
Luka cars are the product of Luka Design, a design house 

founded in 1995 by Lucas Bignon. Born in 1965 in the 

south of France, Lucas’ later tertiary education took him 

to the School of Fine Arts at the Université de Toulouse. 

After graduating in Product Design, he travelled to 

Mexico to take up his first job in a design and research 

department specialising in car accessories. Following a 

dedicated two years term of work, his passion for 

invention and inventive design led him to the world of 

the special effects within the Los Angeles movie industry 

where he helped develop original design and 

implementation techniques. During the same period, 

Bignon branched out to develop some new ranges of 

modern furniture and lighting for private house owners.  

Upon returning to Europe, Bignon participated with Luigi 

Colani and team in the design and construction of 8 cars 

for a special festival, called Automorrow, which was held 

at Bonneville near Utah’s Salt Lake City in November 

1989.  The cars were designed in a variety of styles to 

denote different transportation foci. But their essential 

intent was to bring into view Colani’s vision of 

tomorrow’s transport; which very much encapsulates 

the concept of efficient aerodynamic design and organic 

nature-inspired style. Colani is considered the ‘father’ of 

what is called organic bio-design which he has applied to 

cars, aircraft, water craft, furniture and all manner of 

products.  In many respects, Bignon could be considered 

a more tightly reined in proponent of this organic mode 

of thinking.  

This work led Colani’s team onto the design of a special 

Ferrari which won its class at the 1991 Bonneville Speed 

Week. Later in 1997 with a 1000bhp turbocharged 

engine, it reached 270mph on the salt (more drag than 

on tarseal).  After the Colani experience, Bignon went on 
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to do modelling and prototype 

work for various clients over the 

next two years prior to starting 

Luka Design. 

Luka Design is headed by Bignon who has been closely 

supported by co-designer Xavier Dumont for projects 

such as the Silver Bee. The business focuses on a variety 

of smaller consumer products where continuity and 

stability are more assured. Bignon’s loosely translated 

business operandi is as follows: "We," creators "feel 

we have a kind of mission to create a more beautiful 

and more ‘just’ design. We try to humbly participate 

in creating innovative products that are easier to 

develop, produce, and therefore use less energy and 

raw materials, and are especially designed to provide 

a service to the end user. But our mission to another 

goal is to help economic development and success of 

our partners. I firmly believe that design can do both 

and that is why I do this job with passion” 

For the first 10 years Luka Design primarily specialised in 

what are described as “products of art for the table and 

kitchen”. Helped by the fact that Bignon personally 

possesses the skills to see a project through from 

concept to placement in the market, he assumes the 

role of project leader for all aspects, including styling 

and technical development, mockup and prototyping 

phases, management and marketing.  He also provides 

much appreciated product consultation for customers, 

where he advises on ways to reduce product cost 

without compromising outcomes of technical and 

stylistic choice. 

Although this has been Luka Design’s core work, it is by 

no means its only focus. In 1998 Luka displayed its first 
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car proposal at the Paris Motorshow. The design and 

construction had begun in 1997, and started with 

numerous sketches and drawings, then a mere 9 months 

for construction, followed by several months testing 

before being presented at the October show. Bignon and 

team then drove over 2000 km around France in order 

to be seen at as many different shows and exhibitions as 

possible to draw interest in the company’s work, and to 

tempt a commercial partner for low volume production 

of the car. A partnership never eventuated, and as a 

consequence the car remains a one-off.  However, it is a 

stunning study in a variety of areas; most outwardly 

being its fibreglass bodywork finished to look like 

polished aluminium, reflecting its chassis construction.  

The body brought together traditional roadster styling 

themes with a modern mid-engined layout in an organic 

stylistic form. For its technical basis, Bignon chose to use 

a sports-racing GERI RB14 chassis and running gear as a 

starting point. This included a derivation of the RB14’s 

all-aluminium monocoque tub with its outboard coil-

over front suspension that features fabricated upper 

wishbones and moderately-long tubular lower ones, plus 

slender steering rack and tubular anti-swaybar. At the 

rear, fabricated wishbones feature top and bottom too, 

with long lower arms but quite short top ones that allow 

for strong camber gain settings as required. They are 

also braced well forward, giving them a long pivot base, 

and include short vertical rockers for well reclined 

inboard coil-over spring-damper units. 

