

[image: ]













[image: ]
























[image: ]

























Copyright







First published as


Land Rover – 60 Years of


the 4 × 4 Workhorse in 2007 by


The Crowood Press Ltd,


Ramsbury, Marlborough,


Wiltshire, SN8 2HR


www.crowood.com


New edition 2013


This e-book edition first published in 2013


© James Taylor 2007 and 2013


All rights reserved. This e-book is copyright material and must not be copied, reproduced, transferred, distributed, leased, licensed or publicly performed or used in any way except as specifically permitted in writing by the publishers, as allowed under the terms and conditions under which it was purchased or as strictly permitted by applicable copyright law. Any unauthorised distribution or use of this text may be a direct infringement of the author’s and publisher’s rights, and those responsible may be liable in law accordingly.


ISBN 978 1 84797 528 7
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The Land Rover has always been a versatile platform for special conversions. This six-wheel model was built in South Africa for a telecommunications company in the 1980s.

























Introduction





These days it is fashionable to refer to the utility Land Rovers that have been in production since 1948 as Defenders. They aren’t, of course: the Defender name wasn’t used before 1990 and was then applied to a specific range of variants. But to avoid confusion, let me say here that this book is about the Defender and its direct ancestors. It does not cover relatives such as the Range Rover, Discovery, Freelander or Range Rover Sport.


Over the 65 years that the utility Land Rovers have been in production, they have evolved enormously. Yet today’s Defender is still built on a separate box-section chassis and still has a body largely made up of Birmabright alloy panels. It is still hugely versatile and practical; it is still sold in almost every country in the world; and it is still universally recognized for what it is. It has become an automotive icon, and replacing it – which Land Rover must eventually do – will cause its manufacturers an enormous problem. As this book goes to press, they have announced their plans for a replacement model in 2015, but there seems little doubt it will be a rather different vehicle from the much-loved original.


On a personal level, I have always found the development story of the Land Rover completely fascinating, and researching it has provided me with the larger part of a full-time career for something like a quarter of a century. This is far from being my first book on the subject, and I have written about the marque for many magazines in several different countries, too. But however much I write, there is always more to discover. So although this book is as comprehensive as I can reasonably make it at present, I’m sure there will be more to write about in a few years’ time. If my publishers grant me the luxury of a third edition – this is already the second – I will include whatever new material I have come across when the time comes.


It’s customary to use the introduction of a book to thank everybody who helped in its preparation. I would willingly do that, but there simply isn’t room here to list all the people who have provided me with snippets of information over the years. There have been hundreds of them from all over the world: owners, enthusiasts, historians, engineers and designers alike. So wherever possible in the text, I’ve credited the research done by other people or the sources of my information. Here’s a big and sincere thank you to every one of those people. I can, however, readily list those individuals or organizations who helped by providing photographs used in the pages that follow. So special thanks go to: Paul Attwell; The Automobile Association Library; Deborah Baines; Jack Baines; Brian and Philip Bashall; Pete Bedwell; Thomas Bridge; British Motor Industry Heritage Trust; Mike Broadhead; Brooklyn Engineering; Bundesarchiv Deutschland; Patrick Brown; Michael Burn; Bert Buurmann/Nederlands Fotoarchief; Roger Conway; John Craddock; Roger Crathorne; Richard de Roos; The Dunsfold Collection; Oscar Echeverria; Mrs L. Gardiner; Richard Giller; Kevin Girling; Mike Gould; Mike Griffin; Helmuth Guss; Alan Hammond; Roger Harding; Roberto Hirth; Peter Hobson; Richard Hughes; Robin Lafosse; Land Rover Brasil; Land Rover Centre, Hudders field (Mark Griffiths); Land Rover France; Land Rover Ltd; Land Rover South Africa; Ashley C. Lucas; Bruce McWilliams; Metalurgica de Santa Ana; The Metropolitan Police; Geof Miller; Minerva TT Register; Ministry of Defence; Terry Moore; Otokar; Renaud Pierret; Tony Poole; The RAC Library; Tim and Christopher Race; Registry of Ex-Military Land Rovers; Rover Company; Alex Sinclair; Glenn Smith; Stephen Stansfield; Andrew Stuart-Cook; Pat rick Sutcliffe; Snowy Mountains Hydro-Electric Authority; J.D. Stockwell; Swedish Land Rover Club; Chief Superintendent Joe Symon; Tickford, Ltd (Cliff Petts); Jochen von Arnim; Ken Watkin; and Geoff White.


New information about the Land Rover story becomes available all of the time, and if any readers can add to what is in this book, I’d be delighted if they would get in touch with me through the publishers. Important new information about the early days has already become available, and I am pleased to include it in this new printing. I also plan to put any amendments that would interest readers onto my website as they become available, so please do visit www.roverphile.co.uk to see what others have contributed.





James Taylor


Oxfordshire


September 2012
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Off-road ability second to none has always been an essential element in the Land Rover’s make-up. This 2007-model Defender 90 Station Wagon was pictured during a ride-and-drive demonstration for the media.

























CHAPTER ONE


GENESIS – The Why and How of the First Land Rovers





At the turn of the twenty-first century Land Rover advertising boasted that a Land Rover was the only motor vehicle more than half the world’s population had ever seen. This was no exaggeration: the Land Rover had indeed been a massive worldwide success, and remains so. To paraphrase another slogan from a different kind of advertising, it had got to the parts other vehicles cannot reach – and other hugely successful products from the same stable had followed it. First came the Range Rover, then the Discovery, next the Freelander and most recently the Range Rover Sport. But all of this is very far from what the Rover Company’s technical chief, Maurice Wilks, had in mind when he drew his plans for the very first Land Rover with his fingertips in the sand at Red Wharf Bay, some time around Easter 1947.


To understand what was going on then, we have to look at the situation Rover found itself in during the first quarter of 1947. Like other British car manufacturers, Rover had suspended car manufacture during the Second World War and had devoted its efforts to building machines needed for the war – in Rover’s case, mainly aircraft components. Unlike some other companies, though, Rover found itself without a new car ready to put into production when hostilities came to an end in 1945. It hastily updated some of the cars it had last built in 1940 and started turning them out of the gates of its new factory at Solihull in the West Midlands.


While these cars had certainly been among those most admired by the professional classes in Britain at the end of the 1930s, they were by now old designs. Both mechanical technology and styling had moved on, and it was clear that Rover needed to move on, too.


But there was an even more urgent reason for developing new products. Shortly after the end of the war, the British government had announced that the country’s manufacturers must give priority to overseas orders. The idea, sensible enough in the circumstances, was that selling manufactured goods abroad would bring money into a Britain that desperately needed money after nearly bankrupting itself during the war. Rover had never made any serious efforts to sell cars outside the UK before and, although the company set to with a will, it quickly discovered that outdated products developed for the peculiar needs of the British market were not strong sellers elsewhere.


The situation looked bleak – and it was made bleaker by the Ministry of Supply’s assertion that it would ration steel, which was in short supply as the country emerged from war, favouring those users who performed best in overseas trade. If Rover couldn’t build a car that would sell well overseas, it might find its supplies rationed to such an extent that it would no longer be able to continue making cars at all.
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Rover restarted car production after the Second World War with mildly revised versions of its pre-war models. This 1947 Sports Saloon was typical.








Of course, there were several new projects on the boil. Maurice Wilks and his older brother Spencer, Rover’s Chairman, had guessed that small and economical cars would be in demand during the difficult period that would inevitably follow the war. That had been the case after the First World War and there was no reason to think the same would not happen again. So Rover’s designers had been set to work to draw up a new car called the M-type. That M stood for ‘miniature’, and the car was really a heavily Roverized adaptation of the pre-war Italian Fiat 500. It would certainly have been quite a remarkable machine, but by the first quarter of 1947 it had become apparent that small and economical cars were not what the world wanted as it struggled to get back to normality.


Work was going on to replace the revived pre-war Rovers, too. Maurice Wilks struggled at first to create something that might fit the bill, but was then hugely impressed by the Raymond Loewy-designed 1946 Studebaker Champion, and instructed his designers to borrow ideas from it, settling for a stop-gap model while the new car came together. The stop-gap, which looked much like the pre-war Rovers but had more modern running-gear, arrived in February 1948. Like the cars it replaced, however, the P3 model was never going to set the world on fire. Rover still needed a product that would have appeal in overseas markets, and by the end of 1946 – a year after the war’s end – the problem was a pressing one.


That winter proved to be one of the hardest on record in Britain, and snow and ice made it difficult to use the long drive at Maurice Wilks’ home of Blackdown Manor near Leamington Spa. Wilks borrowed a wartime Jeep from his near neighbour, Colonel Nash, to use between house and road. March then brought severe gales, which brought down trees across the drive. So Wilks visited the local military surplus dump and bought himself a Lloyd Infantry Carrier, a small tracked vehicle that wasn’t daunted by mud or snow and had the power to haul the fallen trees out of the way.


Meanwhile, the borrowed Jeep had left a deep impression. Wilks liked it so much that some time around late May or early June 1947, he took it over in a swap involving his tracked carrier. But it had already inspired him to toy with the idea of Rover building a similar vehicle, using existing production components. The Rover version wouldn’t be primarily for military use, of course, but would be aimed at farmers and others who worked on the land, and would suit light industrial uses as well. Willys had in fact turned their wartime military model into just such a maid-of-all-work over in the USA, and Wilks was more than likely aware of the fact. A utility vehicle like that might be exactly what Rover needed to earn overseas sales and keep themselves going until better times returned.


Over the Easter of 1947 (Easter Day that year fell on 6 April), Maurice Wilks and family were on Anglesey, where they had recently bought a holiday cottage. Spencer Wilks already kept his boat there, and brought it around to Red Wharf Bay to visit his brother. Witnesses remember Spencer rowing ashore and the two men sitting down together as Maurice explained how a Rover 4×4 might be laid out, drawing his ideas in the sand. By the time that Easter holiday was over, the two brothers were sure they were onto a winner. When he returned to Solihull, Maurice instructed five Section Leaders in the Rover Drawing Office to get on with turning his idea into reality.





[image: ]

Maurice Wilks, the ‘father’ of the Land Rover, pictured in 1956.








Designing the Land Rover


The Rover Drawing Office was the company’s engineering design section, all drawing boards and sliding rulers in those days. It was divided into sections dealing with the different major elements of car design, and it was five leaders of those sections who received Maurice Wilks’s brief for the new vehicle: their names were Gordon Bashford, Joe Drinkwater, Tom Barton, Frank Shaw and Sam Ostler.


Gordon Bashford’s job was to design the new chassis frame, and he remembered many years later that one of his first tasks was to visit a military surplus dump somewhere in the Cotswolds and to buy four Jeeps so that the Rover design team could take them apart and discover what made them tick. Bashford decided to use box-section side members rather than the Jeep’s channel-section members, which were notoriously prone to cracking. The box section would give vital extra strength, and Rover was already wedded to the idea of using the same principle for its forthcoming 1948 cars.


Work on the engine fell to Joe Drinkwater. He had to adapt Rover’s brand-new 4-cylinder engine, largely designed before the war by Chief Engine Designer Jack Swaine, to suit its new role in the proposed utility 4×4. In charge of transmissions was Tom Barton, a no-nonsense ex-railway engineer, and it was his job to draw up a two-speed transfer gearbox to bolt onto the existing Rover car gearbox and give the new vehicle crawler ratios for driving across rough terrain. On this he worked closely with Frank Shaw, head of the Transmissions team, who was also assigned to the 4×4 project. The fifth designer on Maurice Wilks’s new team was Sam Ostler, whose job was to come up with the bodywork for the new vehicle. 
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Maurice Wilks


Maurice Wilks was a gifted engineer who was very highly regarded in the British motor industry. Those who knew him remember a man of boyish enthusiasms, and yet he was also ‘a quiet, shy, studious man … [who] … shunned publicity and preferred to remain in the background’, as the Rover News company newspaper observed on his death.


