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T here’s a photo on my cellphone, a selfie of me and new riding pal Davis Aites. 

We’re both smiling, a motorcycle just visible in the background. We’re at the 

side of a road somewhere, and from the look on our faces, we’re having a great time. 

And we were. It’s just that we were broken down, somewhere south of Birmingham, 

England, on the A40, Davis’ bike struggling to get enough fuel to run on two cylinders.

It’s a memorable photo on a number of levels, a reminder of my recent trip to the 

Isle of Man for the 2016 Classic TT races. Fourteen Motorcycle Classics readers and I had 

met up outside London, England, before riding across England’s midsection, stopping 

in Birmingham and then Liverpool before riding to Heysham to board the Ben-my-

Chree ("girl of my heart" in the Manx language) ferry for the 3-1/2-hour crossing to the 

Isle. 

The selfie was taken on our return to London, eight days after we’d started. In 

between, we had experiences for a lifetime, riding through places we could hardly 

believe for their beauty. We’d also run out of gas, gotten lost and ridden through the 

rain at night with no headlamp. And here we were, broken down and smiling.

It’s a truism in my travelling that the most memorable trips are the ones punctuated 

by the unexpected. Touring — especially on two wheels — is ripe for exposure to the 

unexpected. Factors beyond our control including weather, people and luck — both 

good and bad — play a heightened role in the experience because we’re so much 

more exposed, physically and socially, when we ride. Over the years, my perspective 

has evolved to the point where I view a road trip devoid of unexpected deviations as 

almost forgettable. 

Fortunately, that almost never happens, and precisely because we’re exposed, 

although I find keeping to the back roads helps. The super slab is a corridor, a broad 

path packing us together to funnel us from Point A to Point B. But the back roads, the 

little two-lane highways that string together towns large and small across the country, 

are connectors, intimate avenues that give us the opportunity to see what's on the 

other side of the highway and peer, literally, into the backyard of wherever we are. 

I prefer to ride old bikes when I tour, which potentially exposes me to a higher risk 

of breakdown on the road, the logic being that new stuff breaks less than old. That’s 

mostly true, but I’ve found you can ride a 40-year-old bike anywhere you want, you just 

have to take a little more time getting ready. 

Yet when I do hit a snag, it almost invariably brings with it an unexpected bonus, 

an experience I never forget, like the time I broke down in western Arizona riding my 

Norton Commando. I’d been pounding some pretty rough roads since dropping down 

into New Mexico from Colorado when my left muffler gave loose at the weld. As luck 

would have it, not 10 miles later I rolled past a small repair shop. I pulled 

in, and the two guys working there pulled their heads out from under the 

hood of an old IHC pickup. "Sure, we can weld that up,” one of them said, 

directing me to roll my Norton over to the right side of their service pit.

Their shop, a survivor of simpler — and harder — 

times, was ancient, a relic from an era when mechan-

ics climbed down ladders into holes to work on the 

underside of cars. Lifts were expensive — holes 

not. I started to get off the Norton, but the lead 

guy, now with a welding torch in hand, directed 

me to stay put; he needed me to hold the bike 

at the right angle while he welded. I did, and he 

quickly tacked my muffler back together before 

running a bead as far around it as he could to 

hold it together. Finished, he climbed out of 

the pit and said, “$5 be OK?” I smiled and 

gave him $10, amazed at my good fortune. 

Just as Davis and I were, even if we were 

broken down on the side of the road.

Richard Backus

Editor-in-chief

Punctuation marks
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R E A D E R S  A N D

RIDERS

Jawa fan

It’s been a number of years since I 

started receiving Motorcycle Classics maga-

zine. All the while I kept thinking one 

day they will come up with an article on 

either the CZ125 or the more elegant 

Jawa 250, the motorcycle I always want-

ed to own as a teenager. I started riding 

in 1948 on a 1947 Whizzer, but by 1950 

I had moved up to a brand new CZ125. 

My heart was to own and ride one of 

those bright red Jawa 250s, but one 

night, while riding home, I encountered 

four girls standing in front of a church 

who wanted a ride on my new bike. The 

first three girls made such a fuss and 

screamed on the back that I couldn’t 

wait to take them back. The fourth girl, 

dressed in a red coat and babushka 

(scarf) got on, and as we pulled away 

from the curb there was not a sound 

from her. We continued on for a few 

more blocks, when I had to say, “Are 

you back there?” As I pulled up to the 

curb to let her off, I asked, “Did you ever 

ride on a motorcycle before?” and she 

answered, “No.” I was hooked. As for 

ever purchasing or owning that beloved 

Jawa 250, it never came about. 

We have been riding together for 66 

years. Yes, we’ve had BSAs, Triumphs, 

AJSs, lots of BMWs and Harleys. But now 

in our 80s, we have moved on up to a 

Harley Tri Glide. There have been many 

years and miles in the saddle, but my 

mind never can forget the sight of that 

beautiful red Jawa 250. Thanks again to 

Corey Levenson on a very memorable 

article on such a well-designed machine.

Richard Mack/Lombard, Illinois 

The Woodward Avenue Vincent 

I enjoyed your piece on the Woodward 

Vincent (September/October 2016), the 

more so since I’ve also been privileged 

to ride a Vincent way back when, when I 

worked for Cycle Canada magazine. In my 

case the bike was a Black Shadow owned 

by Phil Mahood. Today Phil is one of 

the premier go-to guys for Vincents in 

Canada. I was shocked by how fast the 

bike was for something 30 years old 

(this would have been about 1980 when 

I rode it) and how well it handled. The 

brakes, on the other hand ... let’s say you 

had to plan ahead. True of any bike of 

that day, of course. Irving was a frickin’ 

genius in design, and what he did with 

the materials available after the war was 

unbelievable. Glad you had a chance to 

ride the bike. Cheers. 

Larry Tate/via email

As another Detroit suburb native, I 

spent many weekends in high school or 

home from college cruising Woodward 

Avenue. For a couple years I was fortu-

nate to have a 2-year-old 1967 Pontiac 

GTO. It’s easy to forget the cars you beat, 

but I remember many of the cars that 

beat me. The fastest ever was another 

1967 GTO. Fond memories. I was recent-

ly near this area on the way from Denver 

to the BMW rally in Buffalo, New York, 

visiting a high school buddy. He only 

moved back a year ago from 40 years in 

California and filled me in on the size of 

the modern Woodward Cruise event. I 

need to get back there sometime. Great 

article on many levels. Keep up the good 

work. 

Larry/Jax, Florida

The Henderson

Where did you guys dig up the Art 

Deco Henderson? When I get a new 

issue, I usually flip through it to see 

“The brakes, on the other hand ... 
let’s say you had to plan ahead.”

Rider: Robert Drews, Englewood, Colorado
Age: 35
Occupation: Marketing manager
Rides: 1977 Honda GL1000 Gold Wing, 2004 Kawasaki ZRX1200

Robert’s story: “I wanted to say thanks for the feature on the 
Honda GL1000 prototype in the July/August issue. It was nice 
to see such an iconic bike get coverage in the pages of your 
magazine. I am the proud owner of a 1977 GL1000 and love the 
machines greatly. 

“My bike’s story is pretty noteworthy — in my book at least. 
The bike was purchased new in Corpus Christi, Texas, in 1977 by 
my father. It didn’t leave the dealership until it was fitted with the 
Vetter fairings and bags (still aftermarket add-ons in those days). 
My father used the bike as a daily rider while he and my mother 
raised a family of three kids in the early 1980s in Colorado. With 
only one car at their disposal, my father rode the bike year round. 
In 1989 he bought a pickup and the bike got ridden less and 
less. At one point around 1990 it was as good as sold to a buddy 
of his, but second thoughts kept the bike in the family. During 
the early 2000s the fairings were removed and it was returned to 
its original showroom state. I was fortunate to buy the bike from 

him for $1 in 2009 with a shade over 50,000 miles on the odom-
eter. I had been talking about buying my first bike at the time 
and I think my dad would have rather I spent my money on a 
wedding ring for my wife than a motorcycle, which I in turn did. 

“In 2012 I rode it up to Yellowstone from Denver where I 
encountered some issues with the electronic ignition, which 
resulted in it intermittently dropping a cylinder. Looking for some 
advice I called my father, and though not expecting to get bailed 
out, he was in the truck with a trailer in tow almost before I could 

RIDERS
My dad and I 

on the GL1000 
circa 1983, fully 

dressed with a 
Windjammer and 
a CB radio (right). 
Dad with the bike 
in 2014 (middle). 

Dad and me at the 
Vintage Motorcycle 

Show in Golden, 
Colorado, in 2015.
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what’s inside (back to front ... I’m 

left-handed!), and when I saw the 

Henderson (September/October 2016), 

my first thought was, “Whoa!” I actually 

showed my wife and daughter, some-

thing I very rarely do. As usual, the 

photography was fantastic (that’s why 

I prefer the hard copy) and the story 

was interesting. I like Art Deco, and 

this bike exemplifies the style. I must 

admit that my second reaction was to 

think that it was an impossible bike to 

ride and a bit grotesque in its extreme 

use of the style, but certainly unforget-

table. Finding such bikes in its pages 

— whether I like them or not — is one 

of the real pleasures I get from reading 

Motorcycle Classics. Keep ’em coming.  

Steve DeMondo/via email

Thumper fan
I enjoyed The Thumper (September/

October 2016), your welcome story 

about Honda’s road-going big single. 

I purchased my new 1982 Ascot in 

Bedford, Indiana, and rode it for several 

years to commute to work and up the 

road to Bloomington, Indiana, for gradu-

ate school. I agree there is something 

satisfying about a big single, when a 

person can feel internal combustion at 

work with each power stroke. Being 5 

feet 8 inches, I didn’t find the stepped 

seat restrictive, as Mr. Berens noted, but 

reaching the ground with both feet was 

a struggle. After bringing the Ascot with 

me on several moves I am getting my 

Ascot ready to be back on the road, and 

am looking forward to travelling many 

more enjoyable miles, one thump at a 

time.

Lynn Cunningham/Mableton, Georgia  

What is classic?
I want to weigh in on the “What is a 

classic motorcycle?” controversy with 

my own story. I cut my teeth on classic 

Triumphs, Nortons, BMWs and Moto 

Guzzis. I worked as a mechanic in a 

now defunct Norton, Triumph and BMW 

dealer in Oklahoma City during the late 

1970s and early 1980s. My first real love 

was a Triumph Trophy 250. I loved it, 

but it hated me! I have owned BMW 

airheads, a couple of Moto Morinis and 

a Guzzi T3, to name a few. I am as close 

to a real classic bike fan as you can get. 

Fast forward to a couple of years ago. 

I was looking through Craigslist, and 

I found a listing for a Honda VTR1000 

Superhawk. I was intrigued because I 

had never owned one, I loved the look 

and it was a non-runner. These were all 

big pluses in my book. 

I bought the Honda and spent the 

next six months troubleshooting, tear-

ing down, rebuilding and learning about 

the bike. Why is it a classic bike? Well 

Honda doesn’t make it anymore. It was 

not a sales success. Real sport bike rid-

ers preferred the 4-cylinder multis. It’s 

quirky, clunky shifting, rattly and oh so 

much fun to ride. It makes brutal torque 

like a Vincent or my old Norton and yet 

it has modern brakes. I love the way it 

looks and sounds and it is a boatload 

of fun to ride. I enjoyed saving it and 

I enjoy riding it. Isn’t that what classic 

bikes are all about?

James Ingram/via email

The cheap R75/5
I read your column in the September/

October issue of Motorcycle Classics. Twenty 

years ago, I was offered a 1970 BMW R75/5 

for $1,200. I wasn’t looking for another bike, 

but it was a runner and was “all there” — 

and was only $1,200. The speedo and tach 

didn’t work, but it would easily keep up 

with my buddy’s Norton Commando in the 

straights and corners! I have put an R90 top 

end and a 5-speed transmission in it since 

then and kept it while going through my 

herd. Thanks for putting out such a great 

magazine.

Andy/via email

hang up the phone. I felt bad about him 

driving through the night to pick me and 

the bike up. I felt like it was my duty as a 

motorcyclist to find a solution on my own. 

“I asked why he’d done it after almost 

begging him not to come, and he told 

me about a time he’d broke down on his 

1971 Kawasaki 175 several states away 

from home and wishing he could just call someone to come get 

him. Being that he was in a position to do 

that now, that’s what he did without even 

thinking twice. 

“Today I work on maintaining the bike 

that my dad so meticulously cared for. The 

bike is all original save for the blinkers and 

parts lost during the original kitting. The 

bike gets taken out for day rides in the 

mountains of the Front Range and to bike 

nights and vintage shows around town, 

where it always gathers a crowd. It’s a plea-

sure to show others Honda’s original vision 

of the Gold Wing as it’s much different than 

what the name conjures up today. The false 

tank is always a surprise to those less familiar 

with the model. GL1000s are as much a 

pleasure to own as they are to ride. 

“I just wanted to share my story as the 

bike means so much to me and my father. 

Its continued care and enjoyment is a thrill 

for us both. We are currently hoping to find 

a 1971 Kawasaki F7 175 to work on restor-

ing together.” Thanks for sharing your story, Robert!



12 Moto Gifts
for Christmas

3
Got a buddy who prefers an open face 
helmet? If they’re still using sunglasses, get 

them a pair of goggles to go with it. A pair of 
goggles offers more eye protection than sun-
glasses when it rains, and goggles are a great 
option if you wear prescription eyeglasses and 
wear an open-face helmet. We ordered a pair of 
Biltwell Inc.’s new Moto 2.0 goggles in a cool 
Chocolate color scheme. Made from injection-
molded plastic with a clear polycarbonate, anti-fog 
lens, they have an adjustable elastic strap and fleece-lined foam 
for comfort. Available in four different colors, plus a checkered design and a lightning bolt 
design. Five lens options are also available. Price: $39.95. More info: biltwellinc.com

2 
Every classic motorcycle rider needs a good leather jacket, and if you have a friend without one, we 
suggest the Vintage Rocket Leather Jacket from Joe Rocket. A classically cut, understated jacket that 

looks good both on and off the bike, the Vintage Rocket is available in black/black with subtle brown 
accent stitching, or in black/white with white stripes that run down both arms (shown). Made 

from 1.0-1.2mm drum-dyed cowhide, the jacket has a relaxed fit, a zip-in quilted full-sleeve liner, 
an inside eyeglass pocket, four exterior pockets and zipper cuffs. Sharp, comfortable and stylish. 
Price: starting at $329.99. More info: joerocket.com

4 
Help a riding friend hide that helmet-hair with a Motorcycle Classics ball cap! Our caps are 
dark blue with the Motorcycle Classics logo in gray embroidery and a gray-edged brim. 

These sharp-looking baseball-type hats feature a comfortable 
fit and a hook-and-loop adjustment strap at the back. Price: 

$10. More info: MotorcycleClassics.com/store

1 
One of our favorite motorcycle-related gifts to give to friends and 
family is raffle tickets for the yearly motorcycle raffle from the 

AMA Motorcycle Hall of Fame. This year’s raffle bike is a 1975 
BMW R75/6, customized by renowned motorcycle builder Tony 
Prust of Analog Motorcycles in Chicago, Illinois. Called the 
AMA BMW R75GS by Prust, the bike has been modified with 
a custom rear subframe and updated suspension front and 
rear including Race Tech Gold Valve emulators in the front 
and new Fox Street RC51 shocks in the rear. The bike has new 
controls, updated electronics and wiring throughout, custom 
paint and lighting and more. The drawing will be held at the 
Mama Tried Motorcycle Show in February 2017. Tickets are $5 
for one or $20 for five. More info: americanmotorcyclist.com/hof 
and click on “Raffle Bike” at the top of the page.

5 
Another great gift for the home, office or even 
the garage is the Classic Triumph Calendar from 

the fine folks at Baxter Cycle in Marne, Iowa. The 
2017 calendar features a variety of Triumphs, from 

the new-for-2016 Triumph Bonneville 1,200cc 
T120 to the striking 1969 750 Trident, and 

even a pair of 1940s 5T Speed Twins. 
Price: $25 with shipping. More info: 

baxtercycle.com

G E A R

DRIVEN
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12 
Remember the classic 1965 children’s book The Mouse and the 

Motorcycle? If you don’t know it, get it, but not before also order-
ing a copy of How to Build a Motorcycle for the budding young bike lover in 
your life. Written by Saskia Lacey with illustrations by Martin Sodomka, it’s 
a captivating morality tale about the conflict between ego and teamwork, 
with motorcycles carrying the story. Written for adults as well as children, 
it explains a motorcycle’s inner workings in surprising technical detail as it 
weaves the tale of Eli the mouse and the rest of his crew. Beautifully illustrated 
and featuring a memorable cast of characters, we think it’s already a classic. 
64 pages. Price: $14.95. More info: MotorcycleClassics.com/store

6 
Here’s a gift you’re going to want to buy two copies of — one as a 
gift, and one for yourself! Motorcycle Classics is proud to announce 

our first Special Collector Edition celebrating Street Bikes of the ’70s. 
We’ve put together a 100-page issue featuring some our favorite bikes 
from that magical decade, like the Honda GL1000 Gold Wing, the Ducati 
750 Sport, the Triumph X75 Hurricane, the BMW R90S and many more. 
Price: $6.99. More info: MotorcycleClassics.com/store

7 
Every rider needs a go-to pair of gloves. We’ve worn a variety of 
Aerostich Elkskin Ropers for years, with our most recent pair being the 

Elkskin Gauntlets. They feature an elkskin palm for durability and protection, 
along with an oversized layer of elkskin sewn across the heel of the palm 
for added abrasion resistance. A knuckle impact pad adds further protec-
tion. The gloves feature a hook-and-loop strap at the wrist, a visor squee-
gee sewn into the left thumb, and adjustable, gusseted gauntlet cuffs. 
Available in black, natural or brown/natural, they’re comfortable and 
ready to wear right out of the box. Price: $85. More info: aerostitch.com

8 
The Isle of Man, The Classic TT and the Manx GP have a special place 
in the hearts of many motorcyclists. Editor Backus’ favorite souvenir from 

this past summer’s Motorcycle Classics/Mototouring trip to the Isle was this 
slick coffee mug with artwork featuring a pair of vintage Honda racers that 
he bought from artist John Hancox. His website features a variety of greeting 
cards, Christmas cards, calendars and canvas prints showcasing a wide variety 
of café racers, classic race bikes, TT legends and more. Coffee mugs featuring 
a variety of these prints will soon also be available on the site. Price: £9.99 
($12.98 at time of printing). More info: hancoxart.com

9 Norton Commando: The Complete Story by Matthew Vale focuses on one 
of the most loved British motorcycles ever made. Produced from 1968 

until the end of Norton Villiers Triumph in 1977 (U.S. deliveries stopped in 1975), 
the Commando model range featured Norton’s unique Isolastic system that isolated 
the engine, transmission and swingarm on rubber mounts, significantly improving rider comfort and long-
distance capability. This book looks at the history and development of the Commando, along with specifica-
tions and model-by-model changes. Price: $29.71. More info: MotorcycleClassics.com/store

10 
If you have a friend who loves Ducatis, here’s the gift of the year. The Complete Book of Ducati 

Motorcycles: Every Model Since 1946 by renowned motorcycle researcher and author Ian Falloon lays 
out the stunning chronology of Ducati motorcycles. From the small Cucciolo auxiliary engine of the 1940s 
to the singles of the 1950s and all the way to the 750 Super Sport, the models are listed and shown in an 
encyclopedic form, along with photos and specifications for each bike. A must for the Ducati fan. 256 pages. 
Price: $50. More info: MotorcycleClassics.com/store

11 
A great gift for all fans of the Indian brands, both past and present, check out Indian Motorcycle: 

America’s First Motorcycle Company by Darwin Holmstrom. This great new book tells the complete story 
of Indian Motorcycles, America’s first mass-produced motorcycle maker. The story begins all the way back 
in 1889 when George Hendee founded the Hendee Manufacturing Company to produce bicycles, right up 
through the 2011 purchase of the brand by Polaris Industries and the subsequent new Indian models. This 
new book features a wealth of photographs of Indian models over the years, 
and is perfect for any gearhead’s coffee table. 224 pages. Price: $50. More 
info: MotorcycleClassics.com/store
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Motorcycle entrepreneur John Taylor was noth-

ing if not persistent. His continual cajoling of 

Spanish motorcycle makers led to some of the 

best small bikes sold in America; and to Taylor’s 

personal dream machine, a big enduro bike that 

anticipated the dual-sport boom by a quarter 

century.

As U.S. importer in the early 1960s, Taylor 

persuaded Bultaco to produce the 200cc (later 

250cc and 350cc) Matador street-scrambler for 

the U.S. market. He even came close to owning 

the CEMOTO/Bultaco factory in Barcelona. But 

what he’s best known for is the 500cc twin-cylin-

der dual-sport bike that was made in America and 

bore the brand Yankee.

Challenges ahead
Taylor needed all his persistence to bring his 

bike to market. First shown to the press in 1967, 

the Yankee 500Z took another four years to get 

into production. No doubt OSSA (the small Spanish firm con-

tracted to make the Yankee drivetrain) were distracted by their 

own Grand Prix ambitions, and by the death of their star rider, 

Santiago Herrera, at the Isle of Man TT. Then once production 

started, Yankee was hit by the Nixon administration’s decision to 

abandon the gold standard, which devalued the dollar, doubling 

the import price of the OSSA powerplant. Lesser men would have 

quit, but Taylor pressed on with his state-of-the-art design.

The starting point for the Yankee was a TIG-welded chrome-

moly steel tube spine frame designed by Dick Mann. (“Massive, 

beautifully constructed, and rugged enough to withstand a 

parachute drop,” said Cycle World.) A stout (by 1967 standards) 

42mm diameter Telesco fork was gripped by alloy triple clamps 

forged by none other than Smith & Wesson. Teflon-coated bronze 

bushes attached the heavily triangulated swing arm at the rear, 

supported by dual five-way-adjustable Telesco shocks. The tires 

were 4.2 x 18 inches at the rear and 3.15 x 21 inches at the front 

running on Akront alloy rims. Complementing the 6-inch drum 

front brake was a 9-inch hydraulic rear disc, which offered many 

off-highway advantages over a drum — self-cleaning, effective 

when wet and unaffected by suspension travel. 

The 488cc (72mm x 60mm) piston-port, 2-stroke twin engine 

was mounted forward in the frame for Taylor’s preferred weight 

distribution. Built to Taylor’s specification, the engine used two 

OSSA Pioneer pistons, cylinders and heads, with two separate 

crankshafts running on ball bearings and connected by a central 

sprocket. The cranks were spaced at 360 degrees, meaning both 

cylinders fired together. (Taylor anticipated also using the engine 

for road racing, and the cranks could be reset to a 180-degree 

interval if necessary.) The central sprocket drove a 6-speed gear-

box by gear from a chain-driven jackshaft and 12-plate dry clutch. 

ON THE MARKET
1972 Yankee 500Z/Sold for $2,500

This Yankee sold at the September auction of long-time Kansas City, Missouri, 
Moto Guzzi dealer Mike Harper’s personal collection of vintage bikes. Believed 
to be a 1972 model (it was listed as a ’75, but Yankee was out of business after 
1972), it was in rough but semi-complete shape. The bodywork was all there 
— although completely sprayed in black primer — and it still had its original 
Yankee-branded speedometer (Yankees didn’t come with a tachometer), but it 
had a locked engine and non-stock exhaust system. Yet even with those detrac-
tions it was worth $2,500 to its new owner. Auctioneer Jerry Wood, who ran 
the Harper auction, hammered a “pristine” one for $7,200 at a past DeLand, 
Florida, auction, proof that surviving Yankee motorcycles are more than holding 
their value. The Harper bike will need a lot of work, but given the rarity of the 
breed, the selling price might be right in line. 
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RADAR

Against all odds: 
1971-1972 
Yankee 500Z



A pair of 24mm IRZ 4G dual-needle car-

buretors fed the engine, which exhausted 

through a Hooker Headers muffler under 

the engine with dual pipes and Krizman 

spark arrestors. The electrical system was 

powered by two Motoplat alternators, one 

on each side of the engine unit: a 6-volt 

output ran lighting and accessories, while 

electronic triggers fired two separate igni-

tion coils — to facilitate the 180-degree 

firing interval option.

Taylor had produced his dream bike, 

one that you could ride across the state to compete in an enduro 

and ride home again. Said Cycle World, “John had accomplished 

exactly what he set out to do. He had updated the Triumph TR-5.”

