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  Foreword


  During the writing of my two caravan history books, also published by Veloce, I saw the early signs of another leisure vehicle – the motorhome. In fact, in the early days, most fledgling caravan manufacturers experimented with this concept before building trailer caravans. However, because of the poor stability of these basic boxes on a chassis and cab, the idea was dropped in favour of the trailer caravan, which proved lighter and easier to use.


  After the first world war the idea was considered again, and pioneer manufacturers such as Raven and Eccles went ahead in developing the concept alongside the trailer. Sales were limited and stayed that way until the late ‘50s and early ‘60s when the motorhome became more popular and accepted. (It wasn’t until 1967 that motorhome owners were allowed to become members of The Caravan Club!)


  Motor manufacturers built commercial vans, which were then converted into motorhomes. Bluebird – more famous for its caravans and holiday homes – contributed to this new niche market very successfully in 1958 with its price-busting, coachbuilt Highwayman.


  On into the 1970s names such as Dormobile and Autohomes were synonymous with motorhomes; several other caravan manufacturers either entered or rejoined this sector at a later date. The early ‘80s witnessed a downturn in sales but, by the mid to late ‘80s, motorhome sales rose. In the next decade sales were even better and many more models became available from both UK and offshore manufacturers.


  This book covers the complete history of the motorhome in the UK, and the majority of manufacturers – large and small – are included.


  I hope you will enjoy the book and find it a useful addition to your bookshelf.


  


  Andrew Jenkinson


  Bispham, England


  1: Pioneers (1900-1940)


  In this chapter we look at the first early efforts of motorhome development and how, for a while, it competed head-on with the trailer caravan.


  It should be remembered that, in its first few years of life, the combustion engine was slow and unreliable, irrespective of which vehicle it was used in. Handling, too, was a problem and careful loading and even weight distribution were always considerations. It was all the engine could do to propel the vehicle without the added strain of towing a trailer or extra body weight.


  The privileged few began to use the horse-drawn caravan for recreation which prompted the idea of using the combustion engine instead to move these new mobile homes. In the early part of the century, several unofficial attempts were made to use the combustion engine to propel early motorhomes. Most motorists converted cars for sleeping; these one-off designs were basic and primitive, with a made-up bed and a lean-to tent attached to the car.


  This idea had been tried as early as the beginning of the 1900s, when commercial motorhome or caravan manufacturers were some years from becoming established, although Duntons – the then respected gypsy caravan builder based near Reading – was making bodies to put onto Ford Model T chassis. It was claimed that Duntons had added chassis extensions to maximise floor space.


  It was down to individuals like Dr E.E. Lehwass (who was of German nationality) to put into practice his ideas for a motorhome. He constructed what is best described as a bus-type vehicle, which was based on a 25hp Panhard-Levassor chassis, and fitted out with a primitive design of foldaway bed. Lehwass took it a stage further by adding other equipment such as a stove. He then proceeded to plan a tour of global proportions, setting off from Hyde Park Corner with a crowd of well-wishers watching this machine trundle into action. He came to an abrupt halt just near St Petersburg where he abandoned his plans and the Panhard in the deep snow. Later, a garage owner from Britain went out to Russia and bought it back to the UK.


  Meanwhile, in France, Tony Selmershem showed off his maison automobile at the exhibition of the Societe Nationale des beaux-arts in 1904, where it was met with some admiration.


  Another Frenchman, named Monsieur Collin Dufresne of Grenoble, was the owner of a well-crafted, French-built motorhome. Based on a 40hp motor Lorraine-Dietrich, the motorhome base, it had a top speed of 25mph. The panelling was double skinned and made of aluminium, and weighed in at just over 2 tons.


  The motorhome was divided into four compartments: one compartment slept five people and the all-important chauffeur, whilst the dressing room converted into sleeping quarters for two more. The third room had washing and toilet facilities, and the fourth was the kitchen area, complete with moveable paraffin stove.


  To give even more space a canvas side awning, or annex of large, square-like Koportions, graced the Frenchman’s motorhome, at a cost of over £1000! Many years later, the French became major motorhome manufacturers, with exports to the UK, but more about that in a later chapter.


  In Britain it could be claimed that the first proper commercial motorhome was built in Manchester by the Belsize Motor Co. This was ordered by Mr J.B. Mallalieu, a Liverpool based businessman who successfully toured the British isles in this 21ft 9in × 6ft 6in, four ton monster. Overall height was 10ft 6in and the wheel track was 5ft 4in; the rims were 4ins wide at the front and 5ins at the rear; tyres were solid rubber. The four cylinder petrol engine produced 40hp (fuel consumption must have been horrendous!) and drove through a leather cone clutch to a gearbox, which had three forward speeds and one reverse. Final drive was via two strong roller chains.
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  Was this the first commercial motorhome? Made by the Belsize Motor Co. of Manchester in the early 1900s, it inspired others to build motorhomes. It was over 21ft long.


  Mallalieu’s first run was to Buxton and then onto Chatsworth. With cruising speeds of 9mph, he had plenty of time to take in his surroundings as he sedately drove along. The motorhome’s weight and length were not surprising when you consider that it had six berths, plus a dining room, bedroom and kitchen, and washroom complete with WC and running water. Not surprisingly, however, Mr Mallalieu’s motorhome did not catch on to the extent that others quickly followed his lead.


  In fact, only a small number of motorhomes of this scale were built because of poor road performance and cumbersome proportions. Another drawback of these early motorhomes was that their weight made it necessary to avoid soft ground: the unit would sink into soft turf and any attempt to move became almost impossible without mechanical help.


  Of the few motorhome users there were, most were inclined to stay in hotel car parks, close to main routes, whereas the caravanner didn’t have to and could happily roam off the beaten track. Even though early trailer caravans were heavy, they were lightweight compared to these early motorhomes. To become accepted, the crude motorhome would have to be more compact and lighter.


  ♦


  One early motorhome owner was reported to have fitted a crude towing attachment to the chassis in order to tow a car behind, just as some of the modern motorhome owners do today! Ideas like this were often passed along to other owners who adopted and⁄or improved on the original. Swapping notes pushed design forward, albeit unofficially.


  ♦


  A ray of hope was offered in the form of a motorhome which seemed to appeal to a wider variety of would-be owners. The weight of this latest design – an Austin – was a great improvement on Mr Mallalieu’s unit. Weighing in at 2 tons, it cost £2000. The body was built for a Mr Du Cros, of Dunlop Tyre fame, and apparently a director of Austin, too.


  Shown at the Motor Show in 1909 (the first motorhome to appear at a motor show), the Austin attracted little attention, resulting in only a few being sold. It was well equipped, with four berths and an intercom system between the living area and the cab, pumped water, cooker, special lockers for bone china (anti-rattle) and electric lighting from on-board batteries. The Austin’s dinning room could seat six should visitors call, and the sitting room could be adapted for sleeping in. The vehicle had all the ambience of a stately home with a highly decorated finish which included mahogany panelling. A lantern roof gave extra headroom, light and ventilation. A full washroom – including a loo and kitchen – had water supplied from twin tanks on the roof; all clever stuff and advanced for the time.


  The exterior was panelled in aluminium with the body constructed using English ash. On the Austin’s roof was a fold-out tent where both cook and chauffeur slept. Access to these ‘sleeping quarters’ was via steps from the main living area. As mentioned previously, sales were very disappointing, despite all the luxuries and sumptuous accommodation. Some considered these motorhomes to be expensive novelties for those with more money than sense…


  ♦


  When the Caravan Club was founded in 1907, horse-drawn caravans, although few, were the backbone of the club. A year later several motorhomes were noted on club meets. One design that was particularly remarked upon by other members was that built and owned by a Mr W.M. Appleton from Weston-Super-Mare. Named the aeroplane (awning on both sides looked like wings!), this motorhome was, compared to those already mentioned, compact in its dimensions and considerably lighter, too. A two berth, dimensions were 9ft 6in by 6ft. It was very well designed for the time, with two single beds on each side which could be folded back to give better seating, as well as more floor space.
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  Mr Appleton’s motorhome was considered a compact model in the early ‘20s. It had two awnings, one on each side, which earnt it the nickname the ‘aeroplane.’ Appleton designed his motorhome for off-the-beaten-track touring.


  A large, luxury motorhome of huge dimensions struggled to get through the entrance gate of an early Caravan club rally. If it had succeeded, chances are that the soft ground would have trapped it there. Some of the horse-drawn caravan club members may have hoped that this would happen, as they were not at all keen to cater for these modern, noisy contraptions. Some club members continued to regard them as such right up until the late 1960s…


  Harris Stone, founder of the Caravan Club, was very negative about these new leisure vehicles, and accused the beleagured motorhome owner of flouting the ideals of life on the open road by parking at the best hotels and having meals in the dining room, using the motorised caravan only to sleep in. Stone was also critical about the speed at which motorhomes travelled; a blur is all the driver and occupants see of their surroundings, he once claimed. Maybe he was slightly envious, especially as one owner claimed that 90 miles could be covered in a day!


  This particular owner also showed off his motorhome to Stone. It boasted a winding staircase leading from the car area onto the roof, where two reclining chairs were placed. These could be used whilst travelling so passengers could take in their surroundings. The owner showed Stone his well-stocked wine rack and said he also had a good chef onboard. Stone was far less negative of motorhomes which were in the club, and considered Mr Mallalieu’s motorhome to be the first practical example.


  Apart from the French, other nationalities began to regard motorhomes as a good way to travel in style. At a Caravan Club meet in 1911, the Caekwar of Baroda and the Maharajah of Cwalior turned up with a fleet of royal cars, with a view to purchasing a horse-drawn caravan to go home with. Instead, they chose to look at a motorhome and opted for this concept instead.


  Maharajah Gwalior designed his new motorhome to house himself and guests on hunting trips. Sleeping up to sixteen people, the emphasis was on luxury so handling and speed were compromised, not that this bothered the Maharajah too much! The Maharajah’s super luxury motorhome was designed and built by Melville Hart, the founder and owner of Flatavan, a company who built to customer requirements. The Maharajah’s unit also came with a matching trailer caravan.
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  The impressive Flatvan built for the Maharajah of Gwalior, complete with caravan in tow! This picture was taken outside the Houses of Parliament.


  Hart had been a naval architect and had established his business in London. Here, he supplied the gentry with luxury outfits, with several of his specials being photographed outside prominent places such as the Houses of Parliament. Hart would build onto any type of chassis new or old, but whatever he did all his units had good storage, a loo compartment, oil stove, oven and electric lighting. Most were sold to foreign customers, with some taken to Buckingham Palace to be viewed by royalty.
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  Designer and builder, Hart, produced this super luxury motorhome for an American customer in the late twenties. At over 24 feet long, it was true state-of-the-art luxury.


  American customers heard of Hart’s luxury motorhomes. In 1929 one such unit was to be built onto a Reo chassis, specially imported to the UK for Hart to add the coachwork and fittings. Overall length was 24ft with the body being 17ft 6in long and 7ft 8in wide. Four compartments were installed, with the saloon panelled in walnut and the washroom very lavishly fitted out with blue and white tiling. Further features included a safe, 4 electric fire, electric lights, reading lamps, clock, barometer and altitude meter, plus hot and cold pumped water and fully fitted kitchen. Good locker storage and a specification that would match that of most of today’s motorhomes completed the package. When finished it was shipped to the States where it was to be exhibited to potential customers after which its owner planned a tour of the Rockies. Melville Hart later moved more towards trailer caravans, before finishing with the infant industry altogether.
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  Three interior shots of the luxury Flatvan. It can be compared to the luxury European coachbuilts of today.


  Although motorhomes had so far been heavy and pretty poor in the performance stakes, the idea was slowly gaining ground, especially when, in 1912, the Saint Sebastian Rally witnessed a large motor van built on a Gregoire chassis not only complete the rally, but also beat over a 100 or so other French and continental vehicles. Considering that the other motors were not carrying the extra weight burden of a converted van, this was an amazing feat.


  The box-shaped body was called the Menagerie Gregoire, and had the capacity to transport eleven people. It housed a stove and other bits of equipment, and weighed in at around three tons. On the 5000km route it managed to travel at an average speed of 25mph. The French were again showing a clear lead in the motorhome market with regard to design and reliability.


  ♦


  Here, in the UK, another early motorhome was owned by a lady called Mrs Paton. Named the Tortoise it was powered by a 16-20hp petrol engine, and was built in 1912 on a Halley chassis with bodywork by the Midland Counties Motor Garage at Leicester. Externally it was very square, and came complete with what is best described as a large roof rack (making it rather top heavy). Access to the interior was via a portable ladder to a side door, or by climbing through from the driver’s compartment. Divided into three, the front compartment could sleep one, the middle room acted as a dining area and kitchen, and the end room housed two bunks. Good storage was a feature of the Tortoise but, again, like so many at this time, it was built as a special only.


  ♦


  With the advent of the First World War, Bertram Hutchings (later known for his famous Winchester Caravans) had been hiring out horse-drawn caravans after first building his own. Hutchings had built lightweight caravans which were sent to be used by the Red Cross and Army officers. Being turned down for active service, his services were used in a different way by the Royal Navy when it asked for a mobile recruitment office.


  Hutchings carried on building motorhomes to special order on a small scale after the war, and his touring caravans were standard built models. Those that Hutchings built were sometimes put onto either old chassis or new ones if the customer required it. Built individually, the Hutchings motorhome came from the works in all designs and sizes, but a strong resemblance to horse-drawn caravans was still much in evidence. Hutchings even used an overhead cab body extension (Luton top) which had a bunk and window – a feature 40 years ahead of its time. Within a few years, Hutchings very successfully went on to development of the trailer caravan.


  ♦


  The motorhome was still seen as the way forward, especially by one lady, a Miss Eva Hasell, who went to work for the Canadian church and was offered a horse-drawn caravan. Miss Hasell demanded a motorhome and this she got. Apparently, she could drive the vehicle in the most adverse conditions and was quite capable of doing all necessary repair work. The conditions of Miss Hasell’s motorhome, with its basic facilities were nothing like the gracious motorhomes back in Britain, but several years later another ten units like Miss Hasell’s had been commissioned by the Canadian church.


  ♦


  One motorhome that proved itself was owned by the Lomax family. Back in 1912, Mr Lomax, with his wife, two children and a friend, set off on a tour intended to last for three weeks. The motorhome was christened Chalet Roulant and was a purely home-made affair. This crude-handling vehicle was built in an old coach house, and had a body that was lifted and fixed onto what had been a landaulette chassis. Although it’s not certain, the make of the chassis was said to be Panhard.


  Chalet Roulant’s squared-off lines were not helped by its incredible height; no actual details but an educated guess would be around 14ft, which towered above the chassis. Large, deep windows were used on the sides and front, which marginally relieved its clumsy appearance. Flimsy tyres (one of which burst soon into the trip) didn’t help in the handling department. The radiator was sited low down and the spare tyre perched on the Roulant’s slopping bonnet.


  Interior fittings and equipment included two settees, which the children used for sleeping, and a moveable table. A further two beds came in the form of a pair of lath spring mattresses, which rested on chairs at the ends, and were covered in fine hair. In the driver’s compartment was a fifth bed. The compartment could be closed off from the main living quarters with green serge curtains. During the day the Lomax family sat in the driver’s compartment on garden chairs: probably not a comfortable ride…


  The Chalet Roulant’s rear offside was divided from the living area by a bulkhead, next to which was the kitchen. This was pretty well equipped for the time, and a small paraffin stove gave off some heat as well as being used to cook on. Good storage was provided by various lockers and shelves, which had divisions for saucepans, kettles, dustpans and oilcans. Food was stored in a larder, which opened to the outside, whilst a large rear window took care of ventilation. The builder of the Roulant had metal-lined the kitchen to, hopefully, prevent a fire spreading to the rest of the van. A wardrobe and ‘library’ – which consisted of twin sliding boxes over the driver’s compartment – completed the fittings. At night, candles in double holders lit the van.


  When the Lomax family left London in September 1912 on the three week tour, there were some who scoffed at the motorhome’s size, and many reckoned it wouldn’t manage to get out of London. It did, though, and, with just a few minor problems, managed to reach Maidenhead. A sight such as that of the Roulant trundling through remote areas was bound to cause a stir. One entry in the Lomax diary describes a farmer’s wife who saw the motorhome and thought she was about to be kidnapped. She was much relieved to meet the family and discover they were friendly!


  Mrs Lomax once prepared a meal for the family whilst the Chalet was on the move; not a very easy job given the van’s handling. The Chalet Roulant ended up in Devon near Babbacombe Bay, and parked for a week in a field overlooking the sea. The home journey was taken in easy stages and was uneventful.


  ♦


  In 1927 a company called Uplands Caravans, which was based in southeast London, built several examples of a motorhome called the Eagle, which could either be bought or hired. This strange, box-shaped design was based on a Ford 1-ton chassis and came in several guises. Fully equipped as a four-berth it cost £320. As an almost basic shell the cost was £298, although this varied according to chassis chosen. The hire cost for two weeks during July to September was £22. If required, the company could supply a driver.
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  The Uplands Caravans Eagle model on a Ford chassis, although it could be built on any chassis or to any specification the customer wanted.


  ♦


  The Uplands Eagle was double-walled and unlike the early motorhomes, the driver was in an enclosed cab area, the company’s sales leaflet was keen to point out the obvious advantage of this feature. Inside, mahogany panelling was used in the main living area, which could be split into two compartments at night. A rear-end twin bunk bed folded down into a settee for daytime use, and there was a free-standing table with chairs. Whatever happened to the Upland Eagle is anyone’s guess but the company waxed lyrical in the sales leaflet when explaining how easy the vehicle made it to ‘get away from the hustle and bustle of city life.’
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  Interior of the Eagle looking through the driver’s cab towards the rear. This is a basic design compared to the luxury Flatvan motorhomes.


  A year or so later another motorhome appeared, this time a luxurious, fully-fitted, modern streamlined model that could also be ordered with a slightly cheaper specification. The manufacturer was Road Yachts Ltd of Feltham, Middlesex. Named the Light Cruiser, this unusual-looking motorhome could be fitted onto any chassis with an engine of over 20hp with a 12ft wheelbase. Its designers claimed that it drove like a car but had all the advantages of a hotel. The Road Yacht’s Light Cruiser model could be built and adapted to fit on any moderately powered car chassis; with a 17hp, six cylinder Erskine chassis, a speed of 45mph was attainable. The driver’s chair was easily moved from its fixed position, when it rained the electrically operated windscreen wipers could be used, and even electronic traffic indicators were provided.
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  The late 1920s Light Cruiser from Road Yachts Ltd was a super streamlined motorhome with state-of-the-art exterior styling.


  The interior of the Light Cruiser boasted a superior specification that included electric cooker⁄heater, built-in dynamo, two 20 gallon water tanks, shower⁄bath, full-sized loo, hot water, gramophone, plug sockets, cigar lighter, and radio. The layout comprised a kitchen, complete with ice-making machine; separate lady’s and gentleman’s bedrooms with hairbrushes and feather-filled pillows, plus bookcases, which could hold up to fifty books. The Light Cruiser was a real luxury motorhome and very modern in design with a price in the region of £375-£495. Though a class leader, it wasn’t that successful in the end, however.
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  Five interior shots of the Light Cruiser show it was a luxury design with a radio and record player for the driver, plus elegant gentlemen’s and lady’s cabins.


  Other attempts at motorhome manufacture were made by husband and wife team, Arthur and Joy Gardener, who made a few motorhomes when trading as Summerfield Caravans in the early 1920s. They later changed the name to Cheltenham Caravans and went on to produce this famous range of trailer caravans. Wilkinson-Cox, founder of Raven Caravans, also for a short while made a couple of motorhomes before changing to trailer caravan manufacture. Fleming-Williams, founder of Car Cruiser, also tried his hand at producing a motorhome, but the caravan won the day.
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  Make and year unknown – although possibly very late ‘20s – was the motorhome part of the group, or had these people come to look at this, what was then, unusual sight and had their photos taken with it?


  In Scotland, joiner and cartwright, Daniel Thomson, had been building the odd showman caravan for some years. After the First World War, Thomson built bodies on Model T Fords for local businesses and then designed and built his first motorhome, but this was cumbersome and a 10mph pace resulted in Thomson dropping the idea. Many years later Thompson had become a hugely successful caravan manufacturing company, but faded into oblivion in the early 1980s.
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  Bertram Hutchings had been experimenting with caravans and motorhomes from an early point in time, and later founded the successful Winchester luxury touring caravans company. Hutchings tried to adapt his 1930s streamlined touring caravan design to the motorhome idea, but failed. Instead, he created this odd-looking vehicle.


  Bertram Hutchings tried the idea again with his 1930 Winchester streamlined caravan, by mounting one onto a light truck chassis with the sloping front end used as the driver’s section. The result was a rather odd-looking motorhome which was out of place with its caravan shell on the truck chassis. Hutchings, though, decided just like everyone else at the time that trailer caravans were definitely the way to go.


  For a while the Cheshire-based company, Jennings, built caravans, but did also produce several motorhomes. Years later the company went into the manufacture of luxury motorhomes.
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  A Jennings motorhome from 1934. The body could be mounted on a normal car chassis such as this Austin Twelve.


  In the early 1930s the first micro motorhome was conceived of, with the basic conversion of a car to a bedroom for when guests had to be accommodated on site and there wasn’t room in the caravan. An article in The Austin Magazine described how a certain Miss Mary Pares was able to fully recline her 5ft 6in frame in the rear of her converted Austin Seven.


  The conversion was achieved by removing the front bucket seats, along with the cushion on the back seat. The footwells were then filled in with the bucket seat cushions, with garden cushions used to stuff other gaps in order to form a level sleeping area. A 3ft mattress was then laid on top. Although the gear leaver and handbrake did get in the way, it was possible for two to sleep in comfort.


  The idea was thought to be a good one and larger cars better served the purpose. To make the car more adaptable the article detailed how stout plywood could be used to cover the footwells, which was preferable to having lots of cushions in the car when not in use. A roll-up Dunlop Latex mattress was considered to offer the most comfort. For those who wanted privacy – and who wouldn’t? – it was recommended that brown paper be stuck inside the car windows! As a last piece of advice the feature recommended the conversion be done on level ground…
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  An early micro motorhome conversion? This is a 1930 short wheel base Austin Seven converted for ‘two girls to go camping.’


  Another car conversion idea was the Cara-Bed by a company called Weathershields Ltd in Birmingham. This consisted of a fold-out unit, which fixed firmly to the car’s rear end, usually on the luggage rack. It then folded out to form a small solid unit, which had just enough room to sleep two, plus a child at a push! Its durability was doubtful, to say the least, but, again, this idea of converting a saloon car for sleeping was ahead of its time.
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  The early micro motorhome conversion went a stage further in 1934 in the form of the Cara-Bed; a fold-out unit that converted a car into a bedroom.


