
Built to celebrate 25 years of Automobiles Matra, 

the M25 was another look at what a sports car might 

be. Matra, along with many of the smaller French auto 

manufacturers, is not unfamiliar with the following in 

France of the various more utilitarian forms of 

transport, and how they can be made to provide low 

 



price practical yet entertaining transport. Thus the M25 

looked to combine some of these attributes with those 

of a Sports/ GT car – minimalist simplicity with 

performance. This renewed look began right off the 

starting grid; M was always used in a production or at 

least proposed production model, so Matra personnel 

saw the car as a possible production reality. But the 

numbers that follow an M had always been 3 digits in a 

progression of models produced. Now we had an M 

used with a two digit suffix representing the number of 

years Matra had been involved in making cars; it was a 

hoped for new beginning. 

The new focus was on style with simplicity, and 

accelerative performance that was attainable at a 

sensible price. For style, the body is bullet like with no 

real flab or unnecessary addenda, and yet stylish. It is a 

coupe and a spyder in one form – 2 separate cars, the 

spyder for the young at heart and cheaper to construct, 

and the coupe for broader appeal and use. Accelerative 

performance and agility is gained through lightness and 

advanced design, using much of the chassis and 

drivetrain technology found in the P29, but simplified 

where possible, and using what some 

press sources said was a production 

1.8 litre dohc 16-valve Renault engine 

from the Williams-Renault Clio. 

However, the first Clio to use such an 

engine was released in 1991, and had 

135bhp. 

The M25 was unveiled at the 

Nîmes military airbase to the largest 

ever gathering of Matra devotees, 

workforce and interested press over 

18th and 19th April 1989, and 

presented as a celebration of 25 years 

of Automobiles Matra. The occasion 

was echoed in the press and television 

news across Western Europe. 

http://www.flickr.com/photos/fabvt/4021351707/in/pool-85009994@N00/


CEO Philippe Guédon opened by reviewing 25 years 

of Matra’s racing and sports cars. He is a true sports car 

enthusiast, which despite all other projects, remained at 

the heart of Matra. Guédon explained; “Most of today’s 

sportscars are so lavishly appointed with electric 

windows, air conditioning, power brakes, steering, ABS 

and so forth, that they have lost their sports car 

character. Weight impairs agility and performance, 

which calls for more power that leads to a further 

escalation of weight and loss of agility.” Then Jean-Luc 

Lagardére spoke. He emphasized the growing 

importance of the automotive sector in the Matra 

Group: in 1989 as consultants it represented more than 

twice the revenue of the company Matra Sports in 

1964. He highlighted what can be achieved when "a 

team of men and women bring 

passion, enthusiasm, 

commitment and character” to 

the task. 

After the speeches, Jean-Luc 

Lagardére took the wheel of an M 

25, along with Philippe Guédon in 

front of the pack of journalists. 

After the test, he gave his 

impressions and his hopes for the 

big question of possible mass 

production. He said it was his 

hope that one day in the not too 

distant future this car would meet 

the wishes and thrills of 

enthusiasts, especially the young. 

Yet despite these 

promising words, 

the M 25 never 

went into 

production as 

Renault would 

have seen Matra’s 

greater financial 

worth in 

remaining 

focussed on 

Espace production 

and new model 

development. 

Matra considered 

going it alone, but 

this idea didn’t 

progress far. 

Among others 

who drove and 

expressed their delight over those two days was Henri 

Pescarolo. The two day celebration concluded with a 

convoy from the scene at Nîmes. And apart from some 

shows and historic race car gatherings, that was that for 

the M25, and it is now a part of the Matra Museum 

displayed next to the P29. 

Although only three years on since the P29, much 

had been forgotten about the former car, yet much of 

the underlying technology and knowledge was brought 

forward with an intent to simplify and restyle in a more 

customer focused package. 

The chassis tub is made of bi-directional carbon-

fibre epoxy-resin outer layers bonded to an aluminium 

honeycomb core. The tub has three longitudinal beams; 

one for each sill and a central tunnel housing the 4wd 



central driveshaft, plus end caps. This part weighs just 

36kg (79lb).  

Small triangulated square-tube subframes are attached 

directly to the front and rear of the tub using carbon-

epoxy reinforcement instead of the more common but 

heavier metal insert method. These weighed 40kg. 

The body itself, made mainly from epoxy-resin carbon-

fibre weighed less than 20kg, so the entire body-chassis 

unit was extremely light, resulting in an enveloping 

bodied door-less car that bettered Frank Costin’s 

Amigo. Frank, of course, was UK’s knight of lightness 

while still retaining strength and integrity. His Amigo 

weighed 680kg, the 2wd M25 650kg. The lower side 

panels on the M25 were 

described as shock resistant, 

implying they were possibly made 

of a polycarbonate material but 

without an aluminium-

honeycomb substrate as on the 

P29. 

