgic note, I lived in New Longton from 1950 to 1959, served 
by the P3 & P4 route.  From 1950 to about 1955 it was PD2 operated but then for 
two or thee years it reverted to pre-War TD5 lowbridge operation, until the PDR1/1 
arrived.  It’s possible that RN 8622 may have served this route.  I seem to recollect 
some were re-bodied by Burlingham, ECW and Alexander.  My wife Wendy comes 
from Carlisle which was a TD5 highbridge stronghold, but in fairness she probably 
wouldn’t know the difference between a TD and a Sentinel!   It is sad to say I knew 
several of Leyland’s pre-War service engineers but all have now passed away.

Lion in Tasmania – From Steve Milner, Lincoln
 Steve has sent this rather depressing report of a LSC3 Lion in desperate need 
of love and care in Tasmania.  Registered TY 3673, it is a 1927 Lion that was with an 
operator that was taken over by Lincolnshire Road Car Co.  It was later exported and 
used as a caravan until the 1960s when it was bought by the present owner, who is 
something to do with the transport museum at Glenorchy and owns a couple of rail 
locos, to secure it from being scrapped.  It’s been sitting in his garden in Acton Park 
ever since, and he doesn’t really know what to do with it - it’s now deteriorating 
rapidly.

Octopus Tankers in Jersey – From  Derek Vivian
 The attached photo of the two Leyland tankers belonging to the Jersey 
Electricity Company may be of some interest to the Leyland Society - it was taken in 
June 1967 on Queen’s Road, St. Helier, Jersey.  As can be seen, the fi rst  tanker J 28017 
was towing an ex-German WW2 tank transporter trailer which some 22 years before 
was left in Jersey by the German occupying forces.  The load was a 50 ton diesel 



42 LEYLAND TORQUE No. 48    Summer 2010

generator being taken from Queen’s Road power station to the then new La Collette 
power station.  The trailer is still in Jersey and is stored at the Pallot Steam and Motor 
Museum in Trinity.  The second Leyland tanker was used to assist the braking of the 
trailer as the load had to descend a very steep hill.   As can be seen in the picture, they 
were detaching the second tanker from the trailer.  These tankers were used to transport 
fuel oil to the Queen’s Road Power Station from storage tanks at St. Helier harbour.  J 
28017 left Jersey about 1977 and the second tanker left about 1971. 

 Two other photos may be of interest.  The Leyland Octopus 24.O/11R Road 
Tanker was taken exiting the tunnel at St Helier Harbour where it was loaded up 
with oil, the Jersey Electricity Co. livery being bottle green with white.  J 13504 is a 
Leyland concrete mixer belonging to Ronez.  J 28017 was sold to a transport company 
in Jersey and they removed the tank which they cut in two to fi t onto smaller vehicles.  
I believe the chassis and cab went back to the UK. 
Malcolm Wilford has kindly provided the details of the two tankers from his Leyland records 
–  J xxxxx?   Leyland Octopus 24.O/4 model is chassis no. 580636, line no. 775, delivered  
17/4/58.   J 28017  Leyland Octopus 24.O/11R is chassis no. 621738, line no. 48, delivered 
12/2/63
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Lancashire Cotton Corporation livery – From Denis Kay
 The photo I originally forwarded on was Leyland Comet in L.C.C. livery, 
around the period 1953 when my Hippo was put on the road.  The Hippo, ONC 7, is 
a total restoration job and it is the LCC logo we require to enable us to replicate the 
livery.  A mention in Leyland Torque please might jog someone’s memory.  Philip 
Carlton says - As far as I can remember they were all over black.  As a child I can remember 
them delivering to Foxsons Mill at Staincliffe between Dewsbury and Heckmondwike.  
Incidentally where the mill was is now part of Dewsbury Hospital.

Comet in Australia – From Phil Dixon
 I thought you might be interested in these pics, an Uncle on mine scanned 
1200 old slides and sent  a copy of all to me and I was amazed to fi nd these in the 
collection, because of my interest in old Leylands/ Albions, also as I spent many 
years touring the out back, but in Leyland owned Denning Coaches.... now there is an 
interesting story for you if you are interested?  Denning coaches were the Rolls Royce 
of coaches in Australia for many years, can send you some great pictures of Dennings 
in the outback?  Maybe you might not like the screaming American Detroit 2 strokes 
that powered them? I was unaware that my uncles had done the trip, my older cousin 
is the little fellow on the right, so guess this was some time around 1950/51 at a guess, 

you would know 
when they fi rst 
made this model?
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Whiteleys’ Leyland RAF Type – From Alan Lambert
 I know you like the odd lorry for Torque - what about this one?  The caption 
says it is an RAF converted to pneumatics.  - Yes, it is a Reconstructed RAF type, 
registered XT 8673, c5/24, No.505 in the Whiteleys fl eet.  It was converted to 
pneumatics, probably around 1928, and at the same time received an electric lighting 
set.  It has a Leyland built cab and looks very attractive with its trailer and two 
herringbone “lifts”.  (Does anybody know if Whiteleys had any other Leylands? – Ed.)