  Specialist coachbuilders saw a small market for some special units to be built. The motor taxation laws in the early part of the 1930s classed a motorhome as a commercial vehicle, which was calculated by weight alone without taking horsepower into account. A two-ton motorhome would therefore cost around £25 a year and a one ton unit £20. The tax on motorhomes was often a subject for discussion with motorhome owners complaining about the cost. To alleviate this heavy burden, many owners taxed their motorhomes for the summer months only.


  Although the choice of chassis manufacturer had increased considerably by the 1930s, it was Ford that actively encouraged the motorhome owner to choose a Ford unit. In The Ford Times Magazine, Ford reproduced some photos of lightweight chassis designs which, it was hoped, would attract more people to motorhome ownership. The Ford chassis provided a large body space, due to the driver being seated right forward alongside the engine. Two examples were shown, one of which was a model built for special work by the church in the UK. Both examples were built by Harwood Coachbuilders at Walham Green, whose bodywork was well suited to Ford’s chassis designs.


  Ford was well established in the UK, so servicing and spares wasn’t a major concern. Two Ford chassis were particularly considered ideal bases for a motorhome: the one ton model (£159) and the two ton one (£218). Both had a 24hp, four-cylinder engine. A prime requirement for a motorhome was that the chassis was sturdy and didn’t allow whipping, otherwise the coachwork would flex and windows and doors would not shut properly.


  ♦


  For a while a few coachbuilders built some spectacular streamlined double-decker motorhomes, which allowed the designers more freedom in the way they included various features. Crerar’s of Crieff built a double-decker, which was practically a mobile luxury flat with three bedrooms upstairs and bunks in the cab for the driver and cook. A full-sized bath, two toilets and fridge, plus hot and cold water supplied via an on-board water tank, were part of the specification. The only problem with the double-decker was low bridges and overhanging trees; off the beaten track some locations were completely out of bounds.
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  This 1933 delight was a double-decker luxury motorhome – complete with all mod cons – built by Crerar of Crieff.


  In 1933, Harrington Ltd of Hove, Sussex, builder of coaches and car bodies, produced a fine example of a two-storey motorhome on an A.E.C Regal bus chassis with a 120hp engine. The customer was a Captain J.F. Macmullen who used it as a mobile hunting lodge. Named the Protos, this luxury motorhome had a bedroom and sun deck upstairs. It had full-sized cooker and fridge, and central heating which ran off the engine. The Protos was said to be so stable on the move that occupants could drink tea without spilling a drop!


  [image: ]

  Check out this mobile hunting lodge motorhome from 1933 which was built for Captain J.F. Macmullen. Luxury was the name of the game again with full onboard amenities.


  The Captain took it on several tours around Scotland, although minor roads and soft ground were always avoided. Distances covered could be as much as 150 miles in one day and, with a good deal of power on tap, a 1 in 7 gradient was not a problem. However, its opulent design and decoration resulted in a price that was out of reach of the ordinary motorhome owner. The Protos, or Land Yacht Cruiser, as it was called, was stripped of its interior in the war and used as a bus for ferrying war workers.
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  The blueprint for the luxurious Highway Yacht – a motorhome which may have been the best equipped of its kind in the 1930s.


  In 1930 another specialist was commissioned to build a super luxury motorhome, based on a single-decker, coach-style chassis, for a Liverpool businessman. Designed by a Mr Crellin, it came complete with separate washroom (which had a bath and shower), lounge and bedroom, plus a rear observation veranda complete with cane chairs! Described as a flat on wheels, it was built by Short Bros on a Guy chassis and powered by a six-cylinder engine which developed 110bhp and propelled the all-steel body along at speeds of up to 55-60mph. Called a Highway Yacht it cost a staggering £5250!
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  Light Cruiser layout plan.


  However, that isn’t to say that motorhomes were available from specialist builders only as the next chapter looks at the Eccles brand and its impact on the motorhome market.


  ♦


  In 1939 another caravan manufacturer launched its idea of what a motorhome should look like. Clifford Dawtrey was a brilliant caravan designer and, after his Airlite caravan company ceased production in 1938, he founded Coventry Steel Caravans. Here he designed and produced an all-steel bodied caravan called the Phantom Knight. A modern and typical 1930s streamline design, this caravan was costly, but sales were just beginning to pick up when war began.


  Dawtrey realised that the caravan’s shape lent itself perfectly to a motorhome design which was called the Lounge Car. There’s nothing to show that these ever went into production; maybe just one was produced as a prototype. Shame, because it was a stunner.
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  Clifford Dawtrey, a brilliant caravan designer during the 1930s, ‘40s and, up until his untimely death in the 1950s, came up with this super modern motorhome. Based on Dawtrey’s Steel Phantom Knight touring caravan, this 1938 Lounge Car model isn’t known to have been produced in any number. Only a handful could have been made before the war put a stop to production.


  Caravan builder, Burlingham, produced some excellent caravans – such as four wheelers with a wheel at each corner – in the same decade. Also a coachbuilder, Burlingham built some of the best vehicles around at the time. It therefore came as no real surprise when, at one Caravan Club meet in 1937, a splendid motorhome appeared, on a Bedford chassis, built by the company. Belonging to Colonel and Mrs Sanderson, who designed it to be used year-round, it attracted great interest. However, Burlingham did not go into mass-production manufacture and built only one-off specials.


  Not only did Eccles make its mark in the trailer caravan world for its designs and purpose-built caravan factory, but also for its versatility in producing motorhomes and special vehicle body building projects. Eccles was involved with motorhome production from its early days, and the Riley father and son team built up a successful company. Caravan promotion resulted in trailer caravans taking the sales lead once again, however, and, after the Second World War, Eccles produced trailer caravans only. However, in 1969 when the Ogle designed Eccles caravan was launched, a blueprint was done for a motorhome, using the same shell mounted on a van chassis with the Eccles badge – but it never made it into production.


  2: Eccles Motor Caravans Ltd


  The Eccles trailer caravan became the company’s most successful leisure vehicle, and it’s interesting to note just how much the Eccles name became synonymous with motorhomes in the early years.


  Eccles was, it’s true to say, the innovator of the first motorhomes, using a sensible design from the start. But we must start at the very beginning, as far back as 1913. This was when father and son team Bill Riley senior and Bill Riley junior first looked at what was to be a new accessory concept for the combustion engine vehicle, the trailer caravan or chassis with attached caravan body (motorhome).


  Bill Riley senior had retired from his retail merchant business in early 1913, and found he had a desire for the outdoor life, which he believed would be a good way to spend his leisure time. He considered camping but then had the idea of converting his car for sleeping in. The idea was put into action and, aided by his son and family gardener, he set to work. Bill Riley senior took the rear seats out of his 1909 Talbot touring car and replaced the rear end with a caravan-styled piece of bodywork, which would act as his sleeping quarters. This, then, was the first motorhome.
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  The first Eccles motorhome which, in 1913, was built on a Talbot 1909 chassis by Bill Riley senior and son, with help from the family gardener. This was the start of the Eccles name becoming famous in motorhomes and caravans.


  Riley senior saw that his experiment had worked, to an extent, even though the vehicle now resembled a trader’s van! The appearance may have been a little neolithic, but, nevertheless, father and son took to the road to see just how well it performed. Amazingly, it was better than they had first thought, but it did have limitations and ideas were needed to design a better one. The Autocar magazine did a detailed feature on the Riley’s motorhome that caught the imagination of its readers; so much so that several approaches were made to the Rileys regarding buying the idea of the conversion. After careful consideration, a Birmingham coachbuilder was given permission to develop the motorhome. War, though, began in that same year of 1914 and the project had to be dropped as the coachbuilder was under pressure to do war work.


  When war ended, the Rileys decided to continue with the caravans and motorhomes idea. Riley junior had his sights firmly set on trailer caravans, whilst Riley senior saw the potential of the motorhome. Riley junior had learnt a fair bit about trailers and towing stability during the war, which made him favour car-towed caravans. In the meantime, Bill Riley junior spotted in a local Birmingham paper the advert of a local haulage company seeking investors in order to expand its business. Its name? The Eccles Motor Transport Company.


  After careful consideration father and son pooled their cash and invested all of their savings (£6,000) in the business. The Rileys became directors of the company although Eccles remained the company’s trading name. On March 21st the company became known as Eccles Motor Transport Ltd. and was based at Costa Green, Birmingham. The premises consisted of 3,000 sq⁄ft of leasehold land, with existing buildings in dire need of repair and maintenance. In fact, several cottages had to be demolished, such was the state of the place.


  Even the fleet of wagons were on their way out and needed replacing, though constant repairs kept them on the road. With the business ticking over, two new wagons were added to the fleet.


  Mr H.A. Eccles managed the offices whilst Riley junior managed the fleet of wagons. With trade from the war all but gone, the company was struggling to get new contracts and Eccles Motor Transport was losing money.


  The Rileys decided to try and help the business by diversifying, and Riley junior built a prototype of a caravan for towing behind a car, after seeing trailer ambulances in the war. Riley senior wasn’t completely convinced about trailer caravans, but his son was allowed to take on the project. Meanwhile Bill Riley senior set about designing his next motorhome or, as they called it, a caravan on a motor body. Before work could begin, a workshop had to be found. The old kitchen of the house at Costa Green was converted into a workshop for construction of the caravan and motorhome.
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  Early 1922 saw the company producing commercial body work such as this 14-seater Char-a-banc mounted on a Ford one-ton chassis. This business helped finance caravan and motorhome development as sales were very slow at first.


  The projects were finished and then put on display at a nearby garage down the road from the Motor Show. Interest in the trailer and motorhome was good, although nobody was willing to commit to a purchase. Nobody, that is, except for one lady: the Dowager Viscountess Rhondda.


  With interest now keen, the Rileys decided to go for it and start the caravan⁄body building business in earnest and drop the transport side. At the 1922 Motor Show, via the White City overflow, Eccles displayed the caravan and motorhome. Enquiries grew and the Eccles trailer caravan and motorhome enjoyed a slow but steady demand.


  ♦


  1923 was the year that the Eccles name began to take hold. Eccles described itself as ‘The Motor Caravan People’ and general body builder, as well as proclaiming its caravans and motorhomes to be ‘Smart and up-to-date.’ Eccles also described in its 1923 sales leaflet how the Eccles trailer caravan had been successful due to the motorhomes it had designed and built over the years. This experience of construction, design, safety and component durability acquired from motorhome production meant the Eccles trailer caravan was a well-proven product.


  In 1923 the Eccles works was building 14-seater Char-a-bancs and 1 ton Ford chassis-based pick–up lorries, as well as light luggage trailers. Riley senior, though, had made sure the company would be the leader in motorhome production by building to customer specification with Eccles caravan bodies fitted to the buyer’s car or lorry. Eccles was keen to point out to potential customers that wood and metal were used in motorhome construction, as well as sturdy locks, should anyone try to break in.


  As with the trailer caravan division, Eccles found a lucrative market in building specials such as mobile sales rooms and demonstration units. Several orders for motorhome based promotions units were taken for organisations such as the Church Army and Ministry of Health.
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  A 1923 Eccles motorhome on a Ford chassis. Many were built for the Church, hence the pull-out stand at the rear to preach from. This model was shown at the 1922 Motor Show in London; note how the design had changed since the Rileys’ first attempts with the Talbot.


  In 1923 Eccles built an 11 ft long, 7ft wide and 6ft 8ins high motorhome on a Ford chassis. This early design had a pull-out rear extension floor. Rolled sheet metal covered the external panels and the interior featured special French polished figured wood. The roof was of the mollycroft⁄lantern design which featured so much on the Eccles trailer caravans. Internal specification of the Eccles motorhome included a stove, wardrobe, dresser, washstand, three tables, lockers and sleeping arrangements for four people. Prices for these early Eccles motorhomes were given on application as most units were built to customer specification. In fact, although a basic design was used, the buyer was actively encouraged to ask for what he wanted in his Eccles motorhome.
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  A 1924 Eccles N°10 model on a Ford touring chassis.


  The Rileys found that they needed to add more motorhome design configurations in order to market this new leisure vehicle, along with further promoting caravanning. Sales had been poor but, with some hard selling by Riley junior, and a booklet – The Holiday Problem Solved – widely distributed, caravans and motorhomes began to catch public imagination.


  Dealers were found, but didn’t prove very reliable, unfortunately. Father and son worked harder and, in 1924, with sales picking up, four acres of land were purchased at Stirchley. A new, single-storey building was built with a factory floor area of 15,000sq⁄ft., a huge increase of 12,000sq⁄ft. over the Costa Green works, which were sold not long after. Production went into full swing and motorhomes – such as the 1924 No, 10 model – were built using a Ford touring chassis. This looked a little like a delivery van but was an improvement on the first Eccles effort built a few years earlier.
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  A 1929 Eccles motorhome built for the Anti-vivisection Society; note rear floor extension.


  Other models followed, with most being made to special customer specification. One such example was the 1929, 12ft long motorhome built on a 1 ton Morris chassis.


  Designed for promoting the London & Provincial Anti-Vivisection Society, the entrance – with slide-out platform – was at the rear. The platform was kept firm by corner steadies. The motorhome had berths for two missionaries only.
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  1930 special double horsebox with motorhome rear living quarters; another innovative idea from Eccles.


  New, custom-built designs began to appear, especially for those who enjoyed outdoor pursuits such as horse riding. In the late 1920s Eccles designed the horsebox⁄motorhome, which was built onto either Bedford chassis or a 24hp UK-built Ford commercial chassis, with extended reinforced frame. The Ford came with a four-speed gearbox, plus reverse as standard. Eccles boasted of through-ventilation to the horses’ compartments. The unit could accommodate two horses and leave enough room for the groom at the van’s rear end. The nearside wall panel folded down for easy access. A basic seat, which was large enough for one person to sleep on, plus a few small cupboards for feed bowl storage, meant the groom could live in relative comfort. More storage was available in the form of roof lockers above the driver in the cab. The price of the Eccles horsebox⁄motorhome combination was around £510.
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  Two more views of the Eccles horsebox⁄motorhome. This picture shows the interior of the groom’s living accommodation as well as the two horse stalls.


  Large companies saw the potential of both the caravan and motorhome and, in the 1920s, Huntley and Palmer commissioned two units. These comprised a large motorhome built onto a Daimler chassis, which could sleep six in comfort, and a 15ft caravan to tow behind. Huntley and Palmmer used the motorhome and caravan as a sample distributor of its famous biscuits. One was ordered to begin with and its success brought Eccles a repeat order. Motorhomes were also built for the Radio Research Centre, on a relatively lightweight Morris 12cwt chassis. It was used for demonstrations of the radio equipment it carried.


  Other orders quickly followed as the Eccles name became better known for caravan and motorhome products. More business came from the Church as travelling missionaries found the Eccles motorhome ideal for their work. The nearside of one design, which was built onto a 2 ton Burford chassis, could be opened out almost like a stage.


  The Girls Friendly Society had a motorhome with three berths built using a 1 ton Ford chassis; yet another was built for use in Japan by the evangelical group. The Ford 1 ton chassis was used again to move the 12ft long van; this design was also a three birth, providing comfortable accommodation whilst spreading the word in Japan.
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  Two special motorhomes built for customers, one of whom was a chemist, and who used them all year round to travel the UK. Specials production was a lucrative market, both in caravan and motorhome sales. The chemist’s unit was lavish with a 20ft length and was built on an AEC chassis.


  The Eccles leisure motorhome was also gaining popularity with the public, but few were built to a standard specification. Eccles found that those customers prepared to spend large amounts of money on a motorhome wanted individuality. So, virtually all the motorhomes that Eccles built had slight variations to the plans offered in the company’s leaflets. Eccles invited customers to the factory to watch their motorhome take shape, and to satisfy themselves that all requirements were being met.


  Eccles called its motorhomes saloon coachbuilt caravans on a motor chassis. All featured the lantern roof design, except for the basic motorhome, which Eccles described as ‘The Eccles inexpensive plain caravan on motor chassis’. This model had the same layout but lacked that essential lantern roof, and had a less grand interior and exterior finish. Items sucimh as mudguards, pan boxes and mounting charges were extra, according to which chassis was used.
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  Ford and Albion based Eccles motorhomes from the late 20s, showing four different layout plans. Customers were actively encouraged to design their own layouts or specifications. Eccles was becoming increasingly well known for its designs.


  Eccles caravans layouts were also offered as motorhomes, and the company was keen to point out that the build quality would be just as good.


  The deluxe models had more exotic styling, and included ribbed exterior panelling which could be finished in Jacobean oak-coloured polish with leaded windows. Some Eccles motorhomes had steel shutters as well as leaded windows. None of the models had names in the 1920s, but were instead given numbers such as Plan 27420 in order to identify models and interior designs. Virtually all of the Eccles motorhomes had Elsan chemical toilets located in a compartment. Washbasins were sited in the main living area, along with a dresser and wardrobe. Settees were used as either single beds or made into bunks. Superb quality wood was used in all Eccles caravans and motorhomes, and they carried such equipment as a twin oil stove and one-oven burners, and shower baths.
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  Looking towards the rear of this interior shot of an Eccles N°14 motorhome shows just how well appointed these vans were for the time.


  By the end of that decade, Eccles was building even grander motorhomes, which could cope with either two persons or a party of six. The large motorhomes tended to be built on a coach chassis, which Eccles found to be the best choice. For building larger designs Eccles recommended at least a 1 ton chassis with one of 30cwt being preferable. The driver’s position in the motorhome could be kept as a separate cabin, away from the main living area, or incorporated into the van’s design; don’t forget that chauffeurs were – more often than not – driving the motorhome.


  [image: ]

  The 1930s was the last decade of serious motorhome production at Eccles. This six-wheeler shows just how far the company had come with its motorhome designs.


  By the early 1930s Eccles was building some very lavish and large motorhomes, with layout designs not all that dissimilar to those of today in terms of usage of space, siting of furniture and general seating and sleeping arrangements. Separate sleeping compartments and full washing facilities could be housed in these large units and still allow plenty of living space.


  Eccles was proud of the fact that it was the only full-time manufacturer of caravans and motorhomes, with a factory devoted to the production of these leisure vehicles. Just as today, Eccles tried to make the motorhome car-like in design and appearance with handling to match, so that would-be purchasers would not feel they were driving a delivery van and be put off by this impression. Design was very important to Eccles, and it made sure that the motorhome could be driven long distances on tours of several weeks, both at home and abroad. This was the motorhome’s main advantage over the trailer caravan.


  ♦


  In 1933 Eccles built a caravan and motorhome for a client, a very smart and expensive outfit. The motorhome was given the name The Flying Fox and was built on a light motor bus chassis, with the Eccles caravan on tow.
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  The Flying Fox outfit built in 1933 for a client who wanted the best of both worlds.


  Motorhomes were being used for all sorts of things, and several in other countries; some by game hunters on the edges of jungle terrain. Buyers of Eccles motorhomes and caravans often wrote to the company praising its products. These letters were usually reproduced in the company’s sales brochures, as were the names of some of the prestigious buyers of Eccles motorhomes and caravans. In 1933 a motorhome was shipped from the UK to Africa, and toured the African outback in remote places where no white man had been seen before. The locals were doubly surprised; white men in a house that travelled on wheels!


  Some Eccles motorhomes were built with specific uses in mind, one was for a couple that wanted to travel around India. Another special Eccles was made in 1939 for two cousins, F.W. and L.W. Hays-Turner, who bought it to tour South Africa. They had the fuel tank capacity increased by 9 gallons, and had an on-board charging unit, along with a loo and rear awning. A washbasin and wardrobe completed the setup. Based on a 27hp Bedford chassis which had been extended, the Eccles travelled for two years before returning to the UK.


  To Lords, Sirs, Maharajahs and simple Misters, the Eccles name was synonymous with the motorhome and caravan.


  The Rileys began to reap the rewards for their hard work; caravans were easily the fastest growing area of Eccles’ turnover. The motorhome owner was considered to be more eccentric, and sales were limited to special builds. In fact, so few were the motorhomes in use that secondhand examples were almost non-existent, although owners generally got a good price when they did sell. With Eccles’ good reputation, used motorhomes very quickly found new owners.


  One Eccles motorhome from 1938 was built as a special for a Captain Masters on a Commer chassis, which had a length of 13ft. It had easy-to-remove furniture made possible by a modified form of bolt. Cupboard space abounded, considering the Eccles dimensions, and, as an added bonus, the furniture could be removed to convert it into a delivery type van!
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  1937 and the end was looming for Eccles motorhome production. These two pictures show a special-built motorhome – it was known as an A-Class with integrated cab and coachwork. The well-equipped kitchen even included a fridge.


  Eccles’ involvement with motorhomes came to an end as the 1930s drew to a close. By the end of 1939, Eccles dropped Motor Caravans from its name and called itself simply Eccles limited.


  With war looming and the caravan becoming so much more popular, the motorhome was bound to take a back seat in the company line-up. After the war, no more motorhomes were built. Eccles met with fresh competition after the war when other caravan manufacturers – such as Berkeley, Paladin, Willerby and Sprite – began to make inroads into its traditional sales areas. Caravans had enjoyed an increase in popularity, but this was counteracted by more manufacturers joining the industry.


  After and during the war – motorhome production fell by the wayside with the Eccles Company, in fact after the 30s only the special commissioned motorhome was generally available. No commercial production would be carried out until the 50s and that would be on the newly available vans. Eccles would not get involved in motorhome production during or after the war, touring caravans became its business.


  ♦


  In 1960 Sam Alper, founder of Sprite, bought the Eccles name and moved production to Newmarket. After a successful period and some uncertainty, the Eccles name was bought by the Swift Group in 1994, entailing another move, this time up to the Group’s Cottingham plant, but more of the Swift Group in a later chapter. What should be appreciated is that both the Rileys and the Eccles company played major roles in the development of the motorhome as well as the caravan.


  3: Growing popularity (1950-1970)


  After the war, shortage of materials meant that the caravan industry struggled to produce caravans in any real numbers, and mass production was the key to cheaper vans and volume sales.


  The motorhome market had practically disappeared, apart from a few models manufactured pre-war, though these are not usually recognised. It’s generally considered that motorhomes originated in the late 1950s; with regard to production runs, this is correct, but, as we have discovered, the motorhome’s foundations had been firmly laid before that. However, it would be another 20 years before the motorhome became established as a popular leisure vehicle.


  This objective was helped by improved commercial vehicle design in the 1950s, and an increase in the speed limit from 20 to 30mph. A tax reform that classed the motorhome as a private vehicle also boosted sales. The new-style, pressed steel delivery vans were ideal for motorhome usage, and were usually 10-15cwt rating. Not much bigger than a saloon car, they had gearboxes and engines, and other parts from manufacturers’ car ranges.


  Only specialist coachbuilders would make a motorhome as a one-off at this time: Self-Drive Hire in St Albans (Watling) was one such and, in 1951, advertised the fact in Caravan Magazine.


