
 ARC Narval + Veyrat 630 > 

ARC Veyrat 630 becomes ARC Ellipse 

plus Sports Racer to a renewed Ellipse… 

Where shall we start? Let’s 
start at the beginning. But 
ah, what was the beginning?  

 

This is the later story really, 

because the car itself first 

entered the light of day in the 

1990 Paris Salon.  ARC had 

been trading as a car building 

concern since 1972; cars were 

only one of ARC’s lines of 

business, but by 1990 they had 

built a relatively large number 

of successful sports and single 

seater racing cars aimed at the 

French motor-racing scene. 

However the Veyrat 630’s 

father was Patrick Veyrat, but it 

was Michel Faure, father of 

ARC, whom was its surrogate. 

Patrick was a wealthy 

enthusiast at the time who owned and raced Ferraris 

and had recently bought a Berlinetta Boxer after selling 

his Daytona. But he wanted to create something local 

along similar lines, perhaps more like the Ferrari 348, 

but more accessible pricewise for enthusiasts. By 

‘something similar’, it was intended to be a car suitable 

for regular road use, but also a handy tool for 

competition – like a 348.  

Veyrat’s daytime work was in fact a florist, a Parisian 

florist of some standing. As such, he had an inherent eye 

for design and style. But he lacked the mechanical design 

knowledge, hands on expertise and facilities to build a 

car to the standard he envisaged, without some outside 

involvement. 

For this he was advised to go to ARC, and in 

particular Michel Faure for help. Faure, a trained 

professional engineer used a variety of tubes and riveted 

aluminium for his racecars. Some were almost pure 

monocoques while others had more tubes in their 

design. His very first car, which remained a one-off, used 

a lot more tubes than sheet in its structure, and for the 

first two Veyrat 630s which appeared at the Mondial de 

l'Automobile in Paris in 1990, he adopted a similar 

theme; a latticework spaceframe augmented with sheet 

aluminium.  

The first two cars were non-runners at the show. 

One was yellow and the other red. The red one was sold 

on to a customer in Essonne, a southern suburb of Paris, 

who modified and finished it, augmented with CG parts, 

and then licenced it as his own brand. It is not recorded 

what became of it, what it was called, or whether more 

were built. 

Meantime, not seeing things in the same way, Veyrat 

and Faure parted company. Faure totally remodelled his 

car – more of which later, while Veyrat sought new 

partners to do his own version. He approached his friend 

Noël Dewavrin who shortly after sent an affable Félix 

Brown around to see him. Brown had raced and worked 



on single seaters and Alfa cup sports-racers cars in his 

earlier days, but now ran a workshop with a certain Mr 

Karim Laghoueg. Their business was known as Karfex 

made up from Karim + Félix. Karim had started working 

at a very young age in the racecar workshops of JRD, 

under the direction of Marcel Morel. Having been an 

attentive disciple of this learned engineer stood him in 

good stead with no concerns around technical 

complexity.  

Dewavrin formed the third person brought into this 

association. As well as being a personal friend of Patrick 

Veyrat, he was a great enthusiast and drove at the time 

a Delta Integrale and a 6 cylinder Kawasaki. He’d also 

bought a few examples of the French Monica sports 

saloon. 

While Veyrat ‘played’ artist-plastic-surgeon and 

revisited details of the body,  Félix and Karim went back 

to the drawing board. They replaced the square-tube 

spaceframe with a multi-tube design that incorporates a 

rectangular section backbone and a similar rectangular 

section engine bay bulkhead that directly absorbs the 

major loads for mounting the engine and transmission. 

Rear suspension loads feed into this bulkhead too, but 

mount onto the main frame at their rear. The main 

frame is constructed using a very special light-gauge 

‘ovoid-triangular’ 

section chrome-

alloy-steel tube 

(25CD4S) of 

40mm outside 

dimensions. This 

tube is used at 

each major cross-

section point, 

such as the front 

and rear of the 

frame, the scuttle, 

firewall, and 

where the 

rearmost ends of 

the front 

wishbones mount 

to the chassis.  

