
 Let’s get this straight right now; this is a story 

about two cars only or maybe three, so if that’s 

not enough to keep you satisfied, then best move 

on now! It is a story, however, with just a little 

intrigue. But first a diversion…! 

In an English language summary on the car, there 

was little nice they had to say. You understand, 

though, that people can be quite parochial, 

especially when it is something they identify with 

in a personal way… So this probably explains their 

attitude; they were defending a make and model 

of car that was obviously dear to them. At first 

the gist of their article, and then the flip side of 

the page… 

The car the person was all upset about was the 

Costin Nathan GT. You see, he appeared to think 

that the Frenchman who built the Moynet MH68 

destroyed the body and mechanicals of a Costin 

Nathan to get its chassis. However, there is no 

evidence that this happened. Roger Nathan who 

commissioned Frank Costin to design and help 

construct the advanced small sports racer, built 6 

GTs and 6 Spiders of the original Costin Nathan 

design. These were all powered by highly modified 

Hillman Imp Rally motors, which was part of the 

Costin design brief; all in the name of lightness. 

Nathan then went on to build more cars based on 

the original design but revamped to take 2-litre or 

larger engines. These were called Nathan Astra’s 

and Nathan GT’s, of which 18 were built. Even 

this seems to be a little puzzling as the original 

Costin Nathan was designed to cope with power 

outputs up to 350bhp, and indeed some cars went 

on to have 1600 and 2 litre race engines 

retrofitted during their racing heyday. Perhaps 

Nathan wanted 100% of the cake. 

Moynet, we are assured, bought a separate 

chassis directly from Roger Nathan for his own 

project. This happened because Moynet’s first 

plan was fast running out of time to meet his 

goal; that being, to race a GT car of his own 

making in the 1968 Le Mans race. Buying a 

complete car and then stripping would not only 

have cost too much, it would also have taken too 

long, negating the original reason for its 

purchase: time frame. But who is Moynet? 
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 To tell you this with any great conviction would 

take a large article in itself, but let’s see what we 

can do. André Moynet was born on July 19, 1921 

in Saint Mande near the Seine, on the eastern 

outskirts of Paris. By the early age of 17 he’d 

gained a glider pilot’s licence, and shortly 

thereafter in 1939 graduated in engineering, and 

then in the same year joined the French airforce 

as a volunteer. In 1940 at the age of 19 he 

became an airforce pilot. It was the beginning of 

WW2 and he was soon in England fleeing the Nazi 

occupation. From there he flew with a special 

group of fighters on missions over France and by 

the age of just 20 was made a Knight of the 

Legion of Honour. In 1942 he was posted to the 

Free French airforce (Ile de France No2 Squadron) 

and participated in some of 

the most daring raids over 

Germany where he shot down 

a confirmed 6 German fighter 

planes. From there Moynet 

volunteered for a special 

squadron working on the 

Russian front where he as 

squadron captain downed 

another 6 fighter planes.  

After the war he became the 

Commander of the fighter 

training school. In the war he 

won a whole host of 

distinguished honours and 

military awards, including an 

Officer of the Legion of 

Honour, and Commander of 

the same. There were 

numerous other awards too, including decorations 

from the USA, France and Brazil plus recognitions 

in aeronautics. In 1946 Moynet left the airforce as 

a Colonel and became a test pilot at the 

Experimental Centre at Brétigny-sur-Orge, near 

Paris. He also entered politics in the same year 

and later became the Minister of Youth from 

1955-57. In addition to this Moynet held high 

posts in local government such as deputy mayor 

of Saone-et-Loire for twenty consecutive years 

through the 40s, 50s and 60s while at the same 

time being a member of the Assemblee-Nationale 

(House of Commons).  

However, Moynet was especially interested in 

aeronautics and so around 1956 he completed 

Original Costin Nathan cutaway showing style 
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post graduate studies in the subject – I have seen 

just one vague reference to this (amongst many 

others) when referencing his work on aircraft, 

while another said that he was an aerodynamicist. 

And yet for some reason his qualifications and 

business life are hardly ever mentioned in his 

bibliographies. Moynet’s work as a test pilot lasted 

through the 1960s which included testing many 

and various aircraft including jet airliners; he 

became the first pilot to test France’s new civil jet 

liner, the Sud Aviation Caravelle. As a person, 

André Moynet is described as having an 

unyielding zest for life, where everything he took 

on he did with distinction.  

