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In an attempt 1o determine which of today’s touring motorcycles work best—
and why—Cycie's staff spent a month and a half with eight of them: the Harley-
Davidson FLH 1200, Moto Guzzi 850-T Interceptor, Suzuki RE-5 and GT-750M,

Honda GL-1000 Gold Wing, MNorton 850 Interstate, Kawasaki Z-1B and BMW R20/6.
We were surprised by what we found out.  You will be too.

CIGHT

he BMW R-80/6, Honda GL-
1000, Suzuki RE-5 Rotary and
GT-750, Moto Guzzi Interceptor,
Morton Interstate, Harley-David-
son FLH and Kawasaki Z-18
represent the logical field from which a
buyer might select a top-of-the-line, inter-
mediate- to long-range touring motorcy-
cle. What follows is Cycle's comparative
evaluation of these eight bikes with regard
1o quality of workmanship, ergonomics
(how well the motorcycle and its controls
mesh with the average-sized rider), vibra-
lion control, suspension compliance,
Iwo-up suitability, acceleralion, ease of
operalion both in-lown and on non-inter-
siale roadways, overall noise level, and
maintenance and conveniences
The bikes are evaluated on a zero-lo-
nine scale, zero being unacceptable and
ning being ocutstanding. Based on the
scoring of eight test riders, the bikes will
be comparatively ranked in each of these
categorias, and there will be an overall
ranking based both on the scores of the
categories and subjective staff opinion
To simply add the scores and delermine
a winner based on point lotals Is unrea-
sonable; some categories are obviously
more important than others, bath to indi-
vidual riders and in general
You have noticed that the most popular
touring bike of all time, the CB-750 Honda,
is not included in the comparison. Why?
Because the CB-750 Honda, although
widely available at the retail leval, is no
longer in production. The four-pipa Four
has baen replaced by the new 750 Super
Sport, and while the new Four will doubt-
less serve well as a touring mount it s
naither marketed nor presented as such
Accompanying the Cycle Magazine
staff and participating in the scoring were
two individuals selected for their touring
experience: Bob Johnston, long-time
Cycle associate, 25-year tourer and vel-
* aran of many cross-country jaunts; and
Roger Hull, Publisher and Editor of
Amarica’s linest touring publication, Road
Rider Magazine. Johnston and Hull pra-
vided invaluable insight both in measuring
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the capabilities of the motorcycles and
in educating the stalf about the gualities
they and most other tourers consider
critical in a long-distance bike. And most
important, Johnston and Hull could be
expected lo provide the balance of age
Johnston is in his early forties, and Hull
Is past fifty. Between the two of them they
have been on the road for over hall a
century

There are many categories and consid-
erations that this test cannot pratend 1o
discuss: dealar networks, long-term relia-
bility beyond our own experiences and
what we learned on our 1400-mila trip,
uncontrollable variations in pricing in dif-
ferent parts of the United States and Can-
ada, and a legion of highly personal pref-
erences that have always and will always
contribute profoundly to the success and
fallure of different products and to the
shape of the market. We cannot discuss
in any absolute way appearance, the at-
tractivenass or inlrusivenass of differant
exhaust notes, or charnisma—all of which
we know to be important

What we can discuss 5 how the bikes
function—and function is what this com-
parison test is about
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FOR THE
OPEN ROAD:
PROFILES

BMW
R90/6

he BMW i3 a traditional
machine that has been, over tha
past 50 years, polished, honed,
énlarged, softened and quieted
o compete as a salid confender
in the heavyweight touring field, Its unique
engine assembly conceals busy para-
phernalia within enormous aluminum
canter tunnel housing castings. This one
casting assembly holds the crankshaft
clulch, transmission, alternator, starter
maolor, ignition and air-intake. The engine
is lubricated within the tunnel housing by
a high-pressure wet sump system. The
gearbox parts spin in their own oil
Protruding from the case castings are
the two 180°-opposed cylinder/head
castings. Having the same 5
smaller BMW engines, the inc
placement comes from massiv
boring. Valve actuation is 2
with a conventional pushrod

BMW fork incorporat
springing with gentle damping and sev
of travel. The rear shocks mate
in softness with the fork. This year's disc
brake is drilled for improved cooling and
1 efficiency in the wet. The
actualed master cylinder hides
the gas tank. The throttle twist uses
a gear cam, chain,
BMW wu a single-plat
tive-type clulch, The gearb
d unit with wide ap
gears and close staging between
and fifth
Five decades of experiance with one
basic design and constant improvemeant
e, driveline, suspension, chassis
and comfort bring the BMW into the 1975
louring era. Long-term reliability, comfort,
lorquay engine performance and design
simplicity buttrass the R90/6's popularity
among long-haul tourers
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own where it counts, the

big Harley-Dayidson is pure

gnachronism, a maching ax-

mtingout of its time. Not only

ddes the FLH have design ori-

gins in the very remole past, it also may

fairly be said to repragsent fundamental

concepls about motorcycling rooted in
another and 'much earlier pegod

When this largest Harley-Davidson was

assuming its form, Americans still equated

shear size and weight with valua in most

things. aspecially motorvehicles. ThaFLH

reflacts that kind of thinking: it glonies in

bulk. celebrates billowing dimension. For

that reason alone, it remains to many the

undiluted image of what a. motorcycie is

supposed 1o be. Anything less (8 a toy

Oddly enpugh, the massive FLH I8 re-
markahly insubstantial in some of its de-
taits. Its frame, dor example, 8 a rather
skelchy collection af tubes smalier than
those used in bikes hundreds ol pounds
lighter, and various smail fittings prove
themselves unequal 1o all the pounding
vibration radiated by that big 45° V-twin
by falling apart

Harley-Davidson has chosen to counter
the-attects of wibration an the rider with
a piecemeal varsion of the Norton Isolas-
tic system. But Instead'of rubber gushions
between engine and frame, tha FLH
shake-stoppers” are al the handlebar
mount-and under the cover plates on the

foolboards, It works after a fashionun-
less the rider's knees touch the tank.
Indeed, most of the FLH's present
shape seems (0 have been acquired
piecemeal, with all but the foundations
litted whole from*a sOpplier's shelt or
fashioned from standard-section lengths
of structural stesl. Honda may forge brake
pedals; M inds them from strap iron,
None of { micelies matter 1o the
Faithiful, for whom the FLH is the last
real” maotorcycle laft in all the world,
They aren’t really Interested in what a
maching will do, they care aboul what

(it is, and in their view nothing elsa quite

fjualifies as a molorcycle—or makes them
genuine motorcyclists




HONDA
GLI00O
GOLD WING

aken on specification alone,

the big GL-1000 looks like noth-

ing less than the perfect touring

bike. It certainly has all the de-

sign features niders have said
they wanted in a long-distance runner,
and Honda has provided others that make
the Gold Wing a genuine lechnological
tour de force.

Vibration is fatigua's friend and the
touring rider’s mortal enemy. By giving
the GL-1000 engine a fiat-four configu-
ration Honda has made all its internal
dynamic pushes and pulls self-cancelling,
and nothing emerges to buzz the handle-
bar or luzz the mirrors

Chains are messy and not entirely reli-
able, so there is a drive shaft back o the
Honda's rear wheel. Other shalt-driven
motorcycles with crankshafts disposed
along their centerlines have problems
with engine torque reactions, bul these
have been compensated in the Gold Wing
with the reflected inertia of a contra-ro-
tating alternator rotor.

To get adequate and equal cooling of
the cylinders, fronl and rear, the engine
has been given waler jackels, a radiator,
thermostat and pump. For power, it has
belt-driven overhead camshafts, a liter of
displacement, and four constant-vacuum
carburetors. The power is there: one test
rider complained that the Gold Wing was
“characterless’; it was quickly and cor-
rectly pointed out that with the throttles
open and 7000-plus rpm showing on the
tach the Honda had all the character a
prudent man could stand

Overall, the GL-1000 is a demonstration
of Honda's cleverness with things me-
chanical, from its trio of disc brakes to
the placement of the transmission under
the crankshatt (which minimizes length)
and including such things as locating the
fuel tank wnder the seat to lower the
center of gravity. The “tank’ you see is
just for storage, and houses an air
cleaner; an engina-driven pump transfers
fual from the real tank to the carburetors.

If all the above do not make the Goid
Wing perfact, they at least make it brilliant
And it might be perfect if Honda's engi-
neers spent less time in the computer
room and more on a motarcycle,
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orton launched their Iso-

lastic-equipped Commando in

1969, and in the following

years variations and deriva-

tives of that first Commando
have kept Morton alive and well in the
United States. Economic circumstances
and basic inclinations led Morton to up-
date piecemeal an engine designed gen-
erations ago. But the master-stroke for
survival was the Isolastic running gear
which successfully insulated the rider
from the inevitable vibrations of a big
vertical twin. Without the Isolastic chassis,
MNorton would have been dead in the
United States as a touring machine, or
anything else.

First distinguished by its enormous gas
tank, comfortable seat and quiet muffiers,
the Interstate (introduced in 1972) was
the harbinger of softer, quieter, heavier,
and more civilized Nortons. The British
built the Interstate as a touring machine,
though at first the concept of putting a
greal distance between your Norton and
its parts-shelf seemed revolutionary. But
it shouldn’t have. Norton-Villiers had
pushed and shoved the old twin forward
into the 1970s, making the bike as modern
as possible

The new B850 electric-start Intersiate
showcases thal effort. An American Pres-
tolite starter nestles behind the cylinders

and intersects the primary chain inside
a revised chain case. But far more than
electric starting is new. The crankcases
hava thicker walls and the crankshaft
itself is stiffer than before. The |solastic
rubber bushings no longer need adjust-
ment shims; now vernier-type threaded
adjusters can quickly dial out any loose-
ness. The Mark 24 intake-axhaust system,
comprised of an effective air-filler box and
super-quiet muffiers, smothers combus-
tion sounds. Meanwhile the inlet poris
have been openad up to 32mm o improve
mid-range and top-end responsa.