The same 

ovoid tube is then 

used to connect 

these sections 

together, and in 

doing so roughly 

forms an ‘L’ shape 

structure down 

each side of the car. The vertical part of each ‘L’ includes 

an upper and lower tube that goes all the way from front 

to rear, and skirts along the side of the passenger 

compartment beside its occupants. These are joined 

vertically to each other in a variety of ways; 

triangulation, braces, struts. The third main tube in the 

‘L’ lies outside of these, and skirts along the sill. It starts 

at the firewall (B-pillar) and concludes at the rear of the 

front suspension. It is triangulated to the inner lower 

tube along the side of the passenger compartment and 

also has another “curved triangulation” to the upper 

tube, mid-point along the side.  

The same tube material is used again from the outer 

edges of the scuttle to the front of the chassis, with an 

A-brace below it 

that goes out 

from the centre 

of the scuttle to 

near the top 

suspension 

mounting 

points. These 

outer side-sill 

tubes and the 

upper front 

tubes from the 



scuttle forward form part of the passenger protection 

structure while at the same time being an integral part 

of chassis design: an ‘L’ provides bending stiffness in 

both the vertical and lateral axis, and is better than a flat 

structure in torsion too – especially when aided by ‘a 

little curved triangulation’ in the middle. While the front 

bracing obviously helps keep the front structure from 

twisting and bending under ‘road-load’, it also diverts 

frontal impact compression into the side and backbone 

structures. The open bay up front of this works as an 

initial crumple zone… and provides space for luggage. 

Why use ‘curved triangulation’ rather than a more pure 

straight tube? In side impact, the curved tube will bend, 

allowing it and the outer side tube to absorb more of the 

energy, thus reducing the deformation of the inner 

tubes protecting the occupants. 

The rest of the frame, consisting mainly of smaller 

bracing and triangulation pieces, is made from another 

‘ovoid-triangular-section’ tube with the same material 

properties, but is more tightly curved on its minor radii 

and is narrower across its ‘width’ or x-axis. It is an 

interestingly complex multi-tube chassis, as it 

incorporates many mandrel bent curves, triangulation, 

backbones and other such details. The tubes themselves 

are not easy to bend, and once bent, are said to be stiff 

under load. Bending required the use of a special 

Mingory Bender, otherwise it would have needed each 

joint to be cut and welded. The frame was then panelled 

with aluminium in along its inner sills and floors. 

Aluminium was also described at one point as 

supporting the lower legs of the occupants…? Maybe 

there was a double skin that rose in front of the seats 

and sloped down to the pedals/ foot well, but from the 

pictures seen, the car was by no means un-trimmed 

when presented to the press, and indeed appeared well 

presented and finished for comfortable everyday use.  

The claimed performance of the chassis in bending 

and torsion was said to be high, although no figures 

were provided. Certainly the few who drove it said it was 

exemplary. The whole car, including the chassis 



obviously, was also designed to meet all current crash 

tests and ECE safety standards, which it did at the time 

it was offered for sale. Yet, the chassis itself weighed 

only 80kg while the dry weight of the entire car was 

said to be just over 800kg. 820 and 826kg were both 

quoted as production weights; these likely included 

water and oil. 

Body work is made mainly of polyester glassfibre, 

with some carbon detailing. Changes Veyrat made for 

his blue car over the original two cars included a B-

pillar Targa section that allowed for an integrated roll 

hoop and a simple lift-off roof section that could be 

stored within the boot. It also had a rear window, 

whereas the original two cars were fully convertible. 

However, the plan was to offer three formats; 

Roadster, Targa and Coupe. Other obvious changes 

included faired in fixed headlights with projector beams 

rather than the original’s pop-ups.  

The bodywork from the start included a front chin 

spoiler with individual ducts just above for the brakes 

and another main duct inbetween these for cooling and 

ventilation. Faure had insisted that the engine bay was 

spacious both for ease of working on and for 

ventilation. To this end larger-than-life side-ducts 

feed the engine bay with cool air. These ducts start 

leading in down the sides of the doors and feed into 

a large slot just behind them. They provide air for 

brake cooling, engine, and transmission. Ventilation 

exits out via large slats in the rear deck above the 

wheel-wells, and out through a wide narrow slot across 

the rear of the deck. Excessive exhaust heat can exit via 

the aperture around the tailpipes. Such attention to 

cooling details was important as the engine bay itself is 

largely enclosed by the underbody air management 

system which includes two quite prominent rear 

diffuser-tunnels in the gaps between the wheels 

and engine. Other features include a sharply 

cut-off ‘stern’ and a recessed tailboard that 

would help reduce turbulent drag. Body lines 

were kept smooth with no unnecessary 

drag inducing appendages.  

