
A new generation of urban delivery trucks with driver efficiency at  
the heart of their design is poised in the wings ready to start work.  

But haven’t we seen something like them before, wonders CM?

PAST THE PARCEL
CLASSIC TRUCKS: DENNIS PARAVAN

WORDS: BRIAN WEATHERLEY

The Book of Ecclesiastes got it right: 
“There is no new thing under the sun.” 
There’s no better example of that 

singular fact than those futuristic delivery vehicles 
due to hit the streets within the next 12 months. 
Despite their 21st century electric drivetrains, from 
the outside the all-new Volta Zero and Renault 
Oxygen bear a striking resemblance to a truck that 
appeared in CM more-than 60 years ago. Back in 
our 8 August 1958 edition we waxed lyrical about 
another revolutionary city slicker, borne from the 
desire of an Essex-based parcels operator to run 
something different to a ‘standard’ lorry and a UK 
truck maker willing to build it. That revolutionary 
lorry was the Dennis Paravan. 

When it comes to the optimum shape of the 
perfect parcels van, imagine a giant shoe-box 
turned on its side. Now mount that giant shoe-box 
onto a flat-topped ladder chassis with a drop-frame 
at the front to get a reduced entry height into the 
low-floor driving compartment. Next, put the steer Im
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axle behind the drop-frame and a drive axle at the 
back, then add a low mounted drivetrain of your 
choice, and you’ve got your basic mission-matched 
urban delivery vehicle fit for the future.

It’s remarkable how many of the above 
attributes promoted on newcomers like the Volta 
Zero and Renault Oxygen previously appeared on 
the Dennis Paravan. Big-volume cargo body with 
integrated cab? Check. Easy driver access? Check. 
Cab doors that don’t swing out into the traffic flow, 

Early urban idea: 1952 Dennis 

Stork chassis was trail-blazing 

perfect parcels van platform
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Lovely little mover:  

Paravan kerbside door 

could be left open for rapid 

multi-drop deliveries
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One of the first 
considerations 

must be to 
enable the 

driver to do 
his job with 
the utmost 

efficiency and 
speed

Very neatly packaged: Getting to the Perkins 4-cylinder diesel engine was easy thanks to the  

removable cowl in the driving compartment. The gearbox was accessible via trap-door in the load floor

or knock pedestrians over when you open them? 
Check. Lowered seating position and maximum 
glass area so you can quickly spot vulnerable road 
users? Check. What were we saying about nothing 
new under the sun?

The Paravan story really started in 1952 when 
Guildford-based Dennis Brothers unveiled a 
novel low-height 3-ton chassis at the Earl’s Court 
Motor Show. Called the ‘Stork’, it was powered by 
an underfloor flat-four Perkins diesel and as CM 
reported at the time: “The Stork has been built 
for special bodywork, having a dropped extension 
for a low entrance at the front and affording more 
body space than normal.” It clearly got some people 
thinking, one in particular being RB ‘Dick’ Brittain, 
MD of South Benfleet-based national parcels and 
goods services operator Essex Carriers. Remember 
this name as he appears throughout the Paravan 
story, including as a contributor to this magazine.

NARROW THOROUGHFARES
In an article written for CM in January 1954 
headlined ‘The ideal parcels vehicle’, Brittain 
insisted: “In designing the ideal parcels delivery 
van, one of the first considerations must be to 
enable the driver to do his job with the utmost 
efficiency and speed.” Those thoughts are echoed 
today by the designers of both the Volta Zero 
and Renault Oxygen – but we’re getting ahead 
of ourselves. He continued: “Another thing to 
keep in mind is that the vehicle will have to 
operate in narrow thoroughfares and that what on 

normal [bonneted] vehicles may be only a minor 
discomfort can assume major proportions on a 
van, and the efficiency of a parcel delivery service 
can be affected by the operation of vehicles having 
awkwardly placed handbrake or gear levers.”

Rather than adapt a standard vehicle for 
specialised work with all the compromises that 
entailed, Brittain suggested a workable alternative 
was already available: “An underfloor-engine goods 
chassis having dropped frame extensions at the 
front and rear, such as the Dennis Stork, provides 
scope for the ideal parcels van.” He then listed all 
the must-haves of the perfect parcel carrier, all 
illustrated by a series of detailed artist’s cutaway 
drawings for which CM had become famous, all 
naturally based on the Dennis Stork. 