In 1963 Moynet designed and 

had built the first of three 

executive transport prototype 

aircraft known as the Moynet 

Jupiter that used twin flat-4 

and flat-6 Lycoming engines, 

one each end of the craft in a 

pull-me push-you 

arrangement. This unusual 

layout had been used by 

others before, but was not 

common. It brought with it its 

own set of dynamic structural 

and aerodynamic rules 

around design, balance and 

packaging. The first had twin 

fours of 200bhp each, and 

carried up to 5 people. The 

second had twin 360-6 engines giving 290bhp 

each. It was a 7-person craft (including crew) 

with a top speed of 226mph and 210mph cruising. 

Its length was 8.77m, wing span 11.49 (37’8”) 

and yet weighed just 1338kg/ 2950 lb. Its wing 

design was strikingly different with a long 

tailplane taking up about 44% of the total 

wingspan with the elevators filling most of the 

outer part of its trailing edge, avoiding the  

propeller airstream. The plane also had the ability 

to be pressurised and its interior was designed 

with passenger and crew comfort much in mind.  

These first two machines were built for Moynet by 

Matra Aerospace, and were sometimes called 

Matra Moynet Jupiter’s as a consequence. This 

second plane first flew in May 1965. Moynet and 

another pilot flew a number of test flights and the 

plane almost made production when the French 

government took orders, which they then 

cancelled before production started... 

The third aircraft was to be a fully pressurised and 

larger development of the second plane. It was 

taken on by Sud Aviation, but never made it into 

the air. This fact was another that was raised in 

the Englishman’s article, pointedly suggesting - in 

order to enhance his Costin story, that Moynet 

was pretty much a hopeless failure no matter 

what he did… (no wonder the French are very 

guarded about the English!!) However, at the time 

the British were doing no better because the 

Americans had cornered the market with their 

mastermind plan… viz. from 1962-64 Cessna 

developed their own light commercial push-pull 

aircraft. It was a 4-5 person twin boom design 

that was more akin to Moynet’s first craft in terms 

of size and performance. Yet with normal 

American government support, it did make 

production, but that is how American aircraft 

companies got a stranglehold; every plane of any 

note received federal funding provided it could in 

some way perform the dual function of both 

military and civil use. Neither France nor England 



had such deals, as for better or for worse, their 

governments were quite socialist at the time.  

In 1964, in the middle of the aircraft sortie, 

Moynet was into another new venture, designing 

and having built a large planing-hull launch in 

which he incorporated a hull and structure of 

vacuum bagged composite construction. This was 

again a very out there idea at a time when even 

using GRP construction for hulls of small racing 

yachts was just gaining a toehold. The composite 

used an all-new material with a polyurethane core 

that was resin coated before bagging. The boat 

ran two 110 horsepower Volvo-Penta engines, and 

as you can see, planed pretty well. More than that 

too, it was an attempt to build such a craft for the 

lowest possible price. Built by General 

Applications Plastics (English version!) in 

Romorantin - the composites branch of Matra; it 

went on the market for a very competitive 69,000 

F.  How many were built and sold? No idea! And 

just one final thing; in a forum surrounding this 

creative period of Moynet’s there appears a 

discussion with respect to his work on the value 

and performance of wood-composite layups. 

Whatever may be, all this suggests quite strongly 

that Mr Moynet was more than adequately 

knowledgeable and experienced in frame design, 

aerodynamics and vehicle dynamics when it came 

to approaching a land based project…  

In 1967 Moynet took up the position of CEO of 

Saint Institutions Chamond Granat in Courbevoie, 

a firm specializing in the production of equipment 

for the aviation industry. At the beginning in 1968 

Moynet employed Jacques Hubert, former head of 

research at Bonnet, with the objective to design a 

suitable car to compete in the Le Mans 24 hour 

endurance race. It was to be a modern sportscar 

in the idiom of the Alpine-Renault that could be 

used on both road and track. Hubert had also just 

completed the design of an all-new Elina Formula 

France single seater for Formula 1 ace Jean Pierre 

Beltoise; 25 of these cars were eventually built 

and sold by Elina. Hubert was to design the 

chassis and running gear and act as a consultant 

for the project, while responsibility 

for the actual construction was given 

to mechanical technician Stéphane 

Seckler who had previously race 

prepared Charles Deutsch’s Panhard 

powered CD sports racing cars as 

well as some of Bonnet’s, and had 

been closely involved with the Elina 

spaceframe. Moynet took on the 

body design and aerodynamics, 

although Hubert was to be a 

consultant in this respect too as he 

was also a trained aerodynamicist, 

and had worked on the design and 

manufacture of the 1964 CD which 

pioneered underbody venturi-tunnels for flow and 

downforce – the CD had a Cd of only 0.12!   

