
The P28 arose out of an idea in the back 

of Jean-Luc Lagardère’s mind as he designed 
the M530. It came from the effort to make a 

sportscar that was not only a sportscar, but 

one that the young at heart could enjoy as a 
lifestyles machine too. The idea resurfaced 

again when Matra Group bought the Solex 

Company seven years later in 1973. Solex 

had produced a moped style two wheeler 
called the VeloSoleX that had proven to be 

very popular with young people.  

Sometime after the purchase, Lagardère 

set about designing a 4-wheel ‘version’ of 

the VeloSoleX, called the P28, and which he 
dubbed the “Mobile Buddy: both fun to use 

and safe to be in – the perfect answer for 

young wanting to drive.” It emerged in 1982 

in a country and time when there were no 
cheap performance imports for the young to 

play with… 

it was a concept in the making and one that 
has become more popular there since those 

days.  

Technically, it bore a tube frame for the 

world to see, a floor and minimal bodywork, 

and a 12bhp 125cc engine and transmission 
of unspecified origin underneath a rear tray 

behind the occupants, but little else. It never 

made it into production, but I guess we 

shouldn’t be surprised. The idea lay sleeping 
for another fifteen years when Philippe 

Guédon started an all new design based on 

similar principals; but more sophisticated 
and upmarket to appeal to a wider band of 

customers. 

This new car began as Project 72, or P72. 

It was the result of Matra’s association with 

BMW who had recently put the C1, a 

covered-over motorcycle on the market. It 
wasn’t a commercial success, but Matra felt 

the idea had merit. In Guédon’s mind it just 

needed to have four wheels, as with their 
P28. Michel Marcella who was head of the 

project for Matra had the following to say 

“The Matra 72 is based on the philosophy of 
the program P 28" while Philippe Guédon 

commented “It is not an automobile in the 

forerunner  

 



normal sense, but a vehicle midway between 
the motorcycle and the car - a different 

vehicle to meet the aspirations of fans less 

sensitive to the traditional automobile 
architecture... a car for the young to be 

driven by everyone.” 

In 1999 law changes came about within 

the EEC that helped generate new business 
opportunities in the automobile field with a 

new class of vehicle referred to as heavy 

quadracycles, with power ratings from 13hp 
to 20hp. It was aimed at providing 

affordable transport for the greater 

masses with a keen eye on economy and 

ecology. Guédon saw the opportunity to 

resurrect the P28 idea, but reviewed and 
updated in light of the new laws, and the 

then current technology and public 

expectations. He managed to convince Jean-
Luc Lagardère to invest in this revived 

project and develop it for production. It went 

from a ‘P’ category to an ‘M’.   

Design and emotive characteristics 

emphasised by Matra were “to; offer a 

different approach to fun and mobility, be 



aware of the environment, be aware that a 
whole new customer market is ready to be 

opened up, be actively entertaining and 

reflect the style of its designers - Matra. It 
was to be a roofless two-seater with a 

panoramic view for driving pleasure; to lie 

between natures of a car and a motorbike 

and as such provide wind-in-the-hair open 
air motoring and be a great little driving 

machine while retaining the safety of a car 

and an environmental awareness through 
economy and efficiency. 

From this, new ideas for the car-bike 
scheme were sketched out with respect to 

style and engineering 

parameters. 

Most importantly, maximum weight was to 

be less than 400kg, modern construction 
methods were to be employed using 

aluminium, steel and composites, minimum 

engine performance needed to equal the 

maximum allowable 20bhp which permitted 
16 year olds to drive on an A1 or B1 licence, 

good performance in its class, and provision 

in the design for a 50bhp version of the 
same car for fully licenced drivers.  

 The engine chosen by Matra was a hi-
tech 749cc two-cylinder supplied by the 

German WEBER company, weighing only 43 

kg, with a CVT transmission which 

contributes to a simplification of the car’s 
mechanicals.  

The Directorate General of Matra decided 
to create a small commando style team 

called “Project72” to complete the 

‘industrialisation’ of the car and prepare it in 
time for the Paris 2000 Motorshow, and to 

then if appropriately received, have it ready 

for production by 2001. 

With these lists of intent, mechanical 

componentry and design parameters, Matra 

started on the design as a clean sheet 
project. They intentionally chose for the 

structure and body specific technologies not 

regularly associated with automobiles.  