His words were strangely prophetic. A fortnight 
later a news story appeared in CM entitled 
‘Another angle on the ideal parcels van’ which 

Things to come: (Above) In 1958 CM predicted the parcel van of 

the future. (Right) It arrived two months later at the CV Show
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Not content with reporting on Paravan, soon after the 
first example was delivered to Essex Carriers, CM got 
behind the wheel, declaring: “As well as the advantages 
gained from the angled nearside front door giving direct 
access to the body from the cab, the new van possesses 
excellent riding qualities and is easy to drive.” While the 
Paravan’s chassis suspension had 
to make do with all-round single 
elliptic springs with no shock 
absorbers, it proved extremely 
steady, even unladen. To test 
it, CM’s man placed a canister 
of scouring powder on top of a 
packing case over the rear axle 
on the centre line of the vehicle 
before reporting: “A run of  
16 miles into Southend and back 
failed to dislodge it. Only the 
descent of a steep hill with an undulating surface shifted 
it from its marked position!” 

Despite misgivings about possible noise 
intrusion from the Perkins engine under the driving 
compartment, we noted: “The volume of noise in the 
cab was much less than in some forward-control 

vehicles with a similar engine conventionally sited.” Moreover: 
“All controls are light, and the gear and handbrake levers are 
conveniently placed. Good weight distribution shows up in 
the lightness of the steering, which requires little effort in slow 
manoeuvring, whilst remaining sensitive at high speeds.” 

In a later full road test, we thought it showed “attractive economy 

for a vehicle of its type,” adding: “It is reasonable to suspect that the 
Paravan will return an overall average fuel consumption figure of 
between 18mpg and 19mpg under normal city-service conditions.” 
We also found its ride quality was of “a very high standard under all 
conditions,” before adding: “This smooth ride is of importance not 
only to the driver but also to customers, as often the parcels carried 

in a vehicle of this type can be 
quite fragile and therefore liable 
to breakage over bad surfaces. 
This is not likely to happen with 
the Paravan, however, because 
even when driven fast over 
cobbles, no harsh shocks were 
felt. Wear and tear on the body 
will be reduced also.”

We then went on to say: “The 
steering is comfortably light. 
The van corners well and does 

not seem to roll unduly. The brakes are pleasant to use and gear 
changing is good, partly because of the small travel of the short 
lever, which like that of the handbrake, lies below the level of the 
seat cushion so that it does not obstruct access to the driving seat 
from either side of the vehicle.” Any qualms we might have had 
about engine and gearbox maintenance were also dispelled thanks 
to the clever use of access panels. 

Our only criticism was the heaviness of the Paravan’s four-piece 
up-and-over corner door, which required a fair amount of manual 
effort is raise it, “which suggests that 
most drivers will prefer to operate 
with the door left open.”
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reported on an unusual parcels van based on a 
Dennis Stork that had just entered service with 
“one of the biggest parcels carriers in the London 
area.” The operator in question, N Francis of 
Dalston, East London, had bought a Stork chassis 
and had a voluminous 17.8cu m body built onto it. 
However, unlike Brittain’s original concept which 
kept a separate cab, the driving compartment on 
the Francis van was not only fully integrated into 
the parcels body, but also topped off with a Luton 
head offering an extra 4.24cu m of space over the 
driver – talk about a giant shoe-box!

Access to the driving compartment was via a 
folding jack-knife door on the nearside “so the 
driver, if he so wishes, can leave the door open 
when making a delivery.” CM also noted: “A normal 
type of door is fitted on the offside, but this need 
never be used as the cab floor has no obstruction 
[thanks to the Stork’s mid-mounted underfloor 

CM predicted an 
average fuel 

consumption of 
18mpg to 19mpg 

under normal city 
service conditions 

for a Paravan

NEED TO KNOW

Step this way: Angled  

kerbside door allowed a 

Paravan driver to exit directly 

forwards or to the side
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engine and drop-frame chassis] and is easier to 
enter at the nearside. Another point is that, as the 
driver uses the nearside door, he is also able to take 
note of any obstruction such as a bicycle which 
may have been parked close.” We then concluded:  
“The degree of visibility from the driver’s seat is 
high and could scarcely be improved upon with 
dispensing with pillars altogether.” So, 67 years 
before TfL applied its Driver Vision Standard, here 
was a DVS-compliant vehicle already operating on 
London’s streets.