However, time was fast approaching Le Mans 

1968 which was being run from May 29th this 

year. The chassis Hubert and Seckler were 

working on was running out of time to make that 

date, so Moynet approached Englishman Roger 

Nathan to buy a readymade Costin Nathan 

chassis. The chassis was designed by aircraft 

engineer and aerodynamicist Frank Costin who 

had worked at the de Havilland Aircraft Company 

where he’d been central to the design of the 

famous Mosquito fighter plane. So obviously 

Moynet and Costin were of a similar mind, at least 

with respect to engineering. 

Top: Elina  Above: CD 



The original Costin Nathan chassis had a centre 

tub made of 1/8th and ¼ inch thick Gabon marine 

plywood from South Africa which Costin Nathan 

guaranteed for 10 years. Attached to this were 

tubular subframes front and rear constructed from 

light gauge ¼”, ½” and 1” steel tubes.  Costin 

and Nathan had chosen the 998cc Imp Rally 

engine for a number of reasons but none less 

than its light weight and relative tuning potential. 

For their car it was tuned to produce 97bhp with 

twin sidedraft Weber carburettors and probably 

something like an R21 camshaft but still with a 

sohc and two valves per cylinder. In this form its 

all-up weight with accessories was a slight 77kg/ 

170 lb. Three things were dear to Costin’s heart: 

low weight, low drag, stiff chassis. As a result the 

Costin Nathan was said to weigh as little as 320kg 

dry in its lighter Spider form with no roof or 

glazing but same tub and lower body. The Coupe 

is given an all up weight of 388kg with a high 

torsional stiffness presented in the form of 42,500 

kg/m per degree which I assume is meant as 

42,500 N.m/degree, or 28,560.lb.ft/degree (if 

not, the result would be extraordinary – even so it 

is near the top the chart for the best exotic 

production cars of today).  

 The chassis supplied was most likely either a 

Nathan GT or Astra version, based on the year of 

construction and the all up weight given for the 

final Moynet MH68 car. Comparative weight 

figures for a Nathan Astra with either a 1600 ohc 

Ford or 2-litre BMW race motor is given as +/-

550kg. This figure probably bears a closer 

resemblance to what one might expect of the 

Moynet. This is because it appears that the 

chassis for the Astra and GT were 

slightly more heavily constructed, 

and when fitted with engines 

weighing 45-60 kg more than the 

Imp, plus heavier transaxles, ended 

up around this weight. 

So what suddenly made Andre 

Moynet want to build his own car 

and go racing, one might ask, as 

cars do not appear in his history 

chart so far... well, that is because 

the most pages of information 

listing all the things this man did do 

not included his technical 

background nor his years as a 

serious top level motor racing driver 

for D.B., where he drove with 



Bonnet himself at Le Mans in 1952 and 53. They 

won the 750 class in 53, and competed at 

Rheims, the ‘Ring, Sebring in the USA and much 

more. In 1954 he drove for Gordini, partnering 

him in a 2-litre Gordini 6-cylinder car at Le Mans, 

but it only lasted 54 laps. Moynet continued to 

compete in many of the remaining major events 

of that season for Gordini then returned to D.B. 

for 1961. Major races in this year included Le 

Mans, Nurburgring and several others driving 

D.B.’s latest HBR-5 Coupe and open HBR-4. The 

open car was a 702cc model for the sub 750 class 

while the coupe ran a new 848cc engine in the 

1000cc class; the car Moynet drove at Le Mans. 

Moynet also supplied (whether through his own 

engineering company or the one mentioned above 

is not clear) special titanium and composite parts 

to a variety of clients including Alpine and Matra 

in the car industry.  

So where does the model designation MH68 and 

XS come from? M stands for Moynet, H for 

Hubert, and 68 for the year. However, after the 

original designed was laid down, Seckler had the 

greatest involvement with the car’s construction 

and development and race preparation, and so for 

the race cars the model designation was changed 

from the original MH68 to XS. X?? Don’t know! 

Except for weight and torsion results, I have not 

been able to locate any dimensions or specs for 

the Costin Nathan chassis, which would obviously 

relate to those of the Moynet XS. The only 

information provided on the XS is a comment that 

says it weighed less than 600kg. From the above 

information, and that below on the engine used, 

590kg would seem to be a conservative estimate; 

it may have weighed up to 50kg less.  

