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ralative to bikes the Triumph and Ka-.

wasaki So the Yamaha triple really should
shake, but doesn't—at least not at any sub-
sfantial level even in its worst moments, and
it's GL1000-smooth, at cerfaifl  engine
speeds. MBSt significantly, the new Yamaha
iz smoother than aither the Honda 750-4 or
the Kawasaki 903 &1 normal highway cruis-
ing speeds.

Another big surprise, to us, was the
Yamaha's ride. Like all thosa who've been in
motorcycling -for more than 'a coupla of
years we had come to assume that BAW
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had.a hammerlock on suspension-technol-
ogy. and «that_Japan's motorcytles—what-
aver glse might be sald for them—wotid
forever rige as though they had solid brass
dpacers instead of springs. Let the record
show that Yamaha-swept away that gquaint
notion, because—give or take the smallest of
margins—the new XS750 fits squarely within
the same ride-guality brackets as the latest
BMWs, which previously were in a class by
themselves, and comfortably ahead of any-
thing else {except the RD-400C) you can by
for less than $3000 Run the Yamaha over
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washboard npples, potholes or even those
jolting, sharply-raised expansion strips and
you' get a wonderfully supple responsa from
the bike's suspension.

Forwhat it's worth, the Yamaha triple has
a very mallow sound. The bike's three dou-
ble-wall exhaust pipes feed into & muffler
that's more than- 30 inches In length. 4%
nches in diameter and baffled like a
Miritaurs maze, so not much “sound
emefges from itz outlel, But the subdued
beat that dogsascape the muffier’s interior
mixes-with, the throaty basso from the air
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Cycle Test

Not the fastest 750,

but the smoothest and nicest.
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This miricafa casfing halds Aall e Suppors oy
ihe crank frandrmission and fransfes-gaar shars

Valve clegiance sdiustments are made by sedecting
frem & wanaly of cem follower face-gisc “shime

imtake for a nice effecl. At low speads, under
kght fheoltie, you hear the whine ol gears
and the clicking of cam followers fairly
clearly; these rather harsh mechanical
noises go away once the butterflies rotate
open and the revs begin to builkd

Yamaha claims a 4 S5-galion fuel capacity
for the X5750, and you probably could get
that much gasoline out of the tank by wring-
ing it like a washcloth. Ba that as it may, the
capacity that counts on a day-in, Gay-oul
basis is the number of miles you can nde
before switching a bike to reserve, and the
Yamaha triple does provide quite a usaful
marn-supply crusing range. One of our test
riders managed to make the XS750 squan-
der fuel at the rate of 36 mpg, bul 40mpgisa
much more representative mileage figure for
moderately hard riding. Surprisingly. the tn-
ple’s fuel consumption rale vaned anly
slightly whether it was being used for free-
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way travel, plodding through clots of city
traffic or charging mountain roads. Under
most conditions it delivered a constant 40
mpg, and could be relied upon 10 gasp out a

fuel-starvation signal just as the last of the
fourth main-supply gallon dribbled down 1o
the carburetors and the resattable tnp-meader
flashed 160 miles, At that point we'd flip the
fuel petcocks to their reserve position and
start looking for a service station, though
there was—in theory—a hall gallon of gas-
oline and 20 miles of motion left in the
¥amaha.

Filling the X5750's fuel tank is the only
service it reguires &t less than 1000-mie
intervals. The owner's manual says thals
how often the air filter should be cleaned,
and the battery, brake fluid and tire pressure
checked. You're supposed to clean the
spark plugs and check the ignition iming at
2000-mile intervals, and the manual also

T hiree Sdmm congferl-vacuirm Mikun carburelfors
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BUgoesis cleaning the fuel petcocks'
strainers and the traps at that poinl—perhaps
Decause the engine will run hapoly on the
Cheapes! uind of gasoline and they higure
some X5/5) owners will be steady patrons
of the worst cutl rate Petro-Swill SErVICE
slations in the country. Cam chain achjust-
menis are schaduled 3000 miles apart as
are straightforward replacements of angine
sl @nd the od fifter, draining and refilling the
drive system's cavites i expacted at 6000
miles. For this last job, the bike's tool kit
contains 8 double-end dip stick, which s
tlabbed down into the appropriate filler
holes to guage the level of the gear ol