 Engines used by GERI at the time were flat-4 Alfasud 

motors, usually in single ohc 8v form, with a twin-choke 

downdraft Weber 45mm carburettor each side. The two 
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larger capacity versions of these engines were of 1.5 or 

1.7 litres (1490 and 1712cc) that produced 105 and 118 

bhp in the highest standard factory tune. They also have 

a 5-speed transaxle hung out behind, making them a 

very suitable compact arrangement for a small mid-

engined car, and have the added bonus of possessing a 

low centre of gravity. 

1712cc Alfa Romeo 33 flat-4 

dohc 16v EFi engines were 

available too, from the mid 80’s, 

which out of the box produced 

between 129 and 

132bhp@6500rpm (depending 

on emissions spec) and 110 ft.lb 

of torque at 4600rpm. However, 

these did not fit the period class 

rules that Geri and other small 

capacity sports-racing cars were 

competing in, in France. 

The motors with 8 valve heads, 

when fitted with special cams, 

larger valves, Webers and 

tubular manifolds could improve 

on these figures, but not by a 

huge amount. However, torque 

was also said to improve enough 

to be useful, especially when the compression ratio was 

raised. Race spec 1490cc engines could produce around 

125bhp, while it was possible to get 136bhp out of the 

1712cc. I have seen as much as 145bhp quoted for a 1.7 

8v, but not in mid 1990s form, and even the same for an 

8v 1530cc engine running 11.5:1 compression. 

An RB14 sports racer weighed 560kg with the 1.7 Sud 
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engine, but once turned into the Silver Bee road car, 

Bignon said it weighed closer to 600kg. The Silver Bee 

also had a slightly detuned version of the 1.7 litre 

racecar engine, still running twin Weber carbs and 

producing 125bhp. If it had gone into production, a 

cheaper and easier option may have been to fit the 16v 

33 engine with EFi, but these are slightly bulkier and may 

have required chassis modifications. Like a lot of engines 

of that period, more power could be obtained using 

Weber or Dellorto carburettors, but the EFi variants 

were more maintenance and user friendly, with a more 

useful power-band. 

No published performance tests were run on the Silver 

Bee, but the traditional 

Caterham 7 may add some 

light, especially in its latest 

low tune form; the 

Caterham Roadsports.  This 

has a modern 1.6 litre Ford 

Sigma engine that 

produces a similar 125bhp, 

and weighs in at 550kg. 

The CdA of the R500 

Caterham is published as 

0.854 (metric CdX), while 

the Roadsports sized Super 

Seven only manages a 

0.911.  

Allcarindex have published 

CdX figures of 0.72 to 0.75 

for the Silver Bee; so the 

Bee has a little more 

weight but less drag than 

the new Roadsports which 

is claimed to reach 60mph in 5.9 seconds and have a 

125mph top speed. The period Alfa 33 in 1.7 litre 16v 

guise, could as a comparison, reach 100kph in 8.4 

seconds (perhaps 60mph in 8.0 seconds) with a kerb 

weight of 990kg, and CdX of 0.65, and do 127mph flat 

out; its top speed, it would appear, was gearing 

dependent.  With better off the line traction than either 

of these cars one might expect a comparable 6 second 

0:60mph, and a top speed similar to the 16v Type 33. 

Other automotive products that followed were all one-

offs too, although for the All-terrain style runabout 

called the Turtle, there was a strong push towards 

production. Sadly, it never happened. Described as an 

RV Fun vehicle, it was 

premiered as a concept at the 

Coupé Cabriolet held at the 

Porte de Versailles in early April 

2002. Its historic roots come 

through the line of various 

buggies born out of the VW 

Beetle since the early 1950’s, 

and even the Kubelwagen from 

the 1930s... Luka Design saw 

the Turtle as a modern day 

interpretation to fill the void 

left by its predecessors that 

were all but extinct - at least as 

manufactures - at the time. 

Technically, the manufacturing 

process was completely new for 

cars; the bodywork was made 

entirely of rotational moulded 

polyethylene, a technique used 
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in the construction of some boats, tanks, pipes and 

much more, but never for a car up to then.  It gave the 

Turtle a robust makeup highly resistant to shock damage 

and corrosion. Weighing less than 500 kg dry, its big 

wheels and 65bhp engine were said to have allowed it to 

be comfortable transport on any terrain.  