  Ironically, the big push forward in motorhome popularity came from abroad. Westfalia, the German caravan manufacturer, saw an opportunity to utilise the VW Microbus in 1952 by providing a conversion kit. Named the ‘Camping Box’, the side-windowed VW transporter was a success as the VW could easily be modified and returned to original specification. By the early 1960s the VW Kombi⁄minibus had become a firm favourite with converters.
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  Danbury was using the VW Micro and Kombi units for conversions in the 1960s. This is a Danbury conversion from 1970. Finish and reliability were assured advantages of a VW.


  VW wouldn’t always give its approval for this conversion unless guidelines were followed to maintain the VW’s build strength. In fact, for years VW wouldn’t give a guarantee to all conversions unless carried out by one of its three authorised firms.


  Because of the high price of the VW, and the extra costs involved in maintaining VW standards, manufacturers were put off using the VW. One converter – J.P White – was, however, successful with the Devon Caravette (Caravette was another name for a motorhome). In 1962, the Caravette had a built-in sink unit with a stove that could be used inside. A novel feature was the mushroom-type, single leg table, which could be stood outside on the spare wheel.
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  Dormobile followed other converters already using VW units by adding one to its ever-growing model line-up; this one is from 1962.


  ♦


  Moortown Motors in Leeds produced exclusively on the VW chassis, but found limited interior space a problem like every other manufacturer. To help with headroom, Moortown used the Maurice Calthorpe-patented rising roof, which cost an extra £100. The double bed ran the length of the van and the childrens’ beds were over the engine compartment and cab. Danbury, an Essex-based converter, made its name using the VW Kombi and Microbus, with the latter coming complete with side awning annex. By the end of the ‘60s, Danbury was using the 1 ton VW chassis, with a trim level that included a mains Axim fridge, free-standing tent and Danbury elevating roof.


  Dormobile, too, made good use of the VW, adding its famous, candy-striped roof extension which gave full headroom.
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  In 1967, Richard Holdsworth began converting new and used VWs, and provided a kit for DIY enthusiasts to do their own conversions. The kits were designed for either the VW or Commer van and cost between £98 and £128. Holdsworth soon began to enjoy an increase in market share, allowing an expansion to larger works within 12 months. Holdsworth was also becoming known for the Scandinavian fabrics – possibly the best and most modern in the industry – used in its motorhomes.


  Motorhome manufacturer York also concentrated on VWs; both new and used chassis. When, in 1968, the VW had a facelift, York converted the commercial unit for £990, with berths for four. The specification included a cold food cabinet.


  One reason why the motorhome had been slow to gain popularity in the UK was that, in order to avoid paying purchase tax, the unit had to be of a permanent design. Customs and Excise decided that a dining area – along with beds and cooking equipment, plus wardrobe space and water-carrying facilities – constituted a ‘proper’ motorhome.
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  Peter Pitt’s Moto-Caravans, as his models were called, ranged from the elevating roof, GRP high-top, to the loft, which consisted of a tent on top of the roof! An optional extra was the special awning tent fitted to the unit’s rear, which added some useful space. These are from 1959.


  One man saw the advantages of converting the VW Transporter because of its road manners and versatility. Peter Pitt, an ex-Austrian refugee, designed his VW motorhome in 1956, With just 56 inches of headroom, it was still a four berth, although users had to stoop or stay seated. Furniture was modular, meaning that some of the units were easy to move, offering greater flexibility. The problem was that the VW was considered a commercial van and restricted to a top speed of 30mph.
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  This primitive Martin Walter Dormobile conversion on a Standard Ten was produced in 1956. It was meant to be used for sleeping only.


  Pitt recognised that, to make motorhomes attractive and to generate good publicity, the law had to change. Pitt took one of his motorhomes and drove it in the Royal Park at Windsor, knowing full well that commercial vehicles were banned. He was stopped and the case was taken to court where the judge ruled that Pitt’s motorhome should not be classed as a commercial van! The motorhome was now classed as a private car with the same speed limit; purchase tax was lifted prior to a Customs and Excise inspection, which put the motorhome on a level pegging with the touring caravan.
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  A 1958 Dormobile motorhome using the Bedford conversion. A family is having tea; conditions look a little cramped…


  Pitt built motorhome conversions not only an VW chassis but later on Ford Thames, Commer 1500 and Austin 152 chassis. Called Motto-Caravans, Pitt claimed his vans had over 30 seating⁄layout configurations which ranged from adding extra sleeping in the cab for kids, to single twins or double beds. Pitt set the pace; his 1959 models came with either a GRP high-top, allowing over 6ft of standing height, or an elevating roof which, it was claimed, could be erected in just under two minutes. Optional extras included a free-standing awning (£13) or the Loft awning, which sat on top of the motorhome roof! Intended as extra storage or for sleeping, this tent-type structure could be difficult to use in stormy weather. Pitt motorhomes came with a foldaway cooker in the rear door, oak-finished woodwork and Formica tops. There was even a cocktail cabinet!


  Pitt had set certain standards with his motorhomes and was regarded as the founder of the modern UK motorhome. He died, some years later, in practical obscurity after his company was taken over by Canterbury Sidecars Ltd.
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  During the late 50s and early 60s, the Dormobile motorhome set standards for others to follow. From early primitive designs, Dormobile became well known for motorhomes like this conversion of an Austin A152 van. Note the ‘kitchen’ with small cooker.


  Coach builders Martin Walter in Kent gave the motorhome a whole new status and meaning as a leisure vehicle with its Dormobile brand. Dormobile became a household name, synonymous with the motorhome. Martin Walter had a pedigree stretching back to the early coachbuilders founded at Folkestone in 1773. These companies had made harnesses, but went on to become well-known and respected coachbuilders. It wasn’t till the car arrived that they adapted to building bodies for all types of motor vehicles.


  One of the of Martin Walter directors, Spencer Apps, noticed on his summer evening strolls that more and more people were sleeping in their vehicles whilst waiting for ferries. His idea of designing a vehicle which could be slept in in comfort was the embryo of the mass-produced motorhome. In 1952, the company launched on a Bedford CA short wheel based vehicle a design fitted with beds, which was not very comfortable but still the first real Martin Walter motorhome. The Dormobile tradename was the next part of the story, thought up by another Martin Walter director, Lyne-Smith.
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  It seems the kids have been put out in the tent whilst mum and dad enjoy some adult company! For 1958, the Bedford was a modern-looking vehicle which proved successful with motorhome manufacturers.


  In 1956 the Standard Ten van was used for a Martin Walter conversion. It was basically a bed-on-wheels as there was no living accommodation to speak of; it was simply a case of the seats folding down to make the bed. The standard Ten proved the ideal vehicle at the time for this Dormobile with its 948cc ohv engine and 35mpg-plus fuel consumption.


  The Bedford CA, which had three gears on its 1594cc engine, was the vehicle that Dormobile made famous with its conversions.


  Swivel seats that folded in various ways oecame a distinctive feature of Dormobiles, as, too, was the raising roof which folded out like a pram hood; on four berth models this doubled up as additional sleeping for two, easily reached by a stow step. A stretcher bunk could be fixed across the front seats – but the inhabitant had to share his bed with the steering wheel!
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  By 1962 the Dormobile factory was turning out the Romany model, a very successful design. This exterior shot shows the 102 on a long wheelbase Bedford. Ten different designs, based on three basic models, were available priced from £695 to £875.


  Dormobile added the Austin 152 van and the Austin⁄Morris J4 to its conversions, but the Bedford remained the popular choice with the growing band of motorhome owners. Motorhome conversions, though, had limited space after the few basic essentials had been fitted.


  Dormobile moved to a new factory at Kiln Lane, and real production lines were set up to produce competitively priced motorhomes. No other converter had the facilities to do this and Dormobile soon became the main producer of affordable units. Interestingly, the company branched out into trailer tents (although not very successfully) in 1961, and, by 1969, had entered the touring caravan market with three Dormobile caravans. Sales and quality, though, were disappointing.


  Dormobile did re-launch its touring caravans in 1977, which were well-received, both at home and in the French market. Production had ceased by 1981, when sales of tourers in general slumped. Novel features for that time included a rustproofed chassis, double-glazing and bonded construction.
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  Interior view of the Romany shows the folding table ready for tea. The table folded flat against the wall when not in use.


  Not far from Dormobile at Dover was another converter called Kenex which produced motorhomes of good quality, mainly on Ford Thames chassis. These had a concertina-type extending roof which gave over 6ft of headroom. Dormobile announced that it would take over Kenex in October 1962 and, by November 8th, fhe Kenex works were closed.


  [image: ]

  Kenex Coachworks was situated not far from Dormobile and was eventually bought out by that company. This is the 1961 Carefree model based on a Ford Thames.


  Another converter, Maurice Calthorpe, showed off his new Calthorpe Home Cruiser model on a 10-12cwt Bedford, to which he had fixed his patented, fold-down, flat metal elevating roof. This was exhibited at the 1957 Ideal Home exhibition. A year or so later, the Austin 152 Omnivan was being used. Although Calthorpe was based at Oxford Street in London, the van was built by caravan manufacturer F. Stuart & Son, who also built the Normandie range of touring and static caravans at Shepperton.
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  Maurice Calthorpe’s innovative elevating roof, made from metal, was also used by other converters. Ford Thames is the base in this picture. The subjects look out of place in this publicity shot. Homecruiser interiors were of a high finish.


  Although most caravan manufacturers steered well clear of the motorhome some did build a few units to special order. Bluebird Caravans went further and established a complete new motorhome division. In addition, R. Pascal of Shropshire built special caravans (Jubilees) and also coachbuilt motorhomes; Scottish manufacturer, Eskdale, in 1969 produced touring caravans and motorhomes to special order, too.
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  Airborne motorhome (this is not the Amphibian model) GRP tops could be raised in seconds to give over 6ft of headroom. Note the small striped canvas awning at the rear.


  Calthorpe Home Cruisers came with gas and 12-volt lighting, a full-length wardrobe, twin burners and grill and quality wood finish. The extending roof was soon in demand by other makers and Calthorpe supplied this new invention, which, it was claimed, could be erected in 10 seconds and was completely weatherproof. However, such claims were not always reliable…Manufacturers were using all sorts of materials – GRP was a favourite in later years. Some firms boasted of a powered rising roof: in 1959, Bennett and Patching Ltd converted the Bedford 10⁄12-cwt van and fitted its patented Auto-lift roof. A switch on the dashboard operated this powered lifting roof; one or two other manufacturers had tried this but with limited success.


  More converters came up with new ideas, such as the amphibian model by Airborne Motorhomes at Leigh-on-Sea, Essex, in 1962. Using a Ford Thames, a GRP dinghy was mounted on the van’s roof for those who liked the water. The dinghy, once removed, gave the Airborne a sunroof, but a canopy covered the aperture when needed. At about the same time Nomad launched its crank-up lift roof, which required a fair amount of manual effort; an option was to have it powered.
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  Summerdale’s 1956⁄7 coachbuilt motorhome based on the Bedford CA chassis had a smooth, flowing profile. Unfortunately, this Lancashire-based caravan manufacturer didn’t pursue motorhome production.


  Car Campers Ltd had the idea of putting a 6ft × 4ft mattress on an Austin base and covering it in with a false floor, onto which a folding table and settees were placed. At bedtime the floor was removed to reveal the already made up double bed! The idea didn’t catch on and, like the rest, Nomad went back to the usual arrangement of a double dinette with table that filled in the base to make up the bed.


  ♦


  While most manufacturers’ – such as Ford, BMC and Bedford – vehicles were used for motorhome conversions, one other vehicle came under the spotlight as the ultimate get-up-and-go anywhere motorhome. For 1961 Dormobile did a conversion of the long wheelbase Land-Rover (don’t forget that this was many years before the 4x4 became a fashionable vehicle). Although interior space was limited, Dormobile used all its skills to make it work. The furniture was all made from grey stoved enamelled steel. With basic storage, the Dormobile Land-Rover was intended for a very particular market.


  R.J. Searle of Sunbury-on-Thames also saw a market for a converted long wheelbase Land-Rover. Called the Carawagon, the conversion was available as a two or four berth with a rising roof. The cost was 1165; 23 cheaper than the Dormobile version.
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  Some manufacturers found that a chassis with a caravan body on the back provided far more room, and gave an altogether better motorhome. By 1967, sales of coachbuilt units were climbing, and even Dormobile had joined the coachbuilt ranks with its Debonair two years previously in 1965, when in 1967 it was to launch its Landcruiser, another GRP bodied coachbuilt. Caravan manufacturer, Summerdale, based in Thornton, Lancashire, liked Dormobile’s idea of what a coachbuilt motorhome should look like. Based on the Bedford CA, in 1956, this Summerdale motorhome blended almost perfectly the coachbuilt qualities of its touring caravans with the Bedford based chassis. It had three births with an interior living space width of 9ft by 6ft, plus a side door entrance. Production was very limited with the company concentrating on static and touring caravans.
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  Bradford based Paralanian produced luxury coachbuilt motorhomes in the late 1950s in its Parry Lane works (hence the name). Two interior pictures reveal the quality workmanship and layout similarities to that of a luxury touring caravan.


  A more successful coachbuilt luxury motorhome was that of Bradford maker, Central Garages. The Paralanian was well built, with more than a touch of luxury. This first coachbuilt model from Central Garages was launched in late 1957. A rear end door gave the interior a corridor feel, but, at £1250, it had a washroom, waste and fresh, on-board water tanks. With good work surfaces and storage, the Paralanian was both well-made and designed, with super quality woodwork and innovative ideas such as a cooler cabinet and optional bath.


  By 1964 Jennings, which had built caravans and some motorhome specials in the 1930s (production stopped in 1939), had become part of Central Garages, which was then sold to the Lockers Group. This saw sales director Eric Smith move over to Jennings, from Central Garages, who worked on a new motorhome called the Road Ranger, which had strong similarities to, and virtually the same interior as, the Paralanian. Based on an Austin J2 chassis, the coachbuilt body was 15ft long by 6ft 6in wide. It sported a complete moulded GRP roof, full insulation, and seating for four, and was priced at £1350.
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  A 1968 Road Ranger by Jennings, another luxury manufacturer. Quality and special layouts were the company’s trademarks.


  Jennings also built a commercial unit based on the Road Ranger, called the Siteranger, which could have either a drawing office or boardroom. It was designed to have living accommodation for two, and had washable, wipe-down walls and surfaces.


  Meanwhile, Dalesman caravans at Heckmondyke bought the Paralanian motorhome and produced both touring Dalesman caravans and motorhomes. By 1968, however, both companies ceased production and part-built tourers and motorhomes were sold off.


  Soon to follow and cease production was European Motorhomes, formed by an ex-Paralanian director who modelled these luxury units on that model. Considered by its builder to be the best motorhome in the world, the European Torstar came with a high-class specification that included chemical loo, full cooker, flyscreens and blinds, shower and battery charger. The price in 1968 was £1795.


  Yet another luxury motorhome maker was Thomas Hosking, based in Cardiff. Hosking began building coachbuilt models in 1962 that came equipped with a TV, shower, fridge, full cooker and electrically pumped water.


  However, in the late 1950s, Bill Knott had made one major advancement in the coachbuilt motorhome market. Knott had become a large manufacturer of touring and static caravans, not to mention trailers. At his Poole factory in Dorset, Knott produced a vast range of models with his mass-production methods. Not always noted for quality, Bluebird did acquire a better reputation by the end of that decade. Bill Knott spotted the motorhome market potential and decided to build a mass-produced coachbuilt design. Built onto a Morris J2 or Austin A.152 chassis, the new Bluebird Highwayman motorhome was launched in 1958 at a remarkable price of £870, undercutting any other coachbuilt on the market.
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  1958, and Bill Knott of Bluebird Caravans fame announces his new motorhome, the Bluebird Highwayman, the cheapest coachbuilt available at that time. Sales proved lucrative…


  The model had four berths, a full cooker, 11 gallon water tank, 12-volt lighting and chemical loo. Rear door entry allowed a full-length wardrobe and side kitchen with loo compartment. Opposite, a long settee converted into a double bed, whilst another bed was provided across the driver’s seat, with the fourth formed behind it. Roof locker storage was good and the general finish wasn’t bad either, though a road test report of the time wrote of cupboard handles coming adrift and other rough edges. Living area was 9ft by 6ft 6in. Its square design (influenced by the mobile shops that Bluebird built), did have some light relief in the form of dual paint finish and fluted rear light fins.


  Bluebird became firmly established as a motorhome producer, selling its vans through Crofton Garages (owned by Peter Duff); when Sprite Caravans merged with Bluebird Caravans & Motorhomes in 1963, this formed Caravans International, CI took over the Crofton dealership. Peter Duff, who had seen a Bluebird Highwayman in a layby near Southend in 1959, was so intrigued by this box-type design of motorhome that he enquired if he could sell it at his garage in east London. He was given the agency and, a year or two later in 1961, Bluebird sales had become so successful that he was given the whole of the south of England. Two years later he got the entire country, but Peter Duff didn’t stop here and the United States was added when he struck a deal to supply 2800 units. Caravans International made him Managing Director. The Highwayman was renamed the Sunbeam Funwagon and, it wasn’t until the end of the 1960s that sales in the US came to an end.
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  The Cotswold series C was the most popular model from this Gloucester maker. Its neat GRP roof was a particular feature in the 1960s.


  Small motorhome dealers began selling selected makes: one dealer that became a big name in this way was Wilson; Turner’s Garages of Dulwich, in London, also became a well-known motorhome dealer. Turner’s produced the low-cost Overlander based on a Bedford CA or Commer chassis. The price of the basic Overlander – the model most often specified – was £940.


  Wilson deserves more of a mention because Leslie Wilson – founder of the motorhome dealership – probably put more motorhome owners on the road than anyone else at that time. Leslie Wilson had inherited a garage in Brixton from his family. He had observed the motorhome’s development and increase in popularity, and decided he would sell whichever make of motorhome that customers wanted. By the mid to late ‘60s he was selling 1000 units a year. Customers came from all over the world to choose a motorhome from his extensive stock, which could number 176 units at any one time. Wilson put in 12 hour days and involved his three sons and daughter in the business, along with his brother, Douglas, who ran the car sales side in Epsom. The company was a real family concern.
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  Leslie Wilson exhibited at most shows and could often be seen working the stand, explaining how certain features worked on his display models. Soon, depots had opened in Bradford, Epsom and Castle Donington. The company also had its own conversion, based on a Commer 1.5 ton chassis, which had every luxury conceivable. Called the Adventura, in 1964 it cost £3000, but sales were limited. With luxury fittings and equipment that included an onboard generator, plus second-to-none craftsmanship, the Adventura harked back to some of the large motorhomes of the 1920s and ‘30s.


  Some years later, Wilson was importing large American motorhomes such as the soon to be famous Winnebago, whilst also trading in touring caravans as well, selling Bluebird Europes.
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  Cotswold D series motorhomes offered super luxury on a large BMC FG ambulance chassis. Full washroom, flyscreens, etc., were standard items. The D featured a full rear end wrap-around dinette.


  Ken Stephens Caravans, a dealership based at Gloucester which sold cars as well as touring caravans and static units, added motorhomes to its range. In early 1961 the company produced a GRP, high-top unit, based on an Austin 152. Named the Cotswold, it gave up to 6 feet of permanent headroom, and was a good conversion, comfortably accommodating three people and an optional fourth. It was priced at £927. The Cotswold was followed in late 1962 by the famous C model, which had a side entrance. Interior and exterior were very much along the lines of a luxury touring caravan, with good storage and floor space and excellent workmanship. A GRP roof and corners gave the van a pleasing profile. Later came the D model which had a 20ft body based on a BMC FC ambulance chassis, plus a host of luxury features.


  Hadrian Motorhomes, the Newcastle-based company which was founded in 1960, produced some fine coachbuilt units which were based very much on touring caravan design and sold through sole concessionaire, Wilsons. The units had a good rear end kitchen with a water supply manually pumped from an 3-gallon tank, plus an onboard wastewater tank. Hadrian units were solid and well-made, and the design made use of the side entrance, the firm later bowed out of the market, like so many others in the 1960s.


  ♦


  Dormobile, which had begun with conversions, also ventured into the coachbuilt market in 1964 with a classic design called the Debonair. Exterior bodywork was entirely GRP panels, giving it a very stylish profile. Based on he Bedford CA chassis, the Debonair became a firm favourite with motorhome buyers. Its twin living areas were spacious and the Formica used or the interior gave it an airy feel.
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  [This image of a Dormobile Debonair is not in the origional book but added for clarity to this eBook.]


  In the mid-50s there had been six motorhome manufacturers; just six years later increasing sales meant that twenty-four manufacturers were now in business, with a few of the old ones dropping by the wayside. In January 1960, the first motor manufacturer to offer a motorhome direct from its factory in its line-up was Rootes. The Commer van was available as a two and four berth design, and had an extending roof; prices were £815 and £915 respectively. Diesel or petrol engines were on offer along with a synchro gearbox.
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  Ford’s Transit added potential to the motorhome market. Here’s the Sprite, coachbuilt from 1967 on the Custom Transit.


  A maker who went on to become one of the best quality builders of motorhomes, saw the potential growth of the motorhome market and grew with it. Autosleepers began life in 1961 after the Trevelyan family built itself a motorhome to travel around France. It was built on a Morris J2 and, although the exterior wasn’t brilliant, it featured a fixed side-rising roof, whilst interior design and build was better than most other makers achieved at the time; something for which modern Autosleepers are known for today. The van got noticed and orders were soon being taken. A small factory in the Cotswold village of Willersey where the family lived was set up to produce the new Autosleepers, which were to be mainly based on Commer vehicles.
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  The Sprite’s luxury interior had an excellent specification that included a stainless steel sink.


  One of the major breakthroughs in the motorhome industry was brought about by Ford, which, in 1965, replaced its Thames model with a completely new design called the Transit, which seemed almost to have been designed with motorhome manufacturers in mind. With vast investment the Transit proved an instant success, especially as it was available in two engine sizes; 1.7-litre or 2-litre petrol, although a Perkins diesel could be specified. The Transit could accommodate a transverse bed and offered more space and comfort generally. Several load ratings were offered with the highest having four or six wheels.
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  A 1968 Canterbury Savannah on the Transit. The push-up top was made of GRP with PVC sides. That rear awning was standard, as was the crockery and cutlery for four.


  Within 12 months six converters saw the potential of the Transit and changed over to the model, with others soon following. Dormobile quickly saw the advantage of the Transit and launched its 17cwt conversion model.


  Bluebird’s motorhome division CI launched a new Sprite coachbuilt motorhome in 1966, based on the Transit Custom 25cwt chassis. It had a very high specification, which included a fully-fitted washroom complete with shower, oven, hot water and electrically pumped water, along with a superior finish and side door entrance. It seems strange that the CI group should produce such a unique model but give it a name from the caravan operation. Sprite was known for cheap and basic tourers, so had the marketing team made a major blunder by using the Sprite badge on an upmarket motorhome? A few years later Sprite was dropped and just motorhome was used for CI’s top-of-the-range model.
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  Interior of the Canterbury Savannah looking towards the cab.