The engine chosen was the 3-litre Alfa 

Romeo V6. This is an interesting choice but 

an understandable one at the time. The Alfa 

motor in sohc form weighed 170kg, as 

opposed to the French PRV’s 150kg. It was 

60° making it taller but perhaps its 

architecture made it better suited to the twin 

venturi / tunnel design under the rear of the 

car. It also produced 197bhp@5800rpm in 

Cloverleaf form, or even 207bhp in SZ tune at 

6200rpm; the same or better than the original PRV 

 

 



engine in Turbo tune... It was also a similar short 

stroke motor (93x72.6mm giving 2959cc) but had 

less torque if using the SZ option. Veyrat chose the 

more available Cloverleaf, however, which at 202 

lb.ft @4400rpm had 10 lb.ft more torque than the 

best non-turbo PVR, but at a further 800rpm up 

the rev-range. A final deciding factor was possibly 

a result of ARC’s involvement in the Alfa Cup 

series; so no doubt it had availability on its side. 

The 24-valve version of the V6 came online in 

1990, and by 1992 was producing 225bhp with 203 

lb.ft of torque at a lofty 5000rpm. These engines 

were listed as an option and were said to develop 

230bhp with the Veyrat exhaust system. The V6’s were 

available in both north-south and transverse layouts. It 

was perhaps surprising that the latter transverse option 

was chosen for the Veyrat, along with its standard 5-

speed transaxle, but transverse mounting can 

sometimes offer more compact packaging. 

The engine itself reveals the reason for the second 

part of the car’s name, Veyrat 630, for it denotes 6 

cylinders, 3.0 litres, in the reverse manner of that used 

by Ferrari in their V6 and V8 range of cars. 

Suspension is round-tube double wishbone front and 

rear, incorporating some ‘odd’ shapes with triangles 

braced by curved inner tubes on the lower fronts. Each 

wishbone is different (top and bottom, front and rear), 

but is fully adjustable on Unibal spherical joints. 

Eyeballing the geometry, it appears to have very low roll-

centres. All spring damper units are height adjustable 

coil-overs and use Unibal mounts too – no rubber is used 

in the suspension; even the anti-swaybars use spherical 

joints at their outer ends. However, all spring damper 

units are mounted outboard to the hubs, both front and 

rear, and incorporate integral bumpstops.  

The steering rack is mounted forward of the front 

‘axle’, while brakes are very adequate! Even by 2012 

standards. They are the same as those used on the 

Jaguar XJR15, that being large diameter (330mm front / 

300mm rear) ventilated AP discs with 4-pot magnesium-

piston alloy-callipers that were known to stop the 

450bhp 191mph Jaguar very powerfully. Hubs were 

specially designed and cast in alloy for the Veyrat too.  

 Indeed, little remained of the original cars in this 

purely Veyrat version bar the engine and transmission, 

and a considerable degree of the body. The reason 

stated for this was that Veyrat and Karfex felt the 

original two cars were a bit too race-car oriented. Karfex 

were, however, based in Étréchy, on the back door of 

Left: Blue 630 

Beneath: Red Veyrat 630 

Below:  Nice touches – ‘630’ by cap 

 



Montlhéry where some of the testing and development 

work was carried out. Indeed, Karfex were a custom-

build race and road car shop and contained the means to 

build customer cars from scratch. So road or race, they’d 

look at it… Noël Dewavrin himself was Karfex’s front 

man for a time. Heading Veyrat’s job sheet for Karfex 

was the order to produce a useable road car with 

competition car attributes; a racecar of the road that 

met all ECE compliance standards.  

