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Front cover photo: RF 395 took part in the annual event centred on Bromley, following route 227 to its northern terminus at Crystal Palace 
where it was caught by Francis Wadsworth’s camera.

Back cover, top: Francis also caught the single deck bus of  the future, the Irizar ieTram, checking the charging facilities at Crystal Palace.
Back cover, bottom: Route 430 ran again on Christmas Day, with RT 4779 in action. Buses were busy all day-Peter Osborn

Welcome to the first edition of  a new 
year, hopefully the January weather 
has been kind to you.

Having reached a milestone 50th 
edition, I thought it was time for a 
change, so I’ve tinkered with the 
magazine’s appearance.

At the January Council of  
Management meeting, reported on 
page 8, it was suggested that items 
from the equivalent magazine of  25 
years ago be included, just to remind 
us that we’re not getting any younger! 
Although they are all on the website, I 
thought it worth extracting some 
titbits from 1999 for your amusement.

Early in this issue we take a look back 
at last year, full of  super events that 
really showcased the Museum and 
preserved buses in general. This year’s 
heritage bus days begin by marking the 
centenary of  Barking bus garage with 
a selection of  buses operating route 
145 with a few journeys on route 62. 

Our mid-season event is on route 
406, outside the dreaded ULEZ, and 
the season finale is on route 61, 
coinciding with Heritage week.

Back at Brooklands, our AGM and 
Members’ Day, on Saturday 9th 

March, is not to be missed. We need 
about 110 attendees, or your proxy 
form, to be quorate. If  the promise of  
hot-cross buns and tea isn’t enough to 
entice you, then a ride on D 142, ST 
922 or STL 441 should do the trick. 
The AGMs are run at a good pace, 
unlike some that I recall from the past, 
so don’t let the idea of  Trust business 
put you off, it’s a good day out - and 
entry is free!

I’m now in the happy position of  
running low of  items for future use, so 
contributions are most welcome. 
Ideally pictures should be sent 
separately from text, but I can get 
round that if  need be. I try to publish 
in the order received, unless the topic 
is time sensitive. 

I look forward to hearing from you.

STOP PRESS!

The HCVS London to Brighton run on 
Sunday 12th May will start from 
Booklands Museum from 7am. 

Entrants can also be viewed from 2pm 
on Saturday.

Admission arrangements for LBPT 
members are yet to be finalised, 

please check E News nearer the date.

We are looking forward to an exciting 
2024 with our three major events as 
usual and three heritage bus days. 
These are all listed and detailed in this 
issue.

In March, we will be holding our 
Annual General Meeting and once 
again combining a pre-season 
members’ day with additional access, 
light refreshments and rides on D 142,
ST 922 and STL 441. This also is your 
chance to talk to Trustees and ask 
about anything concerning the Trust.

We welcome John Duff as our new 
Trustee and Treasurer. A co-owner of  
RF 600 he will bring his extensive 
financial experience to this important 
role. He succeeds Peter Osborn, who, 
with Roger Stagg, reach their 
maximum nine-year stint as Trustees. 
Of  course they are not leaving us - 
Roger will continue to run the 
workshop and spearhead our 
restorations and Peter will continue to 
run all our running days and bus 
services for our events. This year 
Owen Wright also completes his 
maximum stint as a Trustee but 
remains our Workshop Manager and 
regular steward.

We are all grateful for their extensive 
work in their roles and are delighted 
they will continue working with us. 
These maximum terms as Trustees 
are designed by the Charity 
Commissioners to refresh the work of  

charitable trusts and for good 
governance.

As reported elsewhere T 448 is really 
now well on the way to completion. 
The interior is basically complete with 
new floor, rexine coverings and 
restored seat frames. The engine is 
ready for reinstallation and progress 
continues to be made on the electrics. 
Roger won’t let me quote a 
completion date but I do hope it is 
before the end of  2024.

Even frequent visitors to LBM will 
notice further improvements. We are 
populating the beautiful new 
mezzanine display units led by Phil 
Palmer, who is now Curatorial 
Manager, taking over from Ray Thorn. 
Around the corner now is a rare Red 
Arrow poster, with explanation, and a 
renewed display recognising London 
buses’ part in the modern front line, 
with the steering wheel from T 990 
which was the Aldwych terrorist 
bomb victim.

I often hear from many members the 
need to have more modern vehicles in 
our collection and indeed to fill some 
gaps. Your Trustees are developing a 
new Collections Policy which will be 
announced this year. We are working 
jointly with the National Association 
of  Road Transport Museums 
(NARTM) who are currently working 
to not only catalogue all preserved 
vehicles, but give them a grading in 

terms of  importance. This important 
work will be of  great value when 
seeking external funding for 
restoration projects.

Members will have seen the news of  
the terrible fire that engulfed several 
preserved vehicles in Hampshire, 
including the unique Leyland Olympic. 
Your Council of  Management and 
Trustees have considered the 
consequences for us at length. We will 
say more about this at the AGM.

Finally, as always my grateful thanks to 
all our volunteers and to our 
members whose support means that 
our beautiful collection of  old London 
buses is in safe hands and on display 
363 days a year.
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Important AGM Information
The Agenda and collated reports for our upcoming Annual General Meeting are now available in the Members' 
section of  our website. The meeting will be held in the Vickers Suite at Brooklands Museum at 11.00 on Saturday 9th 
March and will be followed by hot-cross buns and tea in the workshop and Members' Day. Bus rides will be offered 
using D 142, ST 922 or STL 441 subject to availability.

After an excellent turnout for last year's AGM, it would be wonderful to have a substantial turnout this year. 
However, if  you are unable to attend, please do return the Proxy Form since, if  we do not reach a quorum, (arouind 
110) we would need to hold a further meeting at additional cost.

Thank you all for your support.

Recent goings on at LBM
Left: NS 174’s bonnet is trial-fitted, with 
the driver’s scuttle soon to follow.
Right: an army, and LBM volunteers, 
marches on its stomach, so it didn’t take 
long to demolish this spread at the 
December lunch. The ladies who (made) 
lunch are greatly appreciated. They are: 
Yvette Gower, Sharon Burton, Margaret 
Thorn, Dawn Stagg, Lorraine Gray, Rachel 
DeWilde,  Ruqia Ahmed and Simon 
Douglas Lane (who’s not a lady!!)
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REMEMBERING FINCHLEY GARAGE
19th December 2023

Finchley garage opened as a tramcar depot in June 1905 
with room for 60 trams. It then operated trolleybuses from 
2nd August 1936, whilst Routemasters, including 15 of  30ft 
length, were to start working from the garage on 8th 
November 1961. Trolleybus operation finished on 2nd 
January 1962, whilst motorbus operation ended on 4th 
December 1993 with routes and vehicles being transferred 
to Holloway and Potters Bar bus garages. 

The former garage was demolished in the late 1990s and a 
retail development now occupies the site.

Finchley garage closed in December 1993 so the 30th anniversary 
was a good reason for a running day over former routes. 20 assorted 
buses took part, with donations being made to support BBC Children 
in Need. Nigel Eadon-Clarke was out and about with his camera and 
has supplied this record of  the day.
Tally Ho Corner, named after a 19th century stagecoach company, 
saw plenty of  action, with RM 5, RT 4275 and RML 2579 working 
routes 13 and 134.

The “Modern era” was represented by M 1014 - above - and the 
North London Collection’s VLW 85 - left. Metrobuses worked at 
Finchley in the 80s, but VLWs are rather too new, but even so are 
entering preservation.
Below - Southgate’s iconic architecture is the backdrop to RTL 453 
seen departing late in the day.