Una ilem unaccountably MIBKNG from our
es! bike's 0ol kit was a spanner for crank-
g M rear SUSpenEon's lower Spring col-
ars up and down, These coliars have the
usual notched apiral ramps for Spring pre-
load adjustments, and a five-notch load
JUMGE 187R

fange. DUt that doasnt help much unless
you have the proper ool SHll, with that
Ssnghe eacephon the kit was tarly com plete—
and a very close it inside s underseat
compartment. You wonl just dump the
wrenches, screwdriver and phiers back in the
bag and drap the whole thing into the i#tie
storage tray, some of the wranches have fo
D@ nésled inside the kit's tubular sockets
and the rest carefully compacted before the
flap can be snapped closed and the bag
siowed hdily enough so the sest will drop
down and lalch

Whan we were fishing around In the kit
'D0KINgG for the proper spring adjusting ool
we d have settled for an improper tool. be-
cause the collars were full down and so was
the Yamaha's comering aftitude. You roally
are going to bke what Yamaha has done lor
the X5750's ride; yield to your sporting in-
stincts and you may wonder if the admittedly

supert ride has nol been purchased at o0
great a price. The bike's very soff Springs
(<8335 pound-inch and 106,/ 145 ib-in pro-
gressmves fromt and rear respectively ) and
considerable al-up weight (717 ibs ) cause
the chassis 1o sink on the SUSpeNson under
comerning loads, and you'll find the Yamaha
running out of comerning clearance long
before it runs out of tire adhesion in right
hand turns. You can hook the XS750 into
left-handers very smartly—we wora the
Honda-style "Thal's Far Enough” fesler nub
right off the left lootpeg and—but you won't
get tifted very far 10 the rght belom the
exhaus! system starts grauncitung agasnst
the pavement.

With some bikes it's just as well there's a
built-in exuberance limiter, as they'd go info
a mad wobble and pitch you info the nearesi
hcige i Ehsir low-hanging pipes would alow
fasl cornering. That's not the case with the
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Comfortable seating
and a superb ride.

YAMAHA XS750D

Yamaha XS750: the bike rocks and surges
on its soft suspension when it's rdden im-
moderately, and that does take a little of the
precision out of its steering, bul it never does
anything bad. And the steering gaometry
has been very carefully arranged for the full
spectrum of riding conditions, as the bike's
handling is comfortably light when YOu're
maneuvering around at a walk, and it's not
too light at high speeds. We found only two
things the X5750's handling couldnl han-
dle: the bike does |lurch smartly when s

axhaust system bangs down hard, and the

ribbed-tread front tire tends to get the steer-
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Here's where the drive is fumed S0-degrees, and is A doutde-and dipstick 5 used to check the forward
transfer-case and final-drive housing olf levels.
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ing twitchy when it tnes to cope with freeway
rain grooves.

Crwiners will find that the X5750's cornar-
ing clearance can be increased by adjusting
its suspension. Cranking the rear spring
preload adjusters around to their highest
notches will ift the bike's tail about 14mm
{.55-inch), and there 15 a similar upward
adjustment available in the front fork. The
fork tubes' reach was established in pro-
totype testing, and a bit of length added in
the production version—which extends up
through the top fork bridge, as is done in
Yamaha's off-road machines. You can use
the exira length to fine-tune the bike's steer-
ing geometry, but we think the best resufis

will be obtained by going for a lift at both
47




ends of the chassis and an increase in
overall ride-height. Switching the ribbed
front tire for one with a block-pattern tread
probably would stop the twitching over rain
grooves, this might have some bad effects
on other aspects of the X5750's handiing,
and the side-shuffle, though disquieting re-
ally is nothing to worry about.

Motorcycles arent necessarily comfort-
able just because they ride well; a hard,
high-crowned seal or poorly arranged riding
position can be instruments of torture. Here,
the Yamaha is a mixed bag: the seal is as
hroad and soft ag anything you could want,
and if you're tall enough it's near-perfect. the
shart rider will find that the seat's just a tad
too wide at its forward end, and creates a
pressure point at the inside of each thigh.
And the footpegs are slightly too low and set
too far forward. We should point out that
most bikes are much worse in this regard,
and have far less comfortable seats than the
¥amaha. Rarely, too, do motorcycles have a
handlebar as nicely angled and placed as
the one on the XS750. The Yamaha gives
you a very good nding position; with the
pegs up one inch and back two, it would be
nearly perfect. Moving the pegs would also
move your ankles away from the drive trans-
ter case and swing-arm pivot housings—
which became (literally) sore points for one
of our test riders.