Other equipment included beautifully clean star-

wheels by Gotti wearing P700-Z 16 inch Pirelli tyres; 

205/50 16 ZH front and 225/50 ZR 16 rear on 7 J 16 and 

8 D 16 rims. Wheelbase and track widths (f/r) are 2510 x 

1565/1560mm (98.8 x 61.6/61.4”). Length, Width and 

Height are 4180 x 1830 x 1140mm (164.6 x 72.0 x 45.7”). 

The electronics even included a data logger. 

Echappement drove the car over a couple hundred 

or more brisk kilometres. They took it to a variety of 

road types to assess its performance under different 

conditions, and yet commented at the start that final 

changes had just been made to the rear wishbones 

without time to dial the car back in. Even so, they went 

looking for a deserted back road with raised camber and 

bumps and ruts in order to assess stability under difficult 

conditions, and found a narrow one to suit. They 

expected to find harsh reactions due to the Unibal 

mounted suspension, but were confounded by its 

relative poise. Their wisdom said that such suspension 

mounting methods were not really suited to road use, 

and yet the Veyrat coped quite unexpectedly well and 

provided driving sensations ‘as if competing on the Targa 

Florio’. They then took it to the track and noted that it 

was very direct and sharp there too, with ease of control 

on the limit.  

Steering, without power assistance was experienced 

as being ideally precise and yet light enough to not be a 

concern at low speeds. The ‘mesmerising V6 Alfa Romeo 

gives a couth but beautiful voice’ they enthused, and 

with such light weight, provided rapid transit. 0:100kph 

was a reasonably quick 6 seconds (0:60mph about 5.7 

sec), top speed a quoted 280kph (174mph).  

Rapid hard cornering gave minimal roll with great 

balance and adhesion; Echappement stated that the 

excellent tyres, balance and distribution of masses were 

worth all the electronic gadgets a car might otherwise 

possess. No, the Veyrat didn’t even have ABS, which was 

not so extraordinary for 1992 – least not for a regular 

everyday car. However, they found the brake power, 

balance and modulation was such that ABS was all but 

superfluous. They were impressed, which was not to be 

taken too lightly. Echappement is a big magazine with at 

least half of it pages devoted to motorsport, and an 

obvious involvement in the sport and much interest in 

the engineering and performance of cars – many on-the-

limit pictures pervade their test reports. 

With respect to the lack of harshness with spherical 

joint suspension, I think it was Rolls-Royce who said 

rubber bushes were only an excuse for poorly 

engineered suspensions and chassis. The Guldstrand C4 

GTO Corvette replaced the rubber bushes with spherical 

joints also, and all road tests claimed it rode better than 

the standard car, with less harshness. Spherical joints 

only tend to work well with more rigid large section 

chassis where resonant frequencies are notably different 

from those caused by harsh bump shock loads. 

Summing up, Echappement said they were hanging 

out to test the upcoming car that was to be equipped 

with the 230bhp Quadrifoglio engine and ‘wicked’ P Zero 

tyres, rather than the ‘nice’ P 700-Z. 

So what happened? Some suggest that between the 

team they never came to a point of final signing off, 

where everyone was happy. Yes, that is not uncommon 

with small concerns. Other than that, little is known. 

However, when looking at the chassis photo taken 

around 1992, there appears in the jig behind another 

new chassis in progress. Did these extra chassis ever get 

completed as finished cars?  

There is another anomaly too. The original two cars 

at the 1990 Paris Salon were Yellow and Red. ‘Red’ was 

known to be sold on and completed elsewhere. Some 

thought the yellow car became the basis for ARC’s first 

ARC Ellipse that used the Veyrat as a starting point. But 

as you can see, there is another blue car (head on photo) 

that has the same front end as the original red and 

yellow cars. Was the yellow car later painted blue and 

sold on? Would have ARC completely gutted and 

changed an existing car when it had the means to build a 

completely revised one from scratch – a course that 

would likely be simpler and cheaper in the long run. So 

between them, were there 3, 4 or 5 cars built altogether, 

or more? It seems no one in France knows, all these 20 

years later; at least no one who’s telling, so I guess this 

will remain an open question for the time being. 



 

The ARC STORY and introducing Michel Faure 

Faure’s recorded automotive history starts in 1965, at 

the age of 16, while still at high school. Rising out of a 

project in Morphological (form and structure of an 

organism) and Technical Studies came Faure’s first essay 

in car design and construction. At the time he was 

heavily influenced by the Bauhaus School of design 

which came to the forefront in this first car, the Narval. 