The new rear disc brake is carmed on
an enlarged swingarm and rear axle; the
hub has a new cush-drive using a pre-
joaded vane-damper. The quick-detach-
able rear wheel has been retained for
the flat-tire bunch. And there’'s a scora
of important small changes, including
inspection caps for the ignition and pri-
mary chain, left-side shifting, new instru-
ment facia, revamped controls, etc. Tour-
ing types may be more interested, how-
ever, in the reprofiled saddle which, ac-
cording to Morton, has greater seating
area and support than earlier Interstates.

MNorton Commandos which would blaze
the quarter-mile in the twelves belong to
the past. The reworked B50 is one-point-
five seconds slower, and—for the long-
haul-rider—a better machine for the loss

NORTON COMMANDO
850 INTERSTATE
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SUZUKI
RE'S

he Suzuki RE-5 Rotary

whirled into the motorcycling ex-

perience late in 1974 and has

been at the center of controversy

ever since—because of the kind
of motorcycle it is, and because of the
way it looks. It is—briefly—powered by a
single-rotor Wankel engine that is pleas-
ingly simple in the abstract and astonish-
ingly complex in reality. A triangular-
shaped rotor spins eccenftrically within
an epitrochoidal center housing, each
face of the triangle pulling in air-fuel mix-
ture, comprassing it, reacting to the gni-
tion of the mixture and then discharging
burned gases out a peripheral exhaust
port. The rotor revolves around a shaft
with a large eccentric, the eccentric cor-
responding to a throw on a normal crank-
shaft. As the mixture is ignited, the rotor
is driven away from the interior surface
of the housing; the bulge in the shaft
converts this force into output shatt rota-
tion. The rotor has three faces, each of
which displaces 500cc.

That's the parl that is pleasingly simple
there are essentially but two moving
mechanisms. Bul because of a number
of problems peculiar to Wankel angines,

the RE-5's support systems are to com-
plexity what Attila was to pushy behavior
The Rotary demands precise intake
charge metering—so the RE-5's carbure-
tor weighs over five pounds, responds o
the commands of no fewer than five
cables, and has five mixture circuits. The
Rotary needs a special kind of ignition
so that the bike will behave itself in certain
modes—so there are two separate igni
tion-point systems, one of which operates
only below 1700 rpm in the deceleration
mode. The Rotary has its own heal rejec-
tion problem—so the bike is equipped with
elaborate water jacketing, radiator and oil
coolar.

But complexity does not lead to unre-
liability; in the three exposures Cycle has
had to the RE-5 (except for this one—it
gobbled two spark plugs in 1350 miles),
it has proven as trouble-free as any large,
expensive tourer, Beyond its apparent
toughness the RE-5 handles better than
any other Japanese big bike, controls its
engine vibration without deterioration-
prone elastic motor mounts and offers the
average-sized rider an average amount
of long-distance comfiort




he Kawasaki 903cc Z-1 can—
and has—done everything. Care-
fully nursed, it will deliver 50
miles per gallon on high-test
low-test or no-test, Lash one to
your friendly dynamometer and it will spin
out just under B3 bhp at 10,000 rpm.
you're a good rider you could win the
Daytona Production Race with cne, or the
Laguna Seca Production Race. or the
Ontario Six-Hour. Dress one up in Pro
Stock 38, like Mike Bruso did, and
it'll turn 10.05 at the drag strip. Leave one
completely alone and it'll turn 12.45, a
hall-second quicker than the next su-
perest Superbike
The engine, in the Z-1's case, is the
message. Generally held to be the fines|
moforcy powerplant ever offered for
public consumption, the 903 was intro-
AUGUST 1875

duced lale in 1973 after five years of
development work. The enging’s scope
was immediately apparant. Designed 1o
give good flexibility and good torgue at
low engine speeds to handle fifth-gear
passing demands pul upon it by laden
touring riders, generous displacement
and good breathing—in conjunction with
mild cam timing and lit—resulted in power
characteristics thal are wvery nearly all
things to all people. Japanese enginears
seem unable to build torquey engines that
run out of breath at higher engine speeds
The Z-1 engine is torquey at 3000 rpm
Al 8000 it turns into a monster, and al
8000 ' have you hanging off the han-
diebars like a streamer. For a powerplant
that does so much, the 903 is absolutely
straighttorward. four cylinders, low com-
pression. double overhead camshafts,

five-spead transmission, four carburators,
breaker-point ignition. The engine was
designed to be The King; it is

The rest of the bike s adequate, honest
and uninspired. The old-style rear chains
were good for over 9000 miles before
kinking necessitaled replacement; special
no-lube O-ring chains introdut
promise aven baller chain life. A bik
strong and heavy as the Z-1 can be ex-
pecled to vaporize rear lires; il does, with
4000 mile regularity. Low-grade rear
shock absorbers perform well initially and
then delericrate guickly

Still, however uninspired the cycle
parts may be, thay surround the most
appealing, most broad-spectrum engine
in all of motorcycling—and the engine
alone s worth the price of Kawasaki's
mighty Z-1.

63




nce upon a time in 1972,

gantic, lumbaearin

wh r ;Hllruur'-'h.-f L. h-uj
and mal

brakes. But it was big, smooth and
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ch handled su-
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partment
got new s
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I‘_H;lTr:| machin oar 1 0- =1} 3 oking tourer than the old Eldora-
for the American market dually the —which had the grace and builld of a




lumber wagon. Alejandro de Tomaso (of
Ford Pantera, Benelli six-and-four fame),
the new directing force at Moto Guzzi,
gave the B50-T its fresh appearance.

But the familiar Guzzi touring charac-
teristics remain. The most obvious are the
ultracushy saddle, the soft suspension,
and the ca-chug-lope-lope-ca-chug ex-
haust beat. Below 4000 rpm, the en-
gine—mounted crosswise in the frame—
shakes the whole motorcycle. At idle,
revving up the engine jerks the stationary
bike slightly to the righl. Spinning 4000-
plus in top gear, however, the engine is
both effortless and smooth. The Guzzi's
layout lends itself nicely to shaftdrive, and
for many long-haul riders, that feature
alone covers a multitude of sing and
shortcomings.

ig touring bikes represent
manufacturers’ long-term
planning, and the machines
usually evolve slowly and de-
liberately. Suzuki's GT7T50M is
the senior touring veteran from Japan; it
has progressed each year since 1970 with
positive improvemeants.

When introduced at the outset of the
Superbike era the GT750 LeMans fea-
tured the first successful water-cooled
engine in a produclion motorcycle since
the Scoft Flying Squirrel. The GT750's
cooling system has remained unchanged
save the deletion of the electric fan which
proved unnecessary. Benefits of liguid
cooling are twolold: regulation of operal-
ing temperature and elimination of wo-
stroke pision nokse

Disc brakes are now common to all road
bikes, but Suzuki's LeMans was the first
with twin discs. The powerful front brake
can be easily actuated with two fingers.
The wvastly improved front fork—much
stronger than the drum-brake unitl—is
softly sprung. New rear shocks have bet-
ter damping than earlier 7505 and softer
constant-rate springs. The GT750M's ex-
haust system routes the pipes and
mulflers up and in closer to the chassis
than before, The exhaust system and the
relocated center- and sidestands produce
substantially more ground clearance than
the M-model's predecessors.

Major changes in port size and location
match bigger 40mm carburetors and re-
tuned mufflers. Ponderous performance
has been replaced with near-Superbike

acceleration: six-tenths quicker and six-
mph faster in the quarter-mile. The huge
gear-driven clulch requires a light pull at
the lever and has a broad engagement
point. Final drive gearing has been raised
by 16% 1o slow engine speed

Current is produced by an alternator
with a 280-walt capacity—enough for
auxiliary lighting. A triple-point, battery /
coil system handles ignition sparks. Tour-
ing considerations include the broad
bench-type saddie, 4.5-gallon gas tank,
1000-mile range oil injection tank, rub-
ber-mounted engine and shock-refained
mirrors. Inherent in the GT750M are rum-
bling engine vibrations, continuous chain
stretch, rapid tire wear, hard-acceleration
smoking, and deceleration bucking. So-
phisticated design of a simple engine
hides most of the LeMans' two-stroke ills.
The GT750 is familiar to all Suzuki
dealers, has a record of exceptional de-
pendability and often carries a bargain-
basement price

SUZUKI
GT7S50M
LEMANS



EIGHT FOR THE OPEN ROAD: SPECIFICATIONS:

HONDA GL-1000

Base pnce as tested S28085

Faciory warranty & mo.  B000 m

Number U.S. dealers 1750
ENGINE

SOHC horizantally
opposed four

Typa

Displacemant Qe
Bore &

Compressson ratio

Mroke 72 1 61 4mm
a1
Wet

Kaitin CV

Lubrication system sUmp

Carburabion Four: 32mm

Air fither Ory paper

Igrvitsan =)

Battery and cosl

Elgcirics Alternator, 300 watt

DRIVE TRAIN
Primary type Hy-vo chain
Clutch Multiplate, wel
Transmssaon Five speed

Final drive Drivashatt

WEIGHTS & CAPACITIES
B47T Ibs. (2935 kg)

Ful capaciy 5

Weight, wal
gal. (19 hters)
Fual nesarve
capacily B gal (303 kers)
Engine oil
capacity 38 qgts. (3.6 lilers)
Transmission oil

capaciy 3.8 gis. (3.6 INars)