All of us became accustomed to the tri-
ple's abrupt off-idle throttle response and
drive train lash; we never learned to like it
The constant-vacuum Mikuni carburetor
has the advantage of compensating far
ham-fisted riding technigues, as the slide
automatically adjusts its position over the
fuel nozzle to keep the air speed high even
when the butterfly is suddenly snapped
open. This automatic compensating feature
gives exceplionally good mid-range throttle
response. But it also combines with the
butterfly-type throttie valving to make for a
too-rapid transition from idle 1o Serious
power; it's just as though the first degree of
twist-grip rotation flips the throftles from
48

closed to an eighth-open.

As noted, the XS750 is afflicted with that
moset familiar of ailments—drive train lash.
There is, by careful measuremant, a loose
18-degreas of free motion in the bike’s rear
wheel with the transmission in first gear,
which probably is less than the average for
Japan's touring bikes, but stll too much. A
contact at Yamaha said the between-faces
clearances at the shifting dog teeth (whera
the lash originates) could not be closed any
tarther without introducing an engagement
problem. |f we may be presumptuous and
offer advice, we would guess that they've
made the shifting-cam drum diameter too
small. which resulis in the shifter-fork cam-
ming slots being 100 stegp—and this is re-
flectad in a somewhat notchy feel at the shift
lever, an insufficiently positive force to drive
the shift dogs into engagement, and a len-
dency for the dogs to bounce apart instead
of meshing unless there is a very considera-
ble gap between their teath. They've opted
to save space inside the transmission with a
small shift drum, compensated for the en-
gagement difficulties with dog-teeth clear-
ance, and created an objectionable degree
of drive-train lash.

In every aspec! other than that mentionad
above the Yamaha triple’s power train is a
marvel, and one that appears o have been
arranged with a sharp eye for results and a
blind one for cost. Some form of chain-and-
sprocket primary drive had to be used to
carry power from the crank to the clutch, as
even the slight clearance between the
crankshaft's main journals and their sup-
porting plain bearings would upset the
meshing of gear testh. Yamaha wisely chose
a Hy-Vo chain, which has proven to be both
silent and absolutely reliable in such &p-
plications. Moreover, rather than accept an
overhung load on the clutch, they provided
an extra support bearing on that assembly’s
outboard side.

Tha XS$750's clutch hub contains the first
of its two drive-shock cushions. In this one,
the drive goes through a collar with three V-

shaped cam slots and three cylindrical pins
before passing into the gearbox. Belville
spring washers force the pins down into the
points of the V-slots; drive shocks move the
pins up the sides of the slots and are soft-
ened by the resulting compression of the
spring washers. There is a second, simpler,
shack cushion (a pair of two-lobe cam rings
held together with a coil spring) in the cross-
shaft that connects the gearbox output shaft
with the right-angle gears that turn the driva
90 degrees for its trip back to the rear wheel,
The spur gears that transfer the drive out of
the gearbox to the cross-shaft, presently
having 34 and 32 teeth, respectively, can
gasily be changed to get a different overall
drive ratio. Alternative gear sets are not
presently available, but—according to our
sources at Yamaha—are scheduled for the
not-too-distant fulure.

Right where most motorcycles have a
transmission output sprocket, the XS750
has a bolt-on casing containing a pair of
spiral-bevel gears. The drive gear has 19
teeth and the driven gear 18 teath, becausa
hunting tooth gear sets are less noisy and
less apt to be troublesome than pairs with an
equal number of teeth. And the driven gear
feeds drive targue to a very tricky universal
joint placed right at the swing-arm's pivol
line. Conventional U-joints won't transmit
rotation at an angle without setting up cycli-
cal speed variations, which are reflected as
torque pulsations in the drive system.
vamaha, unlike BMW or Honda, bit the
financial bullet in this matter and went to an
expensive constant-velocity U-joint—oné in
which the drive passes across six large ball
bearings carried in grooved inner and outer
spherical members. This kind of U-joint will
operate at large angles without any change
in input/output speeds and without creating
any drive pulsations, which is why itis widely
used in front-wheel-drive automobiles. Or-
dinary Hooke joints are cheaper, they aren't
as good.

e penultimate step in the drive’s cir-
{Continued on page 511
CYCLE
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YAMAHA XS750D

Price, suggested retail
Tire, front

rear
Brake, front

rear

Brake swept area
Specific brake loading

Engine type ...