ENSIGNBUS RUNNING DAY
2nd December 2023

BROMLEY RUNNING DAY
18th December 2023

RT 4779 took part in the annual Ensignbus event, along with M 1, 
RTW 335 and this fine M & D Willowbrook/Leopard - Phil Hambling

Bromley’s shoppers were treated to a small selection of  vintage buses 
on routes 227 and 94.

Left: RFs 486 and 429 are seen at Penge, Crooked Billet.
Lower left: LBM’s RF 395 was also in action, seen at Bromley North-
both Stuart Hicks.

Below right: RT 1702 takes a well-earned breather in Bromley garage-
Adrian Palmer 
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COUNCIL MATTERS

Continuing our updates on behind the scenes activity the 
following notes are taken from the 17th January CoM.

At the beginning of  the meeting, Leon advised that Guy 
Marriott would be standing down as Vice President and 
thanked him for his hard work and advice over many years. 
Roger Stagg and Peter Osborn will be retiring as Trustees 
at the AGM. While Roger will continue to oversee 
workshop activities, John Duff, co-owner of  RF 600, will be 
taking over as Treasurer. Peter will continue to organise 
heritage bus days and event services.

Finance, Peter Osborn

The budget for the coming year was presented and the 
cost of  museum bus rides discussed.

Education, led by Bob Bailey

November saw a good number of  schools visiting, a trend 
that continues for January, albeit with a dip in December. 
Although there are no current dates set for Twilight 
evenings for Guides, Scouts, Cubs and Brownies it is 
expected there will be some in due course.

Two young folk with autism, referred by Hillingdon Manor 
School, have been undergoing training on stewarding, with 
other volunteer roles likely in due course. Both have an 
outstanding knowledge of  buses. An older volunteer also 
on the autism spectrum has settled in very well. 

Four visits by bus to schools have been arranged, which 
will result in a small boost to Trust funds.

Facilities, looked after by Ian Reddick

A review of  fire safety and planning is underway in the light 
of  the sad loss of  vehicles owned by Friends of  King Alfred 
Buses. 

Marketing, led by Deryck Fill

LBM proved a very popular attraction at the New Year’s 
Day Classic Car rally. Overall 7,307 visitors attended the 
whole event, there were over 1,000 vehicles on display, 
LBM ran five Bus Rides and we took in over £1,000 in 
Rides and Shop sales. Four new members joined LBPT and 
two would-be volunteers signed up.

Ray Stenning has designed the Spring Gathering leaflets, 
posters and advertisements, with an offer to place the 

advertisements, free of  charge, in Classic Bus and 
Passenger Transport, gratefully accepted.

Following some discussion, it was agreed to hire traders’ 
marquees for Spring Gathering and TransportFest.

Membership and IT, led by David Harman

Membership numbers remain healthy, with a net increase 
of  7 compared to the end of  2023 and joiners 
outnumbering leavers.

Following Meta deciding that our Facebook page was an 
impostor and ultimately deleting it, a new page has been 
set up and is being repopulated. 

The first steps of  moving the Museum’s information 
storage to a cloud-based system are being taken. 
Information on the forthcoming change to telephone 
services resulting from BT moving to VOIP (Voice Over 
Internet Protocol) were outlined, one significant benefit 
being reliability and the other being more options for 
automated answering.

Curatorial, led by Phil Palmer

A vote of  thanks to Ray Thorn for his past work was 
confirmed following his retirement. Retention policy was 
discussed and guidance affirmed. The new display cases on 
the mezzanine are being populated with exhibits and look 
even more impressive.

Rolling stock, led by Roger Stagg  

Owen Wright has been welcomed back following a period 
of  ill health. 

The engine rebuild of  the 7.7litre unit for T 448 has been 
completed with the exception of  the water pump which 
along with that for the taxi has gone for specialist overhaul. 
The dynamo and starter motor have been overhauled. 
Return of  the engine etc will permit reassembly of  the 
braking system, the parts of  which were completed 
sometime back.

RT 3491 has been subject to some investigation and 
remedial work on its air system which has been a bit leaky 
for some time. 

The four-light horse bus is down to its bare essentials, with 
the upper deck framework complete along with the 
platform. The staircase is removed, and new strings will be 

fabricated, replacing those that are beyond economic 
repair. Most of  the remaining seats for NS 174 have now 
been manufactured and work now turns to interior 
finishing. A bonnet has been made although this will not be 
the final version, which will be made using the temporary 
one as a pattern. The exhaust system has been 
manufactured and after full checking and lubrication of  all 
the engine assembly the day for attempting to start her will 
soon be upon us.

Former LT AEC Militant recovery vehicle, “Millie”, has 
visited the workshop for some attention.

Bus Operations, led by Glyn Matthews

Following much discussion with various authorities, route 
462 has been de-registered. The route will not change, but 
class 5 buses can now be used, allowing a greater selection 
of  classic buses to be operated.

Work continues on finalising the content of  CPC courses.

Further volunteer drivers have come forward whose initial 
training begins with banksman and conducting. Rod Lucas is 
looking after them.

I recently fulfilled an ambition and rode on RT 1 on route 
38 during the September heritage bus day as the 38 is in 
my DNA. The route was near to where I lived in the 1950s 
and then I worked on Rosebery Avenue in the 1970s as 
38s sailed past my office door for many years (as shown in 
the lower right photo on page 7 of  the winter magazine), 
wonderful memories! I always knew my Grandfather 
(Thomas Fisher Salter) worked as a conductor from 1921 
to 1954, often out of  Leyton garage but during the war 
years he worked from Hackney garage. On his retirement 
my Grandmother gave an interview to the Leyton Gazette 
and she said he’s lucky to still be here, apparently, one 
morning during the war he rose even earlier than usual and 
took a bus to work before his usual one, he later learned 
that the poor souls on that bus had perished as it took a 
direct hit from a Luftwaffe bomb!

Around the time I was doing my 38 rides into Victoria, and 
feeling very comfortable up top in the front seat fulfilling 
ambitions, I discovered another reason why the 38s are in 
my blood. I uncovered an online story that my mother had 
never told me about as she avidly collected cuttings of  
family events recorded in the press. Well, I knew my 
Grandfather had been a pointsman, a maintenance man 
and a conductor, but I could only guess as to the bus 
routes he worked during his long and varied career 
working from three different London Transport bus 
garages.

The story goes that my Grandfather was a witness in 
Court Proceedings in May 1946 and testified that a 
passenger alighting at Victoria Station from his 38 bus told 
him that a baby had been abandoned on the upper back 
seat of  his bus! The single mother testified that she 
panicked, but later came forward to reclaim her baby son! 
She said the father was an American GI who had returned 
to the US, she couldn’t go home as her father was a violent 
man and wouldn’t accept his daughter and grandson. 
Although charged with Abandonment she was thankfully 
acquitted. The lad would be 77 now and let’s hope he’s 

had a good life, as he didn’t became a foundling not 
knowing where he came from!

I knew my Grandfather had left the army having served 14 
years in India and Afghanistan by 1921 and that was 
confirmed by the 19th June 1921 Census, which stated that 
he was undergoing training to be a Conductor at 
the London General Omnibus Company’s Training 
School In Milman Street, Chelsea. In the 1980s I was 
desperately keen to give my daughter a middle name of  
Victoria, my granddaughter has it instead!

I’m drawn to all things London Transport, in particular 
LTLs 2RT2s and RT3s and as a model maker and as a 
collector I’ve a strong feeling that Grandfather once 
worked on all of  them! As I said it’s all in the DNA!

My Grandfather’s 38 buses took him up to Chingford 
probably for many years and by a strange coincidence his 
final destination and resting place in 1971 was up there in 
Chingford, at the Mount Cemetery! RIP Thomas Fisher 
Salter, I wish I had known you better as I’ve got so many, 
many questions!
And here’s RT 1, leading some modern contraption last September-
Nigel Eadon Clarke

MEMORIES
Stephen King
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this over the winter so we end up with 
something reasonable by the time of  
the Open Day in April.

