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Editor

It has been another excellent quarter for the receipt of interesting letters – thank 
you!   We had a record number of responses to Odd Bodies – 22 people (4% of 
membership), a really good result and demonstrating that this continues to be a very 
popular topic in Torque.  We could however, do with some more photos on unusual 
bodied Leylands for inclusion as we never have a very big stock in hand.
 Although much material has been received on Ashok, it needs a lot of sorting 
out and editing and there has just not been enough time this quarter to fi t it all in but, 
it will appear in due course.  On the other hand, quite by chance following the receipt 
of two separate emails, with a bit of persuasion, two articles have arrived and grown 
with the addition of photographs.  These have jumped the queue and are included 
in this issue, with grateful thanks to the authors.  They cover the Leylands of a long 
since gone brewery in Lancashire, and the Leyland operation in Holland, a subject 
about which little has previously been published.
 Our Archive continues to grow at a steady pace, with more photographs 
acquired, one of which appeared on the front cover of the last issue of Torque, and 
more in this issue.  The photos are currently being scanned, as are other pictures, and 
these will all be available for our magazines.  Roger Warwick has done a sterling 
effort in scanning all the remaining issues of Torque, so that we now have all 55 of 
them in PDF format, together with most issues of the Journal.  All of the pre-war 
Data Sheets have now been scanned and saved as PDFs together with some sales 
brochures.  It is the intention to make these available to members at some stage in 
the not too distant future.  If any reader has any suggestions as to appropriate topics 
to make available in this way, please let your editor know.
 As we go to press we have been saddened to here that Brian Veale died on 
2nd June.  He was an ex-Leyland man and a good supporter of the Leyland Society.
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MEMBERSHIP RENEWALS

Membership Subscriptions Renewals for 2012/13
 Your membership renewal form is enclosed with this issue of Torque and 
your Committee has very reluctantly been forced to increase subscription rates from 
1st August 2012. We had held these constant for a few years but the regular annual 
increases in postage costs followed by the recent huge rise in these charges, together 
with the ever increasing cost of paper means we are no longer able to absorb these 
sums.  
 All of our subscriptions are to go up by £3, the new rates being £27.00 (£31.00 
family) for UK membership, £33.00 for Europe and £38.00 for the Rest of the World 
and it is hoped that, assuming there are no further unforeseen major price rises, we 
will be able to maintain these for some years.  Compared with many other Societies 
we feel that the membership cost of the Society, with 5 magazines produced each 
year to very high standards, is very good value and is certainly superior to many 
other societies of our size.
Gift Aid
 On the reverse of your Membership Renewal Form is a Gift Aid section.  
The majority of our UK members have already completed this (a few are unable 
to if not tax payers) but there are still about 100 members who could Gift Aid their 
subscriptions, at no cost to themselves, and this could substantially help the Society.  
Please complete the Gift Aid form if you haven’t already done so – Thank you.

2012 AGM
 This year’s AGM is to be held on Sunday 4th November at 1pm at the usual 
venue, the Coventry Motor Museum, so please put the date in your diary – more 
details to follow in the next issue of Torque. 

LEYLAND GATHERING AT LEYLAND, 8th July, 2012
 The 2012 Gathering of Leylands will form part of the Leyland Transport 
Festival which is being held over the weekend of 7-8th July and a full programme of 
events over the weekend will be organised in and around Leyland.  Please note that 
the Society Gathering will be held on the Sunday only but all vehicle owners will be 
welcome to join any of the activities on the Saturday.  There will be a parade on the 
Saturday morning and the organisers would particularly welcome any Leylands that 
wish to take part.  The parade will assemble in Centurion Way from 11.00 onwards 
and depart for Leyland at 11.30, passing through the town centre before terminating 
at Worden Park.  The parade is expected to be much larger than previous years and 
is planned to include fl oats and bands, much as the parade that started the famous 
Leyland Festivals many years ago.  If you wish to enter your vehicle in the parade, 
please contact the British Commercial Vehicle Museum on 01772 451011.  
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 The Society Gathering will be held on Sunday 8th July on the car park area of 
Worden Park, off Worden Lane, just outside Leyland town centre.  We have a good 
entry level to date and hope to put on a comprehensive display to the local residents.  
The Leyland National Group will be attending our event with their vehicles and we 
have prepared a special memento to commemorate the 40th anniversary of the National 
which will be issued to all participating vehicle owners and will be available to 
purchase from the Society stand.  The Society stand will be in attendance at Worden 
Park over the weekend and we would be pleased to see any members, whether you 
have entered a vehicle or not.  You can also take the opportunity to renew your 
membership for 2012-3 and save postage!   There will be events in both Worden 
Park and Leyland town centre on Sunday and Fishwicks, the local independent bus 
operator, will be providing a complementary bus service between the Park and the 
town centre.  Exhibitions from DAF, Cummins, Albion Automotive and other major 
companies are expected to form part of the displays in the park and full details on the 
weekends activities can be obtained from the British Commercial Vehicle Museum 
or at the following websites www.southribble.gov.uk or www.visitleyland.co.uk.

LMS LEYLAND RAILCAR IN SERVICE

This photograph, showing one of the three all-metal Leyland railcars built by 
Leyland Motors in 1933, was found in an old lady’s attic and was handed in at the 
BCVM recently.  It stands at a station platform somewhere in Lancashire when it 
was newly in service, with four LMS crew, a Driver, Guard, Mechanic and Ticket 
Collector all posing.  Note the luxurious seating, and the route board brackets over 
the centre entrance, also the low profi le of the car, judged by the height of the men.  
Modern railcars are closer to the dimensions of standard railway carriages.  Does 
anybody know the location?                   (BCVMT Z000190)
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 For this issue Peter Davies has chosen Leyland lorries operated by fi rms in 
North Wales and Deeside.  It has not been easy to fi nd enough pictures for the North 
Wales country area but Deeside is more industrialised and there are plenty to choose 
from there.  This is the reason that so many of the photographs have lorries with 
“DM” registrations, DM being Flint County Council.  Most of the vehicles were new 
to operators in this area though we have one originally registered in Derbyshire and 
another from Burton.  The Lancashire registered Beaver is a bit of a puzzle.  
 Once again, a big thank you to Peter for providing these and also to Malcolm 
Wilford who has managed to identify many of them with chassis numbers by trawling 
through his extensive chassis records.  All of the photographs were taken by Peter 
Davies except where stated.

I don’t know if this one really qualifi es as it belongs to ST Rosbotham of Bickerstaff, 
near Ormskirk, Lancs, but it clearly carried “Penmaenmawr Granite” on its side and 
Penmaenmawr is in North Wales.   GTJ 953 is a very early Leyland 12.B/3 Beaver fi rst 
registered in January 1947.   This Rosbotham tipper, their no.12, had chassis no. 463035 
(line no.9) together with sister vehicle GTJ 952 chassis no. 463036 (line no.10)

(P J Davies col)
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This is one of several 22.O/1E Octopus “fl ats” based at BRS Queensferry and I took this 
shot of KDM 993 at Vauxhall’s steel stores where it had just unloaded in 1965.  KDM 993 
had chassis no.540699 (line no.1576) new to BRS in June 1954

Brookes Bros, Rhyl, famous for its white painted “White Rose” buses, also ran a removal 
fi rm.   DM 5274 had a body built on a Leviathan LSP1 bus chassis (no.50056) from new in 
April 1928.           ( BCVMT  L004923)
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484 CRA is a 1956 Comet ECOS2.2R tipper of the Craiglelo Granite Co, which was part of 
Hughes Bros, Buxton, hence the Derbyshire registration.  Tarmac later took it over. The 
shot was taken in their quarry near Corwen in 1966.

BDM 720 is a Leyland Octopus TEW15T, chassis no. 303331, with dropside body, new to 
Shone Bros, Buckley, in June 1939.                (P J Davies col)
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Also taken in Williams Bros yard on the same occasion was this LAD-cabbed Badger artic 
with four-in-line trailer.  ADM 432B dates from April 1964 and is a model 14LWB/1AR, 
chassis no. L20285 (line no.125). 

VDM 171 is a 1960 Beaver 14.B/10 tractor unit, seen in Williams Bros’ yard at Queensferry 
in 1966.  Williams Bros was part of the Transport Development Group.
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A 1975 G-cabbed Clydesdale tipper, KEP 271P was photographed at the yard of sand and 
gravel merchant Dave Corfi eld, Kerry in Powys.

Probably the largest fl eet of Leylands in the area was that of Sealand District Transport, the 
transport arm of the giant John Summers steel works.  This is a brand new 1967 Freightline 
Beaver, SDM 901F, photographed at Vauxhall Motors.
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One of two Constructor eight wheel tippers supplied to P & R Bushell of Halkyn, Clwyd in 
1981 and photographed at their yard in 1983.