In closer detail, Luka Design chose the twin-cylinder 

Smart as its mechanical basis. Some of the valuable 

features of the Smart, in terms of the Turtle, were its 

compact dimensions, including lightweight mechanical 

elements such as drivetrain and suspensions that had 

their own subframes which allowed for quick, easy 

assembly, and thus cheaper manufacture. The engines 

also met all ECE emission and noise standards, and were 

likely to continue to do so into the foreseeable future.    

The Smart also provided much of the Turtle’s other 

accessories and hardware, like seats, instruments, 

electrical componentry, electronics etc. The actual 

structure of the Turtle consists of a simple steel central 

beam, or backbone, to which the Smart subframes are 

mounted and the one-piece plastic body is mechanically 

affixed. The body itself in this mode becomes a part of 

the vehicle body-structure as well, not requiring a 

separate frame. Moulding techniques are reliable, 

economic and obviously repeatable, like metal pressing 

processes. They also provide for a good finish that does 

not need painting, and can be reviewed in terms of 

design without the huge outlays of heavy metal dies.  

Design layout is a simple 2-seater with a rear loading 

tray designed to take 250kg. The all up wet weight of the 

Turtle is 500kg, while length and width are a compact 

3000x1450mm (118”x57”). Concurrent advertising said 

that Luka were seeking industrial partners to implement 

volume production, and the company said that they 

would consider some of the small French city cars that 

were beginning to appear on the market as a mechanical 

basis. They did say, however, that it would take time and 

cost extra development money to do this. The Turtle 

appeared in car catalogues for some while after its 2002 

release, but it never entered production.  

Luka Designs have released in prototype, mockup, and 



drawn forms a number of other vehicles worth quickly 

reviewing. Firstly, a brief look at their motorcycles. A 

prototype motorcycle called "the EGG" by journalists 

was exhibited at the “Salon ‘de Motorcycle” at the 

international auto Centre building (date unknown). It 

was a look at how to build a quick city bike that was 

streamlined, quiet for city use, modern and tidily 

packaged for cleanliness and show. Its mechanical basis 

is a Suzuki GSE 500, but with its own frame, seating, etc, 

and a completely enclosed mechanical area that in a 

sense is like a part body of a car; a two wheel car! It is 

this enclosed bodywork that addresses the noise, for all 

the major noise making parts, except for the muffler, are 

enclosed within its soundproofed shell. A single 

prototype was made. 

 Another motorbike is the Tritan, which appears to be 

based on the Triumph Trident, but of which no known 

information has been published.  

The Blaster 200 was a design based on the idea of a 

quad, but with the purpose in mind of 

motorized fun and of ‘pure slides’! It uses 

some existing quad parts in its makeup, but 

has the two front wheels equipped with 

larger brake discs and a unique wheel and 

suspension design that allows two ride 

height settings for off and on-road use. 

This was done to allow the full use of its 

35bhp engine in all type of conditions! 

35bhp may not sound like much fun, but 

construction was light with a resultant low 

weight. Handling was claimed to provide 

for ‘extreme fun’, because it could be 

ridden hard in snow, sand and dirt with 

little fear of falling over due to its greater 

stability and lower centre of gravity than normal Av’s. It 

remains a unique, non-marketed prototype too. 

 Another concept was a 3-wheeler ‘New Morgan’ 

inspired modern-day-take on the cycle car that was 

popular in Britain and France in the 1920s and 30s. It 

uses a BMW K100 motorcycle engine in its own frame, 

with lightweight suspension, brakes and streamlined 

body that fully encloses the driver. 

By 2010 Luka had produced 10 complete prototypes of 

various vehicle types. None were exactly ‘normal’ and 

some were quite quite way-out like the wind powered 

Record 180, a 4-wheeled land yacht that has two main 

wheels in-line, and two on wide outriggers. It is 

streamlined, naturally, and was designed to take the 

then 154kph speed record for land yachts. 

Of the cars shown here, two further promising looking 

studies are pictured of which no more information is 

known other than what can be seen in the photos. The 

photos themselves indicate that these are more likely to 



be mockups of interesting ideas, 

rather than completed vehicles. 