The kinds of  information which might 
go on the displays could include:

• Essential information about the 
building, where to find things, dos and 
don’ts etc

• Overview of  the collection

• The history of  the London bus

• Bus restoration- typical projects and 
how we go about them

• History of  the museum building

• Children’s corner

and so on...

The idea is to produce a few drafts 
and put them up for comment -
especially from the point of  view of  
how they will seem to the typical 

visitor who may not know much 
about buses, or indeed ever travel on 
them (sad but true!). 

Do let me have your views and ideas 
on what we should include. Good 
colour photographs which can be 
copied would be particularly useful. 
Also if  anyone has graphical design 
skills and could help with laying out 
the information (in a way which would 
be suitable for production with MS 
Word 2000), I would be very keen to 
hear from you.”

Secretary John Bedford outlined 
details of  the AGM, at which the plans 
for restructuring the Trust would be 
discussed following the hoped-for 
conclusion of  long-running 
“difficulties”. He touched on the 
benefits of  museum registration and 
the assistance provided by a director 
of  Brooklands Museum in obtaining a 
grant for paving improvements.

It was reported that we had almost 
600 members (now over 1,000 -Ed) at 
an annual subscription of  £15.

Restoration progress on vehicles was 
reported on, D 142 being one subject 
of  work. T 31 was accepted for the 
London to Brighton run, ST 922 was 
boiling up and G 351 was taking up 
much time and effort, as was RTL 139. 
STL 2377 and RT 2775 were making 
progress and P 3 had been repainted.

The issue also included an item on “25 
years ago” and Bill Cottrell’s tale of  his 
trip to Holland to see STL 441 (this 
was reprinted in issue 47 of  the LBM 
Magazine- Ed). John Hinson mused on 
“20 Years Without RFs”.

You can read all of  Issue 24 – Spring 
1999 by logging on to the members’ 
area of  the LBM website.

The Spring 1999 edition contains much 
of  interest, especially the following, 
when our current situation could not 
have been foreseen. 

“FROM THE COMMITTEE 
ROOM 

Dr. Graham Ruddock

Vehicle acquisition was a feature of  
the last issue. I reported on why we 
had chosen to accept RTL I39, John 
Bedford announced that the 
committee had decided to accept 
Kevin McGowan's kind offer of  SMS 
369, while Eddie Knorn's letter about 
the representativeness of  the Trust 
collection and acquisition policy in 
general also appeared. A few more 
words on the subject might be of  
interest.

We have reviewed what our policy on 
vehicle acquisition, and had already 
taken the view that the time was right 
to display more recent vehicles at 
Cobham, whether these are owned 
by the Trust or by members. The 
arrival of  SMS 369 in one of  the 
members' spaces was the first fruit of  

our deliberations, and our acceptance 
of  it as a donation has furthered this 
policy. It extends our collection and 
adds to it an important type in the 
story of  the London bus, not an 
altogether happy period to represent, 
perhaps, but an important one. I hope 
that this meets some of  the points 
raised by Eddie Knorn, who would not 
have been aware of  our accepting the 
SMS when he wrote his letter.

We have looked at the gaps at 
Cobham, which mainly cover the 
period up to 1925 and after the 
Routemaster. In our assessment we 
took into account members' buses on 
display at the museum.

These include the Q, RF and GS types, 
for example. The chance of  filling the 
early gaps in the collection is remote. 
We are not in a position to take on 
what would amount to the virtual 
construction of  a replica B, K S or NS 
type starting with a chassis with no 
running units, and fully restored 
vehicles of  this era in private hands 
are very rare and likely to be very 
expensive if  any do come on to the 
market. The post-Routemaster period 
is a different matter but caution is 
required. We cannot seek to duplicate 
the LT museum collection and have 
one of  each type, with a reserve 
collection area to house the overflow. 
We must be selective as to what we 
either acquire for the Trust or offer a 
member’s space to, when one is 
available. 

We would not be able to offer large 
resources to restore an acquisition, so 
a fully restored vehicle of  a type, 
which would enhance the collection, 
like SMS369, is ideal. Even here, we 
could not guarantee to accept every 

vehicle which meets these criteria - 
space and resources remain at a 
premium.

Unfortunately for us, for example, the 
more modern vehicles are wider and 
longer than most buses currently at 
Cobham and housing them requires 
careful planning and parking. We do 
not think the story of  the London bus 
ends with the RM, but will make 
progress in following the more recent 
history of  the London bus as 
resources and space permit. The 
committee does not enjoy turning 
down a donation or not taking up the 
offer of  a vehicle at a good price. We 
have, however, to be prudent and to 
make the tough decisions which are 
just as much a part of  the 
preservation movement as they are of  
the rest of  life today.”

And the following are thoughts that 
would eventually come to fruition.

“David Mulvey, Museum 
Development Officer.

So that we can make Cobham a more 
attractive and interesting place for 
visitors, we’re going to produce a set 
of  displays to provide information 
about the museum building and the 
collection. To help us with the overall 
style and appearance of  the displays 
and generally improve the “visitor 
experience", we will be applying for 
grants to make use of  an external 
consultant, who has a lot of  
experience in this area and will be able 
to ensure that the museum has a 
professional appearance. 

In the meantime, the plan is to start 
producing the material and get 
comments so that we get something 
moving quickly. The idea is to work on 

25 YEARS AGO



12 www.londonbusmuseum.com www.londonbusmuseum.com 13London Bus Museum Magazine February 2024

The story of  bus route 145 is inextricably linked with the 
development by London County Council (LCC) of  housing 
at Becontree, Dagenham and Barking, akin to the creation 
of  a new town, after the First World War.  Barking garage 
has operated the 145 for 95 of  the 100 years since it 
opened.

When the London General Omnibus Co’s Barking garage 
(BK) opened on 9 January 1924, it took over operation of  
trunk route 23 (Marylebone - Dagenham) from Upton Park 
(U) and local route 25D (Cranbrook Park – Becontree) 
from Forest Gate (G), and introduced new route 23B 
(Marylebone – Barking Garage).  Operation was with 
open-top, solid tyred NS buses; routes 23/23B needed 52 
buses, the 25D another 5.

Route 25D had started operation on 31 October 1923, 
running on Monday to Saturday between Cranbrook Park 
(then the edge of  the built-up area, north of  Ilford) and 
Becontree (Chittys Lane) via Ilford and Green Lane.  

Chittys Lane was the site of  the first LCC homes in 
Becontree.

Possibly because the two termini were also connected with 
Ilford by the 25B and 25A (respectively), the 25D was 
suspended between June and October 1924, but soon 
after it recommenced, now running weekday peak hours 
and Saturday, it was extended northwards to what is now 
known as Gants Hill.  In the widespread route renumbering 
on 1 December 1924, the 25D was renumbered 145.

By December 1925, the route additionally ran during the 
day on weekdays. As Becontree expanded, the route was 
extended east and south – in February 1926, via Bennetts 
Castle Lane to Longbridge Road, in August 1927 further 
along Wood Lane to Five Elms, in January 1932 to 
Dagenham (Oxlow Lane) and finally in February 1937 to 
Dagenham (New Road) via Porters Avenue and Heathway.  