QUICK SUCCESSION
Later that summer CM dropped in on the company 
to see how its Stork, being run “experimentally”, 
was faring in the operator’s 72-strong fleet which 
consisted mainly of regular bonneted Thames 
3-tonners and 5-tonners with separate bodies. The 
new van’s kerbside jack-knife door came in for 
heavy praise: “Not only is it easy to operate but it 
can be left open should the driver have a number of 
deliveries made in fairly quick succession.” Indeed, 
the only criticism we detected was that the Stork’s 
relatively low front end meant its front bumper 
could ground when leaving or entering a yard if the 
road camber was excessive.

Two years later in June 1958, Dick Brittain 

My ideal van: East London-based  

N Francis was the first to put a big 

parcels box on a Dennis Stork chassis

The Project  
Oxygen rigid 

features a sliding 
side door on the 
passenger side 

which removes the 
risk of it opening 
into pedestrian 
areas or onto a 

cyclist

NEED TO KNOW
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RENAULT AND GEODIS TAKE ON OXYGEN
It’s hard not to glimpse distant traces of the Paravan 
in Renault Trucks’ Project Oxygen, a joint venture with 
Geodis to develop an all-electric 16-tonne delivery 
vehicle that, in the words of the French truck maker, 
will “seamlessly blend into the urban landscape, 
among other road users in areas with traffic and even 
in pedestrian zones.” It certainly shares many of its 
attributes including a lowered driving position and 
good all-round vision thanks to a large windscreen, 
enhanced by distinctly 21st century multiple cameras 
instead of rear-view mirrors, offering a 360 degree view. 

In a further shout to Paravan, the Project Oxygen rigid 
features a sliding side door on the passenger side which 
removes the risk of it opening into pedestrian areas 
or onto a cyclist. The driver can also enter and exit the 
driving compartment on either side, made easier by a 
cab access height much lower than a standard truck. 
Delivery of the prototype, which will be built at Renault’s 
Blainville-sur-Orne site, is scheduled for the end of 
2022; urban delivery trials in Paris will begin in 2023.



The degree of 
visibility from 
the driver’s 
seat is high 
and could 

scarcely be 
improved upon 
with dispensing 

with pillars 
altogether

was back in CM, this time co-authoring an article 
with the magazine’s technical editor John Moon 
with yet more lavish cutaway drawings. Under the 
headline ‘The parcels vehicle of 1968’, both men 
engaged in some extended crystal ball-gazing, with 
their prognostications on the ideal urban warrior 
once again based on a drop-frame chassis, similar 
to the Dennis Stork. This time, however, they 
considered how it might be improved by using 
plastic body panels, all-round air suspension, and 
a 100hp air-cooled ‘gasifier’ engine – basically a 
small, horizontally opposed power unit where the 
pistons are not connected to a crankshaft but rather 
act reciprocally on each other pushing back and 
forth within the cylinder and using their exhaust 
gas energy to power a small axle-mounted turbine. 
Gear changing was to be handled by a torque 
convertor auto box. Talk about tomorrow’s lorry!

Nevertheless, the original giant shoe-box shape 
comprising an integrated driving compartment 
and cargo area remained, albeit with an interesting 
tweak. For the 1968 van, Brittain and Moon 
envisaged cutting off the front nearside corner of 
the box at an angle of 45 degrees to create the door 
aperture, as it would not only present a much wider 
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GROUND ‘ZERO’ – VOLTA’S ALL-ELECTRIC URBAN WARRIOR  

The all-electric Volta Zero from the self-styled 
“leading and disruptive full-electric commercial 
vehicle manufacturer” is another urban 
warrior that tips its hat in the direction of the 
Paravan. The Volta driver also 
enjoys a low driving position, 
albeit centrally seated. Design 
work on Zero has been done by 
Warwick based Astheimer Design. According to founder Carsten 

Astheimer, with the Zero “we had three main priorities: safety, ease 
of ingress/egress, and the best driver environment of any truck 
on the market.” Like the Paravan, the Zero is aimed specifically at 
inner-city distribution operations with the driver at the forefront, 
not least in terms of easy access thanks to rear sliding doors on 
either side of the cab. Volta says it’s already received over 5,000 
pre-orders for the Zero including from Clipper Logistics, DPD, 
DB Shenker, Petit Forestier and Nobl Drinks, with Clipper and DB 
Schenker starting their own trials with evaluation units later this 
summer. Zero series production is expected to start before the end 
of the year. The first model will be a 16-tonner, joined soon after 
by an 18-tonne version. By 2024 7.5-tonne and 12-tonne variants 
will also be added.