He was constantly coming up with new inventions, both within and outside the automotive field, and patented many of them. His nephew Spen King, who also became a hugely important figure in the history of the Rover Company, described him as an ‘instinctive’ engineer, and this perhaps explains why Maurice Wilks had so little regard for keeping records. He liked nothing better than to try an idea out in the metal; it could be turned into a formal engineering drawing afterwards if it worked.


Maurice Fernand Cary Wilks, born in 1904, was one of three brothers. Educated at Malvern College, he gained his initial experience of the motor industry with General Motors in the USA, where he worked between 1926 and 1928. On his return to Britain, he became a planning engineer with the Hillman Motor Car Company in Coventry. His older brother Spencer was already there as Joint Managing Director with John Black, who would later become the authoritarian driving force behind Standard-Triumph.


In 1928, however, the Hillman company was bought out by the Rootes brothers, whose reorganization of the company prompted many staff to leave. Several key people found their way to Rover, including Spencer Wilks, who was appointed as the company’s General Manager in September 1929 and became Managing Director four years later. Maurice Wilks joined him shortly afterwards on the engineering side of the company; he was then twenty-five years old.


Maurice initially went to work on the Scarab, a rear-engined light car that was very much part of the old Rover management team’s thinking. However, as the Depression had its effect on the motor industry, it became clear that the Scarab was not the way forward, and the project was abandoned.


At this stage Rover’s business position was unstable. It was trying to compete in several different sectors of the market, and as a result was making a wide variety of very different cars. Spencer Wilks believed this was a mistake, and together with his brother, who had become Rover’s Chief Engineer in 1931, set about planning a rationalized range of cars, sharing common components wherever possible. These cars were carefully designed to suit Britain’s professional classes, a segment of the market that the Wilks brothers understood very well. Their introduction in 1934 was the beginning of a complete turnaround in the Rover Company’s fortunes.


Spen King remembered that Maurice Wilks’s enthusiasms in the 1930s also embraced flying. As a boy, King was taken for a hugely memorable spin in Uncle Maurice’s light plane.


In due course Wilks married Barbara Martin-Hurst, and they had three sons. Barbara’s brother, William, was already making a name for himself within industry and many years later he would join Rover as its Production Director, later rising to the position of Managing Director.


When war came and the Rover Company’s car-making activities were suspended, Maurice Wilks headed the team of engineers from Rover who were asked to prepare Frank Whittle’s jet engine for quantity production. They began work in 1941, at Waterloo Mill in Clitheroe, but the task was not an easy one. Part of Rover’s remit was to make ‘any changes to the design that would facilitate the manufacturing process’, as David S. Brooks explains in his book Vikings at Waterloo, and ‘this remit was to subsequently bring them into conflict with Frank Whittle’.


Wilks and his team realized that there were inefficiencies in the Whittle design, and gained permission from the Ministry of Aircraft Production to redesign the engine. This worked so well that it became the basis of the eventual production engine, but Whittle objected to others meddling with his designs, and the Ministry of Aircraft Production tactfully re-allocated the jet engine development work to Rolls-Royce in 1942.


Spen King remembered an incident from this period: Maurice Wilks discovered that Frank Whittle shared his enthusiasm for the sport of fencing, and challenged him to a match. The fact that Wilks comprehensively beat him probably did not contribute to good relations between the two men! Though no longer involved with the jet engine project, Maurice Wilks would later put his experience to good use when he set up a team at Rover to develop gas turbine engines for road cars. Although the cars never progressed beyond experimental prototypes, the basic gas turbine work did lead to series production at Rover of small gas turbines as stationary power plants during the 1950s and 1960s.


Back in the Midlands, Wilks began to think about the cars that Rover would need after the war was over. It was probably his earlier experience with General Motors that persuaded him to look at what the Americans were doing, not least because they had continued to design and build new cars until 1942 and were consequently some years ahead of the European industry. Adapting the latest American ideas to British conditions proved very difficult at first, but after he had seen the 1946 Studebakers, with their revolutionary ‘three-box’ styling by Raymond Loewy, he realized that this was the way to go. The 1949 Rover 75 (the famous P4 model) was the result.


At this period Maurice Wilks was living at Blackdown Manor, near Leamington Spa, an imposing property set in large grounds. Not long after the war ended, he also bought two small farms in Anglesey, planning to use the cottage on one of them for family holidays. There was already a family connection with Anglesey, because Spencer Wilks kept his boat there and Maurice was also keen on sailing. It was on one of the Wilks family’s visits to Anglesey that the famous ‘drawing in the sand’ episode occurred. By the summer of 1947 Maurice was turning his enthusiasm for a Rover 4×4 runabout into metal at the company’s Solihull factory, and less than a year later the Land Rover went on sale; Wilks was just forty-four years old.


The huge success of the Land Rover was just one of the reasons why Rover rewarded Wilks’s major contribution to the company by appointing him as a Director in 1950. He retained his position in charge of engineering, however, and did so again when his title was changed to Technical Director in 1953. Becoming Joint Managing Director with his brother Spencer in 1956, he appointed his deputy Robert Boyle to the position of Chief Engineer, but never lost his hands-on engineering approach. He remained Joint Managing Director until 1960, though from 1957 he shared the position with George Farmer after Spencer Wilks had been appointed Rover’s Chairman.


In 1961 Maurice Wilks became sole Managing Director of the Rover Company, and in 1962 he was appointed Chairman. The company was then at its height as a force in the motor industry, and was just on the brink of introducing the revolutionary Rover 2000 (known internally as the P6), which would become its strongest-selling car model soon after launch in October 1963. Sadly, Maurice Wilks did not live to see that happen: he died of heart disease at his Anglesey holiday home on 8 September 1963. He was just fifty-nine years old.
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There were certain key requirements in Maurice Wilks’s brief to these five men. One of them was speed: Rover needed the new vehicle in production within a year in order to stand a chance of meeting the Ministry of Supply’s overseas sales requirements. Another, as Tom Barton told motoring author Graham Robson, was that it should have power take-offs ‘everywhere’ so that it could be used as a stationary power source for the belt-driven farm machinery of the time.
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Very few design drawings for the original Land Rover survive. This page from chassis designer Gordon Bashford’s notebook dates from late 1947 and shows him making calculations for the steering.








There was, too, a need to get the vehicle into production with the absolute minimum of new tooling. While financial prudence certainly came into the equation, there were more pressing reasons behind this. Firstly, the tooling would have to be made outside the Rover Company, and Rover would have to join a queue of customers, which would cost them valuable time. Secondly, Maurice Wilks and the Rover Directors envisaged this new model as yet another stopgap solution. It would help get Rover through the bad times, and could then be dropped when trading conditions returned to normal and the company could get on with its proper business of making quality saloon cars for the professional classes. So there was no point in laying out a lot of money on machine tools and dies that would not be needed within a few years. All this helped to dictate the design of the body, which was so simple that it could be made from sheet metal by hand on wooden formers.


To oversee the new 4×4 project, and to drive it through to production, Maurice Wilks promoted Arthur Goddard to the position of Engineer-in-Charge. While the Rover draughtsmen got on with the job of drawing up components for the new vehicle over the summer of 1947, Wilks seems to have got on with some ‘knife-and-fork’ engineering of his own to try out his ideas. Certainly, Arthur Goddard remembered that what happened next was not part of the development process that he ran.
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Arthur Goddard was the Engineer-in-Charge of the original Land Rover project.








The first stage was to fit a Rover engine and transmission into a Jeep – probably one of those four that Gordon Bashford had been sent to buy. Painstaking research by Kevin Shearman shows that this vehicle was initially referred to as Project J (the J presumably stood for Jeep), but it appears that no paper records of the engineering changes were kept. Nobody remembers exactly which Rover engine was transplanted into the Jeep, but it must have been a four-cylinder type because the Jeep’s engine bay was not long enough to accommodate one of the six-cylinder types. As the Jeep’s original engine put out 60bhp, and the proposed post-war Rover 12hp engine had the same output, a prototype of this engine would have been a logical choice for such a trial.
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Tom Barton, or ‘Mr Land Rover’, pictured in 1998.
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Tom Barton


Tom Barton was one of the five section leaders asked by Maurice Wilks to draw up the new Land Rover in 1947. His name was to become inextricably linked with the marque. A legend in his own lifetime, he was a little man with a big personality and huge energy, plus the tenacity of a bull terrier. The Land Rover took on all those characteristics, and there is no doubt that the ‘can-do’ element in its make-up closely reflected Barton’s own attitude. Known for many years as ‘Mr Land Rover’, he was a Land Rover man until his retirement in 1980, and even then he stayed on as a consultant for a further four years.


Born in 1915, Tom Barton served his apprenticeship at the old LMS Railway carriage and wagon works in Wolverton. He then decided to specialize as a draughtsman and designer, and moved to another railway engineering company, Metropolitan Cammell in Birmingham. In 1940 he joined the Rover Company and quickly became involved in the company’s work on the top-secret Whittle jet aircraft engine. He went with the engineering team when it was evacuated to Clitheroe in 1941, but returned to the Midlands after Rover handed the jet engine work over to Rolls-Royce in 1943. By 1945 he was a section leader in the Rover Drawing Office, designing the steering components for the very first Rovers fitted with left-hand drive.


Barton’s job on the Land Rover project was to design the new transmission, using Rover car components wherever possible and designing-in the power take-offs, which Maurice Wilks believed were essential to the vehicle’s success. Perhaps his earlier training in the railway business came in handy, encouraging him to make things strong and simple. When the other four section leaders went back to their normal jobs, Barton remained with the Land Rover, reporting to John Cullen, who had been put in charge of the project. In 1951 he was given the title of Chief Chassis Designer, Land Rover, and then became Chief Development Engineer when Cullen left the company in 1954.


When Maurice Wilks divided the Rover engineering teams into two halves, Dick Oxley was put in charge of cars and Barton took over the Land Rover side of the business. But this arrangement lasted only a couple of years, and in 1958 Colonel Jack Pogmore was put in over him as Chief Engineer, Land Rovers. When Pogmore retired in 1963, Barton was finally made Land Rover Chief Engineer. Now in his forties, he had more than a decade and a half of experience with the product behind him – more than anybody else with any seniority in the company.


The next two decades were Barton’s Golden Years: once he had reached the top, his experience with the product made him an unstoppable force. Most of the Rover senior management were probably content to let him get on with the job because he understood the essence of the product so much better than they did. Not only was he in charge of Land Rover design and development, but he also turned himself into the marque’s roving ambassador, spending weeks and sometimes months at a time on overseas trips to promote his ‘baby’. He became known and respected by Government and military fleet buyers all over the world, and yet he still managed to keep in close touch with his staff and to inspire great loyalty in them.


Barton believed that the Land Rover was basically a sound design and that change for change’s sake was pointless; that is largely why the 1960s and 1970s saw no great strides forward in the products. It doesn’t matter whether Barton was the first person to argue that retaining leaf springs gave a ride that would make the driver back off before he broke the vehicle, but that anecdote summarizes his view very well. He was implacably opposed to coil-spring suspension for many years and had the gravest doubts about the Range Rover in its early years for that reason. But when prototypes in the mid-1970s demonstrated that coil springs worked extremely well on a Land Rover too (see Chapter 13), he conceded the point, and the first generation of coil-sprung models was developed on his watch.