 



 For the engine Moynet first approached Honda 

who was then producing 1000cc Formula 3 

engines with around 130bhp, 1.5 litre Formula 2’s 

with at least 195bhp and Formula 1 engines also. 

Moynet was thought to have had one of Honda’s 

1-litre aluminium engines in his sights that when 

detuned to about 115-120bhp would have put 

Moynet in an excellent position to win both the 

Index of Performance and the 0-1000cc class, but 

Honda declined. When looking at Moynet’s racing 

career, which was mainly in the sub 1000cc 

classes, this focus makes some sense, although a 

165bhp 1.5 motor would have been an excellent 

tool to win the 1600 class. With Honda out of the 

way, next approach was made to Renault with 

their dohc Gordini engine, but they were 

committed to Alpine. So Moynet took the only 

other real option in 1968 for a French made car; 

the small Simca motor. Why not the Imp? 

Nowadays, people are succeeding in making them 

hang together for a reasonable period of time, but 

in 1968, highly tuned Imp motors might have 

gone like stink for a short time, but they also had 

a very real reputation for being a hand grenade – 

pull the pin, wait a few seconds, then bang it 

blows up…  

For some reason Simca supplied a rally tuned 

motor from their 1204S Coupé which in original 

form produced 100bhp@6800rpm with twin 

sidedraft Solex carburettors and a 10.3:1 c.r. Its 

quoted power after being installed and rearranged 

for its new role by Seckler was a minor 

improvement of 102bhp@7000rpm …a figure that 

that drew some criticism from observers. The 

question raised was why did Simca supply this 

motor when they also had 1204cc and 1294cc 

race engines that produced around 121bhp and 

130bhp? 24 hour reliability, or was Moynet again 

aiming at the Thermal Efficiency / Index of 

Performance trophy? At Le Mans the Moynet had 

the second smallest engine in the entire line-up, 

which tends to support the latter possibility as 

being a strong motive, along with reliability; the 

smallest engine was 

twin cam 1-litre Renault 

Gordini (1005cc) that 

produced 105bhp 

DIN@8000rpm fitted in 

the streamlined A210 

Alpine with spaceframe 

chassis that weighed 

approximately 640kg all 

up. And yes it is small 

and of similar width to 

the Moynet, but is 

70mm taller at 1050mm 

giving it a larger frontal 

area. It had a Cd of 

about 0.18 compared to 

well over 0.3 for the standard A110 and 0.19 or 

so for the Moynet XS. So things were pretty close 

between the Alpine and Simca-Moynet with 

respect to this trophy, which is highly prized by 

the French. A possible advantage the XS had over 

the A210 was its shorter Kamm style tail that 

made the car more wieldy. In the end, although 

the 1-litre Alpine finished the race with 272 laps, 

it was a 1.3 litre A210 Alpine that took the 

thermal efficiency award completing 288 laps; its 

twin cam Gordini engine of 1296cc capacity 

produced 135bhp DIN and gave the car a 252kph/ 

156mph top speed. There was also a 1470cc 



version. It was likely one of these three 

engines Moynet had asked Renault for! 

This Simca motor, although having an alloy 

head, is a robust unit and as a consequence 

weighs 30kg or more than an Imp motor at 

around 110-115kg, depending on specs. But it 

is in the same ballpark as the Renault engine, 

and has a deserved reputation for being able 

to cope with 8000rpm all day long! The engine 

itself was prepared by Seckler; the work he did 

seem to revolve more around adapting it to 

the Moynet rather than tuning it. This included 

fitting a dry-sump and sorting out the rotation 

and cooling.  The dry sump lubrication system 

was mainly used to lower the engine deeper 

down into the chassis in order to further 

reduce the car’s low centre of gravity. Of 

course, the Moynet would be expected to 

achieve higher cornering G’s than a taller, 

narrower Simca saloon, so this may have been 

an added precaution too. Although the 

contemporary reports thought its 102bhp was 

disappointing, it was 5 more bhp than the 

Nathan Imp produced, with more torque and 

reliability hopefully, but to the detriment of the 

increased weight.  

So returning to the question of final weight; 

starting with 400kg max for the original Costin 

Nathan, add 40-50kg for the engine and 5-

speed transaxle, another 20-30 for the Astra 

chassis, plus a bit extra glass and a slightly 

larger body giving another 20kg?, and we still 

get no more than 500kg. Sure, the English are 

rather known for their GRP car bodies that keep 



to the essential laminate layup with no extra flab, 

which greatly helps to keep weight down. But so 

are the French, and the Moynet body and moulds 

were made by Matra’s Generale Application 

Plastique.  