Also in February 1926, the main route was extended north 
from Gants Hill via South Woodford to Woodford Wells. 
On summer Sundays (and some years Saturday 
afternoons), from 1926 to 1931, the route was further 
extended to Epping Forest; the Sunday services were run 
by G or Seven Kings (AP) garages. In October 1932, the 
full route was extended further north from Woodford 
Wells to Chingford (Royal Forest Hotel). Covered top NSs 
had replaced the open-toppers from 1928, and whilst 
other garages gradually introduced newer types at 
weekends, it was not until 1936 that enough LTs became 
available for BK to operate them on the 145 on weekdays; 
Saturdays had been partly LT-operated since 1934 and 
Sundays were operated by U using LTs from 1932, then 
TD-class Leyland Titans from 1935. U also shared the 
weekday operation from 1937, converting back to LTs in 
1938. 

Wartime brought further changes. From December 1939, 
BK took back full operation on Monday to Saturday, 
certain peak journeys being extended to Ford Works. G 
worked the route on Sundays, using STLs.  From October 
1941, some journeys were diverted to run to Dagenham 
Dock. AP replaced G on Sundays from 1942 and provided 
LTs all week alongside BK; later that year U joined in on 
weekdays. BK replaced the now elderly LTs with new utility 
G-class Guys from June 1945, although LTs continued to 
appear until 1949; U’s contribution became a mix of  LTs, 
Gs and STs from 1946.

The all-conquering RT family made a tentative appearance 
with a working from U off the 15 in October 1948, 
followed by a Sunday allocation from AP in June 1949 
(replaced by RTLs starting in the same month) and a BK 
RTL working off the 148 from August. But the main influx 
came in September, with more RTLs for BK and more RTs 
for U, sweeping away all that came before – with the 
exception of  an occasional Guy from BK working off the 
peak hour 23B, which converted to RTW in April 1950. All 

three classes of  RT were now scheduled on the 145, a 
situation which continued until the RTWs were moved 
away to work in central London in 1951, at which point the 
145 reached its maximum allocation of  16 buses on 
weekdays, providing a bus every 12 minutes.
The route continued unchanged, running from Chingford 
(Royal Forest Hotel) to Dagenham (New Road) with 
journeys to Dagenham Dock and Ford Works, until 
October 1963. Meanwhile, in 1958, BK had converted 
from an RTL to a RT garage. The route was now entirely 
RT-operated, from 1960 worked with 13 RTs by BK with a 
smaller allocation of  9 RTs from U.

Change came in October 1963, when the section of  route 
north of  Ilford was (except for school journeys) replaced 
by new route 179 and Sunday operation replaced (until 
January 1966 only) by new route 145A running from 
Leytonstone via Redbridge and Ilford. Sunday operation 
was withdrawn entirely from July 1969 and by 1974 the 
route required only 9 RTs.

The RT era ended with transition to one-man-operation 
(as it then was) by DMSs on 20 April 1974, giving way in 
turn to T-class Leyland Titans in May 1980. The journeys to 
Dagenham Dock were withdrawn in February 1985,
although a few Ford Works journeys continued until March 
2001.

A HISTORY OF BUS ROUTE 145
Peter Osborn

T 143 passes Ilford Station ©  Colin Fradd

LT 999 is bound for Chingford in this early view.                           
Alan B Cross, © The Bus Archive

G 176 lays over at Dagenham, New Road.
© C Carter, LBPT collection

RT 508 stands outside Upton Park garage having worked on the 15 
earlier in the day.  Jim Andress © LBPT

RTW 300 waits at a later stand at New Road, away from the A13’s 
increasing traffic. Edward Shepherd, © LBPT

DMS 692 is about to turn onto New Road from Heathway.
© Colin Fradd

RT 3232 poses next to former DMS 2000 at New Road during 
Ensign’s tenure of  the route. © David Flett
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A more dramatic transformation came in the second 
round of  tenders by London Buses with the award of  the 
route to EnsignBus of  Purfleet, effective 21 June 1986, 
with the route reverting to DMS operation but in blue and 
silver livery. On a few notable occasions, the DMSs were 
joined by blue and silver RT3232; in 1990, the Ensign 
London bus operations passed to CNG Group of  Hong 
Kong and traded as Ensign Citybus, by which time more 
modern types were in use. But at contract renewal, the 
routes passed back to the London Buses subsidiary East 
London on 22 June 1991, worked again by BK.

With the Ensign contract in 1986 had come an extension 
northwest from Ilford to Redbridge Station and a re-
routing in Barking to pass BK via South Park Drive instead 
of  using Bennetts Castle Lane. This established today’s 
routing between Redbridge and Dagenham that will be 

recreated on 23 March 2024. On reversion to operation 
from BK in 1991, the route was extended west from 
Dagenham (New Road) to run to Dagenham Asda. 
Initially reverting to T-class operation, the route was 
extended again in July 1993, west from Redbridge to 
Leytonstone (retracing the Sunday operation on the 145A 
in the 1960s) and converted to single-deck midibus 
operation. Sunday operation recommenced from this 
time. In 1994, East London was acquired by Stagecoach 
plc.

Double-deck operation was reintroduced on 30 August 
2003, using 15 TA Tridents. These were in turn replaced in 
June 2011 by Alexander Dennis Enviro400s, now joined by 
hybrid versions of  that type, with a requirement for 17 
buses and running every 12 minutes. The most recent 
contract renewal at BK was in April 2023.

BOOK REVIEWS
Michael H C Baker

London’s Post-war Smaller classes by Ken 
Blacker, pub Capital Transport – ISBN hardback 
176 pages B&W £35

As soon as the name ‘Blacker’ appears on a Capital 

Transport publication one knows that this is the 

definitive article, this being one in a series which, as the 

author reminds us, ‘began in 1979, well over forty years 

ago’, namely the RT family. Second-hand examples of  

this ‘bible for London enthusiasts’ are highly sought 

after. No way is your reviewer disposing of  his much-

thumbed, invaluable copy.

Chronologically we start with the final batch of  STDs, 

the all-Leyland Titans,  STD 112-176 of  1946.   Your 

reviewer was much impressed by them, for nine of  

them passed the end of  his road, working the 115 from 

Croydon (TC) garage. They were virtually standard 

provincial PD1s, examples being seen all over the UK 

and Ireland, very handsome, and a welcome return to 

pre-war standards. They were somewhat 

underpowered, a fault remedied in the PD2s, the RTLs, 

and the RTWs being much-modified versions of  these.  

Next is the single deck version, the Leyland PS1 Tiger, 

classified TD by London Transport. 35-seaters, the first 

31, like their double-deck counterparts, were standard 

provincial buses, with Weymann bodies. Then came 100 

more, this time with bodies by Mann Egerton, but 

designed by London. Although this firm had never 

supplied new bodies, to quote Ken Blacker, ‘no…serious 

troubles were ever encountered.’

Then there is yet another more or less standard 

provincial bus, the solitary Guy Arab III, G436, of  1949. 

You need to read the appropriate chapter to get the full 

story of  this surprising addition to a fleet which was 

rapidly becoming committed to members of  the RT 

family.

RLHs might be described as the lowbridge versions of  

the standard highbridge provincial AEC Regent. The 

following chapter deals with the RFW, of  AEC/ECW 

manufacture, a ‘fully luxurious’ sightseeing coach.    

The little GS class is probably the best known of  all the 

types contained within these pages, ‘at least 30 of  them’ 

have been preserved although they are not necessarily 

all still in existence.

Meanwhile, the RW has left ‘barely any trace of  its short 

existence,’ whilst, by contrast, the revolutionary rear-

engine Leyland Atlanteans, the XAs, are certainly 

remembered but with little affection. The Daimler 

Fleetlines, the XFs, were better and led to bulk orders 

for the DMS.

Finally, the book deals with the RC class of  AEC 

Reliance coach with a version of  the standard BET body. 

This vehicle is pithily dismissed by the author as 

‘suffering a disastrous reputation for unreliability which 

was undoubtedly deserved.’ 