There is a second Silver Bee, the 

Silver Bee II, which is an interesting, 

modern clubman’s style sport car. But 

before that, in 2001, Luka displayed 

another sports project, a cross 

between a sportscar, a buggy and all-

terrain vehicle, called the Twin T. This 

in fact preceded the Turtle by one 

year, and in it you can see the 

development of an idea that led to 

the Turtle; small rear mounted engine, one piece body, 

compact go anywhere style. 

 Following the Turtle by one year, Silver Bee Two was 

first revealed to the public during 2003. The goal Luka 

Design set for the Silver Bee II was to make a traditional 

roadster with a tubular spaceframe chassis powered by a 

modern production engine producing between 170 and 

220 bhp.  

The following is more of a discussion for designing and 

making a prototype car. Its original project-sheet 

translates something like this; 

“NOTE: The sheet is cleared for any topic from time to 

time ready for a fresh look (not frozen); propulsion 

engine - longitudinal front boxer / rear longitudinal 

transverse; standard format roadster, ability to integrate 

the windshield, hard-top. No doors, vents front / rear 

(access to mechanical and passenger boxes). So to the 

starting point now; 

1. body: fibre composite 

2. steel tubular frame, space frame, sized by 

simulation, with the assistance of an engineering 

school ( ENSHMG (a national engineering school)) Above: two unnamed projects. 

Lower: Twin T 

javascript:;


3. running gear double wishbone, shocks controlled by 

push rod / rocker 

4. setup road / track easily changed    

5. anti-roll bar adjustable front 

6. pedal mounted with adjustable distribution front / 

rear (bias bar) 

7. overall dimensions LxWxH (mm) 3200x1800x850 

approx., track about 1700mm, wheelbase 2300mm 

(approximate objectives). In inches; 126.0 x 70.9 x 

33.5, 66.9 & 90.6… very short, wide, low, compact. 

8. 170-220HP (engine choice being validated)   

9. 450kg - 50/50 weight distribution  

N.B.  A "design journal" form of website is under 

construction for info and ideas exchange, for the 

Silver Bee mkII is still looking for a brand name 

(manufacturer) 

The British Ariel Atom, Brooke and 

Caterham were considered as 3 

different starting approaches or 

influences (ground zero points). The 

car, too, would have to meet all 

European type approval requirements, 

as there is little room in the ECE for 

other forms of low volume approval. 

A discussion then followed about what 

type of frame would offer the best 

performance in terms of the behaviour 

of the car on the road, safety for 

occupants etc. “We forget about these 

things, perhaps, because we are always 

trying to hide it by various means 

(body, interior...). We forget too often 

because we think that in any case, since 

the suspensions are flexible by 

definition, it is no use having a too rigid frame ... on Light 

is Right, it seems clear, given the nature of Sports cars, 

that the dynamic qualities of their chassis would be 

‘high-flying’ (without question) ... yet, structures such as 

the Caterham / Lotus 7 are far from exemplified in terms 

of rigidity. Even considering the very current Ariel Atom, 

simulations we have conducted show that the overall 

geometry is far from optimal… I will do a chapter on it.” 

There was a comment about the weight of cars being 

influenced by the content; materials, material use 

etc.  “To choose the frame of the Bee TWO, several 

types of constructions are possible:  sheet-formed 

(production cars), beams welded (Renault 

spider), welded / riveted sheet metal (Norma), nested 

profiles / bonded / riveted (Elise / Speedy), welded tubes 

(Caterham, Ariel Atom...), composite monocoque 

(Veyron). Well, for a small car at a price-set content, the 

choice is quickly made! The welded 

tubular frame has the advantage of 

being able to use raw materials 

of the same type (tubes of 

only one or two different 

diameters / 

thickness). Another advantage 

is the "simplicity" of calculating 

strength / rigidity, and ease of 

optimization (add a tube there, 

shift it there ... etc) ... you can 

even experiment by welding 

the first frame, check its 

stiffness and make corrections 

"live"! As for changing a mould 

– Bugatti’s Veyron is a little less 

simple ... There remains the 

choice of material ... basically, 

aluminium or steel? Yes, 



aluminium is lighter ... but less robust, and above all less 

easily joined than steel. The choice falls on steel. ….  