Contemporary reports acknowledge the 500Z’s quality com-

ponents and ruggedness, while praising the engine’s ample 

torque, broad powerband, and slick-shift-

ing 6-speed gearbox. “The 500Z will do 

some things that a 250 bike just won’t 

do — like climb a long, rough hillside in 

fourth gear at half throttle,” said Cycle. “It 

was built to deliver a stable, comfortable 

ride on rugged trails; to let the rider use 

engine torque rather than muscle power 

in getting the bike where he wants it to go. 

The machine did just that.”

Unfortunately, the world had moved 

on. The preferred enduro tool was now a 

nimble 250-pound, 250cc 2-stroke single, not a 335-pound 500cc 

twin. After building around 760 units, production of the 500Z 

ceased. Taylor revealed a lighter 2-stroke single for 1973 using a 

460cc Motosacoche engine, but the project was stillborn. Perhaps 

Taylor was just 20 years ahead of his time. MC

1969 Husqvarna Baja Invader 500
Like Taylor, Husqvarna engineer Ruben Helmen thought a 

double-barreled dirt bike might be an offroad success. In 1966 

he designed a 2-stroke twin using two 250cc top ends on a com-

mon crankcase. The engine was mounted in a Husqvarna frame 

with 35mm Husky front fork and dual Girling rear shocks. The 

wheels were a 21-inch in the front and an 18-inch rear on Akront 

alloy rims with drum brakes. Testing confirmed that the bike 

was fast, but too bulky for FIM 500cc motocross competition. 

However, a 504cc version dominated the less competitive heavy-

weight (501-750cc) division in 1969. Reconfigured to 490cc, the 

sole complete machine was shipped to U.S. importer Edison Dye, 

who entered it in the 1969 Baja 1000 with Gunnar Nilsson and 

J.N. Roberts as riders. The Husqvarna won the motorcycle class 

by 20 minutes!

So why didn’t Husqvarna 

put the 500 into production? A 

new transmission would have 

been needed, as the stock box 

was “marginal,” according to 

Nilsson. Also, a new crop of 

powerful 500cc 2-stroke singles 

meant that 

twins had no 

future in off-road 

competition. 

Check out the 

sole Baja Invader 

ever built at 

Tom White’s 

Early Years of 

Motocross 

Museum 

(earlyyearsofmx

.com) in Villa 

Park, California.

CONTENDERS More big offroaders

1971-1972 BSA B50SS Gold Star
BSA’s B50 engine was also intended for competition. And it 

performed well, with “Big John” Banks placing second in the FIM 

World Motocross Championship in 1968 and 1969 on the fac-

tory B50MX. This racing development work led directly to the 

street scrambler B50SS.

The B50 engine was a full 499cc with a strengthened, 3-main-

bearing bottom end and a beefier transmission. The engine went 

into an oil-bearing frame derived from the factory motocross 

bikes, featuring a tubular swingarm with a cam adjuster at the 

needle-roller pivot — ideas that BSA borrowed from the Rickman 

brothers. 

Completely revised electrics, ancillaries and bodywork were 

well designed and worked well, though the TLS drum front brake 

was underwhelming.

Author Steve Wilson owned 

a B50, and describes his expe-

rience in BSA Motor Cycles 

Since 1950: “… for short 

haul, stop-and-go motor-

ing, the engine’s punchy 

power characteristics made 

for an inspiring, 

pant-kicking, 

arm-wrenching 

ride … the B50’s 

engine clatter, 

plus the vibra-

tion from such a 

powerful engine 

in a com-

paratively light 

frame did make 

long-distance 

riding a bit of an 

ordeal.”

 Years produced 1971-1972

 Power 40hp @ 6,500rpm (claimed)

 Top speed 85mph 

 Engine 488cc (72mm x 60mm) 

  air-cooled 2-stroke parallel  

  twin, 9:1 compression

 Transmission Dry clutch, 6-speed gearbox, 

  chain final drive

 Weight 349lb (w/half tank fuel)

 Price then/now $1,495/$2,000-$8,000

YANKEE 500Z

• 1969 
• 60hp @ 6,500rpm (claimed)/

110mph (approx.)
• 490cc air-cooled 2-stroke 

parallel twin
• 4-speed, chain final drive
• 300lb (approx., Baja trim)

• 1971-1972
• 34hp @ 6,200rpm/80mph (est.)
• 499cc air-cooled OHV single
• 4-speed, chain final drive
• 310lb (dry)/45-55mpg
• $1,300 (est.)/$2,500-$4,500
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V I E W  F R O M  T H E

SIDECAR

Cuba on the horizon, Goodwood 2016 
and BMW embraces its heritage

Relations between Cuba and the U.S. have 

been warming, and as they do the barriers to U.S. 

travel in Cuba have been eroding. Although trade 

with Cuba is still officially banned, travel has 

become much easier since January 2015, when 

the Obama administration expanded the catego-

ries of authorized travel to the Caribbean island 

nation from just a few to 12. Of particular impor-

tance is the “educational activities” category. 

Tourism, strictly speaking, is still forbidden, but 

the expanded categories incorporate huge gray 

areas of wiggle room that make it much easier to 

travel to Cuba for essentially tourist-type activi-

ties. This opens the door for interested Americans 

to participate in small tours such as the Cuba on 

Classic & Modern Bikes tour being organized by 

Eligio Arturi at Mototouring in Milan, Italy. 

The tour starts Dec. 27, 2016, and will certainly 

be educational, taking motorcycle enthusiasts 

on an 18-day trip covering the length and width 

of Cuba. It will start and end in Havana, with 

stops in Santa Clara, Trinidad, Santiago de Cuba 

and Playa Santa Lucia, just to name a few. Arturi 

is no stranger to Cuba, having travelled there 

many times. Unlike the U.S., Italy has no sanc-

tions against Cuba, and travel to Cuba has been routine for 

Europeans for years. 

We took part in Mototouring’s 2014 Benelli Vintage Tour in 

Pesaro, Italy, and this year’s Isle of Man tour for the 2016 Classic 

TT (look for our story next issue), both great adventures that 

underscored Arturi’s love for adventure and meeting new people, 

requisite qualities for any successful traveler. Arturi has lead rid-

ers on tours around the world, including New Zealand, South 

America, Central America, Africa, Japan, Singapore and Vietnam. 

However, getting to Cuba is still a bit of an iffy proposition for 

Americans. Flights from the U.S. are currently limited to Santa 

Clara only. That’s set to change in November or December, but 

an exact date has yet to be announced for when the 10 U.S. air-

lines given tentative approval for flights to Havana can actually 

initiate limited flights. That will be an important step, because 

when it happens travel to Cuba will be significantly simplified, 

making a tour to Cuba — once unthinkable in any capacity, 

much less by motorcycle — a reality. We’re looking into touring 

Cuba with Arturi in the near future, but if you’re ready to go now 

go to www.mototouring.com to learn more.

Britain’s annual Goodwood Revival is the world’s premier Historic racing event on 

both two wheels and four. The three-day race meeting at the 2.367-mile so-called 

Goodwood Motor Circuit caters to the motorcycles and cars that would have com-

peted there before it closed in 1966 (it reopened in 1998), with an annual sell-out 

crowd of 180,000 spectators, almost all in ’60s-style period clothing. 

In the two-part event’s Saturday leg, run in torrential rain, eight-time Isle of Man 

TT winner and former Honda factory Endurance racer Charlie Williams teamed with 

Mike Farrall to splash to victory aboard the third-oldest bike in the race, a rigid-

framed 1933 500cc Rudge TTR that began life as a dirt oval-track speedway racer. 

Two-time 500cc World Champion Freddie Spencer (in photo at left) rode the 

actual Norton Daytona Manx that Dick Klamfoth rode to victory in the 1952 Daytona 

200 on the old beach/road circuit. Teamed with Julian Ide, the pair placed 16th in 

Saturday’s wet race before suffering transmission problems on the warm-up lap for 

the dry second leg. — Alan Cathcart

Goodwood 2016

Cuba calling
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An old Russian Ural on the streets of Havana, Cuba. 
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BMW Motorrad has become 

the first mainstream manufac-

turer to establish a separate 

division targeted at owners 

of its classic models with the 

establishment of its New Heritage department to develop more 

ways of mining the company’s rich 90-year history. 

BMW’s historic vehicle subsidiary, BMW Group Classic, has 

just moved into new headquarters in Milbertshofen, north of 

Munich on the site that housed the company’s very first factory. 

The BMW company archive and the vehicle collection, workshop 

and customer center, together with the parts service for clas-

sic cars and motorcycles are now located together in an array 

of buildings that includes the original factory gatehouse, now 

preserved as a protected National monument and the gateway 

to the company’s history. The former engine production hall 

provides display space for a selection of the vast collection of 

historic vehicles the company owns, including milestones from 

its motorcycle history.

“We have a dedicated motorcycle workshop in our Group 

Classic building, which repairs and/or restores motorbikes 

for our own collection, and for customers as well,” says BMW 

Group Classic spokesman Benjamin Voss. “Together with our 

car partners we offer a wide range of spare parts for obsolete 

models, with over 55,000 separate items already listed, and 

more being added every week as we identify which components 

are sufficiently in demand to justify remanufacturing them. And 

there is also a growing network of certified BMW Group Classic 

Partnership dealers — we already have 38 in the USA. So there 

will be dedicated staff at these dealerships supporting the cus-

tomers of vintage bikes with both parts supply and repairs.”

Now that BMW has taken this step, what company will be next 

to follow its lead and begin catering for the needs of owners 

of its older models? Triumph? Ducati? Harley-Davidson? Moto 

Guzzi? Place your bets. — Alan Cathcart

BMW goes classic

George Meier’s 1939 Isle 
of Man TT-winning RS 255 
Kompressor fronts Michael 
Dunlop’s 2014 TT-winning 
S1000RR at BMW’s Group 

Classic museum. 
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Story by Greg Williams

Photos by Jeff Barger

1973 Yamaha TX650

“In the early summer of 1973 I was 16 years old,” Keith 

explains. “I’d been riding and racing dirt bikes, and my dad 

and I went to the Honda, Harley-Davidson and Yamaha shop 

Zanotti Motors in Butler, Pennsylvania, because he wanted to 

get a 2-stroke Yamaha RD350 street bike.

“When we got into the dealership there were five TX650s 

lined up in the window, and I steered him towards the larger 

4-stroke motorcycles. He wrote a check for this one and tossed 

me the keys, telling me to ride it home.”

Keith had only just received his driver’s license, and the 

road home was a major four-lane highway. Back in 1973, the 

Yamaha 650 was considered a big motorcycle, and Keith was 

slightly nervous. “Once I got on it I wasn’t stopping, and the 

nervousness disappeared after a mile,” he says, chuckling at 

the memory.

First the XS-1

In 1970, Yamaha introduced the 650cc XS-1 parallel twin. 

The XS-1 took much of its inspiration from British models, 

especially the Triumph Bonneville. Yet where the Bonneville 

was the product of a now dated design originating in 1937 with 

the Speed Twin, the XS-1 fairly bristled with all the latest tech-

nology Yamaha could throw at it. That included an overhead 

camshaft, twin constant-velocity carburetors, horizontally split 

crankcases and a 5-speed transmission. 

Getting there wasn’t easy, however. “The development 

program was long and torturous, with many false steps and 

redesigns needed,” writes Colin MacKellar of the XS-1 in 

Yamaha Street Bikes 1955-2009. “Numerous prototypes were 

built and rejected, leading in total to a file containing 2,500 

pages reflecting design modifications undertaken during the 

project.”

At last, the final XS-1 prototype was unveiled in October 

1969 at the Tokyo Motorcycle Show. MacKellar notes that 

both the industry and the public alike took interest in the first 

4-stroke production motorcycle debuted by Yamaha, a com-

pany known at that time for its reliable — and fast — 2-stroke 

machines.

Industry response to the new bike was good. Cycle World 

T
This 1973 Yamaha TX650 isn’t a motorcycle. 

While it might look like one, in reality it’s a 

fully functioning time machine. That’s because 

owner Keith Allen is connected to this particular 

motorcycle in ways most of us could only imagine.

ALL IN THE 

FAMILY





editors in March 1970 said, “In its introductory year, the XS-650 

must be considered a succes fou (crazy success), having supplied 

all the ingredients required to please the Big Twin fancier in an 

up-to-date, beautifully styled package. It looks good, rides good, 

stays clean and shows few of the faults one would expect in a 

first year model.”

Yamaha’s new 4-stroke twin-cylinder engine featured a slightly 

over square 75mm x 74mm bore and stroke, and fired alternately 

on its 360-degree crankshaft supported on four main bearings. 

Four separate lightweight flywheels made for an engine that was 

happy to respond to a blip of the throttle, and the gears were 

prodded into place with a left-side foot lever.

Bearings on the timing side and two center mains were roller-

style; the drive side was a ball 

bearing. Inside the alloy cylinder 

barrel with iron liners traveled 

aluminum pistons and a cast-in 

cavity housed the cam chain. The 

cylinder head was also alloy, and 

to reduce noise Yamaha located 

small, white, rubber discs alter-

nately between the fins.

Straight-cut gears transferred 

power from the crankshaft to 

a corresponding gear on the 

clutch, and the transmission 

gears shared engine oil inside 

the crankcase. The engine was 

solidly mounted in a dual-

downtube steel frame with a 

single backbone and a tubular 

swingarm for rear suspension. 

Up front the forks featured steel 

lower sliders, and drum brakes 

were at both ends.

Yamaha continued the XS 

line, which many magazine tes-

ters of the day criticized for sus-

pect handling, with the XS-1B of 1971, and further updated the 

model in 1972 with the XS-2. New for the XS-2 were a front disc 

brake, alloy lower sliders for the forks and an electric starter.

From XS to TX

It’s here that the model nomenclature can get confusing. By 

1973, Yamaha had introduced their TX750 twin and its smaller 

brother, the TX500 twin. Although the machines were all differ-

ent, to bring the 650 into the range, Yamaha changed the prefix 

from XS to TX, resulting in the 1973 TX650. It was a change in 

name only: There was little difference between the 1972 XS-2 

and the 1973 TX650. 

The 1974 TX650A was significantly updated, however, as 

Triumph test rider Percy Tait 

had been enlisted to help 

improve the handling of the 650 

model. He suggested extend-

ing the headstock and swing-

arm, moving the engine forward 

and down, and adding gusset-

ing around the headstock and 

engine mounting plates for 

improved rigidity. 

Unfortunately, neither the 

TX500 nor the TX750 were suc-

cessful sellers, the TX750 in par-

ticular plagued by serious reli-

ability issues. For 1975 Yamaha 

dropped the TX750 and the TX 

prefix, the 500 becoming the 

XS500 and the 650 the XS650B. 

The XS500 was dropped in 1978, 

but the XS650 carried on until 

1983 in the “Special” models 

before it was dropped from the 

U.S. market, although it was 

offered in Canada and Europe 

until 1985.
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The 653cc twin produces a claimed 53 horsepower.



Way back when
When the Allen family bought its new-for-1973 TX650, they 

already had two other Yamahas, a CT175 and an RT360. The 

machines were all treated as recreational vehicles, and Keith and 

his older brother Bruce were allowed to ride any one of them any 

time, except on weekends: That’s when Keith’s dad, Robert, and 

mom, Mae, took long rides aboard 

the TX650.

Sadly, in 1974 Robert was diag-

nosed with terminal cancer, and 

really only got to enjoy the bike for 

a single year. At that point, Keith 

began riding the TX to high school, 

and then for his first two years of 

college. He and his brother, Bruce, 

shared the TX, but Bruce took it 

over full time in 1978 and finally parked it in 1983. Unfortunately, 

Bruce died in 1990, and Keith took over the TX again, using it 

sparingly for two years in the mid-1990s before parking it in his 

mom’s garage in 1996. It didn’t come back out again until 2014, 

when Keith decided the TX deserved to be completely restored.

“It was in decent shape,” Keith allows, adding, “but the alloy 

of the engine cases and on the forks was pitted from age and 

everything just looked tired. I wanted it to look like it did when 

we rolled it out of Zanotti’s in 1973.”

That’s when Keith called Brady Ingelse of Retrospeed in 

Belgium, Wisconsin. Keith knew exactly what he wanted, and 

Brady says a contract was drawn 

up that included a set price and a 

definite timeline from start to fin-

ish. The TX was dropped off in late 

September 2014, and rolled back 

into Keith’s garage a little less than 

a year later, in late July 2015.

“Apart from the fairly obvious 

restoration of the motorcycle,” 

Brady explains, “Keith had a few 

complaints about the TX that we set out to fix for him. The first 

issue was the bike would put oil to the ground, and not through 

the conventional areas a bike would leak.” After doing some 

research, Brady learned early XS and TX650s had problems with 

the breather system, resulting in the occasional oil drip. Yamaha 
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“It was in decent shape, but the 

alloy of the engine cases and on 

the forks was pitted from age 

and everything just looked tired.”
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had two solutions: First, lower the oil level in the crankcase and 

file a new “upper” level line on the dipstick; and second, update 

the internal baffle plate with one from a later XS. Brady did both, 

but after careful reassembly and after the first ride, “It put oil to 

the ground,” he says. “It was a quarter-sized spot, but Yamaha’s 

fixes didn’t help.”

To stop the oil drip, the 

Retrospeed crew installed a vented 

breather catch can, or in this case, 

a box, and tucked it up under the 

front swingarm pivot. It’s impos-

sible to see without physically get-

ting under the TX650, and the box 

has a drain to allow removal of any 

excess lubricant. 

“We ride XS and TX Yamahas a lot,” Brady adds, “and they 

vibrate and shake quite a bit. To quell some of the vibrations, 

Yamaha rubber-mounted everything except the engine. When 

you replace every piece of rubber, it’s amazing how smooth they 

can feel. It’s night and day the difference in how the Yamaha twin 

feels. They really help quell the vibrations. There’s over $300 in 

new rubber trinkets, and that’s enough pieces to fill an ice cream 

pail.”

To rectify a few other quirks that Keith wanted fixed, Brady 

added tapered roller bearings to the steering head, updated 

the swingarm bushings, replaced the rear shocks and changed 

the fork springs. A hidden electronic ignition makes the TX650 

easier and happier to start, and 

Retrospeed also paid some atten-

tion to the electric starter, which 

liked to growl and clunk when it 

was engaged. “We used a later 

Yamaha starter fork, and that puts 

a little more drag on the starter 

gear to help quiet things down,” 

Brady says.

All the bike’s black components, including the frame and 

brackets, were powder coated, and Jason Jacoby of Jacoby’s 

Autobody in Cedar Grove, Wisconsin, applied the metallic 

blue paint, with numerous test sprays made to ensure the blue 

was an exact match to original. Cody Meetz of Custom Plating 

Specialists (customplatingspecialist.com) in Brillion, Wisconsin, 

“Keith opted to leave the gauge 

faces and the 25,629 miles 

showing on the odometer alone.”



    

brought the luster back to 

the plated metal parts. Keith 

opted to leave the gauge faces 

and the 25,629 miles show-

ing on the odometer alone, 

but the bezels were treated to 

fresh chrome. 

Brady acquired many pieces 

needed for the TX650 resto-

ration from family-run Port 

Yamaha in Port Washington, 

Wisconsin. The shop tracked 

down parts it didn’t have, and 

also stocks an inventory of 

older pieces. “It was a beauti-

ful motorcycle that didn’t give 

us a ton of static during the restoration process,” Brady says. “It 

was fairly straightforward, with just a couple of challenges along 

the way.”

Keith has four other motorcycles right now, including a Honda 

Gold Wing 1800 and a Harley-Davidson XR1200. He’s extremely 

happy with how the TX650 turned out, and now rides it occa-

sionally, often adding 100 miles per jaunt. He loves the engine, 

saying it makes a delightful, throaty sound, and he likes how the 

Yamaha builds speed in a nice, linear fashion. 

“For me, it’s all about nostalgia,” Keith says of his family’s old, 

but entirely refreshed Yamaha TX650. “When I’m on it I have a 

connection to times when the family was all together. My dad 

rode it, my brother rode it, and I feel connected to them through 

the Yamaha. I’m just reliving bits of my youth.” MC

“For me, it’s all about 
nostalgia,” owner 

Keith Allen says of his 
restored TX650.
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Right now Ducati is proving that if 

you stick to what you know, you earn 

trust and buying confidence from your 

customers. The Italian factory is in the 

middle of record sales growth. Last year 

alone its worldwide sales increased 22 

percent, with the U.S. firmly entrenched 

as its biggest market. The trend is 

expected to continue this year as nearly 

half its 2016 lineup are new models.

This success is based on one basic 

engine configuration: the 90-degree 

V-twin, or L-twin as it’s also called. It 

is available in a huge range of options, 

from the detuned, air-cooled Scrambler 

to the full-on Superbike mode of the 

1299 Panigale. The business plan isn’t 

that much different to those of the 

major British motorcycle manufacturers 

of the 1940s and 1950s, which dominat-

ed the U.S. market. Their sales platform 

was based on various versions of the 

parallel twin.

The parallel twin is an enduring 

design, first brought into major motor-

cycle production by Triumph in the 

1930s. As the 1960s progressed, Italian 

manufacturers joined a lemming-like 

rush to make their own parallel twins. 

This included Laverda, Benelli and 

Ducati. 

Ducati had earlier experience in 

this area, developing several parallel 

twins as pure racers, not street models. 

Interestingly, Ducati made three stabs 

over three decades at a production 

parallel twin, yet none delivered sales 

success. Ducati’s various attempts at 

the parallel twin have seldom been 

documented in any detail. Certainly, 

Phil Aynsley is the only person to have 

photographed in detail all the surviving 

Ducati parallel-twin models. Each is an 

amazing story. 

Twin sports
By the mid-1950s, Ducati’s single 

overhead cam 125cc single-cylinder was 

the bike to beat in Italy’s hugely popular 

long-distance road races. An example 

of its dominance was when factory rider 

Giuliano Maoggi won the Moto Giro 

outright in 1956. Over a gruelling 745 

miles, he left the entire 175cc class in 

his wake. But things were different on 

the world stage, with both the 125cc 

and 250cc Grand Prix championships 

reeling from the dominance of NSU’s 

twin-cylinder racers of 1953-1954.

The NSU twin was destined to have 

a huge influence on motorcycle rac-

ing design, especially for Honda. But 

unlike Honda, Ducati already had the 

concept in hand as designer/engineer 

Fabio Taglioni had first drawn plans for 

one back in 1950.

The thinking at Ducati in 1955 was 

if it was going to get serious about 

world-class racing it needed to look 

beyond its single-cylinder technology. 

Its first twin appeared in public at the 

Milan Show in 1956 and the 175cc racer 

was entered in the 1957 Moto Giro. 

Overweight and with a peaky power 

delivery, it wasn’t competitive and rider 

Leopoldo Tartarini was probably thank-

ful to be sidelined by electrical issues.

Taglioni used the 175cc as the pro-

totype for a 125cc GP racer and, later, 

a 250cc version. There is no record of 

the engine being developed for a road 

model. Indeed, its complicated design 

would have made this a risky financial 

proposition.

The 175 was a distinctive engine 

and quickly earned the nickname 

“Il Testone” (Big Head) for its domi-

nant double overhead cam hous-

ings. It ran a 180-degree crankshaft, 

Story by Hamish Cooper

Photos by Phil Aynsley

Ducati’s parallel twins

O
One of motorcycling’s most enduring designs is the parallel-twin 

engine, but not all manufacturers have made it a success.

TWO MUCH 
TROUBLE



creating a “rocking couple” with much 

less inherent vibration than a conven-

tional 360-degree throw. Two separate 

flywheel assemblies were clamped on 

a central shaft with a spur gear. This 

activated a series of cogs that eventu-

ally drove the camshafts. A jackshaft 

transmitted drive to the clutch.

It was a complicated assembly that 

included a serrated-toothed Hirth cou-

pling, a design first used in radial 

aircraft engines. This system gives a 

strong connection that is also self-cen-

tering, but is very fiddly to assemble. 

An Achilles’ heel of the design was the 

large idler gear, which was prone to 

cracking, leading to top end failures. 

An 11:1 compression ratio and peak 

power produced at 11,000rpm meant 

things happened pretty quickly inside 

those cases. It was making 30 percent 

more power than Ducati’s 175cc single 

overhead cam single, but it weighed 

a lot more and had a tiny powerband.

After the abortive Moto Giro, the 175 

twin was shelved while Taglioni devel-

oped the 125cc GP version, this time 

using desmodromic valve operation. 

Ducati’s U.S. importer, Berliner Motor 

Corporation, took the forgotten valve-

spring prototype stateside and raced it 

in the popular 175cc road racing class. 

Berliner would go on to play a major 

role in future Ducati twins.

When the 175cc class died out the 

little Ducati returned to Italy in the 

early 1960s, where former factory rider 

Francesco Villa turned it into a 250. 