It is fair to claim that this book perfectly illustrates that 

it would have needed the Wisdom of  Solomon to solve 

the problems facing London Transport at the end of  the 

1960s and 70s. It was faced with the fact that AEC could 

no longer provide reliable vehicles, that those it had 

once relied upon were still in service but were now out-

dated, that passenger numbers were in decline, that the 

entire Country Area had been wrested from its control 

and that there was very little kudos left in being an 

employee. It certainly makes for fascinating reading.

Tracks of London’s Trams 1949-52 by Robert J 
Harley, pub Heathfield, 96 pages hardback B&W 
and colour £25

If, like your reviewer, you might have wondered if  there is 
really anything new to write about a tram system which 
vanished long, long ago, in 1952, the answer is that if  it is 
anything like this latest offer from Robert J Harley, there 
certainly is – bring it on. After all, we haven’t read the last 
of  William the Conqueror or Henry Vlll, and certainly not 
on what it really was like at the time. For instance, such 
illuminating details as on page 15 where we are told ‘It was 
always beneficial for regulators to cooperate with crews, 
as situations arose where a favour was required, such as 
unofficial overtime or having to de-tram passengers. In 
return, these officials could always repay any favour at a 
later convenient time by giving the crew a chance to finish 
their duty early.’ It’s these first-hand, everyday, routine 
recollections which paint a vivid picture of  the last days of  
the London tram, first time round.

The pictures, both black and white and colour are great, all 
help to put the tram in context, as for instance on page 47,  
in a scene featuring car No.312 in Beresford Square. We 
are asked to ‘Note the smartly dressed shoppers.’ What 
will surprise many is that right until almost the last day, the 
track was generally very well maintained, trams were being 
overhauled and, ‘there was much better relationship 
between crew and passenger’ than on a bus and that also 
the driver, not being isolated in his cab, could always leave 
the door open and ‘have a chat with his conductor.’ 

Appendix A is ‘Julian Thompson’s Tramway Diary 1949-
51’ which supplies much first-hand, day-to-day, information 
ranging from breakdowns, through the numbers of  
observed newly overhauled trams, the rather 
extraordinary, at so late a date,  new gyratory scheme in 
connection with the 1952 Festival of  Britain on the South 
Bank, and sketches of  track layouts.

A valuable addition to the history of  the London Tram.

Robert 
Harley has 
form, he 
has written 
more than 
one 
excellent 
book on 
aspects of  
the London 
tram, but 
Heathfield 
is a new 
but 
welcome 
name in the 
publishing 
world of  
London 
buses, 
trams etc.   
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I’m taking you back to when I first joined London Transport 
in September 1992. I took a huge pay cut from my banking 
days, to accept a job in the Travel Information call centre, 
answering the famous 222 1234 number but pay was 
boosted by shift allowance and rest-day working. In those 
days there were no computers to tell you what to do – it 
was all paperwork. It was also a time when London 
Transport had introduced the first all-London geographic 
bus map drawn using computer-assisted cartography – the 
thick orange roads on a yellow background with a yellow 
hatched line to denote boundary zone 3. Croydon was one 
big splodge of  orange. After two weeks classroom training 
and passing the tests, we headed for the telephone room. 

For the first few days answering calls, we sat with an 
experienced person but apart from the odd unusual 
question, I could answer quickly and accurately, and then we 
were on our own. Some worked night shifts, which came 
around every five or six weeks, others had an easier day 
shift. Mine had four start times, 0600, 0700, 1330 and 1500 
seven days a week – eight-hour shifts including a forty-
minute break.

There were about thirty desks but it was only at peak times 
they were full – at night (2300-0630) there were just three 
people on shift. You had your own locker in which you kept 
your headphones, maps and personal notes to aid 
answering questions. Each desk had a set of  timetables – the 
Working Timetable for the Underground services, a British 
Rail timetable book and a set of  timetable panels for every 
bus route, which were kept in about twelve A5 red books, 
and fare tables.

The Underground Working Timetable is definitely not 
designed for travel information. It only shows stations 
where there was a junction or turn-back points and, of  
course termini – it also shows times in ½ minutes. The 
Circle line was the most fun, as half-way around the circle, 
the timetable changed directions. For example, Victoria to 
Liverpool Street changed direction at Aldgate, ie Aldgate 
was at the bottom of  the page and the train continued in the 
other direction (on paper) at the top of  the page, which was 
not necessarily the next page in the working timetable. 
Neither Victoria nor Liverpool Street had their own timing 
points so you had to look at South Kensington, add 2½ 
minutes to Sloane Square and 2 minutes to Victoria, then 
add 2 minutes from Aldgate to Liverpool Street. Of  course, 
many customers wanted to arrive at a certain time so you 
had to work it out backwards. You can find these timetables 
by Googling ‘London Underground Working Timetables’.

If  the journey involved a change of  train you might have to 
add four lots of  times to get an answer, and you had to 
know the interchange stations – changing at Finsbury Park, 
for example, is a cross-platform interchange but the 
Piccadilly to Victoria line at Green Park is one of  the longest 
and we had to allow that in the times. 

We had the First & Last book, showing those trains, which 
was very useful but less so if  the journey required an 
interchange when you had to refer back to the Working 
Timetable. There were guaranteed last train interchanges 
and we had to know those too. I never had anyone query 
the 24-hour clock but we had to repeat 22:12 (and 
22:10/22:11) into twelve-hour times for obvious reasons! 

One of  the most important interchanges was for those 
changing from the District to Piccadilly line for Heathrow 
Airport. “Don’t change at Earl’s Court” we had to impress 
on people “that involves stairs and escalator. Get a 
Richmond or Ealing Broadway train and change at 
Hammersmith” (or Baron’s Court), which is another simple 
cross-platform interchange, and is especially useful when 
carrying luggage.  

We had nicknames for some stations such as Oxo and Ricky 
(Oxford Circus and Rickmansworth – not to be confused 
for the Rhyming Slang ‘Oxo’ (‘Oxo Cube’ for the Tube) but 
we weren’t supposed to use them to customers although it 
sometimes spilt out, much to the amusement of  the 
customer. Other stations might be known differently by 
customers – Chalfont & Latimer is known locally as Little 
Chalfont, which is the actual name of  the area immediately 
south of  the station.  

Bus times were somewhat easier but it was all still paper-
based in 1992. We had copies of  the bus stop panel 
timetables, which had been reduced to A5. We often had 
people wanting to go some distance by bus, which meant 
three, or sometimes four buses and, of  course, they wanted 
to be somewhere at a particular time. They often didn’t help 
us with questions like “I want to go by bus from Hawarden 
Road, to Cecil Park. So, we had to get the A-Z out and look 
up the street names for the start and finish, only to find that 
the first one is virtually next door to Blackhorse Road 
station and the other next to Pinner station but, of  course, 
they don’t tell you that! You then had to get the bus map out 
– mine was permanently open on my desk – and work out 
the route. One option would be 123 or 230 to Tottenham 
Hale, 41 to Archway, 210 to Golders Green and then the 
183 to Pinner but the customer needs to be there for 1430, 
so out came the timetables and now work it out in reverse. 
If  a route had less than a 15-minute frequency all times were 

shown, so it was quite quick. However, more frequent 
services had ‘automatics’ – a note that told the user that 
buses run every 10 minutes but not the specific times. For 
speed we would often take the worse-case wait at each 
interchange and give that – at worse the customer would 
arrive early – but if  they wanted the exact times, we would 
then have to get the route’s schedule, which were kept by 
the Supervisor’s desk. These need quite a bit of  working 
out, as the timing points were in code, so you had to refer 
to the index to understand them, eg ESHRHS is Esher High 
Street. Meanwhile the customer has been on the phone for 
five minutes or so, and that could be with a travel advisor 
that knew what they were doing. Imagine someone new, 
who didn’t know everywhere and certainly didn’t have the 
route knowledge that I had. Even so, I could find it 
challenging to find a decent route sometimes. Eventually you 
would have a detailed itinerary for the customer who, if  you 
were unlucky, now wanted the same on Saturdays and 
Sundays, which may or may not require a different routing if  
one of  the routes didn’t run on Sunday. A long routing such 
as this example was the extreme but they did happen at 
least once a day.