This 1978 Marathon 2 artic tanker belonged to G F Potter of Welshpool and judging by the 
paintwork it had done some hard work! It was photographed at a motorway service area in 
1984.
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194. Tank engines and the E.181 Engine
 Neil Steele noted with interest the query in Torque No.52 regarding the 
E.171/E.175 engines.  Recent research may throw some light on this matter.  It will 
perhaps help to begin by looking at the origins of a series of ‘L’ type engines used to 
power various marks of Matilda tanks.  When the Matilda MkI & MkII tanks were 
introduced in 1938 they were powered by a pair of 6cylinder in-line AEC indirect 
injection CI engines of 6.7 litres, each developing around 87bhp.  However, being 
indirect injection, requiring ‘glow plugs’ to pre-heat the cylinders, problems were 
experienced with starting these engines under arduous conditions.
 Leyland’s appointment as a major player in tank design and development 
allowed them to offer right and left handed 6 cylinder in-line ‘L’ type direct injection 
engines as replacements.  The ‘L’ type engines had a 4¼in. bore by 5in stroke, of 
7litres, and were set up to produce 95bhp each at 2,000rpm.  The Matilda MkIII and 
MkIIICS were fi tted with E.148/E.149 or E.164/E.165 engine combinations and the 
MkIV and MkIVCS and MkV were fi tted with the E.170/E.171 combination.  This 
later pair of engines incorporated a number of improvements to engine cooling and 
improved oil cooling and scavenging, as all these engines were dry sump types, each 
engine having its own independent fuel and lubrication oil supply; all engines were 
of the dry liner type.  The military manual explains that most of the engine parts 
were interchangeable with the exceptions of camshaft, fuel pump and timing case, 
these being peculiar to right and left hand engines.  It may be worthwhile noting 
that the engine with the smaller number e.g. E.148,164 & 170 were the left-handed 
engines.  The E.148/9 combination, having aluminium crankcases and sumps (the 
other combinations used cast iron) and weighed a little in excess of 11cwts each.  
The Matilda could be run on just one engine and drive from the combined drive 
unit went to a Wilson type preselector gearbox with air assisted change which was 
integrated with the fi nal drive and spanned the full width of the tank forming the 
rearmost bulkhead.  Interestingly it was steered by ‘Rackham’ clutches.  The Matilda 
weighed 22 tons.
 The E.175 engine was decidedly something of a redesign, having a 43/8in bore 
by 5in stroke of 7.4 litres, and incorporated new “special toroidal” pistons, designed 
to improve performance and economy and produce 100 plus bhp.  This engine type 
was destined for use in the military Hippo MkII 10 ton lorry.  I am told that the E.181 
engine was derived from the E.175 becoming a refi ned version for civilian use and 
primarily adapted to power the new PS1 & PD1 PSVs, also the Interim Beaver lorry.  
The E.181 engine was reported as being approximately 10cwt dry. 
 Of course none of the above actually answers the question about using E.171 
engines in buses and only partly gives an insight into their technical differences.  There 
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is little doubt that the ingenuity created by the lack of spare parts during wartime were 
carried on into the very restricted post war climate but this begs the question did bus 
companies really use 7 litre ex-tank engines to power their buses?  If so, can anyone 
tell us what had to be done to these engines to enable them to be fi tted into buses?  Also 
mentioned was the purchase of ‘surplus’ E.175 engines, which other than their weight 
would be interchangeable with the E.181.  However this prompts another question; 
how soon after the cancellation of the last Hippo MKII contract did E.175 engines 
become available as Government surplus?  It would help to know when companies 
like Alexander purchased the E.171/E.175 engines to enable us to create a time line of 
events.  I think it can be accepted that these large bus companies, with their very good 
engineering facilities, could probably make use of surplus tank engines but we need 
to understand how they did it and into which types of vehicles they were installed.  
(I am indebted to the Tank Museum, Bovington, Dorset for their technical assistance 
regarding the Matilda tank engines and hope the foregoing is of interest).  
 Finally, I’m not convinced that tank engines were used to power buses and 
there is no logic, which says that cylinder heads from these engines were OK to fi t to 
7.4 litre engines.  Following Richard Perry’s articles I’m currently looking at valve 
dimensions, unfortunately Bovington don’t have this information for the 7 litre tank 
engines and the only information I have is for ‘civilian’ 7.4 litre engines for the 1947 
-1949 period.  (The ex McLennan PS1/3 DGS625 in the Stagecoach Heritage Fleet has an 
E.175 fi tted – Ed.  ATC.)
196.  Leyland Retriever Crash Tender
 Brian Baxter was interested to see the picture of the Leyland Retriever based 
crash tender in the latest magazine.  He has some photos of this or an identical one 
in National Fire Service grey and appropriate markings whereas the magazine photo 
appears to show red with gold lining and that, together with the absence of headlamp 
masks, suggests a post war repaint.  The two small circular emblems high on the side 
are NFS roundels but the NFS remained in being for nearly three years after the War 
ended, so this would be correct.  He continues – I do not have my notes to hand but 
I believe there may have been more than one of these vehicles and that they were 
converted in a Home Offi ce workshop.  I do not know if any post denationalisation 
brigade inherited the vehicle but it cannot have been very successful in its role as the 
Retriever was hardly a fl yer and the size of the conversion suggests a very substantial 
water and foam tank, which would have added to the weight.  I do not have a view 
of the vehicle which shows what pump was carried or fi tted.
 The NFS built a number of crash tenders to supplement those of the RAF and 
USAAF and stationed them in areas which had a number of airfi elds, as the NFS often 
reached a crashed aircraft well before any Service vehicle.  Most of the crash tenders 
were basic two wheel drive truck based water tenders, with additional foam producing 
equipment, but two other purpose built conversions are known and were photographed, 
both six wheelers.  One was an Albion and the other on a US built Studebaker chassis 
supplied under Lend Lease.  Other Retrievers used by the NFS were breakdown 
trucks one of which passed to the post war Birmingham Fire Brigade.
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201. Marine Leylands
 Paul Edwards adds – one thing no-one seems to mention is the 700 engine.  
This was a bigger brother to the 500 but never went into production.  There were 
rumours around the Works that one of the big power-boat racers of the time had 
installed a pair of them which had forced induction of some sort and were pretty 
powerful, but I never knew any facts.  It makes me feel much better that someone 
else has now raised the same subject, even though he thinks the engines were 500s.  
If they wanted as much power as possible the larger engine was surely a better 
starting point.  I think the project may have been connected with the name of one of 
the then Press barons.  It will be interesting to see whether anyone else has anything 
to contribute.
           There is also a mention of the R-R K60 engine.  The L60 tank engine was also 
manufactured and developed at Spurrier.  I think I can still hear those test engines 
howling in the night after 40 years!  The ultimate version was the Napier Deltic.
204. Prototype FEC Body
 Richard Peskett, John Shearman and Ron Phillips have, between them, found 
the answer – the body of TF1 was defi nitely built at Leyland, as these offi cial Leyland 
Works photographs show it in the company of a new STD with Leyland bodywork in 
background.  

One of the three photos taken in the Leyland works.  Note the hooter used for road tests!  
(BCVMT L019454) 
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205. Leyland TS5 and LT4
 More on these to come – possibly enough for a full article.
206. Portsmouth Trolleybus
 Michael Hampton writes: - As a Portsmouth person, I have amassed a 
quantity of literature about the Corporation’s operations from the usual enthusiast 
sources over the years.  The three trolleybuses in question had all been disposed of 
before my interests began (as had all the experimentals bar one).  I have checked the 
information in these sources, and my notes are copied below.  Unfortunately there 
is really very little technical information.  Although most sources quote GEC as the 
electrical supplier, only one gives the details of motor designation and hp, etc.  
 The comment about the EEC bodies being wooden framed (and next batch on 
AEC chassis being metal framed) doesn’t come from any of these sources, but from 
an article on English Electric posted on the “Old Bus Photos” website.  
 Doug Jack’s “Leyland Bus MkII” is surprisingly sparse on detail.  It states 
that the TB range of trolleybuses was a 2-axle vehicle with 16ft. 0 1/8in. wheelbase 
(p.148).  On p.152, a list of alternative electrical suppliers (including GEC’s 80 hp 
unit).  Rather misleadingly, Portsmouth is mentioned as having regenerative control 
vehicles, (which it certainly did), but that didn’t apply to the three Leylands in 
question, as far as I can see!  The specifi c source describes them as series wound, 
regulated fi eld control (PSV Circle PH14).  (However my lack of technical knowledge 
in this area may lead me astray at this point).  There is no specifi c mention of the 
Leyland TBD2 chassis apart from a brief reference to some St Helens Corporation 
vehicles of that type being rebodied post-war (p.315).  Doug Jack’s original Leyland 
Bus book has similar details but omits the wheelbase dimension.  It does have a 
photo of No.5, RV4653, describing it as a Leyland TB2, whereas all the Portsmouth 
sources unanimously describe them as TBD2.  
 I hope that some of this may help David Bowler and details of the Leyland 
trolleybuses are as follows.  In 1934, Portsmouth Corporation received 15 trolleybuses 
from a spread of manufacturers, with the aim of identifying a standard type to use 
as a tram replacement fl eet.  They subsequently chose the AEC 661T.  Three of the 
experimentals were ordered from Leyland and these were supplied as follows – Fleet 
Nos,5-7 (renumbered 205-207, April 1938), RV4653-55, Leyland TBD2, chassis 
Nos.4546-4548, electrical equipment – GEC WT245C 80hp series wound, controls 
– regulated fi eld, traction batteries not fi tted.  Body by English Electric, H26/24R, 
U.W. 7t.  4c. 3q.  It is believed these bodies were timber-framed products (as for the 
others of the 1934 order).  They were of six-bay construction and were delivered on 
28th and 30th July 1934, entering service on  August after driver training.  They cost, 
chassis £1,000. 4s.0d; body  £785.0s.0d; total £1,785.14s.0d.  
210. Torque Converters replaced by Conventional Gearboxes
 (This is slightly out of numerical order so as to fi t the pages) A considerable 
amount of information has been received on this subject, which really needs editing 
into an article or series of articles.  Mike Greenwood and I have studied photos of 
Leicester buses and note that the Tigers had the torque converters removed as the 
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header tank is missing in one photo with only the rather narrow Autovac left in 
place.
 One point to note is that the Torque converter bus was heavier than with a 
normal gearbox, and for example the ten London STDs so fi tted had single seats at 
the front of the lower deck reducing the seating capacity to 54.  The Chesterfi eld 
Leyland Titans had two rows of three at the rear of the upper deck, giving a seating 
capacity of 52.  Your sub editor will collate the information already received and in due 
course watch this space! – ATC 
208. Unfrozen Tiger 
TS11s
 Mike Fenton can 
confi rm that TS11, HVT 974, 
did not have a utility body.  Here 
is very poor photograph of it 
which, as it’s probably the only 
one, is included here due to its 
importance. 
209. Leyland Titanic Chassis for Ireland – Nothing on this yet?
211. BET Titans
 Leyland did a deal with the BET group for the supply of 62 complete Leyland 
Titan PD2/1s and PD2/3s in 1949-50 most of which went to the Northern General 
Group, expressly Gateshead & District to replace the trams.  It would be interesting 
if anybody had further information as to how these buses became available and how 
NGT abandoned Guys temporarily to acquire these vehicles.
212. Leyland Tiger Cub with Air Suspension
 UCD 116 was a Leyland Tiger Cub PSUC1/2 (chassis number 576412) with 
Beadle C41F body delivered to Southdown (1116) in December 1957 and was sold 
in November 1970.  At some stage, possibly 1961 or earlier, it was apparently fi tted 
with air suspension.  This would be very unusual for a Tiger Cub.  Please can anyone 
provide any details of the air suspension system used, when it was fi tted and, if 
appropriate, when it was removed?  I shall be very grateful for any help.  Any new 
information will enhance Southdown Enthusiasts Club records and a forthcoming 
volume of the Fleet History series – Robert Smith.
213. An ‘odd body’ that never was… Royal Tiger
  The Leyland Journal of March 1951 shows full layout drawings and an artist’s 
impression of a Leyland single deck service bus body “shortly to be produced for the 
Royal Tiger model PSU.1/13”.  It is clearly based on the Leyland coach body for the 
Royal Tiger, which seems logical.  It has a similar windscreen, except that the front 
entrance replaces the wrap round at the near side.  It seems to bear little resemblance 
to the bus body that went into production.  Does anyone know why the production 
version differed so much from the original concept?                      (From John Dalzell)
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Perhaps we should ask for a suitable caption for this picture?    Clearly this is an LT1 Lion 
in trouble  –  water in the mag.?   It had chassis 50472 with Alexander B30F body, being 
new to W Alexander & Sons, 216, later N36.  From 1935 it was owned by J Lee, Rothbury, 
and its chassis was later acquired by Leyland Society member, Jasper Pettie to assist in one 
of his excellent restorations. 
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We would normally include items for sale in Sales & Wants at the back of Torque, but 
this is an interesting topic and adds more to previous articles and letters; it was therefore 
considered to be worth a couple of pages on its own - Ed