The young Faure took on a big task in what he chose to 

build; it was to be a road car of enclosed coupe layout. 

However, he was totally motivated to build and finish it, 

and on May 23rd 1971 on the Paul Armagnac circuit in 

Nogaro, the Narval did its first laps. It was an auspicious 

day for Faure for it was also the birth of his son Stephen.  

Michel Faure was evidently a sharp student for in 

1970, aged 21, he’d completed his studies in both 

classical science and technical engineering and became 

engineering project manager for a national armaments 

manufacturer. From there he joined race car constructor 

GRAC, in Valencia, France. Obviously on the move and 

with a desire to do his own thing, Faure left GRAC in late 

1970 and founded his own company ARC Industry, which 

in English stands for Workshop-Research-Creation. 

Described by many as visionary and forward thinking, he 

turned to a product area still in its infancy; the design 

and production of parts and assemblies in lightweight 

materials and predominantly in the moulding of 

composites. Faure is also 

described by his friends as not 

being a talker – says little but 

does much. In these early years 

ARC was just him and his wife. 

However, starting in 1977 

Faure returned ARC 

predominantly to auto racing which lasted until 1990. In 

this period 86 Sports Prototype cars were manufactured 

in small series. These cars brought ARC twelve 

consecutive national titles between 1978 and 1989. ARC 

also built two single seat racecars, the MF4 a 2 litre 

Formula Toyota and the MF10 a Formula Renault that 

ran Renault Turbo motors. In 1987, a meeting with 

Patrick Veyrat brought about a major change in direction 

that took 3 years to morph into its new self, and ended 

later in a totally new company direction as far as 

product, but not approach to design and materials. 

The start of all this, and of the direction of the cars, 

was very much his original Narval project which was not 

intended for production.  It and his final model the 

Ellipse were his only road going cars. The name Narval 

comes from the small whale found in the north Atlantic 

which has a long pointed horn, or beak, like a swordfish, 

but thinner and longer. Looking at the car, one can see 

the sense of this name in the car’s form. 

The form of the car came from an intense desire to 

create a new aesthetic purity with an unadorned 



accuracy or deliberation in its detail, while at the same 

time shocking the mind and ‘exciting the inner workings’ 

of his mathematical mind. Yes, the French can have an 

expressive way of describing their intent! 

There is more, but in essence Faure strove to avoid 

traditional answers to questions not asked; he wished 

not to be seduced by expectations and ideas that were 

simply hereditary. He wished the design to express its 

purpose; that of concentrated power, performance, 

driving purism… 

Technically the Narval has a light-gauge three-

dimensional spaceframe using approximately 30mm 

square-section tube that forms the centre of the car. It is 

a centrally mounted single-seat design that has a lot 

more elbow room than any 

single seater racecar. It is 

also more robust than a 

normal tubular racecar 

spaceframe, especially up 

front where it is quite wide 

in order to mount the 

double wishbone suspension, 

and includes a forward pointing 

V shape that provides chassis 

triangulation to counter 

suspension loads …and to help 

with frontal impact protection 

too. With further regard to 

safety while adding to chassis 

stiffness, there is a lattice under 

the driver’s seat and a 3-

dimensional (triangular) 

spaceframe structure around 

the sides of the (open) cockpit. 

Panelling on the outside of the 

frame is more about enclosure 

than chassis stiffness, though it would have some small 

benefit here too. 

The bodywork for the lower half of the car is fixed in 

place by light triangulated outriggers that extend from 

the central spaceframe. The top half of the car, except 

for the canopy, clips down onto the lower bodywork 

with a number of over-centre catches. This gives 

excellent access to most of the car’s mechanicals. For 

driver access, the passenger compartment canopy 

including its wrap around windscreen flips forward on 

chassis mounted hinges that are located near the 

steering column. All this bodywork fully encompasses 

the car (top, sides, underneath), except for the open 

wheel wells.  