In the frame: Zero’s drop-frame 

chassis provides excellent ingress and 

egress for city delivery drivers



doorway than would be possible 
if the door were to open in the 
plane of the cab-side, but also 
make it possible for the driver 
to leave through the front of the 
vehicle when drawn up close to 
a wall or another vehicle on the 
nearside, like on a loading bank. 
The aperture would be enclosed 
by a full height, glazed, jack-knife 
door.

By careful loading at the depot a 
driver could, via a gap in the bulkhead behind his 
seat, also access the cargo body and deliver his 
parcels consignments starting from the front to the 
back. 

The advantage, claimed the authors, were that: 
“After loading, once the rear shutter and tailboard 
have been locked [via a switch close to the driving 
seat] they can be kept closed throughout the 
delivery round, thereby 

crowd, not least due to its 
‘cyclops’ single headlight, 
460mm entry step height 
(distinctly lower than 
those of the time), and 
4.8m long/16.99cu m fully 
flat floor body that could 
be accessed directly from 
the driving compartment. 

Unlike the Stork, Dennis 
managed to fit a conventional 

front-mounted 55hp Perkins P4 engine in the 
Paravan frame. The little 4-cylinder diesel sat 
upright over the front axle without compromising 
the driving compartment’s floor. A four-speed 
manual gearbox was mounted behind it.

MAJOR PLAYER
While Dick Brittain clearly deserves recognition 
for his role in the Paravan’s development, there was 
another major player in its creation – Eddy Barber, 
Essex Carrier’s general manager during the 1950s 
and 1960s and Brittain’s son-in-law. By the time the 
company’s first Paravan arrived it had grown from 

Shoe-box shape:  

Sparshatt’s Paravan integrated 

body was perfect for parcels 

work and could be unloaded 

front-to-back

guarding against pilfering. The 
driver only has one door [at the front] to lock each 
time he leaves the vehicle.”

Oddly the future arrived sooner than expected, 
for two months later CM trumpeted the launch 
of the Dennis ‘Paravan’, a 3-tonne payload fully 
integrated parcels van with a custom-built body 
by Sparshatts atop a (naturally) drop-frame 
chassis and featuring that strange front corner 
entrance, only now  with a four-section glazed 
door that could be raised like a garage door and 
stowed above the driver’s head. Moreover, the 
first two chassis would go to Essex Carriers, with 
Dick Brittain credited as having “cooperated with 
Dennis Brothers in the final design of the new 
vehicle.”

The Paravan certainly stood out from the 
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Long before anyone ever heard of a Direct Vision Standard, 
in 1960 Morris and Austin (later collectively BMC) unveiled 
the strikingly original FG cab on a 2-axle rigid chassis up to 
5 tonnes GVW. Not only did the FG cab sport deep curving 
kerbside windows to aid driver vision when parking in tight 
corners but its rear corners were angled inwards by 45 degrees. 

As its doors were rear-hinged, when 
opened they barely reached the 
outside of the truck body, so there 
was no chance of the driver clouting 
a passing cyclist or pedestrian. The 
FG’s designers used the term “angle-
planned”, but it quickly became known 
as the ‘thrupenny-bit’ cab, after the old 
pre-decimalisation 12-sided copper 
coin. While its innovative shape created 

less space inside for drivers, the 
FG proved a big hit with urban 
operators, especially bakeries, 
laundries, and delivery companies, 
well into the 1970s.

BMC’S FG THE ORIGINAL DVS CONTENDER?

modest roots into a major parcels and distribution 
operation covering all of Essex, parts of London 
and Suffolk with a fleet of bright orange vehicles 
consisting mainly of normal control bonneted 
chassis-cabs with separate box bodies. 