I think the longest I spent with one customer was about half  
an hour. He wanted to get from somewhere like Newington 
Green to Canary Wharf  for 0630. You start looking at train 
options (including the DLR) and realise it doesn’t quite start 
early enough. You look at the first buses and they don’t 
work out either – and you try four or five route options – 
none work but all quite close!  You then look at a 
combination of  Night buses and Tube before realising that 
it has to be all by Night bus but can you get people to change 
in the City, or do they have to go to Trafalgar Square? I 
cannot remember the exact query but I did eventually get a 
route and gave him the times and he was very grateful for 
the information. Remember, this was before the Jubilee line 
and well before the massive increase in Night and 24-hour 
bus services. By computer today this query takes 20 
seconds! 

A customer’s question may require bus, Tube and train, so 
we had to use every piece of  information on the desks. 
They may also want fare information for each mode. We 
had the fare charts for the buses – they were a lot more 
complicated in those days with four fare zones, rather than 
the one single fare today. We had all the Tube fares from 
every station and we had the National Rail fare manuals (we 
had to understand that too!), as well as knowing all the 
Travelcard daily and season ticket prices. 

Most calls were routine and could be answered very quickly 
– fares and first & last trains were the most often-asked 
questions, with Heathrow being the most common request 
for first trains. In most cases the first Piccadilly line train was 
too late for early flights, given check-in requirements. On 
Mondays to Saturdays, it arrived at 0636 (half-hour earlier if  

starting from Hammersmith) but on Sundays it was 0800 
before you could get to the airport.

The phone line was open 24-hours a day and only closed on 
Christmas Day when nothing ran. Working Boxing Day was 
quite a challenge with many bus routes not running at all and 
we had to deal with angry customers who had been waiting 
for a bus that was never going to turn up. Today there is a 
full Sunday service on Boxing Day but in those days, we also 
had non-red buses operating routes they otherwise would 
not run on. I was asked to provide better information for 
the staff on Boxing Day bus services, because so many bus 
routes didn’t run. I hand-drew a complete London bus map 
showing just the routes that were running on that day – 
shame I never kept one. It helped people answer queries 
about routings and I updated it the following year. Mike 
Harris later produced one of  his professionally-drawn maps 
and these Boxing Day maps are very sought after. 

Christmas Eve was challenging to get people home. BR shut 
down ridiculously early and we had hundreds of  calls at 
around 2100 from people wanting the time of  the last train. 
I had one lady who had ten minutes for the last train from 
Charing Cross to Sidcup. The caller then spent five minutes 
arguing, unable to believe I was telling the truth. “You will 
now have to get buses all the way” I said, “Can I give you the 
details?”  “No thanks” was the reply, hanging up still 
protesting that I was wrong and that they would arrive at 
the station at 2200 or 2300 and get a train without a 
problem. I wonder what time she got home and how much 
her taxi was!

That was sometimes a problem, when a customer didn’t 
believe information you gave them. They’d insist there was 
a direct bus when there wasn’t but sometimes it would help 
knowing the history of  routes – “There was a direct bus in 
1975” I might say. In some cases, the ‘not believing’ attitude 
was because someone had told them how to get 
somewhere and they were just phoning us to get 
confirmation. Of  course, it depends where you start from. 
London Zoo, for example. I would normally say go to Baker 
Street and walk or get a 274 bus. However, if  you were on 
the Northern line, then going to Camden Town was better 
(or Regent’s Park on the Bakerloo line) and walk from there 
(or, again, a 274 bus). If  they had previously been told Baker 
Street, then suddenly being told something else confused 
them. 

Another time a customer may ask to get to W from X but 
when they get a reply from me that involves two buses, they 
ask what about getting to W from Y? Another two buses, so 
they’d ask how about getting there from Z? “What journey 
do you actually want to do?” I’d ask and get a completely 
different question. They had been told they could do their 
journey in one bus and guessed (wrongly) where to go to 

TRAVEL INFORMATION
David Bowker
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change. We would often have to guide people as to what 
question they really wanted. 

I used to enjoy it when there were major security alerts. 
Sounds macabre but that was not what I was thinking about. 
Most security alerts were just that, so I wasn’t worried. 
However, there was a buzz in the office – no routine 
routeings, having to think quickly to reroute people unusual 
ways or just telling them to wait at the office for an hour and 
try later. This is when we answered the most calls in a day – 
most answers were “The Northern line is still closed” or 
equally quick replies, so I stood at my desk during these 
times, pacing back and forth. 

One night we had all our east/west routes out, with security 
alerts at Farringdon, Tottenham Court Road and Blackfriars. 
A man got through to me, obviously extremely worried – 
“How do I get to Liverpool Street” he asked in a panicked 
tone. “You could get a bus” I said “but it’s likely you won’t 
get on one as everyone else will be doing the same. You may 
like to go into the nearest pub, have a quiet pint and the 
chances are by that time the security alert will be over”. You 
could almost hear the relief  drain from him and after a few 
moments he said “Can I tell the wife that?” He just wanted 
reassurance that this was nothing to worry about. I can 
imagine him getting home later that evening obviously 
worse for drink and saying to his wife, “the man at London 
Transport told me to go to the pub!”

We were occasionally monitored by one of  the Supervisors 
to ensure we were giving correct information and were 
being polite and helpful to the customers. Several hours 
later (or even a couple of  days later) they called you into an 
office and told you all the things you did wrong. Most of  it 
was rather picky though, such as finding a different route 
that might be a few minutes quicker, but they had at least 

three hours – on the phones you have to think quickly. I had 
a lady get through to me one day who said her pregnant 
daughter was having problems with the stairs at the station 
and wanted to help her up but didn’t have a ticket herself  
and was being prevented from passing through the barrier. I 
gave her the number of  Customer Services to see if  they 
could give her a letter or something but I also had another 
idea – a platform ticket. I had no idea how much one cost 
but we had additional fare manuals by the Supervisor’s desk. 
I knew I was being monitored on that call because the 
Supervisor was frantically searching for the answer so he 
could just relate it to me as if  he knew, but he was looking 
in the wrong place. I did find the answer – I seem to recall it 
was 50p. I have no idea if  platform tickets still exist on the 
Underground today.

One night I took a call from a mad man – we got all sorts! 
He said “I know where you work – I’ll be waiting outside for 
you”. “Okay” I said, “the British Transport Police work on 
the same floor as me – they will be waiting for you!” He rang 
off pretty quickly. And the BT Police really did work on the 
same floor, but I knew it wasn’t necessary to contact them 
on that occasion.

We had a digital display showing how many calls were 
waiting and the average waiting time but there was not a lot 
we could do about it when we had to satisfy customers we 
were already talking to but Sunday mornings were always 
quiet. 

Some of  my colleagues had been doing the job for years, 
including a couple of  ex-clippies – you know, those nice 
ladies who used to collect your fare on the bus. For me, 
after nearly a year, it became monotonous and I was eager 
for something different. I’ll tell you about that another 
time.

LBM BUS IMAGES NOW 
ONLINE Phil Palmer

The Transport Library have now digitised around 2,500 
images of  buses into their online archive. You can find this 
at thetransportlibrary.co.uk. The database is searchable 
and in many cases there are multiple images of  the same 
bus (we found 12 for an MCW Airbus), making this an 
iideal starting point for anyone carrying out research. 
Photos can be purchased and LBM will profit from the 
proceeds.