Barton was awarded the Queen’s Silver Jubilee Medal in 1977 for his services to the British economy in developing and promoting a world-beating product. He retired with the title of Director of Product Engineering for Land Rover Ltd, and in June 1981 he was awarded an OBE, of which he was immensely and justifiably proud. He continued to support enthusiast events until his death in October 2002 at the age of eighty-seven.
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Having proved that this hybrid worked satisfactorily, Wilks next had a new body built on a Jeep chassis, again using a Rover engine and gearbox. As there was some urgency about the project, it is probable that the Project J vehicle was dismantled and used as the basis of this second vehicle, but no documentary proof of this has so far been discovered.
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The earliest known picture of the legendary Centre-Steer prototype is this one, taken in the Jig Shop at Solihull on 30 September 1947.








This second vehicle was the legendary Centre-Steer prototype. Probably mindful of the extra work that had been needed when the very first left-hand drive Rovers were drawn up in late 1945, Wilks decided to put his vehicle’s steering wheel in the middle, where it would suit countries with either left-hand or right-hand drive. Retaining the Ross steering box of the Jeep chassis, he made it work by fitting a chain-drive between the end of the steering column and the steering-box input. However, that was one piece of design that didn’t prove satisfactory. Arthur Goddard told the author in 2010 that ‘there was just nowhere to put your feet … as soon as we sort of saw it and got in it, it was quite clear that if you wanted to do it you needed to produce more room in the middle.’ Tom Barton was equally dismissive, some years earlier: ‘As soon as we took it on the road, we knew that wasn’t going to work. When you had the hood up, the driver behind couldn’t see your hand signals!’ 
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The One and Only Centre-Steer


All surviving photographs of the legendary Centre-Steer prototype are in black-and-white, but we know it was painted grey, a typical prototype colour, from the recollections of George Middleton, who saw it while doing some building restoration work at Maurice Wilks’s Blackdown Manor home.


There have been several theories about how many Centre-Steers were actually built. The idea that there could have been as many as seven or eight is patently absurd: there simply wouldn’t have been the time to build them. The notion that there were two, however, is harder to dismiss. It probably arose because the last known Centre-Steer pictures, taken in January 1948, show a number of minor differences from the first ones taken in October 1947. The differences are in fact perfectly consistent with the sort of changes that would have been made to a development prototype over a period of four months. Tom Barton, however, was prone to tell people that there were two prototypes and this tended to fuel the theory.


Not long before his death in 2002, the author pressed Tom on the subject. He still insisted there had been two, but conceded that the second may not have been built up as a complete vehicle. That would be perfectly consistent with our knowledge that Project J was the first prototype and was not built up as a complete Land Rover; the Centre-Steer would then have been the second one, so making two in all.


As for what happened to that single prototype, Maurice Wilks’s son Stephen told Land Rover historian John Smith that he remembered his father showing him a heap of body parts in a corner of the Solihull factory, and saying that they were the remains of the very first Land Rover. This, too, makes sense. There would have been no need for Rover to retain a redundant prototype (the Centre-Steer was redundant after January 1948, when the first of the revised production models was built) and it would most probably have been cannibalized for parts and reduced to scrap.


Some brave enthusiasts have built replicas of the legendary Centre-Steer. One appeared in incomplete form with a Jeep engine at various events during Land Rover’s fiftieth anniversary year in 1998. Another was completed to a very high standard during 2005. Kevin Shearman’s re-creation of the Project J hybrid prototype led to some very thoughtful conclusions about how the Rover engineers must have created both this and the Centre-Steer prototype. Kevin recorded his findings in a series of articles for Legend, the magazine of the Land Rover Series I Club, in 2006.
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Pictured in mid-October 1947 within the Solihull factory complex, the Centre-Steer prototype had been fitted with a dummy capstan winch that was later removed.








Only one photograph of the Centre-Steer under construction in the Rover Jig Shop has been discovered. This appears to have been taken on 30 September 1947. As Kevin Shearman has pointed out, the vehicle’s exhaust emerges on the left-hand side, which strongly suggests that the engine was a post-war 12hp prototype and not the pre-war 12hp (or even 10hp) that some commentators have suggested. The pre-war engine had its exhaust manifold on the opposite side, and an exhaust system linked to it would have come out on the right of the vehicle. However, the new Rover engine then under development for the post-war cars did have its exhaust manifold on the left-hand side, and so it is very likely that the Centre-Steer’s engine was one of these.


The Centre-Steer prototype was finished some time around mid-October 1947 (the date comes from various photographs taken of it) but by that stage the Rover management was already convinced that their new 4×4 was the way forward. At the Board meeting on Wednesday 4 September, Spencer Wilks had formally proposed that the ‘new utility vehicle along the lines of the Willys-Overland Post-War Jeep’ should go into production; the Board agreed, and things went full-speed ahead from then on.


It is interesting that the Board specifically referred to the ‘Post-War Jeep’ rather than the wartime Jeep on which the prototypes had been based. The post-war Jeep was of course the CJ-2A model, a civilianized vehicle introduced late in 1945 and intended for use by farmers. Like the Land Rover, this could be equipped with power take-offs to drive farm machinery, and it is quite clear that Rover must have been well aware of its existence. Also interesting is that the new utility vehicle already had a name by the time of that Board meeting: in the minutes it is recorded as ‘Landrover’.


The story of how the name came about is intriguing and bears retelling here. According to the late Richard Wilks, nephew of the Wilks brothers, Spencer Wilks owned a retreat on Islay, a little island in the Hebrides off the coast of Scotland. Spencer Wilks was there on holiday in the late summer of 1947 with various members of his family, and went out one day to walk up grouse on the moors with his son Thomas and nephew Richard. They had stopped for a lunch of beer and sandwiches, and Uncle Spencer mentioned that he had left instructions for the engineering department at Solihull to have a Rover engine and gearbox in a Jeep on his return from holiday. There was one small problem. They couldn’t think of what to call it.


Richard Wilks promptly suggested Roverlander. This incorporated the name of the company satisfactorily and gave some indication of the vehicle’s intended purpose. Uncle Spencer didn’t like it, though. He said it sounded too much like the name of the Jeep’s manufacturer, Willys Overland.


The solution came from young Thomas Wilks, who suggested, ‘Why not call it the Landrover?’ And that name stuck, although before production began it would become two hyphenated words as Land-Rover. (Note: The hyphen was progressively dropped after the formation of Land Rover Ltd in 1978, and in this book the unhyphenated form is used for consistency.)
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Rover’s new 4-cylinder engine, initially designed for the P3 saloon cars, proved an ideal choice for the Land Rover.








The Land Rover’s Engine


The basic design of the Land Rover’s engine dated from just before the outbreak of the Second World War, although there were no production applications before the P3 60 saloons introduced in February 1948.


During the 1930s Rover’s rationalized range of cars used a large number of common components, but the need to offer both 4-cylinder and 6-cylinder types meant that two different lengths of chassis were required. Always keen to rationalize further and make production economies, Maurice Wilks suggested to Jack Swaine, his Chief Engine Designer, that replacing the straight-six engines with a new V6 design would deliver a shorter engine that could fit into the same space as the 4-cylinder. There would then be a need for only one length of chassis.


Overhead valves were then the latest trend in engine design, but incorporating these into such a design proved too complicated. Swaine simplified the valvetrain by using overhead inlet valves and side exhaust valves, the latter driven directly off a centrally mounted camshaft, while pushrods operated on the inlet valves. An important constraint on the design of the engine was the width of the existing cars’ bonnets, and so he also angled the cylinder head so that the rockers for the overhead inlet valves would be on top of the engine and would not increase its width. This resulted, largely by chance, in a remarkably efficient design of wedge-shaped combustion chamber.


The V6 never went into production, but Wilks asked Swaine to incorporate its combustion chamber design in a new in-line engine. The first prototypes of this engine, usually known as the IOE (Inlet-over-Exhaust) or F-head type, were running by the end of the decade. So when Rover needed a new engine to brighten up its car range after the war, the IOE engine was a natural choice. The basic design was also used for the engine of the abortive M-type saloon, but the versions that entered production were a 4-cylinder originally designed to attract an RAC horsepower rating of 12hp, and a 6-cylinder designed as a 16hp. It was the 12hp engine that went into the Land Rover, after appropriate modification by Joe Drinkwater.




Chassis


It took some time before Gordon Bashford settled on the design of the Land Rover’s chassis frame. The original idea of a box-section frame was not his, as Bashford was always careful to point out; it had been proposed just before the war by Adrian Lombard, a member of the Rover Drawing Office who was seconded to work on the Whittle jet. Lombard later transferred to Rolls-Royce, where he would rise to a very senior position in the aero-engine division.


Bashford had a first prototype Land Rover frame made with 4.5-inch deep side members, but it twisted too much in stress tests. A second frame with 6-inch deep side members of 12swg steel proved too rigid. However, his third attempt used 6-inch side members made of lighter 14swg steel. This worked and the design was adopted. If the dates in a catalogue of Rover company photographs can be trusted, the first pilot-production chassis had been completed by 24 February 1948. Sadly, like so many other crucial photographs from this period, the negative of that photograph has now been lost, and no prints have yet been found.


Rover planned initially to galvanize the frames to protect them against corrosion, but only the pilot-production chassis were so treated. Probably to save costs and simplify the manufacturing process, the production frames were simply given a protective coat of paint.


However, simply designing the frame was not the end of Bashford’s problems. Box-section frames required expensive press tools and jigs, and Maurice Wilks wanted the absolute minimum of new tooling to get the Land Rover into production. So Bashford consulted Chief Production Engineer Olaf Poppe, who devised a way of making the box-sections out of four flat pieces of steel. Any twist that occurred while welding one edge would, he reasoned, correct itself when the opposite edge was welded in turn. With the addition only of a simple jig (nicknamed the ‘Christmas tree’ because of its shape), Poppe’s method was adopted for production. It worked so well that all short-wheelbase Land Rover chassis were made in this way until the demise of the Series III models in 1985.
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The Land Rover had an essentially simple structure, and depended for its strength on a rugged box-section chassis frame.








Body


The design of the Land Rover’s body was heavily dictated by manufacturing conditions in Britain in the immediate post-war years, and by the fact that Rover expected its new vehicle to be no more than a short-term expedient until normal trading conditions returned.


Rover didn’t want to invest capital in production tooling or wait for such tooling to be manufactured before starting series assembly of Land Rovers. The vehicle’s body was therefore designed so that it could be made by hand. This demanded flat panels with relatively simple shapes. A second issue was that, since steel was being rationed by the Ministry of Supply, Rover needed all the steel it could get to keep its car assembly lines going. So the Land Rover’s body was designed to be made of aluminium alloy. This was more expensive than steel, but it was also more readily available because British factories had been turning it out in large quantities during the war for use in aircraft manufacture. It was also easier to work by hand.


As it turned out, the light weight of the alloy body panels gave the Land Rover excellent stability on side-slopes because most of the vehicle’s weight was low down in the steel chassis. A second advantage was that the alloy resisted corrosion much better than steel, and this suited the life of a working vehicle very well. These were the main reasons why Land Rover body panels continued to be made of alloy for the next six decades.


Some of the panels on the pilot-production Land Rovers were made of Duralumin, but for production the chosen material was Birmabright. This was the trade name of a sheet alloy made from aluminium and magnesium by Birmetals Ltd, which later had a subsidiary called Birmabright Ltd, at the firm’s factory at Claygate Lane in Quinton, Birmingham.
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The first pilot-production Land Rover, and therefore the first to be built to what was essentially the production design, was R.01. Sold in the normal way, but then bought back and restored by Land Rover, it is known as ‘Huey’.








Building the Pilot-Production Land Rovers


The Land Rover’s development phase was heavily truncated in order to meet the very tight production deadline that Rover management had set, and so there were no prototypes in the traditional sense. Instead, once the production design had been approved on paper, a large pilot-production batch of vehicles was built. These were assembled by hand, and many of their components were hand-made, too. Once testing had proved these components satisfactory, the production dies and tooling were ordered. To oversee all the testing, John Cullen was appointed as Development Engineer, reporting to Arthur Goddard.


