
How it was developed .. . 

Five years of fighting and struggling are now over. 
But the story behind P76 and how it was conceived 
and proved is fascinating. Here's how it all happened. 
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"WE HAVE MADE more blool 
decisions on this car than any of 0 

competitors have ever made abo 
theirs." So says Dave Beech, director 
product development, Leyland AI 
tralia, on the new P76. 

And he just might be right 
although GMH, Ford and Chrysl 
would certainly dispute the claim. 

Whether it 's right or wrong it de 
mean that P76 is essentially Australi 
and is totally competitive with t 
mainstream of medium-sized Australi 
cars. And that is what's important. 

It has taken more than a decade 
fighting to convince first BMC, and th 
Leyland, that to be really competitive 
Australia it wasn't good enough simI 
to modify English cars for Austral 
What was needed was an Australi! 
designed and engineered car whi 
broke away completely from a 
limitations imposed by basing a car 
an English vehicle. 

It would be fair to say the fight} 
been conducted ever since the MOl 

Marshall (remember the Marshall?) 
1958 vintage. The Marshall was the fi 
in a long line of cars which WI 

released under the guise that it had be 
specifically engineered for local c( 
ditions. Actually it was there only 
give the Morris dealers something to s 
while the Austin dealers had the alml 
identical A95. 

After the Marshall the fight rang 



P76. Suspension and engine are 
. as on production car. Note 
cleaner is from Holden 253 V8. 

ry different Austin 1800s. On 
is the V8 with an extra four 

Inserted into the mudguard and 
t Additional cooling slots below 

ormal grille were the only other 
• ou could pick it. 

a series of cars based on the 
1500 - which culminated in 

2 Morris Elite - the six-cylinder 
Freeway and, ultimately, the 

drive Morris 1500 and X6 
none of these was the car the 
wanted to build or even 

to build. 
the best example of this 
frustration is the car the 

built up to be the Austin 
This was a Freeway with six 

added to the overall width to 
it far roomier, plus an independ-

rear suspension. The car was 
built and running when 

killed it off on the grounds of 
d insisted the Freeway appear as 

a six-cylinder version of the 
A60. 

in . 1962 a study group was 
ished to look into the possibility 

building a genuine Australian car. It 
a part-time group working without 
knowledge of England and without 
clearly defined objectives. However, 

was finally written and it is 
to note that the Buick light 

oy V8 engine which, of course, is now 
the P76, is mentioned as being the 
d of engine BMC would have liked 

or their dream car. 
While this group contemplated the 

ture it was decided for them. A total 
ge of front-wheel drive was coming 

o t of England and BMC decided this 
w the route the Australian company 

ould follow. 
And so we saw the Mini/llOO/1800 

models which achieved a notable degree 
of sales success in the lower end of the 
market - initially anyway. The trouble 
was that there were no replacement 
models in the pipeline and the cars 
proved troublesome and expensive to 
repair compared to the conventional 
opposition cars. 

That segment of the market in which 
Leyland was most competitive was also 
under strong pressure from the Japan
e e, who had the capacity to change 
models quickly and could adapt more 
readily to the shifting patterns of the 
market. 

The 1800 fitted into the lower end 
of the most popular medium-sized 
section of the market when it was first 
released, but as the "Big Three" 

The Rouer V8 engine as it was to be 
installed in the 1800. It was adapted to 
take a Borg Warner 35 automatic 
transmission and used a gear train to 
transmit the driue from the engine to 
the driue shafts. 

The ultimate Q-ship: Austin 1800 V8. 
Engine fitted with few modifications 
although radiator needed separate 
header tank and filler. 
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IT'S AN ALL-AUSSIE EFFORT 
Continued from page 20 

Work went ahead on the develop
ment and construction of the fwd VS in 
February, 1965, and the car firs~ ran on 
March 10, 1969. It was dunng the 
building of this car that Leyland finally 
decided that the only way the company 
could remain profitable in Australia was 
by producing convent~onal cars: 

However, as a design exercise. work 
continued on the fwd VS. 