BMW R90/6

Base price as lested L3395
Factlory warranty 6 mo. /6000 mi
Number U.S. deakers 400

ENGINE
OHV horzontally
apposad twin
B98co

S0mm x TO Bmm

Ty

Oisplacemant
Bore & stroke
Compression ratio a0
Lubrication sysiem Wl sump
Carburation Two: 32mm, Bing CV
Air Bilbar

Igmition sysiem

Dy paper
Battary and coll

Elecirics D.C. generator, 280 watl

DRIVE TRAIN
Helical gear

Primary type

Clutch single disc
digphragm spring
Transmssion Fiver spad

Final drie Drriveshalt

WEIGHTS & CAPACITIES

484 Ibs. (220 kg)
Fuel capaciy 58 gal (24 Iners)
Fusl resane capacity
E"u_'|-r||_> ol

Waight, wal

5 gal {2 hters)

capacity 475 pl (225 liters)
Transmessson ol
capacity 1.7 pt. (9 Hiers)

KAWASAKI 903 Z-1B

Boase price as festéd $2475
Factory
wanraniy & mo. unlimited mi

Mumber U S, di 1200

ENGINE
DBOHC four

S03ct

Typa
Dispincemant
Bora & stroks

I.:d,'l MprassSion ralsh

BhEmm 1 G8mm
g5 1

Lubication systam Wal sump

Carbureton Four, 28mm
Mikuni Vil 285C
A Tiitar Dhry punpeir

Battery and coil
Alternator (wall NA

Igrition sysiem
Electrics

B

DRIVE TRAIN

Primary type Spur gear

ket Multiplabs, wal

T ransmission Frvir spiisd

Final drive Robar chain

WEIGHTS & CAPACITIES

Wakght, wel 544 Ibs. (24T kg)

Fuil capacity 4.7 gal (18 utars)

Fusl resere

capacity & gal (2.2 litars)

Engine ol capacily 4.2 gl (4 Iners)

Transmission oil

capacity 4.2 gt (4 Mars)

NORTON 850

Base pnoce as testod $2895
Factory warranly 6 mo. /G000 mi
Number U5 dealers &00

ENGINE

Ty per OHY Parallal twin
Displacamant TASCE
Bore & stroke 7a & Timm
Compression ratio @1
Lubfication systsm Dy sump
Carburetion Two. 30mm

Amal Concentrd
Air Bl Dy papas
Battary and cod

Alternator, 192 wall

Ignition Systom
Electrics

For more warranty miormahon, see (he warranty story on page 79

DRIVE TRAIN
Primairy type Rodler cham, Trplex
Ciutch Multi disc, wel
Transmssacn Five spaad

Final drivi Rallar chain

WEIGHTS & CAPACITIES
Weaght 519 s (236 kg)
Fuel capacily

Wil
6.6 gals (25 Iners)
Fugl resarve
capacity 1.2 gal (5 ltars)
En-.]:mr_r il
capacily 296 gis (2.8 llers)
Transmisgion o4l

A4 gl (042 liters)




SUZUKIGT-750M

Base price as tested $2145
Factory
warranty 12 mo./ 12,000 mi.*
Number U.5. dealers 1200
ENGINE
Type Piston port, two-stroke, triple
Displacement 738cc
Bore & siroke 70 x B4mm
Compression ratio 6.7T:1
Lubrication
sysiem Injected to crankcase
Carburetion Threa; 40mm;
Mikuni CV
Air filter Dry paper

Ignition system

Battery and coil

Base price as lested 82475
Faciory

warranty 12 mo./ 12,000 mi.*

Number U.S. dealers 1200
ENGINE

Type NSU-Wankel rotary prsion

single rolor

Displacemant 487cc

Bore & siroke MNA

Compression ratio 861

Lubsication system Wt sump

plus rotor seal inpection

Carburetion One; 2-661

18/32mm Mikuni HHD

Air filter Qiled polyurathane

Ignition system Capacitive discharge
ALUGUST 1975

SUZUKI RE-5 ROTARY

Electrics Alternator (wall NA)
DRIVE TRAIN

Prlman,- Iype Halical gear

Clutch Multiplate, wet

Trangmission Five spead

Final drive Roller chain

WEIGHTS & CAPACITIES
Waight, wel 556 Ibs. (252 kg)
Fual capacity 4.5 gal. (17 liters)
Fuel reserve

capacity 82 gal (3.5 liters)
Engine oil capacity 3.8 pt. (1.8 liters)
Transmission oil

capacity 4.7 pt. (2.2 lers)

-

Electrics Alernator, 280 watl
DRIVE TRAIN

Primary typa Duplex chain

Clutch Multiplate, wel

Transmission Five spead

Final drive Roller chain

WEIGHTS & CAPACITIES
Weight, wat 573 Ibs. (260 kg)
Fuel capacity 4.5 gal. (17 liters)
Fual reserve

capacity 1 gal, (4 liters)
Engmg all

capacity 2.3 qta. (2.2 ers)
Transmission ol

capacity 1.69 gts. (1.6 Hiers)

Base price as tested

MOTO GUZZI 850-T

52609

East Coasl { +15% West Coast)

Factory warranty

3 mo. /4000 mi.*

Numbear LS. dealers 500
ENGINE

Typa OHV 80" V-twin
Displacement Bddcc
Bore & stroke B3 x TBmm
Compression ratio 8.5:1
Lubrication system Wel sump
Carburetion Twa, 30mm;

Dell "Orto VHB
Alr filter None

Ignition System

Battery and coll

Electrics Generator, 182 walt
DRIVE TRAIN

Primary type Halical Gaar

Clutch Dual disc, dry

Transmission Five spoed

Final drive Driveshaii

WEIGHTS & CAPACITIES
Waight, wel 522 bs. (23T kg)
Fual capacity 6.6 gal. (25 liters)
Fuel resarve N

capacity 1 gal (4 liters)
Engine oil capacity 3.7 gt. (3.5 liters)
Transmission odl

capacity 0.8 qt. (.75 liters)

Base price as lesied $3555
Factory warranty 3 mo. /4000 mi*
Number U.5. dealers BEO
ENGINE
Type OHV 457 V-twin
Displacement 1207¢cc
Bore & siroke BT.3mm = 100.8mm
Compression ratio B:1
Lubrication systam Dry sump

Carburation

Al Hilter
Ignition system
Elecirics

HARLEY-DAVIDSON FLH-1200

One; 38mm; Bendix
Diled urethane foam
Battery and coill
Alernator, 300 watt

DRIVE TRAIN
Primary typa Roller chain, dupbex
Clutch Multiplate, dry
Transmission Four speed
Final drive Roller chain

WEIGHTS & CAPACITIES

Waight, wel THD Ibs. (3545 kg)
Fuel capacity 5 gal (18.9 liters)
Fuel reser

capacity 1.2 gal. (4.5 liters)

Engine oil capacity. . 4 qts. (3.8 liters)

Transmission odl

capacity T4 gt (0.7 liters)



EIGHT FOR THE OPEN ROAD: TESTS

udgments concerning the qual-
ity of the motorcycles are neces-
sanly confined to observations of
extarior construction, 1o wil: the
quality of the components and the
care with which they are screwed to-
gether. Cycle statfers did nol disassembile
the motorcycles in order to measure in-
ternal tolerances and materials. and ax-
penence suggesls there's not always a
one-lo-one relationship betwean extarior
and interior quality. However, some prob-
lems such as fuel or oil leaks provide
external evidence of second-class engi-
neering or third-class assembly
The quality of its painl, striping (hand-
brushed), chromework, plastic parts—the
finish and fil everywhere—puts the BMW
at the top of this category, Example: BMW
gives the shock springs an aven black
matte finish; this tough coating cannot
show creeping rusl, which the plated
Japanesa springs do. The Germans have
tucked the disc-brake master cylinder
under the tank and oul of harm's way

The runner-up Honda has stick-on
striping which spoils the elfect of its rich
paint, Its engine paint is a clever—though
not too pleasing—way of finishing off en-
gine cases. And it can wear off in spots
Honda is almost as successiul as the
BMW in routing things like turn signal
wires internally, and in keeping the han-
dlebar wires tied to the bars.

Tha Kawasaki has betier chrome than
the Honda; the £-1 showed no signs of
rusting around small bolts which marred
the Honda. The 903 engine is an easier
piece of hardware to detail than the GL-
1000 but elsewhere the Honda assembly
is superior. The Z-1 suffers from a severa
case ol orange-peel paint

Scoring clumped the Suzuki RE-5 and
GT-750, the Molo Guzzi B50-T, and the
Morton Interstate together, The matalflake
disease spoils the RE-5's glossy paint;
metalfiake was never neal and still isn't.
MNeverthelass., Suzuki has put the RE-5
together more carefully than the GT-750;
the Rotary's oil-tightness, its allen-head
socket screws and other small touches
suggest a greater effort on Suzuki's part.
68

The Suzuki triple shares with the Molo
Guzzi seamed (and unseemly) mufilers
The Guzzihas cheap-looking instruments
flimsy hand-conirols, and a rash of
orange-peeal paint. But its beautifully cast
and assembled angine saves the Guzzi

Disregarding the engine department
the Norfon would finish third, Hardware
paint and general assembly is very good
indeed. But the weeping and dripping of
gasoline and oll in the engine bay sank
the Interstate

Harlay-Davidson's 74 Electra-Glide is
messier yel. And the general roughness
of finish and fit (from hand controls to
the foot-shift Johnson-rod) dropped the
big twin to last

rgonomics, as used here,
relers o the natural ease and
comfort with which the human
body can it on a motorcycle and
operate ils controls. While cer-
lain space refationships are lundamean-
lally important, these motorcycles gener-
ally otlered sufficient room for acceplable
comfort. Within the established bounda-
ries a one-inch diference in the distance
between pegs and saddle is not signifi-
cant when considered as a singular fig-
ure. Indeed the problem s broader and
more complex than even a lable of di-
mensions might sugges! because each
matorcycle requires the rider (o position
himselt a bit diterently, Thus, the real
question, as pondered by test riders from
live-gight to six-three and 135 to 220
pounds, was simply: how does the motor-
cycle fit and feal?