Rover set up a temporary production line in a corner of the assembly shop at Solihull early in 1948, in the building that today is known as the South Works. Construction of the first pilot-production vehicles got under way at the end of February or the beginning of March. This timing was not coincidental: before February the Rover production staff would have been flat-out preparing the assembly lines for the new 60 and 75 saloons that were launched that month to take over from the revived pre-war 12hp, 14hp and 16hp models. As cars were Rover’s core business, they naturally took priority.


The first Land Rover to be finished, chassis number R.01, was booked into the Despatch Department on 11 March, probably the date on which it had been completed. This vehicle remained in Rover Company hands for many years after being registered as HUE 166 on 17 January 1949, but was sold to a Warwickshire farmer in 1954. Many years later, Rover bought it back and had it refurbished in time for Land Rover’s twenty-first anniversary celebrations in 1969. ‘Huey’ is now in the collection of the Heritage Motor Museum at Gaydon.


The second Land Rover, R.02, followed on 15 March. The Rover board meeting minutes for 23 March triumphantly recorded that ‘the first prototypes of the Landrover are now on test, and the Directors made a personal inspection of one of these’. The third, fourth and fifth vehicles were not completed until 27 March, followed by two more on 28 March. The final vehicles were not completed until July, by which time the production models had already started to come off the new assembly line.


In the 1930s and 1940s Rover generally made do with no more than two or three prototypes of a new design, and it was still doing so in the late 1950s, when there were just two prototypes of its P5 3-litre saloon. Not until the era of the P6 (Rover 2000) did the company go for larger numbers of prototypes – and even then there were only fifteen! So forty-eight pilot-production Land Rovers in 1948 was a huge number.


To a degree, the number was probably determined by the progress of the test programme. The Land Rover was after all a completely new departure for Rover, and a lot of new features had to be tested in a very short time. The more experimental vehicles they had available, the faster and more efficiently they could get the testing done. No doubt the Directors also insisted that the new vehicle had to meet the very high standards of reliability and durability that were then associated with the Rover name, and so a very thorough test programme was called for. It is also arguable that the workforce who were to assemble this new vehicle and make many of its body parts by hand needed to be carefully trained by practising on a large number of vehicles that were destined for experimental use.


Even so, that figure of forty-eight needs explanation: why not fifty? In fact, the original plan was to build fifty vehicles, and Spencer Wilks told the Rover Board on 16 October 1947 that ‘a pre-production batch of fifty was already in progress, and the first prototype was at present on test’. This implies that there were to be fifty preproduction vehicles in addition to that first prototype (which was, of course, the Centre-Steer). It’s likely that only forty-eight were built because the production design had been settled before the whole batch had been completed. Certainly, assembly of production models for sale had begun long before the forty-eighth preproduction model was built, and in fact the need for saleable vehicles was so great that eight of the pre-production models were shipped abroad to meet orders for production Land Rovers! Five went to Tanganyika (on the ill-fated Ground Nuts Scheme), two to Argentina and one to Southern Rhodesia.


The pilot-production models differed from the Centre-Steer in a number of important respects. To begin with, they used the new box-section chassis drawn up by Gordon Bash ford. Secondly, some were made with right-hand steering and some with left-hand steering because the universal centre-steering position had been a failure. Sam Ostler’s body design was also very different, with more upright front wings that were easier to make by hand than the Centre-Steer’s grace fully curved panels. It also had flat panels wherever possible, with galvanized cappings to add reinforcement – these were again much simpler to make than the design tried out on the Centre-Steer. But there were still traces of the Land Rover’s Jeep ancestry for those who knew where to look: the only reason why the vehicle had an 80-inch wheelbase was that this had been the wheelbase dimension of its inspiration, the Jeep.


Announcing the Land Rover


Although assembly of the pilot-production batch was painfully slow at first, it was important to announce the Land Rover’s availability and attract some orders, even if in practice deliveries could not be made for some time yet. So it was that on 20 April The Times had the distinction of being first with the story of Rover’s new product, now hyphenated as the Land-Rover.


The press announcement was one thing, the public introduction quite another. As the Land Rover was intended primarily for export, Rover would have liked to display it at the Geneva Motor Show in March 1948, a major international attraction that was the first proper international motor show of the post-war period. However, the schedule was too tight, and so the Rover stand at Geneva displayed only the new 60 and 75 saloons. The next show on the calendar was to be held at Amsterdam between 30 April and 9 May, and Rover plumped for that one. Board minutes reveal that the show vehicles left Solihull on Wednesday 28 April en route for Amsterdam.





[image: ]

The Land Rover was first shown to the public at the Amsterdam Show in April 1948. The vehicle on the stand has been identified as L.05, and was equipped as a mobile welder.








For many years the identity of the pilot-production Land Rover that introduced the model to the world at Amsterdam remained a mystery. There were no records to help. Military vehicle historian Bart Vanderveen remembered visiting the show as a boy and seeing one vehicle on the Rover stand inside the exhibition hall and a LHD demonstrator outside that had trouble with a sticking clutch. Then some painstaking research by Richard de Roos, in time for the Land Rover’s fiftieth anniversary in 1998, uncovered a picture of the Amsterdam show stand. The vehicle on display was L.05, a LHD model kitted out as a mobile welder. The identity of the demonstrator with the sticking clutch has not been established for certain, but if Bart Vanderveen was right in remembering it as having left-hand drive, it must have been either L.03 or L.07, the only other left-hand-drive models that had been completed by 28 April 1948. It is, of course, possible that there were more than two vehicles at Amsterdam.


Developments and Variants


As the forty-eight pilot-build vehicles were assembled, so the design of the Land Rover changed in a number of details. No records of these changes have come to light, but they were first investigated by Tony Hutchings in his Land Rover: the Early Years (Tony Hutchings Publishing, 1982), which has been reprinted and updated twice since its original publication. A number of other researchers have also looked into the story of the pilot-production Land Rovers, notably John Smith, who published his findings in a series of articles in Land Rover World magazine. There simply isn’t room to reproduce the whole story here, but a summary will give the flavour of what was happening in those first six months of 1948.


As the vehicle was designed to attract export sales, twenty-two of the pilot-production models were built with left-hand drive. Some had permanent four-wheel drive with a freewheel to prevent transmission wind-up, while others had selectable four-wheel drive with a freewheel. Early models had the transmission controls on the bulkhead, later ones had them on the floor like the eventual production models, and some were built with bulkhead controls and then modified to use the floor-mounted type. Mirrors were wing-mounted on the first models but windscreen-mounted on the later ones, while the door stop rubber originally fitted to the door itself was mounted to the wing on later examples. The first vehicles also had front bumpers integral with the chassis-frame, but when this showed up the difficulty of repairs after an accident a bolt-on front bumper entered the specification. Some vehicles were converted from LHD to RHD, in most cases for unexplained reasons.
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The original 1.6-litre engine is seen here in a very early Land Rover. The bellows arrangement behind the carburettor and the black box on the far side of the engine are elements of a speed control system used when the vehicle was equipped as a mobile welder.








The first forty pilot-production Land Rovers were painted in the same light green used in wartime aircraft cockpits and probably available in quantity at Solihull as a result of Rover’s involvement with air frames during the war. The last eight were in ‘No 2 Green’, a slightly darker colour that had been introduced in February 1948 for the new Rover 60 and 75 (P3) saloons. It would be this No 2 Green that would be used on the production models for the first year, until circumstances dictated a change.


Rover continued to promote its new vehicle at agricultural shows all round Britain over the next few months, even though full production had not yet begun. Three pilot-production models were on static display at the Bath and West Show, held in Cardiff between 26 and 29 May, and three more at the Royal Ulster Show in Belfast, held over the same dates. Two were probably dis played by the local Rover agent at the Highland Show in Inverness (22–25 June) and two more at the Royal York Show (6–9 July).


Orders had already begun to come in from abroad, and the company now knew that it had a success on its hands. As early as 28 April (before the official unveiling in Amsterdam), Spencer Wilks had reported to the Rover Board his satisfaction ‘that there was a considerable demand both at Home and Overseas for this vehicle’. By 21 July he was able to say that ‘it was becoming more and more apparent that there was a very extensive demand for the Land Rover both at Home and Abroad, and that the export orders and firm enquiries on hand at the moment amounted to approximately 8000 of these vehicles.’


For a product originally intended as another stopgap to keep the Rover assembly lines ticking over until the car market returned to normal, the Land Rover was already doing remarkably well.
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CHAPTER TWO


THE GREAT ORIGINAL


The 80-inch models





Exactly how long the Rover Directors imagined their stopgap product would last was never really clear. It was not something for which they could plan, in any case: the recovery of the car market on which they were pinning their hopes would depend on how quickly the British economy recovered from the post-war doldrums.


What is clear, though, is that the Land Rover’s success took them by surprise. Orders and enquiries came flooding in after the Amsterdam Show debut and as the pilot-production models were introduced to the public at various other shows in the spring and summer of 1948. Production began slowly in June, and before the end of July demand was so great that the Rover Board were talking about increasing production from the 100 Land Rovers a week they had originally planned to 500 vehicles a week. By the end of November E. Ransom Harrison, Rover’s Chairman, had prepared a statement for the December AGM that included the words: ‘the orders and enquiries we have already received, particularly from overseas, indicate that this vehicle will be something very much more than an additional source of production. It may yet equal – and even exceed – our car output in quantity.’


This statement was prophetic. Within a year of its introduction Land Rover sales had overtaken those of Rover cars, and by 1951 it was outselling the cars by two to one. Yet it took a long time for the reality of the situation to sink in at Solihull, which continued to think of itself as primarily a car manufacturer for most of the 1950s and probably right through the 1960s as well. The fact was that from about 1950 Rover cars were the sideline, and the Rover Company’s primary product was the Land Rover.


Meanwhile, of course, the design and specification of the Land Rover would evolve considerably. In due course, bigger and more powerful models would be developed, but the essence of the original 1948 design with its 80-inch wheelbase remained intact until the summer of 1953 – for a total of just over five years (six model-years) and close on 65,000 vehicles (the exact total is in dispute thanks to incomplete records). In that time there were countless minor changes, but the biggest one came in mid-1951 when the original 1.6-litre engine was replaced by a larger-bore 2-litre derivative, which offered slightly more power but a lot more low-down torque.
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Export was the name of the game in the early years, and Rover had this picture taken in July 1949 to prove how well they were doing.








Customers


The very first Land Rover sales brochure had described the vehicle as ‘for the farmer, the countryman and general industrial use’. Farmers certainly did take to it, although mainly as a general-purpose runabout; demand for the optional power take-offs, which would allow it to take the place of a tractor or traction engine as a stationary power source, seems to have been rather limited. In country areas, especially remote ones in developing countries overseas, its ruggedness made it much more useful than a car and therefore won it many friends. And on the industrial side, it soon became a favourite as a light general-purpose vehicle for large construction projects. Perhaps the most notable among these was the Snowy Mountains Hydro-Electric Scheme in New South Wales, Australia, which took its first Land Rovers in November 1950. The Snowy Mountains Authority rapidly built up a fleet of some 300 vehicles, and by 1966 had taken no fewer than 715, according to research by Stephen Stansfield. These numbers were swelled further by the Land Rovers owned by contractors on the project. As the construction work drew to an end, the scheme’s Commissioner, Sir William Hudson, memorably claimed that, ‘without the Land Rover we would never have been able to keep to the schedule on this project. Instead, we are now months ahead on every working!’
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Overseas military forces soon realized the Land Rover’s potential. These specially-equipped vehicles belonged to a Middle Eastern country.
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This 1949 80 was shipped out to Australia and has been expertly restored to as-new condition.
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The Land Rover was not designed as a military vehicle, but it soon became one. This is the first bulk shipment to the British military, pictured ready to leave Solihull in December 1948.