 I enclose photographs of my Wallwork LSC1 Lion and Titan TD1 as promised.  
As we know, Wallwork models were painted individually to appeal to potential 
 Leyland buyers and the lettering etc. was sometimes very good, but sometimes not 
quite so good.  It seems that this particular Lion was not done with any specifi c 
operator in mind, as it carries Leyland Lion transfers - so perhaps it ‘did the rounds’ 
in this “demonstrator” guise.

Either that, or a 
previous owner 
gave it this new 
livery.  I bought 
it at auction “as 
is” sometime in 
the mid-1980s 
together with 
the Titan, and 
both had been 
fi tted with new 
tyres before then 
(to the correct 
pattern) - so I 
assume they came 
from the same 
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stable.  The original Wallwork 
tyres never stood a chance under 
all that weight, but perhaps nobody 
ever thought the models would 
still be in service 80 years later?
  The Titan is not for sale at 
the moment, but the Lion is (unless 
it sells at one of the toy fairs coming 
up soon) - I have a price on it of 
£2300.  I could accept less, but I 
really can’t go below £2000, which 
I think is realistic when compared 
with two examples currently on 
the internet, but I’d much prefer 
the model to go directly  to a good 
home than via a dealer.  The Lion 
(in Scottish ‘Midland’ colours) is 
list number 936, and 
was sold for 4400 
euros.  The Titan 
(in ‘West Riding’ 
livery) is list number 
807, and is available 
at 5600 euros.

Last minute fi ller due to material not arriving in time!Last minute fi ller due to material not arriving in time!
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 Brewing in the Leigh area during the early Victorian period had rested with a 
number of small breweries and brew pubs. As the century progressed, one company 
came to dominate the brewing industry in this locality.  That company was known 
as the Bedford Brewing and Malting Company Limited.  It was run by a number of 
prominent local businessmen who appointed William Shaw, originally from Ashton 
under Lyne, as brewery manager in 1867.  By 1883 he had gained control of the 
company as the previous owners either died or retired.  He made his son George a 
director and brewer in 1886, to follow in father’s footsteps.  Gradually, more family 
members joined the board, most notably Alfred Cain, the elder son of Robert Cains 
of Liverpool.
 Three years later in 1889, George Shaw succeeded his father as chairman and 
managing director of the Bedford Brewing and Malting Company.  The company 
expanded and developed and bought out all the other remaining brewery interests in 

The Brewery in about 1925 with a Leyland 4 tonner on solids in the foreground, a 2ton 
Leyland A on the left, again on solids, the Leyland Z lorry, what appear to be two Chevrolet 
vans and three Sentinel steamers.
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the district around Leigh and, by the Edwardian period, 
the company had 90% of all brewery trade in the 
district.  That district extended from Bedford, within 
the township of Leigh, to service towns and villages 
such as Atherton, Tyldesley, Hindley, Little Hulton, 
Boothstown, Newton-le-Willows and Earlestown. It 
is quite important to note this area had a radius of no 
more than 15 miles from the brewery.

 The area was predominantly industrial, with extensive mining, cotton 
spinning, together with heavy engineering interests.  Some of the outlying area was 
rural, but mostly industrial.  Roads were quite poor by modern standards, although 
there was extensive railway interests and of course canals.  Many raw materials were 
moved by rail or canal, indeed many of the raw materials for brewing came into the 
town by canal, such as malt and grain from such places as Ormskirk.  They were then 
moved the short distance to the brewery by horse drawn vehicles.  
 By the Edwardian period, in 1903, an extraordinary general meeting took place 
to change the name of the company to George Shaw and Company Limited. Once 
this was done, Mr Shaw announced plans to build a new modern brewery alongside 
the old brewery in Brewery Lane, 
Leigh.  This commenced in 1905 
and was completed by 1911.  It was 
an early example of pre-stressed 
concrete construction, and contained 
a very modern brewery designed to 
produce either a beer stream of one 
type, or three different beers, with a 
daily production of 450 barrels per 
day.

Horse-drawn Dray

Two pictures of the 
very rare Leyland Z3, 
30cwt lorry, chassis 
no. 25100, delivered 
in November 1924.   
The Z had a four 
cylinder engine, using 
one of the cylinder 
blocks made for the 
Leyland Eight car.  It 
was very sophisticated 
but not a success. 
We apologize for the 
quality of the photos 
which are not up to 
our usual standard, 
but are unusually rare 
‘snaps’.
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          The photograph at the head of the article shows the brewery, together with the 
brewery yard containing more than 300 barrels.  In addition to this is a representation 
of the transport the brewery could rely upon to deliver the beer to outlying areas.  
By the end of the First World War, a number of war surplus vehicles had been made 
available by the War Department, and gradually horse drawn transport gave way to 
motor and steam lorries.
  George Shaw & Co had produced a modern self contained brewery, 
manufacturing as much material in house as possible.  In typical Lancashire loyalty for 
the period, the company also sought to purchase vehicles from local manufacturers.  
It appears Shaws bought chassis from Leyland and had the bodies produced by the 
local motor body builder, Gerrard and Company, of Mather Lane, Leigh.  A number 
of vehicles produced by Gerrards are illustrated here.  Not much detail is known 
about these Leylands other than the information gathered by a number of Leyland 
Society members and this is shown here in the captions to the photographs.
 As the decades progressed in to the 1920s, more reliance was placed on motor 
vehicles for delivering beer, pubs were acquired in places such as Southport and 
Blackpool, presumably to ensure the locals could obtain a supply of their favourite 
tipple, whilst enjoying an excursion to the seaside.  It was obvious that, to guarantee 

delivery, some modern means of 
transport had to be arranged, and this 
might explain why the company had 
invested in Sentinel steam lorries 
in the early and late 1920s (one 
6 Ton example, wagon no.6027, 
was registered TD 3818 in October 
1925).  These vehicles could carry 
as much as 60 barrels of beer in 
one delivery, and reached many of 
these far fl ung outposts with ease.  
Although Leyland produced the 6 
Ton model QH2 at that time, some 
of the more entrenched thought was 
that steam was better for the heavier 
loads, though this was about to 
change.  This may have been why 
George Shaw & Co bought Leylands 
for their smaller loads, from 30cwt 
to 4 tons as will be seen from the 
pictures.  
 By the late 1920s, the 
company had continued to expand 
and purchased other breweries in the 
Bolton area.  Unfortunately these 

TD 3597 was a Leyland GH4 on pneumatics, the 
middle-length wheelbase for this model
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Two pictures of the Leyland A1, 2 Tonner, chassis no. 36575, delivered in October 1926, 
again on pneumatics. 

purchases coincided with the 
Wall Street crash of 1929, and 
the brewery found itself under-
funded with its investment 
programme.  The economic 
conditions in the cotton 
industry at the time were 
blamed for the banks refusing 
to sanction the usual seasonal 
overdraft expenditure which 
the company had always used 
to fi nance its operation. This 
left the company in fi nancial 
strife, and seeking support 
from other brewing interests.