Hand controls are easier to judge. Fed-
aeral standards, as sel by the Department
of Transportation, have forced the homao-
logation of handlebar-control layouts, but
not all manulacturers have met these
standards equally well

The BMW tops the list with the best
space relationships between bars, pegs
and seal for most riders. The carburetor
gir-intake tubes can foul riders’ shins, but
the boots of stalf members sarved well
as guards. The R90/6 has the most com-
fortable seat. It's firm but does not be-
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come abrasive after long stretches, and
its broad contours fit an entire range of
buttocks. Hand controls are well done,
though testers were divided on the logic
and convenience of the turn-signal switch
{upfor left, down for right), the reach-over
positioning of the kill-swilch stalk, and the
location of the main ignition switch.

The Honda GL-1000 and the Suzuki
GT-750 and RE-5 almost finished in a
dead heat. The Honda saddle is a better
piece than either Suzuki; the GL-1000
seal is a bit narrower bul softer than the
GT-750's sitzer. Most testers quarreled
with the Honda's handlebars, which are
too elevated and too far forward for many
riders. The Gold Wing got the nod—
bars are easier 10 change than seats

The RE-5 saddle is both too narrow and
too hard; moreover the tiller-type handie-
bars twisl the wrists and forearms inlo an
unnatural position

Suzuki handlebar switches have a bet-
ter layoul than the Honda controls, which
reguire an awkward move to change
high/low beams. On the other hand, the
Gold Wing's combined ignition swilch and
fork-lock: is brilliant

The new Norlon bar controls are a
match for the best Japanese (Suzuki)
itemns. But the Norlon ergonomic rating
plunged thanks to its seal: wide enough,
but tough, unyiglding and uncomfortable

Kawasaki likewise had a buckboard
saddie. It's worse than the Morton, and
the Z-1 rider is twice punished because
the 903's firm suspension transmits far
more road shock 1o the seal than does
the Norton.

The Harley Davidson seal is certainly
posh enough, though the saddie would
bottom out against the frame unless the
buddy-assist springs, located under the
saddie, were dropped into place. That
also cut down the hobby-horse action of
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the saddle. The handlebar controls need
ravision. Turn signals operate via butlons
on their respective bars; when the buttons
are released, the signalling stops, What-
ever the benafits of fail-safe cancelling,
it's very ditficult to use the throttie, clutch
and one signal button simultansously. The
turn-gsignal buttons, located next to the
grips, relegate the starter button (right
bar) and the horn button (left) to more
intarior positions away from easy reach
And heavy gioves render all the buttons
almost useless.

The Moto Guzzi 850-T finishes last be-
cause the horn and headlight flasher is
combined an one self-cenlering rocker
switch, Having any other function com-
bined with the horn is clearly unaccepla-
ble and dangerous. The Guzzi com-
pounds this grave circumstance. press
the left side of the rocker switch with your
left thumb and you get! the headlight
flasher—you must reach over to catch the
right side of the switch 1o blow the harn,
or push the switch dead-center o activate
both, By instinct 1's all wrong in a crisis
situation

The Moto Guzzisaddle was the cushiest
perch in the lot. Bul mere cushion-eltect
alone does nol guarantee comfort. Over
the long haul, the mushiness gives the
rider very little support. The seatl has
enough foam-rubber springiness so that
the rider can rock-and-roll on the saat
when he's trying to ride quickly. I he
brakes hard, ha'll rap his legs (above
boot-level) on the cylinder heads. Riders
with long legs will tind the pegs 100 high
reflative to the seal. This immediately puts
long legs into the heads. And after some
time in the saddie, just the basic leg posi-
tion will produce muscle cramps

o far as the human ear can
tell, the Honda GL-1000 doesn't
have a noise level. Consequently
the bike scored a perfect nine in
this category. Not all riders liked
the complete hush-up. When machine
noises totally vanish, some riders feel thay
lose communication with the engine be-
cause they can't hear what the big water-
pumpear is doing. But most riders simply
enjoyed the Honda's silent splendor

Although it provides noise lor com-
munication, the BMW never overburdens
its rider with sound. As heard from the
saddle, the bike amits sound from lour
sources. Al low speeds, one hears tappet
noise in the valve chests. The driveshaht
whines in town, bul not on the highway,
and never at an objectionable level. The
exhaust nole is subdued—bul clear—
under acceleration, and it falls away o
soft hum under cruise conditions. Finally,
holes in the brake disc raise a paculiar
buzz whean braking.

The Norton 850 5 marginally quieter
than the Z-1. The new Mark 2A inlake
and exhaust plumbing effectively silences
the Morton without destroying that ver-
tical-twin sound. The engine’s mechanical
noise gets lost in the wind at speed. That's
less true of the Z-1 which generates its
own busy-busy mechanical thrash and
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whine under the tank. And above 6000
rpm, the rider can treal himsell to a deter-
mined exhaust bark

Final-drive chain howl bothered most
riders of the Suzuki GT-750. The dead-
quiat engine did nothing to cover up the
annoying chain-song on the highway. At
low speeds, the Suzuki triple has the
spluttering sound of a big two-stroke, and
the clunky transmission proved equally
unpleasant

Maore objectionable than the 850-T's
clunk-style shifling was s oppressive
induction moan, the result of Guzzi's fail-
ure to fit an effective air-filter box (or, for
that matter, any air filter/ stlencer system).
Unlike the BMW, the Guzzi's cylinders are
close enough to the rider so that valve
clatter never recedes

Rotary power is the origin of the RE-5's
exhaust note, and the quality and intensity
of that sound found no advocates among
our testers. lis flat, throbbing sound is
both loud and strangely piercing to human
gars, Two or three constant hours in the
saddle were enough fo irritate staffers

QOnly the Hariey-Davidson produced
maora sound around the rider. There's all
manner of noise. Without question, the
handlebar fairing amplifies some sounds
and directs them back at the rider, but
this fact should not obscure a more im-
portant consideralion: the molorcycle, as
designed, s nolsy. No doubt Harley-
Davidson has sienced the engine as
much as possible; but given the age and
limitations of the design, there's only 50
much anyone—in Milwaukee or any other
place—can do

cceleration grading re-

flects two distinct modes

through-the-gearbox full-blast

wind-ups, and high-gear

screw-ons. Prediclably the
Kawasaki Z-1, the world's only remaining
Superbike, averaged 8.8 (9 is perfect) on
eight score sheets, Its high-gear passing
power 5 a malch for the super-torquey
BMW's, and high-rpm acceleration Is un-
matchad by any other vehicle on the
street. Honda's willing, Iree-spinning
GL-1000 was close to the Z-1; it makes
more power, but it has more weight to
accelerate

The GT-750 Suzuki finished third in tha
opinion of our testers; ils weakness at low
engine speads in fifth is more than offset
by its through-the-gearbox pulling power,
the result of new-for-"75 breathing

The BMW R-90/6 ranked fourth in this
category. In high-gear roll-ons against the
rest of the bikes, the R-90's light weight
and superior low-speed forque made it
the roll-on king, but use of the gearbox
pulled the Z-1, Gold Wing, and 750
water-cooled past it in the rankings

Morton's twin was, in Cycle’s first Su-
perbike Comparison Test, the quickest of
the quick: 12.69 in the quarter. Bul im-
provamenis in noise control have over the
years more than overpowered its 100cc
increase in displacement, and it now finds
itself, except for the FLH, the slowast bike
in the field in terms of quarter-mile accel-
eration. But s solid torque and four-
speed transmission elevated it to fifth in
overall acceleration. The Suzuki Rotary
was sixth, penalized in the minds of the
testers by a lack of response nol reflected
in the hard data, and by not particularly
brifliant through-the-gearbox accelera-
tion (13,84, 94,63 mph). The Moto Guzzi
850 finished behind the RE-5 despite sur-
prising quarler-mile figures: 13.66, 97.93
mph. But its high-gear pulling powar was
conspicuocusly absent—due to an uitra-tall

ylo ri D..