  The Transit was, within a few years of launch, being used by Holdsworth, Hosking, Airborne, Auto-Kabin, Canterbury, Car Campers, Coachwork Conversions, Transworld and Jennings. The oddest Transit conversion was the pick–up camper design by Auto-Kabin, which comprised a fully-fitted Luton roof body that bolted on to the chassis⁄cab conversion. A year later the company was producing more upmarket units built on Mercedes chassis, and the first coachbuilt body on a VW.
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  Coach Conversion’s Super Freedom Transit from 1968. It was classed as a six berth, and came with fire extinguisher and Touringlux fridge. Attention was paid to sound-deadening and insulation. Interiors were well put together; note the special wastebin on the right.
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  This Transit cab looks distinctly basic by today’s standards, but was considered modern and functional in the ‘60s.


  ♦


  Of course, not everybody wanted – or could afford – a large conversion or coachbuilt model, and two small manufacturers saw the BMC Mini as a potential micro motorhome. One – Wildgoose, based in Worthing, Sussex – produced a conversion on an 850cc Minivan. The cab was cut off and a new, coachbuilt section added. Using the same suspension unit but on a wider track than the front end, the Wildgoose had a semi-elevating roof, while the super deluxe model had a vertical extending body with power operated action. Wildgoose claimed it had full headroom height. It cost £1230 in 1968.
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  [This picture of a Wildgoose conversion is not in the book, but added for clarity to the eBook.]


  Another maker, Mobile Holiday Units of Preston, Lancashire (originally Euxton Coachcraft), also used the Mini as a base for its special articulated motorhome. Called the Caraboot, and based on the Mini Estate or van, the body shell fitted was so designed to be attached on the rear of the Mini, providing accommodation for two. On the roof a compartment – which doubled up as a sailing dinghy – could sleep a further two. An extension constructed out of GRP gave this unusual motorhome a length of 18ft. A few years later, Mobile Holiday Units did the same thing with a BMC Austin⁄Morris 1800.
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  [This picture of a Caraboot is not in the book, but added for clarity to the eBook.]


  In 1969, Mobile introduced a new model; a kind of primitive motorhome called the Caramanto. This comprised a CRP aerodynamic container, which fitted to the top of the Mini’s (or any other car’s) roof rack. The container housed a tent, which unfolded to engulf the car’s rear end. This Lancashire company also did great business in motorhome holiday hire in the 1960s.


  The next breakthrough had dramatic effect on Dormobile’s entry into small van conversions. The Bedford 8cwt van was converted into a three-birth motorhome: it was just 12ft long and 5ft wide but, with the roof raised and the back extended, an extra 9sq ft of floor space could be had. A single burner⁄grill and foldaway plastic sink unit and drainer were part of the small Dormobile Romas’ specification. It cost around £769 and had a 1200cc engine.
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  The Dormobile Transit conversion of 1965 had a distinctive interior, with furniture made from GRP.


  Quickly following on was the Escort van, which, under the model name Elba Dormobile, also made a success of this conversion. This was again an 8cwt van but priced slightly higher at £948.
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  Within the motorhome industry during the 1960s, small concerns produced motorhomes such as this Nomad, made in Bolton, Lanes. An optional extra was a powered, lifting roof, which Nomad patented.


  Hot on the heels of Dormobile, in early 1969, was Canterbury, with an Escort-based conversion called the Siesta. Its list of optional extras included a tent, said to be essential in order to make the unit liveable for four! A freestanding dining table doubled as the wardrobe door. A design feature was the three-position rear seat, which faced forward for travelling and to the rear for camping, folding flat to form a six-foot double bed.


  When Webster’s of Hove stopped converting, its directors – all keen motorhome users – established Torcars at Torrington, Devon, in early 1969. They also recognised the potential of a small motorhome that was near enough the same size as a family car. Using the BMC 10cwt van, Torcars fitted an elevating roof, giving 6ft Sin of headroom, which also provided an adult-sized double bed and two childrens’ bunks. The Torcar retailed at £1080.


  At the 1968 Motor Show, Coachwork Conversions launched the two-berth Freedom Escort motorhome, which was praised by the caravan press for its practical interior design and price tag of £845.
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  In September 1959 Sprite was looking at demountables, with this crude prototype unit called the ‘Pic-A-Bac Cabin’, designed to go on the rear of a pick–up vehicle, such as this Land Rover. Price was set at £170 and could sleep one. It never made production.


  The 1960s drew to a close. The next decade would produce an even smaller micro motorhome based on the Fiat Fargo chassis. Motorhome ownership rose again and new converters and coachbuilders sprang up to cater for this.


  ♦


  With this growth in motorhome ownership it was inevitable that a club would be required, the Caravan Club declined to grant motorhome owners membership, despite the fact that in its early years, the Club had been glad to include these vehicles. The Camping Club also had its doubts, though did begin a motorhome section, motorhome owners were out on a limb. On January 17th, 1960, one motorhome owner, W. Kelly, formed the Motor Caravanners Club, with the first rally organised for early August at Heytesbury House in Wiltshire. This was the start of the motorhome becoming accepted as a proper form of recreational vehicle!


  4: The boom years (1970-75)


  From the beginning of the 1970s, the motorhome become even more popular, resulting in new manufacturers, and expansion into this area by existing UK touring caravan manufacturers. Even Dandy, a tent trailer manufacturer, had a go at motorhome production with a pickup body on the rear of a Moskvich pickup car!
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  Some of the older motorhome manufacturers did not survive, however, especially when the oil crisis hit and the dreaded VAT and 10% car tax were introduced. VAT also affected touring caravan sales in a big way, too, but not as badly as with motorhomes.


  Motorhome sales rose in the early part of the decade with the introduction of new models and better designs, and the ever-increasing addition of new base vehicles. Another improvement was additional side or rear tents, designed for the motorhome, which gave more space and accommodation. Some of these had their own frames which meant they could be left on site, ensuring that the pitch was not taken by somebody else!
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  On small conversions, such as the tiny Fiat, an awning tent was a welcome feature. This is the one built especially for the Fiat 850T.


  Over 80 motorhome models were available in the early years, nearly a third of which were coachbuilts that offered more space and were popular with families. Bedford replaced its long-running CA model which Dormobile immortalised as the pioneer of the modern motorhome conversion. With over 370,000 produced since its launch in 1952 (28 per cent through the Dormobile works), the CF replacement arrived on October 31st, 1969, just in time for motorhome manufacturers to plan their latest models on it.
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  Dormobile 1972 Landcruiser on the new Bedford CF 106. GRP bodywork was the same as the Debonair’s, and interior styling was typical 1970s. A fridge was standard in the Landcruiser.


  Not surprisingly, Dormobile was the first to use the new Bedford with models that included the Romany MKII Debonair MKII and Deauville MKII. Dormobile also launched its lower-priced Contessa on the latest Bedford. The Debonair continued in luxury form on the 18cwt short wheel base Bedford, which was used because of the Debonair’s lighter weight (due to GRP bodywork). The 18cwt base had a 1600cc engine with three speeds, but, for an extra £12, it was possible to have the 4-speed gearbox. For the heavier coachbuilt motorhome, the 25cwt, long wheel base version with a 2000cc, ohc engine was Bedford’s answer with this, its most powerful CF.


  ♦


  Hot on the heels of Dormobile was CIM, Caravans International Motorised, which dropped the names Sprite and Bluebird to avoid confusion with models in the touring caravan section. CIM launched its new coachbuilt in January 1970: named the Bedouin, it was based on the CF De-luxe, 22cwt chassis, a design that blended well with the Bedford’s curves.
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  CI Autohome’s Bedford-based Bedouin was a coachbuilt model; this one is from 1974. Large sliding side windows were a feature in this 4-berth motorhome.


  The super luxury Landliner Transit-based motorhome was also launched in late 1970. A fridge, oven, shower and hot water heater were all part of the specification, and this coachbuilt used the empty space above the cab as a storage area. All-in-all, the Landliner got a thumbs-up.
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  The 1972 Transit-based Landliner was a luxury motorhome powered by a 2-litre petrol V4 engine. A flush loo and shower cubicle were standard.


  Other motorhome manufacturers – such as Jennings, Car Campers and Devon – were next in line to use the Bedford.


  Motorhomes sales were booming at the start of the new decade, and manufacturers were quick to bring out new models in order to take advantage of this growing market.


  Auto-Sleepers had been gaining a reputation for excellent quality furniture, and, for the new decade, its motorhomes continued on Commer 1500s. Standard prices ranged from £1097 for the two-berth bulkhead model, with triple front seating in the Commer.
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  Autosleeper’s Commer-based motorhomes were popular with discerning users. Interior quality was superb, with real wood veneers; the style was very traditional.


  In 1971, Auto-Sleepers broke away from the Commer chassis-only policy and produced a new model on the Bedford CF. Sleeping up to five by virtue of a double bed and two roof bunks, along with a child’s cab bunk, the Bedford Auto-Sleeper featured direct walk-trough access from the cab. An ohc, 1600cc petrol engine was used with the 18cwt chassis.
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  1973 Autosleeper based on the Bedford CF chassis. The quality of the cabinet work can easily be seen from this ‘ideal motorhome scene’.


  Devon Conversions, which had concentrated on VW-only conversions, began the new decade with a £4,250 Mercedes conversion, based on the LD406D 2.2-litre engine chassis. The company had built two specials on Mercedes chassis a year or so before; one of which was for Jimmy Saville OBE! The Beaumaster – as it was known – had all the luxuries imaginable: a flush loo, shower, fridge, oven, mains electric, auto gas cylinder change-over, and 25-gallon fresh water tank. Meanwhile, the Caravette and Torvette still featured in the companys VW line-up.
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  [This picture of a Devon Torvette is not in the book, but added for clarity to the eBook.]


  Micro motorhomes, and the early use of the Fiat 600T by Motor Caravan Conversions of Berkhamstead, Herts, started a trend. Director and founder of MCC, Bill Rix, recognised the little Fiat’s potential for a micro motorhome conversion after seeing one back in 1962. He named his model the Fargo and planned to go into large-scale production. The interior was compact, with L-shaped rear kitchen complete with hand-operated Whale footpump and twin burner hot plate. The Fiat, although small, became a popular choice over the years. Motor Caravan Conversions also took on the VW as a conversion, naming these new models Vikings.
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  The 1973 on Fiat Fargo was a popular micro motorhome, winning its Motor Caravanners Concours Trophy class in ‘72. Its elevating roof was rear hinged.
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  A holiday in the Fargo for even a small family must have been difficult. Even so, it still sold.
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  Viking & Pioneer were VW conversions by Motor Caravan Conversions. Luxury motorhomes, they came with the unique Spacemaker extending roof, which gave enough room for the family to play cards!


  The early 70s was a boom time for Richard Holdsworth, as his company doubled production from 150 vans to over 300 in 1972. Holdsworth decided to offer its conversions in kit form for those who wanted to get really involved! Holdsworth still continued to use the distinctive Scandinavian weave fabrics for the soft furnishings, making it one of the most forward-thinking manufacturers in this area.
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  Richard Holdsworth became well known and respected in the motorhome industry with his conversions and, later, coachbuilt models. This is a Transit-based conversion from the early seventies; note the Scandinavian-weave upholstery.


  The motorised division of Caravans International, maker of the popular Highwayman, made a significant breakthrough in 1972 with the launch of the Autohome model. (First seen at the Paris Caravan Show in October 1971). It was significant in coachbuilt motorhomes because of its adaptability for export markets and practical design. The bodywork was built separately from the chassis, so different chassis could be used according to the country of export: Ford, Bedford, Commer chassis were all used for the new Autohome. The Autohome’s Luton top had a large front window, for the benefit of those using the bed there.


  The bed over the cab came from the van’s designer, Danish auto engineer, Carl Olsen. Olsen had given the sides a conventional build, but made the roof from a one-piece, GRP unit that was slightly domed.


  Part of the van’s wardrobe unit was a corner washroom. 12-volt strip lamps provided light, and the cab was fully walk-through. There was sufficient space to allow families to use the Autohome, and the price in 1972 would set you back £1600, depending on chassis.
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  Ci’s Autohome was a big development in motorhome design. Just as was the original Bluebird Highwayman from 1958, this was going to be in demand practically worldwide. This Transit Autohome looked smart back in 1973: the original model had a smaller front window over the cab.
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  This interior shot shows typical ‘70s teak-effect furniture finish. Made for the family man, options available for the Autohome included fridge and flush loo.


  The Autohome was a fantastic success, and CI had to double production to meet demand. At the Poole works in Dorset a £70,000 factory extension was completed in time for the Autohome’s production, which made the Poole factory the largest in Europe for integrated motorhome assembly. The first Autohome exports – 40 units – went to Emmerich in Germany. A new European plant meant that Autohome bodies could be shipped from the UK to be paired with various chassis for Dutch, German and Swiss markets.
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  Wilsons commissioned full-page adverts showing its various branches. The firm disappeared in the early 1980s.


  The Autohome stole continental sales on home ground because of its competitive price and build quality. The Bluebird Highwayman – now, of course, the CI Highwayman – had survived ten years, with additional features such as a new, moulded rear end for 1972. With the motorhome explosion, dealers were popping up everywhere, with the likes of Turner and Wilson becoming even larger concerns. Leslie Wilson, as mentioned in the previous chapter, had been very involved in the motorhome movement early in 1958. Always an advocate of this leisure vehicle, Wilson became known in the trade as ‘Mr Motorhome’. CI had seen sales grow, mainly through Wilson, and, in recognition of this, Peter Duff gave a public presentation to Leslie Wilson in early 1972, saying, in his speech, that Wilson had no doubt helped the original Bluebird motorhomes become established.


  Wilson’s was, by this time, the biggest dealership⁄distributor of motorhomes worldwide. A massive deal for 400 CI motorhomes (£580,000) for Wilson’s – taken at the Motor Show in 1971 – was for all the CIM ranges. It was said to be the largest single order ever taken for motorhomes in Europe.


  [image: ]

  Originally at Southport, Madison expanded its set-up to new premises in Kirkham, Lanes. Full-page adverts in caravan magazines, such as this one, were regularly seen.


  Most of the order went to Wilson’s massive hire fleet, which spread to operate in the rest of Europe. One customer was popular UK comedian, Dick Emery, who, in 1972, hired a CI Bedford Bedouin model. Wilson’s combined sales expertise with both UK and US motorhome manufacturers and, in 1972, joined forces with Torcars of Devon by converting the then recently launched Range Rover into a motorhome.
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  The Land Rover series didn’t escape conversion. Dormobile and Carawagon (pictured) gave a new meaning to getting away from it all. Range Rovers, too, received this treatment. Interiors were not over-generous on living space…


  Turner’s had also had an input into motorhome design with Motor Caravan Conversions in Berkhamstead. Madison’s, an up-and-coming Southport motorhome dealer, which later moved to Kirkham, Preston, in Lancashire, had its own, dealer-designed special with the Freedom Transit-based, 3-berth, elevating roof model. The Range Rover also received attention from Carawagon and Dormobile, who both did conversions on this new prestige 4x4. Dormobile used its famous elevating roof, which gave two large folding beds at roof level. The rear seat could be folded down to form a double bed, and the kitchen was positioned at the rear offside of the Range Rover. Sales were limited for all three conversions, especially with prices of around £2900!


  ♦


  Several new motorhome manufacturers were setting up during this period, and one of the most impressive models was the Inca of 1971, which was based on the Ford Transit. Cooper and Griffin, a Rugby company, had started conversions after manufacturing furniture units for defunct Transworld motorhomes. The Inca offered coachbuilt build qualities along with standard features such as a water heater, electric water pump, 18-gallon underfloor water tank, low water tank indicator and hose water socket. Furniture quality was excellent, but the best feature was the soundproofing, which reduced all the usual engine and road noise. It also played a part in insulating the Inca; the cost came out at around £1500.


  Another new model was the Bristolian coachbuilt motorhome launched by tourer and motorhome dealer Welch & Co (it was built by Bristol Coachbuilders). The luxury unit was built onto the Bedford 126in wheelbase, 25cwt, luxe CF chassis cab. Boasting a full specification, this 2⁄3 berth cost £2875 in 1972, but came with a fridge, oven, hot water, 12-volt sockets and shaver point. Sales, however, were limited.


  Ashbow Conversions, based at Stoke Bruerne, Northants, offered elevating roof designs based on Bedford, Ford, BLMC and Commer chassis. VW Highlander models were also produced by the company since early 1972.


  Ken Oxley over in Hull was the man behind two caravan dealerships, but his small company had been producing some special units over the years. Oxley applied his skills to motorhome manufacture in the early 1970s, and produced quality units based on the Commer 1500. Oxley had a small GRP factory where a complete new rear end panel was produced for the Commer. It was usually the case that the rear had a fold-up door; Oxley replaced the now defunct doors with a new panel.


  The Commer had storage for two small gas cylinders just below the wardrobe base. A large kitchen unit was another plus with the Oxley.


  In 1972, Dandy – better known for trailer tents – opted to build a semi-pickup unit on the now defunct Moskvich pickup van. This three-berth, piggyback motorhome came with a child’s bunk in the overhead cab. Keeping costs down, varnished ply was used for the furniture, and there was a small kitchen and wardrobe only. It had a price of just £975. This idea was tried again in 1975 but with little success.


  ♦


  Wilson’s, which had the general motorhome market well covered, noticed a gap in the market for larger units. The company had previously tried to market large, luxury models, but this time it took a different direction.


  Winnebago had been formed in 1958 as a subsidiary of a Californian caravan manufacturer based in Forest City. By 1963, the Winnebago name (taken from a local Indian tribe) had been launched, and sales were nationwide in the States. Using bonded construction and innovative designs, the company prospered, and a move into Europe, starting with the UK, was the next logical step. It was decided that Wilson’s had the ideal set-up for the launch.


  On the Wilson stand at the 1971 Earls Court Motor Show, the Winnebago had its first public showing; interest was high and over 60,000 leaflets were distributed during the ten days of the show. Resultant sales were of the D 18 Brave model priced at £4299, which had central heating, shower, flush loo, fridge, air conditioning, TV and hot water. It was competitively priced compared to the largest UK coachbuilts such as Cotswold’s 19ft Concorde model based on a Mercedes Benz L408 chassis. The Winnebago was based on a Dodge M300, and used a 5-litre petrol engine that produced 212hp through its three-speed auto gearbox.
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  The Winnebago, a US import, hit UK shores in 1971 with the help of Wilsons in 1971, after founder, Leslie Wilson, decided the company should cater for those buyers seeking a fully fitted out motorhome.


  Another US import in 1972 was the Autoroam Landcruiser. Priced at £15,000 it was the most expensive motorhome on the UK market. Sleeping up to eight, this monster had everything the Winni had but bigger: 8cuft fridge, full oven, food mixer, in-built vacuum cleaner, waste disposal unit and water purifier, plus large side sunvisor and roof deck seating area! The Harvester chassis had a V8 engine of nearly 6 litres, which would have been a thirsty beast. Alan Richardson was the importer.


  Monster motorhomes were not in great demand but UK maker, Jennings, built a model that was 23ft long by 7ft wide and nearly 10ft high for a customer intending to take long continental tours. Based on a Bedford KG chassis, it could accommodate six. As with US imports it had a full specification, along with a 100 gallon fresh water tank. A week after the jennings super-sized Roadranger was built its new owner took it to Norway.


  Two years later ERF (previously Jennings) launched its offering for the growing demand for US motorhomes that were being imported into the UK. This new model was a series 2 Roadranger body on the then recently-introduced A-Series Ford base vehicle. ERF claimed the model had everything its US competitors did, but at a more manageable 7ft width. Prices were around £6500 and a V6, 3-litre engine powered the new unit. It came with gas⁄mains or 12-volt operated fridge, full water system, heater, and wiring for mains electric, plus a host of other features and the quality build of the Roadranger motorhome.


  Oxley joined the fray with a Mercedes 408 panel van named the Continental, which also came with a high specification to support its £6500 price tag. The Americans were not going to have it all their own way…


  ♦


  With the motorhome movement now enjoying an increase in popularity generally, in 1972 the organiser of the British Caravan Road Rally, the Caravan Club, decided to accept motorhomes for the next year’s event. Owners who had wanted to see the motorhome in this popular touring caravan endurance event welcomed the move, and the Motorvanners Club was in full support.


  As a result of this, A-Line Caravans announced its plans to produce motorhomes for 1973. Managing Director, David Wilkinson, formed a new company, European Caravans, to make the motorhomes and holiday homes. Production wouldn’t begin until later, but export orders were already being taken for these Bedford and Commer-based units.


  Caravan and boat builder, Creighton of Nelson, saw the motorhome market as a way to increase business, especially as its caravan side had come to an end. Creighton used the Bedford CF to convert; details were very sketchy but, known as the Clubman, it was a quality conversion, though production was shortlived.
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  Creightons at Nelson, Lancashire, had produced touring caravans and boats since the late 1950s. In 1973, it produced a Bedford-based motorhome; quality fittings were the order of the day.


  In late 1972 a different approach was tried by Middlesex firm. Apex Plant of Stanwell, which hit on the idea of taking a touring caravan off its chassis and sitting it on a motorised chassis. The company chose to do this special motorhome with a Lynton Scimitar 16ft tourer. Based on a 2.6-litre V6 Transit or Bedford CF chassis, this unusual combination cost £3000. Specification included 12 volt strip lighting, a fridge, 50 gallon water tank, hot water, shower, loo, tinted windows and blown air heating. A two-way radio for driver cab and rear passenger was also a feature. The caravan was converted to its petrol, diesel or propane-powered chassis without Lynton’s involvement.
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  European Motorhomes were part of the A-Line Group in Hull. The Bedford-based Adventure SW from 1975, with distinctive exterior, proved a most popular buy. The interior was very seventies with photo veneer finish on woodwork; an oven was standard.
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  Some motorhome manufacturers used touring caravans to mount on a chassis for a conversion. This is a 1973 Maxi Traveller using a Europa 390C tourer from CI. The cost of the completed vehicle, which came with a shower, was £3850.


  Carlight Caravans, the super luxury tourer manufacturer, became involved when an enthusiast mounted one of its caravans on a Mercedes chassis for motorhome use. This idea appealed to individuals who wanted the tourer design on a motorised chassis. One person who did this was a Mr J. Dobby from Otley, in Yorkshire. He took a brand new Cavalier GT 13ft caravan and mounted it on the rear of a Mercedes L 306 D Light transporter chassis cab. The conversion entailed the caravan’s drawbar and axle being removed.


  ♦


  Ford, VW, Bedford and Commer had the lion’s share of the motorhome base market, but it wasn’t long before the Japanese moved in! Toyota unveiled its all-new, Hi-Ace model in October 1972 and, with an agreement with CI-motorised, was the first to do a Hi-Ace conversion. Powered by a 1600cc, ohv engine producing 90bhp, the Toyota was aimed at taking sales from VW.