Basically it was a Mk II lS00 body 
reworked to accommodate the new 
engine/transmission unit. The only 
exterior differences between the VS and 
the normal car was a four-inch ex
tension of the front mudguards and 
bonnet - it was virtually unnoticeable 
unless compared directly to the stand
ard car. 

Front seating and the control lay~ut 
were also designed to be representative 
of the proposed Model B car. 

No changes were necessary to the 
rear suspension, but the position of the 
front Hydrolastic displacers had to be 
changed due to the width and .length of 
the VS engine. These umts were 
ultimately placed vertically in the new 
A-frame suspension carrier, which was 
rubber-mounted to the body. 

A cross-flow radiator was fitted with 
a separate filler and expansion. tank .. 

The VS engine was a basIc 3.5-lItre 
Rover with the capacity increased to 4 .2 
litres by fitting a Repco single-plane 
crankshaft, increasing the stroke fr~m 
2.S inches to 3.37 inches. Special 
pistons were manufactured and these 
changed the compression ratio from 
10.5 to 9.56. Before installing the 
engine into the car dynamometer tests 
showed the engine developed 154 bhp 
at 4400 rpm and 236 lb/ft torque at 
2000 rpm. 

The transmission consisted of four 
separate assemblies which had only to 
be bolted together. The drive was taken 
through the standard Rover .torque 
converter via a front pump ~to a 
gear-train which transmitted th~ dnve to 
a Borg Warner 35 automatic tr~ns
mission, although on produc.tI~n 
versions it was planned to use a cham In 

lieu of gears. The transmission was 
located below the crankshaft and engine 
sump and off-centre to the left. The 
drive was taken out of the front of the 
transmission case into the final drive 
from which drive shafts transmitted the 
drive to the front wheels. 

The four major assemblies were: 
converter housing, gear-train housing, 
transmission housing and final drive 
housing. All four were :ast in 
aluminium. Chevrolet Corvarr com
ponents were used in . the ~inal drive 
housing with a final dnve rat~o. of 3.27 
being fitted, although. proVISIO~ .was 
made to instal a 3.55 ratio and a limited 
slip differential. 

The prototype weighed 50 lb under 
the original target but the fina~ Leyland 
road test report on the vehicle su.m
marised the problems involved . It said : 
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"While the characteristic vibrations 
for the single plane crankshaft w:ere 
most pronounced it provided the vehICle 
with an excellent engine performance. 
The completed vehicle weighed 2700lb 
and the power unit 570 lb. . 

"The light steering efforts at parking 
speeds were most impressive but under 
power with the wheels on lock, the 
efforts became excessive. 

"Handling while cornering under full 
throttle was superb but with part or 
closed throttle the vehicle exhibited 
strong oversteer. With 4%-inch rims 
fitted this was unacceptably severe. 

"The power unit design proved 
feasible but the development and 
manufacturing costs of the transmission 
and associated components when com
pared to the alternative 'common 
industry' rear wheel drive systems now 
available dictated that this scheme be 
discon tinued." 

In fact, to build the fwd VS instead 
of P76 would have added $400 to the 
retail price of the car. And on costing 
made in 1969 the P76 would have cost 
$100 less to make than even th~ lS00, 
so Leyland decided the prIce of 
advanced engineering was intolerably 
high. 

But the secret was not in building 
just another conventional medium sized 
sedan. It had to be different without 
being revolutionary in the sense of the 
fwd range. 

"If we produced another Holden/ 
Falcon/Valiant it would be a bloody 
failure," says Dave Beech. . 

The answer was to build a car which 
fitted the Australian customer's ideas on 
size, mechanical layout and perform
ance bu t with European standards of 
ride: handling, trim and interior design. 

The result is P76. 
Once the mechanical configuration 

and size was chosen (and they follow 
Holden/Falcon closely) the car had to 
be styled. 

Three styling studios were aske? to 
submit offerings to fit closely specified 
design parameters. 

One came from England under the 
direction of Roy Haynes, an ex-Ford 
man who styled the original Cortina and 
later the Marina; another from 
Michelotti, the Italian who styled the 
Triumph Herald and the Triumph 2000 
and finally, one from Karmann, the 
German firm most famous for the 
Karmann-Ghia VW. 