}. H-D FLH-1200...

fitth gear. Only the 74 was slower in a
fifth-gear roll-on. Finishing last was the
FLH; booming exhaust nole and saddle-
bags-tull of charisma notwithstanding, the
1200cc Vee-twin s 242 seconds and
19.51 mph slower than the average
guarter-mile time of its seven competilors
(13.34, 99.43 mph), and its high-gear ac-
celeration from 55 mph was likewise the
maost leisurely. All bikes were run through
the quarter-mile traps o delermineg an
actual 55 mph. A pilon was placed midway
down the strip. The bikes wera run to the
pilon at an actual 55, and then given
wide-open throttie from the pilon to the
end of the quarter, where the terminal
speeds were monitored by the strip's
Chrondek photoelectric beams. The Z-1
reached a speed of B0.60 mph from 55
mph; the BMW, B0.30; the Suzuki RE-5,
79.81; the Norton, 79.16; the GL-1000,
77.74; the 750 Suzuki, 75.74; the Moto
Guzzi, 72.81; and tha FLH, 70.42
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here are three important
sources of vibration in motorcy-
clas, all of them in the engine
These are: primary shaking
created by reciprocating mass-
e5; secondary shaking, caused by piston
acceleration reaching through the main-
bearings and into the crankcase, and the
twisting puisations of individual power
strokes
Honda's GL-1000 shouldn't vibrate at
all, and doesn't. Horizontally opposed
engines are inherantly balanced, with
both primary and secondary shaking
forces mutually cancelling. That leaves
only power pulsing to cause vibration, and
bacause the Honda is a four ils pulses
are relatively small and close-spaced
Further, each pulse s reacling against
a substantial mass. Finally, Honda pro-
vides a very effective torque cushion in the
GL-1000's drive train. The net result is
that the Honda wins the Vibration Control
category by a wide margin, and with a
perfect score
In second place, trailing well behind the
Honda is the BMW, which also has an

opposed engine, It has two fewer cylin-
ders, however, and the torgue pulsations
from the BMW's two 450c¢c pistons can
make a considerable commotion. It's all
a matter of throttle: at steady-state, part-
throtile cruising the BMW is very smooth;
the longitudinal-axis shudder comes
when you twist that grip

Power-pulsing drops the Suzuki RE-5
inte third place, closa on the BMW's
heals. The RE-5's rotor-mass is handied
with counterweights. The anly thing that
can't be balanced Is torque pulsalion,
and—as is true ol the BMW-—throttle
makes thatl intrusive. But there also was
a peculiar and very strong ragged quality
to the Suzuki's part-throttle behavior and
it was this most of all that was responsible
for its placing

Morton's vanerable verlical twin Is a
prodigious producer of primary, second-
ary and torque vibrations, bul the Isolastic
engine mounting keeps much of it from
travelling. Isolastic doesn’t work at all en-
gine speeds, bul it does quile a nice
job of stopping everything but the less-
annoying low-frequency vibrations most
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of the time and thal's why the Norton was
judged fourth.

The Moto Guzzi engine is a 90-degree
V-twin, which means it's in perfect primary
balance, has some uncompeansated sec-
ondaries, and the expected twin-cylinder
torque pulses, And it does the expecled,
going a bit harsh at high revs and thud-
ding strongly when the throttles are
opened wide at low engine speads. Tall
gearing made il an extremely smooth
highway cruiser; the other stuff dropped
it back to fifth

There's a two-stroke triple in the Suzuki
GT750M; it can be buzzy up near the
redline, and an extremely tall fifth-gear
made it torque-shake a lol. The bike is
a dreamboat in fourth, and a change of
sprockels would put it much closer o the
head of the class instead of sixth

Big in-line fours are shakers; the Kawa-
saki Z-1 is also a mover. Il rasped and
buzzed ite way into seventh place in an
unguenchable frenzy of secondary shak-
ing and powear pulses.

Eighth-place was solidly occupied by
the Harley-Davidson FLH. There's every
reason for a 45-degree V-twin to shake,
as all three kinds of forces get in their
licks, and a big one is going to vibrate
alot. The FLH is the biggest and it shakes
the most, with a lot of amplilude and over
an amazingly wide range of frequencies

hen suspensions
should move, and do, they
are being compliant. And
among all the touring
bikes in the sampling
tested, only the BMW's suspension truly
had that important guality of compliance;
the res! revealed differing degrees of ob-
stinacy when asked to cope with things
like ordinary highway expansion seams

The BMW R90/6 brings to touring pre-
cisaly what touring requires: plenty of
wheel travel adequately damped, soft
springs and a fork that will move when
it should. The tires don't offer a lot of help,
s0 you feal some harshness on any lex-
tured surface; and the BEMW’s soft springs
and damping can’'t handle lumpy roads,
ridden fast. But the Bavarian twin is yards
ahead of its competition in the way it sails
along the average road al the average
ridar's pace

With a little less static friction in its fork,
and a lot better damping, the Moto Guzzi
could be the BMW's equal in ride quality
But all the Guzzi has is soft springs: its
fork has so much stiction it won't budge
for the abrupt ridges BMW's fork absorbs
sa weall, and once aither wheel begins to
move in response to bumps there's only
friction 1o stop further lurches.

We rate the Harley-Davidson only frac-
tionally behind the Moto Guzzi in terms
of ride, thal does nol imply the two bikes
are anything alike. Those big tires under
the FLH simply gobble up the small stuff
without sending any disturbance into the
suspansion. This heavyweight is very
soltly sprung and damped lightly, and it
pitches disconcertingly on the wrong kind
of road. The FLH is great on the Interstate
ungreat on the paved cowpaths

Fork stiction and pre-defeated damping
are the Suzuki triple’s main problems. The
rear spring rates seam fo be about right
but the lack of control lets the bike's tail
bob up and down, and the fork just won'l
move for most bumps the front wheel
finds. This Suzuki never behaves really
badly; neither does it ever give a genuine-
ly smooth ride

Two evils come to him who rides
Honda's GL-1000: there is so much fork
stiction that the connection betwean axle
and handiebar is completely rigid much
of the time; and the very high unsprung
masses moving with the rear wheel
(gears, gearcase, etc.) simply are more
than the shocks can control. In this very
important aspect, the GL-1000 fails and
does s0 fairly emphatically

The Suzuki RE-5 is just plain stil-
legged, with fork stiction, overly stiff
springs and less-than-brilllant suspension




damping. You expect that combination to
yield a harsh, rattling ride—and thal's
whal you get.

Maybe the hundred pounds Norton's
850 acquired with electric starting is just
too much for its suspension. Whalever the
cause, our Norton couldn't cope with
most kinds of bumps—and its misbehavior
took lorms not found in the other bikes,
We were agreed that it didn't ride waell;
none of us could quite pinpoint what it
was doing badly. Perhaps that's why the
MNorton 850's ride-qualily score placed it
seventh in a field of eight.

In conlrast, everyone knew axactly why
the Kawasaki Z-1 should be relegated to
last place in this category: the bike's sus-
pension amounts to rigid struts over most
miles a touring rider is likely lo cover, It
has the whole bag of comfort-defeating
suspension tricks, starling with stiction
and ending with gruesomaely stitf springs

ating the two-up suitability

of the big tourers involves the

blending of several categories:

ergonomics, vibration, sus-

pension compliance, mountain
road handling, ncise level and conve-
niences and cleanliness. (None of the
bikes suffered an objectionable loss in
acceleration or in-town operation with a
passenger aboard.) An additional 600
miles was devoted to riding two-up, at a
moderate to fast pace over a spectrum
of mountain roads, open highway, and
interstate. Waight of the rider/passenger
duo was 325 pounds, and there was an-
other 15 pounds of clothes and riding
gear waeighl.

Clearly the best machina in this cale-
gory was the BMW:. its suspension sup-
plies the least intrusive ride over all road
surfaces. It has the most comfortable
saddle. The rider was nol relegated to a
different riding posture by the addition of
a passenger. The seal's coarse surface
prevented the passenger from sliding into
the rider when the brakes were applied.
The passenger's leg posilioning was best,
and the BMW had the only usable rear
hand rail. The ground clearance loss was
not as savera as with the Harley-David-
son, Honda, Norton and Suzuki 750. With
two-up another 57 pounds can be carried
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before the BMW reaches its GVWR (Gross
Vehicle Weight Rating) limit

The Honda supplies passenger comiort
comparable to the BMW. Passenger posi-
tioning is comfortable, and doesn’t cramp
the pilet. The triple disc brake system
proved the strongest with two-up. Com-
plete absence of running sound and vi-
bration eliminates long distance latigue
The rear shocks are supple but the fork
iz too rigid on bumpy roads. A hesitation
in the throttie-to-rear-wheel connection
causes the passenger's head o jerk if
the controls aren’t worked with perfect
pracision. The loss of ground clearance
can be dangerous on mountain roads
Only 13 pounds of extra gear can be
loaded on the Honda before the GYVWR
is exceeded.
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pilot constantly, and is especially annoy-
ing when braking. Engine vibration is al-
most non-axistent but drive chain buzzing
can put the passenger’s leat lo sleep. The
sharp exhaust beat is quite irritating for
the passenger and leads lo premature
noise fatigue. Laden with tha two lesters
the GVWR is exceeded by elaven pounds.

The Kawasaki Z-1 ofters litlle compro-
mise for touring. Engine performance
makes it the fastest—even with two-up.
Rigid suspension and harsh enging har-
monics deliver a bone-jarring ride on
rough roads and stinging vibration at brisk
speeds. The saddie is shallow, hard, nar-
row, slippery. The slick, lorward-titted seat
forces the passenger against the rider
constantly. The high buddy pegs bend the
passenger's legs uncomiortably. Loaded
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Suzuki's GTT50M does well in the two-
up category without excelling in any sin-
gle area. The big saddie is firm without
being toc hard or loo cushy. Its width
spreads fully under the buttocks of both
rider and passenger. A tremendous dual
disc front brake compensates for the
fast-fade rear. Rumbling vibration persists
al low engine speeds. Hard braking will
let the passenger slip up on the pilot.
Reduced ground clearance requires
caution in steap turns. With our two tesl-
ers aboard, the GVWR is exceeded by
12 pounds.

The strong points of Norton’s two-up
comfort are the pilot’s freedom of move-
ment and a soft passenger perch. Engine
trembling at lower revs walks the passen-
ger's feel off the pegs. Handling with
two-up is excellent, though the loss of
ground clearance slows cornering
speeds. Long rides are less pleasant be-
cause of the board-hard rider's secfion
of the saddie. The Norton's GVWR allows
for 21 |bs. of extra payload with two-up.