Bore and stroke ..
Piston displacement
Compression ralio
Carburation .._....

Air filtration

ignition o S
Bhp @ rpm ____.
Torgue @ rpm
Rake/ Trail

Mph /1000 rpm, top gear

Fuel capacity
Oil capacity
Electncal power

Battery Lni
Primary transmission

Sacondary transmission ..

Gear ratios, ovarall ..

Wheelbase

Seat height .. .
Ground clearance
Curb weight

Test weight
Instruments ...

4 2236
3.25H19 Bridgestone
4.00H18 Bridgestone

s Y051 X 145 10,
(267 x 36.9mm) x 4

1051 x 1.451n.
(267 x 36.9mm) x 4

252.18 8q.1n (1627.06 8. cm.)

2.84 |bs,/sq. in.

at test weight
Four-stroke, DOHC
air-cooled tripie

. 268 x 2.70in. (68 x 68.6mm)

4558 cu. in. (7T47cc)
851

3, 3mm Mikuni B334
.. Dy foam

Mechanical breakers, triple coils

na

n.a.

2777449 in, (114 mm)
Burte> 14.54
4,5 gal. (17.0 Liters)
3.7 qt. (3.5 Liters)
Alternator,

14 5V=18Amp @ 5000 rpm

12V, 14AH
HY-Vo chain

shaft, spiral-bevel gears
e (1) 13,39 (2) 8.64 (3) 7.07

(4) 5.96 (5) 5.20
57.7 in. (1465 mm)
31.9 in. (B10mm)
e 5.7 In, (145mm)
552 Ibs. (251 kq)
717 lbs. (326 kg)

Tachometer, speadomeater

w./ odometer and tripmeter, oll,

neutral, high-beam, turn-signal indicators

Standing start '4 mile

Average fuel consumption

Speedometer error

JUME 1978

13.98 sec.; 95.33 mph

40 mpg
30 mph, actual 27.33
60 mph, actual 55.69
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cuitous trip from the crankshaft to the rear
wheel is along a drive shaft inside the left
swing-arm tube. This drive shaft is only
17mm (0.67-inch) in diameter, and doubles
as a torsion bar drive cushion. The shaft's
small end is splined into the permanently-
lubricated, sealed U-joint; its aft end is flared,
with spherical-segment splines, and slips
inside a splined collar on the final-drive
pinion shaft. The last link in the drive train 15
an automotive-looking ring and pinion as-
sembly in a light-alloy housing (32 teeth on
the ring gear; 11 on the pinion) and is
unusual only for having a straddle-mounted
pinion gear. That is to say, in addition to the
usual tapered-roller support bearing behind
the pinion gear. there is a needle-roller
bearing holding a small-diameter extension
on the pinion gear's nose.

In all likelihood XS750 owners will not
have occasion to see much of the bike's
elaborate drive train scattered around a
service-department workbench. Similar sys-
tems in automaobiles outlast all other compo-
nents. The important thing for owners to
know is that Yamaha has made removing
the rear wheel for flat-fixing a fairly strarght-
forward, easy task. Remove two bolts and
you can swivel the rear fender extension up
out of the way; two more and you have the
muffler heat shield off, which clears the way
for pulling the axle. The axle is held by a
large nut at the drive-casing end and by a
small pinch bolt on the right side, and when
you pull it out of the wheel hub a spacer will
drop out—creating enough side clearance
to let the hub move off its drive splines and

then straight back away from the swing arm.
Thae rear brake disc stays bolted to the
wheel; the brake caliper is left in place on ils
bracket.

XS750 owners obviously will not have to
give any time to wheel maintenance, beyond
an occasional cleaning, because the wheels
are very sturdy one-piece aluminum cast-
ings. No spokes to tighten, no wobble de-
velops in the ims. The front wheel is a 19-
inchear with a 1.85-inch rim width; the rear is
a 2.15 x 18, and neither is intended to be
fitted with tubeless tires.

We've said, on many occasions, how well
we liked Yamaha's fixed, twin-piston brake
calipers, and used them as an example
pointing to the fundamental advantages of
that layout. But the new triple has single-
piston calipers on floating mounts, and
these work extremely well. If you've had
experience with other dual-disc, floating cal-
iper front brakes you'd expect that the
X5750's would be powerful but with a
gpongy feel. In fact, the triple’s front brake is
powerful—and it's both solid and entiraly
predictable. You couldn't want anything
much better. And the rear disc also works
well, with a good ratio of pedal-pressure to
braking action and no surprises.