The chassis is a review of the lightweight 

recyclable aluminium-rich structure Matra 
had developed in partnership with Renault 

for the Avantime. The chassis is emphasised 

in the car’s styling in juxtaposition with 

bodywork stylised to highlight the vehicle’s 
function of motorcycle-roadster with 

commuter practicalities. Allowing this to 

happen in an aesthetic sense, and for 
construction consistency, all welding was 

carried out with computer controlled 

machines.  
The base structure is made from large 



light gauge rectangular-

section steel beams. 
These essentially form 

the base of the 

passenger safety 

cell.  The 
design 

consists of a 

lower perimeter 
side member on 

either side that picks 

up the suspension/ steering 
subframe at the front, skirts out to become 

the lower sill and then sweeps up at the back 

to pick up the top of the rear engine/ 

suspension subframe on the crossbeam 
joining the left and right sides. About 

300+mm above this is another beam of the 

same size mimicking the layout of the lower 
beam. However, at the rear it continues its 

upward direction to form a large gauge 

rectangular section roll-hoop behind the 
passenger seats. Cross beams at floor level 

close off the front and rear of the passenger 

cell with one below the scuttle, and another 

in two hoop-like shapes at the rear to pick 
up the lower part of the subframe. These 

hoops actually return on themselves along 

the centreline of the car to connect to a 
crossbeam at the rear of the seats, with 

another crossbeam in front of the seats. 

 Up front at the A-post, a bent beam zigs  

forward connecting both perimeter beams 

and the scuttle, then zigs back to form a 

tapering down windscreen frame which stops 
short of the windscreen cant-rail, with the 

top of the frame being in aluminium. The 

scuttle itself is a large press-formed shaped 

in panel steel that joins the two A-posts, 
while below it two lower beams join across 

the car at perimeter frame height to 

complete the passenger cell. Some outer 
sections of the front firewall/ bulkhead are 

made up of panel steel, while the main 

centre section is aluminium. 

There is a floorpan too, added to this, but 

more of that later. 

The whole steel passenger structure is 

hot-dip galvanised in the same manner as 
the Murena and Espace, then powder coat 

finished. Its deep section perimeter design is 

a form that has been emulated in many 

other vehicles since, especially ones using a 
lot of structural aluminium. And because of 

both its large rectangular sections and 

double tear outer frame, the M72 was 
claimed to be a very stiff and rigid platform 

to hang the suspension off, and of 

exceptional passenger protection – it was 
nicknamed the ‘heavy/ lightweight chassis’. 

To this centre structure is affixed a double 

tier aluminium subframe at the front that 

extends forward from the two lower beams 
and is triangulated up to the scuttle from 

near the top-forward suspension mounts. At 

its front the subframe is hoop shaped again, 
on both levels, as part of the crumple 

characteristics for frontal impact. The rear 

subframe is not unlike the front one in 

concept and design, and mounted to the 
steel framework at the frame’s rear most 

upper and lower cross-beams. Also in 



aluminium is a beam that forms the top of 
the door and is attached to a scuttle 

extension, where it is hinged.  

The use of aluminium for the subframes 

and door beams was not only for lightness, 

but also as a function of the crumple design, 

achieved by using a more deformable front 
and rear material with a more rigid material 

inbetween. And even though the M72 is in 

the micro/ quadracyle class, it was designed 
and tested to meet and surpass all then 

current and foreseen safety standards of a 

full size production car, including side 
intrusion, roll-over, rear and frontal impact.  

Forms of passenger protection not only  

included the steel and extruded aluminium 
parts, but combined these with composite 

energy absorbers, stringers and beams with 

‘programmed’ deformation, structural 
al/composite floor, and driver air-bag as well 

as three-point tensioner seatbelts. The M72 

benefited from Matra’s experience and know-
how gained through its previous production 

and endurance racing programs where 

occupant safety was a high priority. 

Especially beneficial was their experience 
with the Espace, developed in partnership 

with Renault, which Matra took as a starting 

point to work from for the M72. The Espace 
was elected in 1999 as the safest vehicle in 

its class with 4 stars in Euro NCAP tests.  

Materials for the rest of the body and 

floor reflected Matra’s position as Global 

leader in automotive composite technology 

which had begun in the early 1960s when 
they supplied D’jet bodies to Bonnet, but 

really started accelerating into new frontiers 

with the Bagheera and Murena. Matra’s work 
for Renault with the Espace and then 

Avantime took this process even further in 

the area of medium volume mass 
production, as did their P29 and M25 in more 

specialist areas.  