The Suzuki RE-5 excels in ground
clearance and handling on tight mountain
roads. The narrow saddle supports only
the center of the rider’s and passenger’s
posteriors. The forward slope of the seat
keeps the passenger pressed against the

with Cycle’s two people, the Z-1 is three
pounds over its allowable GVWR.
Awkward riding positions cause the
Moto Guzzi to rate poorly in lwo-up com-
forl. The extra-soft and slick saddle tilts
forward 1o compress the passenger
against the pilot. The over-poshness of
the saddie lets the two riders find the saat
bottom in 50 miles or less. The bend of
the passenger’s legs is the sharpest and
least comfortable of the group. The
Guzzi's chassis might otherwise contrib-
ute to near-perfect handling, but was
impaired by collapsed fork springs and
soggy shock action. No allowable payload
weight figures are available
Harley-Davidson's two-up ride and
comfort limits are the least acceptable of
the blkes, The tractor-type saddie s soft
and equipped with auxiliary overload
(passenger) springs. The pilot straddies
the hard. narrow front horn of the seat.
The passenger’s lower back is punished
by being sandwiched between the pilot
and the rear hand-hold. A constant vol-
ume of running noises leads to early fa-
tigue. Grounding ol numerous parls
occurs with hazardous ease. Though
boasting an enormous 658 pound GVWR
payload, the Harley is leas! able to carry

extra weight safaly.
T
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ime and miles bring out the
work/money cost required to
keap man and his motorcyche in
harmony. The following is a
wrap-up of the convenience and
maintenance features, good and bad, we
found with each bike on the road, in the
shop and through observation
Tools and Data: The BMW comes best
equipped to permit a rider to perform most
any road-side service. The extraordinarily
complete tool kit contains an abundance
of high-quality wreanches, a lire patch kit,
air pump, shop towel and a superb owner's
manual. H's the only bike that provides
for the removal, repair and replacemant
of a flat tire. Excepting the Harley, the
rest of the bikes have small tool kits and
skelchy owner's manuals. The Harley has
no tools, tool box or owner's manual

Gas and Oll: Tha Norton Interstate sup-
plies the biggest gas tank, 6.25 galions,
and longest cruising range. The Z-1, Moto
Guzzi, Rotary, Harley-Davidson, and
LeMans are good for 140 lo 230 miles
The BMW's range is similar but a fac-
tory-optional 6.5-gallon touring tank is
available. Honda's secluded five gallon
gas tank virtually eliminates the possibility
of installing a larger accessory container
and its tiny filler spout causes overfilling
and fuel spillage. Harley's split tanks re-
guire two fill-ups at every gas stop, and
the twist caps somelimes leak. The
BMW's gas cap came apart when ils re-
taining rivet fell out

The Honda, Z-1 and LeMans have con-
venient inspaclion windows to indicate
the engine oil level. Suzuki's Rotary has
an ofl injection tank under the seat and
an angine sump (with dip stick) to check
and fill. BMW uses an automotive-type
dip-stick extending below the filler hole
plug. To fill and check the Norton the seat
must be unlocked, fastening knob loos-
ened and saddle lifted. Harley's oll tank
is under the saddie and has a reasonably
convenient lift-oul dip stick.

Only the LeMans lwo-stroke has no
T2
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nead for an angine oil filter. The Honda,
Z-1, Rotary, BMW and MNorton have
easy-to-replace full-flow fNiters. Harley
Davidson has retained a felt filter. The
Moto Guzzi has a full-flow filter that re-
guires removal of the engine sump plate
for replacement

Center and Side Stands: All machines,
excepting the Harley Davidson, have
center stands. The BMW and Honda roll
up easily on their center siands; the
LeMans, Rotary, Norton and, in particular,
Moto Guzzi require a lot of effort to lift
The Harley Davidson's round side stand
ginks into hot asphalt easily. Moto Guzzi
and BMW have auto-return stands that
flip up (letting the bikes fall if unattendead)
when relieved of their loads. Honda's
short stand Is too vertical when down and
lets the arm fold if the bike moves forward
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even slightly. As happened 1o us, the big
Honda then rolls over on its side and
requires two people 1o right

General Service: The BMW, Moto Guzzi,
Z-1, Honda and Norton provide simple
access to spark plugs, points and valve
adjustment Replacement of the Harley

and Rotary spark plug(s) is sasy. The
“74" has non-adjustable hydraulic lifters

Meither the RE-5 nor LeMans have valves
The Kawasaki's plugs can be changed
easily and timing is simple. Valve adjust-
ment is basically a dealer task because
of the special lools and spacers required.

Harley's simple single carburetor is the
easiest to adjust. Brief familiarization with
twin carburetor synchronization and tun-
ing will parmit most riders 1o set those
on the BMW, Norton and Moto Guzzi.
Multi-carburetion systems on the LeMans,
Honda and Z-1 require vacuum gauga kits
and precise settings for proper tuning—a
dealer task. The Rotary carburetor is
highly complex and must be set only by
a trained dealer.

Electrics: All the tour bikes have elec-
fric starers and large batteries which
demand regular observation for water
level. BMW has the only really bright
headlamp—one with a quartz halogan
element. Excepting the dim lamp on the
Moto Guzzi, the other bikes have ade-
guate illumination. The Harley has op-
tional spot-type lights available. Our Har-
ley Davidson has asingie-fuse system that
shuts off all current flow, including power
for the lights, when blown. Its fallure could
be dangerous at night. We had numerous
ignition /lighting shorts in our lesl bike
and the fuse popped every lime the spots
were switched on

Wheel Removal: The BMW, Moto Guzzl,
Z-1 and Norton have quick-change-type
wheels. The Honda rear wheel can be
removed only after the mufflers are loos-
enad and moved aside. The Rotary and
LeMans require caliper remowval and
fender-loosening in order 1o take out the
dual disc front wheels. The Harley will
have to be trucked to a dealer or service
station for wheel removal

Cleanliness: Shaft drives on the BMW,
Honda and Moto Guzzi eliminate prob-
lems with chain lubrication and oilfling-
ing. The shafts and bevel gears should
last the lite of the motorcycles. The rest
of the bikes” chains splatter the rear of
the molorcycles and can (depending on
Jube amount) toss ofl up on the rider and
passanger. The Z-1, Rotary and LeMans
use “endless'’” chains that require rear
wheel, swing arm and sprockel cover
removal to replace. The Norton and Har-
ley have conventional master link chains.

The Z-1, Rotary and LeMans were free
of engine oil lsaks, though the chain lube
spray soiled other areas. The BMW blew
out tha rear of the sump gasket. The Moto
Guzzi had oil weepage from the alt sec-
tion of the engine assembly. Norton's
engine castings misted oil at all the
seams, and using the Amal carburetor
ticklers lets fuel drip on the engine cases.
Honda's flat-lour acquired an oll mist
accumulation at the bottom of the cam
drive cover. The Harley-Davidson spewed
oll from numerous seams and gaskels.
Oil dribbled over the engine and on the
legs of the riders and passengers. The
Harley's gas cap leaks left fuel stains on
the tank.

The full-coverage fenders on the Harley
gave the best protection to the riders from
water spray. Honda's sami-lull-coverage
fenders include flared mud-guards to
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keep water and grime from flinging on the
bike or riders. The BMW, Moto Guzz,
Rotary and LeMans provide the nexl-bast
protection from water. Norton's fenders
are good rider-protectors but open areas
at the upper-rear section let water dranch
the underside of the saddle and back of
the engine. The Z-1's bobbed-type lend-
ars allow water to spray the riders’ backs.

Miscellaneous: All the machines excepl
the Moto Guzzi have reseliable trip-
meters. Milsage has to be added mentally
on the Guzzi to regulate gas stop inter-
vals. Harley's speedo-instrument package
is dangerously located down on the tank
The rider must look away from the road
and peer almost straight down 1o see the
instrument cluster when he wants to
check speed or mileage. Pounding vibra-
tions from the Big Twin would occasion-
ally trip the odometer's mileage rollars
over and give false distance figures, All
the speedometars wera about ten percent
fast in their readings

Fork and seal key-locks are provided
an all the bikes except the Harley David-
son. A padiock is needed lo secure the
Harley fork

The throttle twist effort of the BMW and
Molo Guzzi is far too stiff and tiring. This
year's Harley-Davidson has, for the first
time, a spring-return throtile. Honda's
special 17-inch rear lire relegales its
owners to OEM replacement rubber only.
Moto Guzzi falled to include a turn indica-
tor light in the instrumant cluster. Only
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the BMW and Moto Guzzi have damper
spring pre-load levers on the rear shocks.
MNorton’s stock K 81 Dunlop tires are the
best all-around lires of the group

he Suzuki RE-5 Rotary was
the clear and unanimous winner
ol the Mountain Road Ease of
Operation category. The rigidity
of its chassis and its perfect ge-
omelry, logether with copious ground
clearance and lots of engine torque ex-
actly where it should be, caused all testers
to feal they could ride the Rotary quicker
and with more confidence than any other
bike in the comparison. The tires bite well,
tha long-wheelbase frame contributes to
high-speed stability, steering is neutral
and brakes are superlative both in terms
of predictability and stopping power
The Norton and the Kawasaki finished
sacond and third, the Morton primarily
because of its light. accurate steering
(left-side ground clearance continues o
be a problem) and the Kawasaki because

of its ground clearance and the ease with
which ils controls can be manipulated
(the Z-1 still exhibits a tendency 1o over-
steer around slowish corners, and a
vague wallow intrudes on stability around
fasl ones),

Fourth was the 750 Suzuki GT: great
brakes, reasonable stability, diminished
engine torque due to "75 carburetion, port
timing and mufflers, and improved but still
improvable ground clearance. The Molo
Guzzi was a controversial fifth: like most
big-bore ltalian motorcycles the rigidity
of the chassis cannot be faulted, nor can
the geometry. Bul the same components
that give the Guzzi high ratings in terms
of suspension compliance cause il lo
handle in an indecisive fashion in the
mountains; the bike is, simply. sofft when
pushed hard. It's rear brake was grabby
Ground clearance on the V-twin 850 was
second only to the Suzuki RE-5

The BMW finished sixth. right behind
the Interceptor. Unmaitched lor suspen-
sion compliance, the R90/6's long-traval
front fork mushes around fast turns and
permits the front end to dive alarmingly
under severe braking. Cornering clear-
ance won't win any prizes aither, aspe-

cially with the installed spill bar in place
The big twin is a dreamboat in most high-
way situations; it turns sullen in the
mountains.