  Toyota saw the chance to grab a slice of the motorhome market as VW had decided to withdraw its warranty unless Devon Motorhomes did the conversion. VW selected Devon conversions, as its official converter of VW Kombi vans, that meant other converters had to look elsewhere for their base vehicles. Any unauthorised converters who continued to use VW bases would have the VW warranty withdrawn. So converters usually put their own warranties into place to cover those withdrawn from the VW factory.


  Some converters did offer a warranty that compared with VW’s and Devon’s agreement, but most went for the new Toyota. CI produced the Camper with its elevating roof of ridged construction using a GRP roof section with polystyrene insulation. Danbury used either a fixed roof or elevating design, but Dormobile went one better. It replaced the van’s body with a smart GRP unit, which gave more space and added style. It could sleep three in comfort. The moulded front unit over the cab had a tinted window but was used purely as a storage area.
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  Dormobile’s 1973 New World model on the new Hi-Ace was a flop, even though this coachbuilt had all the makings of a smart-looking motorhome. The price was £1997.


  Designed with the help of Ogle Design and intended to put new life into the Dormobile name, Ogle was let loose on the New World and came up with the smart profile. The Ogle organisation had designed the forward-thinking Eccles Amethyst tourer for 1970, the Bond Bug three-wheeler car, and the Reliant Scimitar sports car. Both the Dormobile and CI Hi-Aces had a fridge in the kitchen area, and the CI had a clever pull-out cooker which didn’t intrude into the limited living area when stowed.


  Dormobile’s coachbuilt New World was with dealers by late January 1973, after the factory had been extended. A new production line for the Hi-Ace coachbuilt was created so that the firm could be sure of keeping up with orders. Of all the early Hi-Ace conversions Dormobile’s was the most expensive at £2042. A drawback of the New World was its cost, but worse was the unit’s instability in windy conditions, or even when being passed by large HGVs, when controlling the short wheelbased Dormobile wasn’t easy! The New World didn’t come up to expectation and, by 1974, had been dropped.


  A Dormobile owners club was formed in late 1972. Nearly 230 owners and their families turned up at the marquee at Folkestone racecourse, where events were organised by Dormobile staff. At the same time Marley Building Products had bid five and a half million pounds to buy Dormobile. The bid was unsuccessful and Coalite later bought Dormobile.


  On the move to new, larger premises due to increased demand was Richard Holdsworth, who had to move three times in five years. Holdsworth motorhomes, established at Ashford, Middlesex, were now being built at an old WW2 aerodrome at Woodley near Reading. With the extra space, 15 separate bays would enable 50 vehicles to be converted at any one time.


  The boom in motorhome sales resulted in CIM receiving an order worth £240,000 from Ford dealer H & J Quick for 95 Transit-based motorhomes: 35 Wayfarers, 35 Autohomes and 25 Landliners.


  Volkswagen GB also claimed a large part of the market with an order taken at the Motor Show in 1972 for 500 VW motorhomes. This came from Colindale which, in the same year, opened the largest VW motorhome showroom in Europe, in North London. In late 1972 Volkswagen GB granted Devon Conversions the exclusive right to convert motorhomes from the VW. Devon moved into new premises in Ramsgate in order to increase production of the Caravette. Devon also won an order for 100 Caravettes for Airport Hire Ltd, a major UK motorhome hire business based at Biggin Hill.


  Colindale also ordered 150 of the Continental, the VW-based model made by Westfalia-Werke, Germany’s largest motorhome manufacturer at the time, to join 300 Caravettes.


  Autosleepers, which had a reputation for quality rather than quantity, was caught up in the motorhome boom, and built a factory extension as demand for its products increased. Torcars, maker of the successful Sun-Tor estate and Major, moved to a new factory 2 miles east of Torrington. Next to the new premises was a campsite, which Torcars owned that new Torcar owners could use.


  Oxley, the Hull-based maker, was also adding factory space to produce 20 motorhomes a week by mid-73. The new extension also housed the company’s other coachbuilding activities, along with glass fibre manufacture.


  As the market grew, so did the number of manufacturers. Motorhomes International, founded at the end of 1972, launched the J4-based Austin⁄Morris motorhomes called Mistral and Mirage. Larger than the Motor Caravan Conversion Fiat-based Farina, Fiesta and Fargo models, the J4s were successful. As mentioned earlier, this company also produced a VW Kombi conversion called the Viking, which had an elevating roof and 12-month warranty.


  Not, perhaps, a completely new name in 1972, Thomas Hosking, the Cardiff-based motorhome maker established in the early ‘60s and absent for a short while at the start of 1971, relaunched with the Spacequest coachbuilt. Based on a Transit chassis and later on a Bedford CF, this American influenced, 5 berth design came with water heater, auto pump, and fridge, plus flush loo.


  C & W Conversions of Torrington, Devon, made its debut in motorhome conversions with a Ford Escort estate, adding a full elevating roof and making it a two berth.
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  1972, four years after its Bedford Roma micro motorhome, Dormobile introduced the Ford Escort-based Elba. Canterbury and Sun-Tor also did micro conversions on Escort (and Marina).


  The biggest sensation for 1973 was the first ‘proper’ UK demountable motorhome launched at the Earls Court Caravan show in November 1972. Squeezed into a corner of the show, word soon got around. The manufacturer was an offshoot of Southern Caravans, Southern Mobile, responsible for building special mobile units. ICP (sales and exports) was based at Brackley, Northants, and here the Suntrekker demountable was designed and made.


  Based on the American idea, the unit could be left on site and the pickup vehicle used for trips out. The Suntrekker was on the Bedford CF 18cwt chassis with, of course, a pickup body. To demount the coachbuilt unit, the legs fitted at each corner were simply dropped, The caravan body of the Suntrekker was jacked up to a level, to then clear the pickup chassis so it could be driven away. Large split pins held the jacks in place. Mounting the body again could seem daunting though, apparently, with a space of nearly 2 inches each side it was relatively easy.


  Once bolted back into place, however, on some road surfaces the caravan body could cause a noisy rattle. Even so, when the first motorhomes were allowed to enter the British Caravan Road Rally in 1973, the Suntrekker put up an excellent performance. The quality was adequate and the Suntrekker came with a fridge, loo compartment, and was fully fitted out with large wardrobe, dinette, ect; basically the same as a normal touring caravan. A bunk was housed in the Luton top, while the dinette doubled up as a bed. Storage space was excellent and the toilet compartment walls were washable in case the optional shower was fitted.
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  In 1973 ICP’s Suntrekker, based on the Bedford CF, was the first successful UK demountable.
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  Once on site the Suntrekker was taken off its base, in this instance the Transit, and the jacking points wound down.
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  Inside, the Suntrekker had almost as much living space as a touring caravan of the same size. Build quality could be patchy and Suntrekkers sold in small numbers.


  Wilson’s, in the meantime, was finding a niche market for its imported US motorhomes. More models were introduced such as the Minnie Winnie and the Dodge-based Continental C series manufactured in the US by Continental Trailers. Through its many distribution centres, Wilson’s made sales to customers who wanted the last word in comfort. In all, there were 14 variations of the Winnebago, from 19ft to 29ft long. Other US imports were the Superior and Hustler. Prices went up to nearly £13,000. In 1974 TV personality, Jimmy Saville OBE took delivery of a Dodge Hustler bought from Wilson’s. He replaced his Devon Mercedes after six years of use covering 55,000 miles; Jimmy was a dedicated motorhome user.


  Lendrum & Hartman, which imported Chevrolet and Cadillac in 1974, considered importing V8 Chevrolet motorhome-based chassis. Called Open Road, Lendrum & Hartman brought in two designs, both well specified with shower and fridge, etc. Wilson’s now had some competition.


  Motorhome dealer Madison, at Southport, which moved to Kirkham near Preston, had its own conversion called the Freedom, which was based on an Transit 90 chassis and retailed at £2183 in 1973.


  In late 1973, caravan manufacturer, Fleetwind, which made tourers and mobile homes, spotted an opening for motorhome manufacture. Using the Bedford CF chassis, the coachbuilt body was spacious and could accommodate 4 people with twin bunks at the front end, centre dinette and side kitchen. The interior was practical and followed the style of the Fleetwind tourers, which were priced just above the budget market. It’s possible that only a few were built: as 1974 approached, the general downturn in the market resulted in Fleetwind cutting back on tourer and holiday home production.


  Luxury tourer maker, Lister, based at Ely, Cambridgeshire, went into motorhome production with the Liscamper. Like ICP’s Suntrekker, it was a demountable unit, but the Liscamper was built to order and designed to fit the customer’s own vehicle. Production was very limited, and the Liscamper did not enjoy the same success as the Suntrekker. The Suntrekker company was acquired by B. Walker & Son, vehicle body builder of Watford, which had been closely involved with the Suntrekker’s development. Walker’s experience enabled production to be increased whilst continuing with other vehicle conversions.


  Dormobile – which had now dropped the New World – came back for 1974 with a Fiat 850T conversion, with two berths, eight seats and optional elevating roof. It could also have a removable kitchen, which could be used outside; a further option was an awning. In the interests of safety a flame-retardant material was used for the curtains on all Dormobile’s models. The Fiat cost around £1400.


  Although Dormobile’s Fiat got the thumbs up, Motor Caravan Conversions had a rethink about its popular Fargo. Still a three berth model, it came with a cooker which, when not in use, folded away under a bed locker behind the main bulkhead. Torcars’ 1974 range featured a wide, high view roof made of CRP, giving full standing headroom. The rear end of the roof had a moulded, clear Perspex window for extra daylight. Over the cab was space for a roof rack.


  With the boom years over it was now a case of survival of the fittest. More efficient production methods kept costs down in these days of high inflation and fuel costs.


  CI Motorised changed its name to CI Autohomes; the company had been affected by he downturn in sales, but, with some interior design changes, the coachbuilt range was selling well. A new factory for production of the firm’s motorhomes was still situated at Parkstone, but was more productive when required as the then general manager, Ian McPherson, stated in a press release in 1975.
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  CI Autohomes, as it was now called, enjoyed an all-time high in motorhomes sales, with coachbuilts such as the Highwayman (1973 model pictured) proving a favourite choice with motorhome buyers.


  This year Suntrekker used the Leyland Morris Marina pickup as a base for a new, smaller, demountable body. The rear body allowed considerable room and had berths for our. Including the Marina it cost just over £2,600 and boasted a gas-operated Electrolux ridge.


  Dormobile – slowly losing its grip on the motorhome market – tried the Sportsman 12 and 13 seater unit. Basic they were with elevating roof and bunks, but no other equipment. Over the next few years Dormobile reduced its range.


  Caravan manufacturer, A-Line, launched the European Adventura motorhome in mid-74, but had got to grips with the market several months earlier with the GRP-bodied Tourstar and Sundowner. It was the cheaper aluminium-bodied Adventura coachbuilt, based on a Bedford CF and priced at £4320, that proved the most popular model. Although the cheapest in the European range, it had a quality interior, with items such as a water heater and oven. The exterior profile was angular and, although not stunning, it was distinctive.


  Bariban, based in Newton Abbot, made the Freedom Transit conversion for Madison’s, and also launched a Mercedes high-top with a £4270 price tag. With four berths the L206D was a 2.2-litre diesel with front wheel drive and fuel consumption of 30mpg. Luxury motorhome builder, Cotswold, also used this chassis for its new Comet design.


  With over 12 vehicle bases now in use by motorhome manufacturers – including the new Leyland Sherpa 1800cc – the motorhome had progressed in a very positive way, evidenced by the number of models and makers in business by the mid-70s. Motorhome sales totalled 15,000 in 1973 and, up until early 1974, were still going strong, although sales did falter later. By early 1975, several makers had gone out of business, one of which was Cooper Motorhomes at Rugby, and more would follow. The new Leyland would prove popular with motorhome manufacturers, with the first ones converted by Autosleeper, and Motorhomes International, the latter displaying the unique Spacemaker elevating roof with well-designed support mechanisms.
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  British Leyland’s Sherpa soon had motorhome manufacturers adding it to their base ranges. This is the 1975 Pioneer model from Motorhomes International.


  In 1975 giving the motorhome more room was easy with the new Raleigh Hitop annexe tent, with dimensions of 10ft × 8ft times; 8ft high, it connected to the motorhome via a waterproof ‘sleeve’, which attached to the vehicle body by an elastic rope.


  In January 1973 CI Autohomes released its newest model to the public at the Brussels motor show, named the Travelhome, it was a luxury coachbuilt motorhome. It came with such features as double glazed windows, oven, fridge, shower and water heater, so giving it the luxury label.
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  The Ford-based CI Travelhome was a well-specified, luxury coachbuilt motorhome that used GRP for advanced styling.


  In mid-1975, Newlander Motorhomes was launched on the Toyota chassis; behind the venture were Brian Johnson and Ken Varley. These cheap coachbuilts had a price tag of £2355 and were built to Toyota’s approval. Exterior ribbed walls were classed as fire-resistant, and the profile was plain in appearance, with the Luton top roof housing a child’s bunk. In fact, it could sleep four, and came with fridge, oven, electric-operated water pump, inboard water tank and stainless steel sink unit.
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  Newlander was a new maker from Hull in 1975; this coachbuilt based on the popular Toyota Hi-Ace came complete with oven and fridge, plus shower, and soon became a common sight as sales were good.


  From 1976 the motorhome industry had 33 manufacturers in total but some of the companys in this chapter disappeared, whilst newly established makers expanded their markets. The next chapter follows the development and mixed fortunes of motorhomes in the UK, up to the present day. A major development was the increase in imports into the home market.


  5: Status & sophistication (1976 on)


  With little in the way of foreign competition, the UK motorhome manufacturer had a monopoly of the market. The export market was small but Holdsworth, CI and the demountable Suntrekkers went to Holland and were shown at the Amsterdam show. However, it wasn’t long before the products of European manufacturers such as Hymer, Hobby, Pilote and Tabbert reached UK shores, along with an Italian invasion of models such as the Auto-Roller and Granduca. In addition, UK and foreign touring caravan manufacturers entered the motorhome market.


  The motorhome picture was changing: in 19653000 motorhomes were registered; by 1970 this figure had doubled and peaked to over 14,000 in 1973. By 1975 figures were declining although the UK motorhome scene continued to develop.


  Early in 1976 the first demountable Toyota Hi-Ace, 22cwt pick–up was used as a base by Multicruiser. It offered six berth accommodation and came equipped with fridge, oven, gas and 12volt lighting, as well as a 5-gallon water container. Made by Thornbury Garage, Bradford, in Yorkshire, the conventional, aluminium-clad body of the demountable cost £1600 and was 12ft in length. Unlike Walker’s Suntrekker, the Multicruiser’s coachwork carried down past the pick–up’s waistline, giving a more integral look.


  Late in 1976 more motorhome demountables appeared on the market, Mazda had its own on a 1600cc pick–up named the Collum Camper. A basic specification meant that the Collum was a budget model.
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  The 1976 Collum Camper was a budget model built by Collum Securities Group of Folkestone. The only equipment option was a fridge, but there were trim and exterior paint options: the one pictured here is finished in Flare Yellow!


  Reed Motor Co. launched the Custom Camper which went on the back of a Morris Marina base. Suntrekker was now offering more variants (including a Land Rover Series 11), plus a special Universal model designed to fit Ford, Bedford and all the popular chassis⁄cabs of that period. Also, an optional extra 12-volt operated auto-jacking device was designed for the Suntrekker.


  CI launched its Trailblazer Transit⁄Commer⁄Bedford-based motorhome which could accommodate four adults plus two children, who could sleep in the newly designed elevating roof with vertical sides. CI also launched its new underfloor balanced flue heater costing £102; when not in use the grille could be covered with a floor section.
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  Ci’s Trailblazer from 1976 on a Bedford CF220 with new elevating roof design.


  Auto-Sleepers started the 1976 season with a Ford Transit conversion, a first for the company, whilst Devon launched its Devonette VW Kombi-based conversion. Danbury and Dormobile returned to using the VW as a conversion vehicle, last using it in 1972.


  Danbury would convert both new and used VWs, as would most converters.
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  Danbury returned to VW conversions for 1977, which came complete with the Danbury pressure cooker. Top speed was 68mph and fuel consumption 24.8mpg.


  The new LT VW van was made available in 1976 and a growing number of converters used it instead of the Kombi. Bariban, the Mercedes converter of the luxury L206D, was one of the first companies to use the new LT as a model in its luxury range. Named the Autostrada, and selling for over £6634 in 1977, it was built in limited numbers due to its high cost and specification.


  The late seventies were hard times for some established makers; Haylett had experienced several bad patches but continued to produce its Dodge-based Olympian.


  Dormobile – which had other commercial vehicle building interests – was content to produce just four models, the striking, GRP-bodied Landcruiser being one of them.


  Wilson’s motorhome dealers took the opportunity to display a new Leyland Sherpa motorhome conversion by a company called Endrust Weathershields, of Birmingham, aptly named the Sherpa Everest. It came with ‘Armaglazed paintwork protection, six-year anti-corrosion and 100,000 mile warranty. Tinted side windows, a full elevating roof and a specification that included a gas⁄electric-operated fridge put the Sherpa Everest at £4000, a fair slice of cash for this type of motorhome.
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  The Everest Sherpa De-Luxe motorhome was a well-crafted vehicle. The rear doors of the Sherpa were removed and replaced by a one-piece panel. Interiors had a look of the Autosleeper, being well finished and traditional in design.


  Catford Motor Caravan Centre had conversions based on VW, Fiat and Dodge, and branded as Invincible.


  CI Autohomes relaunched the popular Highwayman for 1977, using the first Sherpa to gain Leyland’s approval for the conversion. It was boxy in shape but, as CI had used Styrofoam construction on its Europa and Eccles touring caravan range, the CI design team decided to use bonded construction for its all-new Highwayman. This type of construction is now used on all modern touring caravans and coachbuilt motorhomes. On a road test at the time, its construction methods and economy and spacious design were praised, although body roll was very noticeable on cornering. CI claimed the Highwayman was stable under most conditions, even though managing to overturn the prototype!
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  CI Highwayman was back in production for 1977; bonded construction was used for this coachbuilt. Despite odd handling, it sold well.


  The latest motorhome maker on the scene in late 1976 was K.J. Caravans Ltd (later Glendale Motorhomes) of Hessle Road, Hull, with its value-for-money Glendale conversions produced on Ford, Toyota and Sherpa chassis. These models were similar to the Newlander in design and layout, though with a higher specification that included hot water, oven, aquaflow water system feeding the shower room, Porta Potti 33 loo, gas⁄electric-operated fridge, extractor fan and light, plus a gas fire. The Glendale soon won custom with prices from £4300, and £6500 for the large Ford and Bedford extended conversions with a larger unit that could sleep eight, and U-shaped seating in the rear lounge.


  Although generally considered too small for long holidays, several converters continued to use the Ford Escort and Morris Marina as bases. Nimbus, based atTorrington in Devon (an area which seemed to be a Mecca for motorhome manufacture), used the Escort, whilst neighbour, Torcars, used the Marina. Again, based in Torrington, Euroconversions used the Escort with its Eurocamper in this niche market, a market that Dormobile and Canterbury had already abandon. In 1977 Nimbus, interestingly, was offering to convert customers’ existing estate cars, without an elevating roof, for £500. However, Nimbus, too, was side-stepping this market by introducing its Transit 100 Custom conversion.


  ♦


  One micro conversion that generated its own following was that which used the Honda TN360 pick–up. Built by B.I. Newton, Caravanette Conversions in Nuneaton, this £4000 coachbuilt christened the Montrose, which came with fridge, oven and electric pump.


  Reed Conversions produced a version of the Marina pick–up van with a demountable 4-berth Custom Camper model priced at £3800, in direct competition with Walker’s Marina based model at £3,900. Romahome – based at Hove, Sussex (later taken over by Island Plastics, Isle of Wight) – produced its demountable GRP, moulded body panelled 4-berth unit with the Honda TN7 pick–up for £2,999. In the mid ‘80s Romahome produced a tiny 8ft tourer out of CRP called the Romini, but motorhome production took priority.


  Coachbuilts were very much an area in which most of the motorhome makers were present. Pioneer of the motorhome – Autosleeper – launched its first coachbuilt unit for 1977 based on the Bedford CF250. Priced at £6,180, it came fully insulated and had GRP roofcap and aluminium sidewalls. The full specification included mains hook-up, heater, fridge, oven and flyscreens. Crockery was also supplied and, of course, the famous quality build was very much present. It was the beginning of another successful period for Auto-Sleeper.
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  Autosleeper launched its first coachbuilt for 1977; this was a market which, in later years, the company excelled in.


  Motorhomes International marked 1977 with the Hilton Coachbuilt based on similar lines to CI Autohome’s luxury Travelhome, though the new Hilton had a better specification. Layout followed that of a two berth touring caravan with side entrance door and end kitchen⁄washroom, and the dinette behind the cab. An interesting feature was the eye-level oven.
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  Hilton motorhome on VW LT chassis. It was a luxury unit with specification to match; interior quality, also, was above average.


  Other coachbuilt news came from S.R. Caravans, which produced a demountable on a Datsun one-ton pick–up truck, as well as a fixed bodied version called the Holihome, although the body could be removed intact should a new base vehicle be needed. The 12ft body packed in a fair amount of space and equipment, including shower, oven, fridge and 10-gallon water tank. Multicruiser, which had developed its demountables, now produced a fixed body coachbuilt.


  Walker’s Suntrekker diversified into conversions in 1978, with a Transit van with bold, trendy graphics called the Cruising van. Equipped with all mod-cons, including a four-speaker stereo system, and optional extras of air conditioning and TV aerial, with standard alloy wheels it looked the business. The Cruiser was a very well equipped conversion for the time.


  Walker’s also used Toyota and Bedford vans for the conversion. Twelve months later, Estuary (Cavalier Caravans) also went down this route, following the US small campervan design. Named Stratus, Cirrus and Cumulus, the three Bedford-based models came with a fridge and cooker, unlike Estuary’s VW LT28 hi-top which had heater, shower, fridge and water heater, plus a 1980 price tag of £12,506.


  As mentioned in the previous chapter, Carlight had one of its models mounted on a Mercedes 306D chassis cab. In 1977 this was marketed as the Allen Carlight motorhome. The two berth Casetta van could be put back on a conventional chassis. Carlight produced limited numbers of this £8000 combination and, years later, entered motorhome production again on a very limited scale.


  Meanwhile, large motorhome dealer Turners, set up a customising department carrying out roof conversions and fitting new furniture and electrical accessories, along with providing servicing and sales.


  Caravan manufacturer, Avalon, based at Cottingham, Hull, had a stab at the motorhome market with its Transit 100⁄Mercedes Benz-based coachbuilt motorhome for 1978. Named the Concord Avalon, it was produced in limited numbers before the company went out of business a couple of years later.
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  Humberside-based caravan manufacturer, Avalon, went motorised in 1978 with this Transit-based Concorde.
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  Avalon Concorde interiors had teak photo finished furniture.