Another point we've made much of is that
front brake calipers should be mounted be-
hind fork legs, which brings their mass close
to the steering axis and reduces the pen-
dulum effect of the fork assembly. The
Yamaha XS750 has rear-mounted calipers,
and we'd like to think it gains a little steering
precision theraby, but that's not the most

remarkable aspect of the fork layout. What
we found really amazing was that Yamaha
had found a way to virtlually banish static
friction from the fork sliders, and this ac-
counts—in large measure—for the triple's
ultra-smocth ride. Yamaha's answer to the
persistent fork "stiction” problem was to
provide a slippery plastic lining around the
top of the fork slider, where the load is high
and the lubrication scanty. The low-friction
lining alone isn't the whole story: they akso
installed very soft, two-rate springs, with lots
of preload. 50 you don't get a lot of friction
teeding road shocks up into the handlebar,
and the first couple of inches of fork travel—
which will absorb 99 percent of the bumps in
mast roads—Iis supported by a pair of vary
soft 28 Ib-in springs.

Yamaha's cleverness was not exhausted
with the triple's front fork. The bike also has
the company's new self-cancelling turn in-
dicator system, which turns off after 10
seconds, or after the bike has traveled 150
meters (1684 yards), depending on which
occurs last. At freeway speeds you Cover
150 metars in a twinkling, so the flashers
keap going for 10 seconds; you'll wait mora
than a minute for some traffic lights, and in
that case the indicators will keep on indicat-
ing until you've made your turn and gone the
150 meters. It's all handled by a little black
box that senses distance by counting the
pulses coming from a magnetic reed switch
in the speedometer head, and has its own
10-zecond clock as part of an integrated
circuit board. Or, if you'd rather cancel the

(Continved on page 96)
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The FRYE CO., i Marlboro, Mass., has

been Famous for bencherafted boots since

1861 They make thess Bike Bools &x-

clusively for us, with thess antrs leatures:

s 147 black or hand-stained brown
o i@ piprEeT s

® Lsather pull-on straps

& |Leather harness strap it solbed hedds
hardwebré

Leather-lined throughout

Seuff ressiant black bulthide tos cap
Rewnforced sieel shank under arch
wtancls up to Keck-starting

s (Cleated VIBRAM D soles and heats
Crsder by mail — not availabls w stores.
S58. 95 per pawr, plus $2.50 el
handling. Sites 5-14, widths B,D.E and
EE. Sizes 3-10% D aveilable immediately,
allow 4-B week: for other sizes.
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VAMAHA 780  Conhnued irom page 571
signal yoursell, punching the turm button in
with your thumb does the tnck

The XS750's engine isnt parhcularly
clever but il strikes us as being compiately
sound. In this design, Yamaha forgot about
multi-stage camshaft drives and contrarotat-
ing balancers, and embraced a perfectly
straightiorward plan of action The crank is 8
one-piece forging carried in plain automo-
tive-typa bearings, and the two-preca forged
connecting rods have plain insers 1o run
against the crankpins (the rod's small ends
are copper-plated instead ol hawving

| pressed-in  bushings). The crank's right-

hand end is the power takeoft, the lefl end
drives the cams and the ol pump. A singie-
stage chain drive turns tha cams, which
work the valves, two per cylinder, through
inverted-bucket followers—Ilike an Ofty, or &
7.1—and valve clearances are set by sub-
stituting vanous thiCknesses of foltower face
discs, exactly as in Kawasaki's big tour Just
outboard from the camshafl dnve sprocket
on the crank exitension (s a spur gear that
meshes with another on a cross shaft, and
this gear-set is the first stage of the ol pump
drive: it also is driven, through a ome-way
clutch, by the starter molor. And oulside the

ignition’s contact tweaker cam. Nowhere 8
there two parts whene one could be made to
do the job, and that's a change from some of
the ¥amahas of the recent pasl