The GL-1000 Honda does nol do well
on twisty roads, for a number of reasons
It has a dangerous lack of cornering
clearance; drive line snatch, never pres-
ent in sleady-state cruising, becomes
hateful in on-the-gas off-the-gas terrain;
and it can get to galloping around fasi
corners, Triple disc brakes and a hyper-
horsepower engine seea to it that you can
go briskly if you want to; bul it's a lot like
work and not enough like fun

The Harley-Davidson ranked eighth in
terms of mountain road handling. Its cor-
nering clearance is nagligible (the Noor-
board, two floorboard brackets, brake
laver, a frame lug and three spots on the
mutfler drag in right turns; and the side-
stand, floorboard, clulch housing and two
places on the muffler throw off sparks in
left-handers). The rubber-mounted han-
diebars join with the FLH's long 'n’ loose
chassis and sprung seat to give the rider
a feeling of disassociation; in the moun-
tains, the FLH seams to be operaling on
remote control. The brakes (discs front
and rear) are noisy but effective; the rest
of the motorcycle is a ponderous, inaccu-
rate, reluctant, heaving handful in the
twisty-turnies. One tester said, "'What
worried me most about riding the 74 in
the mountains was meeling another 74
coming the other way.*

rom time to time the tour-
ing rider discovers that cities
-y congest his open road, and the
ease with which these machines
can operate in lown basically
depends upon the accuracy and smooth-
ness of certain functions: braking,
clutching, gear-changing and carbura-
tion. Other factors count too, including
response to steering inpuls, vibration
modes, noise levals and the placement
and operation of controls,

The Suzuki GT-750 and the Kawasaki
Z-1 tied for first place. Both machines
clutch, brake and carburate without any
aggravating glitches. Vibration and noise
remain at low levels. The bikes respond
quickly to rider inputs and never fight
back with their bulk. The Suzuki is more
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EIGHT FOR THE OPEN ROAD:
PERFORMANCE

MNorton Moto Honda Suzuki H-D Suzuki BMW Kawasaki

B50 Guzzi GL-1000 RE-5 FLH-1200 GT-750 RS0/6 503 Z-1B
FOUR: 1S 1566 1555 1806 1735 1626 2040 2035 2182
Miles
Ddomates
Reading 88.7 1085 1023 1056.2 80.0 105,04 100.0 10087
@ Actual 100 mi
Speedomeler
Crmaoaan 559 55.2 558 564 555 543 56.3 56.5
& Indicated
60 mph
il

11 none 1 1% Ot 10 1% Ot 1 CH : O
Consumption
Rpm In
Top Gear 3186 3513 3488 3500 2900 3488 3680 3896
@ Actual
60 mph

wl | i
Recommendad Pramium Pramium H'.’.':i.rllar Rc?}:" = Pramium HE?” aF Pramium RE?_J:JI“'
Fusl ade ; Leade
o Eandn foed No-Lead MNo-Lead Laaed Low-Lead i No Lead

Tune-Up 15 1.6 £12.00- 125 $88B60 53740
Cost* ¥ Hour Hours Hours 53995 $21.00 Hours Major Average
Basic Parls
Retall Prices
Oil Filter $560 000 $214 $914 5398 $450 § 580

Paoints - . ] ;
ity $1078 $1600 $11.28 §1575 § 450 $30.73 $11.30 $2960

Condensor
Bridgestone

524 .40 P e
Rear Tira £39.57 $42.50 $29099 53990 52999 53036 53326

Dunlop

S48.10
Drive Chain $26.00 $6756 51995 56483 569 60
Clutch Plates 53500 59300 $29.60 $4415 56453 $3370 55560

Headlamp $ 353 $ 480 $830 $1436 § 485 $1270 S50 S2280

Innar

Throltle o 5 £ 310 i
7. 4

e $248 $980 $1380 $696 . . S$716 $B840 S 900

S 455
Clutch Cabie S 7B0 S 490 51925 $ 587 S 675 5550
Piston. RiNGs ¢q, 80 s3000 s2233 54040 $5098 S4985 $2500
Pin Par St
Vielves $40.32 §51.20 $69.20 $58.10 S84.00 57400
Par Sal

Front Brake

< £ 6.00 51280 $34.00 $58.168 $2230 S58.16 S3030 S2360
Pads Per Sal

Air Filter $ 518 nong 5 B30 $ 717 $ 780 S 863 §TT5 51020

Sat/sync carbs, plugs. ignition adjusiment: per factory flal rale
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FUEL CONSUMPTION RATE FUEL RANGE
SUZUKI ROTARY 30.22 MIN. SUZUKI RE-5
35.49 MPG AVE. ROTARY
NORTON 850 32.76 MIN SUZUKI
| 38.38 MPGAVE. 47.45 MAX GT-750M
H-D FLH-1200 KAWASAKI

34.70 MPG AVERAGE

903 Z-1B

SUZUKI GT-750M
37.93 MPG AVERAGE

HARLEY-DAVIDSON
FLH-1200

HONDA GL-1000
38.79 MPG AVERAGE

KAWASAKI 903 Z-1B
40.3 MPG AVERAGE

NORTON 850
INTERSTATE

MOTO GUZZI 850-T.
45.04 MPG AVERAGE
BMW R90/6
49.31 MPG AVERAGE
T |
MPG 20 30 40 50
Ya=-MILE ELAPSED TIME

12

TERMINAL SPEED IN TOP GEAR FROM 55 MPH IN 650 FEET

MOTO GUZZI
850-T

BMW
R20/6
T T T

MILES 150 200 250 300

Y4-MILE TERMINAL SPEED

95.84 MPH

MPH 70 80 a0 100

PASSING ABILITY GROSS VEHICLE WEIGHT RATING
MINUS CURB WEIGHT
71.03 MPH MOTO GUZZI NOT AVAILABLE

73.23 MPH

76.85 MPH

77.85 MPH

80.20 MPH

80.42 MPH

80.50 MPH

80.93 MPH

MPH 60 70 80 80
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o conclude with an overall rank
order based strictly upon point
averages in all the categories is
to assume that all categories are
equally important to all riders; to
avoid a final ranking Is to assume that
the abilities of a given motorcycle are
indistinguishable from the abilities of any
other motorcycle. Patently, that is nol the
case; good bikes are better than mediocre
bikes, and mediocre bikes are better than
bad bikes

Qur overall ranking does not, once
again, take into account a multitude
of critical buyer considerations; inexplic-
able personal appeal often overshadows
persuasive functional shortcomings.
“Because | like it,"” has always been the
most compelling reason for buying a par-
ticular model. Motorcycles, atter all, are
passion objects, and passions sometimes
disagree with functional realities.

How the bikes work: that is whal we
set out to determine. Consider the overall
ranking for whal il is—the collective stalt
apinion of the aditors of Cycle Magazine
based on comparisons, iImpressions and
hard data logged during the course of
13,000 total miles through all ditferant
kinds of terrain and under most riding
conditions.

1) The BMW R20/6 and the Honda
GL-1000 Gold Wing. Il the BMW is an
@asy winner in the suspension comfort
and ergonomics categories, the GL-1000
had perfect scores in vibration control
and overall noise level. The BMW does
extraordinarily well in the maintenance
and conveniences scoring; the GL-1000
counfers with its speed and accelaration.
T8

Both have shaft drives, both are expen-
sive, though the BMW is more so; the
BMW deals more successfully with non-
interstate terrain, but the Gold Wing's
brake systems work better. The BMW's
lack of weight is attractive to a faw stali-
ers; the Honda's understated luxury and
the effortless way it spins oul speed is
attractive to all. Power delivery from the
Gold Wing is willing but snatchy, from the
R-80/6, smooth but a bit lazy. Both are
highly efficient, restrained, sophisticated
and balanced as touring bikes; bul they
have attained their superiority in utterly
differant fashions, The Gold Wing is brand
new; ils heritage comes only from a stack
of engineering drawings, computer
read-outs and Honda's very mechanistic
understanding of what works. The BMW
is a hall-century old. some have called
it a triumph of development over design,
but a win, after all, is a win. It is supple,
has the only louring-type suspension thal
really works, and offers the long-distance
rider a nearly perfact seat. High-gear
torque, decent acceleration through the
gears, good vibration control, historic
reliability and easy maintenance put the
1975 R-90/6 where it has been for some
time: at the top of the heap.

The GL-1000 was born there, and not
too long ago. It's faster, smoother, out-
wardly more sophisticated (certainly
more complicated), and quieter than the
BEMW. but the R90/6 makes it up with
comfort and a design concept from which
time and dedicated development have
extracted nearly every annoyance.