He bored and stroked it from 49mm x 

46.6mm to 55.2mm x 52mm and cast 

new heads and barrels. He also built 

a new, lightweight frame based on the 

125cc GP racer with upgraded forks and 

brakes. This surviving version is what 

Phil photographed. Revving now to 

12,000rpm and producing 40 percent 

more power than the 175cc version, 

it was raced successfully in Italy until 

Villa moved on to work for Mondial. 

The 125GP also stuttered along, with 

only three built. It was first raced in the 
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1958 Italian GP at Monza by Francesco 

Villa. He finished third, amongst four 

Ducati singles. This wasn’t a good omen 

and the result wasn’t bettered. In 1959 

Luigi Taveri finished in the same posi-

tion after a year of haphazard develop-

ment. The twin Phil photographed is the 

Monza GP bike.

To put this into perspective, Taveri fin-

ished fourth in the championship riding 

both the Ducati twin and an MZ 2-stroke 

while a young Mike Hailwood finished 

third on a Ducati’s single, the bike the 

factory thought had passed its develop-

ment peak!

The 125 made the same power as the 

175 prototype, but at a heady 13,800rpm. 

This is where the desmo system came 

into its own, protecting the engine from 

damage if over-revved, especially on 

downward gear changes. While it was 

more powerful than its rivals it was 

heavier and, again, the powerband was 

short and hard to hold.

In a rare moment of misjudgment, 

Stan Hailwood, Mike Hailwood’s father 

and sponsor, obtained two 125GP twins 

from Ducati for the 1960 season, but 

they were a disaster. Meanwhile, Villa’s 

original 125 was raced and developed 

in Spain by Ducati partner Mototrans. It 

received a 15 percent power boost with 

the rev ceiling increased to 15,000rpm 

and offering a wider powerband. It was 

raced well into the 1966 season in both 

Spanish and Italian national events. 

When Stan ordered Mike’s Ducati twins 

he also commissioned 250cc and 350cc 

versions. These bigger machines looked 

similar to the 125, but few parts were 

interchangeable. Again, they were as 

powerful as their opposition but heavier 

and handled so badly that several after-

market frames were built for them.

The 250 that Phil photographed 

was sold by Stan Hailwood to John 

Surtees in 1961. Eventually, Surtees fit-

ted the Ken Sprayson frame and lead-

ing-link front forks featured in these  

photographs.

And so ends the first chapter of 

Ducati’s dalliance with parallel twins. 

Ironically, during this period Ducati was 

carving out a well-earned reputation for 

tough, competitive, privateer-affordable 

double overhead cam singles that filled 

grids around the world.

Paralyzed twin
Surely Ducati realized by the 1960s 

that the twins were a dead end. Well, 

no. It jumped back into the shark’s pool, 

this time with its mind on the booming 

American road market. By 1964 Triumph 

and BSA twins were roaring out of show-

rooms across the continent. Oh, to get a 

slice of this action, thought Ducati man-

agement. Its small-capacity, single-cylin-

der models had carved out an important 

niche in the world’s biggest motorcycle 

marketplace. Now it was time to take on 

the British at their own game.

Urged on by U.S. distributor Berliner 

and also spurred by news that Benelli 

and Laverda were developing similar 

twins, Ducati came up with a 500cc par-

allel twin, which it displayed as a con-

cept at Daytona in early 1965.

It featured British-like pushrod over-

head valve operation and a 360-degree 
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Strange but true: In 1961, Norton’s designer/engineer Doug Hele repeated 

Taglioni’s efforts when he produced the 500cc twin-cylinder Domiracer. He saw this 

as an affordable alternative to the aging Manx single-cylinder racer and with more 

tuning potential. Despite Norton’s Aussie rider Tom Phillis becoming the first to 

average 100mph on the TT circuit using a pushrod engine, the project was shelved.

A 250cc parallel twin racer ordered 
by Stan Hailwood (right). A 1968 

500cc parallel twin prototype (below 
right) built with the encouragement 

of U.S. distributor Berliner. 
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crank, but it had something 

the Limeys didn’t — an elec-

tric starter. Unfortunately, 

whereas existing British twins 

were svelte, the Ducati was 

big, clumsy and sluggish, 

weighing 418 pounds dry. 

Despite a lukewarm 

response from observers, 

Berliner, which also distrib-

uted Norton and Matchless, 

thought the design had legs. 

Remember, these were the 

pre-Norton Commando days 

so no obvious all-new British 

model was on the horizon. 

The factory persisted and in 

1968 it revealed a completely 

revised version to its American  

dealers. 

This was lighter (392 

pounds), more powerful, had 

a 5-speed gearbox and bor-

rowed a lot of styling from the popular 

road singles. 

Sadly, the time had passed, as 

Honda’s CB450 twin was already on 

sale and Norton’s Commando had just 

hit the market. The U.S. dealers had 

also heard that Ducati was developing 

a big V-twin. That made more sense 

to horsepower-hungry American riders. 

The extent of Ducati’s interest with 

parallel twins between 1964 

and 1968 was bordering on 

obsession. As well as the 

500cc, it also experimented 

with two 700cc concepts, a 

double overhead cam sports 

roadster and a pushrod police 

cruiser.

Ultimately, these ideas 

came to nothing and sapped 

the factory’s energy to quickly 

redesign the 500cc. So the 

crisply styled and compact 

1968 500cc prototype Phil shot 

in the Bologna factory last 

year remained just a concept, 

tucked away and forgotten. It 

had rarely been seen in pub-

lic and hadn’t been photographed in 

detail since 1968.

Another episode had closed in the 

parallel twin saga that was fast becom-

ing a soap opera.

The Ducati 500GTL took its 
styling cues from the unloved 
860GT. 
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Twin trouble

So we arrive in the mid-1970s and 

Ducati, after several changes of man-

agement, is cooking up another grand 

plan. Taglioni’s big V-twins are sell-

ing well, but the corporate bigwigs 

are convinced that the single-cylinder 

models are nearing the end of the road 

and the 750cc V-twins are too elitist.

Spurred on by the 1973 oil crisis, a 

decision is made to develop a whole 

new range of small, affordable twins. 

Unfortunately, Taglioni’s suggestion of 

a V-twin layout is ignored and the 

parallel-twin plan is reactivated. More 

years of pain lie ahead. 

If Taglioni’s idea had been followed, 

Ducati’s Pantah would have hit the 

road five years earlier than it did. The 

factory had been developing a 500cc 

V-twin GP racer so all that experience 

and engineering was waiting to be 

exploited. But no. It was to be a clean-

sheet design, with all the inherent risks 

involved. Taglioni turned his back on 

the project and continued developing 

what would eventually emerge as the 

500cc V-twin Pantah.

Following a well-trodden path, 

other Ducati engineers started with 

a vibrating 360-degree parallel twin, 

but soon saw the light and reverted 

to a 180-degree twin. Their results 

were revealed at the Milan Show in 

late 1975. Three models were offered: 

chain-driven overhead camshaft 350cc 

and 500cc valve spring versions and 

a sporting 500cc option with desmo-

dromic valve actuation.

In a classic case of a manufacturer 

trying to second-guess the market, the 

least valued option proved to attract 

the most interest. The Sport Desmo 

had only been added as a sweetener, 

but it overwhelmed potential sales of 

the valve spring GTL models.

In typical Ducati fashion, the Sport 

Desmo wasn’t available in big numbers 

until 1977, by which time production 

had been outsourced to the Italjet 

factory. Ducati supplied the 350cc and 

500cc desmo engines, Leo Tartarini of 

Italjet the styling and manufacture.

The valve spring GTL models 

had featured the unloved looks of 

the 860GT, penned by car designer 

Giorgetto Giugiaro. Tartarini’s styling 

was applied to the valve-spring engine 

and it was relaunched as the GTV in 

1977. 

While the performance and build 

quality were underwhelming, the styl-

ing helped bring Ducati into a new era 

of sales and credibility when it was 

applied to the new V-twin 900 Darmah, 

also introduced in 1977. 

The Sport Desmo models looked 

fresh and lithe, despite their enor-

mous engine crankcases. Originally 

designed to contain counter-

Strange but true: How muddled was Ducati management in the mid-Sixties? Fabio 

Taglioni developed a U.S. police bike that would have become Europe’s most pow-

erful motorcycle. The tire-shredding Apollo V4 ended up as a stillborn prototype — 

its 100 horsepower engine was simply too powerful for 1964 road tires. A few years 

later, U.S. police force sales would keep rival Italian factory Moto Guzzi afloat.

The 500cc Sport Desmo (left) turned 
out to be the most successful of the 
parallel twins. The majority of the 500 
and 350 Sport (below left) models 
were built at the Italjet plant rather 
than the Ducati factory.



    

balancers for a 360-degree crank, they 

now incorporated a remote reservoir 

for the supposedly wet sump engine. 

This involved complicated internal 

plumbing, the need for frequent oil 

changes and keeping a critical eye on 

fluid levels. This was beyond many 

owners, with inevitable results. 

Although the little twins had rock-

steady handling, they were blighted by 

reliability issues and a short engine life 

of as little as 12,000 miles.

By the late 1970s, mainstream 

motorcycling was heading into the big-

bore, multi-cylinder Superbike phase 

led by the Japanese. Even their small-

capacity models were now powered by 

multi-cylinder engines. 

When Taglioni’s sports-focused 

Pantah V-twin arrived, it elbowed the 

parallel twin out of a very small market 

niche and the concept was finally put 

to rest. 

Fast-forward a few decades and 

Ducati finally got the small-capacity 

twin model right with the Scrambler. 

Ironically, it’s a leaf out of Taglioni’s 

original 1970s ideas book: a scaled-

down and detuned version of Ducati’s 

big air-cooled V-twin. MC

Strange but true: Australian importer Frasers commissioned the final run of twins, 

67 500cc Sport Desmos produced in 1983. At that time the Pantah was still slowly 

gathering pace in the showrooms and Aussies liked the Darmah-like styling of 

the by then obsolete twin. The order of “mini-Darmahs” wasn’t hard to fill as the 

factory had stacks of unused engines lying around.

The valve spring 500GTV debuted 
in 1977. Production ended in 1983, 
bringing Ducati’s bid to offer a 
parallel twin to a close.
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Zündapp has become the forgotten brand in 

Germany’s two-wheeled history book. Yet after com-

mencing bike production in 1922, it was for many 

years the country’s largest motorcycle manufacturer 

— albeit post-WWII in the western half only — and 

as recently as 1977 produced as many as 115,000 

bikes in a single year, before sales of its by then 

predominantly 2-stroke range suddenly slumped in 

the face of Japanese competition, sending it just seven 

years later into the hands of the liquidator. But for over 

six decades Zündapp was at the forefront of the German 

motorcycle industry, and it surely ranks alongside BSA, Norton, 

Indian, Moto Guzzi, Triumph, Gilera and Harley-Davidson, as well 

as its BMW rival, as one of the most significant pioneer marques 

in two-wheeled history.

In the 1930s, Zündapp produced a pair of 4-cylinder K-series 

models — the “K” name tag denoting that they employed shaft 

final drive, or Kardanantrieb — with completely individual archi-

tecture, unlike their smaller-capacity brethren, which shared the 

same basic flat-twin layout as BMW’s boxer models. 

1933 saw the debut of Zündapp’s first-ever horizontally 

opposed flat fours, the K600 and its range-topping K800 sister, 

both designed by Richard Küchen to feature his innovative design 

of 4-speed unit construction transmission, whereby sprockets 

and chains replaced the shafts and gear pinions of a more con-

ventional gearbox. In solo form these positioned Zündapp at the 

top end of the market — its BMW rival never produced anything 

with more than two cylinders — while in sidecar guise they also 

allowed the company to offer models with much more power and 

especially more torque than were available elsewhere.

Remaining examples of what was a low-volume, high-priced 

solo model in civilian guise are few and far between these 

days, especially outside Germany. But an impeccably restored 

Zündapp K800 flat four is now on display in Britain at the Sammy 

Miller Museum (sammymiller.co.uk) after Miller persuaded the 

owner of a complete bike to part with the remains of another 

he’d acquired as a source of parts. Sammy then set about re-

creating it together with his right-hand man Bob Stanley, the 

Miller Museum’s mechanical magician, whose accumulated 

expertise acquired down the years working with Sammy in restor-

ing the most exotic, improbable and often unlikely two-wheeled 

designs to running condition must be unequalled by anyone. A 

walk through the host of rare exhibits on display that Sammy has 

tracked down, and that the two of them have made runners out 

of, is confirmation of that.

B
Before its sudden fall from favor in the 

1970s, Zündapp was arguably Germany’s most 

successful motorcycle marque, and was 

certainly one of the pioneering brands in 

the European motorcycle industry. The 

K800 flat-four produced in the years 

before World War II was the apogee of 

its model lineup, and is undoubtedly 

one of the world’s great motorcycles.

Story by Alan Cathcart

Photos by Kyoichi Nakamura

1938 Zündapp K800

BOXING 
CLEVER
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A challenge ahead
The Zündapp K800 was, however, one of their more challeng-

ing restorations. “It was in very poor condition, all stripped apart, 

with the engine in a million pieces,” Sammy says. “It was the 

first Zündapp we’d ever worked on, and simply working out how 

the gearbox functioned was a challenge in itself, although its 

designer, Richard Küchen, also used it postwar on his Victoria 

V35 Bergmeister and Hoffmann flat-twin designs, both of which 

we also have here in the Museum. But we persevered and finally 

got there. Parts are not a problem because there’s a very helpful 

Zündapp spares chap in Germany named Michael Aichner who 

had almost everything we needed.”

Somewhat improbably, considering what they started with, the 

finished result took just a matter of months to complete, and 

with the Art Deco styling of its pressed steel frame and substan-

tial engine, the big Zündapp has undeniable presence — just 

like the Honda Gold Wing, which copied its flat-four shaft-drive 

format on its 1974 debut. With a 62mm x 66.6mm bore and stroke 

for a capacity of 797cc, the Miller K800’s sidevalve engine — No. 

192435, with matching numbers on the bolted-on gearbox — has 

a lowly 5.8:1 compression ratio, and produces just 22 horsepower 

at 4,300rpm. But once you get it revving it has a considerable 

amount of torque, delivered in an output curve that’s almost as 

flat as the cylinder layout, which sees each pair of cylinders sitting 

side by side. According to Bob Stanley, the massive one-piece, 

light-alloy crankcase means that the roller-bearings for the con-

necting rod big-ends must be fed in through the sump, which is 

then covered by a heavy cast-iron plate incorporating the oil filter 



and various oilways. 

Rather than firing in pairs, the cylinder 

firing order is 1-4-3-2 where No. 1 cylin-

der is the front left, with the camshaft 

running down the center of the engine 

and chain-driven directly off the length-

ways crank, with a spur gear mounted 

above it to drive the generator. Coil ignition is employed, via a 

Bosch distributor driven off the front of the camshaft, with the 

6-volt coil under a cover at the front of the engine. Power is 

transmitted to the shaft final drive via a car-type twin-plate dry 

clutch (unlike any BMWs, which are always single plate), and a 

4-speed hand-shift gearbox that’s distinctly unconventional, as 

Bob Stanley explains. “It’s got two shafts as on a normal gearbox, 

with the layshaft acting as an output shaft to drive the pinion in 

the rear wheel hub via the shaft final drive,” he says. “Then you 

have four sets of chains with two sets of sprockets on each shaft, 

which give you four separate ratios. Then there are two sliding 

dogs on the mainshaft between first and second, and again 

between third and fourth, which are obviously located in the 

splines, and are engaged in an H-pattern by the external hand 

lever. So then the other four sprockets rotate freely until the dogs 

engage each individual sprocket in whichever gear you want to 

give you drive. It’s quite a good idea in 

terms of reducing weight and certainly 

cost compared to a conventional gear-

box, until a chain breaks when you then 

have one less gear — though there’s lots 

of room for the broken links to fall to the 

bottom out of harm’s way, so you won’t 

lock the transmission!” It’s worth noting that the main drawback 

is that the sprockets have to be correctly sized to maintain appro-

priate tension in all the chains, and doing this will certainly result 

in compromises having to be made in the choice of gear ratios.

Taking off
There’s just a single 22mm Amal carburetor (made in the 1930s 

under license in Germany) mounted behind the crankcase right 

at the top, with the mixture left to take the scenic route to the 

four combustion chambers, winding its way past an elbow in the 

inlet tract down into the crankcase body, then dropping farther 

down through some guide holes in the crankcase casting before 

entering each cylinder via the base of the barrel, passing through 

the tappet chest to eventually reach the side-mounted inlet valve. 

Phew — it’s a bit of a surprise the engine runs at all with that long 

an intake path!



But run it does, and super smoothly after kicking it into life via 

a gentle stab on the left-foot kickstarter. That low compression 

ratio makes starting pretty easy once you’ve found neutral in the 

middle of the H-shaped gear pattern of the right-hand gearshift, 

the shift pattern cast into the plate attached to the top of the 

gearbox casting. 

Not having previously ridden a bike 

with this car-type hand-shift pattern — 

just the straight-line fore-and-aft type 

— I originally looked a little askance 

at shifting gears on the Zündapp, but 

soon got the hang of it, especially since 

all the other controls are in their usual 

places, including the light-action clutch 

lever on the left of the gracefully shaped 

handlebar, and the ultra-precise twist-

grip throttle. You lift the lever towards you (back) and to the right 

to find first gear, which is a bit of a stump-puller and obviously 

aimed at sidecar use, so that almost at once it’s time to then 

push forward in the same plane for second. You can actually start 

off in second gear on level ground, such is the willingness of the 

torquey engine, and the lowness of the gear ratios. Second to 

third is the tricky one, pulling the shift lever back, then across the 

gear box and back again to engage, but after a few missed shifts 

I eventually got the hang of it. In spite of a fair-sized gap in the 

ratios, with those acres of torque it’s just a rite of passage to top 

gear, which with such a flexible engine is where you can aim to 

stay until you really come to a crawl. 

The speedometer, which normally lives on the back of the 

headlamp, was missing when Sammy 

bought the bike, so at present there’s 

an aluminum blanking plate where it 

would normally be. Sammy has since 

found one, which was away being recon-

ditioned when I rode the bike, so I’m 

only guessing when I say I reckon you 

could run the Zündapp flat-four as low 

as 25mph in top gear, and still pull away 

without any transmission snatch. 

There’s a lovely, luscious, liquid-smooth build of power that’s 

insistent rather than strong, delivered to the sound of a subdued 

hum from the twin 2-into-1 exhausts serving each pair of cylin-

ders that’s best described as resembling the flat-four drone of the 

Subaru WRX. All together this makes what must surely have been 

an ultra-expensive purchase by the standards of 1933 when it was 

launched. It’s a true grand tourer, a gentleman’s express, albeit 
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“There’s a lovely, luscious, 

liquid-smooth build of 

power that’s insistent 

rather than strong.”

The shifter (right) is somewhat similar to the gearshift in a car, but with first gear back and to the right.
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limited by a lack of outright performance in a bike with a quoted 

top speed of 75mph; 60mph with a sidecar rig attached.

On the road

The K800 has a surprisingly mod-

ern feel to it, perhaps because of 

the relaxed riding position and slim 

fuel tank, though fortunately the 

pressed steel frame has a couple of 

rubber pads on each perimeter rail 

that you can hug with your knees to 

get the Zündapp to change direc-

tion. This it does in a rather lazy but 

still decisive manner. 

The low-down weight not only 

means that it rides bumps surpris-

ingly well leaned over on the angle, 

but also that it steers easily from 

side to side, better than I expected 

for a relatively heavy bike weighing 

473 pounds dry. 

In spite of the rigid rear end 

you’re insulated from all but the 

worst of any bumps by the well-

tuned saddle springs, and the 

rough concrete surface of the Miller 

test track, a disused WWII airfield on the outskirts of the New 

Forest, provides a pretty good simulation of what 1930s roads 

would have been like away from the autobahn. That reasonable 

ride quality comes in spite of the 

Zündapp’s pressed-steel chassis 

and girder fork — the latter with a 

friction damper on its lower axis, as 

well as a central spring and a tiny 

hydraulic damper up top — being 

pretty vintage-era compared to its 

vastly more modern telescopic-

forked BMW rivals’, so it’s true that 

a series of bumps in quick succes-

sion will send the K800 leaping 

around a little. But generally speak-

ing it steers OK, though there’s a 

strong self-centering action once 

you stop counter steering to get 

around a bend.

Since the wheels are inter-

changeable, the brakes are the 

same 190mm single-leading-shoe 

drum front and rear, though the rear 

one works much better than the 

front, once you get used to having 

to operate it with your right heel 

rather than your toe. That’s because 

Zündapp provided its K800 custom-

ers with a choice of where to put 

their feet — either on quite rear-

set rubber-clad footrests for normal 

The horizontally opposed 
4-cylinder engine puts all four 
cylinders out in the breeze for 

maximum cooling.



From left, author Alan Cathcart, 
Sammy Miller and mechanic Bob 

Stanley with the K800.

riding, or on cast-alloy footboards mounted in front 

of them for high-speed cruising on the autobahn or 

arterial roads. That’s if you can find room to squeeze 

your boots between the lower cylinder finning and the 

footboards, in which case if you do you then have to 

worry about your feet getting roasted. Maybe not the 

best idea, chaps …

Apart from that, the Zündapp K800 flat four repre-

sents a little-known but truly high-end luxury model 

in the two-wheeled panoply of the 1930s, a well 

thought-out multi-cylinder boxer-four design capable 

of providing lasting satisfaction to its discreet pur-

chasers. While obviously lacking the sheer speed and 

consequent notoriety of its Brough Superior SS100 or 

Vincent Series A contemporaries, it deserves to be bet-

ter known outside Germany as a sophisticated mile-

eater whose long-legged gait compensates for its lack 

of outright performance. Zündapp’s engineers certainly 

boxed cleverly in creating it. MC
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Kiwi Indian keeps vintage Indians on the road 
First came Britain’s Brockhouse Engineering, who kept the 

brand alive by distributing Royal Enfields rebadged as Indians, 

also selling their Corgi minibike as the Indian Papoose. When 

Britain’s AMC bought Royal Enfield in 1960, the company also 

acquired the Indian name and started selling Matchless motor-

cycles with model names like Apache, Tomahawk and Arrow. 

When AMC itself went bust in 1962, American entrepreneur Floyd 

Clymer stepped in, selling a variety of small motorcycles under 

T
Though the last Springfield Indian left the 

Massachusetts factory in 1953, the iconic brand 

lives on more than 60 years later — though it did, 

over the years, keep some questionable company. 

Story and photos by Robert Smith

INDIAN
REVIVAL
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the Indian name until his death in 1970. The last of the Clymer 

Indians was the Velocette-powered, Italjet-built Indian 500. There 

followed a string of Taiwanese-built 2-strokes sporting the Indian 

name, including mini-bikes, through the 1970s.

It says much for the strength of the brand that it survived these 

ignominies, retaining sufficient value to be worth investment 

into the 21st century, first by California Motorcycle Company (the 

“Gilroy” Indians); and then by U.K.-based turnaround specialists 

Stellican in 2006, (producing the “Kings Mountain” Indians in 

North Carolina). Both of those efforts failed, but Indian’s future 

now seems secure with solid investment and national distribu-

tion courtesy of Polaris Industries, which bought the brand in 

2011 and started manufacturing new Indians in 2013.

That’s great for fans of the Indian brand and its heritage, and 

it means a whole new generation of riders can buy a new Indian. 

But it doesn’t help owners of classic and vintage Indians needing 

parts and expert help. That’s where Mike Tomas of Kiwi Indian 

Motorcycles, Inc. in Riverside, California, comes in.

Kiwi Indian

Mike has been keeping Indians on the road for the last 28 

years, through the brand’s various reincarnations. Since opening 

his shop in 1988, Mike has grown his business steadily, from sell-

ing Indian parts and giving advice to restoring Indians and manu-

facturing a complete range of parts for vintage Indians. And, since 

2008, assembling brand new “vintage” Indians to his own designs.

A keen motorcyclist by age 17, Mike discovered Indians in 

his native New Zealand. It was an Indian that literally turned 

his head. “I didn’t really care for the Queen’s stuff,” Mike says, 

referring to British motorcycles. “I wanted something American. 

Harley just didn’t do anything for me: It looked like a plumber’s 

nightmare. I saw this bike going the other way, and I was like 

‘What was that?’ I turned around and chased the guy down.”

The bike turned out to be a 741, Indian’s 500cc World War II 

military bike. That’s when Mike decided he wanted an Indian. He 

found a 741 for $500, restored it, and a year later he bought a 1924 

Chief, restoring that, as well. “I was a two-Indian owner,” he says, 

but that was just the beginning.