Moynet wanted a mid engined car, not a rear 

engined one, and by using a readymade mid-

engine Nathan chassis it needed to be that way, 

without question. Transaxles for virtually all 

French cars at the time were made for an engine-

behind-transmission layout – i.e. rear engined. 

However, three of the Simca engines rotated in 

the opposite direction; one of these was the 

Simca 1000 Special with the 1118cc motor. The 

difference in capacity between that and the larger 

capacity normal-direction rotating 1204cc engine 

was its stroke dimension (74x65mm vs. 

74x70mm). It is thought Moynet-Hubert (MH) 

used a 1204 engine directly out of the Simca 

1204S Coupé, but obviously the engine had to be 

turned around 180 degrees in the chassis for its 

new mid-engined location. If they did use a 

1204S engine, its rotation direction may have 

needed to be reversed using things like rods from 

the 1118cc motor (or by reversing the 1204 rods 

180 degrees on the standard crank). But this 

rotational issue also depends on the rotation 

direction of the transaxle being used… 

MH chose a Renault 5-speed transaxle with 

adaptor plate to match, as Simca had only 4-

speed ‘boxes at the time. Of course, if one 

reverses the direction of rotation in a transaxle or 

differential with spiral bevel or hypoid gears 

(normal in saloon cars), one gets the problem 

where the crown wheel is driven off the back of its 

teeth by the pinion which increases direct load 

and friction, and wear on the gears themselves. 

None of the original people are around now to 

answer the question of what was done, and nor is 

the car unfortunately, but amongst enthusiasts 

and especially a few who want to recreate the car, 

this has been a hot topic of discussion… photos 

show that the transaxle is the right way up, not 

inverted, but was the diff inside flipped? 

Ultimately it is believed that evidence points to a 

Gordini 5-speed being used, although originally an 

R6 was planned. 

One of the reasons rear engined cars were run 

with reverse rotation was for improved cooling. 

The photos of the original Moynet XS show 

blanking plates on certain cylinder head water 

outlets which suggest that the rotation of the 

1204S engine was in fact reversed.  

Testing was carried out by Moynet himself, finally 

on the circuit but initially on the roads around 

Paris where it was built. For Le Mans the drivers 

were Max Jean and René Ligonnet. The car was 

given the number 54 and entered as a Moynet XS 

1.2 litre but was sign written as a Simca XS. It 

qualified 48th out of 56 

cars which meant that 

there were at least 7 

larger engined cars 

behind it. Apart from the 

1-litre Alpine-Renault 

there were a handful of 

1.3 and 1.6 litre Alpines, 

and a 1.6 litre Ford 

powered Deep Sanderson 

from Lawrence Tune in 

England. There was also 

a 2-litre Marcos that did 

not make the line-up. 

When seen in that light 

the Moynet qualified OK. 

Its practice time was 

4”48.7’ at an average 

speed of 104mph/ 

167.95kph. In terms of 

outright performance, 



based on the evidence from data published for the 

later LM75, a minimum top speed of 137-140mph 

would be expected along with a 0:60mph time of 

about 6.5 seconds. However, the exact specs and 

the interrelationship between both cars also 

depends on how suitable the ratios and final drive 

were for each car with respect to engine power 

curves, weight and aerodynamic performance.  

The only spec sheet found on the car says it had a 

top speed of only 124mph/ 200kph, but that is 

hard to match with a lap time of 104mph. 200kph 

was the top speed of a standard 95bhp 1108cc 

A110 Alpine, which has a greater frontal area and 

a higher Cd. It would seem that the producer of 

the spec sheet did a calculation based on the 

published top speed of the 190bhp Moynet LM75 

using a Force equation, which says drag Force 

increases with Velocity squared (Fd :V2). Based on 

this and the given LM75 top speed of 270kph 

/168mph, the result of 124mph matches almost 

exactly. However, the power required to achieve 

that force is P = F.V, which now gives a top speed 

of 136mph. While a quoted Cd for the LM75 is 

0.2, the XS is expected to be lower still at around 

0.19. This is for two reasons alone, but there may 

have been others. Firstly, the LM has wheel arch 

extensions that add over 2” or 50mm width to the 

car’s main bodywork, thus presenting more 

frontal area to the air and possibly more 

disturbance. Secondly, the LM75 has much larger 

slots in the snout of the car, which directly adds 

drag. The slots are also more aggressive in shape 

and location, with a half ’n half airdam-cum 

splitter beneath. Taking this into account one may 

reasonably expect that the original Moynet XS 

might have managed a comfortable 140mph/ 

226kph.  What is more, a 1963 Simca Abarth with 

a 124bhp 1288cc Simca motor, weighing 630kg 

and standing 45” tall versus 38”, and at maximum 

1” narrower, recorded a 143mph top speed with a 

Cd hovering around 0.3.  