We have used all our tools—argument,
discussion, logic, hard numbers, soft

opinions—to pry the two apart. We can't
They're both magnificent—and yards
ahead of the rest
3) Suzuki GT-T7S50M. Think of the
watler-cooled two-stroke ftriple and the
words, "tough,” "useful,” "obstinate™
and "bargain’’ come to mind. Held to be
quile revolutionary when il was Intro-
duced hall a decade ago, the 750 has
beaten down objections to its perfor-
mance and concepl with yearly improve-
ments and an impressive long-distance
racord. It won but a single calegory—in
town ease of operation—but its scores in
athers were consistently high, Alterations
1o its breathing and gearing for "75 prob-
ably hurt it as a straight-line tourer, but
additional ground clearance and in-
creased peak horsepower, together with
a brilliant front brake and an unintrusive
rear, made it much more lun—and saler
by far—off the Interstates, It doesn't leak
oil, accelerates with enthusiasm, has a
klunky but decisive gearbox, handles
better every year and in general does
what its rider tells it to do, Shoricomings?
Mot enough cruising range (the 750 was
the first to run bone-dry); and more angine
vibration than most staflers fell neces-
sary. In all other regards the watar-cooled
triple is just fine; approach it without the
average motorcyclist’s preconceplions
and it'll dazzle with its efficiency and
steadiness. Too, it's a bargain consid-
ering what it can do, and a bargain con-
sidering the prices of its competitors. It
doesn’l exactly know what it's supposed
to be—Superbike or a tourer. We do. I's
a tourer, and one that's praclically unas-
sailable.
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4) Kawasaki 903 Z-1B. If ever there
were a woll in woll's clothing, it's the Z-1.
One of the two crudest bikes included in
the comparison, the Kawasaki makes you
like it with satisfactory high- and low-
spead handling, two engines for the price
of one, and a complete lack of pretense.
What you see is whalt you gel, and you'd
batter be ready for il. Below 6000 rpm
the Z-1 is strong, harsh, and sliff; above
6000 rpm it is fierce, harsh and stilf, Ac-
curate carburetion, good gear-staging,
useful low-speed torque and a nice clutch
gave it high marks around town; its gen-
eral suspension stitness and a granite
seal penalized it in the ergonomic cate-
gory; the same shortcomings sunk it to
the bottom in the compliance evaluation;
and all but the Harley-Davidson beat it
in vibration control

Touring categories aside, the staf! feit
the Z-1 warthy of the “Best Bike Regard-
less' award. Still, this /s a touring com-
parison; as a fourer, the Z-1 makes a
heliuva Superbika.

5) Suzuki RE-5 Rotary. Suzuki
halped clear a touring slot for the Rotary
by warming over the GT-750 and preseni-
ing it more as a hotrod. Guess what: the
GT-750 is still a superior touring bike, and
the Rotary has one characteristic that
would pull it towards the top of a perfor-
mance-intensive comparison; it is the ab-
solute king of the heavyweight Japanese
handlers. You can stick it deep encugh
into a high-speed corner 1o hear “Nearer
My God To Thee,” and still come oul the
other end having dragged nothing against
the pavement except your eyeballs. The
bike is oil-tight and well screwed together,
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provides adeguate comfort and vibration
control, good high-gear acceleration and
(two scorched spark plugs aside) barely-
decent touring range (better than the
GT-750 and the Kawasaki Z-1). The pen-
atrating quality of its exhaust cadence
fatigued several testers, however, and it
didn't score well in town, probably ba-
cause of its overall length and jerky mid-
range carburetion. Braking is superior, all
handlebar controls are where you want
them lo be (only the BMW, the GL-1000
and the GT-750 scored higherin ergonom-
ics), and the excessive throttle siop that
intruded on our original test Rotary (Jan-
uary, 1875) has been mostly engineered
oul. Complicated the RE-5 Is; and after
only six months on the markel, still alien,
Bul Suzuki has armed the Rotary with the
industry’s best warranty support: if your
angine comes unravelled within a
yaar, you get a new one, free. Roadside
maotor repairs are a practical impossibility;
the bike s very automotive in that respect
But Cycle’s four separate exposures to
the RE-5 have shown It to be exception-
ally tough (two of them went from one
coast to the other and back again without
@ single spark plug change). We said it
in January and wa'll say it again; the bike
works.

6) Morton B850 Interstate. The pas-
sage of ime and the prass of new legisla-
lion have lcosened the Norlon’s grip on
its own heritage. Because the engine
makes so much noise, intake and exhaust
mutlling have to be even more rigorous
than usual—so the Norlon pays an ox-
treme price in performance. Because
Morton fell the market! would scon find

kick-starting unacceplable, an electric
starter has been grafied to the once-lean
British twin—s0 the bike pays an extreme
price inweight, and acceleration. That the
850 exists at all in 1975—and is legal in
all states—is monumental. That it can
compete against this kind of a field is a
minar miracle

But it was never designed as a heavy-
weight tourer, so it competes without a
great deal of success. I desperately
needs a new front fork, more left-side
ground clearance, and added measures
of oil and gas tighlness and low-engine-
speed vibration control. Good mountain
handling remains; it scored better in that
category than every bike axcept the RE-5
It was originally laid out as a sporting bike,
rewarding constan! care and attention
with spectacular tearing-around perfor-
mance. Today il demands far less care
and attention; but the rewards, still found
on serpantine back-country roads, are
less easily discerned on the Interstate
The Norton was born a sporting bike; it
has retained enough of its original char-
acter fo remain a sporting bike.

T) Moto Guzzi B850T Interceptor.
The Moto Guzzi lacks the scope to be
extended successfully from a back-road
darter to a long-distance hauler. In its
current incarnation (a hybrid made from
softened Moto Guzzi Sport components
and Guzzi Eldorado thinking). it is out of
its depth. Narrow motorcycles function
within carefully circumscribed bounda-
ries; oulside those boundaries they
flounder. Compromise seidom helps, and
it hasn't helped the Guzzi, A super-rigid,
high-speed-proficient chassis comes 1o
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the Interceptor from the Sporl; suspen-
sion tone comes from the Eldorado. So
the bike handles without wallowing, but
it also handles without decisiveness and
never feels, in a high-speed situation, o
be firmly in touch with the road. Its 850
V-twin engine makes enough power o
produce startling gquarter mile times—bul
final gearing is so tall that fitth-gear pass-
ing acceleration is uninspired. Engine
vibration is well-controlled, butl engine
intake honk (there are no air cleaners in
the Interceptor. the bike is shamefully
unigque in that regard) irritated everyone
who rode it. The seat is over-soft in the
opinion of many staffers, and the physical
relationship between the blke and rider
neads improvement

The Moto Guzzi has sulfered from ra-
tionalization. Broad-spectrum motorcy-
cles like the Kawasaki Z-1 can be a lot
of things to a lot of people, and moder-
ately to wildly successful in nearly any
kind of pavement endeavor. Bikes as
constricted as the Interceptor cannol. As
a sport bike, the Guzzi approached the
big Ducati V-twin as a sophisticated, ac-
curate, involving piece of hardware. As
a tourer, the Guzzi Eldoradc was un-
matched for peaceful comfort. Mix the
Guzzis together and il all seems to fall
out through the middle, unattached to
either extreme and uncommitied to the
performance of either set of tasks.

8) Harley-Davidson FLH 1200. The
Harley-Davidson finished seventh in the
ergonomics category and third in sus-
pension compliance. 1 was last in every
other comparative category, and last in
the hearts of the test crew. Those who
hold dear the FLH may find any discussion
of function irrelevant; know it's a Harley,
they say, and that is all you need 10 know.
Maybe. But function is all we can ration-
ally and fairly discuss here, and the facts
are that the FLH, functionally, is deficient.
It severely lacks cornering clearance;
its solitary fuse blew every time tha auxil-
iary lights were switched on, which killed

Roger Hull did more than come along
for the ride and make us aware of the
characteristics of the long-distance
buff. He supplied us with a copy of Road
Rider Magazine's 1975 Reader Survey
based on a random sampling of 11,500
subscribers. Highlights of the survey: the
median reader is in the 36 to 40 year old
grouping, has been a motorcyclist from
six o ten years, has covered belween
25,000 and 50,000 miles; carries a pas-
senger 10 to 25% of the time; lists fravel-
ing as his number ane hobby, and molor-
cycle racing as his number 18 sport, By
brand, 55.7% of Roger’s readers ride a
Honda, 35.7% ride a BMW, 20.1% ride a
Harley-Davidson, 10.5% ride a Moto
Guzzi, 10.0% a Suzuki, 5.7% a Kawasakj
and 1.9% a Norton. While it is apparent
that not all tourers read Road Rider, all
Road Rider readers ride—and 81.5% of
them consider Road/Touring fo be the
primary use of their motorcycie.

the engine and the main headiight; il
leaks and head gaskel leaks spotted the
engine’s exterior and begrimed the right
saddlebag: the rubber pad on the left
floorboard came loose, vibration frac-
tured a chainguard bracket; holding down
a turn indicator button throughout a turn
is unsatistactory, low-speed drive train
snatch marred the FLH's performance
around town, and vibration and engine
noise detracted from the 1200°s comfort
out on the Interstate. By all known yard-
sticks the Harley-Davidson is not a
handiler, and engine note to the conlrary,
it is painfully slow in terms of acceleration
and top speed. The disc brakes work
acceptably, its straight-line ride charac-
teristics are not without appeal, and i
offers good range and mileage

People who know more about the FLH
and its riders than we tell us the 1200
15 a non-competitive motorcycle for non-

competitive ridérs; that the bike is not so
much ridden as driven; that those who
own Harley-Davidson Big Twins would not
deign to possess anything else—ipso
facto, the bike is, if not a technical suc-
cess, al least a marketing success; and
that the bike makes up for all its short-
comings with an added measure of inex-
plicable, intrinsic charm obwvious to the
faithful. Such charm radiates from the
bike's sheer size, from its pounding Vee-
twin pushrod engine, from its absolute
uniqueness of feel and presentation and
from its tolal lack of refinement. No one
could accuse the 1200 FLH of being ap-
pliance-like, or impersonal, or non-in-
volving. It could be argued by the faithful
that the 74 is more than a motorcycle,
differant than a motorcycle. It could atso
be argued that the FLH, on the basis of
function, is less than a motorcycle. We
S0 argue -
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