Matra pooled all this knowledge and 
experience together for the M72. It added 

value in several ways; lighter weight with 

greater structural performance, greater 
freedom of design for body parts, and body 

coloured panels that not only don’t rust, but  

are impervious to small knocks and shocks – 
ideal for the supermarket dodgem derby. In 

keeping with this ideology the floorpan is 

made of what was a then new honeycomb 

composite material, adding stiffness and 
keeping lightness together. Body parts and 

panels have made use of thermoforming 



technology developed by Matra’s 

industrial subsidiary, Theillay, and 
Matra Venture Composites. Materials 

used include neoprene, thermo 

plastic, and combined 

alloy/thermoformed plastic 
composites.  

To help create this style, Matra 
brought in the Italian design studio 

called CECOMP. Early proposals were 

more overtly sporty and simple, then 
morphed into the final shape we see 

now by adding more practicality and 

function into the process. Features 

included a massive 175 litre body 
coloured thermoplastic trunk that 

was intended to reflect a modern 

translation of the traditional British 
roadster form. It is not unlike a 

horizontal version of a Citroen Light 

15 boot, with a full size top opening 
lid above and round tail lights below 

the shut line. The boot also houses 

the clip-off roof and door panels, and 

when doing so is reduced down to a 
still useful 110 litres. 

In front of this is another 
thermoformed moulding for the clip-

on, lift off roof, making the car a true 

roadster with a light and simple to fit 
hard top. Completing the body 

panels is a front clip housing the light 

cluster and mimicking a uni-body 

wheelarch above the cycleguards in a 
complex moulding that gives a fairly simple 

one-piece form for assembly. It also gives a 

ready option for producing other styles for 
different models should that idea become a 

reality. And to the same end, the major 

structures are all bolted together to facilitate 
later design changes that can be simple, 

cheap and localised to any given area of the 

car. It also makes for cheaper accident 

repair. 

Robust front bumpers combine two 

materials - thermoformed plastic and 
neoprene, which extend out in front of the 

tyres to most of the way across the tread, 

with the outer ends finished to match the 
tyres. The same pattern of design is followed 

at the rear, but it also encapsulates the 

exhaust and part of the transmission in a 

vented cover. Solidity and lightness is what 
Matra tried to express with these and the 

modern cycle guards that are made in the 

same materials and outline the wheels at the 

rear in a double arc, with the line of the 

lower sill ‘flowing’ into the guards, giving a 

sort of modern-day review of the running-
board-into-mudguard appearance of certain 

1930s sportscars.  
Aluminium is also used in the pedals, foot 

rests, and bucket seats which have a high-

strength steel frame. Seating is upright for a 
commanding driving position, while 

ergonomic positioning was a priority when 

laying out the interior. The stylish central 

console with two round dials is designed to 
look like a modern motorcycle tank, with the 

dash and steering column being ‘something 

else’ again with two “arcing” aluminium 
beams forming a T with each other. The 

windscreen itself is mounted well forward 

and flows up from the front bodywork 

emulating a motor scooter screen. The actual 
outer face of the zigzag shaped A-pillar is in 

the form of a boomerang.  

All materials used in the car where chosen 

for sustainability and recyclability with 



simplicity of both assembly and dismantling 

through design, and a minimum number of 
parts being important factors. With more 

than 95% of the vehicle being recyclable, 

Matra can lay claim to the M72’s sustainably. 

Along with this ideology, since the bulk of 
the vehicle is composed of aluminium and 

body coloured thermoplastic, the M72 is 

naturally protected against rust and weather 
deterioration. 

Seats use motorcycle saddle materials 
and other internal linings are all-weather 

compatible – 

although ‘softness’ 

crept in with later 
upmarket show-

models by 

featuring alcantra 
inserts.  However, 

effort was made 

to provide 

sensations of 
driving an outdoor 

cycle cum 

lifestyles vehicle, 
with 

instrumentation 

information limited to what is strictly 

necessary in the two round backlit pods. 
These instruments, with chromium 

bezels, are for speed in one, and 

indicators, ignition, warning lights, fuel 

gauge and odometer for the other.  