When you look at the need for chassis rigidity (for high 

dynamic performance), we have two primary functions 

to consider:  connect the front wheels together, ditto for 

the rear wheels  (the structure connecting the 

suspensions anchor points, left and right, must be very 

rigid (that's why we added strut bars on "civilized" cars 

to improve the behaviour)); connect the front and rear 

wheels together (the structure connecting the front to 

the rear of the car must be very rigid in torsion). From 

there you can make a rough first structure, consisting of 

a "box" in front supporting the motor, …in the middle a 

central section for the pilot and passenger, which must 

include the drive shaft between the engine and 

transmission (diagram shows the two sub-structures - 

also called "chairs" or "boxes" - in yellow throughout the 

frame). All the tubes are not shown (only the connecting 

tubes). The tubular structure is simple and rigid as it is – 

in triangles. Also, by simplifying a lot, we must try to 

"triangulate" the best. For example, a rectangular 

shape, we add a diagonal to form two triangles ... 

if it is not rigid enough, there is still a diagonal 

that crosses the first, and then there are 4 

triangles! The trick is not to get any that aren’t 

needed (a structure is only as strong as its weakest 

link). And for that, it takes experience ("imagine" how 

the frame is deformed, and where to build), intuition, a 

lot of testing by simulating on the computer, including 

the methods of calculation which can reveal almost 

exactly the behaviour of a frame under stress. Placing 

the tubes must also be carefully thought out; for 

example, not through the seat - well that's obvious, but 

sometimes we end up with a non-removable tank, an 

engine that cannot integrate 

(like the output shaft 



hitting a frame tube), wheels that touch the tubes in 

travel ... in short, the number of parameters that make 

up a frame is never finished until you have built 

everything that goes around it!  

Other parameters were then discussed, such as pedals. 

Mounting position of the pedal box, it was considered, is 

better to be floor mounted to give “much better feeling 

for the heel and toe... the design is underway for the 

moment, but all the principles have not been fixed. For 

example, present choice is a design based around 

aluminium plate of constant thickness, laser cut (the 

pedal box is a welded fabrication). All plates are the 

same thickness, the stems are identical for both brake 

pedal and clutch - the pedal footpad and footrest are 

also the same ... all for cost reasons, as it does not affect 

the function or the room (although load requirements 

for brake pedals are higher).  An alternative would be to 

cast the pedal box and / or pedals. The pedal box would 

contain two brake master cylinders (front/ rear) with 

reservoir of less capacity for the clutch. A system for 

adjusting the pedal box forward and back that is 

Triangular backbone tunnel 
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controlled by cable from 

the dashboard is under 

consideration (to 

accommodate short to tall 

persons). This is quite 

similar to what we can see 

in a lot of racing cars; view 

Oreca Catalogue for 

examples. It is set (f / r) by 

screwing it one way or the 

other. It may not be the 

most elegant method, but it 

works, slowly… In any case, 

the steering wheel position 

is adjusted in the same 

way. The accelerator needs 

to be controlled by cable 

too, so one can change the 

profile of the sensitivity 

curve (for !! purists).”   

The discussion between the engineering school engineer 

and Luka went on to talk about methods of modelling 

that while technically quite demanding, provides a 

layout that allows the driver to remain further forward 

that in a Caterham or Donkervoort, but not as far as in 

an Elise or Ariel; i.e. near the yaw centre to allow a 

better ‘sense’ for the driver. 

Next they discussed the laying out of the frame further 

and how to account for the practical realities and the 

frame’s performance: “So, now that the tubes and the 

main principles of the frame are fixed (junctions, 

suspensions, dash, spaces ‘booked’ for engine, gearbox, 

transmission shaft, driver ...), and then everything else 

after that ... and we must spare no effort (to do it 

right) because the optimization of the chassis is really 

the ‘test kitchen’ ... ingredients to be added step by step, 

taste, add salt, to taste (add a tube, calculate, move the 

tube, calculate ...)!  It is a long process but the rewards 

are worth it, because you can get to double the stiffness 

of a frame without adding the pounds simply by placing 

the tubes in the ‘good’ places!”  Through this process 

they managed to double the calculated stiffness of the 

chassis by adding just 5kg in weight. 

Next the discussion looked at design for ease and ability 

to jig and actually weld the chassis together, especially 

allowing for critical points that must be positioned as 

accurately as possible; suspension etc, then main tubes, 

reinforcements then brackets. “Of course the challenge 

is to design a tool - simple and inexpensive (!), that can 

adapt to small changes in geometry - which still allows 

the chassis to be removed once everything is welded”. 