In 1982, Mike left New Zealand for North America, riding 

across Canada and down through the U.S., along the way getting 

“hooked up” with Indians again. He settled in California, and with 

his interest in Indians stronger than ever, in 1988 he opened Kiwi 

Indian Motorcycle Company, selling parts for vintage Indians. As 

a trained automotive machinist, it wasn’t too hard for Mike to 

transfer his skills to re-manufacturing Indian engine parts. “Back 

then you had three or four major suppliers,” Mike says, “and there 

was a lack of consistent quality. I just figured whoever made the 

best of anything, I was going to make it better.” 

Kiwi Indian kept growing, and now Mike sells everything an 

Indian V-twin restorer could need from a catalog of around 2,000 

items, with everything he sells produced in the U.S. Mike also 

started taking on repair work on customer bikes, which led to 

hiring extra help in the shop. He now has three full-time techni-

cians on staff. “We have good guys. We’re very, very conscientious 

about quality and doing the job right,” he says.

Mike’s desire to keep Indians on the road and make them 

more usable led to developing new products, including new 

engine cases. “We put quite a bit of effort into that,” Mike says, 

“and it was 2000 when I built the first brand new engine since the 

original factory ceased production in 1953. That was a milestone.” 

Mike installed the engine in his personal road bike and tested it 

by riding across the country to New York — and back again.

“A lot of people make stuff and they make claims,” Mike says. “I 

want people to see my stuff being ridden. I don’t have any backup 

on the road when I’m testing, because you have that confidence 

of your approach. That’s my marketing.”

From engines, Mike next ventured into frames and eventually 

complete replica Indian motorcycles. Many are close replicas of 

traditional Indian models, but he also produces a board tracker, a 

bobber and a 101 Chout (a Chief engine in a Scout chassis) to his 

own design. These can be ordered with traditional components 

or with Mike’s modern interpretations — like the front disc brake 

he designed to replace Indian’s ineffective drum. Fans of the 

brand have taken notice, because his order book is typically full 

for at least a year out.

Polaris

Given that Mike builds and sells motorcycles that are branded 

as Indian, it’s reasonable to wonder how that works with Indian’s 

new brand owners, Polaris Industries. “Carolyn (Mike’s wife and 

It’s in the details: Kiwi Indian’s 1939 
Chieftain Indian replica looks like the 
real thing, but closer examination shows 
usable upgrades like a front disc brake 
and electric starting.



business partner) and I reached out to them 

after they bought Indian. We had several 

meetings with them just to let them know 

we’re all on the same team, and we have an 

agreement that we adhere to. My view is we 

complement one another. We’re not a com-

petitor at all. They’re on a totally different 

arena, with totally different engineering. There 

have been a lot of guys who have continued 

the brand, and it would not be worth anything 

if it hadn’t been for my predecessors carrying 

it over those dead years,” Mike says.

Design
Mike is a big fan of Indian’s distinctive Art 

Deco-era styling, pointing to Indian’s intro-

duction of skirted fenders as a bold styling 

statement. “You either loved them or hated 

them,” he says, noting that Indian had “good 

engineers and good style. Even the engine, 

the cylinder heads, they flowed with the rest 

of the bike. In 1938 they integrated the instru-

ment panel and came up with an awesome 

gauge set. It’s their one-year-only gauge set, 

but holy smokes, it’s kick-ass beautiful.”

Mike applies that appreciation to the “new” 

Indian motorcycles he designs and builds. 

“I’ve always had an eye for detail,” he says, 

“but I didn’t know I had an eye for style until 

I was 40-ish. Looking back, that’s what caught 

my eye about Indians. The design, from the 

tank and the frame all the way down to the 

axle, it sort of flows. I introduce some of my 

own style in there, taking into account the 

look of the period.”

Mike’s design and engineering philosophy 

is practical and hands-on. “I do all my engi-

neering behind a set of handlebars. That’s 

why I ride so much. I’m always thinking of 

new things. I came out with an electric starter 
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Gas tanks line the shelves at Kiwi, ready 
for the next build or restoration project.

A fantastic 1941 Indian Dispatch-Tow, recently restored by Kiwi Indian.

Mike’s “Round the World” 1944 Indian Chief is a rolling test bed for new parts.

Mike Tomas does customs, too. The “Hendee-Deviant” took third in its class 
in the 2012 AMD World Championships in Sturgis, South Dakota.



about three years ago. I sold a ton of those, but 

that’s from riding and understanding. Some new 

riders are intimidated by a kickstart if it doesn’t go 

right. That’s where I sell my replica bikes. You’re 

buying an old bike but with all new technology, you 

don’t have to worry about it,” Mike says. “Buyers 

can get our replica rolling chassis kits for around 

$17,000 — adding options and cost from there — 

while our complete replica bikes start at around 

$45,000.”

Mike is also working on a hand-clutch, foot-shift 

conversion. “The Indian mystique is that handshift. 

But there are people who don’t like the handshift, 

foot-clutch deal, so I can open up that market to 

another bunch of riders.”

Looking to the future
While Mike won’t discuss specific numbers, he 

says that sales of replicas and parts have “exceed-

ed our wildest expectations.” But with the inevita-

ble ageing of his target demographic, does he see 

a future slowdown? “Sort of. And it probably has 

to do with price. Indians have gotten up there. That’s why I had 

to get out of just the parts business. I could see it had plateaued 

some years ago, and that’s why I had to branch out and do other 

things. Guys that have old Indians, they need service work, and 

the replicas are another good staple to our business.” 

Mike also sees a revival of interest in vintage Indians among 

younger riders who are into retro styling that takes its cues from 

the past, and he enjoys the new bike-builder shows like Born Free 

and The One Show. “I do keep in that younger arena. There’s a 

different energy level, and without them we don’t have anything.” 

Truer words were never said, and thankfully we also have hard-

core keepers of the flame like Mike, enthusiasts who dedicate 

their activities to keeping the old brands alive. MC

Engines coming together at Kiwi Indian (left) and a new cast head stock (right) ready to become part of a Chieftain frame.

Mike recently returned this nice barn find 1948 Indian Chief to running 
condition, keeping it looking as found. It’s now for sale.
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Kiwi Indian’s replica 1953 Indian 
Chieftain. The disc brakes are about 
the only visual clue it’s not an original 
machine.
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SKELETONS 
FROM THE CLOSET

The same connection can be made about the pioneers of 

AMA Superbike racing, which celebrates its 40th anniversary 

this season. Cheating during Superbike’s formative years was, in 

a word, rampant. How else could you squeeze 100-plus horse-

power out of a BMW airhead boxer twin that normally delivered 

about half that amount to the rear wheel than to bend the rules 

a bit? Otherwise, parts like connecting rods and push rods, 

originally intended for touring and commuting applications 

might bend instead. 

Udo Gietl, who engineered and built the Butler & Smith 

BMW that won the first AMA Superbike Championship with 

Reggie Pridmore as rider in 1976, once told me, “To get that 

M
Many NASCAR insiders credit the late Smokey 

Yunick as being one of the most creative and 

conniving race car builders ever in terms of 

interpreting rules. Other people would simply say 

that ol’ Smokey was a vicious cheater and leave 

it at that. In fact, those same people might even 

label all racers in NASCAR as cheaters. 

After 40 years, it’s time to reveal some 
of Superbike racing’s family secrets

Story and photos by Dain Gingerelli



www.MotorcycleClassics.com    41

horsepower, you had to do something.” He placed emphasis 

on the word “something,” too. Years ago I spoke with various 

other Superbike team members, and to a man they all agreed 

that things were, well, different then. Cook Neilson, who as 

editor of Cycle magazine teamed with his co-worker, the late 

Phil Schilling, to win the 1977 Daytona Superbike race aboard 

a heavily modified Ducati 750SS, explained to me one day, 

“Everybody knew what the deal was. There were certain areas 

that you wouldn’t touch or tinker with. There was a gentleman’s 

understanding about protests.” Translation: Everybody in the 

class cheated, they just confined the cheating within known 

parameters that everybody agreed on.

The dawning of Superbike
And so when the inaugural Superbike season got underway 

at Daytona in 1976, the die was cast. Actually, it had been cast 

a few years earlier when the AMA tested the Superbike waters 

with two production-based support classes, Open Superbike 

Production and Lightweight Superbike Production. AMA offi-

cials had been unsure about the validity of racing production-

based bikes at National races, so they conducted a litmus 

test by including the two classes at the 1973 Laguna Seca 

National, where Yvon Duhamel rode his Pops Yoshimura-

prepped Kawasaki Z1 to first place and Mike Clarke won the 

Lightweight race riding a Yamaha RD350. By the end of the 

race weekend a new era in road racing had begun. By coin-

cidence, the California-based AFM (American Federation of 

Motorcyclists) had been supporting a similar class — called 

Superstreet — at its local venues since 1971. That, plus a part-

nership enjoyed by the AFM with promoters Gavin Trippe and 

Bruce Cox to sanction their events in 1972, and coupled with 

unbridled enthusiasm by racer Steve McLaughlin, most likely 

led to the 1973 Superbike Production race at the Laguna Seca 

National, which was promoted by Trippe-Cox and Associates. 

For the subsequent two seasons the AMA allowed all promot-

ers the option to include Superbike Production races as part 

of their programs, finally announcing plans at the conclusion 

of the 1975 season to drop the Lightweight format so they 

could focus solely on the open-class bikes for what became 

Superbike. And now, folks, let the cheating begin!

Gietl, still with Butler & Smith leading into the 1976 season, 

picks up the story at this point: “There was a loophole [in the 

rules] that said you could modify the swingarm and relocate 

the rear suspension,” cited the master bike builder. “I tested 

the rules when I built the monoshock rear suspension.” Had 

Smokey Yunick been a bike enthusiast, he would have looked at 

the B&S Beemers with coveted envy. Gietl and his aide-de-camp 

Todd Schuster, who also happened to be one crafty SOB, had 

sliced and diced the R90S’ frame to accommodate a unique 

single-shock system. By reworking the swingarm, they tied the 

new assembly to the existing frame using a single Koni shock 

absorber pirated from a Formula 1 race car. The semi-horizontal 

shock bolted to the frame’s original backbone, just above the 

engine. The AMA Superbike rule book stretched ever so slightly 

that day.

Indeed, the Butler & Smith bikes — three of them were 

prepared for the 1976 season for riders Pridmore, McLaughlin 

and Gary Fisher — were works of art, not to mention fast. And, 

Mike Baldwin at Daytona in 1980 (above left). Keith Code (top) and Gary Fisher (above right) at Laguna Seca in 1976.



upon close inspection, any one of the bikes could have been 

deemed the love child of Smokey Yunick himself, who, coin-

cidentally, had his famous race shop only miles from Daytona 

International Speedway.

Setting the stage
Clearly, the Butler & Smith bikes set the tempo for what 

was to come. The BMWs boasted all sorts of rules-bending 

detail, and it took a blind eye from the tech inspectors to pass 

them through that phase of the race weekend. For instance, to 

shorten the protruding cylinders, “for cornering clearance,” as 

Gietl pointed out, the cylinders were shaved and shorter tita-

nium connecting rods resided inside. Additional hocus-pocus 

could be found inside — things like heavy-duty cylinder studs 

to keep the shorter horizontal jugs horizontal, re-carved intake 

and exhaust ports to improve breathing, and a special concoc-

tion of piston rings to keep blow-by and friction in check with 

the one-off Venolia forged pistons. And we won’t even mention 

the “stock” mufflers — OK, yes we will: They had been filleted 

down the middle and spread apart from end to end to remove 

the baffle guts to clear space for the special reverse-cone 

megaphones inside that famed tuner 

C.R. Axtell developed to fit prior to 

Gietl and his friends welding the 

muffler bodies shut and coating their 

flanks with semi-gloss black paint so 

nobody would be the wiser for what 

was inside. All of this added up to giv-

ing each bike enough power to stay 

with any bike on the track.

The bikes handled well, too, and 

McLaughlin, who had experience 

on the ill-handling Japanese inline 

fours, marveled at how well the B&S 

Beemers responded to rider input. 

Ultimately, the German bikes had 

enough horsepower to put them 

out front on Daytona’s steep bank-

ing to lead the race, and on the 

final lap teammates Pridmore and 

McLaughlin found themselves in a 

dead heat with the finish line in sight. 

As Pridmore explained years later 

about that last lap, “I went into the 

Chicane faster than anybody, includ-

ing myself,” allowing him to lead 

heading onto the banking. And that proved to be his undoing, 

because McLaughlin, crafty at drafting, slingshot past Pridmore 

to the finish line. The spectacular photo finish was the talk 

of Speed Week that year, prompting race fans to agree that 

Superbike racing was for real.

Pushing limits
Yet Superbike still had to grow up, so the cheating persisted. 

For a closer look, let’s visit some of the early Superbike teams 

that relied on first Kawasaki and later Suzuki and Honda inline 

fours for power. That’s when the whole cheating thing came to a 

boil one day with what became known as The Big Protest.

But first the teams had to fulfill their prophecy as cheaters, 

which they did rather well. Said two-time Superbike champ 

(1979-1980) Wes Cooley, who rode for Team Yoshimura (first 

on Kawasakis, later on Suzukis), “When Honda and Kawasaki 

came in, it was apparent that everybody was cheating. But 

because there was so much at stake, they had to be discreet.” 

Their discretion included chopping and re-setting steering 

head angles to improve turn-in for corners and straight-line sta-

bility, relocating engine placement for improved handling, and  
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Cook Neilson aboard his Ducati, named Old Blue, at Daytona in 1977.

Wes Cooley aboard his Suzuki (left) follows David Aldana on his Kawasaki at Loudon in New Hampshire in 1980. 



incorporating frame gussets and 

thicker tubing to help minimize wob-

bling. Rare front forks containing cer-

tain unobtainium components nor-

mally used on Suzuki’s RG500 Grand 

Prix bikes found their way onto the Yosh-Suzuki Superbikes, 

and in 1980 special ultra-thin, lightweight fairings similar 

in appearance to the nose piece on the stock GS1000S were 

secretly shipped to America for the Superbike effort. Cooley 

explained to me a few years after that incident: “The bikes at 

that time were unsafe, and they still went 160mph. They were 

ill-handling bikes.”

In response, Honda built special chrome-moly sections that 

were grafted into the frames to reduce weight and increase 

stiffness, and Team Kawasaki once showed up at the races with 

frames devoid of battery boxes and all unnecessary brackets 

and tabs. Hmm. One team member innocently claimed that 

these were stock frames. And we’re all to believe in lepre-

chauns, too.

Neilson divulged even more about what went on behind 

closed doors in the teams’ shops. “The rules said no aluminum 

axles,” he pointed out as an example, “so we said, ‘fine, we’ll use 

titanium.’” Problem solved, wink-wink, nudge-nudge.

Indeed, one of the most ingenious cheats was created by 

Neilson and Schilling. Not even people like Smokey Yunick can 

beat the laws of physics, and one of its laws states in so many 

words that less back pressure (read: more noise) equals horse-

power. But if you’re crafty enough, Superbike rules can be bent 

enough to challenge that undeniable law of physics. AMA rules 

required stock mufflers on the bikes (see Butler & Smith above), 

so tuners often just gutted their pipes (again, see B&S above) 

to reduce back pressure, and thus increase horsepower — and 

noise. But editors Neilson and Schilling had a plan, and so after 

skillfully ripping the insides out of their Ducati’s pipes, they 

took a clever route to fool the guys at tech inspection. Rules 

stated that the bikes must pass a pre-race sound check, which 

basically required the engine be revved to redline, at which 

point the good inspectors would activate their accurate sound 

meters to make sure the exhaust noise was below the required 

110 decibels level. The Ducati duo’s solution was elegant in 

its simplicity: They mounted a substitute tachometer onto the 

bike for inspection. This temporary instrument had been reca-
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The stout front end of Honda’s 
1982 Superbike racer (above). 

Wes Cooley and his Kawasaki at 
Riverside in California in 1977.

Yvon Duhamel leads Steve McLauglin and Reg Pridmore into 
the Corkscrew at Laguna Seca in 1974.
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librated so that when the engine revved to about 5,000rpm, the 

tachometer’s needle pegged itself at redline. The tech inspector 

was happy, Neilson and Schilling were happy, and ultimately 

the Duck fans that came to watch (and listen) to the race were 

happy. After all, there’s nothing sweeter than the sound of a 

desmo Ducati engine uncorked and at full chat on the front 

straight, no?

The Big Protest
Eventually, though, all good 

things must come to an end, and 

the beginning of the end took place 

at the final race of the 1980 season. 

This incident developed into The Big 

Protest involving Team Yoshimura-

Suzuki and Team Kawasaki. Their rid-

ers Wes Cooley (Yoshimura-Suzuki) 

and Eddie Lawson (Kawasaki) were 

locked in a duel for the champi-

onship, and with one race to go 

Lawson led Cooley by 13 points. 

Lawson needed only a fourth-place 

finish or better to wrap up the sea-

son as champion. Cooley needed a 

win to have a chance of retaining his 

title. As things developed, Lawson’s 

bike wouldn’t start for the race, so 

the team mechanics quickly put his 

No. 21 number plates on teammate 

Dave Aldana’s bike and then rolled 

it onto the grid. This was in absolute 

violation of AMA rules, which state 

that a competitor has to race the 

same machine used for qualifying. 

Even so, Cooley ultimately won the 

race, while the Lawson/Aldana bike 

broke its engine. Cooley kept his 

title, setting the stage for The Big 

Protest.

Kawasaki protested, claiming the 

cantilevered shock absorbers (clear-

ly illegal) on Cooley’s Yosh-Suzuki 

weren’t legal. Yoshimura countered, 

stating that Lawson hadn’t raced 

the bike on which he’d qualified, so 

Kawasaki had no grounds for pro-

testing. Finally, the AMA disallowed both protests, and Cooley 

was crowned the champ for the second year in a row.

Following that ordeal, much of the rules violations subsided, 

but not completely. However, the cheating tapered off notice-

ably in 1984 when Honda flooded the field with a bike that 

came factory-fresh ready for racing. Honda’s VF750F Interceptor 

was like no other bike of its time, and it changed the profile 

of Superbike racing forever. Clearly, 

history points to 1984 as the turning 

point in the cheating, not to men-

tion how the motorcycle manufac-

turers from around the world repo-

sitioned their views on how a sport 

bike should be engineered and sold.

What followed on the salesroom 

floors and on the Superbike tracks of 

America, and later the world (when 

the World Superbike Championship 

was launched in 1988), was a flurry 

of new motorcycle designs. Yamaha 

joined the frenzy with its FZ lineup, 

Kawasaki went into battle with its 

Ninja-based warriors, and Suzuki 

showed up with perhaps the most 

influential design of all, the GSX-

R750. Later Ducati donned its rac-

ing duds, and even Harley-Davidson 

had a go at Superbike racing.

These bikes were — and still 

are — essentially race bikes slight-

ly dumbed down for street use. 

Anybody wanting to go Superbike 

racing could, with a few relatively 

minor modifications, join the fray. 

Cheating — at least at the level 

that defined Superbike racing in the 

1970s — was no longer necessary. 

To be sure, there will be guys like 

ol’ Smokey willing to push the enve-

lope on design, but the fact remains 

that today’s sport bikes are so inter-

twined with features that show up 

on the track that Superbike racing 

will never revert back to its good ol’ 

carefree ways that helped shape the 

class that it is today. MCFreddie Spencer at Laguna Seca in 1981.
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2016 Moto Guzzi V7 II Stornello

Moto Guzzi, or at least Piaggio, the 

brand’s owners, has once again reached 

up to the storage shelf, bringing down 

the old cardboard box containing the 

names of some of the factory’s past suc-

cesses, and this time they’ve pulled out 

and dusted off the Stornello. First pre-

sented as part of the Guzzi range back 

in 1960, the Stornello had the honor of 

not only being the first 125cc Guzzi ever 

produced, but also possibly the infamy 

of (apart from the odd late-ordered 

Nuovo Falcone) being the last ever 

4-stroke single produced by Guzzi when 

it quietly disappeared from the range 

in late 1975. In between, and in various 

guises, the Stornello carried people 

reliably to work, metamorphosed into 

a factory International Six Days Trial-

winning machine, and proved itself to 

be a robust little bike and a sales suc-

cess to boot.

Roots of the new Stornello

The 2016 Moto Guzzi that now bears 

the Stornello name has, if viewed clini-

cally, little to do with the original. Based 

on Guzzi’s V7 II introduced in 2015, it 

uses a 744cc air-cooled engine produc-

ing 47 horsepower at 6,250rpm and 

maximum torque of 44 foot-pounds 

at 3,000rpm. Antilock brakes and trac-

tion control are standard features on 

the V7 II range, and adding a 6-speed 

gearbox and lowering the engine in the 

frame have all helped the V7 become 

Guzzi’s best seller. So the mechanics are 

proven and established, but what is the 

“Stornello” name all about? 

To see Guzzi’s starting point, I look 

at a photo of my own 1973 Stornello 

Scrambler (see Page 50 of this article). 

The new Stornello is definitely a good 

looker, and my eye is drawn first to 

the paint scheme of pastel white fuel 

tank and Guzzi red frame. This bianco 

rosso is taken directly from the early 

1970s Stornello Scrambler. The high-

level 2-into-1 Arrow exhaust system 

snakes its way under the right hand cyl-

inder, with a grille to protect the rider’s 

leg, taking inspiration from the hi-level 

Lafranconi silencer and exhaust system 

on the 1973 Stornello. 

That system copied the exhaust used 

on the works Stornellos, but with rect-

angular mufflers. The new Stornello has 

compulsory spoked wheels and is fitted 

with on/offroad tires. The hand-brushed 

aluminum fenders are the perfect look 

for this style of machine and are com-

plemented by the aluminum race num-

ber holders. 

The long and low black saddle — 

with the Guzzi logo tastefully stitched 

into the back of it — offroad-style foot 

pegs, rubber fork gaiters and tank knee 

rubbers all combine to complete the 

Scrambler look. 

Subtle details including the Guzzi 

eagle etched onto the front fender and 

the Arrow muffler and the Stornello 

logo etched onto the number plates are 

classy, and you’re constantly reminded 

that you’re riding a limited edition fac-

tory special (only 1,000 will be built) 

thanks to each bike’s individual produc-

tion number stamped on the top yoke. 

On the road

What is refreshing about the new 

Moto Guzzi V7s, no matter the configu-

ration, is that for a sub-50 horsepower 

motorcycle they are a doddle to ride. 

That may not be enough for some, but 

in the real world, filled with city streets 

and two-lane back roads, the Stornello 

is perfect two-wheeled transport. That’s 

because horsepower doesn’t really fac-

tor into it; torque does. With peak 

A
After 95 years of continuous motorcycle production, Moto Guzzi has 

a rich heritage to draw from. The Italian company has been mining 

that heritage, recently resuscitating iconic models including the V7 

and Eldorado.

HERITAGE 
REVISITED
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torque kicking in at 3,000rpm, you can 

pretty much be in any gear, twist the 

throttle, and get a move on. It’s one of 

the principal pleasures of being mount-

ed astride a Guzzi V-twin of any age, but 

of this age, even better. 

Fuelling from the single throttle body 

and twin injectors is smooth and glitch-

free all the way through the rev range, 

apart from a niggly low revs speed 

snatch that all fuel-injected Guzzis 

seem to suffer from in various degrees. 

It’s a minor point, but care and a firm 

throttle are needed in turning around in 

tight circles. On the move, the 6-speed 

gearbox, which has also had the spacing 

between its ratios reduced, is slick and 

easy to use, as is the improved and light 

clutch. In combination with the smooth 

torque and power delivery, fast overtak-

ing is easy and drama free.

Rider’s ergonomics are well thought 

out. I’m 5 feet 10 inches tall, and I 

found the spacing between the bars,  



well-padded seat and foot pegs gave 

a comfortable riding position, upright 

but not forced and giving good vis-

ibility of the road ahead. The brakes, 

with ABS, are excellent, the single front 

320mm disc with four-piston Brembo 

caliper more than strong enough. The 

non-adjustable traction control sup-

plies confidence in spades, especially 

over some of the gravel-infested lanes 

I rode through, but can be switched off 

if required. The changes made to the 

V7 II engine/frame geometry, including 

lowering the rider’s footrests and lower-

ing the angle of the driveshaft univer-

sal joint really shine through on this 

bike. And weighing in at 420 pounds, 

the Stornello is light and agile enough 

to flick around — maybe the original 

Stornello’s ISDT genes are starting to 

show through.