Side panels for the doors are 

removable polycarbonate, above and 
below the aluminium beam, while start-

up is achieved by pressing the round red 

knob in front of the gear lever. The gear 
lever in actuality is just a forward and 

reverse selector for the CVT 

transmission. 

Handling and roadholding were of 

paramount importance to the sports and 

racing car minds at Matra; for driving 
pleasure and primary safety. So apart 

from the roll-hoop and upright seating 

position chosen to give a commanding 
view ahead, the rest of the car was 

designed to keep the major masses as 

low to the ground as possible in order to 
achieve a low centre-of-gravity. To that 

end, all the upper parts of the vehicle 

were designed to be both minimal and 

use light materials while still remaining 
stylish.  

Front suspension uses unequal length 
double wishbones with inclined arms top and 

bottom that keep the front and rear wheels 

at similar cambers when cornering, giving a 
consistent handling balance throughout. 

Angled coil-over spring damper units carry 

the front, while an anti-swaybar is fitted in 

front of the axle line. Again Matra engineers 
chose a MacPherson strut at the rear located 

with a wishbone below the half-shaft. 

The steering rack fits behind the axle line 

again, while 15” aluminium wheels take what 

were at the time new specially made Michelin 
tyres of 155/80-15 

front and185/65-15 

rear (tall front tyres for 

‘smoother’ steering). 
Weight is distributed 

45:55%, front: rear, 

while interestingly 
enough the front tyre-

tread is 45.6% of the 

total tread width and 

the 
rears 

54.4%. 

 

Prototype 20 HP versions being road and slalom tested at Ceram track 

Philippe Guédon, Jean-Louis Caussin and Enzo Garavelloni 
present their baby to President Chirac at the Paris 2000. 



Brakes are 4-wheel disc 

made by Matra after 

considering the light 

weight designs seen on 

motorcycles. The fact that 

all four discs are directly 

exposed to airflow, as on a 

motorcycle, helps cooling 

enormously. Reducing 

production costs, disc 

diameters are the same 

front and rear at 245mm 

with the front using a 

38mm Ø twin-piston 

aluminium floating calliper, 

and the rear a 34mm 

mono-piston calliper with a 

mechanical handbrake 

lever. Stopping distance 

from 100kph is a claimed 

36m at almost 1.1g. 

Important vehicle 

dimensions include a very 
slim dry weight of 380kg 

(836lb) for the 20bhp car, 

or 400kg kerb, and 430kg 
kerb for the 50bhp model; 

excellent figures 

considering it’s no 

stripped-out racer. Small 
variations made this 

difference, as for example 

the batteries, with a 
20Amphour one in the 

20cv and a 30Ah in the 50, 

even though both used the 
same 50Amp alternator. 

Wheelbase and track (f/r) 

are 2230 x1360/1370mm. 

Length (2 of) x Width 
(max. at the rear wheels) 

x Height (to the rollbar – higher with the roof 

clipped on); 3160-3237 x 1564 x 1320mm. In 
imperial, these translate to 87.8 x 

53.5/53.9”, and 127.4(max length) x 61.6 x 

52.0” high. There are some differences 
between the early prototypes and later 

production ready models, and subtly 

between the two versions. 

The specifics of the mid-mounted Weber 

engine are; 43kg all aluminium construction, 

dohc 8 valve in-line twin cylinder layout, a 
very oversquare bore x stroke of 85x64mm, 

and a 10:1 compression. The design is 

modern and economical with a total coolant 

capacity of only 6.5 litres. It is also fully 
electronic in its control of fuel injection with 

lambda probe and 2 injectors per cylinder, 

individual ignition and throttle butterfly 
control that results in excellent fuel economy 

and emissions too, with less than 4 litres/ 

100km always being obtained, including 
short urban trips. For emissions there is also 

a catalytic converter, and to enhance both 

physical and acoustic smoothness, a crank 

counter-balancing shaft. 

The electronic control of injection, ignition 

and throttle butterflies is also the key to the 
two engine power outputs from the same 

motor. The 50bhp/37.5kW engine produces 

  Two styles of dashboard based around same structure and theme 
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this power at 5700prm. It also puts out 
61Nm/45lb.ft at 3000rpm. The 20bhp/15kWs 

produces its power at 3800rpm, with 

50Nm/37kW at 2500rpm. This not only 

keeps the law happy for A1, B1 licence 
holders, but by using a larger engine running 

low revs the 20cv model is tuned for torque, 

providing good acceleration relative to the 
maximum horsepower. 