 Though sadly no longer with us, in 2016 Barber 
put down his thoughts on the Paravan in an article 
for the local Benfleet Community Archive website. 
Despite the demands of management, Barber was 
more than willing to experience life at the sharp 
end, as he explained: “Occasionally I’d go out with 
a driver if there was some problem with access to a 
delivery point. It dawned on me that a great deal of 
time and energy went into climbing out of the cab, 
walking around to the back, and clambering up into 
the body, then back down and back into the cab 
afterwards. The manufacturers didn’t seem to have 
studied ergonomics at all when designing the access 
to the driving seat. In fact, some Fords we had at 
the time were not only devils to get into and out of, 
but downright uncomfortable just to try to operate, 
with the gear lever nearly level with one’s shoulder 
for a short person like me.”

It was Barber who suggested to Dick Brittain 
the idea of creating access to the load from the 

front of the body, as well as the rear. “After a great 
deal of ending up blind alleys, we settled on what 
became the Paravan, for which Dick provided the 
first basic design. The body form was easily decided 
on between us, but the chassis proved a major 
sticking point. It called for a really low, dropped-
front driving position forward of the front wheels 
and the lowest possible chassis height. We shopped 
around the manufacturers who built in the 3-ton to 
5-ton range; they were polite, but dismissive of such 
a crackpot requirement. They couldn’t conceive 
sufficient demand to justify initiating a production 
line, nor where they could accommodate a small 
detail like the engine.”

OPEN-MINDED
Brittain and Barber’s investigations eventually 
led them to Dennis Brothers who in 1958 were 
still building conventional haulage models, though 
were equally well-known for their fire engines, 
ambulances, dustcarts and other specialised 
vehicles. “They had rather more open minds than 
others,” recalled Barber. “Not only did they solve 
the problem of the engine but also the snags that 
arose in how to accommodate the controls to the 

No loose change: Thruppenny Bit cab proved popular with delivery companies

Shut that door: (Above) BMC cab advert 

from October 1967 shows its urban-

friendly attributes. (Left) Morris FG 

rear-hinged door: open it and you won’t hit 

a pedestrian or cyclist

After a  
great deal 

of ending up 
blind alleys, 

we settled on 
what became 
the Paravan, 

for which Dick 
provided the 
first basic 

design
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gearbox and steering with the front wheels behind 
the driver – not something at all common in those 
days. By adapting one of their other specifications, 
they came up with a 3-tonner with a body floor 
height of around 3ft 3in. They also devised a  
diesel with the engine behind the driver and 
cantilevered the front driving position, so it was 
just inches above the usual kerb height. The driver 
could step down a few inches, turn left and step up 
into the body.”

Recollecting the Paravan’s unusual cab entry, 
Eddy admitted: “One mistake we made was to 
make the front door on the angle rather than 
having a flat front, which would have obviated 
complicating the bodywork, and using an up-and-
over door, but it seemed a good idea at the time!” 
And not just by Brittain, Barber and co, either, for a 
similar angled entrance would be offered by Albion 
on its Claymore cab the following year.

MORE EXPENSIVE 
Dennis built the first two Paravan chassis for Essex 
Carriers, designating them with the serial letters 
‘SX’. “They were more expensive than something 
off the standard production line,” reckoned Barber. 
“But we thought them a good investment.” At 
the time, all Essex Carriers bodywork was built 
in-house to a standard pattern. However, for the 
Paravan the company approached bodybuilder 

Sparshatts which, though “rather doubtful”, was able 
to meet the company’s requirements. But where did 
the name Paravan come from? “We went through 
all sorts of variations of words for a suitable name 
and Paravan tripped off the tongue most easily,” 
wrote Barber in 2016.

Despite the Paravan’s undoubted attributes, 
Essex Carriers’ drivers took some persuading, as 
Barber remembered: “The first stumbling block 
was the novel concept of loading front-to-back. It 
seemed to be some heresy of the ‘driver’s creed’, 
while the now familiar format of sitting in front of 
the front wheels took some getting used to. But 
gradually, when it sank in that working on such a 
vehicle was much easier and less tiring, especially 
in the city streets where most of the work was, 
they came to be accepted and envied by those still 
clambering about many times a day. They proved 
easier to winkle into and out of restricted spaces at 
the kerb too.”

SHEER QUIRKINESS
Yet for all that, Barber ultimately concluded: “The 
cost of building such a specialised vehicle turned 
out, on balance, to be greater than the cost-savings 
at the time, and two Paravans were all we could 
justify buying. Of course, later when we instigated 
a productivity scheme that tied earnings to number 
of deliveries, they really came into their own – but 
that’s another story.”