Suspension and steering follow 

period race car practice, with outboard 

spring damper units, forward mounted 

rack and sportscar sized tubular double 

wishbones up front that include a light 

metal gusset at their apexes. These are 

mounted using spherical bearings 

giving full adjustment. The rear has a 

similar contemporary design – basically 

a Chapman strut, including a reverse 

lower wishbone, a top lateral arm, and 

long top and bottom forward facing 

ties (struts) on both sides. Again, 

everything is spherically mounted and 

fully adjustable. 

A longitudinally mounted 1300cc 

Gordini engine, built up in the Magnot 

preparation plant, sits behind the 

driver. As such, it is likely to be one of 

Marc Mignotet’s engines which were Renault ohv R8 

motors (iron-block, alloy head) stretched to 1440cc.  

With two large twin-choke sidedraft Weber 

carburettors, they produce around 140bhp. A110 

Alpines fitted with these engines at the time, and 

weighing in at 1350 lb. (614kg), had the measure of 

Porsche 911s in hill climbs and tarmac rallies. How much 

did the Narval weigh? No one has said, but while no 

super lightweight in its construction, it was not obese 

either; perhaps 560-580kg?. 

The finished car was painted white, then blue and 

red at different times, and had a change of wheels too 

…there is no talk of there being any more than one built. 

It was lightly trimmed, and as evidenced by one of the 

later photos, used on the road. However, the Narval has 

no visible lights… But this very first ARC formed the 

keystone of a design philosophy that pervaded through 

his future range of sports racing cars; something which is 

very evident when viewing the photos. 

The very first ARC sports racer, the MT20 of 1972 

was rather different from all his later cars. It had a very 

close resemblance to the GRAC MT20 which he worked 

on when with GRAC in 1970. Indeed, as the serial 

number reveals, it was really the same car, but a sprint 

version of the same without lighting (except regulatory 

brake lights). It was powered by a 2-litre Chrysler-Simca 

engine and has a greater predominance of spaceframe in 

its chassis than the later cars. The photo showing the 

bare car on the track reveals just how low it is. 

From there on, from the 1977 MF2 through MFs 

3,5,6,7,8 MF12 and 16, the family resemblance is most 

obvious, and in almost all ways, each was a development 

of the previous, with updates to wings, suspension etc. 

The biggest changes between the cars were often the 

engines. For example, the MF7 of 1981 used a 2-litre 

Rather Precarious pedal position – if it wasn’t for the long snout ahead 



Ford Cosworth, MF8 of 1982 the Renault 1600, MF12 of  

1984-87 Alfa Romeo 1500, and the same again for the 

MF16 of 1988-89. The single seaters were earlier in the 

piece, being built around 1980 just before Faure courted 

Jidé with the view of joining forces.  

Chassis for these cars included a very light square 

tube spaceframe over which an aluminium monocoque 

was formed and riveted. The aluminium tub could have 

been self-standing, but was light in itself. If going by the 

results achieved, the two together seemed to offer the 

lightness and rigidity needed. Little technical detail has 

been published on the cars, but looking at the photos 

can give you all the detail I can offer. The photos also 

illustrate how exquisitely the cars were finished. 

In 1987, after meeting with Veyrat and agreeing to 

construct the new Veyrat 630, things started to change. 

Compared to the MF series, the 630 was a quite a 

different undertaking in terms of energy 

consumed to build what was 

indeed a complex machine. 

The first two Veyrats 

apparently had a 

construction that was 

partway between Narval and 

MF. But once Veyrat and 

Faure parted company, Michel sat 

down and started again. This did 

not happen however, until later. It 

roughly followed on from the 

Karfex built Veyrat 630 project, 

after it faltered to an end, not 

having taken off in the expected 

manner. 

Faure’s first ARC version, now 

called an Ellipse, was started in 

1995. It returned to being a full 

convertible. Again details are 

sketchy but the chassis was 

described as being a full sheet 

aluminium affair, which would 

have meant its construction was a bit like those of the 

ARC race cars. The closest idea I have of its likely type of 

design comes from the accompanying picture of the 

MF10 single seater tub. It is interesting to contemplate 

why Faure kept to this style of structure; an aluminium 

tub stretched over a light tubular spaceframe – when he 

had taken ARC product development down the path of 

composite materials right from its inception. But race 

results and contemporary comments indicate it being a 

very effective method of construction. Final car weights 

too show it to be lighter than any comparable composite 

chassis car.  