The 50bhp model reaches 80kph in 9 
seconds, and 100kph in 14sec (~12.4 sec to 

60mph), with a top speed of over 

130kph/80mph. The 20cv model reaches 10 

m in 8.5sec, which Matra see as being an 
important practical performance indicator; 

top speed is just above 110kph, or almost 

70mph. Funnily enough, the 50 model has a 
weight to power ratio of 8.6kg/bhp, which 

apparently is the same as the V6 Avantime, 

and better than the original 998 Mini Cooper; 
in fact, acceleration performance is close to 

the 1275 Cooper S. 

Weber Motors, based in Markdorf, 
Germany, are actually a large industry 

supplier in the European engine world. They 

supply crankshafts, cylinder heads, 
crankcases, V6 and V8 cylinder blocks 

amongst other complex parts. Some of its 

customers include Volkswagen, Daimler-
Benz, BMW, Porsche and even Airbus for the 

aviation industry. 

The CVT clutchless transmission used in 
the M72 is a modern take on the 

continuously variable belt-drive type 

transmission first seen in the Dutch DAF 

cars. It was chosen by Matra for its light 
21kg weight, electronic management that 

allowed control of the maximum reverse 

speed - to 10kph for the 20cv model, and 

operational characteristics of smoothness, 
longevity and best performance. CVTs allow 

the engine to remain near optimal torque all 

the time, in relation to the accelerator 
position, for good economy and maximum 

acceleration. What is called a reducer 

inverter is used to achieve reverse travel, 
and is basically a reverse transfer gear 

selected with the ’gearlever’.  

Once the prototypes were up and 
running, test mules were made in several 

different configurations of chassis and 

materials, suspension, brakes and so forth. 
They were run through slaloms, skid pads, 

and various track and on-road performance 

evaluations. 

French magazines tested early examples 

that had simple soft roof tops and no doors. 

Matra were totally focused on modern lateral 
thinking technology, outdoor lifestyle 

pleasure, safety and driver oriented handling 

and roadholding ability, and it showed 
through everywhere they presented the M72. 

The only published driving impressions 

commented that the “very rigid structure 
contributes decisively to the astonishing 

handling of the car.” It also said that the 

compact “rear position of the engine allows 

remarkable turning diameters of 7.80 m 
between sidewalks and 8.5 m between walls, 

particularly significant results in the city, but 
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especially on narrow winding village roads. 

With a steering geared for 2.5 turns lock to 
lock, the sensations of driving are more 

direct and incisive. The combination of the 

car’s various elements gives M72 a degree of 

stability that is always difficult to achieve in 
such a short vehicle.”  

With the 20cv car proving popular at 
Paris, Matra next chose the 72nd Geneva 

Motor Show to preview their new 50cv 

version. Equipped with the 50bhp engine and 
more refined detailing, finish and colour 

schemes, this prototype was set to become 

Matra’s future as a basis for a range of 
leisure, fun and open top vehicles that they 

announced at the 2002 show would mark the 

return of the marque on the European stage 

as early as 2003. 

In this announcement they saw a 

broadening of scope, range and view of the 
M72 that would go way beyond those the 

confined traditional car industry could offer. 

Matra also envisaged giving their distributors 
a greater freedom and flexibility to do their 

bidding for customers, and also give them a 

greater share of the profit and responsibility 

too. As well as innovative engineering, 
innovative solutions for production and 

marketing where keeping costs low were a 

major factor in the car’s design. “Light use of 

resources, light costs” was a part of the 
mission statement, as was “original car, 

original solutions”. A primary concern was 

cost savings in the area of distribution, which 

Matra saw as consistent with a willingness to 
grant trading partners a fair remuneration 

for their various services.  

Matra also wanted consistent pricing 

across the board, in all markets to be 

explored, excepting local tax variations and 
transport. It wanted to free itself from all 

normal constraints of the car industry, 

including the traditional avenues of 
investment, financing and capital. Trademark 

concessions with respect to other business 

partners outside the car industry were seen 

as another part of their marketing strategy. 
Matra saw such partners as being more 

familiar and close to the range of envisaged 

customers as a whole, and as such, felt they 
would come to represent the vast majority of 

all future partners for Matra and provide an 

indispensable presence in the market place; 

they were seeking a ‘lighter’ less expensive 
structure more reactive and able to respond 

to changing circumstances. 