Although the Land Rover was initially announced for the civilian market, its military potential was not ignored. As Arthur Goddard explained in 2010, ‘They were designed as a military or agricultural vehicle – that’s what they were supposed to do.’ The arrival of an enquiry from the Indian Army in March 1948 – a month before the official announcement – seems to confirm that Rover were seeking military sales from the start. The first military deliveries were made to the British War Office in late 1948, and these were soon followed by many others; among the earliest ‘overseas’ orders was one from the Indonesians.






[image: ]





British Military 80-inch


The British military authorities took an early interest in the Land Rover, and in June 1948 the Fighting Vehicles Research and Development Establishment (FVRDE) at Chertsey began evaluating two pre-production examples. According to research by John Mastrangelo, an order for forty-eight more evaluation vehicles followed in two stages, and then the first large order for 1,878 Land Rovers followed in 1949. These were to be delivered at a rate of fifty a week to the Ministry of Supply, which then handled military procurement, beginning in June 1949. John Mastrangelo’s figures show that a total of 1,359 1.6-litre models entered Army service, plus a further 2,100 2-litre types. Additional quantities were delivered to the RAF, beginning with 100 in May 1950, and the Royal Navy, beginning later in 1950.


The Army rated its Land Rovers as quarter-ton vehicles, and initially saw them as general runabouts much like the wartime ‘tillies’ (small car-derived pick-up trucks or utilities). Pat Ware’s research, however, has shown that their classification was upgraded from the lowly ‘CL’ to ‘GS’ (General Service) in 1950/51 – and of course their service in the Korean War demonstrated that they were capable of far more tasks than the military had initially imagined. Even so, they were always seen as a lower-grade vehicle than the Austin Champ of the period, which had been purpose-designed as a front-line machine.


The Army knew its 1.6-litre models as ‘Truck, quarter-ton, 4×4, GS, Rover Mk1, FV18001, Cargo’ types, and the 2-litre models were Rover Mk2s within the same overall designation. All of them had an essentially civilian specification, although military-pattern headlights began to be fitted to new deliveries before the end of 1.6-litre production, probably from early 1951. All seem to have been delivered with full-length tilts, and there were both RHD and LHD types. Most British military 80-inch Land Rovers had split-rim wheels, which were optional on the civilian models. Some had a dust-proofed air cleaner, a jerrycan holder inside the body and lashing eyes. Some were equipped with a towing hook (or towing jaw on RAF vehicles) and a military-standard four-pin trailer electrical socket. Some later models were fitted with inward-facing seats in the rear, allowing them to carry four additional passengers.




[image: ]








Right from the earliest times, Rover also tried to broaden the Land Rover’s appeal by introducing special-purpose variants, starting with Station Wagons and Welders, and going on to include Fire Engines. However, creating demand was never really an issue. Much more of a problem in the early days was actually building enough to meet demand. Production was actually quite slow to build up, and the figure of 500 Land Rovers a week, which the Rover Directors had discussed in July 1948, was not realistically achievable in the short term.
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King George VI was presented with a Land Rover very early on. Here he reviews the Territorial Army in Hyde Park from the back of one.








One reason was that the Ministry of Supply was still putting restrictions on the supply of raw materials, and that shortages occurred often enough to slow down even the most determined of expansion plans. Another was that assembly lines at Solihull would have to be put in place or converted to cope with such large numbers. There were production problems, too: the original tooling had never been designed to cope with the volumes that the Land Rover so rapidly achieved, and the press tool for the steel bulkheads failed at least twice (in 1949 and 1952). On each occasion, Rover kept production going by fabricating bulkheads from aluminium alloy wrapped over angle-iron until the tool had been made serviceable again.


These were difficult times for exporting goods, and over the next few years there were occasions when exports were delayed because there was difficulty in getting shipping space, or because an overseas government had suddenly placed new restrictions on imported goods. Customers on the home market were often the lucky beneficiaries of these problems, as vehicles were diverted to UK dealers to keep stocks moving and to avoid bottlenecks and storage charges at the ports. No doubt they were grateful, too, because the Government’s insistence on giving priority to exports meant that new vehicles were scarce in Britain as the late 1940s gave way to the 1950s. This was symptomatic of the times: clothes rationing remained in force until 1949, both soap and petrol were rationed until 1950, and it was not until 1953, the final year of production for the original 80-inch Land Rover, that the motoring scene in Britain really returned to normality. So although the 80-inch Land Rover was never a rarity in its home country, it was certainly a prized possession when it was new. Stories are told of the farm Land Rover being reserved for the exclusive use of the landowner, while his labourers had to make do with war-surplus Jeeps!
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Restored to as-new condition, this is the 1.6-litre engine in a 1950 model.








1.6-litre Models, 1948–51


The first production Land Rovers were very similar indeed to the later pilot-build examples. The specification had settled on a chassis that was painted matt silver rather than galvanized and had its front bumper bolted in place. Of the various transmission options tried, the choice had fallen on a permanent four-wheel-drive system with a freewheel that allowed for axle wind-up and could be disengaged manually. As for the body, its Birmabright panels were of a lighter gauge than on the pilot-build vehicles and, after the first hundred or so Land Rovers had been built, the seat backs were crudely sprung against the rear body instead of fixed.


Rover had originally planned to charge extra for doors, sidescreens, a canvas cab roof, the passenger seat, the starting-handle, a spare wheel carrier and the spare tyre, but there seems to have been some customer resistance to this idea. So for the same £450 originally announced as the UK price, all these items were included on the first vehicles. It sounded like a gentlemanly and generous decision, although in practice it probably cost Rover very little: from October 1948, by which time very few Land Rovers had actually been made, the UK price went up by a massive 20 per cent to £540 to cover the cost. Demand was such – and the availability of Land Rovers in the UK so poor – that sales were unaffected.
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The Land Rover transmission is seen here in an ex-military model undergoing a rebuild. The transfer gearbox (with ring-pull freewheel control in this case) is behind and to the right of the main gearbox, with propshafts running to the front and rear axles.








Even so, the vehicle was still extremely spartan. In ‘basic’ form, it had two individual seats in the front and a rear pick-up bed capable of carrying 1,000lb (450kg). The doors had no external handles but were opened by reaching through a flap in the sidescreen to operate the internal release.


Buyers could have a ‘three-seater’ canvas tilt, which covered the cab area only, or a ‘full’ tilt, which reached to the back of the vehicle, was stretched over metal sticks and held down by straps. Neither did much to protect driver and passenger, who suffered from draughts, water leaks and high noise levels. Instrumentation was minimal, there was no floor covering at all, and the only paint colour available was light green – the same ‘No 2 Green’ that was also available on the contemporary Rover 60 and 75 P3 saloon models. A heater, a third passenger seat and even the PTOs, which Maurice Wilks had insisted were essential to the vehicle’s success, were all extra-cost options.


Production gradually built up. There were just 3,000 1948 models; 5,000 were built in a truncated 1949 modelyear; and 15,999 more were made for the 1950 model-year. Exact production figures for the 1951 model-year are not available because surviving records are incomplete, but it is beyond doubt that production was continuing to increase. At least 16,905 Land Rovers were built in this last season of 1.6-litre production, including 2,402 that left the factory in CKD form (the initials stand for Completely Knocked Down) for overseas assembly.
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This LHD model pictured in January 1950 was destined for Canada.








A few more figures help to illustrate the scale of the Land Rover’s success. By the end of 1949 the company was able to boast that it was selling Land Rovers in more than seventy different countries around the world, and that exports were absorbing 75–80 per cent of Land Rover production. By June 1950 around 350 Land Rovers were rolling off the production lines every week – a figure that represented an increase in production capacity of 250 per cent in just under two years. Midway through the 1950 model-year, production of the basic models exceeded the 9,999 allowed for under the original chassis numbering system, and so a new numbering series had to be started. The future must have looked exceptionally rosy at Solihull by the early 1950s: production was increasing to meet orders that seemed never to stop coming in, and as the motoring world gradually returned to normal, so the restrictions that had blighted the Land Rover’s early days were easing as well.
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The Land Rover Model-Year


Before the Second World War the motor industry had become used to the idea of introducing its new models at motor shows in the autumn, and to describing these as the next year’s models. This meant that a 1939 model would be announced in autumn 1938 and would actually go on sale before the end of the calendar-year, so allowing buyers to feel that they had the very latest product in their hands.


However, the industry took some time to return to normal after the end of the war. The original 1948 ‘sanction’ (production approval) from the Rover Board was for 3,000 Land Rovers, but the late start to production and the delays that followed meant that the last of these 1948 models were not actually built until February 1949. It was fortunate that vehicles of any kind were in such short supply, otherwise customers might have objected to paying full price in 1949 for Land Rovers that were clearly identified with the legend ‘1948 Model’ on their chassis number plates!


The first 1949 models also came off the lines in February 1949, but the 1949 model-year would be a short one. Solihull decided to get back to normal as soon as possible, and so the 1949 model-year ended with the annual works holiday in August. As a result only 4,920 Land Rovers carried ‘1949 Model’ identification on their chassis number plates – plus, of course, small numbers of Station Wagons and Welders, which took the year’s total up to 5,000. Production for the 1950 and 1951 model-years ran from September to July, and this system would continue at Solihull for more than three decades.
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Overseas CKD Sales


Some countries place high import taxes on vehicles brought in from overseas, but encourage in-territory assembly of vehicles because this provides work for the local labour force. In many cases, items such as tyres, glass, paint and batteries are sourced locally. As early as 1948 the Rover Company began to ship cars in CKD form to India for local assembly, and it was inevitable that Land Rover CKD operations would follow as the company focused on overseas sales.


The first CKD Land Rovers were shipped abroad during 1950, and in that year no fewer than seven plants around the world began assembling Land Rovers from kits of parts sent out from Solihull. Research by George Mitchell has shown that these plants were in Australia, Denmark, Eire, India, Mexico, South Africa and Venezuela. In addition, 80-inch models were assembled in Belgium (see below) from 1953. The special vehicles built for the West German BGS by Tempo (see below), however, were not seen as CKD types and were probably shipped out as chassis-cabs.


Production Changes, 1948–51


Not surprisingly, there were many minor specification changes and a few more major ones in the first few months of production. Indeed, there would be dozens of minor changes over the lifetime of the 1.6-litre models as Rover made modifications in response to feedback from its customers. There simply isn’t room here to list all of them.


Only 1,300 Land Rovers had the original 4.88:1 differentials, which must have been taken from stocks made for the 10hp and 12hp Rover cars that went out of production at the end of 1947. The new P3 saloons that had been announced just before the Land Rover in February 1948 had a 4.7:1 axle ratio, and the Land Rover switched to this as soon as stocks of the older items dried up, which must have been around November 1948. A month and 200 Land Rovers later, the original five-leaf road springs gave way to stronger six-leaf springs, and the original angular gearbox cover was changed for a more rounded type to accompany the change from a body-mounted gear lever to a gearbox-mounted one.
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Maurice Wilks’s original idea was that the Land Rover should be useful as a stationary power source, and this rear PTO incorporates a rotating drum designed to drive farm or other machinery.








Meanwhile, the Land Rover range was already expanding. October 1948 saw the announcement of two new varieties – the Welder and the Station Wagon (see below) – although in practice neither was really available until the end of the year.