In the race itself, after only 6 laps the engine 

severely faltered as a result of oil circulation 

problems; reportedly the drive to the oil pump 

failed, which was obviously not going to be a 

simple fix. This was not a common Simca 

occurrence and may have been something to do 

with the dry-sump conversion.  Jean was driving 

at the time and he returned to the pits; that was 

the end of their race.  

The car also raced in the 1968 1000 Kilomètres 

de Paris race at Montlhéry with the same drivers. 

It ran as N°34 out of 36 with a lap time of 3’29.9” 

and finished 18th of 20 classified, covering 84 

laps to the winning 908 Porsche’s 128 laps. This 

practice time gave a lap speed of 134.14kph over 

a 7.819km length course that benefited 

horsepower cars, and was by some margin the 

smallest engined car in the event. The winning 

car, a 650kg, 350bhp sports racing Porsche 908 

managed a best lap in the hands of Vic Elford of 

169.407kph, beating Lola T70s and GT40s in the 

process. 

Rear and Front View CG chassis 



These were the only two events the car 

supposedly ran in 1968 and yet another one 

appears with the race number 52 at Montlhéry. 

The Moynet team used Montlhéry for testing, and 

apparently entered a non-championship race prior 

to Le Mans as a shakedown trial. However, the 

question arises as to whether there was a 2nd XS 

built as the 1968 Le Mans entry list has a second 

Moynet XS recorded in the reserve column with 

the number 62. Moynet also applied for entries at 

Le Mans in 1969 and 70, but was refused due to 

over subscription. So is it possible that a second 

XS was made, but that neither is known to exist 

anymore? At this distance in time one might say it 

does not matter, and other than from an historical 

point of view that is quite true. But in recent 

times there has been a renewed interest and 

enthusiasm for the car, with people looking at 

rebuilding, recreating or replicating an SX. The 

later LM75’s recent resurrection no doubt fuelled 

all this. Taking 

a closer look 

at the car in 

detail may 

provide some 

clues and 

interest. We 

have already 

looked at the 

engine and 

chassis, so 

what about the 

body – the 

part that was 

unique to 

Moynet? 

The original 

car seen 

testing on the 

road and with 

number plates 

at Montlhéry 

has a different 

nose than the one pictured in all the races. It is 

possible that this original car had overheating 

problems and so received a revised cooling 

system before the race, although overheating has 

never been mentioned. It may also be possible 

that a second car was built with the updated nose 

and cooling with a resultant improvement in 

aerodynamic balance, and thus became the race 

car, leaving the original in reserve as the 1968 

entry list implies. If a second car was built, did 

this use the belated chassis that Jacques Hubert 

and Sekler were developing at the time? Yet this 

does not fit well with perceived wisdom which 

states that a Nathan chassis was used in the race 

car. Or was it? 590-600kg does not fit well with a 

Nathan chassis, and particularly if the car used a 

genuine surplus Costin Nathan chassis; it is about 

100kg out. However, the weight given may fit a 

spaceframe chassis version, even though the 

Formula France Elina appears quite lightweight 

looking. 

Unfortunately, by the time enthusiasts 

started to get interested again, Moynet had 

died (May 1993) and both Hubert and 

Seckler were well into their 80’s. These two 

have been ‘interviewed’, but from the 

information coming out it doesn’t seem that 

the tricky technical or historical questions 

were broached. 

In terms of design, starting at the very front, 

the first car fitted with registration numbers 

had just two small oval brake cooling ducts 

but no visible radiator inlet. It appears it 

probably had a rear mounted radiator just 

like the Simca’s. 

http://club-simca-chrysler.e-monsite.com/medias/images/motjrd23lb.jpg


However, the design of the car entered in 

the Le Mans race had a front mounted 

radiator in a radiator tunnel that takes the 

old adage to heart which says that it 

doesn’t so much matter how good the 

intake is, if the heated air can’t get out it 

won’t work. In this case the inlet slot is on 

the tip of the nose and follows a smoothly 

curved oval line along its top edge with a 

downward angled opening, and a lower lip 

that is extended behind the lower leading 

edge of the nose. In this position it would 

tend to draw in any air that would 

otherwise be forced under the car.  