This is the result of  the tireless efforts of  Peter 
Goodfellow, Brian Jones, Colin Read, Tom Yun, Guy 
Marriott, David Harman, and others in identifying, indexing 
and collating slides and photos donated to the Museum 
over many years and our thanks go to them for this 
important work. There are still thousands of  images still to 
be done!

WHERE WERE THEY THEN?

In the last issue Brian Jones posed the question of  where  
T 792 was in his photo. No entries were received, but the 
answer is - the service yard behind the shops on Field End 
Road immediately southeast of  Eastcote Station 
(Metropolitan and Piccadilly lines). The station is the large 
building at the left rear of  the photo.

This issue’s poser 
is: where is the 
location at which 
BEA 1 is being 
restored?
Answers by email 
to the editor. No 
prizes, just a 
mention.

It seems likely that should you have occasion to wander 
around to your local AEC or Leyland dealer you will find 
that the response to the question “have you got a ??????” 
will at the kindest be, “sorry, out of  stock and we do not 
know whether or when it will be back”.

The workshop finds this 100% of  the time, frequently even 
for parts for our more modern vehicles. Not so many 
years back most parts for the RT and RF families were 
available via the acquisition of  redundant supplies from LT 
garages as types ceased to be used in service. Privatisation 
ended the LT system of  keeping stocks in favour of  the 
“just in time” philosophy adopted by the supermarkets. 
Accordingly, as the Routemaster fleets were wound down 
there were no longer stores of  redundant parts to be 
hoarded away for future use in preservation. AV590 and 
690 engines have become as rare as the proverbial hens’ 
teeth and few true enthusiasts are wishing to put a 
Cummins engine into their beloved vehicle.

If  we cannot easily get parts for an RM say, what hope for 
not just an RT, RTL or an RF, but for STLs, petrol engine 
STs, Ts and vehicles from the early 1920s?

This is why the London Bus Museum has, and continues 
to, embark on ventures of  re-manufacture. In recent 
months, engine mountings for Routemaster AEC engines, 
and for Leyland 0600 and 0680, have been produced. LBM 
produces only to original specification, not cheap 
reproductions (ask the man with an RML that suffered a 
broken crankshaft when the not-so-cheap but unsuitable 
replacement engine mounting vibrated the unit to near 
destruction). Some items produced have been radiator 
bottom hose castings (machined) for AEC 138 and 140 
petrol engines, and dynamo support trays for K, S and NS 
types. 

Recent deliveries have included air system felts for RT, 
RTL and RF types,  assemblies to replace Llewellyn glands 
for RT rear axles and differential noses with modern lip 
seals, and ditto for STL types. Just in stock are further 
complete engine mounting sets for AEC AV590s and 690s 
and also for RF engine stabilisers, together with further 
sets for Leyland engines. A small stock remains of  top gear 
plates, both steel and phosphor bronze for pre-select 
gearboxes and expected very soon are replacement air 
seals for the pre-selector gearboxes on RT, RTL RF and 
RFW. For these even the few original stock items around 
no longer have the designed flexibility for the air pressure 

to expand the piston seal  against the cylinder.  Future 
production may include brake cylinder seals for RTs.

Small, but rapidly diminishing stocks of  brown Rexine, as 
well as RT/RF window rubber remain. RT bodies use 1 & 
1/8” half  round beading, no longer available but a future 
run may be commissioned if  demand requires.

Ability to repair the unpopular AEC constant velocity 
joints that LT preferred it seems, to the Hardy Spicer 
joints used virtually universally elsewhere, but used on ST, 
STL, T and RT types has ceased. We have exhausted 
stocks of  parts as well as completed cannibalising old 
units. We are now having prop shafts re-manufactured 
with standard Hardy Spicer units which should outlast any 
preserved vehicle.

It may be out of  stock at your local dealer but it’s amazing 
what you might be able to get at LBM. It must be 
emphasised that we are not a stockist, we endeavour to 
have additional quantities made when practical but the 
prime purpose is for the Museum vehicles. Re-runs are 
often not financially viable so as the placards outside the 
Supermarket say “when it’s gone it’s gone”. We try to 
assist our members but enquiries, in writing ONLY please, 
to “Rolling Stock Department (Spares)”.

OUT OF STOCK
Roger Stagg

Two of the castings produced last year for the NS.
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When London Transport was busily re-stocking its RT-
family bus fleet in the postwar years, serious delays had 
occurred with Park Royal and Weymann, so they looked 
around for other bodybuilders. Saunders Engineering & 
Shipyard Company of  Anglesey and Cravens Ltd of  
Sheffield were the chosen alternatives, the former 
receiving a (very welcome) order for 300 bodies.  Cravens 
were to build 120.

Whilst the Saunders were an excellent copy of  what had 
gone before, the Cravens on the other hand were 
something else and I wonder just what the LT authorities 
thought when the first examples came off the production 
line!

The end product was basically a slightly modified version 
of  their standard design. As readers will be aware, they 
were instantly recognisable with smaller, extra windows: 
five either side on the lower deck and seven either side on 
the upper. The front body profile was much more upright 
and the rear curved noticeably more from the waistband 
upwards. The rear lower-deck window was also smaller, as 
was that behind the driver.  As with the later ‘RT3’ bodies, 
there was no canopy shroud over the bonnet. Semaphore 
direction indicator boxes were fitted but, I gather, left 
empty. Flashing indicators were never fitted. The frontal 
layout on all of  the roofbox-fitted RTs permitted an advert 
poster to be displayed either side of  the destination boxes 
without having to be ‘bled’ around the corners.

The Craven interiors were different also. The window 
frames were flat, not curved, with the lower deck ceiling 
also flat, not arched as with the standard RTs. Window 
winders were centrally-mounted of  ‘PYP’ manufacture, 
curiously of  the same type found on the 1949 AC Cars 
electric trains on the Southend Pier Railway!  The windows 
also leaked, I understand. 

A standard RT drivers’ cab was fitted, with a noticeable 
tapering on the offside, just above the mirror. 

I recall that when LOTS owned former RT1431 (q.v.), the 
drivers reported a curious ‘rolling effect’ when going along. 
Subsequent enquiries – many years later – indicate that 
with the steering wheel, in effect, being attached to the 
chassis and the seat attached to the body bulkhead, the 
wheel appeared to be moving in a different plane to the 
driver’s body. 

The Cravens, which were non-standard (LT body code 
RT3/4) were delivered between September 1948 and 
April 1950 and numbered RT1402-1521, taking JXC and 
KGK registrations. They were scattered around the LT 
area.

The first 27 were in Country Area (green) livery at WA 
and WR, with the remainder red although 23 of  the latter 
were repainted green to cover overhauls in 1956, their last 
year of  service. The last four finished service (at Windsor 
garage) in the October. Evidently reliable workhorses, they 
were not infrequently used on Green Line reliefs and 
special services such as Wimbledon Tennis and the Epsom 
Derby.

Being non-standard, remarkably, no fewer than 118 were 
initially sold to Bird’s Commercial Motors of  Stratford-on-
Avon, possibly only on paper, and which location I visited 
twice in the 1960s, all being re-sold on to other operators. 
Dundee Corporation took the lion’s share with 30, for 
tramway replacement.

A close second were the Ayrshire Bus Owners (A1 
Service) and associated companies with 27. Beckett of  
Bucknall (Stoke) had 9;  Lloyd (Nuneaton) 8 and Lowland 
Motorways, Glasgow 7. Closer to home, three went to 
Red Rover, Aylesbury and a handful returned to the capital 
for various uses. Many were modified in various ways, 
appearing in various different liveries. They were good 
purchases, having seen just seven years’ service. I recall 
seeing several dotted around the London area with non-
PSV operators during the 1960s.