The 1949 model-year was an eventful one for the Land Rover even though it lasted only five months. Right at the beginning, the original steering wheel with its twin spokes was replaced by the new four-spoke type introduced for the P3 saloons. In the middle of the season, it became possible to order a full-width scuttle ventilator, a hinged panel below the windscreen that rather crudely allowed a flow of air into the vehicle. Sometime in the spring, the matt silver chassis paint was changed to the same light green as the body, but just 1,500 vehicles were built with that specification. From June 1949 both body and chassis changed to the Bronze Green that would for many years be the archetypal Land Rover colour. This new darker colour probably resulted from the British Army’s request for its first bulk order of Land Rovers to be painted dark green: as production of the military vehicles began, Solihull seems to have decided to paint civilian Land Rovers in the same colour to simplify work on the assembly lines.
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In this case, the rear PTO is being used to drive a sawbench.








At the end of 1949 (that is, during the 1950 model-year) there were a couple of important specification changes. The ring-pull freewheel control was changed for a lever with a yellow knob, and the gearbox itself changed from the original P3 saloon type to the latest P4 type with its taller third gear. Despite the predominance of Land Rovers in Solihull’s production, the 4×4s were still dependent on saloon car engineering!
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Building Land Rovers in France


Following the successful start to CKD assembly operations overseas, the Rover Company received its first enquiry about licence-manufacture of Land Rovers outside the UK. This came in or shortly before November 1949, when Automobiles Talbot wanted to explore the possibility of licence-building Land Rovers in France for the French military.


By March 1950 Talbot had secured no firm contract from the French authorities, but further discussions with Rover had made clear that the vehicles they had in mind would have specification differences from the standard Land Rover. They also wanted to call the licence-built vehicle a Land-Talbot.


Nothing more came of this approach, and the contact with Talbot lapsed. The French military contract eventually went to Hotchkiss, which built a version of the Willys MB wartime Jeep under licence.
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From February 1950 there was an optional hardtop – a roof panel, two side sections and a hinged upper tailgate. This was usually painted cream to reduce interior temperatures. Then about March 1950 came a change to the seats, the backs of which switched from the ‘spade’ shape to a more solid-looking ‘shovel’ shape. May brought the introduction of a new grille with cut-outs for the new headlamps, whose diameter increased from 5 inches (127mm) to 7 inches (178mm).


On the 1951 models, the original permanent four-wheel-drive system with freewheel was replaced by a selectable four-wheel-drive system. While the lever with the red knob still selected Low or High range in the transfer box, the one with the yellow knob was used to disengage drive to the front axle for road use. In Low range, however, all four wheels were always driven.


Specialized Variants


Land Rover Mobile Welding Plant


From the very earliest days the Land Rover had been seen as the ideal base for a mobile welding unit, and in fact the pilot-production model displayed at the Amsterdam Show had been equipped as one. The Land Rover Mobile Welding Plant, however, was not announced as a production model until October 1948. As it needed certain production-line modifications, including a centre PTO, an engine speed governor and an engine oil cooler, it was given a special chassis-numbering sequence.
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Instrumentation was always very simple. The red transfer box plate on the bulkhead shows that this model has a freewheel transmission; only the final 1950-season vehicles had the freewheel controlled by a lever with a yellow knob, as seen here.








The welding equipment was driven by a type SA 150 arc welding generator made by the Lincoln Electric Co. Ltd. It was carried in the body and driven from the Land Rover’s centre PTO. A January 1950 sales brochure claimed that the Welder would be ‘invaluable to emergency repair engineers in all branches of industry and … equally useful in agriculture for the repair on the spot of farm machinery’.
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For the 1951 season, the headlights were changed and the grille had circular cut-outs to suit. The grille design was simplified on 1952 models.








However, this was one early gamble with the Land Rover that did not come off. At £825 on the home market, without the gas welding equipment that most customers probably wanted, the Welder was expensive. Only ten were made during 1949, of which the majority were shipped abroad to the Anglo-Iranian Oil Company. There were thirty more in the 1950 model-year, but only twenty in the 1951 season. Although production did continue after the 2-litre Land Rovers arrived in autumn 1951, it was still in penny numbers: there were thirty-one 1952 models and just twenty-two in the 1953 season. So the Welder was dropped as a separate model when the 86-inch Land Rover replaced the 80-inch models in mid-1953.
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Across the Atlantic


Land Rover sales in the USA and Canada began in 1949, and after a brief false start were conducted through the Rootes sales organization in those countries. These North American models had minor lighting differences from standard, but sales across the Atlantic were never very numerous during the 1950s.
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Land Rover Station Wagon


The international reaction to the Land Rover’s announcement at the 1948 Amsterdam Show made clear that Rover was on to a winner, and Maurice Wilks probably started thinking of ways to capitalize on that success very soon afterwards.


First of all, he would have known that demand for shooting-brakes on the big estates (especially in Scotland) was keeping a number of small coach-builders busy as they assembled wooden bodies onto the chassis of war-surplus Jeeps. The rough-terrain ability of these vehicles made them ideal for the job.


Secondly, there’s no doubt that he would have known of the big Jeep Station Wagon, which had been announced in 1946 on a long-wheelbase version of the Jeep chassis. He would probably have been aware of the model’s success in rural areas of the USA, where it was finding favour as an alternative to a conventional saloon-based estate car. While this Jeep was a much bigger vehicle than the Land Rover, it was clearly inspirational.


The exact sequence of events is not clear, but it seems likely that a first Station Wagon body was built on the chassis of R.02, the second pre-production Land Rover. This body had the same basic outline as the later production models, but its panelwork differed below the windscreen and it probably did not have the production style of decorative pressings in the body side panels.


The next stage was to prepare this design for production. It was clearly going to be too different from the standard Land Rover to be assembled on the production lines, so Wilks arranged for a further prototype to be built over the summer of 1948 on pre-production chassis L.20 by Salmons and Sons of Newport Pagnell. This company, which would soon be renamed Tickford after its most famous style of bodywork, already had a long-standing relationship with Rover through its supply of drophead bodywork for car chassis during the 1930s.


The Land Rover project must have been quite unlike anything the Tickford team had ever done before, so they stuck to what they knew best and built the body on a wooden frame with alloy panels. The wood was mahogany rather than the traditional seasoned ash, because it would stand up better in tropical conditions. For the styling, they drew heavily on the example of the big Jeep Station Wagon, quite possibly at Maurice Wilks’s request. The Jeep had an all-steel body, which was pressed and painted to look like the wooden bodies that were then common on other station wagons, and the Tickford body for the Land Rover had the same decorative pressings on its side panels. The prototype (though not the production models) also had the Jeep’s distinctive two-piece windscreen and paint scheme. The American influence on Solihull’s thinking about this vehicle is made abundantly clear by the decision to call it a Land Rover Station Wagon, using the American term rather than the more familiar British one of shooting brake.
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The prototype Tickford Station Wagon had a more elaborate colour scheme than the production models, as well as a divided windscreen. Built with LHD, as seen here, it was later converted to RHD.








The Station Wagon was announced in October 1948 at the Commercial Motor Show alongside the Mobile Welding Plant. The prototype did duty on the show stand, but by this stage a ‘corrected’ prototype with single-piece windscreen, simplified paint scheme and other minor changes was being constructed on production chassis 86-0071. However, production models would have their own chassis numbering sequence because their chassis were so different from the standard Land Rover type. There were, for example, heavy-duty rear springs as standard and a box-like extension to the rear cross-member to support the body, while all Station Wagons seem to have had flashing turn indicators as standard.


The Station Wagon’s body seated seven, with three individual seats in the front and four inward-facing seats at the rear. The cushions of these seats could be folded away or removed entirely to leave the rear body clear for luggage or goods. The spare wheel was always stowed on the bonnet, under a special spun aluminium alloy cover. The earliest examples of the model seem to have been painted in the Light Green used on early standard Land Rovers; after June 1949 they switched to Bronze Green, although some had contrasting Light Green upper panels. The last examples seem to have been in all-over Bronze Green.


A September 1949 sales brochure explained that the vehicle had been ‘designed specially to cater for a wide variety of uses … Station Wagon, Estate Car, Shooting Brake, Service Vehicle, Family Runabout, School or Hotel Bus, it fills all these and many other requirements.’ Yet despite this apparent versatility, the Station Wagon proved a slow seller. Its coachbuilt construction was expensive, making the basic retail price £750 in September 1949 when the standard Land Rover still cost just £540. On top of that, the Station Wagon incurred £209 1s 8d Purchase Tax because it was a passenger-carrying vehicle and not a tax-exempt commercial like the standard Land Rover. That inflated its total cost on the home market to £959 1s 8d – far too much to attract many customers. Just seventy found buyers in the 1949 season.


Even export markets did not take to the Station Wagon, perhaps because of its cost and perhaps because its construction was considerably less rugged than that of the standard Land Rover. A bulk order from UNICEF helped to inflate the production figure for the 1950 season to 480, and a large number went out to Poland, Yugoslavia and Finland between February and August 1950, in support of the charity’s work in those countries.
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Typical of the production Tickford Station Wagons is this 1950 model. Note the widened bulkhead, the single-piece windscreen, and the spun aluminium spare wheel cover.








The Station Wagon was withdrawn from sale on the home market for 1951 (although a few export models did find buyers in the UK), and overall sales of the model slumped to just over a fifth of the previous season’s total. So Rover stopped production of the Station Wagon before the 2-litre Land Rover arrived that autumn. Just 650 examples, plus three prototypes, had been built in three years.


Land Rover Fire Engine


Quite possibly taking its cue from Willys, whose Fire Jeep version of the civilian CJ-2A model became available in 1946, Rover experimented from very early on with a Land Rover Fire Engine. The first was built on pre-production chassis R.06 and had been completed by 22 September 1948, when it was photographed for Solihull’s archives.


This first Land Rover Fire Engine appears to have been built as a joint exercise with Pegson, who supplied the pump and sourced other equipment. Careful use of space allowed hoses to be stowed in boxes along the sides, a first-aid water tank to be located in the load-bed, and a ladder to be supported on stands above the body. The fire pump was meanwhile mounted on the rear towing plate, where it was driven from the centre PTO. A hose reel was mounted above the first-aid tank where it allowed the hose to pay out over the side lockers, but this must have proved impractical because the reel was swiftly repositioned to allow the hose to pay out over the rear of the vehicle.


The revised design worked very well and was adopted for production models, which had an additional gearbox between the PTO and fire pump, a 40-gallon first-aid tank made of stainless steel, and brackets to carry lengths of hose on the bonnet around the spare wheel. Most production vehicles probably dispensed with the side stowage boxes and a few, from about June 1952, were fitted at extra cost with the optional metal truck cab. As different Fire Brigades had different requirements, it is likely that there were several different detail specifications. However, all Land Rover Fire Engines left the factory in Poppy Red paint with a red-painted chassis frame and with matching red seat upholstery – the only alternative at this stage to the green upholstery of the standard model.
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This early 1950s sales brochure for the Land Rover Fire Engine shows the position of the fire pump, which was driven from the vehicle’s PTO.








Sales were very slow in the early days, but one notable customer was the Derby Fire Brigade, which took a number in November 1949. In later years, however, the Land Rover Fire Engine would be a big success. For public Fire Brigades whose areas contained woodland, commons and heaths, and in towns or factory sites where narrow thoroughfares denied access to full-size appliances, it became an essential vehicle.
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Not every fire engine based on the Land Rover had a truck cab like this one, but the hose stowage on the bonnet was a regular feature of such vehicles.








As for that 1948 prototype, it seems to have doubled as demonstrator and works fire engine at the Solihull factory for a couple of years. Rebuilt in 1950 or 1951 with a pre-production 2-litre engine, it was then sold to Dewar’s of Calcutta, Rover’s Indian importers.


Brockhouse Trailer


During 1949 Rover added to the list of Land Rover accessories a steel-bodied 15cwt trailer, built by J. Brockhouse & Co. Ltd of West Bromwich and specifically designed to be used with the Land Rover. The earliest examples were probably built around April 1949, but the trailer did not appear in Rover sales literature until about November that year. It remained available until 1965.