Brewery Lorries & Cabs – From Alan Townsin 
 I liked the ‘Brewery Lorries’ feature on pages 8-12 of Leyland Torque No 45.  
I don’t pretend to have much detailed knowledge of Leyland goods models but am a 
bit puzzled by parts of the caption to the picture of DXP 698 (chassis 16765), the 
Octopus.  Newall’s guide indicates that its registration number would have been 
issued in March-April 1937. 
 If we assume it was built to comply with the maximum 30ft length then in 
force for rigid vehicles with more than two axles, the length from the front of the 
vehicle to the back of the cab set the available body length.  The general front end 
layout including what can be seen of the driving position looks typical of the type at 
that period and I don’t think the ‘architecture’ of the cab infl uenced the body space 
available more than marginally.  I doubt if it would have been practical to reduce the 
distance from the rear of the cab to the tip of the front dumb-irons while leaving 
suffi cient room for drivers (themselves of varying build) to control the vehicle safely.  
The only way to reduce this length signifi cantly would require the positions of the 
steering column (or at least its angle) and pedals to be moved nearer the front of the 
cab, altering the design of the steering and pedal assemblies radically. 
 There’s an interesting table including ‘overall chassis length’ and ‘rear of 
driver’s seat to end of frame dimensions’ in the Autumn 1937 list of specifi cations 
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issued by the Society of Motor Manufacturers & Traders, doubtless in time for the 
Show held that year.  It would have been based on the various makers’ own fi gures, 
and the difference between these items for the various long wheelbase Hippo and 
Octopus models comes out at 5ft 5in.  This suggests that the proportions and the 
relative positions of the main controls were much the same as on G J Rackham’s 
original family of six-cylinder passenger models begun by the TD1 and TS1 in 1927.  
I suspect that the complete driving position and its layout was simply carried over, 
the main goods range continuing into the mid-1930s only slightly modernised by the 
use of a deeper radiator and not given any major front-end revision akin to the TD3/
TS6 generation of passenger models from 1933. 

Sheffi eld / Bennett, Croydon – From Peter Geaves
 You may like to know that the chassis numbers of the TS4s, OY 2567-77, of 
John Bennett, Croydon (see Torque No.47) were as follows, and in this order – 288, 
756-60, 765, 761-4 (11 vehicles in all).  Also, I have seen other references to the 
Strachan re-bodies as 1947, and I have OY 2567 to Hasemere, Snodland by 9/58; I 
don’t know if they went under the Pelham Coaches banner.  OY 2572 was re-registered 
GXE 901 in 2/44.
 Regarding Sheffi eld, DWJ 114/165 (pages 33/34) were new in August 1937.   
(Three readers have pointed out that there is something odd about the photograph of the 4 
TD7s at the bottom of page 32 – look closely at the dumb-irons of GWJ 626, the 2nd Titan in 
from the right – it has the longer type TD5 dumb-irons!  Has there been some funny 
business going on here with an exchange of chassis frames – who can throw light on this?  
Were the dumb-iron covers interchangeable??)

Holdsworths – From Robin Hannay
 Thank you and your team for another informative issue.  I was particularly 
interested in the photograph of Holdsworth’s LF45.180 shown in conjunction with 
the ‘What Leyland’s Doing’ article.
 Holdsworth must be one of DAF’s most loyal customers as towards the end 
of this year they will have been operating Leyland Roadrunners and their successors 
– 45 Series and now the LF – for 25 years and I believe that all their 7.5 tonne vans 
are still built at Leyland.  My interest in the fi rm began when, as Sales Manager for 
Kays of Buxton, I sold Michael Holdsworth four Roadrunner 8.13 vans which entered 
service in November 1985.  Within 2 months, he asked me to quote for the replacement 
of his 3 remaining vans, which included a Ford Cargo which was less than a year old.  
As a result, early in 1986 he was operating an all Leyland Roadrunner fl eet – possibly 
the fi rst in the country.  
 His premises were, where his headquarters are, in Tideswell, Derbyshire but 
since then he has expanded with Depots in other parts of the country.  Unfortunately, 
I lost contact with the fi rm when I joined Chatfi elds of Manchester in August 1986, 
although I quoted contract hire companies for the supply of 45 Series vans for their 
use at locations elsewhere.  If this information is of interest for you to include in 
Torque, I am enclosing a photograph of two of their fi rst four Roadrunners.  May I 
have copy of Torque 47 to send to Holdsworths, please?
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 I think the Roadrunner was a design triumph for Leyland Trucks.  Introduced 
in 1984 with equally impressive T.V. advertising  featuring a Roadrunner driving on 
two wheels.  This was their fi rst model in which computers aided the design, resulting 
in the lightest 7.5 tonner (4 ton payload was achievable with a van body and as a 
tipper, subject to specifi cation), a lively performance, and a good fuel consumption.  
I really enjoyed driving them, even though my preferred vehicle was an 8 wheeler.  
It was extremely manoeuvrable and my favourite thing to do when I was demonstrating 
to a prospective customer, was to park close to another vehicle or obstruction.  When 
the driver got in, I explained the controls, etc and then let him start the vehicle.  
When he wanted to engage reverse gear, I asked him to chose fi rst and look through 
the kerb viewing window to see his clearance and they were amazed at the lock.  The 
only criticism I received concerned the standard driver’s seat on which a portly 
driver could feel the steel frame.  However, if the optional air suspension seat was 
chosen, it overcame this but about 28 lb. payload was lost!!!  The current LF still has 
many of these attributes but has an even more impressive specifi cation and super 
driver comfort.   Unfortunately I haven’t driven one.