After a good ride I jump off and I’m 

grinning from ear to ear because the 

Stornello is so easy to ride and so 

easy to enjoy. Yet despite its enduro-

style lines, the Stornello is no offroad 

motorcycle, and to be fair, Moto Guzzi 

doesn’t call it a scrambler in their 

official literature, but an accessorized 

version of a street machine. 

Marco Lambri, director of the Piaggio 

Group Style Centre, who supervised 

development of the new Stornello, says 

that “since the Fifties, making street 

bikes which are also suited for soft 

offroad use has been a normal opera-

tion. For Moto Guzzi this is nothing 

Each Stornello is individually 
numbered, with a logo near the 
ignition (above left). The optional 
Arrow exhaust sweetens the sound.
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new: Our heritage is full of this type of 

interpretation.” 

The semi-knobby tires fitted onto the 

18-inch front and 17-inch rear wheels 

are made by Golden Tyre in Korea and 

were excellent on the road and on the 

gravel, too. I rode the Stornello on some 

gravel roads and across a field with 

lumps, bumps and mud, but that’s as far 

as any offroad possibilities go. The non-

adjustable 40mm telescopic forks are 

fine on the road, but are just too harsh 

offroad. There’s also no bash plate for 

the engine, nor is there one on offer in 

the extensive Guzzi accessories catalog 

because the Stornello is simply not 

built to go any farther than the verges 

of your local dirt road, although with a 

5.8-gallon fuel tank and 1 gallon reserve 

there should be plenty of miles to travel 

between fuel stops.

The Stornello is a friendly, well-

designed and distinctive motor-

cycle that encapsulates what bik-

ing is meant to offer — fun. Moto 

Guzzi has cleverly raided its tradi-

tion and heritage and applied some  

up-to-the-minute technology to come 

up with its own “Scrambler Style,” and 

with this Stornello, that’s what it’s all 

about, the style.

The original Stornello 
Scrambler 125

In the early to mid 1970s, scramblers, 

trials and motocross bikes were all the 

rage, reflecting the massive popularity 

of offroad sport at the time. In Italy, 

things were no different. Virtually every 

major manufacturer keen to cash in on 

the craze offered something with knob-

by tires and raised handlebars.

Moto Guzzi’s “offroad” offering, the 

Stornello Scrambler 125, was produced 

between 1971 and 1974. In contrast to 

many other factories, Guzzi actually had 

a pedigree in offroad machines. Their 

235cc Lodola and 125 Stornello fac-

tory trials bikes had much success in 

the early 1960s, including a haul of 

gold medals at the ISDT in 1963. The 

Stornello Regolarità 125cc model was 

short-lived, but a sales success. 

A 125cc 4-stroke, the Stornello 

Scrambler was a basic but tough little 

bike, and carried forward the Stornello 

name that had been around since 1960. 

Stornellos had gained a reputation as 

reliable and practical bikes and had 

been around in Turismo and Sport form, 

as well as the aforementioned trials 

bikes. As a relatively cheap-to-produce 

lightweight based around a single cyl-

inder pushrod engine, the success of 

the Stornello is seen in its 15-year 

production period. The Scrambler was 

produced alongside its sister model the 

Stornello Turismo, which was a 160cc 

machine, and the two models shared 

only engine parts, the frame and some 

cycle parts.  

The bike shown here is actually mine. 

The original Stornello Scrambler 125. 
This 1973 model belongs to the author 
and is in mostly original condition.

The heavy-duty fender bracing (middle) and engine bash plate (right) are a nod to the bike’s offroad pretensions.
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It came to me as part of a swap with a 

friend in Italy. I had some Vespas that he 

wanted, and he had a few bikes, includ-

ing some nice MV singles, a Gilera and 

a Mondial, that I fancied. Standing for-

lornly at the back of the shed was the 

Stornello Scrambler, alongside another 

one that had been repainted. Strangely 

enough, my friend was almost disparag-

ing about them, and ended up throwing 

them into the deal for virtually nothing. 

“They’re worthless,” he opined, but I was 

drawn to the 125. 

I have a thing about old Guzzis any-

way, but this Stornello was in com-

pletely original condition from the day 

it left the factory. It had a couple of bits 

and pieces missing, dodgy old tires, but 

unusually for a 125 in Italy, it hadn’t 

been messed with. In the toolbox in a 

plastic bag were its original Italian doc-

uments showing that it was constructed 

towards the end of 1973, and sold to 

its one owner in April 1974. The bike 

had been used up until the late 1980s, 

covering only 11,000 miles, and then dry 

stored and forgotten about until I got 

my hands on it. 

Only 1,500 Scramblers were made 

between its introduction in January 1971 

and its demise at the end of 1974. 

It was a model that was neither 

fish nor fowl, having been watered 

down from its original prototype 

seen in 1969, which was a much 

more specialist offroad machine 

like the Stornello Regolarità of 

a couple of years before. The 

production Scrambler had a seat 

for two and a tachometer and 

speedometer, and was designed 

to let the rider make trips around town, 

and then enjoy some light offroading in 

the local woods. Having put some miles 

on the resuscitated Scrambler, this des-

ignation is exactly what the bike excels 

at; no more, no less.

Starting the bike is simple, once the 

rider has gotten over the surprise of 

there being two keys in the chrome CEV 

headlamp. One sits in a normal position 

on top and controls the lights, but there 

is also a green idiot light to show when 

the lights are illuminated. The other key 

sits at the bottom left hand of the lamp 

and works the ignition circuit. Once 

contact is made through the 6-volt coil, 

flywheel magneto and points system, 

and the choke lever on top of the carbu-

retor is operated, it takes just one kick 

on the folding kickstart lever (located 

on the left side) to start the Stornello. 

The bike settles easily into the slow and 

easy, classic Guzzi idle. 

The seat is well padded and comfy 

even with its 43-year-old foam, and the 

high-ish and braced handle bars are 

well within reach. The clutch is light, 

and first gear is selected with a toe-up 

on the lever found on the right side of 

the engine.

The Stornello takes off nicely. The 

engine is tractable, and you don’t need 

many revs showing on the Veglia tach to 

just crawl along. The gearbox and clutch 

work sweetly together, and although 

the first couple of gears are on the high 

side, third and upwards are fine for road 

riding. The suspension works really well, 

and the adjustable Sebac shocks soak 

up the bumps efficiently. The knobby 

tires aren’t ideal on blacktop, but the 

brakes are excellent and they work in 

tandem with engine braking to slow 

things down. There is some vibration 

to be felt through the bars at “cruising” 

speeds of around 50mph. On the road 

then, it is a decent and solid little bike.

The U.K. is not the easiest place to 

go and ride offroad on a whim, so I take 

the Scrambler to a field belonging to 

someone I know and ride it around in 

the mud to get a feel. Excellent! In fact, 

it feels more sure-footed than on the 

road, no doubt due to the tires actu-

ally being used for their designated 

purpose, and the gear ratios and long 

forks make sense, especially at slower 

speeds. I can’t resist the temptation of 

splashing through a nearby ford, 

either, and I spend the next half 

hour riding up and down and 

through and around it. 

The handling is surprisingly 

good even on the submerged 

boulders and stones that litter 

the river bed, and the high-level 

exhaust and small bash plate at 

the front of the engine come into 

their own as practical additions 

to the Scrambler’s offroad adeptness. 

A quick clean with an oily rag is all 

the Stornello needs after its ride, and 

in fact this bike will remain an “oily rag” 

bike. It’s nice to have a bike in a condi-

tion that reflects its age and runs well, 

and there’s no need for restoration of 

anything. 

The Stornello Scrambler is a robust 

and simple to run all-rounder and will 

be used as such. It also has the cha-

risma of a Guzzi single, the pizzazz of 

an early 1970s Italian trial bike, and 

enough rarity value to draw curious 

onlookers when parked up. It’s already a 

favorite in my collection. MC

Light and easy to ride, the 
Stornello 125 is more adept 

offroad than one might expect.

“It’s nice to have a bike in a 

condition that reflects its age 

and runs well, and there’s no 

need for restoration of anything.”
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LOOKING INTO THE 
HOURGLASS

That legend is Keith Campbell, who 

has not only amassed an outstanding 

assortment of timeless motorcycles, he 

has preserved many of the bikes he and 

his son, Kyle, raced. Humbly referring to 

himself as simply an “enthusiast,” Keith 

nevertheless has achieved much in the 

sport, both in riding and racing.

Enjoying a serene retirement from 

racing as well as the automotive busi-

ness — “what paid for my motorcycle 

habit,” Keith quips — he now devotes 

his energies to maintaining his impres-

sive collection, riding the bikes whenev-

er possible (every bike in the collection 

runs and gets ridden), and aiding Kyle 

in his own venture, Hourglass Cycles.

I visited Keith recently at his “barn” 

as he calls it, stunned at the incred-

ible array of two-wheeled history 

under his roof. He sat down for a few 

minutes with me to share his love of 

motorcycles, his racing years, the bikes 

N
Nestled deep in the North Georgia foothills, down a winding 

country road outside a town called Homer, lies the hidden gem of a 

classic and race bike collection owned by a local legend in vintage 

motorcycle racing.

One enthusiast’s treasured motorcycle collection 
Story by Rob Brooks

Photos by Jeff McPhail
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he owns and the legacy now being con-

tinued by Kyle. 

Keith’s current collection holds 50 

motorcycles, but he admits he’s had 

as many as 94. He thinned the herd, 

he asserts, because “I couldn’t keep 

them all running, didn’t have time to 

ride them all. So I got rid of the ones I 

had no sentimental attachment to.” The 

bikes in his collection are special, he 

says. “Friends, family members, memo-

ries … some of these bikes I’ve owned 

over 40 years, some Kyle and I have 

taken trips together on. The bikes I have 

now I am very attached to.”

First bite

I ask Keith how the love for motorcy-

cling got started for him, how he first 

got bit by the bike bug. “I couldn’t afford 

a car as a teenager,” Keith says. “I want-

ed a motorcycle anyway, but my parents 

would never let me have one. Their 

favorite saying was, ‘As long as your 

feet are under my table, you are never 

having a motorcycle.’ I bought a 1964 

Honda 305 Scrambler. I kept it out in 

the woods, away from the house. When 

I wanted to go to town, I’d walk out in 

front of the house, stick my thumb in 

the wind like I was gonna hitch a ride, 

walk out of sight a little, then go into 

the woods and get on that motorcycle.” 

He was eventually found out, about a 

year later, and his parents reluctantly 

acquiesced. He rode all through college 

and beyond, straddling a 1967 Honda 

Superhawk, among others. There have 

been times in his life Keith didn’t own 

a car, but he has never been without a 

motorcycle.

Keith entered the world of vintage 

motorcycle racing rather late in life. 

Having spent some time racing dirt 

track cars, Keith took up moto rac-

ing in about 1989. “Somebody owed 

me some money, couldn’t pay me, so 

they gave me a race bike,” he recalls. “I 

thought, ‘Well hell, I can ride, so let’s 

go race it!’ But I was 40-something 

by then! I ran into a guy named Carl 

Patrick, who builds race bikes, and he 

built me an XR750, like the one I have 

out on the floor. To me, that was the 

quintessential race bike. That’s what a 

bike ought to look like, sound like and 

run like. I told Carl, ‘I want to buy my 

way to the middle of the pack.’ As it 

Keith Campbell’s Norton Commando VR880 Sprint Special, built by Kenny Dreer.

One of Keith’s favorite bikes is this very original 1972 Ducati 750GT that he has 
owned since 1977.



turned out, we did a little better than 

that.” One step led to another, the wins 

and podiums piled up, and he eventu-

ally signed the likes of three-time AMA 

Grand National Champion and Hall 

of Famer Jay Springsteen, multi-year 

AHRMA champion Tim Joyce, and even 

his own son, Kyle. 

Keith took his first personal win at 

age 49, when detractors were shouting 

that he was too old and past his prime. 

Yet over a 20-year period, Keith and his 

team took over 60 wins or podiums. 

That’s an impressive record, at any age.

The race

Racing is hard, taxing on the mind 

and body, a fact Keith readily affirms. “I 

busted my ass a time or two, went down 

at Mid-Ohio. That hurt. I fell off at Road 

Atlanta, broke nine bones, punctured 

a lung and couldn’t stand up straight 

for six months. I still have the helmets 

from both of those that saved my life,” 

Keith says. But there’s something spe-

cial about the motorcycling community, 

a camaraderie not found in many other 

places in life. “I’ve never met an a###### 

at a motorcycle race event,” Keith says. 

“I’ve raced cars since the 1960s, I fly aer-

obatic airplanes and flew air shows over 

30 years, but the people at a motor-

cycle race are always the best. They’ll 

do anything for you, help any way they 

possibly can. Just people I enjoy being 

around. To me, that’s the best part of 

riding and racing — the people.”

His team, Hourglass Racing 

(vintagememoriesinc.com), was well 

known and respected across the coun-

try. They competed in AMA Vintage, 

WERA Vintage and AHRMA racing 

at tracks such as Grattan Raceway in 

Hourglass Cycles’ Honda CR750 
(left) was raced for years by Keith’s 
son, Kyle Campbell.



Michigan, Road America in Wisconsin, 

Daytona International Speedway in 

Florida, Road Atlanta in Georgia and 

Barber Motorsports Park in Alabama, to 

cite a few. 

The Hourglass Racing name was 

derived from a logo Keith chose, an 

hourglass, after being reminded about 

his age one too many times. 

“I thought, ‘Well, all the 

sand is almost gone, like an 

hourglass, so I might as well 

make the most of what I’ve 

got left.’ I wasn’t looking for 

a memorable name, it just 

sort of fit,” Keith quips.

I ask Keith about favor-

ite vintage racing memo-

ries, and he tells me this 

gem: “My proudest racing 

moment was at Daytona in 

2004 in an AHRMA Formula 

750 race, when we finished 

1st, 2nd, 3rd and 4th. My 

two hired guns, Springsteen 

and Joyce, finished one and 

two on our XR750TTs. I was 

running third on my XR 

until I ran off the track in 

the infield kink. Kyle got by 

me on the Honda CR750, 

and it took the rest of the 

race for me to catch him. He 

beat me to the line by about 

20 feet.” Hourglass swept 

the podium and took top  

honors. Impressive, indeed. 

Keith’s last race came in 2009 at 

Barber Motorsports Park, concluding 

20 years of vintage racing. The packed 

trophy cases, photos, newspaper and 

magazine clippings, and of course the 

race bikes in his showroom attest to the 

long-running success of Hourglass.

Continuing legacy
The legacy of motorcycles continues 

with son Kyle, proprietor of Hourglass 

Cycles in Buford, Georgia, selling 

Triumph, BMW, MV Augusta and Motus. 

When I ask Keith about Kyle’s following 

in his footsteps, he thinks about it for a 

moment and then says, “Kyle has been 

riding motorcycles since he 

was 6 years old. Dirt bikes, 

Honda XRs, stuff like that. 

He got his driver’s license 

in April 1996, and by June I 

had a BMW R1100RS and a 

Harley tourer. I put him on 

the BMW, I rode the Harley, 

and using ChatterBox inter-

coms we rode to California 

and back. It was a couple of 

weeks on the road, I guess. I 

loved it, and I think he did, 

too.” A cross-country ride 

cemented a deep love of 

riding in Kyle, as well as the 

already deep relationship a 

father and son possessed.

After 52 years of riding 

and racing, Keith still loves 

motorcycles as much as he 

did in his teens. “I feel just 

as pumped to ride today 

as when I first threw a leg 

over,” Keith declares. I ask 

him to name his favorite 

bikes in the collection, and 

he smiles. “I joke that my 
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Keith (right) and Kyle with a 1936 Harley bobber, one of three 
Knuckleheads in the collection.
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favorite bike is the last one 

I rode! But seriously, that 

R90S in Daytona Orange 

is one of them. I love old 

Triumphs, though I ain’t 

gonna go very far from home 

on one! I love BMWs, old 

and new. If I were going to 

ride to California, it would 

be on a BMW GS. There’s 

a 1972 Ducati GT out there 

that I’ve had since 1977. It 

is the most original Ducati 

GT anywhere in the world. I 

dare anybody to defy that. 

It’s perfect, and it’s original. 

Always been babied, always been kept 

up. That’s another favorite.” 

The R90S and Ducati GT are also 

among my favorites in his collection, 

along with an incredible Kenny Dreer 

Norton VR880 Commando Sprint 

Special, gleaming in the shop lights. 

I reluctantly conclude my rewarding 

time with this Southern gentleman, 

hoping I’ll have a chance soon to ride 

with him for a day in the 

mountains just north of his 

home.

If you are ever in Georgia, 

a little northeast of Atlanta, 

look up Hourglass Cycles in 

Buford. Ask for Kyle, and get 

him to walk you around the 

facilities and show off their 

incredible array of bikes. 

Just maybe, time permitting, 

he’ll take a little ride north 

with you, up past a town 

called Homer, and down a 

long, winding, country road 

to a “barn” with some truly 

astounding two-wheeled finds in it. 

And you’ll get to meet a friendly, 

down-to-earth, local motorcycling leg-

end, whom Kyle affectionately calls 

“Dad.” MC

One of Hourglass 
Racing’s Harley-Davidson 
XR750TTs. This is the bike 
Jay Springsteen raced 
with the team from 2002 
through 2008.
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ON FOREVER …
Exploring the Texas Hill Country on a 1975 
Norton Commando and a 1948 Vincent Rapide
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The numbers start to make sense, how-

ever, when you consider that Texas is 

almost 40 percent larger than California, 

second only to Alaska in terms of total 

area. And with the lion’s share of the 

population in the state’s eastern half, the 

western half, with the Hill Country run-

ning roughly across its midsection, has 

miles of empty roads. They’re 

perfect for the vintage Norton 

and Vincent that Mark Scott and 

I are piloting from his home in 

Austin to the 2016 North Texas 

Norton Owners Association and 

Lone Star Vincent Owners Club 

joint rally in Leakey, in the heart 

of the Hill Country.

This whole trip is something 

of a pinch me, an “is-this-real-

ly-happening?” experience set 

into motion when I made a 

date with famed Vincent collec-

tor and restorer Herb Harris in 

Austin to photograph his latest 

project, the Woodward Avenue 

Vincent (see Motorcycle Classics, 

September/October 2016). Good 

pal Mark had long tempted me 

with a Hill Country ride, and the 

window of opportunity to meet 

with Herb happened to match 

up perfectly with the Norton and 

Vincent rallies in Leakey. Talk 

about planetary alignment.

Westward ho!

Arriving at Mark’s home the 

day before our ride, he wheels 

out our bikes for the weekend, 

a 1948 Vincent HRD Rapide and 

a matching black 1975 Norton 

Commando 850 MK3 electric 

start. He picked up the Norton 

in 2009 and added the Vincent 

in 2011. Both are riders, wear-

ing the scuffs of regular use 

proudly. The Vincent has been 

upgraded to Black Shadow 

specs, with Amal Concentric  

carburetors added to help civilize fueling, 

while the Norton is mostly stock, save for 

an upgraded starter along with 750 pipes 

and K&N air filters. 

Mark opens the petcocks on both bikes 

and the Norton starts on the button, 

settling into a healthy burble, while the 

Vincent pops to life with just a few swings 

of the kickstarter. After a quick loop of 

Mark’s self-described “Isle of Mark,” a 

curvaceous 18-mile route on the edge of 

Lake Travis, we park the bikes and settle 

in for the night. This is going to be fun.

Thursday morning can’t come quick 

enough, and by 7 a.m. we’re loaded up 

and heading out, Mark on the Vincent 

while I ride the Norton. Mark’s good friend 

and regular partner in motorcycle mad-

ness David Zuck is performing sag wagon 

duties, a 1974 Kawasaki Z1 and Mark’s 

seriously upgraded 1927 Scott Flying 

Squirrel lashed to the trailer behind his 

truck. Happy to drive out, he’ll ride with 

us on the Z1 once we reach Leakey.

Breaking free of Austin traffic, Mark 

routes us onto the local back roads, even-

tually heading west on Hamilton Pool 

Road, then south on US 281 

to Johnson City, the hometown 

of president Lyndon Baines 

Johnson. Traffic is light, and 

I’m enjoying the opportunity 

to reacquaint myself with the 

Commando, my bike of choice 

for some 15 years and easily 

one of the greatest motorcycles 

ever made. Mark’s Commando 

is everything I remember from 

a good Norton, with great road 

manners and a powerful, torqu-

ey twin. It’s smooth, too, thanks 

to Norton’s then-revolutionary 

Isolastic mounting system, 

which gave Norton’s old twin an 

extended lease on life.

Reminiscences 

Powering down the back 

roads, it strikes me that our 

two bikes, though separated by 

almost 30 years, share similari-

ties. In their respective eras, they 

were the ultimate expression of 

England’s motorcycle manu-

facturing prowess. The Series B 

Rapide was a revelation in 1946, 

a long-range sport-touring bike 

designed and built long before 

the term was even coined. In 

many ways the Commando con-

tinued that tradition, right to 

the bitter end of England’s once 

dominant industry. 

The similarities extend to 

their specifications. In stock 

Rapide form the Vincent’s 998cc 

V-twin was rated at 45 horse-

power and the Black Shadow 55 

Story and photos by Richard Backus

A
According to the numbers, Texas is second only to California in 

population. Yet rolling through the fabled Texas Hill Country, that 

statistic seems improbable. The road in front of me is empty and 

serene, a winding ribbon of blacktop running through vast expanses 

of scrub land punctuated by huge ranches. If there are people here, 

they’re not showing themselves.

Nice custom Norton ES2 (top) and a well-used Series C 
Vincent Rapide at the Norton-Vincent rally in Leakey, Texas.
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horsepower, while the Commando put 

out a claimed 60 horsepower from its 

828cc parallel twin. The Norton’s higher 

compression ratio (8.5:1 against 6.45:1 for 

the Rapide, 7.3:1 for the Shadow) gives 

it added urge, but the torque values feel 

almost identical. There’s less than half 

an inch difference in wheelbase between 

the two, and with only around 5 pounds 

separating them they feel surprisingly 

similar on the move, their light weight 

augmented by a low center of gravity.

In Johnson City we join US 290 and 

head west for Fredericksburg, birthplace 

of World War II Admiral Chester Nimitz 

and home to the National Museum of the 

Pacific War. Founded by German immi-

grants in the mid-1800s, Fredericksburg is 

a time capsule, its main street a snapshot 

of life 100-plus years ago.

At SR 16 we head south to Kerrville, 

crossing the Guadalupe River for the run 

to Medina. The ridges are getting taller 

and the valleys deeper as we work our 

way into the heart of the Hill Country, the 

occasional ranch visible from the road-

way. I notice that every ranch and farm 

flies the Texas flag, but they don’t all fly 

the American flag, a reminder that, first 

and foremost, we’re in Texas.

At Medina we turn southwest onto RR 

337, rolling through the rising hills toward 

Vanderpool where we intersect with RR 

187, turning right for the short 3-mile 

run north to the Lone Star Motorcycle 

Museum. Established by expat Australian 

Alan Johncock, the museum houses an 

impressive collection of mostly post-war 

British, European and American motorcy-

cles. Alan’s particularly interested in vin-

tage race bikes, having raced a Matchless 

G50 in AHRMA events with great suc-

cess before retiring a few years ago. The 

museum is packed with examples of the 

world’s greatest machines from Norton, 

AJS, Douglas, Indian, Soyer, Vincent and 

more, all tucked away seemingly in the 

middle of nowhere. 

We tour the museum shop with Alan, 

examining the remains of what he swears 

is a Brough Superior sitting forlornly on 

the shop floor, and then saddle up for 

the last leg of our ride to Leakey. We’re 

now riding three strong, having met up 

at the museum with Texas resident and 

Motorcycle Classics regular contributor Corey 

Levenson, who’s riding his new Motus. 

Leaving the museum, we double back 

a few miles and continue our westerly 

course on RR 337, the road rising steadily 

as we climb out of the Sabinal River val-

ley. Hill Country vistas open up all around 

us, the winding road occasionally drop-

ping into narrow clefts in the surrounding 

country before vaulting back up into the 

big Texas sky. 

We’re riding a leg of The Twisted 

Sisters, a trio of roads (RR 335, RR 336 

and RR 337) famous for everything you 

want in a good motorcycle route, with 

jaw-dropping scenery, more curves than 

straights, and more surprises than assur-

ances. It is, in short, the proverbial roller 

coaster, winding up, down and around 

the Texas Hill Country before delivering 

Inside the Lone Star Motorcycle Museum (left), and editor Backus with Corey Levenson out front. Corey managed to snag 
a ride on Peter Allen’s 1936 Vincent HRD Comet (at right), a fantastic machine that sees plenty of use.



us into the Frio River valley and Leakey, 

where we’ll join up with the Norton and 

Vincent crowd.