Matra used the experience of 

associate companies to help 

develop and achieve these results, 

such as Philipp Moch’s Moc 

Composites, who had been 

charged with producing Renault 

F1 composite units beforehand. 

There was a suggestion that the 

car, or prototype, was built up 

rather like the V12 Murena, with each side reflecting 

the two aspects. However, two cars were in fact built; a 

2wd one with no doors and a 4wd with doors.   

As already outlined, the essence behind the design 

was in taking a realistic view of driving traffic conditions 

in real life surroundings; meaning acceleration taking 

precedence over top speed and therefore minimum 

size, complexity and weight for this purpose, with the 

associated benefit of reduced fuel consumption. Top 

speed for the 2wd prototype was only 125mph, with a 

5-speed box, but an overdriven 6-speed transaxle was 

destined for the car if it had gone into production, and 

geared to give a 140+mph maximum. 



Acceleration however was very good for a 2-litre 

Turbo of the era, and still no slouch today. 0:100kph in 

4.3sec (around 4sec or less to 60mph, as redline in 2nd 

came just before 100kph at 61.3mph), 0:160kph in 

10.2sec and a standing 400m in 12.3 seconds; all of 

which, Matra pointed out were faster than a current 

Ferrari Testarossa. It had a slightly better power to 

weight ratio than the Ferrari too with 3.37kg/bhp verses 

3.9… Matra engineers, Garavelloni, Caussin and 

Brossard used the 5-litre Testarossa as their 

performance target – to better in all aspects except top 

speed. This they achieved.  

To do this, the transversely mounted 1764cc 

(82x83.5) Renault engine received a T25 Garrett 

turbocharger 

running at a 

tame 6.3psi 

boost 

pressure. The 

intake was 

cooled by a 

combination 

air-to-air and 

air-water 

intercooler. 

Electronics 

managed both 

the fuel 

injection and 

ignition, while 

the alloy block 

and head with 

tooth-belt 

driven twin-

cam 16-valve 

cylinder head 

was from a 

140bhp 

naturally 

aspirated 

Renault 19 

16S car. 

All this 

added up to 

approximate 

205bhp 

developed 

over a wide 

band between 

5500 and 

6800rpm. 

Torque was 268Nm/ 198lb.ft at 4500rpm. Specific 

output was 113.3bhp/ litre.  

The transaxle in the 2wd was a Renault unit, but 

fitted with a limited slip differential and twin plate 

carbon clutch, although to start with it had sintered 

linings. These drove two carbon-Kevlar-epoxy filament 

wound half shafts. The drive unit for the 4wd model was 

similar to the P29. Standard gear ratios gave 10.7, 

14.56, 19.67, 25.54 and 29.63kph/1000rpm, 1st to 5th; 

6.63/ 9.02/ 12.20/ 15.83/ 18.37mph per 1000rpm, 

which is pretty short gearing for the power and weight 

of the car… hence the planned 6th speed. The 6-speed 

never happened, but the final drive was lowered  

 Two views of the 4WD car. Note the above one retains an opening door, unlike the 2-wheel drive cars, but the 
top half is now ell fresco.  



(numerically) to 

give 149mph top 

speed without 

any detriment to 

acceleration. 

Brakes were 

non-ceramic 

ventilated discs 

all round, 

260mm front, 

238mm rear (a 

quite 

conservative 

10.2 and 9.1 

inches, but very 

adequate for car 

weight). Matra 

were 

experimenting 

with carbon 

brakes at the 

time but used the cast-iron discs when presented for 

testing. The dual circuit uses race car fashion twin 

master cylinders with an adjustable bias bar between.  

Steering rack for the 2wd test car was close to 3.5 

turns lock to lock, but was spec’d at a much more direct 

2.25 turns. Wheels front and rear are 6.5x14 and 7.5x16 

shod with Michelin only 18/56 R14 and 22/65 R16 spec 

tyres… 

Suspension is very similar to the P29 with double 

wishbone front and MacPherson strut rear. However, 

only the front uses a carbon-Kevlar-epoxy transverse 

leaf. This and the dampers are again pullrod actuated 

off the top wishbone and set up to provide a rising rate 

at the wheels. It is also mounted like the transverse leaf 

springs in early 1950s race cars, and Fiat 600s, being 

floating with two pivot points, one each side roughly 

above the wishbone inner pivots. This layout in itself 

offers a form of anti-roll and thus not requiring an anti-

swaybar to get the same effect. It is essentially the 

same arrangement as found on the P29, and is made in 

a manner which Matra patented, that allows for 

adjustment of spring rates.  