On the engineering side Matra wished to 

expand its frontiers while continuing to 
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provide design, 

development and 

production expertise and 
services for Renault, as 

in the sophisticated 

Renault Avantime which 
they’d designed and were 

manufacturing at their 

Romorantin facility. 
Matra desired a return to 

manufacturing its own 

cars, using its own brand 

name, and do it its own 
way. They also hoped to 

show the auto industry 

as a whole that they 
could offer technical and marketing expertise 

in the role of automotive consultants. 

To do this MATRA set aside more than 6 

million Euros for constructing a new 

production unit at Romorantin, the industrial 

centre of the company in the Loir et Cher 
area, to cater for the manufactured and 

assembly of the M72 and future Matra 

models. In addition, a commercial team was 
already at work at commercial headquarters 

of Matra in Yvelines, at the outskirts of Paris, 

working on the commercial plans. 

Distributors and partners again became 

the focus for Matra, with Renault remaining 

in the prime position. Matra started talks 
with possible new partners in appropriate 

sectors of the leisure and automotive 

distribution industries who they hoped would 
bring broader expertise to the sale of the 

cars. From the former they said were 120 

principal partners or outlets, while from the 
later new sectors they were expecting 

another 50 to 80 partners to strengthen their 

coverage and after sales service. 

Matra expressed ideas too, 

at that stage, about setting up 
similar networks in other 

European E.U. countries over 

the following 18 months, then 

spreading out into non E.U. 
areas such as Switzerland, and 

possibly UK… In many ways, 

Matra’s rather lateral plans and 
hopes in the sales market 

reflected their rather atypical 

approach to car design and engineering. 

Further reflecting this expanded attitude, 

Matra was working on using the internet for 
promotion and dealing with sales enquiries, 

aftermarket support, interactive commercial 

and technical dialoguing, and much else. 

They saw a major focus in sunny coastal 

Three rear views, two version of P72 showing car with top and full 
side glazing, and two views without; note glazing beneath door. 
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tourism sites, elegant fashion areas, 

and the appointment of youth focused 
segments as being very relevant. The 

leisure industry they were to partner 

with would be distributors of specialist 

motorised recreational equipment, 
whether they be aquatic, ice and snow, 

or more simply land based.  

The possible British connection came 

in the form of MG cars. Around the year 

2000 MG-Rover were looking for 
possible future business partners to 

spread costs, such as Peugeot-Volvo-

Renault had done with the PVR 

engines. They cast their eyes around 
and saw the new M72 prototype at the 

Paris 2000 show. MG were aware that 

Matra, like them, needed a more equal 
partner to share costs of design, 

development and production if it was to 

become a more independent company 
without the constraints of its more 

conservative parental-partner Renault. 

While the 20 and 50cv models were not 

really the answer for the British market, the 

highly advanced little 750cc twin had further 

tuning potential; 70-80bhp or perhaps more, 
while still retaining ECE emissions 

compliance. It was said that MG also saw a 

likeness to the Lotus 340R in the M72, and a 
potential within the car’s flexible design and 

engineering to use as a basis for a new MG 

Midget. For this they could change some of 

the body styling components, such as the 
front clip and boot, and with a revised rear 

subframe put a 4-cylinder K-series motor in 

which weighs around 80kg, depending on the 
version. With a suitable transaxle etc, it 

would end up adding a further 50-60kg to 

the car, making it still a light sub 500kg 

raceabout should they fit a 120+bhp 
engine… 

So what happened? Of course, this is 
where the trail goes cold, as no one talks 

about yesterday’s news. However, the MG bit 

failed because in essence MG went through 
another nosedive and could not hold up its 

side of a possible partnership. Sadly, 

Lagardere died in 2003 too, meaning one of 

the key figures behind the project being lost. 
As for Renault and the leisure industry, the 

suspicion is that Renault remained the 

disinterested partner and as a consequence, 
all the other plans toppled 

over since Matra could not 

envisage itself as an 
independent entity in its own 

right, and was focused on the 

need to have a major 

automotive player to provide 
sales and service centres, 

even though it had the might 

of the multi-faceted Matra 
empire somewhere behind it. 

In reality, all this spelt the 

end for Matra as a possible 

car manufacturer, and in 
2004 Automobiles Matra was 

bought by Pininfarina.  
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