Leakey and beyond
We check into our digs at the Frio 

Pecan Farm, a collection of rental cabins 

nestled in a pecan grove in sight of the 

Frio River a mile east of Leakey. Mark’s 

good friend Chris Butler is waiting for us 

when we arrive, his 1967 Royal Enfield 

750 Interceptor in tow. Dave catches up 

with us in the truck and we unload the Z1 

and the Scott, then head out to ride the 

rest of The Twisted Sisters. 

In Leakey we turn north onto 

SR 83, heading straight on RR 

336 where SR 83 bends east a 

few miles later. This next piece 

of The Twisted Sisters runs 27 

miles north, starting off easy 

and straight before turning into 

another roller coaster ride as it 

rips up, down and around ridg-

es and hills. All too soon we hit 

SR 41, where we turn west for a 

sedate 14-mile ride to RR 335, 

the third of The Twisted Sisters. 

At RR 335 we had back south. 

This 33-mile leg is probably the 

mellowest of the three, but it’s 

still huge fun and beautifully 

wild, and I’m amazed how few 

cars are on the road. Or for 

that matter motorcycles, espe-

cially with an expected horde of 

Nortons and Vincents descend-

ing on the area. At one juncture 

I jump ahead of the pack to find 

a suitable spot to stop and take 

pics of the group as they roll by. 

The Norton, which has been 

running flawlessly, coughs and 

spits as I start it back up after 

my quick stop, and it’s clear 

something’s gone suddenly 

wrong. Power is off, and it’s all 

I can do to catch up with the group. At 

Camp Wood we swing into the local gas 

stop, pulling the spark plugs to check for 

any obvious issues. The right spark plug 

side electrode is touching the center elec-

trode, suggesting something loose inside 

the cylinder closed it, but what? We can’t 

find anything, and after resetting the plug 

I fire the Norton back up. It’s better, but 

something’s still wrong. Heading back 

out, it occasionally runs perfectly, but 

then falls on its face, cutting to one cyl-

inder. A few miles later we join up with 

RR 337 again, turning east for the final 

21-mile ride back to Leakey. This western 

leg of RR 337 is another amazing roller 

coaster running through the Hill Country, 

but it’s hard to enjoy with the Norton run-

ning so poorly.

Rally time
Friday night is the Vincent rally, so we 

leave the Norton for the time being to 

join members of the Vincent and Norton 

clubs at the Frio Pecan Farm club house. 

Among the Vincents is Peter 

Allen’s 1936 Vincent HRD Series 

A Comet. Beautifully restored, 

it’s been upgraded for real road 

duty, with interesting modifica-

tions including a repurposed 

Honda clutch and 12-volt elec-

trics. Peter also brings a sur-

prise to the event, the ex-Rod 

Coleman 1951 AJS 7R, a true 

factory race bike ridden to a 

string of victories by Coleman, 

Bill Doran, Reg Armstrong and 

Bob McIntyre in 1951-1952. 

Allen fires it up for the crowd, 

the sharp bark from its single 

megaphone pipe drowning 

out any possible conversation. 

Fantastic.

The next morning we fiddle 

with the Norton to minor suc-

cess, and Mark, eager to get 

back out for another run of 

The Twisted Sisters, decides to 

heck with it, telling me to take 

the Vincent while he rides the 

Norton. No arguments here. 

I’ve only ridden a few Vincents, 

and never very far, so this is a 

new experience for me. Mark’s 

bike fires up on the first kick, 

and heading north for RR 336 
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Corey’s new Motus drew as much 
attention as the vintage Nortons and 
Vincents at the rally.

Mark Scott on his Scott (what else?) 
Flying Squirrel (left) and Texas 
personified (above).

The 1948 Vincent HRD Series B gets a rest in Luckenbach 
on the way back to Austin.



62    MOTORCYCLE CLASSICS    November/December 2016

I take my time, adjusting to the bike and 

getting a feel for its personality. Shifting 

is predictably slow, but the shifts are 

smooth and the engagement solid. The 

undamped girder front end feels harsh 

and the brakes a bit weak, but otherwise 

the Vincent is spectacular, pulling strong-

ly and revving easier than I expected.

As I settle into the Vincent, I start to 

really appreciate how advanced it was 

compared to its contemporaries back in 

1948. It was — especially in Black Shadow 

trim — truly the sport bike of its day, 

faster and more capable than anything 

else on the road, and it feels surprisingly 

similar to the Norton: light, torquey and 

willing. We loop back to Leakey, where 

I’m joined by longtime friend Tara Bonin, 

now living in San Antonio, before heading 

back out for a two-up run with the rest of 

the group, the Vincent proving it’s just as 

fun and capable with two riders as one. 

The Norton club pulls out the stops 

for its Saturday night shindig in Leakey, 

treating the assembled to a full pig roast 

and all the libations one could possibly 

want. Vincent and Norton club members 

line up for a group photo, then settle 

into a comfortable evening of eating, 

drinking and storytelling as stars fill the 

clear Texas sky. 

Sunday comes all too soon, and before 

I know it Mark and I are packing for the 

return trip to Austin. The Norton’s still 

acting up, but it doesn’t seem to be get-

ting worse. The ride back’s not as fast as 

the ride in, our tempo slowed thanks to 

the Norton’s misfiring. But we still have 

fun, Corey joining us on his Motus for 

the ride to Luckenbach, where he’ll peel 

off for San Antonio. Corey encourages 

me to take a turn on the Motus and it 

doesn’t disappoint, its 180 horsepower 

pushrod V-4 propelling it with serious 

urgency. Handling is crisp and confidence 

inspiring, and I can only imagine using 

all its capacity. I’m used to the modest 

output of the Norton and the Vincent, 

and the Motus feels like a jet, which, by 

comparison, it is. Climbing back on the 

Vincent, I can’t help but feel that the 

Motus is today’s Vincent, an exception-

ally well-engineered machine capable of 

transporting its rider with unmatched 

speed and comfort. 

The closer we get to home the worse 

the Norton runs, but we make it. A post-

mortem reveals the Norton’s upset; the 

right carb is missing a piece of its slide 

and the locating groove for the slide 

needle clip on the left carb has worn so 

badly the needle has literally been float-

ing in the slide. It’s amazing it ran at all. 

The Vincent, however, hasn’t missed a 

beat, nor has it used any appreciable 

oil, even after almost 800 miles of Hill 

Country slogging. Amazing. When do I get 

to go back? MC

Stunning Hill Country views like this seem to pop up everywhere you go.
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A
ugust 5-7 witnessed our first-ever Motorcycle Classics Ride 

’Em, Don’t Hide ’Em Getaway, headquartered at Seven 

Springs Resort, the largest and oldest ski resort in 

Pennsylvania. Skiing? In Pennsylvania? Absolutely, and when 

the snow’s not flying Southwest Pennsylvania is spectacular rid-

ing country. The roads that cut through the surrounding Laurel 

Highlands are a motorcyclist’s dream, ribbons of blacktop run-

ning across an ever-changing mix of rich farmland, dense forests, 

dark hollows, and high ridges with breathtaking vistas.

Eighty-three readers joined us for our two-day event, the itiner-

ary including a tour of Fallingwater, the home designed by famed 

architect Frank Lloyd Wright and built over Bear Run Creek, just 

20 miles from Seven Springs. 

Rain greeted us Saturday morning, the high hills locked in 

a thick fog. But that didn’t dampen our spirits, and our group 

suited up for the short ride to Fallingwater. Lady luck was with us, 

because the fog and rain moved out just as our Fallingwater tour 

ended, and with the roads drying up we made good time as we 

headed south through Ohiopyle, the area thick with river rafters 

lining up to run the rapids of the Yough River. Our route then 

turned west, twisting through the back country before dropping 

us down into the broad Monongahela River valley before heading 

south toward Morgantown and lunch. 

With our stomachs full we headed east to the midpoint of our 

ride, Coopers Rock, a huge outcropping overlooking the Cheat 

River. At Coopers we worked in a group photo, then headed 

east toward Bruceton Mills for a gas stop. At Bruceton the 1971 

Rickman Interceptor I was riding lost its ignition, but friend of 

the magazine Tim O’Mahoney came to the rescue, offering up his 

1976 Suzuki T500 Titan. Tim quickly pinpointed a faulty ignition 

switch, and with the Rickman sorted he caught the pack for the 

final leg back to Seven Springs.

At dinner that night, special guest Brian Slark regaled us with 

stories of his early days at AJS/Matchless in the late ’50s and early 

’60s, conjuring up vivid memories of the incredible cast of char-

acters who populated the factory floor in those magical times. 

By Sunday morning much of the group was heading home, but 

about 35 of us went out for one last glorious ride.

 Special thanks to sponsors Bonhams, Pecard Leather Care, 

Spectro Oils and Federal Transport, and to RetroTours for on-site 

bike rental. Didn’t make it? Join us next year in August 2017. MC
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Discovering Southwest Pennsylvania on two wheels

Story by Richard Backus

Photos by Karl Jarvis
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Jeff Wing rode his lovely 
1953 Indian Chief 
Roadmaster, one of the last 
300 Indians built (left). Joel 
Sammick’s wild BMW R100S/
EML sidecar rig (above).

Riders awoke to rain and fog on Saturday morning, but most everyone suited up and got on the road just the same.

Reader John Esposito’s gorgeous 1975 Laverda 3C. The smallest bike ridden by the oldest participant with the biggest grin? That 
would be Burt Richmond on his 1954 MV Agusta 175cc CS with Earles forks.
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Readers brought a great selection of bikes to ride for the weekend. 
Festival Hall served as our indoor parking/garage space for the event. 

Riders prepare for a foggy, soggy start on Saturday morning (above), as 
we gathered in groups to head to Fallingwater.

After our morning tour of Frank Lloyd Wright’s 
Fallingwater (above) the sky cleared and we had dry 
weather the rest of the weekend.

Saturday’s ride was full of scenic two-lane country 
roads with light traffic and plenty of curves.

Left to right: Friend and featured guest Brian Slark (left) with Tom 
McKee; Brian and the RetroTours BMW R90/6 he rode for the weekend.
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Left to right: Phil Wadzinski of Pecard Leather Care on his BMW R100RS; Bob Vail’s homemade Harley; nice Honda CB350.

Nice roads, nice Triumphs (above). Ray Shaw’s 1979 Laverda Jota (far right). Bought in England in 1980, he’s had it ever since.

The obligatory group photo, taken just after lunch on our Saturday ride from the top of Coopers Rock.
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This CB350 project has been a real education. Except for our 

very first project, the 1971 Triumph TR6C we put back on the 

road almost 10 years ago, every build we’ve done has been a 

custom. There’s a certain chickens@#% logic to that: You don’t 

have to like what we’ve done, but you can’t say it’s wrong, 

because it was never supposed to be right. Adding to the allure 

of a custom is the simple fact that correctly executed restora-

tions paying strict attention to originality are just plain hard. 

There are myriad details that have to be right if it’s really going 

to be a proper restoration, and getting any one of them wrong 

invites a tongue lashing from the cognoscenti. 

Sticking to the facts
Yet for us, this bike has come close to being a restoration 

because this time we tried, as much as we reasonably could, to 

Story and photos by Richard Backus

Part VIII

O
Of all the projects we’ve done over the years, our 

1970 Honda CB350 took the longest and in some 

ways was the hardest. Our goal, as much as we 

could, was to keep it looking stock and original 

while also giving it sensible upgrades to make it a 

rider as well as a looker. We think we’ve succeeded 

on both counts.

PROJECT 
HONDA CB350
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stick to the rule book and keep the bike 

mostly stock. That “reasonably” qualifier 

is important, because from the outset 

there were certain deviations from stock 

we knew we’d make. 

First up was fitting our Honda with an 

electronic ignition. Stock points systems 

work fine, but they’re fiddly, and if you’re 

really going to put miles on there’s just 

no reason to keep them and not convert 

to electronic ignition. We turned to 

Honda specialist Charlie O’Hanlon at 

Charlie’s Place, installing his custom-

made electronic ignition along with his 

Dyna ignition coil conversion, complete 

with custom mounting brackets and 

plug leads. It’s a straight-up conversion, 

and one of the best things you can do to 

an old Honda twin you actually plan on 

riding to ensure trouble-free running.

To make sure we’d always have 

proper voltage we also swapped the 

original — and no longer available — 

selenium rectifier and regulator setup 

for a Charlie’s Place regulator/rectifier, 

along with a lithium-ion battery from 

BikeMaster for a usable boost in cold 

cranking amps and a huge savings in 

weight, the lithium replacement coming 

in at 2.6 pounds against 9 pounds for a 

standard lead-acid battery.

We turned to Hagon for shocks, opt-

ing for their Classic I Chrome series. 

Aesthetically they’re very close to the 

originals, and they’re miles ahead 

in terms of performance. As good as 

Hondas are, their shocks were generally 

sub-standard even when new and just 

didn’t hold up to long-term use, where-

as the Hagons will last years. We had 

to make one minor adjustment to fit 

the Hagons, installing a 1/4-inch spacer 

to shift the chain guard away from the 

shock. The Hagon shocks use a longer 

spring than the stock unit, placing the 

spring pre-tensioner lower on the shock 

body, where it pushes against the chain 

guard. The black plastic sleeve we used 

is invisible and the slight realignment 

of the guard completely unnoticeable.

Other deviations from stock include 

the mufflers we picked up from EMGO. 

We know they don’t look stock, yet they 

look right and don’t detract from the 

Avon Tyres: Front and rear Avon 

Roadrider tires — avonmoto.com

Barnett Clutches & Cables: New clutch, 

brake, speedometer, tachometer and 

throttle cables, new clutch discs and 

springs — barnettclutches.com 

BikeMaster: Drive chain, lithium battery, 

passenger pegs — bikemaster.com

Bore Tech: Gasket and seal set, oil filter/

clutch spanner tool — bore-tech.com

Buchanan’s Spoke & Rim: Re-laced 

wheels with new stainless steel spokes 

— buchananspokes.com

Charlie’s Place: Electronic ignition, igni-

tion coils and mounts, voltage regula-

tor/rectifier — charlies-place.com

CMS: Reproduction and NOS Honda 

parts — cmsnl.com

David Silver Spares: OEM replacement 

air filters, carburetor intake mounts, 

rear gas tank rubber — davidsilver

spares.com

Dennis Kirk: Front and rear wheel bear-

ing kits, reproduction fuel petcock — 

denniskirk.com

Dime City Cycles: Fork seals, front and 

rear sprockets — dimecitycycles.com

EMGO: Replacement mufflers, rear view 

mirrors, handlebar — emgo.com

Forking by Frank: New fork tubes — 

frankmain.com

Hagon Shocks USA: Classic I chrome 

shocks — hagonshocksusa.com 

Marbles Motors: Paint prep and paint-

ing — marblesmotors.com

Quality Plating: Custom chrome plating 

— qualitychromeplating.com

Sirius Consolidated: Master carb rebuild 

kit, seat foam and cover, chain adjust-

ers, chrome fasteners, front and rear 

brake shoes — siriusconinc.com

The Pit Stop: Aluminum engine welding 

— (785) 887-6626

Topeka Custom Coatings: Custom 

powder coating — 

topekacustomcoatings.com

Vintage Motorcycle Rescue: Used seat 

and headlight bucket, battery cover — 

vintagemotorcyclerescue.com

Project Honda CB350 suppliers

New paintwork by Marbles Motors 
is just excellent. The color scheme is 
the stock Candy Gold/White, which 

was a 1970-only option, the other 
two being Candy Blue Green/White 

and Candy Ruby Red/White.

Rechromed shifter assembly looks better than new.
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CB’s original appearance — and at $60 a pop from Dime City 

Cycles they’re an economical option. We also had Buchanan’s 

Spoke & Rim re-lace our wheels with stainless steel spokes, 

although at their suggestion we kept the original D.I.D. rims. 

We’d planned on new replica rims, but Buchanan’s says the 

quality of the originals is hard to beat. 

There are a few other non-stock points, likely quite obvious to 

Honda collectors, but not necessarily anyone else. The control 

cables — clutch, brake, throttle, speedometer and tachometer, 

and all from Barnett — are black instead of the original gray, an 

unimportant point to us, especially in light of their high qual-

ity. The handlebar switch gear was in pretty bad 

shape, so we stripped both assemblies down, 

media-blasted them and then painted them satin 

black. The color’s not stock and we didn’t detail 

the lettering in the housing. We also painted the 

headlamp shell satin black instead of body color, 

which we think lends a little more color contrast 

to the bike, putting the attention squarely where 

it belong on the beautiful paint job executed by 

Marbles Motors.

We originally wanted to paint the bodywork 

green, but eventually settled on Candy Gold/

White, and the finished result is just spectacular. 

We sent Randy Marble a box of tired-looking 

painted bits, the tank in particular in pretty bad 

shape; what we got back was flawlessly painted 

bodywork that looks so good we were scared to put it on for fear 

of scratching it — which we did, although thankfully you have 

to know where to look to see it. One of the many little pains in 

final assembly was installing the new chrome-capped side cover 

grommets. At first blush the grommets seem impossibly big for 

the holes in the side covers, and initially we simply couldn’t get 

them installed. Eventually — and with the help of some light 

lubricating oil — we coaxed them into place, but not without 

very lightly nicking the paint when one chrome cap touched 

the side cover while angling it into place. As the old song says, 

the first cut is the deepest. Luckily, the original emblems were 

in good shape, needing only basic cleaning and prep before 

installing on the “new” tank and side covers. Details like those 

really bring the bike together, and the final look is just fantastic.

If you’ve been following this project from the beginning you 

know that the seat was a surprisingly major challenge. As it 

turns out, seat pans for the early 1968-1970 CB350s are thin on 

the ground. Unique to those years, they hinge at the back, not 

the side as on later bikes, and apparently all of them rust out 

like the one that was on our bike. Fortunately, we finally found 

a usable one thanks to Vintage Motorcycle Rescue. It still took a 

bit of grinding and welding to get it back to form, 

but it was all worth it looking at it now with the 

new foam and cover from Sirius Consolidated 

stretched in place. The foam’s a little taller than 

stock and a little softer so it’s not a dead ringer 

for original, but the final look is really good. 

Final assembly
Final assembly is always nerve wracking. After 

months of prepping, overhauling and painting, 

it’s inevitable that something doesn’t fit right or 

doesn’t want to go together, and there’s always 

some surprise lurking in the shadows.

One surprise was discovering that early 

Honda CB350 instrument mounts are handed. 

Assuming — always dangerous — that the 

mounts in our stash of parts were correct, we sent them off with 

all our other chrome bits to Quality Plating for re-plating. Like 

all the chrome work, they came back looking amazing (they’re 

stainless steel from the factory, but we thought they’d look cool 

in chrome). But when we finally mounted the speedometer and 

tachometer to them, the tach, which is on the right side, was 

clocked wrong, it’s 12 o’clock position at roughly 2. It was only 

when we checked the parts schematic that we discovered that 

Honda, for whatever reason, decided to make each instrument 

base — and by extension each instrument mount — unique, 

“Final assembly 

is always nerve 

wracking ... 

there’s always 

some surprise 

lurking in the 

shadows.”



with a distinct left and right hand setup. Who knew? Well, now 

we do, but with replacements unavailable we were left flounder-

ing until local friend of the magazine Lynn Metzger informed 

us he had a stash of old CB350 parts, including a good set of 

original instrument mounts. Nice.

Actually, Lynn saved us twice, because he also had an original 

handlebar, something we’d had no luck locating. Actually, we 

could find one, but every one we found turned out to be bent 

just like the one that came with our bike. The CB350’s bars are 

unique, with a thicker center section between the bar mounts 

and the ever-challenging internal wiring. We were all set to 

install wider and lower replica CB400 Super Sport handlebars 

from EMGO when Lynn stepped up with an almost perfect origi-

nal handlebar. Nice again.

A minor mystery centers on the headlamp brackets. As near 

as we could tell, we were the first to ever strip our Honda down 

to the frame. The body work appeared to be completely origi-

nal, yet on reassembly we discovered a weird inconsistency in 

the headlamp brackets, with the right bracket reaching forward 

approximately 1/4-inch or so farther than the left, skewing the 

headlamp to the left. We haven’t had an opportunity to com-

pare what we have with another CB350, but looking at original 

parts available at David Silver Spares suggests that Honda did 

change the brackets, as the part numbers change between cer-

tain years. We’re scratching our heads a little on that one.

We still have a few minor niggles to attend, including replac-

ing the front turn signal stalks. They’re a lot more pitted than 

we appreciated and we should have sent them off for chrome 

plating with everything else. Frankly, we spaced them out, 

a short-sighted mistake that can happen pretty easily when 

Left to right: Relaced wheels retain original rims; switchgear wears non-stock satin black paint; Hagon shocks look right.



you’re a neophyte at restoration work. Seasoned pros know 

exactly how to proceed to make sure they have as few sur-

prises as possible. 

Outside of some finickiness with the right side switchgear 

the electrics hooked up just fine, and our decision to keep the 

original wiring harness appears to have been rewarded, as every 

component is getting power and, outside of the neutral light, 

works. The horn honks, the turn signals signal, the brake light 

lights, the headlamp illuminates and the starter spins.  

Ah yes, the starter. That brings us pretty much to the end of 

our project and leads to the big question: After all this, does 

it run? Well, you’ll just have to see and hear for yourself at 

MotorcycleClassics.com/CB350-First-Run. 

We’re pretty happy with our Honda, and all things being 

equal, we think we did okay. We had lots of surprises at the front 

end — the broken engine mount casting chief among them — 

but that’s just part of the landscape of old motorcycle restora-

tion, or any kind of restoration for that matter. It’s been a fun 

process and the finished bike looks cool; but the coolest part 

of this project is what comes next, because instead of giving it 

away in a sweepstakes, as we have all our previous builds, this 

time we’re going to auction the bike off for charity.

That’s been a stated goal from the outset, and Bonhams has 

enthusiastically agreed to auction it off for us at their annual 

Las Vegas, Nevada, vintage bike sale on Jan. 26, 2017, with 100 

percent of the proceeds going to a yet to be named motorcycle 

benevolent fund. The motorcycling community has been very 

good to us — it seems right that we give something back. MC

We spent some time getting the engine to 
look this good, painting the main case and 
cylinders while leaving the cylinder head 
and cam cover natural. We had the original 
header pipes, starter lever, brake lever, 
shifter and gas cap rechromed.



SINCE 1978

Got a Thing for 
Old Bikes?

Join thousands of 

others who share 

your appreciation 

for classic 

motorcycles of the 

past.

www.antiquemotorcycle.org
(866) 427-7583

Use Promo Code: MC164

Circle #5; see card pg  81

Circle #11; see card pg  81

Circle #1; see card pg  81



74    MOTORCYCLE CLASSICS    November/December 2016

A
s good as BMW’s classic /5 series is, there’s always room 

for improvement. One thing old /5s — and just about 

every airhead from 1970-1994 — can really benefit from 

is a charging system upgrade. While the stock system basically 

works fine, it can come up short in voltage delivery, especially 

in low-rpm urban situations where the 

engine doesn’t spin at high enough 

revolutions to maintain the necessary 

voltage to keep the battery up.

Euro MotoElectrics in Denver, 

Colorado (euromotoelectrics.com), 

specializes in electric system upgrades 

for BMW, Moto Guzzi and Ducati. Over 

the years, they’ve developed numerous 

starting and charging kits for vintage 

and contemporary BMWs, including 

the EnDuraLast III kit for 1970-1977 

airheads. 

The comprehensive kit includes a 

new 4-wire stator plus a new rotor, 

diode board, diode board mounts, 

alternator brushes, an adjustable volt-

age regulator and wiring. The major 

benefits of the system are increased output (240 watts versus 

180 watts stock), with charging voltage coming on at signifi-

cantly lower rpms than the stock system. 

For our install on a 1973 R75/5 we also had Euro MotoElectrics 

send us a new front crankshaft oil seal (easy to do while 

you’re there) along with a rotor removal 

bolt and an optional resistor lead for 

the charging light. The charging light 

excites the system, but if the light fails 

the system won’t charge. This simple 

modification is just a safeguard in the 

unlikely event the charge light does fail. 

This is a high-quality, well-thought-out upgrade and every-

thing goes together exactly as it should. That said, we sug-

gest making this a weekend project to give yourself plenty of 

time, as it is fairly involved for the average weekend warrior. 

Required tools include a good soldering iron and solder/flux, a 

torque wrench, and, if you replace the 

crankshaft seal, a seal puller. 