An early hint at vestigial ground effects..? 

Maybe! Take a look underneath a 1960 CD 

Le Mans car; it has a well-developed full 

length tunnel that is not immediately apparent 

from the topside. The radiator air is vented 

through a slot in the top of the ‘hood’ that 

goes around the spare tyre. The hood is in a 

trough between the Vee’d wheelarches which 

helps keep the air channelled in over it; while 

the air flowing over its surface helps draw the 

air through the radiator tunnel... win-win; 

reduced turbulence, reduced lift, better 

cooling.  Much of the hot air gets directed 

around the spare wheel towards the sides of 

the windscreen which itself is curved a bit like 

the nose of a teardrop that is cut in half by 

the lower body. The windscreen and canopy is 

almost a half a teardrop in shape, sliced at an 
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upward angle. The air inlets on the rising upper 

surface behind the doors are well placed to collect 

air for the engine, oil cooler and rear brakes, but 

are quite small and may be not enough for a 

radiator too when the engine is being worked 

hard. The rear of the car is essentially flat but has 

depressions each side between the rear screen 

and tops of the wheelarches to help manage 

airflow; it concludes in an upward turned lip that 

cuts off sharply at the tailboard. The tailboard has 

a large slot taking up a large percentage of its 

area, venting engine and transaxle heat. Hot air 

coming out the back 

would help fill in the 

vacuum that 

normally trails 

behind a car. Only 

two major body 

changes appear to 

have been made 

when the later LM75 

was created; these 

being those 

mentioned above; 

the nicely integrated 

wheel arch 

extensions for the 

larger wheels/ wider 

track, and larger 

front opening slots 

for the radiator and 

brakes that used an 

angled airdam-splitter to direct air up into them 

and reduce undercar airflow.  

That may have been the end of it all, and at least 

it seems so for Moynet himself.  But as already 

mentioned, in 1975 the car reappeared again as 

the Moynet LM75 with a lot of Esso racing oil’s 

involvement. As a stunt to attract much attention 

it had three of France’s foremost women rally 

drivers at the wheel; Michele Mouton (only 24 

years old at the time), Marianne Hoepfner and 

Christine Dacremont. 

 

 

Moynet LM75  
Engine: IL4, sohc,  
Two 45 DCOE Weber carburettors 
Capacity 1994cc, 92 x 87mm 
Power: 190bhp@7000rpm 
Transaxle: 5-speed Porsche 
0-60mph: unknown 
Speed: 168mph / 270kph 
Body: 2-door GT coupe 
Length: 3450mm   135.80’    
Width: 1570mm     61.8” 
Height: 980mm      38.6” 
Weight: 675kgs @ 312 f: 382 r:  45:55% 
Following from Simca-CG 
Wheelbase: 2400mm / 94.5” 
Track f:   1380mm 54.3” (approx., rim dependent) 
Track r:   1300mm 51.2” (for wider rear tyres) 

 

LM75 JRD parts 

 Crankshaft of stroke 87mm 
 Forged pistons of 92 mm 
 Forged connecting rods JRD 
 Dry sump pumps 2 Simca Shell Cup 

version - latest relief valve (better 
regulation of the oil pressure) 

 Small steel flywheel with starter 
specific 

 Toothed belt pulleys and water 
pump 

 Thomson with full electronic 
ignition sensor end of the 
crankshaft 

 JRD intake manifold 
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For 1975 the Moynet became completely French, 

giving up its British frame for a spare Simca-CG 

rolling chassis. When CG built these cars from the 

end of 1970 through to ’72, it made 6 complete 

cars and one spare chassis. The Moynet LM75 

used that spare chassis and adapted the original 

XS/ MH68 bodywork to it. Some say the 1968 car 

was stripped of relevant body panels and parts for 

reuse.., based partly on photos of the LM75 Esso 

car having wheel arch extensions being grafted on 

to existing bodywork. And 

that may be so, but apart 

from the wheel arch 

extensions and the intake 

slots across the front, just 

how much variation needed 

to be made to graft the 

body onto a similar style 

but different dimensional 

chassis leaves this idea 

open to question; and what 

about wheelbase too? It 

may have made more 

sense to start with a new 

body out of the original 

moulds and start modifying things from there. 