 The decision was taken to allow Messrs. Walker-Cain to acquire the entire 
stock of the company, and this arrangement took place on the 31 December 1930.  
All the vehicles and public houses were taken over by Walkers, the brewery site at 
Leigh was henceforth known as the Leigh agency, and management and general 
business carried on from this site until the early 1960s.  
 By 1932, brewing had ceased in Leigh, and was transferred to Walkers in 
Warrington.  By this time Walkers were also using Sentinel steam lorries to deliver 
beer to places such as Liverpool, Manchester, Bolton and Chester.  By the early 
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The George Shaw 
Brewery was clearly 
very proud of this 
handsome Badger TA1 
50cwt, TF 1275, with 
dropside body, new 
in March 1930 with 
chassis no. 65963.  It 
was probably the last 
Leyland purchased by 
the brewery.

1930s, Walkers had started to invest more in motor lorries, and there is at least one 
example of a Leyland Beaver of 1933 preserved today in Walkers livery.  Therefore 
with the developments in transportation, the takeover and distribution of beer to the 
former George Shaws empire was not a problem for Walkers of Warrington. 
 Incidentally, Walkers Brewery was established in 1864 in Warrington and 
also Burton on Trent.  They were originally from Scotland (The Fort Brewery, Ayr).  
In 1921 Walkers amalgamated with Cains Brewery (Liverpool) but continued to 
operate under their established trading titles for a while then the Cain name was 
dropped.  They then merged with Tetley in 1960 forming Tetley-Walker and later 
becoming founding partners in Allied Breweries.  One of the Walker sons founded 
the Walker Art Gallery in Liverpool.
 In conclusion, I hope this small article might generate some more information 
about the vehicles used by George Shaws and Walkers, and also the livery of George 
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Shaw’s dray wagons.  
There is a great 
deal of conjecture 
about liveries, and 
it is assumed the 
vehicles adopted a 
very similar livery to 
Walkers of maroon, 
cream and green.  
Confi rmation would 
be much appreciated 
by the author, and if 
anyone can provide 
more details about the 
company that would 
be much appreciated. 

Now preserved, one 
of Walker’s four  
Leyland Beavers, all 
model TSC9, possibly 
bought to replace 
earlier lorries bought 
by Geo. Shaw.  They 
had chassis 3792/93 
(ED 7965/66) in 11/33, 
followed by 4725/26 
(ED 8133/32) in 4/34
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A busy scene at the docks with twelve out of a batch of 18 Leyland Titan PD2/1s being ferried on the “SS Garlic Empire”  (a rather odd name!) from Preston Docks to Douglas in the Isle of Man.  They 
carried Leyland “Hybridge” H30/26R bodies and were loaded on 15th February 1949, to arrive on the following day.   Most of these Titans had very long service lives on the Isle of Man. (BCVMT L037217)

TWELVE  TITANS  FOR  ISLE  OF  MAN  ROAD  SERVICES  LTD.

Leyland Torque 56.indd   24-25 5/6/12   16:58:18
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Thanks to John Bennett, Mike Bennett, Ross Bowden, Stewart Brett, Allan Condie, Maurice 
Doggett, Mike Fenton, Richard Gadsby, Peter Greaves, Tony Hall, Michael Hampton, Bob 
Kell, Alan Lambert, Geoff Lumb, Michael Plunkett, Derek Roy, Brian Shaw, Mike Sutcliffe, 
Robert Tennant, Peter Tulloch, Martin Weyell and Colin Wood – 22 people, this must be a 
record! (4% of membership!) 

Leyland Titan PD2/3, ‘South Africa’ (Torque No.32)
 Sorry about the misleading heading but that is where the question arose about 
the difference, if any, between the YWD PS2/5s and OPD2/1s, both of which had 
Willowbrook single deck bodies.  I seem to be one of the few who didn’t know that 
these chassis had the same wheelbase and overall length.  They were 27ft 6in long 
and so the OPD2s were unsuitable for double deck bodies, the maximum length for 
such then being 26ft.  The only difference seems to have been that the OPD2 frame 
was 1/16in thicker and that would have made the completed vehicle a bit heavier.  
However, from my notes at the time and from photographs, all of them had “UW 
7.11.3” on the side.  Perhaps YWD did not remember the difference.  I am assured 
by Colin Wood, who worked for YWD then, that when they were all lengthened to 
30ft, the original chassis were cut and a piece was welded in.  They did not have new 
chassis frames in contrast to when PS1s and later PS2s received double deck bodies.  
PMT had 24 similar OPD2s with single deck bodies, some lengthened to 30ft.
JJ Longstaff, Mirfi eld, Leyland PS1/1, GWW 667 (Torque No.55)
 I was pleasantly surprised at the good response to this item and to discover 
the high regard in which Longstaff were held locally.  Richard Gadsby, a regular user 
of Longstaff’s buses, says they are ‘very reliable and always on time and, always 
spotlessly clean’ and ‘people always wait to get on a Longstaff bus and let the Arriva 
one go by’.  Lyles are wise to continue using the name and livery.
 All agree that the body was one of two by Brighouse Motors (C35F) for 
Longstaff.  They were unhappy because it was delivered late (in 4/48) and apparently 
had very poor seats.  Both were rebodied by Burlingham (FC33F) in 1952 with the 

body of GWW 667 then being transferred 
to ex-East Yorkshire 344, DKH 452, 
which was sold shortly afterwards.
          Longstaff also had HD 5326, a Tiger 
TS6 (chassis 4875) with, Duple C32R, 
body in 1934.  Does any reader know 
whatever happened to it please?  This 
very attractive photograph was taken 
on the Marine Drive, Scarborough, I 
believe.  (GHF Atkins)
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Crown Coaches, Newcastle, Leyland KP3, WG 1173 (Torque No.55)
 This was new to 
W.Alexander in June 
1932 with an Alexander 
Motors (Edinburgh), 
C20F body as fl eet 
number S4.  (Incidentally, 
Alexander Motors 
was not part of the 
W.Alexander empire).  
It was sold sometime 
between 1937-39 to WA 
Ogglesby, Ashington, 
t/a Bedlington and 
District, who had it 
rebodied by Plaxton 
with a ‘Streamline’ 
C26F body.  It became a 
caravan by 1952.  Here 
are photographs of two 
of the batch of twelve in 
original form (see also 
WG 1170 on page 29).

Glider, Leyland Tiger TS4, FOT 129 (Torque No.55)
 Apparently well-known in its native part of the world, this was new 
to Maidstone & District in 1932 as fl eet number 693, registered KJ 5438 with a 
Harrington C31R body.  It was requisitioned in 1940 and returned in 1947 to Glider 
and Blue (t/a Glider), Bishops Waltham, when it was re-registered.  It passed to A 
H Sayers, Fittleworth in 8/50 who used it until 12/52 when it went to a contractor, 
Reconstruction Supplies of Salisbury, being fi nally withdrawn in 1958.  That is quite 
a record and says a lot about the quality of Harrington’s coachwork, I think.
Moffat, Leyland Tiger PS1, GAO 510  (Torque No.55)
 Another vehicle with a strange history.  It was ordered by Cumberland Motor 
Services but delivered to H & I Moffat, Cleator Moor.  This seems to have been part 
of a devious plot for Cumberland to acquire a coach and Moffat a bus, such matters 
being strictly controlled at the time.  GAO 510 had an Associated Coachbuilders 
(ACB) B32R body, chassis no.471981 (line no.1445) and the replacement for 
Cumberland, 180; HRM 79, which had been ordered by Moffat, also had an ACB 
body, C33F.  Moffat sold GAO 510 to Askins, Barnsley c1963/4 for scrap.  The 
accompanying photographs (overleaf) show GAO 510 in its original livery and HRM 
79 as it was when new to Cumberland.  Note that GAO 510’s destination box says 
“HARRINGTON 33” – surely a “Red Herring”!
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NEW ITEMS
(see photos on the page opposite)

St. Kevin’s, Leyland Tiger TS6, WJ 9414
 A Sheffi eld registered coach on its way to Dublin.  St. Kevin’s must be 
somewhere in Ireland, I guess.  Who built the nicely proportioned body, which looks 
post-war to me?  Note the modernised front wings which retain the original feature 
of the sidelight mounted on the nearside one.                              
Leyland Tiger TS4, JUM 789
 Are those the remains of a ‘bible’ destination indicator either side of the 
destination box?  Some large companies used them for many years.  The coachwork 
is fairly obviously by ECOC, but what is a Leeds-registered bus doing with its 
destination set for Darlington?   
Leyland Cub KP3, WG 1170
 This is another in the batch of twelve Cubs delivered to W Alexander in 1932.  
Who rebodied this one and who was the operator?               