The two not going via Birds, were RTs1462 (West Herts 
Coaches, Garston) and 1420, the body of  which was 
written-off after striking a low bridge in 1955, but whose 
chassis survives under the body of  RT1, now part, of  
course, of  our own collection.    

Interestingly, former RT1429 (Ayshire Bus Owners) was 
rebodied with the Park Royal body from former RT825 in 
1964, so, as with ‘RT1’, the chassis had the same (or 
composite) mountings to accept other bodies. Although 
overhauled in their LT days and some were repainted, all 
retained their same bodies throughout.

Former RT1417 (Lowland Motorways) was burnt out in 
1957 and 1489 (Ayrshire Bus Owners) was wrecked in a 
head-on crash in 1959. None appear to have gone to 
Wales or to Ireland and none ever went abroad.

RT1431 was purchased for £150 by the London Omnibus 
Traction Society (LOTS) in 1966 and used for a number of  
years after restoration to LT red livery, ending up finally, via 
various owners, with Ensigns and still operational. The 
other survivor is 1499, acquired by the London Brick 
Company for staff transport and now, of  course, 
operational and repainted in Country Area livery, also with 
Ensigns.

Two Craven-bodied RTs in Dundee, the first being RT 1419 which 
was sold to the Corporation in 1956, the same year that the next 
numerically placed vehicle (RT 1420) donated its chassis to be fitted 
with the body of  RT 1 to form 1037J - Tony Beard

CRAVENS RTS
Colin Read

A very smart RT 1479 early in its career at Elephant and Castle. In 
1956 it was painted green just three months before withdrawal from 
LT service and subsequent sale to Harper Bros of  Heath Hayes 
where it ran for a further ten years - C Carter.

RT 1506 pauses at Windsor Town Hall in 1956, having also been a 
red bus since new in 1949. It ran with A1 Service Scotland with 
whom it lasted until about 1965 - LBM Collection

RT 1431 undergoing some body repairs at Cobham in May 1981-
Dave Jones

RT 1420’s unfortunate meeting with a bridge in Norbiton in July 
1955 had a silver lining in that the chassis was later used under the 
body of  RT 1-supplied by Colin Read

RT 1499 approaches Ongar station in April 2009-Dave Jones

Coincidentally, the long awaited Bachmann EFE Cravens-
bodied RTs have arrived at the LBM shop and are available 
to purchase online, but be quick, they’re selling fast!
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Not receiving LBM E-news or Friends of the Classic 
London Buses of the Fifties Newsletter?

If  you're not receiving these but would like to, it may be that we DON'T 
have your current email address. 

To get on or back on the mailing list, drop an email to:
 membership@londonbusmuseum.com

We are pleased to acknowledge the donated items of  

transport related material from members and others in 

support of  the museum.  Many thanks to the following 

who have donated to us in recent months.

Carol Gibson  LT employee ephemera

Stephen Churcher Book

Ray Proctor  Models

Chris Heaps  Model and newspaper article

Raymond Thorn  Models

Dennis Remmers  Ephemera

Graham Burnell  Safety awards

Ensignbus  Timetables

John Cattermole  Books

David Sims  Concorde photo frame

Peter Brown  Models and magazines

Chris Balster  Ticket machine and rolls

I. Woodroff  Books

David Jamieson  Fare charts and blinds

Simon Greatwood Fare charts on wooden boards

Paul Biden  Engineering drawings etc.  from   

   Weymanns

Edward Paul   Photographs

Ian Hards    Books

Chris Harbott       Transport books

John Hawkins       Large collection of  timetables   

   leaflets & books

Dr. Eric Lawrence  Large number of  transport books

Roger Hawkins     Transport books, bus tie and bus   

   jigsaw

Where items are unique, have special heritage or are of  

exceptional interest, then we may consider adding them to 

our collection. All items not so added will be offered for 

sale to other enthusiasts via our second-hand stall in order 

to help raise funds for the Museum. 

ITEMS FOR THE MAGAZINE
Please send contributions for the magazine to the Editor at editor@londonbusmuseum.com or by post to the Museum at the 

address on the following page.

LAST COPY DATE FOR THE
SUMMER 2024 EDITION
Sunday 21 April 2024

The views expressed in this magazine are those of  the individual contributors. They are not necessarily the views of  the London Bus 
Preservation Trust Ltd, its Trustees, Directors or Officers, London Bus Museum Ltd, its Directors or the Editor.

Contacting The London Bus Preservation Trust

Telephone: 01932 837994.The phone is staffed by volunteers during opening 
hours but please bear in mind that most of  the officers work from home, so it 
may be a question of  passing a message on. Contact by e-mail (see below) will 
usually bring a quicker response.
E-mail: Please use the General Enquiries e-mail form on the Museum's 
website.
Post: The Museum's postal address is: London Bus Museum, Cobham Hall, 
Brooklands Road, WEYBRIDGE , KT13 0QS
Please note the above address cannot be used for visits in person, which should 
be via the main entrance.
Museum on the Web
Website: www.londonbusmuseum.com
X (Twitter): @londonbusmuseum
Facebook: awaiting updated access information

Honorary positions
Hon President: Peter, Lord Hendy of  Richmond Hill, CBE (Chair, Network Rail)
Hon Vice-Presidents: Chris Heaps
Museum Mentor: Gary Wragg

Trustees 
Chairman: Leon Daniels, OBE
Secretary: Peter Brown
Treasurer: John Duff
Aaliah Haq 
Owen Wright
Mark Yexley
Richard Telling
Paul Sainthouse

Other members of the Council of Management
Vice Chairman and Rolling Stock Director: Roger Stagg 
Curatorial Manager: Phil Palmer
Education Director: Bob Bailey
Health & Safety Director: Vacant
Human Resources Director: John Owens

Marketing Director: Deryck Fill
Non-executive Directors: Simon Douglas Lane & Graham Smith

Officers:
Bus Crews Manager: Andrew Collins
Curatorial Manager: Raymond Thorn
Education Officer: Bob Bailey
E-News Editor: Richard Hastings
Events Committee Chairman: Gerry Job
Events Manager: Deryck Fill
Facilities Manager: Ian Reddick
Finance Officer: Mike Dolton
Fire Officer: Vacant
Fundraisers (Donated items): Melvin Phillips & Bob Bailey
Health & Safety Manager: Vacant
Information Officer: Graham Smith
IT Manager: David Harman
Magazine Editor: Dave Jones
Museum Displays: Derek Hanlon
Members' Trips Organiser: Adrian Palmer
Publicity Distribution Officer: Colin Read
Safeguarding Officer: Bob Bailey
Talks coordinator: Paul Raven-Hill
Transport Manager: Glyn Matthews
Uniform Manager: Robin Helliar-Symons 
Volunteer Manager: John Owens
Web-site & Social Networking Manager: Vacant
Workshop Manager: Owen Wright

London Bus Museum Ltd
Managing Director: Gerry Job
Shop Manager: Yvette Gower
Company Secretary: Peter Brown

Registered Office
Cobham Hall, Brooklands Road, Weybridge, Surrey KT13 0QS                    
Charity number: l053383                                                                                               
Company Registration number: 1061762

2024 Diary Dates

Saturday 9th March - AGM and Members’ Day
Saturday 23rd March - Heritage bus operation on route 145 for Barking garage centenary

Sunday 14th April - Spring Gathering
Sunday 9th June - Heritage bus operation on route 406

Sunday 23rd June - Summer Festival
Sunday 20th October - TransportFest

Saturday 14 September- route 61 Heritage Day

DONATIONS RECEIVED
July to December 2023
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