“…Suspension is a fairly standard now (for these style 

cars, if not on ‘standard’ production cars) with inboard 

mounted shock-rocker. It allows in the first instance 

endless possibilities on the shape of the response curve, 

by adjusting the dimensions of the rocker (pushrod and 

bell-crank). It can be a behaviour that greatly hardens 

the end of the travel to avoid hitting the bump stops, 

something that is hard to achieve with a "pseudo-linear" 

movement found in suspensions mounted in a direct 

way like the Speedster. With this arrangement, the anti-



roll bar is also much more compact (therefore light) and 

connected directly to the rocker. It also reduces the 

unsprung masses much by replacing the weight of a 

shock with a simple rod.” 

A discussion that is hard to translate then ensued about 

cornering G’s. The outcome would of course depend on 

the choice of tyre, which they commented on. What was 

predicted with a 50/50 weight distribution with 135kg 

per wheel (540kg oa), 1600mm track and 270mm c.o.g 

height, was a 1.3G lateral acceleration giving lateral 

wheel-effort of grip equal to 100kg on the inner tires and 

250kg on the outer. This calculation was a part of 

determining spring stiffness for roll. 

Another comment 

ensued around 

running the 

suspension through 

some simulated 

movements once 

the main frame and 

cast hubs were 

already 

manufactured. It 

was found that the 

exact predicted 

behaviour did not 

occur, and as major 

parameters were 

already set, the 

only things that 

could be changed 

were the top wishbones; their length, their inner pivot 

position on the frame, the geometry of the steering 

arms, the height and length of the rack, the geometry of 

the rockers/cranks, and the length of the pushrods. 

Fortunately, only a mm or two were required, but as the 

engineer said, in a performance car a couple of mm 

makes all the difference.  

A short discussion on the means of obtaining zero 

bumpsteer under all conditions of bump, roll, turn, and 

also on the choice of full Ackermann steering geometry 

was also added in. Tests were conducted on the cast 

hubs while the base structure for the prototype was 

being constructed, as they were considered of vital 

safety importance. 

To choose an 

engine, 29 pages of 

information was 

considered, looking 

at best price versus 

performance, 

engine reliability 

versus weight and 

dimensions; short, 

light, compact, 

clean and 250bhp 

was now the target. 

With respect to 

‘clean’, V-tech 

Honda engines - an 

obvious weight etc 

versus power 

choice - were 

thought to be 

getting too old with 

the possibility of 

not meeting future 



emission regulations somewhere down the track.  In 

the ended, it is reported by Histomobile that the car 

released in 2003 was fitted with a VW 2.8 litre V6 

engine. 

In summary, the resultant spec-sheet had been 

refined and validated to include the following; tubular 

steel perimeter spaceframe chassis with triangulated 

triangular central backbone, composite body, 

interchangeable  front and rear double wishbone 

suspension, pushrod and inboard mounted spring-

damper units, dashboard mount adjuster for adjustable 

anti-roll bars, longitudinal mounted front-mid-engine, 

longitudinal rear transaxle, composite driveshaft, no 

servo braking assistance but with front: rear balance set 

by dash-mounted knob, composite fixed seats, positional 

adjustment of the pedals and steering wheel,  40 litre 

aluminium fuel tank, the possibility of a supercharged 4 

cylinder engine as an alternative,  weight under 550kg, 

plus boot, tonneau cover for passenger side, and a list of 

business contacts for manufacturing possibilities. Nice 

seats were also drawn up for the Bee II; they were fixed 

to the chassis with the intention to give them a little 

flexibility so as to absorb the vertical stiffness of 

suspension (as on the Atom), while remaining rigid in the 

horizontal direction in order not to lose sensation (as 

opposed to the Atom). The mounts of the seats were 

also designed to take the seatbelt and harness anchors 

to prevent unnecessary weight increase. 

Discussion around safety indicted that it was a very rigid 

frame they had devised, with for example, a 2.5mm 

deflection with a 2G (2x540kg) side load. What was 

allowed for crumple zones, in order to provide 

controlled g-forces experienced by the occupants in an 

accident, was not directly divulged.  

Some reports suggest that the car was completed, and 

there is ample evidence of construction, but all the 

finished-car photos appear to be simulations. Bignon 

himself is rather like a lot of creative designers – once a 

project is done with, it is of little remaining interest; the 

next project is all that really matters…  
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