(Dr MA Taylor 
– both photos 
above)
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(From Mike 
Fenton)

(RC Davis)

 (OS 
Collection)



30 LEYLAND TORQUE No. 56    Summer 2012

Introduction
 Before World War II Leyland Motors Ltd was not represented in the 
Netherlands although several Leyland vehicles were imported directly from England 
by customers.  After the War Leyland Motors was represented in the Netherlands by 
the following companies:
          Schmidt’s Auto- en Motorenhandel,  from 1/07/1946 until 31/03/1949
          Kromhout Motorenfabriek,    from 1/04/1949 until 31/12/1952
        *Leyland Holland,                      from 1/01/1953 until 31/09/1962
        *Leyland Triumph Holland,       from 1/10/1962 until 31/03/1966
        *Leyland Motor Corporation (Nederland),  from 1/04/1966 until 30/04/1970
        *British Leyland Nederland,   from 1/05/1970 until 1987
At the beginning of 1987, DAF NV took over Leyland Trucks and FreightRover 
in England and since then Leyland built truck chassis under the name DAF are 
marketed in Holland by DAF.
 *These companies were all partially or wholly owned subsidiaries of the 
Leyland parent company in its many guises.
Leyland in the Netherlands
 Leyland chassis had been known in the Netherlands since 1935 when bus 
operator Maarse en Kroon NV imported a Leyland Cub.  This was followed by direct 
imports of Tiger and Lion chassis and by the Cheetah which, due to its low weight 
and lively performance, was particularly well received by operators in the west of 
the Netherlands.

The new Aalsmeer Plant, in 1956                              (S Smit)
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A Leyland Tiger TS7 of Maarse en Kroon, new in 1935, apparently with body by 
Nederlandsche Automobielfabrick, Schmidt, Amersterdam        (BCVMT L016767)

A Maarse en Kroon Tiger PS1 touring coach in 1946, pictured in Braisson, France, 
complete with trailer            (BCVMT L031250)
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 Immediately after the Second World War, a number of Leyland Retriever 
six-wheeled trucks and Lynx light goods vehicles were released by the British Army 
Authorities for sale in the Netherlands.  These were followed by a fl eet of second 
hand Leyland Titan double-deck buses which were put into service in the Limburg 
province and around the city of Maastricht.  The Titans formerly belonged to East 
Yorkshire Motor Services Ltd and at least one had covered over 800,000 miles in 
England.  The rear entrances were altered to suit the right-hand rule of the road 
although the staircases were in the same position.
 In 1947, the Dutch Government bought second hand Leyland Cub buses mainly 
for use on roads limited by legislation to a width of 2.1 metres.  These vehicles were 
fi tted with one man operated bus bodies by Verheul Carrosseriefabriek NV.  The fi rst 
new Leyland post-war vehicles to be imported were Leyland Comet buses which 

were found quite 
suitable for the 
special operating 
conditions in the 
Netherlands.

Maarse en Kroon also has this saloon bus on a Tiger chassis in 1946   (BCVMT L031252)

The Leyland Holland 
offi ce/parts store on 
the Meeuwenlaan in 
North Amsterdam 
prior to the Aalsmeer 
plant being built   
        (S Smit)
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 The restriction of foreign currency in the Netherlands by 1949 created 
diffi culties in buying British buses and it was partially this problem, and the need 
to incorporate as much Dutch labour in the production of vehicles as possible, that 
prompted Leyland Motors Ltd to enter an assembly agreement at this time with 
Kromhout Motorenfabriek of Amsterdam who undertook the assembly, sales and 
servicing of Leyland vehicles throughout the Netherlands.  Table 1 shows the number 
of Leyland vehicles operating in the Netherlands as at the end of October 1949.

Table 1
Buses Trucks

Type Quantity Type Quantity
Old models
(before 1935) 5 Old models

(before 1935) 2

Cub 3 Lynx 47
Cheetah 6 Retriever 38
Tiger TS7 1 Terrier 1
Tiger TS8 11 Cub 1
Tiger TS8C 9 Hippo 6
PS1 5 Beaver 4
OPS1 33 ECO1L 10
LOPS3 6 ECO3L 35

ECPO1L 12 ECPO1L 2

Total buses 91 Total trucks 146

 The Dutch also saw the possibility of using a large content of local labour in 
bus production by using integral construction incorporating imported running units 
mounted on the body structure.  One of the fi rst of these buses was marketed in 
1950 by NV Autra (an independent bus sales company).  Two leading bus body 
builders, Verheul Carrosseriefabriek NV and Koninklijke  Maatschappij De Schelde 
NV, manufactured these vehicles in co-operation with the Leyland agent.  The 
integral vehicles were fi tted with Leyland Comet running units and the bodies had 

28 to 37 seats according to layout.  Maarse 
en Kroon NV were the fi rst company to 
operate this type of bus.
 The pattern of road transport in the 
Netherlands had readjusted itself from the 
chaos immediately following the War.  In 
fact road transport had surpassed its pre-
war position particularly on long distance 
haulage and by 1953 was carrying three 
million tons of goods per annum across 
the frontier into other European countries 
as compared to 900,000 tons in 1938.  The 
tourist business was beginning to fl ourish 

The Leyland Comet was popular in Holland.  
This ECO3/2 articulated tanker worked for 
Shell             (BCVMT L037050)
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and coach operators running international tours were extending their bus fl eets to 
keep pace with increasing business.
The formation of Leyland Holland NV
 Leyland Holland NV was formed as an associate company of Leyland Motors 
Ltd in England in January 1953 with Mr W Smit (my father) as managing director.  
It was immediately active from the start and during the fi rst months of its formation 
it obtained orders for Tiger Cub and Royal Tiger buses as well as the large bonneted 
Super Beaver trucks.  The success of the company in meeting Dutch transport 
requirements can be gauged from the contracts it had obtained by 1956 which then 
totalled nearly one thousand vehicles.     
          In 1956, a new assembly plant was opened at Aalsmeer about 10 miles south 
west of Amsterdam and therefore within easy reach of the port of Amsterdam where 
the CKD chassis kits and units for assembly at the new plant were shipped, via 
Manchester, from Leyland.
 Aalsmeer is nearly at the geographical centre of the Netherlands and as such 
is ideally situated for a vehicle assembly/servicing plant and spare parts stores.  The 
plant covered a fl oor area of approximately 15000 square metres and, by the use of a 
large area of glass throughout, maximum daylight working conditions were achieved.  
Extending approximately 70 metres in length at the front the building, it had a large 
glass frontage with overhead opening doors on the left fl ank.  This led to a single span 
assembly shop/service workshop with a ramped full length repair pit and a crosswise 

Four views of the Aalsmeer Assembly & Service Plant which was opened by the Burgomaster, 
BG Loggers, in 1956                (S Smit and BCVMT L053164A/B)
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pit (a so called “French pit”) to work on horizontal underfl oor engines.  Behind the 
fi xed glass doors on the right fl ank was the receiving area for the crated CKD chassis 
and a large area for the storage of spare parts for the servicing requirements of all 
the various types of Leyland vehicles in the Netherlands.  The crates of CKD chassis 
were unpacked and checked there before the parts were transferred, as required, to 
the assembly shop/service workshop which offered enough space to assemble fi ve 
chassis, as well as suffi cient service bays to repair and overhaul fi ve vehicles at the 
same time.  In the upper part of the building was the general offi ce and the offi ces 
for the sales and service departments as well as the accounts department and the 
management team.

Table 2

Main operators of Leyland vehicles in the Netherlands as at June 1956
Complete 
vehicles

Vehicles 
with Leyland 
components

RAGOM, Ridderkerk 27
ESOO, Sliedrecht 19
Maarse en Kroon, Aalsmeer 98 22
Groningen Municipality 9 2
Utrecht Municipality 15 75
Amsterdam Municipality 15
Arnhem Municipality 8
*NBM, Zeist 20
*NZHVM, Haarlem 3 55
*WSM, Loosduinen 8
LAB, Leeuwarden 5 1
NHADO, Bergen 4 2
Shell Company, Den Haag 37
BPM, Rotterdam 4
BPHM, Amsterdam 7
NAM, Oldenzaal 10
Totals 260 172
* = subsidiaries of NSR (Netherlands State Railways)

Orders in hand for major operators at June 1956
RAGOM 4
Maarse en Kroon 20
Arnhem Municipality 6
Groningen Municipality 8
NZHVM 85
Shell Company 2
NSR 300
Various operators 33 6
Totals 73 391
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Name Changes
 In 1962 the company was renamed as Leyland Triumph Holland NV following 
the take over of Standard Triumph by Leyland Motors in England.  The importation, 
preparation and pre-delivery inspections of a range of fully built Triumph vehicles 
(Herald, Vitesse, Spitfi re and 2000 saloon) was transferred from the previous 
importer to the plant in Aalsmeer.
 In 1966 the company was again renamed as the Leyland Motor Corporation 
(Nederland) NV after the merger of AEC and Leyland Motors in England.  AEC was 
represented in the Netherlands by two companies: 
 Stokvis in Rotterdam,                                     for AEC trucks, and 
 Carrosseriefabriek Verheul NV in Gouda,     for AEC bus chassis. 
It made sense therefore to merge the bus operation of Leyland with that of AEC 
(since only a few Leyland trucks were sold in the Netherlands), and the plant in 
Aalsmeer was closed with the Leyland operation moving to Gouda.
          Finally in 1970 the company name was changed to British Leyland Nederland 
NV as a result of the name change of the parent company in England.