  Cossack – another Hull-based caravan manufacturer – also began motorhome and demountable production but, again, went out of business after a few years.


  When luxury touring caravan manufacturer, Welton, ceased production in 1976, and was bought by the Cosalt Group (Abbey, Piper, Safari), ex-Welton staff formed Dalliston, operating from the old Welton works in Welton village. The idea was to produce a whole range of tourers, static, mobile offices and motorhomes based on the Transit chassis cab. Dalliston did produce special, one-off models, but stopped a year or so later.


  Although market growth was slow, new motorhome makers were still appearing. Phoenix produced coachbuilt motorhomes with a specification which included oven, fridge, water heater, etc., on a Bedford CF520. Another new maker was Humberside Interiors Ltd., which produced a luxury coachbuilt at its Beverley works. Costing £12,340 in 1978, the Hi-Line came on a Mercedes 306D chassis. It had double-glazing, plastic windows, oven, and an Alde hot water supply; in fact, all the gear you could need on tour. It was built along the same lines as the CI Highwayman, using bonded construction for side panels and floor.


  Based in Stallingborough, Grimsby, was new maker, Motor Bodies Ltd., which produced the Transit-based demountable Challenger model. Sleeping five, and coming with fridge and heater, plus 12-volt strip lamps, it was intended to compete with the Suntrekker, using the same jacking system.


  Richard Holdsworth – who, in late 1977, celebrated ten years in the business of motorhome conversion – introduced his first coachbuilt unit called the Ranger, and produced a special, limited VW conversion; they had the same colour scheme.


  Holdsworth also used the Sherpa for the Ranger while Dormobile used the Transit for its 1978 new Deauville coachbuilt. Dormobile used foam⁄plywood sandwich panels, as used on the company’s touring caravan model. This square-profiled Dormobile won the Concours d’Elegance at the Motor Caravanners Club rally in 1980. The Deauville name had last been used in the ‘60s. It’s true to say that Dormobile had begun to lose its position as leader in the motorhome market due to ever increasing competition.
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  Dormobile’s Deauville was the beginning of the end for this once pioneering motorhome producer. Surprisingly, no other manufacturer took on the Dormobile name when the company finally ceased. (Courtesy Peter Washington)


  Before the end of the 1970s Ford launched a new version of the Transit after 1.2 million sales in 13 years. European – along with CI Autohomes – was one of the first motorhome makers to use the latest Transit for its coachbuilt models, at the same time incorporating improvements to the actual conversions.


  Using the latest Transit, Canterbury launched the Sunhome high-top, with GRP moulded, one-piece roof which overhung the Sunhome’s sidewalls. Rear, U-shaped seating and an over-cab bed were other features of the Canterbury.
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  The Canterbury Sunhome high-top from 1980 on the facelifted Transit: the GRP top was distinctive.


  As the 1980s began, new names appeared and some existing ones, such as Roadranger, Newlander, Danbury and Cotswold, disappeared. During this decade motorhome sales experienced both a decline and sharp rise, and a major shake-up was the sudden fall of CI (late 1982), whose empire of touring caravans, motorhomes, awnings, components and overseas factories crumbled. A-Line Croup (European) fell foul of over-production and a slump in exports; this company, too, was sliced into pieces.


  Carlton took on Adventura, Tor-Cars was bought by Nottingham motorhome dealer Brownhills, and CI Autohomes became Autohomes, run by Iain Mcpherson. Dormobile – that great innovator and one-time market leader of the motorhome in the UK – watched its market share disappear. Production of touring caravans and motorhomes ceased in the early eighties, with the run-out of models in 1984 saw only a Toyota Hi-Ace Dormobile listed. When production ended, Dormobile still had a strong owners club.


  In 1980 CI Autohomes made news with the launch of the new Highwayman, with cab-over-coach built body. Using bonded construction, the new Highwayman came with two specification levels for its £8423 price, which reduced by £683 if water heater, extractor fan, shower and fitted carpet were not included. It had a side entrance, a feature not seen on a CI Autohome model for ten years.


  K.J. Motorhome Builders launched its first conversion, and Silverline Caravans, near York, entered the motorhome market with the fully-equipped Voyager coachbuilt on a Ford Transit chassis. Production was limited and few were built.
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  K.J. Caravans arrived on the motorhome market in 1980 with Glendale coachbuilts like this 2000L on a Bedford. Full specification included loo, hot water, fridge, oven. (Courtesy Peter Washington)


  Imported makes came from the US via Wilson’s: six Winnebago models, costing from £13,500 to £23,000 for the big 29ft Chieftain. Another American importer was Delta Motorhomes, based at Twickenham, which brought in top luxury motorhomes based on Chevrolet chassis. Equipped with everything, these gas-guzzlers could, interestingly enough, be converted to run on EPC. Coachman, too, joined the UK market with five models for the 1980s. Equipment comprised full washroom with flush loo, warm air heating, power steering and auto gearboxes.


  Wilson’s expansion drive of the 1970s generated a rise in motorhome sales but the early 80’s recession saw this rapid expansion programme come to an end with branches having to close due to low sales but high overheads. This once-great pioneering dealership was soon gone from the motorhome industry. In late 1983 it was announced that Winnebagos would no longer be imported.


  An unusual import from Canada was the Home & Park conversion, a 4.9-litre Dodge Maxivan D200 fixed hi-top. Due to the high cost of importation, the importer flew customers to the Canadian factory, and then the van was driven to an eastern seaport for shipment, whilst the customer flew back to the UK; the cost of this was included in the van’s purchase price. The Wolverhampton-based importer was Travel Cruiser, concessionaire for the UK. After some success with the Cruiser and Campmate ranges, the company launched the well-equipped Legend models, both 7ft 6in wide. Based on the UK-built Dodge 50 chassis, these models ranged from 17ft to 22ft (£17,985-£19,995) and had 4-litre diesel engines.


  Holdsworth was still offering a list of options for its conversions as well as supplying furniture kits for those d-i-yers who wanted to do their own converting. New maker Imperial (later known as Glevum Motor Caravans), was based at the Royal caravan factory in Upton Street, Gloucester, and built to special order, using the VW LT35D chassis cab. Pampas – based at Hilton in Derby (Don Amott caravan dealers), also used the VW LT35D chassis for its Nevada rising roof model, which came complete with a comprehensive options list. Devon normally used VWs as a base, but chose in 1980 Toyota’s successful Hi-Ace and, a year later, began converting Mercedes as well as its already successful Moonraker and Sundowner models.


  Durham-based touring caravan manufacturer, Compass, launched its first motorhomes. Two coachbuilts – the Clipper and Drifter – came on the Bedford CF280 and 250 short wheelbase chassis. Compass jig-built the bodies on a skeleton sub-frame, constructed from a 25mm box section steel tube designed to Fit on the recommended chassis mountings. No timber fittings were used below the actual floor level. This construction method allowed the bodies to be built away from the vehicle, mounting on the chassis in the final stages. Specification was good with heater, fridge, shower and split battery charging controls.


  Established caravan manufacturer, Mardon, at Hull, also had a go at motorhome production, building coachbuilts on Transit, Bedford CF350 and Mercedes chassis. Prices were in the region of £13,234 in late 1981.


  Autosleeper also added a Bedford-based coachbuilt to its line-up, using a fully insulated monocoque body of GRP. Interior features were the usual high quality finish along with a specification that included a flush loo. The kitchen and washroom were placed at the end, with central U-shaped seating and a double bed over the cab; the price was £10,598. Tinted windows and rear corner steadies made it a true luxury vehicle for all-year-round use.


  By late 1981 Renault had launched its new Trafic commercial van, another base which could be converted for motorhome use. First off the mark was Holdsworth with the Romance. Autosleeper, too, was quick to offer an elevating roof conversion of the Renault.
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  First off the line with the new Renault Traffic was Holdsworth with the Romance motorhome conversions. (Courtesy Todds Motorhomes)


  Fiat’s Daily commercial van model was used by Cavalier Daravans as a conversion for its Caribbean four⁄five berth range topper in 1983. Using either a 2.5-litre diesel or 2-litre petrol engine, this high-top came with full washroom, water heater, oven and drinks cabinet, plus on-board waste and fresh water tanks.


  Carawagon, specialist converter of Land Covers and Range Rovers, was still converting the latest models of these designs. Sales, although always limited, became even more so as the decade progressed. Car Campers, by 1983, was building to customer requirements only, using a varied range of base vehicles. Car Campers actually specialised in Mercedes conversions using the L508D 3.8-litre diesel long wheelbase.


  Other lesser-known names such as Salford, Manchester-based Auto-Roam would build to special order only. Like Holdsworth, Auto-Roam offered d-i-y kits that included furniture units.


  CI Autohomes saw early 1983 in with the Fiat 900E micro motorhome, the 12ft long Pandora, with seven other models and a promise of a coachbuilt model on the new Talbot Express. In late January of that year, the giant CI group went into receivership. Founder and chairman, Sam Alper, left the company and 80 or so staff were made redundant from the head office of the touring caravan side at Newmarket. The company was split up and sold off; the CI Autohomes subsidiary at Parkstone was bought by a consortium of four ex-CIA directors: Harry Kirk, Dennis Budden, Tony Graves and Iain Mcpherson.


  The company was renamed Autohomes UK Ltd. It retained production of the Autohome range, plus launch of the coachbuilt new Talbot Express-based model, the Excalibur, due in production of March that year. By 1984, the highly successful Camelot and Karisma had been introduced. These were both two berths which used Autohome’s own manufacture GRP high-top roof.
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  Autohomes became Autohomes UK, and the Excalibur (in the background) was produced in March 1983; this is the MKII version from 1985. The Merlin followed in late 1984 and sales were good.


  With sales depressed generally, the annual motorhome fair that had been held at Brands Hatch since 1972 was cancelled for 1983. Sales of new motorhomes in 1983 were in the region of 2300, with figures climbing steadily through the rest of the decade.


  Even in these downbeat times one new maker saw an opening – Auto Trail – behind which was Bill Boasman, whose touring caravan experience at Abbey and, later Mustang, gave him the knowledge to produce coachbuilt motorhomes. Called the Cheyenne, this early Auto Trail was a cab-over design based on a Peugeot 504 pick–up. Specification included mains electricity, water heater, space heater and double-glazing. Auto Trail soon found success and was later bought by A.B. I. Caravans, though remained at its Grimsby factory.
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  Auto Trail Arapaho from 1989, a big, 30ft model on a Mercedes 609D. A luxury motorhome with high specification.


  Another new maker was Adcliffe, which produced coachbuilts on the VW LT35 chassis. The exterior was very box-like, giving it the appearance of a small horsebox!


  Foster & Day, based at Rochdale Caravans Sales, built its £7800 Mitsubishi Colt L300-based Madison Horizon coachbuilt especially for Madison’s motorhome centre near Preston, Lancashire. In 1983 Madison began its long association with the Hymer brand, successfully importing it into the UK and establishing a market share. Madison was also involved with importing Tabbert touring caravans at one stage in the early eighties, a spin-off from which was the Tabbert coachbuilt motorhome which had only limited success.
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  The Hymersport from a German maker imported by Madison (now Brownhills), was a popular model range. Hymers are very evident on UK roads.


  Not far from Madison’s on the other side of Preston, Lunar Caravans, builder of lightweight tourers, saw an opening with Lunar motorhomes, and in July 1983 launched the Roadster coachbuilt model, with cab-over double bed. Using bonded construction, it was based on a Mercedes 207D⁄307D and Bedfords. Designed as a full luxury model, the interior was taken from the Lunar tourers and was developed in conjunction with Lunar dealer, Don Amott, at Hilton, Derbyshire, who was also in charge of marketing the Lunars.


  Bridport Motorhomes in Dorset – another new name – came up with a coachbuilt grafted on to the body of a Leyland Princess or Ford Cortina. This coachbuilt – a 3-berth – needed a 2-litre-engined car and came with good specification and a cab-over body.


  Small producer Margrove, at Saltburn, Cleveland, made special units and touring caravans, and also marketed its Montrose coachbuilt motorhome mainly to special order only. This came well equipped, with a Talbot 2-litre petrol engine. At a price of £11,670 in 1984, it represented good value.


  The mid-80s saw some interesting designs. One of these came from Nomadic Wheels Ltd. (later Murvi Motor Caravans Ltd). The Murvi Mondo Bedford CF250 conversion had a Zizz Pod, an additional compartment on top of the roof which was reached by a collapsible, outside ladder. French maker, Rapido, better known for folding caravans, also introduced a pop-top motorhome. This unusual design folded down from 8ft 2in to 7ft 2in. In 1985, Autohomes launched its micro Bambi, built on a Bedford Rascal base. The Bambi soon had a following, and even an owner’s club. Eriba, better known for pop-up touring caravans, launched in the UK its steel-framed, Eriba-car, pop-top motorhome for 1987.


  In mid-1988 a French-made caravan⁄demountable motorvan called the Clip-Car was being marketed by Aldington Caravans in Ashford, Kent. The unit was clamped to the towcar’s roof and also attached by a ball coupling on the towing bracket. A three berth, it had a rear entrance, and was designed along the same lines as a motorhome. The Clip-Car came with mains electricity, fridge, rear ladder, roofrack, and optional, fully-opening rear wall.


  CRV International, based at North Ferriby, had three coachbuilts in its range called Dreamliner, Suncruiser and Suntourer. Well specified, they included shower, heater, fridge and space heater, plus berths of 4 to 6. Unfortunately, the company went into liquidation in late 1985.
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  CRV International had several model ranges, one of which was the Dreamliner pictured here in the early 1980s on its Talbot chassis. (Courtesy Todds Motorhomes)


  GT Motorised was another new maker from the Hull area. Its Florida coachbuilt models were based on VW, Bedford, Iveco and Talbot vehicles. Acorn Motorhomes (which, incidentally, built a few Mustang touring caravans in 1987 to try and relaunch the brand, but failed), also produced coachbuilt designs, distributed by Amott.
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  GT Motorised saw the potential of producing American-style motorhomes at its Hull works. This is the Florida, based on an Iveco chassis. An excellent specification enabled it to compete with US imports. (Courtesy Todds Motorhomes)


  1985 was another year that the motorhome gained ground in the UK, with both home manufacturers and a growing trend on imported models. Hayes Motors decided that the Italian A-class unit, the Europa from Area, was the answer to UK customers wanting a luxury motorhome with flair. Based on a Talbot chassis, the Area came with central heating, full flush loo and a host of extras as standard. Its finish was on a par with German models. Hayes quickly followed this with several coachbuilt models and an A-class model, the R800CE built onto a Talbot Express chassis, from French company, Pilote. The finish wasn’t the best, with cupboard doors that needed a hefty push to shut and awkward catches. A few years on, though, quality had improved.
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  1987 Pilote R800 CE interior A-Class, which took several years to gain ground in the UK market.


  German caravan manufacturer Hobby, hit the UK with its new 600 model based on a Fiat Iveco chassis. On American lines, it had an exterior of gold metallic paint and bold graphics the plastic windows were also distinctive in design. Another new import was the Jurgen coachbuilt, based on the Bedford CF long wheelbase chassis, the low retail price of £13,495 was a result of it being manufactured in South Africa.


  Hymer enjoyed success with its Hymercamp 47 based on a Colt 300 chassis which had a six year guarantee for its steel-framed bodywork.


  Burstner launched motorhomes for 1988 onto the UK market with a wide range of models to capture the now steadily growing sales of the late ‘80s. Yugoslavian touring caravan maker, Adria, decided to import its motorhomes to the UK. The Adraitik 61 OB was on a Talbot chassis and came with a very good specification; a novel idea was the space-saving, fold-up toilet. French maker, Chausson, a new motorhome name, also imported a range, including an A-class design and two coachbuilts.


  ♦


  In 1985 two major touring caravan manufacturers entered the motorhome market. Firstly, Elddis, which had built its first coachbuilt motorhomes earlier that year. Based on the Fiat Ducato, the Autostratus CK was a five berth that very closely followed the lines of the Elddis tourers. Interiors had the same design, also, and specification was good. Sales were very encouraging, and a new factory extension was juilt for motorhome production. One year later, ilddis was turning out 140 units a year. Within wo years Elddis produced its first A-class, the Autoking 630CK, which retailed at £20,988.
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  Elddis joined Swift in the motorhome market and enjoyed success in home and export markets. These Autoquest models are from 1992. The interiors – just like Swift’s – closely resembled those of their makers touring caravans.


  The Swift Group had experienced rapid expansion with its tourers, and also went into motorhome production, showing its first Kon-Tiki model in late 1985. Based also on a Ducato with an Al–Ko chassis, the Swift used extensive GRP mouldings. Motorhome exports for Elddis and Swift were healthy, with Swift especially making inroads in the Swedish market.
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  Swift Caravans entered the motorhome market in 1985 with the KonTiki based on a Fiat Ducato chassis. Specification was high with two models offered initially. Swift quickly found export markets for this range.


  Small maker, Tandy Industries, based in the Isle of Wight, had the Reliant Fox 850cc coachbuilt, and, for 1987, launched the Pony demountable model on a Hyundai pick–up, following this was an Austin Maestro van conversion; Tandy was also producing a small 10ft touring caravan. Walker’s Suntrekkers had now gone over to full GRP moulded units, which allowed the company to tailor the design to most small pick–up vehicles. Suntrekker ceased production and Island Plastics took over the Suntrekker project in 1989.


  Devon conversions had faltered but, at the last minute, a management buyout saved the day and more models appeared later. Rochdale-based Foster & Day was coming out with American styled motorhomes on 25ft and 28ft chassis. Full luxury meant colour TV and video recorder, along with onboard generator! Autohomes, on the other hand, produced the tiny coachbuilt Bambi to replace its Fiat Pandora model. The Bambi developed such a following that, in 1988, Elddis launched its Bedford Rascal conversion, the Nipper, almost identical to the Bambi.


  In late 1988 Machzone, a subsidiary of Glenn Leisure, a motorhome dealer in Nottinghamshire, and Marina Motorhomes, began manufacturing the now well-known motorhome range. The two companies both sold these new coachbuilts. The Machzone factory was already in full swing in Hull with Cavin Coverdale at the helm (ex-CRV International), who, with two other ex-CRV employees, also offered a full repair and spares service, plus accessory shop.


  Auto Trail had extended its motorhome range and was becoming quickly established as leader in its class. In late 1988 the company was bought out by Banbury Horseboxes Ltd., a major manufacturer of high quality horseboxes. Auto Trail’s order book had over £10m worth of sales, which accounted for most of its 1989 range. Founder, Bill Boasman, continued as managing director.


  Autosleeper had sales at Earls Court in 1988 of above £2.3m, with best-selling ranges being the Rambler, Talisman GL, Trident and Rhapsody. The Talbot-based Talisman with two-tone exterior was the winner of the UDT Motorhome Award that year.
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  Favourite with motorhome buyers in the 1980s was Autosleeper’s Talbot Express range, including the Talisman coachbuilt on the left, followed by the Rhapsody, Rambler and Sportsman.


  The increase in sales allowed Autohome to expand its line-up to take in the Komet VW-based high-top. With a staff of over 130, the Autohome factory had a repair shop and retail spares shop. The factory produced six Bambi coachbuilts, four Highwaymans and three Travelhomes every day, such was the demand.


  Romahome had enjoyed good sales and now produced its Citroen C15-based, elevating roof model, the Hylo, which is still available. Tandy, now owned by R.G. Industries, sported the Sportsman, a Citroen C25 hi-top conversion. It came complete with generator, oven and even a microwave.


  The Danbury Bambino from Dawsons was a tiny conversion of the Seat Terra van, with a high-roofed van body aft of the cab. Good storage and basic specification gave it a price of £7245. Swift added to its coachbuilt range the Capri on a Fiat Ducato chassis. The main features inside were slatted bed bases and cassette loo, and all for £16,495. Elddis saw out the eighties with a new A-class with rear entrance. The 300 Special was based on the AutoKing. Elddis also produced its first hi-top conversion the Ducato Elegance, which, though, fully equipped, had a small showerroom.


  Island Plastics entered into an agreement with French motorhome maker, Autostar, to manufacture the Romahome under licence in France. In return, Island Plastics would market the Autostar coachbuilt range in the UK. Don Amott began importing the latest German VW Transporter conversion by Binder, It came with a body trim kit which included air dams and plastic skirts, but even with an excellent finish, the price was high. Amott also became the outlet for Tabbert A-Class motorhomes for the North. Tabbert touring caravans were now kept separate from the motorhome side of things.


  Laika Laserhome motorhomes from Italy were imported via Pioneer European of Luton. The washroom of the 57S model was the full width of the rear of the van; it also had ducted warm air for heating. Hayes Leisure, in the meantime, began importing the Elnagh A-class and over-cab models from Italy, to complement the French-made Pilote motorhomes which were well-received in the UK.


  With the end of the 80s motorhome sales had risen to 4,267 units, compared to the 2,219 sold in 1984 when the UK economy had begun to recover. Sales of imported makes had also grown in the UK and the next decade would see more hitting our shores. The invasion of Luropean manufactured motorhomes increased as the 1990s began. With US imports Brownhills joined forces with Dudley’s American Motorhomes at Witney to add to the range of US models, with monsters like the 27ft Tiffin Allegro on a 6.2-litre chassis, with separate double bedroom complete with en-suite bathroom.


  Foster & Day launched its reply to this in 1990. The £47,000 Imperial came complete with a three–piece suite and luxury finish. Richard Holdsworth launched his Ranger coachbuilt on the Renault chassis. Holdsworth’s coachbuilt had a very bright interior with grey finish furniture, L-shaped lounge and kitchen.
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  1990 was the year of Richard Holdsworth’s coachbuilt Ranger model that continued the Holdsworth tradition of different interiors. Strikingly modern and very continental, the Ranger was a talking point in motorhome circles.


  Pilote saw in the new decade with new, GRP moulded bodywork on the 9000SX model. Hayes, its importer, reckoned that all the Pilotes would eventually be built with this new bodywork design.


  Another new model hailed from Germany. Called the Grenzland, it was imported by Tony and June Stone of Sussex. An expensive motorhome, the Grenzland was built to order, so customers could specify whatever finish and layout they wanted. Quality was excellent, and it was well kitted-out to include a video recorder but, at prices from £40,000-plus, this was expected.


  Auto Trail’s Pullman model could accommodate seven people in 1990, and an unusual, L-shaped kitchen was centralised, like an island.


  It was this year that Reimo was brought to the UK by Continental Motor Campers in Kent. This company produced VW conversions, and made up furniture units and supplied furniture kits for self-assembly. Now, it began introducing ready-made models and the first offering was on the recent Ford Transit.


  J.E. Hirst Motorbodies, over in Grimsby, was still building the Challenger and Hilton models in the old coachbuilt manner of a woodframe filled with polystyrene. Described as super luxury models, they came complete with full specification.