Depending on the exact year of 

your bike, you may or may not have to 

install an insulated Y-post connection 

for the upgraded 4-wire stator. The 

extra wire — added starting in 1974 

— increases the efficiency of the AC 

to DC conversion. We forgot to order 

the available kit and came up with our 

own Y-post, a 4mm bolt with mylar for 

insulation. Simple enough, but the 

optional Y-bolt kit from Euro is only 

$2.75 and worth getting. That brings 

us to cost, which we consider very 

reasonable given the improvements 

gained (more on that in a second). The 

complete kit goes for $350, with the 

rotor tool adding $8.25, the seal $7.95 and the charging light 

circuit mod another $20, for an all-in of $388.95 if you also get 

the Y-post kit. By comparison, a replacement BMW rotor and 

stator alone will set you back almost $500.

As for performance, our system went from barely produc-

ing 13 volts at 4,000rpm to kicking out 

14.25 volts as low as 1,500rpm. That’s 

an impressive improvement, ensuring 

full charging even if all you do is lope 

around town. As ever, we suggest having 

a good manual on hand for parts identi-

fication and proper torque specs.

BMW /5 charging system upgrade

SPONSORED BY

M O T O R C Y C L E  C L A S S I C S

HOW-TO

The upgrade kit includes a new 4-wire stator, 
rotor, diode board and mounts, regulator, 
brushes and wiring. The seal is optional.



www.MotorcycleClassics.com    75

1
First and most importantly, disconnect 

the battery by removing the ground 

cable. The alternator is under the front 

engine cover. Remove the three Allen-

head bolts securing the front cover to 

the engine and remove the cover. 

4
Remove the Allen bolt securing the 

alternator rotor to the crankshaft. 

Install the long removal bolt. It threads 

into the rotor only, pushing against the 

inside of the crank to pull the rotor free. 

7
Installing the new seal is a simple 

matter of positioning it and pushing 

it evenly around its circumference with 

hand pressure to start, followed by 

seating with a flat driver such as a socket 

or small block of wood, working evenly 

around until it’s flush with the case. 

2 
Next, disconnect the electrical 

connections at the alternator (five 

spades on our R75), then remove the 

three Allen-head bolts securing the 

alternator cover and stator to the engine.

5
Tighten the bolt, then tap the rotor 

with a brass or rubber mallet. It will 

usually pop off its taper. Be careful not 

to overtighten the bolt; it could break.

8 
Using a soldering iron, melt the 

solder securing the three wires from 

the stator to the junction block on the 

alternator cover and remove them from 

the block. The blue device is a “solder 

sucker” — a handy vacuum that sucks 

up the solder and gets it out of the way 

while you’re working.

3
With the Allen-head bolts removed 

the alternator cover and stator 

should remove easily as a unit to reveal 

the alternator rotor. The stator is pinned 

to the cover with a roll pin at the factory. 

The new stator is not.

6
With the rotor off, we elected to 

replace the front crank seal. It wasn’t 

leaking, but it’s easy enough to do. After 

drilling a small pilot hole, we used a seal 

puller and it popped right out.

M O T O R C Y C L E  C L A S S I C S

HOW-TO

9
With the three alternator wires 

pulled free from the junction block, 

remove the two screws securing the 

block to the cover and remove the block.
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HOW-TO

11 
With the stator removed, flip the 

cover over and remove the two 

nuts securing the brush holder to the 

alternator cover, followed by the brush 

holder itself. Note the insulating collar on 

one of the locating posts.

14
Next, install and solder the new 

brushes to the holder, making sure 

that once installed the brush wires will be 

under the holder and the solder joint at 

the top for proper clearance to the cover. 

Reinstall the brush holder, noting the 

insulating collar on one locating post. 

17
Install the junction block for the 

stator wires and solder the wires 

in place. It doesn’t matter which goes 

where. If necessary, ream out the holes 

for the wires using a small drill bit. Clip 

the excess off the wires when done.

12 
With the brush holder removed, 

use a soldering iron to melt the 

solder at the brush lead connections and 

remove the brushes from the holder.

15 
Our early alternator required 

adding a Y post for the new 

4-wire stator. We drilled a 5mm hole in 

the position shown, then used a mylar 

insulating collar and mylar washers to 

isolate a fixed mounting post made from 

a 4mm bolt with one nut fixing it to the 

cover and another to fix the fourth wire 

and the spade terminal connection.

18
We next swapped out the original 

diode board, a simple matter of 

removing the four Allen screws securing it 

to the engine. Some engines had rubber 

mounts for the diode board. Ours did not.  

10
Next, place the cover on the jaws 

of a vice with the stator clear and 

gently drive the stator out of the cover, 

working back and forth from one side to 

another. It usually comes out quite easily. 

16
Next, install the new stator in 

the alternator cover, making sure 

it’s clocked so the stator wires freely 

pass through the cover as shown. This 

photo shows the new stator’s fourth wire 

secured to the Y post we installed.

13
The kit comes with new brushes. 

The insulation on the leads from 

our old brushes was in good shape so 

we transferred it to the new brushes after 

first lightly soldering the wire ends to 

keep them closed.
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M O T O R C Y C L E  C L A S S I C S

HOW-TO

20
The original power lead from the 

wiring harness was redundant. 

To keep it available but isolated, we 

insulated the connecting spade terminal 

with shrink wrap tubing.

23
Install the alternator cover and 

stator. To keep the brushes clear 

of the rotor slip rings, carefully pull the 

brush springs back, cocking them on 

the brush holder mounting posts. Snug 

the bolts down to roughly 6ft/lb. Do not 

overtighten. Reseat the brush springs.

26
Replacing the regulator is a 

simple matter of disconnecting 

the regulator harness before removing 

two bolts, transferring the harness to 

the new regulator and bolting it to the 

frame. The optional charging light circuit 

attaches to one of the regulator D+ wires 

using a Posi-Lock tap connector.

21 
Connect the wiring to the D+ 

terminal on the back of the new 

board (the new wire from the starter is 

also shown connected). Note: Our early 

bike required shortening the original 

diode board mounting screws 0.25 inch 

each to mount the new diode board.

24 
With the alternator installed, 

connect all the wiring as shown. 

The blue wires are additional grounds.

27
The other end of the circuit 

connects to the right ignition 

coil on the spare blade for the switched 

battery circuit to the coil, which is a green/

blue wire. Finally, we reinstalled the front 

cover before reconnecting the battery.

19
Before installing the new diode 

board we wired in a new power 

lead to the main terminal on the starter. 

This is to ensure a solid voltage path.

25
Our final step (we could have 

done this at any time) was to 

replace the original voltage regulator 

and install the optional charging light 

energizing circuit. The fuel tank must first 

be removed to gain access to the voltage 

regulator. 

22
Next, we installed the new rotor, 

using the supplied new bolt and 

lock washer and torquing it to 14ft/lb.
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“It’s always a good idea to 
check the valves when the head is off.”

Master cylinder found

Q:Last issue, Dennis Ventura wrote in 

looking for a rear brake master cylinder 

for his 1983 Kawasaki GPz750. He recently 

sourced a cheap and effective replacement and 

wrote in to tell us about it. Well done! — Ed.

A: I wanted to give you an update 

regarding my GPz rear brake 

woes. I solved the problem by going 

to a nearby Japanese bike salvage yard 

and just plunking down the old one 

on the table and asking, “What do 

you have that looks like this?” The 

gentleman helping me came back with 

one that looked similar, complete with 

remote reservoir, from a late-model 

Kawasaki Ninja 250cc. Everything lined 

up. I used the 1983 mounting bolts and 

the line from the master cylinder to the 

rear caliper was the same size, as well. 

The reservoir even went into place using 

the 1983 hardware. It cost $50. I forgot 

just how much fun that bike is to ride. 

Dennis Ventura/via email

Carburetor issues

Q: I have a 1967 Triumph Bonneville with 

18,000 miles on it. It recently started run-

ning with a rough exhaust note once it was warm. 

After sitting all winter it started with one kick, but 

from then on it ran very rough. The left cylinder 

exhaust ran hot on start. The pipe and exhaust 

were hot while the right side was cool. I thought 

maybe I had a tight exhaust valve, so I adjusted it. 

It was better, but still not right, so I readjusted it, 

and the left cylinder went back to running hot. It 

still starts on the first kick. I have also noticed that 

the carburetor ticklers take forever to flow, where in 

the past they filled more quickly. 

Peter/via email

A:  When you say the right pipe was 

cool it sounds like maybe the right 

cylinder wasn’t firing, or did you mean 

that in comparison to the left it was 

cooler? Assuming you meant the latter, 

and knowing that it sat all winter, I’d 

suspect a restricted/clogged jet on the 

left carburetor leading to a lean condi-

tion for that cylinder. Just to be sure of 

the state of the fuel system, I’d pull the 

carburetors and clean them both. Since 

you mention difficulty in getting the tick-

lers to work well, double check the float 

heights. They shouldn’t change on their 

own; they are difficult enough to change 

on purpose unless you are using the new 

StayUp floats. Another possibility if the 

bike is still on points would be timing 

differences, with the left cylinder running 

with the timing retarded in relation to the 

right cylinder, but since you said it ran 

well enough when parked I’d check the 

fuel delivery system first.

Electrical upgrades

Q: I have a 1969 BSA 441 Victor Special 

that I purchased out of the crate from 

England way back when. I have it stored in my 

hangar and I want to keep it pristine. It is hard 

to start. I replaced the battery when I purchased 

it with the battery replacement kit (a blue capaci-

tor) since we rode a lot of mining roads in the 

mountains. If I were to replace the ignition what 

would I look for? Also, where can I purchase 

some decals?

J.E.H. Knutson/Boulder, Colorado

A: If you’ve had the bike this long on 

the original capacitor, it’s long past 

time to replace it. Those capacitors dry 

out and lose the ability to store electric-

ity, and sometimes fail with a bang, too. 

Timing is critical on those big singles. 

If you’re not spot on they can be hard 

to start or prone to kicking back. Make 

sure your points advance unit is working 

smoothly, as sometimes they can stick. It 

sounds to me like you don’t ride the bike 

every day, so including a battery in the 

mix is just going to be another source 

of frustration when it shows up dead 

just when you want to ride. I was at 

a meet awhile back where a similarly 

aged Victor started up easily. Here’s 

how it worked that day: Taps on, tickle 

the carb until the bowl flooded. Pull 

compression release and kick through 

three times. Turn the key on, pull 

compression release, kick with vigor 

and release the compression release. 

Walridge Motors (walridge.com) and 

other Brit parts houses stock decals.

Head gasket troubles

Q: My 1968 BSA A65 is leaking oil at 

the head gasket. This leak has been 

going for quite a while, and before it gets really bad 

I want to take the head off and try to anneal the 

copper head gasket and hopefully reuse the gasket. 

My question is how best to do that with a propane 

torch? Should I dunk it in water immediately after 

it gets to dull orange to quench it, or should I lay 

it on a flat surface to air cool? What other things 

should I look at with the head off? Would it be a 

good time to lap the valve surfaces? And finally, 

what would you recommend for a copper sealant 

on the head gasket?

Peter A. Akerman/via email

A: You can find people who claim one 

way or the other is best, but they 

work equally well. The advantage to the 

quench method is that it usually shocks 

the oxidation scale off that you other-

wise have to scrub off. I usually use a 

couple coats of Permatex Spray-A-Gasket 

before installing a copper head gasket. 

It’s always a good idea to check the valves 

when the head is off. If you don’t want to 

pull them apart to check guide wear and 

valve wear, you can at least check them for 

proper sealing. Turn the head over so the 

combustion chamber is up, then spray 

penetrating oil into the dome. Go away 

for a while and when you check back, look 

for evidence of oil seeping into the intake 

and exhaust ports. MC

Email questions to keithsgarage@ 

motorcycleclassics.com or write:  

Keith’s Garage, Motorcycle Classics,  

1503 SW 42nd St., Topeka, KS 66609

Ready to take your classic queries: Old-bike 
mechanic Keith Fellenstein.
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N
estled along the Oregon Coast 

Highway (featured in Destinations

in the September/October 2014 

issue of MC), the Tillamook Naval Air 

Museum is just a few minutes south 

of Tillamook (where the cheese comes 

from), and both the destination and the 

ride to it are impressive.  

In 1941, America was at war and our 

coasts were vulnerable to attack and infil-

tration by submarine. The U.S. deployed 

blimps to counter that threat. The U.S. 

Navy’s K-class airships were huge, effi-

cient and deadly. The airships were more 

than 200 feet long, and they carried both 

depth charges and machine guns. At the 

war’s outset, the need for airships and 

a place to base them was urgent, and 

America rapidly built 10 bases for its 

blimp fleet. Naval Air Station Tillamook 

rose from an empty field 4 miles south 

of Tillamook to an operational air base 

in less than a year. The new airfield had 

two monstrous hangars, each housing 

up to eight airships. The second hangar 

went up in just 27 days. NAS Tillamook 

had anti-submarine patrol responsibili-

ties covering the Washington, Oregon 

and California coastal regions. Naval Air 

Station Lakehurst fulfilled a similar mis-

sion on the East Coast, and if that name 

sounds familiar, it’s because it’s where the 

Hindenburg went down in 1937. 

As a guy old enough to remember see-

ing Navy K-class airships on patrol, I can 

tell you those silver giants hanging in the 

sky were impressive. They had a 2,000-

mile range and they could stay airborne 

for days. When World War II ended, the 

use of lighter-than-air aviation for anti-

submarine duties ended shortly thereaf-

ter, and NAS Tillamook was decommis-

sioned in 1948. It didn’t stay down for 

long, though. 

After serving as an active duty base for 

five years, Oregon’s huge lumber industry 

moved in, and three separate lumber 

companies operated out of Tillamook’s 

two hangars from 1949 to 1982. In 1984, 

Wren Aircraft initiated Cessna airplane 

production in Hangar A. When Wren 

moved out, local farmers used the build-

ing for storing hay. It burnt down in 1992. 

In 1992, the Port of Tillamook started a 

small museum in remaining Hangar B. 

Today, the museum holds interesting war-

time artifacts, approximately 20 aircraft 

(including a Guppy, an A-7 Corsair, an 

F-14 Tomcat and a MiG-17), several mili-

tary vehicles, the Air Base Café, and a gift 

shop. Hangar B, housing the museum, is 

as interesting as any of the exhibits it con-

tains. It’s huge. When I visited, the lady 

in the ticket booth made sure I knew it 

was the world’s largest wooden structure. 

America needed steel for the war effort 

in 1942, so the Navy specified wood for 

these structures. Hangar B required 2 mil-

lion board feet of lumber. More than 50 

Oregon lumber businesses participated 

in building NAS Tillamook.

You can take in the Tillamook Air 

Museum and its exhibits in about three 

hours, but like most of our destinations, 

the destination is only part of the story. 

The other is the ride to get there along 

the Oregon Coast Highway. It’s one of the 

world’s great roads! — Joe Berk

What: Tillamook Air Museum, Tillamook, Oregon. It’s an interesting display of 
military aviation from a period when our skies were patrolled by U.S. Navy 
blimps. Open daily from 10 a.m. to 5 p.m.; admission is $9.50 for adults with 
discounts for military, seniors, children, and groups of 10 or more.

How to Get There: Take the Oregon Coast Highway (US 101) from either the 
north or the south (it’s one of America’s best rides). The museum is just a few 
minutes south of Tillamook on the east side of the road. You can’t miss it.

Best Kept Secrets: Try the Air Base Café’s burger (you won’t be disappointed), 
and don’t miss seeing pieces of the original Hindenburg dirigible on display 
in the wartime artifacts area.

Avoid: Missing Tillamook. It’s an interesting little town.  
More Info: tillamookair.com, nps.gov/nr/travel/aviation/usb.htm, 5000 Miles At 

8000 RPM (available on Amazon.com).
More Photos: californiascooterco.com/blog/?p=17783

THE TILLAMOOK AIR MUSEUM

R I D E S  A N D

DESTINATIONS
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THE SKINNY

A view of the Oregon coast near the 
Tillamook Air Museum.



MOTORCYCLE CLASSICS
STATEMENT OF OWNERSHIP

(Required by 39 U.S.C. 3685; Published in 
Nov/Dec 2016 Motorcycle Classics)

1. Title of Publication: Motorcycle Classics. 
2. Publication No. 024-116. 3. Date of 
Filing: September 30, 2016. 4. Frequency of 
Issue: Bimonthly. 5. No. of Issues Published 
Annually: 6. 6. Annual Subscription 
Price: $29.95. 7. Complete Mailing Address 
of Known Office of Publication: 1503 
SW 42nd St., Topeka, Shawnee, KS 66609-
1265. 8. Complete Mailing Address of 
Headquarters or General Business Office 
of Publisher: 1503 SW 42nd St., Topeka, 
Shawnee, KS 66609-1265. 9. Full Names 
and Complete Mailing Address of Publisher, 
Editor and Managing Editor: Publisher 
� Bill Uhler; Ogden Publications, Inc., 
1503 SW 42nd St., Topeka, KS 66609-
1265; Editor � Richard Backus; Ogden 
Publications, Inc., 1503 SW 42nd St., 
Topeka, KS 66609-1265; Managing Editor 
� N/A 10. Owner: Ogden Publications, Inc., 
1503 SW 42nd St., Topeka, KS 66609-
1265. 11. N/A. 12.         N/A. 13: Publication 
Name: Motorcycle Classics. 14. Issue Data 
for Circulation Data Below: Nov/Dec 2015-
Sept/Oct 2016. 

15. Average No. of Copies of Each 
Issue During Preceding 12 Months
A. Total No. of Copies (Net press 
run): 56,890; B. Paid and/or Requested 
Circulation; 1. Paid/Requested Outside-
County Mail Subscriptions: 17,798; 2. 
Paid In-County Subscriptions: 0; 3. Sales 
Through Dealers, Carriers, Street Vendors 
and Counter Sales: 9,528; 4. Other Classes 
Mailed Through USPS: 0; C. Total Paid 
and/or Requested Circulation: 27,326; 
D. 1. Free Distribution by Mail (Samples, 
complimentary and other free): Outside-
County: 526; 2. In-County: 0; 3. Other 
Classes Mailed Through the USPS: 0; 
E. Free Distribution Outside the Mail: 0; 
F. Total Free Distribution: 526; G. Total 
Distribution: 27,852; H. Copies not 
Distributed: 29,038; I. Total: 56,890; 
J. Percent Paid and/or Requested 
Circulation: 98.11%.

Actual No. of Copies of Single Issue 
Published Nearest to Filing Date
A. Total No. of Copies (Net press 
run): 54,598; B. Paid and/or Requested 
Circulation; 1. Paid/Requested Outside-
County Mail Subscriptions: 17,100; 2. 
Paid In-County Subscriptions: 0; 3. Sales 
Through Dealers, Carriers, Street Vendors 
and Counter Sales: 9,285; 4. Other Classes 
Mailed Through USPS: 0; C. Total Paid 
and/or Requested Circulation: 26,385; 
D. Free Distribution by Mail (Samples, 
complimentary and other free): Outside-
County: 487; 2. In-County: 0; 3. Other 
Classes Mailed Through the USPS: 0; 
E. Free Distribution Outside the Mail: 0; 
F. Total Free Distribution: 487; G. Total 
Distribution: 26,872; H. Copies not 
Distributed: 27,726; I. Total: 54,598; 
J. Percent Paid and/or Requested 
Circulation: 98.19%.

I certify that the statements made by me 
above are complete and correct.

Bill Uhler, Publisher

WWW.PECARD.COM 

1-800-467-5056

Condition Preserve Protect

Easy - A�ordable - E�ective
MADE IN 
THE USA Now is 

the time 

to treat 

your 

leather. 

Circle #15; see card pg  81

Circle #4; see card pg  81



The 10th Annual Cops and Rodders Car, Truck and Motorcycle 

Show runs from 8 a.m. to 4 p.m. at the Kino Sports Complex in 

Tucson, Arizona. Spectator admission is free. Last year’s show featured more than 

650 vehicle entries and attracted more than 15,000 spectators. On the web at 

copsandrodderstucson.org

Join the Southern California Norton Owners Club for “the best ride by 

a dam site,” the Hansen Dam All-British Ride. Now in its 37th year, the 

ride is a great way to spend a day enjoying British motorcycles. Recent years have 

seen more than 500 bikes of all makes show up. On the web at socalnorton.com

Visit Norcross, Georgia, for the 26th Annual Blue Moon Cycle Euro 

Bike Swap Meet on Saturday, Nov. 12. The swap meet is open to all 

parts, accessories and apparel for European motorcycles. Display your late model, 

used or classic bike for sale in the Consignment Corral for $25 each. No fee for 

buyers or sellers, and free lunch for all. The swap meet runs from 9 a.m. to 4 p.m. 

on Saturday, then come back and join in Sunday, Nov. 13, for the Blue Moon Cycle 

Vintage Ride. Join the Blue Moon staff and friends for a scenic ride through the 

Georgia countryside including a lunch stop and a secret attraction. This ride is open 

to all motorcycles 1985 and older. Admission is free, and the ride leaves at 9 a.m. 

from Blue Moon Cycle. On the web at bluemooncycle.com, or call John Landstrom 

for more details at (770) 447-6945, ext. 20.

Mark your calendar early for the largest vintage motorcycle show in 

South Florida. Head to Dania Beach, just south of Ft. Lauderdale, 

for the 11th Annual Dania Beach Vintage Motorcycle Show, from 10 a.m. to 5 p.m. 

on Saturday, Jan. 28. More than 350 classic bikes will be judged under the trees in 

Frost Park. Enjoy live music, vendors, a bike parts swap meet, food, motorcycle field 

games, roller derby girls, a vintage bicycle display and more. The event is free to the 

public, with a fee for entering bikes, and proceeds benefit Southeastern Guide Dogs 

and Stray Aid & Rescue. On the web at daniabeachvintagebikeshow.com.

Nov. 3-6 — Lone Star Rally. 
Galveston Island, TX. 
lonestarrally.com

Nov. 10-13 — 16th Annual Rocky 
Point Rally. Puerto Peñasco, Sonora, 
Mexico. rockypointrally.com

Nov. 12 — 14th Annual Wheels 
Through Time Raffle. Maggie Valley, 
NC. wheelsthroughtime.com

Nov. 13 — So-Cal Cycle Swap Meet. 
Long Beach, CA. 
socalcycleswapmeet.com

Nov. 18-20 — International 
Motorcycle Show. Long Beach, CA. 
motorcycleshows.com

Dec. 4 — 39th Annual Chicagoland 
Toys for Tots Motorcycle Parade. 
Chicago, IL. chicagolandtft.org  

Dec. 4 — Jeff Williams Motorcycle 
Swap Meet. Oklahoma City, OK. 
jwswapmeet.com 

Dec. 4 — So-Cal Cycle Swap Meet. 
Long Beach, CA. 
socalcycleswapmeet.com

Dec. 9-11 — International 
Motorcycle Show. New York, NY.
motorcycleshows.com

Jan. 6-8 — International Motorcycle 
Show. Washington, DC.
motorcycleshows.com

Jan. 13-15 — International 
Motorcycle Show. Dallas, TX.
motorcycleshows.com

Jan. 22 — So-Cal Cycle Swap Meet. 
Long Beach, CA. 
socalcycleswapmeet.com

Jan. 27-29 — International 
Motorcycle Show. Cleveland, OH.
motorcycleshows.com

Feb. 3-5 — International 
Motorcycle Show. Minneapolis, MN. 
motorcycleshows.com

Feb. 10-12 — International 
Motorcycle Show. Chicago, IL.
motorcycleshows.com

Feb. 26 — So-Cal Cycle Swap Meet. 
Long Beach, CA. 
socalcycleswapmeet.com
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Join the Blue Moon Cycle Euro Bike Swap Meet and Vintage Ride, Nov. 12-13.

11/5

11/6

C A L E N D A R

NOVEMBER/DECEMBER

11/12

Motorcycle Classics wants to know about shows, swap meets, road runs and more for classic motor-

cycles. Send details of upcoming events at least three months in advance to lhall@motorcycleclassics.com

1/28

Don’t miss these 
upcoming events!



Circle #12; see card pg  81

Circle #21; see card pg  81



Head of photography for Tucker Rocky and Biker’s Choice by day, Daniel Peirce moonlights as 

an art photographer, capturing the raw detail and beauty of the classic engines we know and 

love. These high-quality prints come signed and embossed directly from Daniel Peirce. 

Vintage 
Motorcycle Prints
from Photo Artist Daniel Peirce

Choose From a Variety of Featured Models!

Call (800) 880-7567 and mention promo code 

MMCPAGB7 or visit www.MotorcycleClassics.com/Store
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VINTAGE SEAT COVERS
Over 950 Vintage Models Available

Manufactured to the exact dimensions 
of the original using industrial strength 

vinyl for maximum durabilty.

100% SATISFACTION GUARANTEE!