THE PRODUCT RANGE
Comet 
 Just prior to the formation of Leyland Holland NV, the Leyland Comet 
passenger vehicle was popular in the Netherlands and the new company continued 
to meet this demand by converting long wheelbase models for coach operation by 
fi tting lighter road springs and rearranging the steering from semi-forward to full 
forward control. Equipped with 9.5 metre long bodies, these Comet coaches had 
luxury upholstered seats for 37 passengers and were used on long distance tours.  In 
addition to luggage locker space these vehicles had full length roof racks so that the 
estimated gross vehicle weight was about 10½ tons.  Two speed rear axles ensured 
a reasonable performance when climbing Alpine passes.  The fuel economy of the 
Comet coach appealed to Dutch operators because the vehicles often returned 17-18 
miles per gallon on tours through Switzerland and Italy.

Tiger Cub and Royal Tiger
 During the fi rst year of operation of the company, the Leyland underfl oor-
engined Tiger Cub low-weight economy bus chassis went into production in 
England.  This model had an immediate impact on the Dutch market as it appealed 
to many Dutch operators and, as at June 1956, well over 400 of these Tiger Cub 
models had been ordered.  They offered a number of advantages particularly their 
low fuel consumption; they also gave Dutch body builders greater scope to design 
some striking frontal aspects for coach bodies.  Many Dutch operators who were 
looking for a high capacity single decker bus for urban operation were attracted by 
the heavy-duty Royal Tiger and a number of these chassis were also ordered.
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Integral construction
 The necessity to include as much Dutch labour and material as possible in the 
construction of buses and coaches again turned the attention of the local body builders 
to integral construction and by mid 1953 Leyland-Holland announced the Royal 
Holland coach which they designed in conjunction with Verheul Carrosseriefabriek 
NV.  This vehicle was equipped with the same horizontal Leyland diesel engine and 
running units as the Royal Tiger bus.  Its attractive features included a low vehicle 
weight which contributed to excellent fuel economy, as well as a low fl oor height.  
Although 11 metres long with a 5.8 metre wheelbase the empty vehicle weighed only 
8.25 ton as a 50 seater coach.  By integrating the body with the chassis and attaching 
the fl oor directly to the sub-frame a fl oor height of 0.813 metre from the ground was 
made possible yet still allowing a ground clearance of 0.254 metre below the engine 
and running units.
 As a one man operated bus with a single entrance/exit at the front the Royal 
Holland coach was equipped with seats for 47-49 passengers with 15-20 standees.  
With twin doors it was equipped with fewer seats and a total carrying capacity of 80 
passengers.

Table 3
Main operators of pneumo-cyclic gearboxes as at June 1956

RAGOM Groningen Municipality
ESOO Amsterdam Municipality
NZHVM Arnhem Municipality
NBM Maarse en Kroon
Utrecht municipality

Semi-automatic gearboxes
 With these developments accomplished the Dutch operators built up their 
fl eets and for a year or so there was little change to the basic design.  These operators 
however were closely watching the introduction in Germany of multi-clutch gearboxes, 
electrically operated gearboxes and the use of torque converters to relieve the driver of as 
much strain as possible by simplifying gear changes.  Many of the leading bus operators 
were therefore already pre-conditioned to the idea of semi-automatic gearboxes when 
Leyland introduced its Wilson pneumo-cyclic gearbox which dispensed with the need 

In September 1956 
this Netherlands State 
Railway Leyland Tiger 
Cub undertook tests 
at MIRA test track in 
England   

(BCVMT L053803)
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of a clutch pedal.  By 1954 their interest had stimulated them into ordering pneumo-
cyclic gearboxes for trial purposes.  The advantages of 2-pedal driving controls once 
tested were quickly realised and made a big impact in the Low Countries generally.  
By June 1956 over 600 Leyland buses incorporating pneumo-cyclic gearboxes were 
ordered and were operated by municipalities such as Utrecht, Groningen, Amsterdam 
and Arnhem as well as by subsidiary companies of the Netherlands State Railways and 
large independent companies such as Maarse en Kroon NV.
New Holland Coach
 Having become accustomed to the integrally constructed bus and also the 
benefi ts and simplicity of the pneumo-cyclic gearbox it was natural that both these 
features would be combined together in one bus.  This vehicle was developed in 
1955 when Leyland-Holland and Verheul Carrosseriefabriek NV introduced a 
2-pedal control integral bus fi tted with Leyland O.350 horizontal engine, Leyland 
Tiger Cub running units, and semi-automatic pneumo-cyclic gearboxes.  The vehicle 
was designed to meet the needs of small towns for fast manoeuvrable buses with 
a large standee capacity.  The bus was 9.45 metre long with a wheelbase of 4.57 
metre and an unladen weight of 6.4 ton.  Models could also be supplied for inter-city 
operation.  Utrecht Municipality and the Netherlands State Railways were the fi rst 
customers to use this new type of integral bus which gave excellent service.
 As a result of their experience with Leyland buses the Netherlands State 
Railways placed an additional order in early 1956 for a further 300 New Holland 
Coaches fi tted with Leyland O.600 horizontal engines and pneumo-cyclic 
gearboxes.   These appear to be an order which was being processed by the Sales 
Contracts Department at Leyland Motors in late 1957 for 300 “A” Units, so called 

for their intended use on A-Roads.   These 
A-vehicles were 2.5m wide and 12m long 
and only suitable for A-Roads.
        There was also to have been another 
model designed for the B-Roads, described 
as being made up of “B” Units, but it seems 
that this may not have progressed beyond 
the prototype stage.  These B-vehicles 
were proposed to be smaller, being 2.1m 
wide and 11m long.  Photographs found 
in archive at the BCVM show a strange 
contraption which appears to be a front 
vertical engined Tiger Cub – could this 
be the prototype for the proposed “B” 
Chassis, possibly not proceeded with?

Units for the prototype “Type A” laid out at 
Leyland, complete with horizontal O.600 
engine and independent front suspension                  

(BCVMT L054229)
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Worldmaster Bus
 For heavy duty transport the Leyland Royal Tiger Worldmaster model with 
its Leyland O.680 horizontal engine developing 150 bhp was ideal.  These models 
had pneumo-cyclic gearboxes fi tted as standard equipment and went into service 
with Arnhem and Utrecht Municipalities.  Maarse en Kroon also used them for long 
distance tour operation.  After using their fi rst Worldmaster on its fi rst tour through 
the Swiss mountains Maarse en Kroon said – “The vehicle was quicker than the 
Swiss buses specially built for climbing in the Alps”.  The smooth changing Leyland 
pneumo-cyclic gearbox proved ideal for the rapid and frequent gear changes required 
for Alpine work. 
 Maarse en Kroon utilised a body on the Worldmaster specially constructed 
for two distinct types of operation.  In the summer, when used for Continental tours, 
it had 38 aircraft type sleeper seats and a separate compartment at the rear fi tted 
with refrigerator, wash basin, toilet and wardrobe.  In winter, when used for local 
operation and when the Dutch put away their bicycles, the compartment at the rear 
was removed and replaced by nine seats, the whole operation took little more than 
three hours.

Described as a “Type B Chassis” for the Netherlands State Railway in July 1956, could this be 
a Tiger Cub with O.350 front mounted engine and independent front suspension ??                         

(BCVMT L053467/68)