Tesco Leyland Olympians – From Ken Davis 
I’m no expert on buses but thought the attached may be of some interest to others, or 
failing that, they can go on fi le for the record.  Background info. –  photographed on 
28th. Jan. 2010.  Two Leyland Olympians are operated by Shamrock Buses of Holton 
Heath, Poole, on the local Tesco free bus service in Ferndown, Dorset.  I was 
intending to photo only the green one, E849 DPN, as it still sported the Hants and 
Dorset name which I believe no longer exists as a separate entity.  Then one in 
“Tesco” livery turned up, E858 DPN,  so I thought that these two together with 
different colour schemes and close registrations may be of further interest to the bus 
enthusiasts within our ranks.

The Green Olympian in Hants & Dorset livery

Readers, please note – When sending photographs please send them at a high resolution 
(scanned at least 300dpi) otherwise they are not as clear as they might be (as in the case of 
the Olympian above)
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Wartime Coach Operations – From Ron Phillips
 Two points struck me when reading the excellent Spring issue of Leyland 
Torque.  In John Bennett’s article on the Croydon coach operator John Bennett, he 
wonders what the coach fl eet did during the Second World War, when express coach 
operations were suspended.  I fi rst asked myself that question in the fi fties when I 
read Alan Townsin’s article on “unfrozen” buses in “Buses Illustrated” and found 
that a Leyland TS11 with bus body had been delivered to a coach operator local to 
me which only normally used AECs.  I later discovered that this operator had been 
contracted to move Chinese sailors between Liverpool and other ports, as these men 
were not allowed to remain in Britain, but had to be assigned to other ships destined 
for the Far East as soon as possible.  The fi nal chapter in that story was the mass 
deportation in 1947 of some 700 Chinese sailors who had been “left behind” after the 
War ended.  Buses and coaches were widely used for troop transport within the UK 
under contract to the War Offi ce, in addition to those vehicles which were requisitioned.  
There was also a need to transport civilians from areas of heavy war damage.
 Secondly, the interesting item on Pochin coach bodies does not mention that 
Pochin also operated buses, as did many building contractors in the fi fties, to transport 
their own work force.

FOR SALE

Leyland O.600 engine oil fi lters  –  New stock of fi lters available again, 
price £20, from Museum of Transport, Boyle Street, Cheetham, Manchester M8 
8UW.  I will be going to the rally at Leyland and can deliver fi lters then.  Contact 
0161 205 1082  email@gmts.co.uk

1933 Leyland Beaver  –  fi rst registered to a Scottish Brewery in Leith near 
Edinburgh.  Fitted with Gardner 5LW engine and it is a big restoration project.  
Contact Alwyn Stafford, 01915 842897, Durham. (alwynmurray1@talktalk.net)

COVER PICTURES

Front Cover  –  The Leyland Constructor range was extended in the late 1980s with 
the addition of a lightweight model.  This 30.26 was powered by a Leyland TL11 
turbocharged engine developing 260 hp and fi tted with the narrow version of the 
C40 cab to reduce unladen weight.  The aluminium tipper body is an additional 
weight-saving feature.                  (Peter Davies)

Back Cover  –  This Maidstone & District Leyland Titan PD2/12 with 58 seat 
Leyland “fi nal design” Hybridge body was exhibited at the Festival of Britain in 
May 1951,   NKT 876 was chassis 510805, line no.3029, and this model was arguably 
one of the most handsome double decker buses ever built.  The Skylon can be seen 
in the background.           (BCVMT L042782) 
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REVERSE LIVERY BUSES FOR SHOPPERS IN LIVERPOOL 

 This cream Liverpool Corporation double decker is one of 5 selected from 
Leyland Titan PD2/20/Alexander batch, L141-170, for use on a city centre shoppers’ 
service in 1965.  L161, above, RKC 262, is seen parked at the Pier Head bus station. 
Apart from the reversed livery and special advertising, these buses had a single piece 
front indicator in place of the usual three apertures.  The fi rst Alexander bodied 
Leylands in Liverpool were not very successful, many having to be rebuilt, but from 
1969 (by then in the MPTE era) Alexander bodies on Atlantean chassis became a 
preferred choice.  (Ron Phillips, with apologies for the quality of the photo, taken in rather 
poor lighting conditions)
 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. Distribution by Ron & Alexandra Phillips. It was printed by 
Proco Print, Sheffi eld. Items for inclusion in the Autumn 2010 issue should be sent to the Editor by 
20th July 2010, please.
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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, contact via David Bishop

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

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

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

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

COMMITTEE MEMBER 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
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