  In 1991, luxury touring caravan manufacturer, Carlight, joined the motorhome market with a Mercedes-based unit. Completely craftsman-built, the interior harked back to the touring caravan interiors of real oak veneers, and detailed touches such as a breadbin and washing-up liquid storage bay. Customers could order the specification and layout they wanted; price was a cool £33,350 and only 12 a year were built, though production stopped and started.


  Auto Trail, though successful fell victim to its parent company going into receivership. A.B.I. saw an opening to motorhome manufacture and bought the company to further develop its models. After ABI went out of business in 1998 the Auto-Trail motorhome plant along with the Vanroyce luxury touring caravans division (also made at the same plant) was sold off to the Italian CI Group (from the old CI days – sold off in 1982 when original UK CI went out of business).


  Isle of Wight-based Tandy industries went out of business and didn’t return. Meanwhile, Compass had begun to rekindle its interest in motorhomes after last producing them in 1985. The 1991 Calypso was a rear entranced, two berth on a Sevel⁄Talbot chassis. Using smart GRP mouldings, it was a complete departure from previous Compass offerings.
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  A Compass Calypso on a Fiat chassis in 1991. Interiors had an airy, spacious feel, whilst exteriors used GRP mouldings (made, like Swift, in Compass’ own factories).


  Autocruise had a limited range of coachbuilts which followed the design of the large Swift motorhome. Well finished, they were built on a Fiat Ducato using Al–Ko for the rear frame. A feature was the kitchen area, which had a swing-out, low-level storage cupboard. Autocruise started slowly but, by the mid-to-late-90s, was building special ranges for Marquis, the expanding motorhome dealership. Luxury tourer maker, Bessacarr, acquired the Autocruise name from Don Amott at Hilton in 1992, and altered the interiors to those of the Bessacarr touring vans, using American Cherry furniture and Afro⁄Chenille upholstery. The Bessacarr Autocruise luxury motorhome was built in limited numbers. Bessacarr and Autocruise were owned by the large, Rotherham-based timber merchant, the Arnold Lever Group.


  Madison began importing the German-built Bischofberger, a demountable, GRP body on a VW Golf pick–up. The finish wasn’t up to usual German standards. Island Plastics launched the Concept GRP model for 1991, with internal roof pod for storage. Based on the Citroen C25, interior finish was in white, and closely followed the lines of the defunct Sportbus from Tandy.
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  Island Plastics’ Citroen-based micro motorhomes, the Hylo (left) and Hytop (right) generated good sales over the years. They were designed in the late 1980s by Barry Stimson.


  Although certain makers went to the wall during this decade, the motorhome industry still seemed buoyant and new manufacturers continued to arrive, one of which was Phoenix Motorhomes, based in the Isle of Wight. Its founder was ex-Tandy man, Michael Sayer, who began with the Liberty model based on a Fiat Ducato. A luxury model with a good finish and attention to detail, it came complete with TV, video and even crockery. In 1992 Sayer resurrected the Austin Maestro micro conversion based on the defunct Tandy model; it was named the Phoenix Escape.


  Lx-Glendale Motorhomes man, Bob Kay, founded a new company, Eagle Motorhomes in Hampshire, after Glendale ceased production. Building to order, the new company provided spacious interiors, and a choice of up to 12 soft furnishing designs. Built on Ford, Fiat, Talbot and VW LT, the Eagles offered good customer choice. However, the Glendale name reappeared very soon after, this time under the ownership of Dublin-based C & V, which bought the name and began making the Glendales as before, only this time at Burstwick near Hull. All of the upholstery and GRP panels were brought over to Hull from the Dublin factory, so Clendales were back yet again! C & V had been building panel van conversions in Dublin since the early ‘70s.


  A new import from South Africa was the Elite A-Class motorhome, brought in by Perthshire Caravans. Using a 2.9-litre, V6 Ford engine, this 24ft long unit had accommodation for six, with a price that hovered around £38,000.


  German touring caravan manufacturer Lord Munsterland (LMC) began importing their tourers in 1990 via Gordon Lamb in Nottinghamshire. LMC had only a few years earlier in 1987 moved into motorhome manufacturing. Lambs decided to import four motorhome layouts a year or so after the caravans. Soon after the tourers came the motorhomes; four main models for the UK market. Built on a Fiat Ducato, these coachbuilts were noted for their all-weather usage. LMC supplied its own Sani-Tank, which had wheels to make waste disposal easier. To meet UK tastes the LMC Liberty came with oven, combined grill, and carpets covering the standard vinyl flooring.


  ♦


  For the 1990s Ford introduced its new Transit and Vauxhall its Bedford Midi van. For 1992 VW launched its long-awaited Type 4 Transporter. Holdsworth, Autohomes and Autosleeper were among the first to get to work on the latest offering from VW, and most brought out new models. The elevating roof Trooper and high-top Trident had the famous Autosleeper quality; the Cotswold-based company was now the largest VW converter in the UK. Man-VW had chosen Autosleepers to progress with the design of a reinforcing structure on using VW conversions. Autosleeper won the approval of VW with the new strengthened structure design so after the conversion no loss of strength was evident from the original VW design.


  Elddis – which had been quietly gaining ground – introduced the Monarch – a 22ft luxury coachbuilt – and the Emperor at 27ft long, the Emporer having its own permanent rear double bedroom and was built on Al–Ko’s tandem axled chassis. Both models were well equipped with roll-out side awning.


  The UK recession had started to make itself felt in the touring caravan and motorhome markets, but makers seemed determined to beat this downturn. Lancashire-based lightweight touring caravan maker, Trophy, had been in trouble several times, and in late 1991, was rescued by Venture Motorhomes Ltd. Venture introduced a new motorhome using the small Citroen C15 Visa van which sold well. After further problems, another company called Nu-Venture emerged from the Trophy ashes to set up in Wigan. It was exclusively distributed by large motorhome dealer, Todd’s, at Preston, Lanes.
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  The micro coachbuilt Venture motorhome mirrored much of the design, exterior and interior finish of the Trophy touring caravans of 1991. Venture later became Nu-Venture after the Trophy name disappeared. Sole agent is Todds Leisure.


  The recession meant that motorhome manufacturers decided that budget models were the way to go. Elddis had the Eclipse four berth coachbuilts, which were relatively basic without hot water or shower. Autohomes unveiled the Talbot Highlander coachbuilt at Earls Court for 1992. Despite a retail price of just £17,746, it had full shower, mains, cassette loo, and oven, making it excellent value-for-money.


  Auto Trail joined the budget market with a Talbot-based Cheyenne four berth. Not dissimilar to the Highlander, the Auto Trail was just short of £20,000 in price. Autosleeper had its own answer with the £15,870 Renault Reero high-roof. It was a four berth with blinds and curtains, along with fridge and radio cassette, plus water and space heater as options. Holdsworth had the Talbot Topic with GRP, high-top roof and came with lots of storage. Fridge, oven, three-burner grill and cassette loo were all included in the £15,962 price tag.


  Machzone was producing some very American-influenced models, one of which was the Silver Mint on a three-axled Al-Ko chassis. It had American-style interiors and specification, with a permanent, made up double bed; it also came with a foldaway ironing board. Machzone also offered a six-year warranty on the bodywork, a unique idea for an UK manufacturer.


  The Swift Capri range was added to in 1992 with another model – the 540GXL Keeping costs down with a simplified bodyshell, this 18ft model, priced at £18,670, had good interior build quality. Specification packs could be added, and included such items as a roof rack, ladder, etc. Fitting neatly in-between the Swift Kon-Tiki and Capri Swift in early 1993 was the Royale coachbuilt model, based on the new Peugeot Talbot chassis. This five berth came with fixed ladder, roof rack, and a pleasing interior with solid hardwood door frames, plus a specification which included flyscreens and blinds, and space heater plus hot water system. The price was £20,225.
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  Swift’s Royale 540 from 1995 had been re-styled. (Courtesy Peter Washington)
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  Ten years down the line the 95 Swift Kon-Tiki had become one of the most successful UK-built motorhomes. It’d certainly matured; interiors were well specified and built. This is the rear of the 640. (Courtesy Peter Washington)


  US motorhome imports continued in the early 1990s. Brownhills was responsible for importing the Winnebago: Minnie Winnies (22ft long), the 28ft Chieftain, the Allegro Bay and Coachman Royale at 38ft long. The Coachman had a laundry centre, tv⁄video, full air conditioning – and even a water purification system.


  Compass introduced more motorhomes to its range for 1993, including the Drifter. Compass was now back in full swing with motorhome production.


  Only a few years into production, Design Developments of Portsmouth was corning up with some interesting designs. Barry Stimson from Design Developments had a fresh approach which bought him success with his Trail Finder Renault Five-derived van. Experience with boat and car design meant that his use of GRP was exemplary, and his 1993 Trafic T1100 based Alpine conversion used every inch of available space. The rear of the Alpine had a complete GRP moulded panel that incorporated cassette loo⁄shower⁄vanity unit without cramping. A brilliant conversion for those who wanted a practical washroom, and well-priced at £16,800.


  Towards the end of 1992, the news broke that Autohomes UK was in liquidation, its Poole factory was to close and the workforce let go. Consett-based Elddis saw this as a chance to consolidate its motorhome market and bought the company assets, moving production to the Consett factory, from where the Autohome name continued for nine years. Most of the models resumed for 1993, in particular the Nissan Nomad with exports in kit form to Japan. (Elddis already had a foothold in Japan with its Wisp range of touring caravans.) The Autohome name had been saved.
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  After Autohomes was bought out by Elddis in 1992, a few of the ex-Autohomes staff founded Herald. This is the 1998, Transit-based, Compass-built Insignia 400RL. Interiors and exteriors were modern and stylish.


  New manufacturer, Herald Motorhomes of Poole, launched the Castile and Emblem high-tops at the 1992 Earls Court show. Eight new dealers were signed up and a total of 20 orders taken; the models were a hit and put Poole back on the map. Herald was later bought out by Compass, however, ending motorhome production at Poole.


  Devon Motorhomes was now based in the northeast after starting in Devon and a short spell in Eastbourne. The company continued with conversions such as the Sunrise and Dart in its new factory with the help of a newly-trained workforce.


  Auto Trail was noted for its coachbuilts, but also designed the Fox high-top Fiat conversion with a price tag of £20,000. Fully equipped, it had a cassette loo and shower tray placed into the rear floor. Later, in 1994, Auto Trail introduced the Transit-based high-top, the Stag.


  Holdsworth came up with a new feature for the 1993 season with its new Valentine VW coachbuilt model. The sandwich construction had GRP exterior panelling rather than aluminium – a first for this sector of the market. Swift and US imported motorhomes used GRP for the sides as it gave excellent durability, although it did have a slight textured finish.


  Also in 1993 French maker, Pilote, produced its Frankia 1740, triple-axled, A-Class motorhome for UK buyers with a price tag of £47,000.


  US imports, although a niche market, still found buyers. Some makers, such as Foster & Day and Machzone, emulated US imports but on a reduced scale. Greenaway Marine International, near Swindon, brought in American motorhomes to its own specification. Called the Amazon it was limited to Greenaway, and came with all of the luxuries the large, American motorhomes had but in a 21ft length. It was based on the US equivalent Ford Transit, the Econoline 350 chassis, with Ford’s 5.8-litre V8 engine. This coachbuilt was built to UK specification and came with a price tag of £33,771.


  Bessacarr had its Autocruise motorhomes settled into a new factory by 1994 and, with a small dedicated team, built the furniture on the chassis, adding the walls and roof last. This gave more space for construction and made it easier to add service connections. A novel feature of two Autocruise models was the offside L-shaped settee.
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  Autocruise is a successful motorhome producer and has taken to building the Star range for Marquis. This is the 1999 Starfire at £25,495, a well-equipped model for the money.


  Swift’s rise in popularity resulted in the motorhome side launching its first conversion in 1994, based on the VW Transporter Type Four. Small maker. Bilbo, at South Godstone, had been doing VW conversions for around 15 years, mainly buying cheap Dutch⁄Belgian, ex-company vehicles and converting them. By the mid-90s, Bilbo was doing conversions like the Weekender which was built on the Kombi specification, with bonded glass side windows; it was designed as a dual-purpose vehicle.


  Hymer UK decided to show three CI Italian models from the Riviera range, based on Ford and Fiat chassis. Importer Madison formed Caravans International Ltd. to bring the Riviera 1000 into the UK; although left hand drive, this coachbuilt was priced at a staggering £16,000 in 1994. It had an over-cab with berths for three or four, good storage and modern grey interior. CI was also producing another brand of motorhome in Italy, Granduca. Don Amott began importing this other CI coachbuilt; like the Riviera it was left hand drive, but the Base 52 model came with added luxuries such as flyscreens and blinds and electric step, plus the same turbo diesel chassis. A price tag of £15,770 undercut both the Riviera and UK motorhomes. Amott also bought in the larger, more luxurious model, the Pegaso, priced at £22,985.


  ♦


  Another Italian name that established itself in 1994 was Mobilvetta, again with coachbuilts, all diesels powered on Ford and Fiat chassis. All these three imported manufacturers, would each in a few years capture a slice of the market which, throughout the 1960s, ‘70s and, to a degree, ‘80s, had been dominated by UK manufacturers. Now Germans, Italians and French manufacturers were making an impact.
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  The Mobilvetta Top Driver 61, a 2002 coachbuilt model on the Fiat Ducato. This Italian make has gained ground in the UK over recent years.


  Better base vehicles made motorhome ownership a more attractive prospect than it had been for years. Improved construction, layout, finish, choice and specification resulted in rising sales, though not yet to the dizzy heights of the early seventies.


  Imports shook UK manufacturers out of their complacency, although Autosleepers had never fallen into this trap and continued to make the best motorhomes. In 1995 at the NEC Boat and Caravan show the company notched up sales worth £2.3m, with the main seller being the Ford Duetto high-top. The Amethyst with the Peugeot Symphony high-top and the coachbuilt Executive model were also top sellers. Holdsworth was scoring sales, too, especially abroad. In Germany the Villa model hammered Westfalia on its home ground whilst sales in general held up well.


  Richard Holdsworth had concentrated on passenger safety in his motorhomes, with specially-designed rear seat structures. This paid off with a contract to supply VW conversions to the Japanese market against stiff competition from German motorhome producers. Current exchange rates meant Holdsworth won the contract.


  Stenic Ltd. was importing the Jayco US brand. The Eagle 220 model on a Ford Econline 350 chassis⁄cab had a great centre lounge layout, with good-sized kitchen and washroom.


  For 1996 Compass did the first conversion of the Mercedes Sprinter. Christened the Caravel, this was an entry model, with Compass spending large amounts of money on development. Meanwhile, the Clipper, Drifter and Commodore had each been given a new lease of life. Holdsworth was chasing Compass to produce its version of a coachbuilt and a conversion on the Sprinter chassis.


  In September 1995, Holdsworth had made the headlines with news that it was having cashflow problems. Heavy investment in new models, plus a cancelled order for minibuses, had resulted in the company going into receivership, though taken over again within a few days. Re-named Cockburn Holdsworth Ltd., the company decided to honour previous warranty work. Founder, Richard Holdsworth, and his wife, Heather, were kept on at the factory as consultants. Richard moved over to Autosleepers as design consultant. His vast experience in the business allowed him to make inroads into Japan, Germany and Scandinavia with his Holdsworth motorhomes.


  Also in 1995 – October – Herald Motorhomes was bought out by Compass, bringing motorhome production in Poole to an end after many years. Ray Cook, founder and owner of Compass, bought all the assets and production was moved to the Compass factory at Langley Park.
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  This purpose-built factory, at the Langley Park site, was for Compass motorhome production.


  Compass was successfully exporting its products with an order to Japan worth £500,000 for the Mercedes-based Caravel and Clipper coachbuilt motorhomes. In fact, Compass was the largest exporter of UK caravans and motorhomes to Japan in 1996.


  Hymer importer, Madison, launched its new Mercedes 520S-Class with a fresh interior that looked different to the norm. Both cab seats swivelled to the round table, which had a curved, fixed settee the other side. The kitchen area was also very stylish with its ‘island’ position and round sink, but no drainer. It could sleep three people by way of a cab roof drop-down bed and a settee berth. Length was just over 18ft and it was powered by the Mercedes 2.9-litre, turbocharged diesel engine. The new Hymer Swing range was also launched for the 1996 season.


  French manufacturer, Pilote, celebrated its 10th year in the UK in 1996. One of the new UK specification models was the Galaxy 27, which featured an L-shaped kitchen complete with separate shower and well-designed washroom. Italian concern, Mobilvetta, launched the Euroyacht 170 based on an Iveco 2.5-litre, TD chassis. It featured a drop-down bed and also real quality veneer interior.
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  The latest Euroyacht 170A-class model with classy Italian design inside and out.


  Niesmann & Bischoff, the German maker, built left hand drive coachbuilts on the Fiat Ducato, with well-designed interiors and including a wet central heating system.


  Elddis brought its old Autostratus name back for 1996 but the new models were worlds apart from the 1985 versions, with roofracks, walnut dash, armrests for the cab seats and other items such as a swivel bowl cassette loo. Basically an Autoquest Elite with a few more goodies.


  Devon motorhomes decided that 1996 was the year in which to launch its baby Hijetta (claimed to be the smallest motorhome in the world). At £10,995 it could sleep two. Its dimensions were 10ft 10in times; 4ft 7in with two single beds, sink, cooker and Porta-Potti loo. A joint venture between Daihatsu dealer, Skinners, and Devon, 50 units of the little 1-litre engine motorhome had already been sold.


  Twelve months later in West Yorkshire, Drivelodge launched its Suzuki Super Carry-based motorhome called the Bijou. Priced at £9995 and a full 5mm shorter than the Hijetta, it had a solid elevating roof, double bed, cooker and electric water pump. Drivelodge also converted Transits, Boxers, etc., built MPVs and did conversions for the disabled.


  Autosleeper launched five more models in 1996, one of which was the Legend. This 20ft GRP monocoque model was built on a Ford Transit chassis. The entrance door was on the side just behind the cab, which allowed for a complete rear dinette – a first for Autosleeper. The usual quality and detail gave the Legend a price of £34,850.


  A major talking point in 1996 was the purchase by Swift of the Bessacarr name. Swift took on the touring caravan side, and launched a range of Bessacarr motorhomes.


  In 1997 Autosleeper announced that its production plant was being expanded to allow increased output of its coachbuilt models. With the Design industry award win of the VW⁄Mercedes Medallion and Ford⁄Peugeot models, increased demand meant the company had to look for more land to accommodate factory extensions.
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  The award-winning Autosleeper coachbuilt Medallion on the VW Transporter chassis. Superb quality and distinctive looks make Autosleeper successful.


  After a few years of not producing motorhomes Lunar chose to relaunch its motorhomes on Fiat-based chassis. Called the Roadstar the interior echoed in design and finish that of the company’s top-of-the-range touring caravan, the Delta. The model – sold exclusively through Don Amott – successfully relaunched Lunar into the motorhome market; several years later Lunar brought in Eric Hepplewhite from Compass to further develop its range and dealership.


  Since Elddis had acquired Autohomes, two brand new names were added to the 1997 range, with names from the past. Designed to take on the cheaply-priced Italian imports, these basic motorhomes had a long options list, which bumped up the price. However, they did represent good value and interiors were not too traditional but relatively modern. The Italians were still producing hard-to-beat units and for 1997 Don Amott showed a Fiat Scudo chassis coachbuilt, which looked very smart indeed although availability was uncertain.


  Swift was also aware of the Italian invasion and countered it with a just under £22,000 budget price tag model, named the Sundance. Based on the Fiat Ducato swb 1.9 Tdi, Swift added GRP sides and a quality interior, which saw the Sundance, secure sales in this budget end of the coachbuilt market.


  This didn’t stop new Italian imports such as Autocaravan’s Rimor Sri-Europeo, Raro, Kayak, Super Brig and Sailor. All the models came on Fiat, Mercedes and Ford chassis, and had a vast specification. Dealers were being established for these coachbuilts.


  Cockburn Holdsworth bought Autocruise, though production was kept separate. Eventually, Cockburn Holdsworth was dropped and Autocruise models were developed and produced full-time at Mexborough. Autocruise became a major force in the UK motorhome industry, eventually taking on the old Pioneer motorhome manufacturers name and relaunching them for 2002. Before Cockburn Holdsworth came to an end it produced some stunning models, such as the Star range which used moulded GRP panels from the Autocruise factory. All three Star models had different specification levels.


  News broke in late 1996 of an Irish maker based in Kiltimagh, co Mayo, named Shamrock the model launched was the Emerald. Based on an Iveco chassis this Irish coachbuilt had striking exterior colours of blue and yellow. The roof sported a semi-concealed sun deck, whilst the internal layout comprised of a central kitchen and shower room. The Emeralds rear end lounge had L shaped seating, its cost came out at £35,000 sales though were limited.


  Also new on the UK market was Buccaneer’s luxury built touring caravans venture into motorhomes in 1997. The specification was impressive and included a 12 CD remote control system with six speakers, and Alde wet heating system, real oak veneer, plus a whole host of extras. The Ducato-based Buccaneer coachbuilt had a price of £42,912. Production was limited and it wasn’t until a few years later, when the Explorer Group bought out Buccaneer, that the motorhome side was fully developed.
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  Once an old, established luxury touring caravan maker, Buccaneer went on to produce expensive motorhomes, but the Explorer Group has further developed the 2002 Crusader. This interior shot shows the quality and luxury fittings.


  Machzone looked ahead in 1997 with its Millennium model on a Iveco Turbo Daily 59.12, an extended light truck chassis, with a layout that included a rear bedroom and a large storage bay to accommodate the tiny Suzuki Cappuccino sportscar. More of an American-type motorhome it retailed at £70,000!


  As mentioned earlier, Bessacarr became involved with motorhomes under the Swift Croup. In August 1997 Swift announced its new Bessacarr motorhome ranges for 1998. Marketed completely separately to Swift motorhomes, Bessacarr had its own design and product development team, plus a dedicated production area. Two high-tops on Fiat chassis and three coachbuilts were launched. The coachbuilts had screwless construction and hi-gloss GRP sides. Interiors continued the cherry wood theme for the furniture, as was the case for the tourers.


  ♦


  As we come nearer to the present day, it’s easy to see just how popular this leisure vehicle had become in the UK. Europeans were in hot pursuit of the expanding UK market, but UK converters and touring caravan manufacturers expanded in order to meet imported competition head-on. Swift showed itself to be a major player in the industry with the new 1998 Bessacarr range, and also the first A-Class model, the Bel-Air. This Swift flagship benefited from huge investment. It was mounted on the Fiat Ducato, 2.5 turbodiesel chassis. Swift also increased its-value-for-money Sundance range to three models and its Royale to four. The ever-popular Kon-Tiki was tweaked for 1998 and received the same interior as the new Bel-Air, with burgundy kitchen by Stoves and it also had the Truma 6kw boiler fitted. Just three models were offered for the 1998 season; it was subsequently dropped in 2001.