Left    –   A Royal Tiger Worldmaster in Arnhem in June 1956               (BCVMT L053165)
Right  –  One of 300 Leyland Royal Tiger Worldmasters for the Netherlands State Railway,
 in January 1958              (BCVMT L056739)
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Meteoor truck  (Dutch spelling)
 Based on the Leyland Super Comet semi-bonneted truck chassis, this was 
modifi ed in the Netherlands  by moving the steering box and pedals forwards to 
accommodate a full front locally built two seater steel cab in order to increase the 
load space.
Super Beaver and Super Hippo
 Several large operators in the Netherlands, such as Shell and BP, operated 
locally assembled Super Beavers and Super Hippos, coupled to locally produced 
semi-trailers, with large aeroplane fuel tanks on airports throughout the Netherlands, 
to refuel planes before the advent of apron refuelling.  Most of these trucks were 
fi tted with semi-automatic pneumo-cyclic gearboxes to ease driver fatigue.
Panther
 Two municipalities in the Netherlands (Amsterdam and Rotterdam) operated 
substantial numbers of this rear engined low fl oor bus chassis fi tted with local 
bodywork.  Since these vehicles were more or less sold straight from the drawing 
board they suffered numerous problems with the air suspension, the engine cooling 
system and various other problems which made them unsuccessful in the Netherlands, 
and no more were bought after the initial batch.
Leopard
 The Leopard coach chassis fi tted with a horizontal EO.600 engine, a Leyland 
synchro-mesh gearbox and an Eaton two-speed rear axle was quite popular with 
independent coach operators in the Netherlands for luxury coach trips throughout 
Europe.  One operator bought twenty or thirty of these coaches equipped with locally 
produced luxury coachwork over a period of years.
Leyland National
 Two samples of a left hand drive version of this vehicle were evaluated in the 
Netherlands when the National fi rst came on the market, but were initially deemed 
unsuitable for operation there.  Subsequently 25 examples of type 10951/2L were 
purchased by the Dutch Railways and divided between the Centraal Nederland, 
Westnederland, Nord-Zuid Hollandse and Zuid Ooster operating companies.  The 
10951 version was that developed for Australia, and allowed for ckd shipping and 
assembly away from Lillyhall. 
LVB and LVS integral buses
 In the mid 1960s these buses were designed and built jointly by Verheul and 
Leyland Triumph Holland at Verheul Carrosseriefabriek NV after Leyland Triumph 
Holland NV moved from Aalsmeer to the Verheul factory near Gouda following the 
merger between Leyland and AEC in England.  LVB stands for Leyland Verheul 
Bus and was based on Leyland Worldmaster running units and  LVS means Leyland 
Verheul Stadsbus (city-bus) and was based on Leyland Tiger Cub running units.
 The LVB660 and 668 were 12 metre long by 2.5 metre wide bus for heavy 
duty city and intercity service with a 6 metre wheelbase and either the Leyland 
EO.600 or EO.680 horizontal diesel engines and the Leyland built Wilson semi-
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automatic pneumo-cyclic gearboxes or German made Voith Diwabus fully-automatic 
torque converters driving Worldmaster rear axles.  The steering was a fully hydraulic 
power steering box made by ZF and the front axle was a beefed up Worldmaster unit.  
The suspension was manufactured in the Netherlands by Weweler and consisted of 
semi-elliptical steel multi-leaf springs with the ends suspended in rubber blocks in 
lieu of shackles and shackle pins.  Koni shock absorbers were fi tted all round.  These 
running units were assembled into a fully welded integral space frame of rectangular 
box sections onto which the interior and exterior side and roof plating was riveted.  
The front and rear body panels were made of moulded glass reinforced plastic (GRP) 
to ease repair after a collision.  The interior layout was fl exible to suit the customers’ 
requirements with different seating/standing proportions, entry/exit doors, etc.  The 
front windscreen was sloped to minimise interior refl ections and made of fl at safety 
glass as were the rear screen and the side windows.
 The LVS was an 11 metre long city-bus with various wheelbases for 
operation on narrow country roads and narrow streets of inner cities and was of 
similar construction as the above but with Tiger Cub running units.  Both these 
vehicles were extensively tested at the Leyland testing facilities in England during 
their design period in order to iron out any eventual problems before putting them 
into service.
Conclusion
 Several hundreds of the LVB/LVS 
range were built for a variety of municipal 
and independent operators in the Netherlands 
until a disastrous fi re in the paint spray booth 
in the body factory at Carrosseriefabriek 
Verheul NV destroyed the complete plant in 
early December 1970.  Only the offi ce block 
was saved from the inferno.  The designs 
were however still available and production 
of the LVB and LVS vehicles was transferred to Den Oudsten (an independent 
bodybuilder) and Werkspoor (part of the Netherlands State Railways).  But, bus 
production at Leyland Motor Corporation Nederland came to an abrupt halt as it 
was deemed too expensive to rebuild the bus factory in Gouda.  During that period 
the Dutch bus operators started to demand increased engine power and lower fl oor 
heights which could not be met by Leyland Engineering and, although Leyland had 
a near monopoly in the Dutch bus market, the customers started to drift away to DAF 
and Mercedes who could meet their demands.  From then until the merger between 
Leyland UK / DAF in 1987 and the disbandment of the Dutch company, the only 
activities at British Leyland Nederland were purely administrative.

Note – In putting this excellent and informative article together, it has been diffi cult to fi nd 
photographs of the goods vehicles and the later buses.  If any reader can help out here, also 
to fi ll in more detail on the A type and B Type buses, that would be much appreciated.  I’m 
sure that there is more yet to learn about this interesting topic – Ed.)

A Leyland Royal Tiger Worldmaster, new 
to Maarse en Kroon in June 1955, in a 
typical Dutch setting with windmill            

(BCVMT L050889)
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Leyland Cub in Israel – From Benni 
Haspel
          This Leyland Cub in Tel Aviv belonged 
to “Ha’maavir” in the 1930s.  Ha’maavir was 
a co-operative which was later formed into 
“Dan.” Can any reader tell us more please?   
(Dan Archives).

Ribble Atlantean, Bomb Trolley – From Ian Ashman 
 Following the “Bomb Trolley” letter in the last issue I asked my colleague, 
a former Service Engineer for Leyland Motors, about the question of modifi cations 
to the early Atlanteans.  He was involved in these alterations to the rear of the 
chassis where it was found early on that, due to the weight of the power pack, the 
chassis was fl exing to such an extent that cracking was occurring.  In one case he 
can remember the chassis snapped and the power pack fell on to the road.  This 
modifi cation consisted of fi shplates bolted to the chassis to increase rigidity and the 
new bolts were exactly half an inch longer than the originals.
Ribble Atlantean, (& Bomb Trolley) – From Malcolm Margetts
 Ted Smith, Ribble Depot Engineer at Wigan in the 1960s, mentioned the 
provision of a special rear sub-frame carriage for modifying  Atlantean chassis of 
that period, and I may be able to offer an explanation if he is referring to the early 
chassis of the 1960-1962 period.
 When the Atlantean entered service from December 1958, Leyland Motors 
placed much marketing emphasis on the ease of access to the power plant both for 
routine servicing and for the ease of removal of the sub-frame from the bus.  In truth 
access was greatly improved when compared with the traditional front engine PD2 
and PD3 chassis, particularly as the second half of the 1950s had witnessed a move 
towards the enclosure of the front engine bonnet area into the main bodywork and 
this had tended to make engine access even more diffi cult.
 The Atlantean saw all this change, with easy access to fi ve of the six sides of 
the power plant - this was set to be a maintenance dream with just the raising of a 
single piece rear cover.  Indeed, Leyland promoted the ease of power-plant removal 
and fi lmed the removal and refi t in under the hour and the “Commercial Motor” of 
the day witnessed this revolutionary experience.
 Sadly things didn’t go entirely to plan, and poor initial reliability of early 
Atlantean vehicles led to Ribble, having initially decided on a switch to rear engine 
buses, reversing the decision and going back to the Titan PD3 front engine vehicles 
for 1961 deliveries, despite having already placed 100 Atlantean buses in service.
 The main criticism of early rear engine vehicles was poor service performance 
particularly from the clutch and gearbox, these units were subject to much heavier 
use combined with greater payloads.  Isolation from the drivers hearing meant that 
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precautionary noises and loss of vital fl uids remained unidentifi ed until too late to 
prevent a disaster.  Contrary to LML hopes, the bus industry found that the removal 
of the power pack from the rear of a sick bus was an unnecessary complication, 
when all that was needed was a substitute clutch or gearbox the industry saw little 
benefi t in unnecessary separation of major heavy weight components, preferring to 
change a gearbox in situ.
 The problem focused on the rear sub-frame and a gearbox support bracket on 
the sub-frame cross member which was welded in position.  The positioning of this 
bracket resulted in the gearbox being locked in situ, had this bracket been bolted in 
position the gearbox would have been readily accessed for speedy removal.
 Fortunately only some few hundred Atlanteans were manufactured with this 
inaccessible layout, indeed the design change to bolt the bracket to the sub-frame was 
coordinated with the introduction of the 3 piece rear cover for most operators, which 
in its many variants lasted to the end of Atlantean production, although there were 
examples of both single and thee piece pods with both bolted and welded bracket.
 In 1961/2 Leyland Motors was subject to serious criticism from operators 
over the expense of altering the installation to make the gearbox bracket detachable, 
and Ribble were at the centre of this concern.  Chorley produced several engine 
sub-frame trolleys to loan to operators to help speed up the process and it would 
have been natural for these to be placed at 
Ribble’s disposal, and Wigan would have 
been a close point to prove their worth.
          The attached photograph shows a 
1960 Ribble AtlanteanPDR1/1, NRN586, 
fl eet no 1686, with the original single 
piece pod taken at the Leyland Society 
gathering on 12th July 2009 at Farington 
Works.  This has the modifi ed detachable 
gearbox support pillar bracket attached to 
the rear member. 
Ribble Atlantean, (& Bomb Trolley) – From David Powell
David sent a very similar letter to Malcolm’s but then went on to talking about the gearbox 
lubrication problems, as follows:-
 It is many years since I met Ted Smith, he was one of Ribble’s team of very 
sound engineers who was at the sharp end of operating Leyland products.  From 
Wigan he moved to Devonshire Road, Blackpool (I guess mid 1960s) as Depot 
Engineer. The depot would have an allocation of about 80 coaches which included 
28 “Gay Hostess”, Atlanteans.  We were still getting to grips with some of the issues 
on which was basically a revolutionary vehicle, especially the coaches that spent 
long periods at high speed on the motorway between the North West and London.
  One of the problems was that the Pneumo-Cyclic gearbox; it had a capacity of 
12 pints of low viscosity oil (30) and the angle-drive had a thick gear oil (140)for its 
spiral bevel gears.  The angle drive capacity was 36 pints and the fi ller level somewhat 
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higher than the gearbox.  Between the two units was a pair of oil seals running on the 
gearbox output shaft.  These seals had a high failure rate (probably due to heat) and for 
some reason the gearbox would pump its oil up into the angle drive.  At inspection the 
procedure was to remove the fi ller plug from the angle drive and drain off the excess 
oil and then top up the gearbox with new oil.  Because of this problem gearboxes 
would on some occasions run dry and seize, a very costly exercise.  
 I was at that time an apprentice at Burnley Depot where we ran 8 “Gay 
Hostess” vehicles on East Lancashire - London services.  For safety and reliability 
the company carried out an inspection on every vehicle before it went to London and 
even then we were still having breakdowns with seized gearboxes.  One Saturday 
evening a Blackpool vehicle came into our garage from London, and we observed 
that they had carried out a very simple fi x –  they had drilled the gearbox and angle 
drive fi ller caps and fi tted banjoes and an armoured hose so that the oil in the angle 
drive could drain back to the gearbox to prevent it seizing.  It would not have had the 
correct specifi cation oil but it would prevent a costly breakdown.  There were very 
high standards at Ribble and “illegal modifi cations” were an absolute “no-no”.   But, 
on that occasion someone must have given them credit for getting themselves out of 
a problem and turned a blind eye !  Subsequently a lubricant was produced that was 
suitable for both units and the seals were removed and the casings drilled.  The latter 
AN68 had the same lubricant in the fl ywheel, gearbox and angle drive. 
Bamber Bridge Titan PD1 – From Peter Greaves
 The Leyland PD1, GTF 476, on page 41 of the last issue, with polished brass 
radiator, was new to Corless, Charnock Richard (no.5) in 12/46.  Whilst with BBMS 
it was reported as fi tted with a PD2 radiator, and possibly with an O.600 engine, 
although I’m not sure if this has ever been verifi ed.  Can any reader please advise?
Southdown Royal Tiger – From Cyril McIntyre
 On page 44 of the last issue of Torque – the Southdown Royal Tiger - the 
Tipperary operator was Timothy O’Donoghue, 33/34 Main St, Tipperary, Co 
Tipperary - who used the fl eetname “The Aherlow”.
The “Brighton Belle” – From Russ Smith 
 I’m the fortunate owner of the 1971 Leyland Leopard “Brighton Belle” that 
appeared on page 9 of Torque No.54.  Since I purchased the Leyland there has been a 
lot of interest shown in her by other owners of historic vehicles, and also by the general 
public and I thought that readers may like to know a bit more about the coach.
  It was new to Southdown Motor Services, no.1829, and was originally fi tted 
out as a spacious 32-seater.  In 1982 she was re-fi tted with just 15 luxury seats, + 
tables with lamps on them, together with a Bar and Lounge area at the rear, and 
christened “The Southdown Diplomat”.  In 1985, being based in Brighton, she 
moved to the Brighton & Hove fl eet and was re-painted into the famous brown and 
cream “Pullman” livery and named the “Brighton Belle”.
 The coach carried out many interesting hires for customers.  For a while it was 
used on a successful day-out package which included a day’s shopping in Harrods, 
a sightseeing tour of London, and waitress service with drinks on the journey up 
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and back.  In 1991 she was 
purchased by David Dean of 
Paisley, and for the next 16 
years was used to take groups 
of people on tours, mainly 
within Scotland, being re-
seated to 28 in 1996.  I bought 
the coach in March 2009 for 
on-going preservation, and 
she has been taken back to a 
spacious 16-seater.  As well 
as visiting a few rallies I 
use her for taking friends & 
acquaintances for “Days Out With A Difference To Interesting Places”.
 For the mechanically minded “Brighton Belle” is a Leyland Leopard 
PSU3B/4R, chassis 7100269 (line no.1429), fi tted with a Leyland O.680 engine, a 
5-speed semi-automatic gearbox, and bodied by the famous fi rm of Plaxton.  It has a 
2-speed back axle, (giving 10 forward gears), and also has power steering. 
 My aim is to re-introduce some tables and lamps during the Winter in an 
attempt to further re-create the luxury coach from the 1970s and ‘80s.  “Brighton 
Belle” is an absolute delight to drive, giving a smooth and soft ride over most road 
surfaces.  I have to say, though, that on a recent 4-day visit, some of the road surfaces 
in her home county of Sussex made her bounce a bit.  
Leylands at Work in New Zealand – From Howard Dixon
 Lex and I are very pleased with the article Gary and you did on our trucks.  I 
fi nally got round to digging out the numbers on what we think was the Super Bison’s 
original engine.
 Chassis type 2BN50-22AEN, spec.  No.7304767
 Engine type EO690 2003/6,   Unit No. SE305 Engine No.7357446
I have talked to a mechanic who used to work at the small assembly shop building 
these trucks that arrived here completely knocked down.  He remembers that the 
fi rst Lynxs came with Leyland 500s and 10 speed splitter gearboxes which both 
soon proved unsatisfactory on our work here.  These were replaced with 690s  or 
6-71 GMs and 13 speed Road Rangers.  The 510 powered trucks were fi tted with 13 
speed RR during assembly.  He thinks that later, 690s were fi tted during assembly.  I 
have another contact to track down to help confi rm the above.  I hope you are having 
some nice spring weather, Howard.    (If only !! – Ed.)
Canadian Beavers – From John Dalzell
 I feel sure that others may have pointed this out in connection with Canadian 
Leylands, but just in case...  You can fi nd a little more from the Leyland Journal 
of May 1951, which contained an article about an operator of Canadian Beaver 
articulated outfi ts.  The story covers the operation of the vehicles, but is lacking 
in technical details.  It says that the model was designed and developed in Canada 