The Brockhouse trailer, a prized possession today, had the same track as the Land Rover so that it would more easily follow the vehicle in rough terrain. It also used the Land Rover wheels and tyres, so that valuable space was not wasted by the need to carry an extra spare. The lights fitted were also the same as those on the contemporary Land Rover. The design of the trailer did not change much in its fifteen years of production, but the tow hitch design was changed in July 1955. Production quantities are unknown.
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An early accessory for the Land Rover was this specially designed trailer, made by Brockhouse.








The special Land Rover trailers had Brockhouse serial numbers with the prefix BT8.
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‘81-inch’ or B40-Engined Military Land Rovers


The British Army was keen to limit the range of engines within its fleet of vehicles and was planning to order as many types as possible with variants of the Rolls-Royce B-series engine range. This consisted of 4-cylinder, 6-cylinder and 8-cylinder types that used a high proportion of common components.


The four-cylinder B40 engine, with a swept volume of 2.8 litres, was scheduled for use in the Austin Champ. However, the Army decided to put it through troop trials first by fitting it to some Land Rovers. So thirty-three of the 1878-strong 1949–1950 batch went to Hudson Motors Ltd of Chiswick, London, to be fitted with the Rolls-Royce engine. Possibly, this engine might have been standardized in later Land Rovers for the British Army if it had been the success that the Ministry of Supply anticipated. In practice, trials at FVRDE in spring 1950 demonstrated that the engine was actually not as good as the standard Rover 1.6-litre type, and as other problems with the engine-standardization policy were coming to light, the whole idea was quietly dropped.


The work needed to fit the Rolls-Royce engines was considerable, and included relocation of the rear axle an inch farther back; this is why these vehicles are often known as 81-inch models. As the engine sat higher in the chassis than the original Rover unit, the 81-inch models could always be recognized easily by the higher mounting of the front bumper, which carried the cut-out for the starting handle, and by the rubber blocks between bonnet and wings, which gave extra clearance in the engine bay.


The Rolls-Royce engine was a B40 MkIIB type, with a swept volume of 2838cc, a bore of 88.9mm and a stroke of 114.3mm. With a 6.4:1 compression ratio, it developed 82bhp. The carburettor was a Solex side-draught type and there were overhead inlet and side exhaust valves, as in the Rover engine. There were important differences between this version of the engine and the version fitted to the Austin Champ, which was a MkIIA type.
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The 2-litre Models, 1951–3


By the end of 1949 it was clear that Rover needed to develop its existing IOE engines to provide more torque for the Land Rover and more power for its brand-new Rover 75 saloon. Multiple-carburettor experiments with the 6-cylinder car engine simply confirmed Maurice Wilks and engine designer Jack Swaine in their view that these would bring servicing complications, and of course that was the last thing Land Rover customers wanted.


So Swaine suggested enlarging the cylinder bores of both engines, which on paper looked like a cheap and easy solution. By early 1950, prototype batches of both engines were in preparation, the Land Rover engine stretched to 2 litres (1997cc) with a 77.8mm bore and the car engine stretched to 2.6 litres (2638cc) with a slightly smaller 73.025mm bore. However, the bigger bores were not quite the simple answer they had initially seemed to be. There was not enough metal between the bores in either engine to allow the bores to be enlarged on their existing centres and for a water jacket to be retained between each cylinder. So the cylinders were grouped in pairs – ‘siamesed’ – with a water jacket between each pair.


From an early stage Swaine anticipated problems, and this may be one reason why Rover decided to get the maximum possible test experience with its new engines in the shortest possible time. Fifty of the new 2-litre Land Rover engines were therefore built into otherwise standard production models early in 1950, and over the summer thirty of the new 2.6-litre car engines were put into cars that were in other respects standard Rover 75s. Some of these special vehicles remained at Rover, while others were lent to a variety of trusted customers.


One of the car engines suffered from scuffed cylinder bores after being driven hard, which was enough to vindicate Jack Swaine’s doubts about the siamese-bore design. So the siamese-bore 2.6-litre engine never won the production go-ahead: Swaine redesigned it with relocated cylinder centres to get cooling passages between all the bores, and the new ‘spread-bore’ engine entered production for the Rover 90 in mid-1953. However, the siamese-bore Land Rover engine gave no trouble at all, and so it was put into production as soon as Rover could find the time to do so.


From autumn 1951 all Land Rovers switched to the new 2-litre engine. This delivered just two more brake horsepower at the same engine speed as the old 1.6-litre engine, which was of little consequence. But the 25 per cent increase in maximum torque made a big difference, especially because it was now generated at 1,500rpm instead of the 2,000rpm of the old engine. There was some improvement in acceleration on the road, but much more important was that the Land Rover was now a better towing vehicle and was more flexible and controllable when its low range gears were in use in rough terrain. The engine was not the only change to the Land Rover for the 1952 season, however. The chassis frame had been strengthened with two transverse bracings and outrigger supports and – a change that aided recognition of the new models – there were now proper exterior door handles. The metal panels at the bottoms of the sidescreens also lost the canvas flap that had given access to the interior release handle on 1.6-litre models. The grille with its circular cut-outs had gone, and in its place was a simpler inverted-T style that left the headlamps exposed, while the sidelights had moved from the bulkhead to the fronts of the wings to meet lighting regulations in some overseas territories.
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For the 1952 season, external door handles were a welcome addition. These were also the first Land Rovers with the 2-litre engine.
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The arrival of a hardtop option, which simply bolted to the vehicle, increased the Land Rover’s versatility.
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Pictured in December 1951, these are the Land Rover assembly lines in the Solihull factory. Second from left is the chassis mounting line; on the far left, chassis are returning with bulkheads and other items fitted; they would then pass behind the photographer and travel back down on the right-hand line, looking increasingly like Land Rovers.








The model range otherwise remained the same as it had been in the 1951 model-year. The basic 2-litre Land Rover was still an open vehicle, which could be ordered with or without a canvas tilt. There was a hardtop option, but the Station Wagons were no more, and the closest approximation to one was available only for export. This had the so-called ‘window hardtop’, with a single fixed window in each side of the metal hardtop, plus inward-facing rear seats in the load bed. The Mobile Welding Plant remained available, and still had its own chassis-number series, but examples would never be numerous, and of course there were fire engines as well.


Production Changes, 1952–53


There had been dozens of minor production changes during the life of the 1.6-litre Land Rovers, but the specification had settled down by the time the 2-litres went on sale. An early change occurred in January 1952, when the finger-hole in the perspex sidescreens was deleted and was replaced by a clear plastic knob bonded to the perspex. Then in March there was a change in the spark plugs (the original Lodge HLNR type gave way to Lodge CLN plugs) and at about the same time a ‘window soft-top’ became available for export only. This had two windows in each side of the canvas tilt, of the same size and material as those in the rear curtain. At about the same time, the seats gained padded backrests to improve comfort.


A truck cab also became available some time during the 1952 model-year, a detachable aluminium roof and back panel that could also be fitted to earlier vehicles. Initially for export, it became available on the home market as well from about June 1952. Like the hardtop, it was normally painted cream in order to cut down heat absorption inside.
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The bulkhead press tool failed at least once during the 1952 model-year, and some vehicles were completed with the fabricated bulkheads made of aluminium wrapped over angle-iron. Then at the end of the 1952 model-year there was a change to the sidescreen hinges. The 1953 season, however, brought only one real change of note, when a higher-output dynamo was standardized. 


2-litre 80s: Production and Sales


The Rover Board minutes show that Land Rover production was running at 400 vehicles a week by the end of January 1952, an increase of 50 a week since June 1950. Expansion had certainly slowed down, but it was not for want of orders, which continued to exceed Solihull’s ability to build the vehicles. Further expansion of production would need more factory space and more capital, and the Board turned its attention to securing both during 1952.
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A few more creature comforts became available with the optional metal truck cab. Like everything else on the early Land Rover, it was very simple in its design. E.7 was the option’s reference number.








There was a small celebration on 15 January 1952 when the 50,000th Land Rover came off the lines, but it was not all plain sailing that year. On 18 June Spencer Wilks told the Rover Board that ‘we were feeling the effects of the closing of various Export Markets, particularly Australia, New Zealand and Brazil’. The main reason for this was that such countries were trying to protect their economies against a flood of imports. In due course, many countries would ban or tax very heavily the import of fully built-up vehicles but would approve the sales of vehicles imported in kit form and built up using local labour and sometimes also a degree of locally sourced parts. For this reason, the numbers of Land Rovers exported in CKD form mushroomed in the early 1950s.
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Fortunately, the supply difficulties that had so drastically affected Land Rover production in the early days were now easing. While the British Government continued to pursue policies that encouraged exports, Rover remained constrained by what were known as Home Quotas – the numbers of cars and Land Rovers it was allowed to sell on the home market. Although the Home Quota for both cars and Land Rovers was increased in mid-1952, production totals of the basic Land Rover for the 1953 season were some 20 per cent down as compared to 1952. Admittedly 1953 saw more success in export markets that took RHD models than 1952, but poor performances elsewhere kept the total low. Yet 1953 was a better year overall than 1952 for Land Rover production, and that solely as a result of a massive increase in the export of LHD CKD kits. RHD CKD kits had meanwhile dwindled to nothing, although the markets were not lost and would pick up again when the 86-inch and 107-inch models came on stream for 1954.





Tempo 80-inch Land Rovers


After the Second World War, Germany was divided into a western sector controlled by the Allies and an eastern sector controlled by the Soviet Union. In West Germany, the authorities established a special force called the BGS (Bundesgrenzschutz, or Federal Border Police) to protect its border with the eastern sector. During 1952, the BGS invited tenders for 250 4×4 vehicles that could carry up to six troops each. Trials demonstrated that the Land Rover was better suited to the job than the rival Mercedes-Benz Unimog, and so the contract went to Solihull.
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This picture shows very well the high-sided body characteristic of the Tempo Land Rovers, together with part of the mechanism for the folding hood.
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The layout of the BGS Tempo body was specially adapted, and was very different from that of Land Rovers built at Solihull.
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Some of the BGS vehicles were equipped with a huge mast aerial, seen here deployed on an early 80-inch model.








There was a catch, however. In order to accommodate six troops, plus the radio equipment and sundry other items that the BGS wanted, these Land Rovers were going to have to be very different from standard. Solihull’s production lines were already at full stretch and could not accommodate the disruption that this would cause, and so the company struck a licence-building deal with the German Tempo-Werk company, located in the Hamburg suburb of Harburg. Tempo had an excellent reputation, which came mainly from its manufacture during the 1930s of the Tempo 1200 4×4, but in the early 1950s it was building only small trucks to meet urgent requirements in post-war Germany.


A deal was agreed at the very beginning of 1953 between Tempo’s chief Oscar Vidal and Rover’s Chairman Spencer Wilks and Commercial Director George Farmer. It would involve Rover in shipping part-built Land Rovers to Germany (in practice, these seem to have been rolling chassis) to be completed with locally manufactured parts. The first Land Rovers destined for Tempo left Solihull in January, and by April (some sources say February) the first completed Tempo Land Rovers came off the assembly line in Harburg.


They were very different indeed from the standard product. With the exception of bulkhead, bonnet and front panel, the entire body for the BGS vehicles was fabricated by Herbert Vidal und Sohn, a coachwork company run by Oscar Vidal’s brother and located close to the Tempo plant. The whole body was made of steel rather than the Birmabright alloy favoured by Solihull, although the reason why has never been established. Perhaps steel was easier to obtain than alloy in West Germany at that stage.