Their initial drawings were not to 
show the final shape of the car but 
rather to give Leyland Australia an idea 
of how each stylist thought and worked . 

Eventually Michelotti was chosen 
and three alternative quarter-scale clay 
models were flown to Australia for the 
final decision on styling. Then a 
full-scale wooden mock-up was built 
and sent to Pressed Metal, the British 
body-builders owned by Leyland, for 
tooling of the body to begin. 

"We got what we asked for," says 
Beech of the styling of P76. But there 
have been certain misgivings within the 
company on the tail of the car and 
almost certainly when P76 comes to be 

face-lifted it will be the rear-end which 
will come in for the biggest changes. 

Even before the final body shape was 
decided the building and proving of the 
mechanical components had begun, 
using Holden body shells to conceal the 
proposed engine, suspension and so on. 
In January 1969, the first three 
Semi-Engine~ring Prototypes (SEP's) 
were commissioned. 

The three SEP cars - and the four 
prototypes which followed - started 
life as HK HT and HG Holdens. In a 
number of' instances only the exterior 
body panels were le ft of the ori?inal car 
after conversion work was carned out. 

The SEPs formed the basis on which 
final P76 specification would be deter
mined. Off-the-shelf components were 
used where possible to keep costs dow.n, 
but they still allowed the car to be bUilt 
as close as possible to the intended 
design. 

The three SEP Holdens were: a 
four-door sedan, a Monaro and station 
wagon - the three projected m?del~ for 
P76. They were given the deSignatIOns 
505 , 507 and 50S. 

SEP 505 : Originally a Holden sedan 
equ ipped with IS6 engine and column 
shift au to. It was converted to a 
standard Rover 3 .5-litre engine, with all 
o ther mechanicals remaining standard. 
The engine was then replaced by ~wo 
varying versio ns o f the Rover engine, 
both 4. 2 li tres. 

In December, 1969, conversion work 
began t o instal the proposed P76 rear 
axle and suspe nsion and to fit mock-up 
Macpherson struts and rack and pinion 
steering. 

505 was also used for development 
of basic front and rear suspension 
geometry including spring an~ rubber 
bush rates. Finally a 2.6-htre ohc 
six-cy linder unit was installed. 

SEP 507 : Commissioned in Septem
ber 1969, originally a Monaro equipped 
with 253 VS engine and manual 
transmission. 

The second stage was the fitting of a 
4 .2-litre engine and P76 front suspen
sion. A standard floor shift Rover 
automatic transmission selector was 
slotted directly into the Holden console. 

507 was the first prototype used to 
develop the P76 power steering mech
anism which is closely based on the 
J aguar XJ6 unit. In fact , the first 
system was made by st~etchi~g .a 
left-hand-drive XJ6 rack and inverting It 
then placing it in the P76 location 
forward of the axle. . 

Apart from major suspensIOn 
development, 507 has also been used for 
detail development such as exhaust 
system, automatic transmissi?~, tuni?g 
and calibrations for determIning shift 
points. . 

SEP 508: The station wagon . ThiS 
car was originally equipped with a 
six-cylinder engine and three-speed 
manual gearbox. Between May, 1970. 
and September it was comple~ly 
converted to P76 suspension and engme 
components. 

In its original state the ~ar w~ 
subjected to cooling and drIve-tram 



development tests to gain information 
on the clutch and gearshift mechanisms. 

After the semi-engineering pro
totypes the four engineering prototypes 
were built up from components made to 
design drawings. These cars were not 
fact-finders in the original sense, but 
proving vehicles built to exact specifica
tion. 

Their main task was mechanical 
systems development: brakes, suspen
sion and steering. 

The designations for these four 
vehicles were: 509, 510, 511 and 512. 
Again, all were Holdens. 

MEP 509: This car was a sedan with 
six-cylinder engine and three-speed 
manual gearbox. It was commissioned in 
June, 1970, and from then until 
January, 1971, it was converted to P76 
specifications. 

In effect, this car was the Holden 
body-shell grafted on to P76 engine and 
gearbox, suspension and exhaust 
system. After conversion work finished 
in January, 1971, 509 was immediately 
started on a high mileage durability 
program until November, 1972. 