The Leopard in Southdown colours before it was 
repainted             (Southdown Enthusiasts Club)
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especially for the operator, Crawford Cartage, by Leyland Motors (Canada) Ltd.  
This achievement suggests a fairly sophisticated manufacturing facility, as the only 
actual Leyland contribution seems to have been the O.600 engine.  However, Harold 
Rushton’s article in Torque No.55 contains some impressive names of people who 
had been there at the time so anything is possible.  It would be interesting to know 
the full specifi cation, and the origin of the components.
  Superfi cially the Beavers appear to have a higher-mounted version of the 
Comet cab with an extra length of bonnet inserted between the original bonnet and 
the cab. One is shown in the advertisement reproduced on page 39 of  Torque No.55.  
Closer examination of the Leyland Journal pictures suggests that the driver’s cab is 
wider than the Comet’s, and the doors are different – without the curved cut out to 
clear the mudguard.  It seems improbable that a pressed steel cab could be justifi ed 
in such presumably small numbers.  Was it derived from other Canadian trucks?
  Incidentally, the pictures show a ‘blob’ on the bonnet sides where the badge 
fi ts on the Comet.  Is this where the cast Beaver badges from the apprentices’ training 
centre were used? – see Torque Nos.54 and 55).
Don Hilton has combed through the Leyland Society Archive records to fi nd that 
the following Beavers and Hippos were supplied to the Canadian Depot in the 1950-
53 period:
 Beavers - Line nos.  CB 1-258, with chassis nos. between  501740-531549   
 (CB = Canadian Beaver)
 Hippos  - Line nos.  CH 1-69,   with chassis nos. between  501741-531785   
 (CH = Canadian Hippo)
 

The prototype Leyland 
Titan PD2/15, chassis 
512882 (line no.3227), 
with Pneumo-Cyclic 
transmission “burning 
rubber” whilst 
cornering   BCVMT 
L050282A)
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SALES

Leyland model Z  Radiator   –   Top 
and bottom tanks with side standards.  This is 
a rare survivor from the 1923/24, with only 
approximately 150 built.   It is in very good 
condition and ideal as a display piece.   £330 
Tel. Mike Mitchell on  07870 757409. 
‘Electric Avenue,’ – tells the story of 
Morrison-Electricar, at one time the largest 
manufacture of battery electric commercial 
vehicles in the U.K.   From humble beginnings 
as a family business in 1890, they grew to 
become part of a multinational organisation 
(British Leyland/Hakwker Siddeley), before 
closure in 1983.  Priced at £10.99 plus £2.00 
p+p, it is available directly from the author, 
Keith Roberts at:- 2 The Causeway,  Sketty, 
Swansea. SA2 0SX

COVER PICTURES
Front Cover 
 This Leyland Octopus is a 1956 24.O/4 and was part of the A C Horton fl eet 
based in Tipton, Staffs.  Horton’s was a subsidiary of Andrew Wishart & Sons Ltd 
who were based at Institution Street, Dysart, near Kirkcaldy, in Fife.  Wishart had 
a fl eet of around 40 long distance lorries at that time and their work was mainly 
transporting fl oorcloth (linoleum) for Nairn Floorings of Kirkcaldy.  14MRF was 
registered to Horton’s but the shot was taken on May 13 1967 at Dysart.  Tragically 
the lorry caught fi re very soon after this shot was taken although I don’t know the 
exact date.  The fi re occurred in Invertiel Road, not far from Wishart’s base, and the 
lorry was completely burnt out.  Wishart’s (including Horton’s) have now closed 
down but I believe they were still operating up until about ten years ago.  

(Peter Davies)
Back Cover
 This photograph was found in the BCVM Archive and, though it is not listed 
in the negative register, it is thought to have been taken around March 1955.   It is 
clearly a copy negative as it includes two pictures taken to compare the tilt angles 
of the experimental Low-Loader, STF 90, with a “standard” PD2 with Leyland body, 
NTF 9, the demonstrator with experimental transmission (see photograph opposite).   
Judging from the tyres, the photographer must have experienced a terrible smell of 
burning rubber!          (BCVMT L050282A) 
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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. It was printed by Proco Print, Sheffi eld. Distribution by RnB Mailing, 
Leeds. Items for inclusion in the Autumn 2012 issue should be sent to the Editor by 
20th July 2012, please.

Vacoas Transport, Mauritius, operated various types of bus from the Leyland 
range.  Here is no.109, a front-engined Albion Victor, registered H 325, with a rear 
advertisement which proclaims the imminent arrival of some Titan PD3A/2 double 
deckers.  The slogan reads “Leyland serves London and will soon serve Mauritius 
on route no.3.”  This advert, with its bright red Leylands on LTE routes 6 and 11, 
predates the use of vinyl, and is hand painted, depicting RTL12 (JXN 324) and 
RTW349 (KXW 449) and is based on the poster “Leyland - Serving London”.   Seven 
PD3A/2 double deckers, with locally assembled bodywork by Metal Sections of 
Oldbury, joined the Vacoas fl eet in 1962-3.                                   (BCVMT  L068824)

VOCOAS  TRANSPORT,  MAURITIUS
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