MF2 chassis below and left   MF15 and MF 16 racing 



The first Ellipse, the one that was a major 

evolution of the original Veyrat, is quoted as 

weighing only 680kg. It uses the Alfa Romeo 

V6 also, in 230bhp Quadrifoglio form, which 

along with its transaxle would weigh close to 

220kg. This meant that the remaining car, the 

body, interior, chassis, wheels, brakes steering and 

suspension weighed only 460kg or so. Certainly, one of 

two extremely light sportscars weigh around this figure 

including their 4-cylinder engines, but it is light for the 

size and type of car – very light. It also resulted in a 

handy power to weight ratio of 338bhp per tonne 

(344bhp/ton). Certain comments suggest that ARC 

mounted the engine longitudinally, this time, with the 5-

speed transaxle in behind. 

Bodywork includes composite materials that are also 

used in the beautifully finished interior along with 

dashes of red upholstery on the bolsters of the seats. 

The stated process of redesign and reconstruction from 

the already light Veyrat was that of eliminating anything 

that is not needed which would not detract from the 

performance or finish of the car; or in finding a ‘better’ 

lighter way of doing the same thing. This process was 

described as “omission of the unnecessary to give grace 

and lightness without altering the meaning”. The style of 

the Ellipse was of the same proportions of the Veyrat, 

but more organic in ‘feel’. This included a more 

smoothed-in front end, with fixed lamps, MT20 inspired 

side scoops and new rear deck with attractive tail light 

assemblies. 

Wheels were again the forged alloy Gotti design, 

with four wheel ventilated discs mounted on alloy hubs. 

All suspension is light tubular and fabricated alloy 

wishbone design – see pictures of the Formula car - 

articulated on spherical bearings. Faure tended to 

reverse the established process at the rear with a 

normal A-frame lower wishbone, and two lateral arms at 

the top supported longitudinally by a radius arm. 

Engine cooling is via a radiator each side mounted in 

sealed tunnels that are fed through the large side scoops 

and ventilate into equally large tunnels at the top of the 

rear deck. This approach, it is said, enables ARC to 

eliminate any cooling fans. Apparently the design allows 

the heat itself to act like a thermo syphon, thus doing its 

own extraction work when stationary. The prominent 

rear diffusers under the engine bay remain. Much effort 

was made to keep the centre of gravity as low as 

possible, and all together towards the car’s centre in 



order to maintain low mass inertia, as in good racing car 

practice… 

ARC followed the yellow car with an updated version 

shown grey in the photos. The pictures themselves look 

as though they could be computer generated, but so did 

several of the Narval, which itself is real enough. This car 

is mostly a style development of the yellow car, and 

incorporates a lift off Targa roof that has separate left 

and right sides which can be unclipped and stored in the 

boot. The grey car’s body is described as being all 

composite carbon-epoxy and polyester glass-fibre in 

construction. This includes the front and rear ‘caps’, the 

central cab section, the interior and the roof; which is all 

much the same as it was with the yellow car.  

The yellow Ellipse was first shown in 1996, and cars 

were offered through to the year 2000. Available data 

on the cars says they were marketed at 500,000 Francs 

(£50,000 approx.), with 3 to 4 being offered or made 

each year. That last part is an unknown. 

After the Ellipse episode, Faure went into avant-

garde architecture and furniture, indoor and out – not 

avant-garde as in stylistic hyperbole, but for practical 

purposes, such as roofs designed to collect sun rays for 

solar energy use, for collecting stormwater in better 

ways, to create new more efficient structural styles etc. 

ARC also conducts much research into new composite 

materials, using nature’s organic products too, plus new 

metal alloys, concrete and glass, new lighting forms and 

so on…  

It seems sad that there were very few car 

enthusiasts who could not see the rather special nature 

of either of these cars, the Veyrat or the ARC. Sure, the 

ARC price was similar to a then current V8 Ferrari, and 

both had less exciting engines than Ferrari, but with 

their much reduced weight (an F255 weighed 1350kg), 

performance was on a par, and handling would have 

been much more agile. 