The triple probably could be made 10
pump out a lot of power, and a tactoring of
test weight and drag-stnip performance Says

it's no weakling in its present form. Bul the
gngine’s nearfy-fat-top pistons, wilingness
to run on aimost any tuel, and 276-degrees
duration valve tming (with 72-degrees of
exhaust-intake overlap) say loudby that the
engineering emphasis has been on irac-
tibiity and long-term reliabiity Somebody 5
sure 10 start making muscle aCCessones for
tha triple before the first hundred eave the
dealer's showrooms, Yamaha has decided
not to try butting heads with the mighty Z-1,
and has pulled just enough power out ol the
tripe 1O lel the bDike hold its head up when in
the company of ather big bikes

Straight-line  performance mn1 tha
XST50's forte, which that won't matter 10
anyona who understands that there s such
a thing as enough. And the friple & fasl
anough 1o meet any reasonable regurement
for passing or Ingng up mountain grades
In any case, its strong appeal isn't in the
raalm of muscie, but in nicety and linesse.
The three-cylinder engineé’s vibrations, il
any, get fitered out by well-engineared
mountings and rubber-bushead handiebar
clamps. Yamaha has blessed the Dike with
the smoothest ride this side of a BMW, and it
handies more than acceptably within the
limits imposed by comenng clearance itsa
good-ooking machine, with an air of guatity
about it that doesn't fade when you subjecl
individual componants 1o close scrutiny
And it's an awful lot of motorcycle for the
money. But more than anything eisa, what-
aver pnce Yamaha asks for i, the XSTS0D s
simply very, very nice; a pleasure fo nde
anywhere, and for any reasonable ime. %

SUZUKI 185 Confinued from page 92
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escape tha box_ Fair enough. But Suzuki has
mtmncmﬂmhnhaﬁmmmﬁum ol tha
box and let thing go at that—unsightly ol
might drop down on the angine. Each hole
has its own moulded rubber vent to direct
airbox wastes away from the engine Char
kill, you reply. Perhaps thal's rue, but 1's
also the kind of attention to detail that makes
motorcycles fike the Suzuki 185 appealing

The Ram Air System as used on the 185
ditters from tha RAS found on Suzuki's 380
and 550 triples. On the larger bikes the
shrouds are separate pieces from the actual
cylinderheads. On tha 185, Suzuki has cas!
the cylinderheads and “shrouds” altogether.
This is probably & more expensve waly to get
RAS benefits (quieter running, cocler haad
cylinder temperatures. and betier mitaage},
bal it's a very good way.
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gallon. This figure reflected a great deal of
freeway riding and soma bnsk hackroad
miles. In such situations, the engine—which
surges forward as it gets on its pipes at 5000
rpm—never spun Dilow 8000 rpm. When-
aver a hill threatened 1o drag the rev-counter
down to 6000 in fifth gear, a quick downshift
brought 7000-rpm back on the clock Since
the Suzuki ran so sweatly up-range. the tach
needle lived aimost permanently above the
6000 rpm level and occasionally shot
through the redhned cailing at 8500 rpm.
There were no advantages in going through
the rool, howevar, the engine was yuite
finished at eight

Forty-tour miles-par-gation meant that the
185 was a short-range motorcycie as tested
by Cycle. The mam lank was tapped oul
betwean B6 and 96 miles, leaving the rider
about 20 miles to tind a gas station before
axhausting the reserve supply. Undoubtedly.
had Cycle's testers not thrashed around in a
great rush, the 185 twin would have pro-
duced hetter mieage figures, 50 mpg seems
likely under moderate operating condiions.

As a 200-class motorcycie, the Suzukd 185
is an impressive maching: a refined, smooth,
civil plece of hardware with nary a ragged
edge. Light and agile, it has enough power
to be @ viable shor-range commuter and
houlevardier. Given good shocks and grippy
sires. the bike could be a real backroad
antertainer, providing the rider didnl drve
tha undercarriage into the pavement. Could
you ask for anything more? Maybe s0

As a $1000-motorcycle, up against acono-
350/ 400s, the charm of any 200-class ma-
chine fades Perhaps its features (elecinc
starter, disc brake, etc ) and its natural ad-
vartages (weigh! and agility) stifl make e
bike @ reasonable choice for many nders
After ail, some people can't kickstart a 350/
400 four-stroke twin

But motorcychng is the name of the game.
People call these two-wheeled devices
motorcycles, not electric-start cycles or
disc-brake cycles or feature-Cyches. Con-
sumars have always been willing 0 pay for
motors. and historically larger engines have
been more attractive than smaller engines
offerad at tha same price. Those who gen-
uinaly like 200cc roadsters must be hoping
that history is no Hashiight 1o the future. @
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