  Elddis Motorhomes was also bringing out new models and upgrades. The Autostratus made more use of GRP mouldings on the exterior, whilst interiors had curved front, light oak furniture with two upholstery options. The Autohome range had a mid-summer model launch with its coachbuilt five berth Winward, complete with separate shower cubicle, while the Winfall and Wayfinder models gained some extra specification. Elddis also did a joint venture with Toyota, developing the HiLife fixed high-top. Specification was high with a CD player as standard and car-type handling.


  Design Developments founder, Barry Stimson, launched his Tirol and Provence on the Peugeot Expert and Partner. The Provence was basically a car with four reclining seats, plus small kitchen and loo; it also had a powered cool box. Stimson’s designs were compact and offered good facilities in a stylish vehicle; he had designed the Romahome some years previously.


  In 1998 Italian maker Autocaravans Rimor had been in business for 20 years. That year the company launched 18 new models, some on VW bases. The lowline Sailer range had GRP sides; this material was now in evidence on most motorhomes and was slowly becoming accepted in touring caravan construction.


  Italian company, Laika, with its classy Ecovip range, had changed its importer to Lowdham Eeisure World in Nottinghamshire, which was demonstrating commitment with a new showroom in which to display these coachbuilt and A-Class models. Features included a heated drawer to dry wet clothes and retractable clothes rack.


  The dealer Marquis became the exclusive importer of the Italian make Mirage. The Ducato-based A-Class had GRP sides, and a good build quality. Air suspension and heated waste tank, plus a 110-litre fridge, were just some of the options on the Mirage, and all for £38,950. A larger model at 21ft, the Sprinter had a retail just £50 short of £44,000.


  The La Strada was a new range from Germany, marketed in the UK by Holdsworth. These Mercedes Vito Kombi conversions had a lowline high-top or elevating roof on the £26,650 Spree model.


  News for the end of 1998 was that Compass had become part of Elddis, along with Buccaneer and Coachman touring caravans. Also, the group was re-named the Explorer Group, and the Compass, Buccaneer and Elddis factories combined into one new factory down the road from the original Elddis plant.


  ABI, owner of Auto Trail, announced it was in the hands of the receiver. CI of Italy stepped in and bought both Auto Trail and the Vanroyce luxury touring caravan division at Grimsby. Auto Trail was saved and, up until the end of 2001, Vanroyce produced tourers but stopped in 2002.


  So, with Auto Trail under new ownership and the ABI badge now gone, the new owner set about further development of the brand, with the commitment of a brand new factory to be completed by the end of 2002.


  Other news was that CI Motorhomes was dropped by Madison, which concentrated on its Hymer models. CI of Italy would use its newly-acquired Auto Trail to distribute its range.


  For 1999 CI brought out its Ducato-based Riviera coachbuilts, priced at £22,000 to £25,000. They had better styling features than previous Cl models and made more use of GRP panels.


  [image: ]

  1999 US import the Landau by Georgia Boy brought in by Midland American, a motorhome specialist. Interiors are pure luxury apartments on wheels. Sales of these units are limited due to cost and size.


  Bessacarr added a new model to the range for 1999 with its E645. The interior had the look of the Bessacarr touring caravans with halogen ceiling lights and the latest 4000 Carver dual space heater. Sales were apparently half as much again as the company had expected. The Bel-Air, Kon-Tiki and Royale Ensign all had the latest Fiat 122bhp, 2.8 Tdi engine.


  Swift’s Sundance range had achieved the position of top-selling UK coachbuilt; all coachbult ranges now used GRP for the sidewalls. In February 1999 Swift launched its Gazelle range, comprising three brand new coachbuilt motorhomes. Based on the Fiat Ducato 2.8TD, the line-up included a special, wide-entranced door option designed to allow wheelchair access. Furniture style was Italian; not dissimilar to that of the Bel-Air and Kon-Tiki.
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  Swift’s Gazelle, a VW-based motorhome, felt very upmarket with wraparound luxury seating.


  Luxury tourer manufacturer, Buccaneer, pitched into the motorhome market with fully-fitted out coachbuilts costing £40,000. Production was very limited and the Buccaneer name was bought out by the Explorer Group. Along with the tourers, the motorhomes were to be developed for the 2000 season under the aegis of Michael Hold.


  German motorhome manufacturer, La Strada, used Richard Holdsworth as its importer and found that its Regent E, Avanti and Spree models sold well in 1999.


  Autocruise brought back the Valentine name with a compact coachbuilt design that cost £20,000. A rear entrance, full washroom, pull-down bed and a good specification made this an excellent buy. Holdsworth had last used the Valentine name a few years previously.


  Marquis, the southern-based, fast-expanding motorhome dealer that was opening branches as far north as Preston, announced in August 2000 that it was joining forces with Autosleepers to form a new group based at the Autosleepers Orchard Works at Willersey, consolidating both companies.


  Rumours were rife that touring caravan manufacturer Avondale was developing a new range of coachbuilt motorhomes. Formed in 1970, Avondale had been involved in caravan production and also mobile homes, even owning a touring park at one stage. The natural progression was motorhome production, which happened in 2002 with two Fiat-based models; the Seascape three berth and Seaspirit two berth. Eaunched at the Earls Court show in 2001, they were well received.


  Brownhills was busy importing Rapido and Esterel motorhomes, as well as the South African Jurgens Elite 8700, which cost £68,000 in 1999 and came with a complete end bedroom and on-board generator.


  Lunar – back in the frame – was finding its Roadstars selling well with a new 720 added. The interior followed the company’s Delta touring caravan range with cherry wood furniture.
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  Lunar’s Roadstar has proved very successful. The interior of this 2001 model is based on the company’s touring caravan Delta range.


  More imports arrived on the UK scene, this time from Spain with the Benimar. Built in the same vein as Italian units, the Europe 6000 model cost £29,995, but had an impressive specification that included microwave, solar roof panel and air adjustable suspension (an option with Eunar). In fact, it was just stuffed with goodies!
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  Spanish-built Benimar Aereo shows the fixed rear bed layout. The finish is good with more than a hint of Italian influence.


  The new Compass Drifters came with docking lights, a US idea that enabled easier night pitching. The Drifters were regarded as excellent motorhomes with their new design.


  Motorhomes were progressing so quickly in style, finish and specification that new models were continually launched. Italy and Germany were the main importers now with France close behind. UK-based manufacturers were fighting off the competition, though, with further conversions.


  Eunar introduced its Newstar range for 2001, which brought the company into the entry-level budget end of the market offering a high specification package for a competitive price, using the Fiat Ducato chassis. A year later Lunar introduced the value-for-money Champ coachbuilts (made in Belgium), which directly affected the Italian invasion. Luxury tourer manufacturer, Carlight, launched its Mercedes Vito-based Cirrus 4-berth model with comprehensive specification and choice of fabrics and wall coverings. Burstner further strengthened its position with two large, low-profile coachbuilts for 2002, with models offering good external storage compartments. Also, the Burstner touring caravan and motorhome were now imported by Northwest dealer, Barrens. I.H. Motor Campers based at Castleford, West Yorkshire, launched its first coachbuilt in 2001, a departure from its usual market of high-top motorhomes. The Nevada was based on a Fiat Ducato chassis.


  The new millennium also saw the launch of the new Ford Transit – a much-improved vehicle – and it wasn’t long before the motorhome industry got to grips with it.


  More imports arrived in the shape of the German Eura Mobil range, brought into the UK by Westcroft. A maker of caravans since 1959, this German concern changed to motorhome production in 1983. Built on Ducato and Sprinter chassis, only left hand drive was available initially. From Belgium came Maesss with the Evolution IV, an A-class coachbuilt which had a rear fixed bed and a price of £45,779. Dethleffs also showed a flair for styling with its Fiat A-class priced from £45,000. Based on a Ducato Maxi chassis, the Premium Globetrotter had striking futuristic looks and a price of £42,500.
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  The 2002 Dethleffs Premium class motorhome from Germany has futuristic styling on this A-Class design.


  Timberland had its own high-top conversion with a rear lounge, but also imported a new range of GRP coachbuilt motorhomes from EVM System of Italy. With a full specification that included an integrated rollout awning, these Renault Master 2.8TD-based units had a price tag of £43,850.


  UK maker, PRV Ltd, launched its demountable Wildmoor, which had special welded aluminium framework with waterproofed foam insulation. As the Multicruiser of the late seventies, the Wildmoor was so designed to slot fully over the base vehicle to make it look like a regular motorhome.


  Marquis Motorhomes was importing its own Italian A-class units and having special Swift and Autocruise designs built as well as carrying all the popular makers' models. Swift's motorhome model range had further increased for 2002 with the Ace range (ex-ABI UK touring caravan name bought by Swift in 2001). Intended as competition to the Italian imports, the Ace Novella Roma model was priced at £30,560 and featured a large rear storage area for bikes under the fixed, high-level bed. Swift's other Italian beater is the Sundance, which has a high specification but very competitive price.


  Explorer's Buccaneer motorhomes (formerly a top Compass model) saw the light of day in 2002. At £40,950, the Buccaneers are incredibly well finished, inside and out.


  The motorhome industry is thriving in the UK with over 5100 units sold in 2001. Although a quarter of the figure of new touring caravans bought in the UK each year, sales are catching up, though it's debatable whether motorhome sales will ever overtake tourer sales. What is encouraging is that UK producers are some of the best in the world. From humble beginnings the motorhome looks set to continue, with new base vehicles, high specifications and the freedom it gives its owner. What the next 10 or 20 years hold in motorhome design remains to be seen, but, whatever happens, the UK will hold its own with innovative designs and forward-thinking. Already it's meeting the challenge of major European manufacturers. The future looks good for this increasingly popular leisure vehicle.
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  This 2001 Elddis Sunseeker 25 motorhome demonstrates that UK manufacturers are producing some of the best units in Europe, with up-to-the-minute interior and exterior designs.
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This well-known model is now based on the new B.M.C. 260 JU chassis which has many outstanding features

that will assuredly enhance the reputation of the Cotswold Series C which has already gained world-wide renown

for quality and comfort.

Several variations of interior layout are offered — a double bed or two singles — with or without ‘walk-through’
access from cab to caravan. Full details of the Cotswold Series C and the choice of interior layouts are given overleaf.
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2000L & 2500GL

309 WINCOLMLEE - MULL - NUZOOE - Tek 0482227231
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THE LIGHT CRUISER
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TEA TABLE AND CORNER OF
DRIVER'S SEAT. LADY'S CABIN

VIEW OF SALOON FROM WINDSCREEN.

CORNER OF
GENTLEMEN'S WIRELESS AND
CABIN, GRAMOPHONE






OEBPS/Images/004.jpg





OEBPS/Images/127.jpg





OEBPS/Images/003.jpg





OEBPS/Images/128.jpg





OEBPS/Images/006.jpg





OEBPS/Images/130.jpg





OEBPS/Images/005.jpg





OEBPS/Images/129.jpg





OEBPS/Images/088.jpg
Introducing . . .

THE CREIGHTON CLUBMAN
MOTOR CARAVAN

It's Brand New for 1973—built by Creightons,
a name well known at home and abroad for
Design and Craftsmanship In Caravans and
Cabin Cruisers.

Write for Brochure to:—

CREIGHTONS (NELSON) LTD.
CHARLES STREET
NELSON, LANCS. BB9 7YG
Telephone: NELSON 65273





OEBPS/Images/124.jpg





OEBPS/Images/087.jpg
18'3"” Long. 7’6" Wide. 97" High.

Dodge M-300 Chassis. 104" Wheelbase. Tyres 7.50 x 16.
6 ply front and dual rears. Alternator 60 amps. Battery
70 Amp-Hour. Engine 318 cu. in (6212 c.c.) V8 Petrol,
212 HP with positive crankcase ventilation. Transmission

3 speed automatic

Power steering. Power brakes. 21 Gallon petrol tank
4 Berth (2 double beds). 3 Burner cooker. Automatic
oven with hood.
4 Cubic gas/el

tric refrigerator. Stainless steel sink.

Furnace providing forced air heating (16,000 B.T.U.'s
thermostatically controlled). Rear bathroom with marine
toilet (and holding tank). Wash basin, shower and vent.
Running hot and cold water with 5 gallon heater. 30
Gallon water tank. Waste water holding tank. Tinted
windscreen. Reversing lights. Aluminium fully insulated
body work. Vinyl floor tiles. 12 Volt interior lights,
wired for mains 110/240 volts, contoured drivers and
passengers seats. Cigars lighter, twin 70 amp batteries.
Mains water hook un.
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'---------
PLEASE RUSH ME THE FOLLOWI '-

Colour book of Motor Caravans =]
and stock lists
Motor Caravan Rental pl ‘

NAME ..
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AS EUROPE'S BIGGEST
MOTOR CARAVAN SPECIALISTS
WILSONS GIVE YOU MORE

Bradford Centre with new covered Bhowrooms §

Aerial view of 2acre Centro, Castle Donington A
Epsom Centre v

YT T
|’} | | 2
| VIiIlL 4
Bring the family - they'll enjoy
Wilsons expert service. No-one will
pester you, When you want advice,
you'll find Wilsons staff very helpful.
'heir experience is at your disposal.
. & v Ifya‘;unm't.cl?rﬂe ﬂlnﬁl%ﬂ[}ll]bﬂwﬂ{.
At Wilsons 4 big comfortably modern 1] send for stock list and dstalls or the
Centres, you'll find the biggest choice | | &J MLUL S Ts Te ko Nt
of Motor Caravans - new and used - in St ; VIR SIS T S
s v U Prices start low - as 1ow as £800-and
Motorised ‘leisure home' from modest StAY extra-competitive right through

2-berth ‘weekenders’, mediumsized hio arse stock. Part Bxohanges, [rmm————————

slovating reck aouvecsions 1o the Re-Purchase facilities are all on the
luxury coachbuilt and palatial A e

end to your nearest Wilsons Centre
‘Winnebago’ and Suporior” American 17 *
Motor Homes on display. ease send me
LONDON

| 8took list and free details

GET MORE Fon Acre Lane, SW2 58U, }’::’%1237845 ;4?11. I;?i,ﬁ",‘,f‘.ﬁ,f,ﬂ,“"“ s
I
e :
s i [~
NEAREST (~ st
W“.SONS CENTRE E‘U"sumTEft%‘z'sgm Street,
ITS EASY TOREACH_) "=

| S 3‘96“ \

“THE FRIENDLY AGENTS’
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A LUXURIOUS HIGHWAY “YACHT.”

‘The “Crellin Highwsy Moter Yacht," mmnmnwcamm-hmmmrnmm
of a Liverpool business man, is & luxurfous Iarge-scale touring vehicle costaining night amd day accommodation for
crew of three and eight passengers. It s virtually a flat on wheels, and both lounge and bedroom mplvvidldwlkh

sound-proofl walls. Thmhlf"wlflxwmMﬂmummtﬂmdlﬂﬂwth‘
bullt by Short Bros. “Yachts' of this kind, varied to suit individual requirements, can now at prices
i varylng from £5,250. The six-cylinder eagine develops 110 b.h.p. and will propel the vehicle at 55-60 m.p.h.
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P

_ . British Leyland Motor Caravans
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CLLES

MOTOR-CARAVANS
GOSTA GREEN
BIRMINGHAM

Phone:Cent. 472

EGOLES CARAVAN ONH CArD 26 W EQELES CARAVAN ON
FORD I-TON GCHA®SIS.H HIS CARD SHOWS PLANS OF n SQCL‘ ALBION Q%b&lé

T el

PRACTICAL SALOON COACH BUILT i) | = B0,
CARAVANS OF PLEASING APPEARANCE ! : h
BUILT ON MOTOR CHAS81S

ALL THESE CARAVANS HAVE PULL-UP WINDOWS
EACH SIDE OF DRIVER

ECCLES CARAVANS FOR MOTOR CHASSIS ARE
BUILT TO ORDER & ARE COMPLETE WITH AL FITTINGS
AS SHOWN ON THE PLANS ; BEDS ARE SPRUNG &
UPHOLSTERED. INSIDE IS FRENCH POLISHED AND
OUTHIDE |5 PAINTED TO CHOICE @ & @ 2

THE PRIGES SHOWN ARE FOR APPEARANCE
SIMILAR TO THE CARAVAN ON THE FORD 1-TON
CHASSLD
( [F BUILT A5 APPEARANCE ON ALBION mea)

THE PRICES ARE HIGHER

DHESSE
5 BiLW

CARAVANS SUITABLE FOR MOUNTING ON
|-IoN CHAS51S MorRis, Foro, Erc.

0.

N 248 E 250 PANELLED IN STEEL—

<2421 £260 ARMOURED PLYWDD

. 247 ,g 245 126" LONG FROM SCREEN

SuITABLE FOR 30 cwt CHABSIS Pl

N°2420 2325  Fivioopl STheaRe
15 Fr.LoNG PROM 2CRREN

ECCLES eAN SUPPLY ANY NEW CHAS516 & CARRY OUT THE GOMPLETE WORK. ALt soaritie A Tamia

PRicts QUOTED AT WORNS # # OTHER DEBIGNS TO SUIT CUSTOMERS UTENBILS ARE SUPPLIED &.50
BUILT TO ORDER. FITTED BY ECOLES THAT THEY

ECCLES CarAvANG ARE THE G 4 G a5
LIGHTEST & STRONGEST BUILT HAVE HUNDREDS ON THE ROAD & GANNOT BREAK OR RATTLE®
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MOTOR HORSE-BOX

AN ULTRA LOW LOADING BOX FOR 2
HORSES ON 24 H.P BRITISH BUILT FORD
COMMERCIAL CHASSIS WITH SPECIAL
DROPPED EXTENDED REINFORCED FRAME

NO\'E Lm/NE.ss OF FLODR TO GR
RAMP # THIS |

% A
WINCH ' STALLS ARE
CANVAS

IN WASHABLE CANV/

BUT POSITION OF
T BAR CAN BE MODIFIED
IF ORDERED

WIDTH BETWEEN PADDING
FOR EACH _HORSE 26
LOADING HEIGHT ONLY 24'
RAMP VERY' WIDE 73
GROOMS' COMPAR] SOMPARTMENT.
COMFOI]TABLE AND

ENGINE 24 HP, WITH 4
SPEEDS AND REVERSE
TWIN TYRES AT REAR @

Immlon LOOKING i FROM GROOMS' nnoons SOMPARTMENT - NOTE AMPL
THIS CAN

CMESTB OP o\vﬁ\\flna B SE FOR Eﬁ*’l‘g & 4
el Rpar I T
SPECIAI. FEATURES

' RE Lo WL 3
FAST AND SMADT! OF LOW
UNOBWRUCTED FLODR SPA (E D O ER R FOR 2 BIG HUN'I'ERS
ACONTROLLED ENELAgUR WILL AL AR TD DRIVE THB(MPG}’Z TEEEBgX FROM THE SCREEN.
LARGE STORAGE LOCKERS, OVE! 8RIVER UN%ER GRADMS SEAT, UNDER FEED BOWLS.

Price at Works £ 510-0-07
CONFORMS TO THE LATEST MINISTER OF AGRICULTURE AND FISHERIES REGUIATIONS.
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LS

DOUBLE HORSE-BOX
BEDFORD CHASSIS
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v
% | LONDON & PROVINCIAL
I ANTIVIVI SECTION SOCIETY,

224 REGENT STREET,
LONDON, SWI.
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N°l0 ECCLES CARAVAN
ON FORD TOURING CHASSIS

ECCLES MOTOR CARAVANS
GOSTA GREEN BIRMINGHAM
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First of the line,
the 1913 caravan
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ELEVATING ROOF

This easy to handle elevating roof provides
standing height over its entire area and being
fully counterbalanced can be opened or closed
in 10 seconds. Furthermore, the vehicle can be
driven with the roof up or down.

Roof ventilation and head lining to avoid condensation are incorporated

The elevating roof can be fitted to Moto Cara-
vans on all vehicle makes but where a ‘ Loft”
is intended a fixed roof should be used.*

Price, when fitted with the conversion

£95

into this unique design and the continuous side windows can be left

open if desired.

THE LOFT . . .

down

*The *Loft" is a luggage rack when travelling
which turns in 60 seconds into a spare bedroom
on top for children or two adults

2 Stretcher BUNKS £15

THE AWNING-TENT

Free standing for driving on or olT For use on
side or rear doors, 6'6"x 6'6” x 63" complete
with poles and guys. In stout rain and rot proof
canvas, Aw with all-round valance.
£13:15

Tent with 4 overlapping roll-up sides numg 1
MOTO-CARAVANS. £29:

£59:15

Complete with valise

FIBRE GLASS HIGH-TOP

Height : Standing 6’ 2°, overall 8 4", Large
storage locker_between ‘original cab roof and

fibre glass roof.
£85

2 Stretcher BUNKS £15

THELOEY . . . . W

A luggage rack with patented tent construction
4"x4"x 6' 6" covered with stout rain and rot
proofcanvas. Rot proof duckboard flooring and
ladder, fitting all MOTO-CARAVANS.
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The Standard Ten - Martin Walter Dormobile

This ‘exploded” view of the Dormobile
shows the car ready 1o seat four pas-
sengers in comfort, with considerable
Iuggage space in the rear and which is
accessible through the two rear doors.

Her a car that will serve either as a light caravan, a comfortable saloon or a goods van,
and can be converted into one of these types in a matter of seconds. The Standard Ten
Dormobile is the answer to the growing demand for an economical multi-purpose vehicle
which will serve its owner in business, in a private capacity and on holiday. As a saloon car
it provides seating for four adults. The seats are upholstered with spring case cushions on
spring laced frames. When required as a sleeper the seat can be instantly folded into position
by means of a patent semi-automatic single movement action to form a comfortable bed
for two, or as a single bed with the driver’s seat in the seating position. Alternatively, the rear
seat can be folded close against the front seats and the Dormobile can carry a driver and
front passenger with a full load of baggage at the rear.

The rear seat is instantly detachable, so that

the whole of the original vehicle load

space is available when the vehicle
is needed as a goods carrier.
The seat can be removed
and used as a picnic seat.

EQUIPMENT

Ventilation: Front window of
wind-down type, with swivel
draught-deflecting front panels.
Side rear windows fitted with
st * three-way" ventilation
panels, giving effective air
conditioning without draught
Upholstery: Hard wearing
washable red leather grained
Vynide material.

Interior finish: Interior sides below
the waist lined with attractive
leathercloth covered lining boards.
Rear side window surrounds
finished in oak veneer boards,
with interior paintwork to
harmonize with trim.
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THE DANBURY

MOTOR CARAVAN ON THE 1970 VOLKSWAGEN.
DANBURY CONVERSIONS LIMITED

DANBURY, NEAR CHELMSFORD, ESSEX PHONE DANBURY 2224/5
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NO 14, INTERIOR ECCLES CARAWVAN ON CHASSIS AS
NUMBER I2AND 13 FROM WINDSCREEN. ON LEFT, WASHBOW!
LD RAISED. SEATS MADE INTO BEDS, TABLES FOLDED AWAY.