One commentator who seemed to have a bit of 

background knowledge appears to suggest that 

the cockpit section of the original car was 

retained, including chassis. But retaining the 

centre chassis and grafting it to the front and rear 

boxes of the CG that are still there supporting the 

CG front and rear subframes would have been 

just been too hard; definitely, the rear end is 

Simca-CG, and so is the front based on the 

pictures taken of the bare chassis. However there 

are no 100% clear chassis photos showing the 

mid-section to make an indisputable statement. A 

fuller description of the chassis and suspension 

appears at the end of the story on CG. The official 

line is that when CG (Chappe et Gessalin) closed 

down their operation in Brie-Comte-Robert, the 

remaining unused 7th chassis was sold to Moynet.  

While some believed that the XS race car was 

plagiarised for the 1975 version, with its chassis 

being hung up in workshop that later got 

destroyed by fire, another seemingly well versed 

historian reckons the whole MH68 car was later 

destroyed by fire… If so, it lessens the option of 

the LM75 reusing the original XS body. The 

photos of the LM75 being built are not clear, but 

except perhaps for the doors it doesn’t appear 

that the body being modified is already painted in 

the areas beyond those being worked on, which of 

course the original 1968 cars were. 

The only specs given of the LM75 are as follows: 

also included in the separate chart are some of 

the special items in the engine as prepared by 

JRD, the same people who built up the top Simca-

Chrysler motors for the Simca-CG cars. 

Although the Moynet looked quite up-there in 

relation to most other competitors in 1968, by 

1975 it was falling behind and looking a little old 

fashioned in comparison with other cars 

competing in its class. However, 1975 was named 

by the United Nations as International Woman’s 

Year (IWY), and so Moynet used this to gain some 

support and publicity. Overall however, Moynet 

himself had a lot less to do with this entry which 

was run largely by former Matra-Simca-CG crew 

members who between them had seen much 

success in the Simca-CG rally programme, 

previous Le Mans races, F1 etc, which helps 

explain the use or tie-up with the left over Simca-

CG chassis plus Esso involvement. Experience is 

paramount… Under contract to Esso for the 

Top: LM75 being restored Left: front suspension  

Above: three rally aces 
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European and International rally series were the 

three aforementioned women drivers.  Mouton, 

not into events like Le Mans, later admitted that 

she wasn’t at all excited by the prospect of what 

would be her only appearance in the Le Mans 24-

Hours, and that she only drove because her 

sponsor Esso had badgered her into it. But there 

was a reason; few women have ever raced at Le 

Mans, but for ’75 in the IW Year ELF Oil also had 

two women teamed up in an Alpine A441 that had 

a dedicated full-house 2-litre V6 race engine 

which produced 295bhp in a car weighing just 

580kg. 

The Moynet team 

was outgunned by 

the Lola, Alpine 

and March entries 

and as a 

consequence none 

of the team 

expected to win 

the 2-litre 

category, so the 

whole campaign 

was aimed at the 

thermal efficiency 

award by taking 

advantage of the 

car’s relatively 

light weight for a 

2-litre car of its 

type, it’s low 0.2 

Cd and an engine 

tuned for good 

fuel efficiency (relatively speaking!).  

For the first half of the race they trailed the class 

leaders but fuel starvation problems put the 

favoured ELF team of Marie-Claude Beaumont and 

Lella Lombardi out by the first pit stop.  The 

Moynet was not without its own issues, mainly 

electrical starter motors which delayed the car 

twice for some time, plus a broken tachometer 

cable that together added up to around 3 hours in 

the pits.  Yet, very unexpectedly, in the 22nd 

hour the team found themselves in the lead of the 

2-litre class, and came home to win out of 6 



remaining competitors including the Lola T292 of 

Lemerle, Daire and Levie, and a March75S. In 

qualifying the team only managed 54th with a 

time of 4 minutes 34.4 seconds and a speed of 

178.95kph/ 111mph, but finished in 21st place 

out of 30 who actually completed the 24 hours, 

and was first in Group 5 covering 269 laps at a 

distance of 3679km and an average speed 

including delays of 153.29kph/84mph. The 

winning car was a Mirage of Bell and Ickx that did 

336 laps…  

And that really concludes the story of the two, or 

three, Moynet’s.  They were in essence some of 

the last of the dual-purpose sports racers, as seen 

by Moynet himself driving the original car on the 

road in Paris, and when one considers how 

focused some of the specialist sports cars are 

today, like the Ariel Atom, road going Radical 

SR3, Deronda, Ultima and many more, it is not 

such a radical dual purpose machine at all. 

Above: 1975 A441 Below: 1968 A211  Bottom: XS overhead at Le 
Mans. 
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