Suspension at the rear is based on a regular 

MacPherson strut with a coil-damper unit at the top, 

but located at the hub using a triangular wishbone and 

steering arms for toe adjustment. This layout was to 

provide for a planned, though never carried out, 4-

wheel steer system. As there were no inherent 

geometric anti-roll characteristics in the rear 

suspension, an anti-swaybar was fitted within the 

wheelbase. Except for the front leaf spring and drive/ 

halfshafts, the M25 had no other composites in its 

suspension or drivetrain. 

The 4wd car weighs another 45 or so kg over the 

2wd version, which is surprising low considering the 

extra two diffs, carbon composite doors and driveshafts. 

However, this is from a spec sheet that says the 2wd car 

weighs 675kg and the 4wd 720kg. Perhaps these are the 

wet or kerb weights, as 5 litres of oil, for example, 

weighs around 4.5kg, add transmission oil, radiator at 

1kg per litre, and 18 litres (4 gallons) of petrol at ~13kg, 

and there you have the 25kg difference… 

Total fuel capacity is 60 litres. Overall dimensions 

are compact, although the height appears to be quite 

tall. However, this is a bit of an illusion because of the 

car’s diminutive proportions that appear larger to the 

eye than they really are, plus there’s a bonus of a 

spacious interior despite the minimal external 

dimensions.  

 Length, width, height are 3.47, 1.74, 1.22m; 

136.6x68.5x48.0” which is very close to an MG Midget, 

except for being over 13” wider and 10kg lighter!  

Wheelbase is 2.43m/ 95.7” – almost 16” longer than a 

Midget, while tracks front and rear are 1.34m and 1.45 

respectively, or 52.8”/ 57.1”.  

Weight distribution at 35%:65% is quite rear biased 

to facilitate maximum traction, but with the wide rear 

tyres and track, balance and agility were expected to be 

high. CdA is 0.63 (metric), with a Cd of 0.29, meaning a 



cross-sectional area of 2.172m2; noticeably more at 

23.38ft2 than the P29. 

There was only one driving report worth noting. It 

was done over the release days at Nîmes in which 

Matra let journalists loose over a standing 1/8th mile 

drag. It was explained that at that stage no time had 

been spent tuning the suspension or conducting any 

development or reliability trials, so to let people loose 

on a handling course would have been premature. 

However, the two cars were in permanent use by the 

press for six hours, with everyone hammering out hard 

acceleration runs and conducting impromptu handling 

manoeuvres... The respected Paul Frere, engineer and 

ex-Porsche factory driver wrote a report for Fast Lane 

magazine. He pointed out the fact that the cars survived 

hundreds of standing start runs without the slightest of 

incidents went a long way to demonstrate not only their 

reliability, but the advantages of light weight. “I don’t 

think” he wrote, “that a car of twice the weight and 

twice the power would have remained unaffected by 

such strain.”  

Frere took the 2wd car over 10 runs and was 

fascinated by the grip. He said you could rev the engine 

to 6000rpm, drop the clutch with a bang, and the 

wheels would spin for no more than 2 metres and 

rocket the car into the distance. He found that a quick 

gearchange helped the posted acceleration times, and 

that by the end of the 1/8th mile (201m) the car was 

almost at maximum revs in 3rd gear; over 80mph. The 

unassisted steering he found very light and surprisingly 

low geared for such a car with its approximate 3.5 turns 

lock to lock. He thought the low gearing may have been 

chosen for fear that the light weight and low polar 

moment would have made the car too ‘darty’ if geared 

higher. But as the specs show, its planned specification 

was 2.25 turns lock to lock… because of having no 

power-assistance and having done no prior testing, 

Matra may have erred on the side of caution when 

presenting to the press. 

To match what Frere described as superb traction 

and exceptional acceleration, braking at the end of the 

runs with the cast-iron discs was just as impressive; with 

quite low pressure on the pedal, Frere said the stopping 

power was notable by providing retardation more 

comparable with a racing car. His own agility-testing 

cause him to note that although the suspension settings 

were far from finalised, it was apparent that the agility 

targets were easily met.   

Frere is not a short man, so the photo shown of him 

sitting comfortably in the driver’s seat of the spyder 

indicate that the M25 could take most sizes and shapes 

in its stride. It was clear that the COE’s and engineers of 

Matra were hopeful that the M25 would become a 

production reality. They pointed out that despite its 

high tech construction, production costs would be only 

20% higher than a conventional car of similar size and 

equipment, yet it offered the buyer and enthusiast 

driver a lot more in return. But again, it was not to be, 

and in many ways spelt the end for Matra as a hopeful 

manufacturer of exceptional yet affordable and useable 

sports cars. In fact, Matra tried only once more, in 1992, 

with a more conventional car in the MX-5 idiom, but 

that too was squashed and France lost what was 

probably its latent crown jewel in the sports car arena. 

 

With wreaths 
around the M25 
at the Matra 
Museum, the 
scene somewhat 
represents 
Matra’s grave 
site 

 