509 covered more than 68,000 miles 
- more than half on unsealed roads 
before the bodyshell was involved in a 
highway "sandwich collision that ended 
durability career". This car is now 
engaged on emission control research. 

MEP 510: In Holden form, 510 was a 
sedan equipped with column auto, 
power steering and air-conditioning. It 
was commissioned in August, 1970, and 

by March, 1971, had been converted to 
full P76 specification - this included 
Leyland's own power steering mechan
ism and air-conditioning unit. 

MEP 512: A six-cylinder manual 
originally, 512 was commissioned in 
January, 1971, and from then until 
August underwent conversion to the 
first road-going 2600 cc. version of the 
Kimberley overhead cam unit. 

MEP 511: Originally a sedan with 
six-cylinder engine and column shift 
manual transmission. 

It was the most important prototype 
built, yielding a tremendous amount of 
information in a number of areas. It was 
commissioned in June, 1971, after 
extensive conversion work involving 
grafting the Holden bodyshell onto the 
full P76 underbody, including fioorpan, 
'front and rear suspension and engine. 
P76 seats and steering were also 
substituted. 

This vehicle then entered on a 
program to determine structural dura
bility of the complete underframe. It 
was run for 8000 miles on outback 
roads, brought back to the factory, 
stripped and examined and modified 
where necessary. It then underwent a 
further 19,000 miles of outback testing. 
including brutal transmission tests. 

During all this component develop
ment work Leyland was setting up the 
tooling necessary to build the final P76 
and get it on the roads by 1973. 

At one stage - two years ago - the 

TOURING 

British board of directors of Leyland 
had second thoughts about the whole 
program and ordered a total halt to the 
development work. Not to be deterred, 
the Australian team continued in secret 
until the order was reversed. 

Now the car is a reality. Five years of 
struggle is over for the small band of 
men behind P76. They have proved that 
the local company can build a car from 
the ground up and in doing so have 
given Leyland a design centre away 
from England. In the long-term this 
gives the company, on a world-wide 
basis, a much wider choice of models. It 
means that both England and Australia 
can be used as a source for cars. It has 
been this ability to pick up designs from 
the US, England and Europe that has 
made the "Big Three" so difficult to 
challenge in the past. 

But the ultimate test is yet to 
come ... Will the public buy P76 (and 
the break-even point of P76 and Marina 
is 45,000 vehicles a year) in sufficient 
quantities to turn the fortunes of 
Leyland Australia around or ... 

Finally that name. Lord Stokes 
picked P76 as a code name because he 
liked the way it rolled off his tongue. 
But 12 months after picking it he asked 
Beech, "Who the hell chose that name?" 

P76 was never really intended to be 
the model name of the car, but it has 
become so closely identified with the 
car that it was decided to use the tag on 
the final version. * 

Stock List and Leaflet 

Rental details 

Send comprehensive 
'Book of Motor Caravans' 
$2 enclosed 
(Includes air postage) I 

NAME ......... .. ...... ............. .................. , 

Tourhlg In a Motor Caravan Is the ideal AD 0 R ESS , way of seeIng more of Europe's excIting centres. No hotel costs or .... . ........ . ............................ . ...... . 
booking problems. you just drive your oVon home wherever and whenever you please. 

Wllsons are Europe's Biggest Dealers and offer. Over 250 New and Used vehicles to choose \ I 
¥e~r:l c,u~~~%~/~;;~;~~~:n~~~ y!r;;,~~6f-~~~8ff'b~61:s\ftL~g~~g~tf.rt8ft8oN Telex 918859 . -.-- ...............•..... .. .........•..... .. .• -........•••. .. . .• . .• 

WILSONS MOTOR CARAVAN CENTRE Acre Lane, LondonSW25SUEngland. .. STATE ............................................... , 
Also In Bradford. Yorks. Castle Donington. Derby. Epsom, Surrey. • 
OFFICIAL OPERATORS "BOAC Landcrulse Motor Home Holldays" ... P CODE ~ 

Recommended by Banks. Travel Agencies. Automobile ASSOCiations, Clubs. Atrlines, etc. ~ ~ w~~";":;;3"""';' ~ -_ .... 
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