Eventually Essex Carriers’ two Paravans 
came to the end of their life, though six years 
ago Barber wondered wistfully if there wasn’t a 
Paravan “languishing in a wood or field or some 
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CLUE TO THE WALK-THRU IS IN THE NAME  
The Commer ‘Walk-Thru’, launched in 1961 with payloads from 1.5 tons 
to 3.0 tons and either petrol or diesel power plants, was arguably the first 
real attempt to build an integral van in large numbers. Operators could buy 
it as a chassis-cab or integral van with a factory-fitted body up to 9.9cu m, 
though independent bodybuilders offered even larger bodies. Walk-Thru by 
name, walk-through by nature; drivers could access the cargo area by simply 

standing up and walking into it, there 
being no bulkhead on the van model. 
The seats could also tip up for easy 
entry into the cab, even though the 
low first step was behind the front 
axle. Van models had sliding doors 
(chassis-cabs had scissor doors) 
ensuring deliveries in narrow streets 
were a breeze. It proved popular 
with large fleets across two decades, 
especially parcels carriers and high-
street retailers, before finally being 
replaced in 1979 by the 50 Series.

Industry pathfinder: Commer Walk-Thru  

was arguably the first attempt to mass-build  

a van with an easy-access body

VOLVO’S BUS-BASED DISTRIBUTION CONCEPT VEHICLE  
To ease the burden of city delivery drivers in 2004 Volvo based its Distribution 
Concept Vehicle on a mid-engine 18-tonne B12M bus chassis fitted with an 
integrated 10.2m long body that 
could be accessed directly from 
the driving compartment. With 
no engine under the cab floor, 
Volvo reckoned the DCV driver 
“literally walks out of the vehicle 
instead of jumping down from the 
cab onto the road, which means 
less of a strain on their knees and 
joints.” Though obviously bigger, 
it clearly followed in the Paravan’s 
footsteps.

Step this way: Volvo DCV Distribution Concept 

was based on bus chassis for easy access



The cost of 
building such 
a specialised 
vehicle turned 

out, on balance, 
to be greater 
than the cost-
savings at the 

time
● Thanks to Eddy Barber’s son Bob, and Frank 
Gamble, website editor at Benfleet Commu-
nity Archive, for all their help in researching the 
Paravan story and allowing the use of extracts from 
Eddy Barber’s original article on the BCA website, 
and also to Surrey History Centre

A smooth operator: Even driving 

over the cobbles of Guildford High 

Street the Paravan impressed 

CM’s tester with its ride quality

farmer’s barn waiting to take its place in the history 
of transport as we know it today.” As for other 
Paravan users, the only other company we know of 
that took the plunge was N Francis, the operator 
who’d previously blazed a trail with the Stork, 
which took a single chassis.

So, why didn’t Paravan create a bigger stir? 
Admittedly, it was much too specialised for general 
haulage, but that was never going to be where it 
excelled. Likewise, its sheer quirkiness would have 
undoubtedly put off conservative vehicle buyers 
of the 1950s and 1960s, as would its price. And 
although Dennis launched a MkII Paravan in 1965 
with a greater 4-ton payload, it didn’t do any better. 
As for Essex Carriers, they’d go on to build more 
vehicles with the same body concept, but based on 
less expensive standard Bedford forward-control 
chassis, before being absorbed into Atlas Express 
in 1969.

How to sum up the Paravan then? Regardless of 
its idiosyncrasies, we’ve no doubt the Paravan was 
years – if not decades – ahead of its time. Indeed, 
it was with considerable justification that Eddie 

Barber asserted back in 2016: “Dick Brittain and 
I invented the walk-through parcels van which 
today are operated in their thousands by myriad 
organizations like UPS and other such giants.”

Whoever claims that title, what’s not in 
dispute is that 60 years ago Dick Brittain, Eddy 
Barber and Dennis Brothers laid down the 
foundations of today’s urban warriors. 

Still not convinced? We’ll simply repeat the 
words of Bruno Blin, president of Renault Trucks, 
at the recent launch of the joint Renault/Geodis 
Oxygen Project: “This new truck will be designed 
for the driver’s working comfort and safety, and 
for the safety of city dwellers.” 

We can’t wait to see it – 64-years ago CM was 
enthusing about a truck that was rather similar.
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