The Tempo’s most distinctive feature was its high waistline: the top of its doors and back body lined up with the bottom of the windscreen frame rather than with the bonnet. On top of the bonnet was a large steel locker, and this was where the removable door tops could be stowed when not in use. Door handles differed from the Solihull type and so did the tilt, which was attached to a folding frame rather than the fixed hoodsticks of the Solihull-built models. Both front wings were put to extra use by adding lockers to stow away vital equipment that needed to be easily accessible, and there were brackets on the wing tops for a shovel and an axe.
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Just two tubular-framed seats were fitted in the front, and the space between them was usually occupied by radio equipment. There was no seat-box, and the fuel tank had been moved to the rear left of the chassis; in its standard position under the right-hand seat was an underfloor locker. The front seats hinged forwards and their backrests folded down to give access to the rear compartment. Here, inward-facing bench seats accommodated four more BGS troops, and a large recess in the floor held a wooden slatted floor section. There was a fixed rear panel, to which brackets held a special gun-rack.


Outside that fixed rear panel was a bracket for mounting the spare wheel. Alongside, Solihull’s standard D-lamps were mounted lower down than on the standard Land Rover. To the left of the spare wheel was a large fuel filler neck, while on the right was a bracket for carrying a jerrycan.


Some BGS Tempos were fitted with a tall telescopic radio mast between the fuel filler neck and the spare wheel, but it is not clear whether this was fitted when they were new, or not until the early 1960s. The front end always carried a capstan winch, and most Tempos seem to have been fitted with a separate heater to make winter patrol work more bearable. As Police vehicles, they carried a blue beacon and two sirens located underneath the front sidelights. Sirens and blue lights were controlled from an extra switch panel mounted above the main instrument panel.
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The licence-built Minerva had very different front wings from the standard Land Rover. This picture compares the two types.
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The 100,000th Land Rover was a LHD 86-inch model built at Solihull in autumn 1954. It has not been positively identified, but the best candidate is chassis number 5713-0039, which was later exhibited at the Motor Show and was sold in Spanish Guinea.
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The military Minerva had a fixed rear panel, a jerrycan on the left and the spare wheel on the right. This picture also shows the unique soft-top and rear light units.
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The Pilot-Production Land Rovers

It was the practice at Rover in the early post-war years to add an R prefix to RHD chassis numbers and an L prefix to those for LHD
models. This system was also used for the pilot-production Land Rovers.Vehicles normally entered the Despatch Department on the day
they came off the assembly lines, but there were sometimes delays (such as for rectification of assembly faults) and for this reason the ‘Into
Despatch’ date cannot be reliably taken as the date of completion.

Chassis no.

R.01
R.02
L.03

R.04
L.05

R.06

L.07
R.08
L.09

R.10
L1l

LA2

R.13
R.14
R.15
R.16
R.17

L.18
L.19
L.20

L21
R.22
R.23

Into Despatch
(all 1948)

11 March

15 March

27 April

27 April
28 April

28 April

Not known
28 April
4 May

4 May
13 May

20 May
13 May
13 M:
24 May
21 May
9 August

12 May
24 May
7 June

4 June

9 June
14 June
14 June
14 June
14 June
17 June
17 June
23 June
23 June
19 July
19 July
4 June
17 June
17 June
9 August
9 August

9 August
10 August
19 July

19 July

19 July

19 July

19 July

11 August
12 August
10 August
10 August

Registration
no.

HUE 166
HWK 718
GWD 431

HNX 950
HNX 128

HAC 670

Not known
FFU 434
3671 UE

HNX 439
JOH 821

DFE 504
HNX 349
HNX 444
HNX 412
HNX 331
GWD 501

Not known
HNX 594
Not known

GWD 629
Not known
GWD 447
GWD 444
GWD 445
GWD 446
GWD 744
GWD 745

JRW 67
KOC 153

Not known
HNX 481
HAC 113
Not known
JWD 821

HAC 674
Not known
Not known
Not known
Not known
Not known
Not known
JAD 862
KOA 809
Not known
Not known

Remarks

Survives in Heritage Museum, Gaydon

Rebodied as Station Wagon. Fate unknown

Possibly the Amsterdam demonstrator. First Land Rover to be registered.
Survives

Survives in National Motor Museum, Beaulicu

Built as Welder and completed by 21 April, when it was photographed.

On the Rover stand at the Amsterdam Show. Fate unknown

Equipped as fire engine, fitted with prototype 2-litre engine and shipped to
India in September 1950. Fate unknown

Fate unknown

Survives

Not registered until September 1960. Survives as chassis only in Heritage
Museum, Gaydon

Fate unknown

Exhibited at Ulster and York Agricultural Shows, 1948. Converted to RHD.
Survives

Exhibited at Cardiff Agricultural Show, 1948. Converted to RHD, Survives
Exhibited at Ulster Agricultural Show, 1948. Fate unknown
Exhibited at Cardiff and York Agricultural Shows, 1948. Survives
Exhibited a¢ Cardiff Agricultural Show, 1948. Fate unknown
Exhibited a Cardiff Agricultural Show, 1948. Survives
Registered on 26 May 1948; late date into Despatch unexplained.
to crop-sprayer by Dorman and used as their demonstrator. Survives

Fate unknown

Converted to RHD, Survives

Prototype Tickford Station Wagon. To France in October 1948 but returned
and re-despatched to Glasgow, July 1949. Converted to RHD. Fate unknown
Recorded as R.21 in December 1949 when sold off. Fate unknown

Fate unknown

Survives

Recorded as R.24 in February 1949. Survives

Recorded as R.25 in March 1949; converted to RHD. Survives

Recorded as R.26 in May 1951. Fate unknown

Exhibited at Highland Show, 1948. Fate unknown

Exhibited at Highland Show, 1948. Fate unknown

nverted to RHD; converted back to LHD during restoration. Survives
Survives

Also recorded in Company records as HAC 379 (see R.32). Fate unknown
Survives

Fate unknown

Fate unknown

Fate unknown

Fate unknown

Not registered until approximately March 1950; recorded as L.37 in May 1950.
Fate unknown

Fate unknown

Shipped to Southern Rhodesia in August 1948. Fate unknown

Shipped to Tanganyika, 1948. Fate unknown

Shipped to Tanganyika, 1948. Fate unknown

Shipped to Tanganyika, 1948. Fate unknown

Shipped to Tanganyika, 1948. Fate unknown

Shipped to Tanganyika, 1948. Fate unknown

Converted to RHD. Survives

Recorded as R.46 in December 1949. Converted to RHD, Survives
Shipped to Argentina, 1948. Fate unknown

Shipped to Argentina, 1948. Survives

‘onverted
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80-inch Land Rovers: Chassis Numbers

80-inch 1.6-litre basic models

1948 R86-0001 to R86-3000
1949 R866-3001 to R866-7920
1950 R0610-0001 to R0610-9999

R0611-0001 to R0611-5440

0710-0001 to 0710-0050 (2-litre prototypes)

Notes: The R prefix stood for RHD and was replaced when appropriate by an L for LHD.

1951 1610-0001 to 1610-3971 Home market
1613-0001 to 1613-7145% LHD
1616-0001 to 1616-3268 RHD export
1663-0001 to 1663-0081 LHD, CKD
1666-0001 to 1666-2320 RHD, CKD

* Surviving records finish at 6120, but several higher numbers have been documented. 1613-7145
was the highest known by the the end of 2007.

80-inch Station Wagons

1949 R867-0001 to R867-0070

1950 R0620-0001 to R0620-0480

1951 1623-0001 to 1623-0080 LHD
1626-0001 to 1620-0020 RHD export

80-inch 2-litre
1952

2610-0001 to 2610-5569

Home market

2613-0001 to 2613-6424 LHD
2616-0001 to 2613-3614 RHD export
2663-0001 to 2663-1985 LHD, CKD
2666-0001 to 2666-1092 RHD, CKD
1953 3610-0001 to 3610-4122 Home market
3613-0001 to 3613-4613 LHD
3616-0001 to 3616-4007 RHD export
3663-0001 to 3663-7268 LHD, CKD
3666-0001 to 3666-2122* RHD, CKD

* No records exist for RHD CKD models, but the highest chassis number traced by lae 2007 (in
Australia) was 3666-2151.

Notes: The Minerva 80-inch models were built in batches within the 2663-series (1952 season) and
3663-series (1953 season). The Tempo 80-inch models were built in batches within the 3613-series.

80-inch Welders

1949 R868-0001 to R 868-0010 (L prefix for LHD)

1950 R0630-0001 to R0630-0030 (L prefix for LHD)

1951 1630-0001 to 1630-0004 Home market
1633-0001 to 1633-0007 LHD

1636-0001 to 1636-0009 RHD export

1952 30-0001 to 2630-0014 Home market
-0001 to 2633-0013 LHD

2636-0001 to 2636-0004 RHD export

1953 3630-0001 to 3630-0008 Home market

3633-0001 to 3633-0007 LHD
3636-0001 to 3636-0007 RHD export
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Keeping Pace: Rover Car
and Land Rover Production,
1948-53

These figures are for model-years.

Cars Land Rovers
1948 6,122 3,000
1949 2989 5,000
1950 5.250) 15,999
1951 10,976 *16,905
11952 5.750 18,715
1953 8,000 22,154
Six-year
totals 39,087 64,869

* Minimum figure; the actual total was
probably higher
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FITTED WITH TRUCK CAB

'I‘“I': metal cab has been primarily designed for converting the

Land-Rover into a small pick-up truck, when the Metal Detachable Top (E.7)
would be an encumbrance to loading and discharging a vehicle principally
engaged in light transport operations. This type of cab may also be fitted
when it is desired to give to the driving compartment, a more weatherproof

protection than that offered by the canvas hood.
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80-inch Models

Engines

1948-1950 models
1595cc (69.5 x 105mm) 4-cylinder with overhead inlet and side exhaust valves; single Solex
32 PBI-2 carburettor. 6.8:1 compression ratio. 50bhp at 4,000rpm and 80Ib ft at 2,000rpm

1951-1953 models
1997cc (77.8 x 105mm) 4-cylinder with overhead inlet and side exhaust valves; single Solex
32 PBI-2 carburettor. 6.8:1 compression ratio. 52bhp at 4,000rpm and 101Ib ft at 1,500rpm

Transmission

1948-1950 models

Permanent four-wheel drive with freewheel

Four-speed main gearbox with synchromesh on 3rd and 4th gears only; ratios 3.00:1,
2.04:1,1.47:1, 1.00:1, reverse 2.54:1

Two-speed transfer gearbox; ratios 1.148:1 (High) and 2.89:1 (Low)

Axle ratio: 4.7:1 (first few hundred models with 4.88:1)

1951-1953 models

Selectable four-wheel drive

Four-speed main gearbox with synchromesh on 3rd and 4th gears only; ratios 3.00:1,
2.04:1,1.38:1, 1.00:1, reverse 2.54:1

Two-speed transfer gearbox; ratios 1.148:1 (High) and 2.89:1 (Low)

Axle ratio: 4.7:1

Suspension, steering and brakes

Semi-elliptic leaf springs all round

Recirculating-ball steering with 15:1 ratio

Drum brakes (10 x 1.5in) on all four wheels; separate drum-type transmission parking brake

Electrical system

12-volt with dynamo

Dimensions

Overall length 132in (3,353mm)

Wheelbase 80in (2,032mm)

Overall width 61in (1,549mm)

Unladen height 70.5in (1,971mm) with hood up
Track 50in (1,270mm)

Unladen weight

2,5941b (1,177kg)

Performance (with 1.6-litre engine)

0-40mph 18secs
Maximum 50mph approx (80.4km/h)
Fuel consumption  24mpg approx (11.8ler/100km)

Performance (with 2-litre engine)

0-5

mph 20.5secs
Ximum 52mph approx (84km/h)
Fuel consumption: 24mpg approx (11.8ltr/100km)
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