Specializing in 
SR400, SR500
TT500, XT500

www.TheVintageSpoke.com

785-263-1948
U.S. Distributor
of

SPECIAL
PULLERS AND TOOLS 

Dennis Stubblefield Sales, Inc.
949-240-9357 Phone
www.dssalesusa.net

Made in

USA

 Motorcycle

 ATV

 Scooter

 PWC

 Snowmobile
   Applications

We  specialize in BSA, 

Triumph and Norton B50/CCM 

Specialist 

Repair and sales of vintage gauges for 

Japanese, British, European & American bikes

Phone: (404) 219-0594

Toll Free: (800) 456-6267TT

E-mail: j14levine@aol.com

www.joellevinecompany.com

Joel Levine Co.

610 S Chattanooga St.

Lafayette, GA 30728

Circle #20; see card pg  81

Circle #7; see card pg  81
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978-212-5432
Generally 10AM to 5PM EST
www.rockypointcycle.com

BMW 2, 5, 6, 7 • Norton Commando
Mikuni/Dell Orto 

carburetor conversion kits

Boyer & TriSpark electronic ignitions

Stainless steel fastener kits and singles
(metric/SAE/Cei)

Restorations/Customs engines/transmissions
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2-STROKE RESTORATION PARTS & SERVICE
� Specializing in Yamaha RD, RZ & Other 2-Strokes

� Genuine & Reproduction Parts for All Makes

� Great Vintage T-Shirts

� World Class Restoration Services, Complete and Partial

� 2-Stroke Engine and Crank Shaft overhaul Specialist

� Daily Shipping World Wide

� NEW!
 Yamaha RD250, 

 DS7, RD350, R5, 

 RD400 Performance Heads.

402-817-4795  www.hvccycle.net

,



SIDECARS!
Velorex, , Champion, 

: 8 a.m. - 8 p.m. EST

(740) 538-4746

www.warkshop.com

SEE OUR COMPLETE SCHEDULE OF TOURS, 
BOTH VINTAGE & MODERN AT

WWW.MOTOTOURING.COM

CUBA
DEC 27 - JAN 12, 2017

INTRODUCING MOTORCYCLE CLASSICS

STREET BIKES OF THE ’70S!

Item #8051

Only $6.99
Call 800-880-7567, or visit 

www.MotorcycleClassics.com/Store to order!

Mention promo code MMCPAGB3.

Motorcycle Classics has dedicated its i rst Special Collector 

Edition to celebrating the 1970s. Many great and classic mo-
torcycles were designed and built in the ’70s, and Motorcycle 

Classics has put together a 100-page special edition featuring 
articles that explore the decade and what it brought to the mo-
torcycle world. h e Honda GL1000 Gold Wing, Triumph X75 

Hurricane, BMW R90S, Suzuki GS1000, along with many 
others are all covered in this glossy-page, full-color guide. 
Whether you’re just discovering these bikes or have been 
riding them since they i rst came on the market, you’re sure to 
enjoy this special edition.

$10 
Item #7657

Order today! 
Call 800-880-7567 and mention 

promo code MMCPAGB8, or visit

www.MotorcycleClassics.com/Store. 

Limited quantities available.
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FOR SALE

2001 KAWASAKI W650. 
Beautiful retro bike, 2 
cylinder, bevel gear, OHC 
engine. Original owner, 
excellent condition 
only 3,800 miles. See 
MOTORCYCLE CLASSICS, 
Jan/Feb 2013 issue “Under 
the Radar” report.  $4,900 
OBO. Peter 702-613-4200, 
cento50@bajabb.com, 
Mesquite, NV. 

For Sale: 77 BMW R100RS, 
factory white, 1 of only 
200 made, 24,000K, single 
owner, excellent condition. 
626-577-6666 or 
peter.callihan@gmail.com.

1970 Kawasaki 500 H1 Rare 
peacock grey engnr 07061 
frame nr 07551 Has 16k 
miles and been stored 35 
yrs Have original tires, not 
on bike! Been completely 
restored with all parts 
back on bike incl pipes, air 
intake and seat. Bridgeport 
jugs, window carbs Bike is 
beautiful and runs perfect. 
$11,900 Hans 415-990-8786 
or hasseagren@gmail.com

MISCELLANEOUS

Tired Iron Classics. Making 
restoration possible. Buy/
sell/trade NOS parts/lots 
and pre-1980 motorcycles. 
252-565-2212. 
www.s to re s . ebay. com/
tiredironclassics. Facebook at 
Tired Iron Classics Benson NC.

MISCELLANEOUS

Capper’s Insurance Service, 
Inc., a subsidiary of Ogden 
Publications, Inc., has 
provided valuable insurance  
protection since 1932. 
Career sales employment  
opportunities are available  
in Kansas, Iowa and  
Nebraska. Explore our  
marketing advantages for 
excellent income, employee  
benefits and satisfying 
lifestyle. Call Bob Legault: 
1-800-678-7741 or see  
www.cappersinsurance.com

PARTS

5thGearParts.com 

Used Honda and 
Yamaha parts. 
No Auctions, 

No guess work, 
No delays. Quality used 

parts guaranteed. 
Lots of 80’s Honda stuff. 

Email: 
5thGearParts@gmail.com
Web: 5thGearParts.com

USED MOTORCYCLE 

PARTS

 Huge selection 1960 to 
present. All makes and 

models. Parts locator service 
available. Cycles R Us, 7384 
Lake Rd., Chippewa Lake, 

OH 44215. 330-769-2629. 
MENTION THIS AD AND 

GET A FREE T SHIRT
 WITH YOUR ORDER! 
parts@cyclesrus.net; 
www.cyclesrus.net

PARTS

Increase the performance 
and life of your vintage 
engine with the latest in 

performance beehive valve 
springs.  Take advantage 
of the light weight of a 
single valve spring with 
the performance and 
control of a dual valve 

spring.  This shape allows 
less reciprocating spring 
mass, smaller lighter top 
retainers, more clearance 
to the rocker arms and 

lower oil temps.  Call for 
applications. Call 

(760) 948-4698 or Web: 
www.rdvalvespring.com

12v Generators 
for your Classic Bike!  
Upgrade your Vincent, 
BSA, Triumph, Norton, 

Velocette, AMC, Matchless 
today with products 
by Alton-France. US 

Distributor:  The Classic 
Bike Experience, www.

classicbikeexperince.com  
www.alton-france.com 

Call 802-878-5383 

PARTS

100 psi liquid-filled oil 
pressure gauge 1/8 NPT 

male inlet 1-5/8 diameter 
bodyWith generic fittings 
and heavy nylon oil line 
$39 + shippingCustom 
brackets for Meriden 

Triumphs in stock
www.triplesrule.com   

t150v@aol.com  
224-321-4912

DOC’S Est. 1969 
Custom Derby Covers 

Motorcycle parts & more 
www.docsmc.com 

10% OFF On-line Order 
Promo Code: Classic 

Or Call 203-757-0295 

Norton Commando 
Electric Start Kit.

Some things are worth 
the wait. Over forty years 
after the first Commando 
appeared, the Alton EKit 
electric start conversion 

finally brings it to life at the 
touch of a button. 

 Available in the US from 
The Classic Bike Experience 
www.classicbikeexperience.
com or call 802-878-5383 

www.alton-france.com

866-848-5346

www.MotorcycleClassics.com
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SERVICES

OEM Style Hardware
For HARLEY DAVIDSON

Motorcycles  
Nuts, Bolts, Screws & 

Washers Manufactured 
Like Harley Did it! 

Parkerized - CAD - 
Chrome  

We Offer Hardware and 
Replacement Parts in Kits or 
Bulk 58 Page Catalog Lists 
Parts from VL to Twin Cam 

We accept Visa 
and Mastercard 

Visit our website at 
www.colonymachine.com 
Toll Free 800-321-3412, 

330-225-3410, 
Fax 330-225-9412 email: 
info@colonymachine.com 
1300 Industrial PKWY. N. 

Brunswick, OH 44212 

CALL TO 
ADVERTISE HERE 
866-848-5346

SERVICES

Established in 1976
We do Aluminum Polishing, 
Zinc Plating, Show Chrome 

finishes and much more, 
including motorcycle 

restoration parts! Call us 
now at 815-626-5223 or fax 
815-626-5244. Visit: www.
qualitychromeplating.com 

BARNYARD SCRAPS 
RESTORATION. 

Specializing in British 
motorcycles, original 
restorations, engine 

rebuilds, custom 
fabrication, service & 

repair. Thousands of NOS 
and used parts. We buy 
motorcycles - all makes 

and models.
785-594-2109 (KS)

www.barnyardscraps.com 

TOOLS

ProAligner Now 33% Off. 
Don’t misalign your 

bike’s wheels by using 
swing arm marks, 

sprocket aligners or string. 
Align your wheels 

directly with ProAligner 
laser-straight accuracy. 
Only $19.95 US plus 

S&H. Limited time only.
ProAligner.com 
 (620) 221-0852

MOTORCYCLE CLASSICS 

ARCHIVE 2005-2015

 USB DRIVE

$39.95
ITEM #7840

 Price does not include 
shipping and handling.

Bringing you the most brilliant, 

unusual and popular motorcycles 

ever made … delivered on a l ash 

drive that plugs into the USB port on 

your favorite device. Whether you’re 

interested in a particular manufacturer 

or repairing a speci� c part, use our 

search function to bring up all of 

Motorcycle Classics’ relevant content! 

For collectors and enthusiasts, dreamers 

and restorers, newcomers and lifelong 

gearheads, we have you well covered. 

Order Today!
Call 800-880-7567, or visit 

www.MotorcycleClassics.com/Store.

Mention promo code MMCPAGB1.

866-848-5346
www.MotorcycleClassics.com





The Complete Book of Classic 
and Modern Triumph 
Motorcycles 1937-Today
For the first time ever, this book col-
lects all of the motorcycles from this 
iconic brand in a single volume. Writ-
ten by respected Triumph expert Ian 
Falloon, all of the major and minor 
models are covered, with an emphasis 
on the most exemplary, era-defining 
motorcycles, such as the Thunder-
bird, Tiger, Trophy, Bonneville, and 
new machines such as the Speed 
Triple, Thruxton, and Daytona 675. 

            #7667     $50.00

How to Build a Motorcycle
How to Build a Motorcycle tells the story 
of how a group of three unlikely friends 
– a rat, a sparrow, and a frog – come 
together to build a motorcycle! Detailed 
illustrations explain the overall functions 
of the engine, clutch, brakes, and distrib-
utors, as well as many other parts of the 
motorcycle. Through hard work and 
perseverance, the three friends learn 
about mechanics and teamwork 
as they work together to build a 
miniature motorcycle. A great 
book to read with your young bike 
enthusiasts!

#8057     $14.95

Vintage Dirt Bikes
Suddenly, everyone wants one of those 
old dirt bikes from back in the day: 
knobby tires, small two-cycle engines, 
four-speed transmission, and a full four 
inches of suspension travel. But which 
should a rider bring home? Vintage 
Dirt Bikes will help the reader make 
that decision by providing informa-
tion on all the most popular makes. 
For each bike, this new book provides 
four to six paragraphs describing the 
bike in general terms.

#7524     $27.95

Motorcycle Electrical Systems
Motorcycle expert Tracy Martin pro-
vides crystal-clear, fully illustrated, 
step-by-step instructions for every 
electrical repair imaginable on a 
bike: from the nuts-and-bolts basics 
to fuel-injection systems, onboard 
computers, repair and installation of 
factory and aftermarket accessories, 
and everything else in between.

#7707     $39.99

Classic Honda Motorcycles
Honda made its mark on the motor-
cycle world with small, affordable 
bikes, and grew well beyond that to 
create some of the most important 
performance machines ever built. 
This guide to the collectible Hondas 
gives prospective buyers a leg up 
on the current market for ground-
breaking classics. Photographs of the 
models are accompanied by com-
plete descriptions of specifications, 
components, paint codes, and serial 
numbers. The author also highlights 
common repair and restoration needs, 
and looks ahead at future collectible 
models.

#6428    $40.00

How to Restore 
Honda CX500 & CX650
Honda’s first venture into the V-twin 
engine market, with water cooling 
and shaft drive, was certainly dif-
ferent from their previous twin-and 
four-cylinder models. The tech-
niques, tips and tricks used by an 
experienced restorer will save you 
time and money. You’ll see that you 
don’t need expert knowledge or a 
fully fitted workshop for a restoration 
project. Packed with photographs 
and detailed instructions, this book 
is your perfect guide from start to 
finish.

#7759     $59.95

Indian Motorcycle: America’s 
First Motorcycle Company
Indian Motorcycle: America’s First Mo-
torcycle Company tells the complete 
story of America’s first mass-produced 
motorcycle maker, from its start as a 
bicycle manufacturer to the purchase 
of the brand by Polaris Industries in 
2011 and the subsequent new Indian 
motorcycles. This book details the early 
years of the 20th century when Indian 
dominated the world’s racetracks, 
when the company fell on hard times 
and filed for bankruptcy, and finally 
when Polaris restored the Indian to its 
rightful place.

#8002     $50.00

Finding Cannon Ball’s Trail
Erwin Baker completed the fastest 
transcontinental trip in American 
history. After leaving San Diego on 
May 3, 1914, he rode coast to coast, 
averaging only four hours of sleep 
each night – taking only 11-1/2 days! 
In 2011, Don Emde embarked on a 
multiyear project to understand the 
riding conditions and retrace the route 
that Baker had taken in 1914. Then in 
2014, Emde led a group of 30 motor-
cyclists on a celebration ride from San 
Diego to New York City, just as Baker 
had done a century before. This is the 
story of three epic motorcycle rides 
across America.

#8000     $25.00

The Complete Book of 
BMW Motorcycles
This book is a thorough year-by-year 
guide to every production machine 
ever built by Germany's leading 
motorcycle manufacturer. All of the 
BMW's bike families are covered: 
the side-valve machines from the 
early years, the early overhead-valve 
performance bikes, the postwar 
Airheads and Oilheads, the modern 
overhead-cam singles, and more. 
Complete technical specifications 
for each model make this book a 
must-have for any serious BMW 
aficionado.

#7756     $50.00

How to Restore Honda Fours
In 1969 the Honda Motor Company 
launched a motorcycle that many 
consider to be the world’s first Super-
bike. All with their own characteris-
tics, they proved to be reliable and 
smooth-running, and even today 
they can offer reliable transport on 
modern roads if restored correctly. 
Now with some examples more than 
40 years old, many enthusiasts wish 
to restore these classic machines. 
How to Restore Honda Fours has 
been written to guide the enthusi-
ast through his or her restoration of 
these fine classic motorcycles.

#7760     $59.95

Leanings 3
Peter Egan’s writing invites you to 
pull up a chair and relax while he 
shares with you his tales from the 
road, his motorcycling philosophy, 
and his keen observations about the 
two-wheeled life. This is an unfor-
gettable collection of the works of a 
master writer whose simple adven-
tures of life remind us all why we 
love to ride.

#7446     $28.00

Harley-Davidson: 
The Complete History
Cruise through this collection of 
Harley-Davidson’s most iconic 
motorcycles! The most beloved 
and recognizable motorcycles are 
included here: the Knucklehead, 
the Panhead, the Peashooter, 
the KR, the Sportster, the XR750, 
the Shovelhead, the Evolution, 
the Twin Cam, the V-Rod, and all 
the rest. Pages in the book reveal 
historic images as well as modern 
photos from the top motorcycle 
photographers working today.

#8056     $50.00



$6.95

MMCPAGB4

How to Build a Café Racer
The book starts with chapters on 
planning and choosing an appropri-
ate bike, followed by chapters that 
detail the modifications that will likely 
be embraced by anyone converting a 
stocker to a rocker. From shocks and 
tires to engine modifications, Doug 
Mitchel’s book lays out each type of 
modification and how it’s best carried 
through. The center of the book holds 
a gallery of finished bikes. The final 
chapters include two, start-to-finish 
Café builds.

#6684     $27.95

The Build: How the Masters 
Design Custom Motorcycles
In The Build, Robert Hoekman Jr. com-
piles insights from today’s best builders 
to help you plot out your own beautiful 
beast. This book is as much a 192-page 
motorcycle art book as it is a blueprint 
to building the perfect custom bike. The 
book is the bible of custom motorcycle 
design, starting with an explanation of 
all the different bike styles, and then 
moving into a concise, easy-to-read 
guide that takes you from finding a 
donor bike to figuring out how to alter 
the lines to your liking. The book also 
covers selecting and building parts, 
painting and finishing, and what kind 
of performance modifications might be 
appropriate.

#8053     $45.00

The Kawasaki Triples Bible
The Kawasaki Triples Bible covers the 
entire production of three-cylinder two-
strokes from 1967 to 1980, featuring a 
year-by-year breakdown of bike specs, 
including the KH250, 350 S2, KH400, H1 
500, and H2 750 models. Illustrated with 
hundreds of archive photographs and 
period adverts, plus personal memories 
from some of the racers and tuners who 
got the best from the fearsome H1 500 
and H2 750 machines of the ‘60s and 
‘70s, this is an invaluable resource for 
any collector or restorer of these fabulous 
motorcycles.

#5493     $59.95

Harley-Davidson: 
The Legendary Models
Ever since the original appearance of its first 
single-cylinder engine, the Harley-Davidson 
has distinguished itself with the introduction 
of models known for their trustworthiness 
and endurance. All you need to do is climb 
onto the saddle and rev up a Harley-David-
son to discover a new motorcycling uni-
verse, where the concept of pleasure reveals 
new meaning. This is the universe that this 
book invites you to discover, through the 
history of the brand’s main models (em-
bodying nearly 110 years of motorcycling 
adventures), and touching upon touring, 
sport, customization, and a simple and out-
right passion for motorcycles.

#8054     $45.00

Norton Commando: 
The Complete Story
This book looks at the history and de-
velopment of the Commando, gives 
the specifications and outlines the 
model changes, and also offers the 
riding experiences of past and present 
owners. In addition there is a blow-
by-blow account of the author’s res-
toration of a 1971 750cc model that 
had been re-imported into the United 
Kingdom from America and that need-
ed a complete rebuild.

#5561     $34.95

The Complete Book of Ducati 
Motorcycles: Every Model 
Since 1946
The Complete Book of Ducati Motorcycles 
traces the stunning chronology of the 
motorcycles dreamed up by Ducati, from 
the 1940s to the present day. Laid out for 
the first time in the form of an encyclopedia, 
with gorgeous photography and insights 
from Ducati expert Ian Falloon, this book 
offers motorcycle enthusiasts a closer look 
at the craftsmanship, power, and beauty 
of these extraordinary motorcycles. The 
book features all of the motorcycles from 
Ducati’s storied history, including the 
groundbreaking Desmodromic 750 
Super Sport, the Mike Hailwood Replica, 
the Superbike-dominating 916, and the 
epic Panigale.

#8055     $50.00

The Birth of Motocross
This is the story of the beginning of 
what has become America’s No. 1 
dirt sport, when Motocross was “im-
ported” into America, first as the “In-
ter-Am” series in 1968-69, then as the 
“Trans-Am” series in 1970. Vintage 
motocross racing grows in popularity 
every year, and this rare look into the 
formative years of the sport will stoke 
the avid to newbie fan with several 
hundred classic racing images. The 
bikes, the riders, the tracks … they are 
all here, like you’ve never seen before.

#7662     $29.95

Classic British Motorcycles
In the modern era, mass-produced mo-
torcycles tend to be Japanese or Italian, 
with the “big four” oriental manufacturers 
dominating the market. However, until the 
1950s, and even into the ‘60s, British makers 
such as Norton and Vincent ruled the roost. 
These legendary companies, and many 
smaller British firms, are motorcycling's 
founding companies. Superbly illustrated 
with more than 150 color pictures, many 
previously unpublished, this book is a 
captivating and highly informative account 
of the men, machines, race meetings, and 
world events that shaped the development 
of the motorcycle from its bicycle origins.

#7758     $32.00

The Triumph Trophy Bible
This is the complete year-by-year histo-
ry of the Trophy (and unit construction 
Tiger) twins from 1949 to 1983. It in-
cludes original factory model photos, 
technical specifications, color schemes, 
engine and frame numbers, model type 
identification, and details of Trophy and 
Tiger achievements. As a longtime em-
ployee at Triumph’s Meridian factory, 
Harry Woodridge shares his knowledge 
and expertise to provide the complete 
source book for Triumph Trophy owners 
and enthusiasts. Orders will ship by Nov. 
30, 2016.

#8058     $60.00
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E
lsewhere in this issue (see Page 40), we take a light-
hearted look at the rules bending (OK, cheating) that 
took place during Superbike racing’s formative years. 

But it was no laughing matter for me when, shortly after 
the 1980 Superbike season’s conclusion, American Honda’s 
Superbike team invited me to Willow Springs Raceway to 
sample Freddie Spencer’s bike, a highly modified CB750F. 
Mike Velasco, whom I raced against a few times during our 
younger days as AFM club racers, served as Spencer’s crew 
chief and as my host for the day. I wrote about my experience 
for Cycle Guide magazine in the March 1981 issue, and below 
are some of my comments and observations as reported in 
that issue about a bike that I dubbed The Bull:

“My roving eyes caught sight of the mangled metal at 
the junction of the header and tailpipe, plus the blistered 
Goodyear slicks, and I understood Velasco’s explanation 
of Spencer’s riding style. ‘Freddie 
doesn’t like to use the rear brake,’ 
Velasco said almost apologetically. 
Freddie slows the 413-pound beast 
by using the two front 13-inch 
Mehanite discs, not to mention 
all kinds of tire friction, when he 
sets the bike into the famous Fast 
Freddie Spencer Superbike Slide.

“‘Suit up,’ Velasco tells me. I 
do. My legs and arms wiggle like 
Jello as they’re poured into a large, 
empty leather pouch. While my 
rubbery fingers grab the front zip-
per, three mechanics check over 
The Bull as a fourth raps the throt-
tle. Their glazed eyes, the eyes that 

only tuners have when an engine whips its tach needle to 
10,500rpm, massage The Bull.

“I am ready. They silence the engine, and only the whisper-
ing desert wind penetrates my helmet. My breathing sounds 
like something in an underwater scene from an old Sea Hunt 
program as I snap my visor closed.

“Engine power up to 6,000rpm is firm but civilized. As the 
tach needle swings more to the right, The Bull’s hoofs kick 
harder at the asphalt and my vision tunnels forward until only 
the upcoming turn and tachometer are in focus. By 7,500rpm 
The Bull’s engine is steaming, and suddenly at 10,500rpm it 
doesn’t sound like a bull any longer. I’m sitting on a silver mis-
sile that wants to lift its nose and take me skyward.

“The turns approach me at Warp Three. Not to worry, 
because the bike responds not like a bull at all: I pick my apex 
and No. 8 steers easily with little muscle required, save for 

some extra forearm/bicep strength 
to help keep the wheels aligned.”

Ultimately, I lapped Willow 
Springs that day about seven sec-
onds slower than Fast Freddie’s 
times. Not bad for having only 
about a dozen or so laps, and 
I ended my dispatch with this: 
“It’s one thing to get into the 
arena with The Bull for one lap 
and another to cape it success-
fully for 40 minutes in the com-
pany of a whole herd of other Bulls. 
That’s why I intend to say all my 
future olés from the safe side of the 
track.” Chickens**t prima donna 
journalists. — Dain Gingerelli

No Bull: Riding Freddie Spencer’s 1980 Honda Superbike

Spencer’s Honda ran a modified GL1100 fork.
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You can’t tell in this black-
and-white photo, but those 

are Day-Glo red leathers 
Dain Gingerelli is wearing 
aboard Freddie Spencer’s 

Honda Superbike. 



W W W. B I LT W E L L I N C . C O M
951-699-1500

Kung Fu Grips shown on  

Tiger Shack Ryan’s LSR Triumph

Vintage style. Modern technology. 
Ditch your old rock-hard grips and grab on to something more stylish and comfortable.

Available in 1” and 7/*” sizes.  Colors: White / Natural / Chocolate / Oxblood / Black

Kung Fu Thruster RenegadeTorker Recoil



WWW.CMSNL.COM PARTS FOR A BETTER RIDE

MORE THAN 3.300.000 PARTS AVAILABLE FOR YOUR FAVORITE SPARE TIME!

CONVENIENT, RELIABLE & PROFESSIONAL

HONDA   |   SUZUKI   |   YAMAHA   |   KAWASAKI   |   OVER RACING   |   TAKEGAWA   |   KITACO   |   G-CRAFT   |   DAYTONA

Some things in 
life are not so 
hard to get.

SEAT

EXHAUST 

MUFFLER

HEADLIGHT

THROTTLE

KICKSTAND

FRAME


